HEH &

(B3R  EE)

TTBEEEES A B AR

100 FEELERSMEBTE LA

B
12

YA

AREE LR
T
TRELEIR
B
s HE

SESEESS A& 2 E
Z 5

BB HUECE]
M ER $IE
TLEY
100.10.1-104.10.7
105.1.7



HENEHE

ARH B E LR N B AL - ESEEGE R HRY ~ EREE (BEEYGHE
EAUBIE T 4E - IS8 SR EIES )~ EE0IS R - BB
R RN A RIS L B T — e AR > AT & e s e B St e
PrEURHIT R o SRS LU EYR AR A 451 Fs R (An exploration of relationship
structures, their integration and value in maritime logistics network ) » {E4EEKERELL A > 1F A%
G EBNET » DIRBEMEE HEESERNE - B EYR4E T F 2B Y
B (&dte ~ FrEERVEE - REEIRREE -
BHZETT7ARR T AGEESERGE T SRR | - WRRADRE S50 ER AGTIBRE 23 (&R E
O\ FEIEEHERT 41 (H S PR A\ BERA SRR T A B » SEEHERE AR 248 17
HUSAKE RS (B EEins - Bl AREEA RS BOKLERERET) EEME
— B AL DARERE TR T oM o WSEAE IR D) T A [F] A R
HIPESERR (R B SRR E B LIREE A TREAME © 25 7 HEREREYIR
A4 FER BEHVRE SRR - G5 - H ARG - BEYIIE - IRBHEREREE - AE
figrmiss - BOANRE - EEPRE - BN 3RS - /BEYIRET EERAM
FR B (558 L Y 364 D B AR 5 A AR S A IEAHRE - (B2 AE — SRR (4 AN A B8
B 4 ERNEBEER D - SRS - IRGERR E BT AR EEAE I0A EAHRE - B2
A R ik SR P R (B (B RS B A FE AR S RV IR S R et LA RE M=
FIVIEFEBIMRFAE o 5. YR L IEAY T 2% 1l B 8] 2 BRI 451 1 m] {F B o A i
Hk s T SR SRR T AR - TR AT iR BB I E 1 & IR EUR



N I St b = < PP 3
R T o I L PP 4

S BB A ST TR T v e eeeee e e 75
LT = - S 29




— - ST EGHEEEE HEY

BN ANA RSB R BT B R R B 8: F ) BB A - Tt RE 100 4F
WAGCAEHE 18 2 A Th =P A% A\ BB MEE A& (AT TITER e &R A
BHBEEEHSE ) )  MEERERBCREREEE  STEMNBYNEBERTE (1T
Bt A B A A BBIMEEERiETE) @ BAEFEERBEIZHERAHEAS
HEEEE T - M2 > DIFEREERE 2 RSl ABAA A BT A B HE
MIRE R BERGBIISEE R ) RRERI R R - SUANPE LR, - et ESE
—JESFHUR A & E et 13 B EfEABAE  Hpf o A > EHEMHT A
HITERER L RALE - HEEE BTN B2 — > WR{TEEE 100 4 8 H 19 HE#%
AFEFEE 1000047106 5RERAZIE » L SLE R R B R R (Cardiff University @ ff
TERKR) BEENUBEBCR R BIEYR IE -2 4T -

HEBEETNRE] 92 T ASBE RS - HBEIR S E S RIS R E T WEEAK
REENE 2 BB - ROBEMBIE KRB Z S T (BRI FR 2 AR S B
i) - HAREFEINEREMEEEEBINER (WTO R FTA JEMEARESESOH R
APEC /8 T(E/NH ~ BIFE /88 E 77 - ECFA JBEIRGES ) 28K KA -

2B REIEEHREET - ARG ERESINEBENER R AA &EF
o S BN bR AT R TR D SR A B R Y RS S 1 ELE R ER
FE S B BT > B B BN ERBR DA S i B 57 2 A EE 3 L A o 7 S AR B
e Ry B4 KBS E R AR A RN BER R N RFRE S F2E -
BRSSP E  EEEELENEEER RSB SGE N eI B2 » RARAE
HE R EHE A G REERTE > Ek DG -

ﬂ



= BEEREER LR

(—) BREEMENE
R RREZBNREFHERN AR EERZRNEEE Y — & (E£/BEFEE RS
JE—FEHVE G AR - AT A & AR E PSS S RAT I e SR o Hrh R R
Vo S 2 2R Z A Bea A B A B iE £ (MSc in International Transport) ~ #777i B4
EEHREE (MSc in Logistics & Operations Management ) > M fE-EHFREEE% % IE
HEVFINERIE - e LA B BFREA 7R oLy (Seafarers International Research
Centre ) #EfTZERALAYVEEHRBIMZE - BLEFAVEEGEHEA ZFVINEHE -
IR R RAREREGE - LIS — S BT AR (85T 10 PR -
120 B257) HAVIIFTE 60 P L iR B RIER 4 - EEENSE —FE2H
SRR Z R AR - Horp 4 PIERIZZS] 70 3 DA BRSO
GEEETIEAE(L DL 60-69 47 By High Pass; 70-79 47 Ky Excellent Pass ) ° SRR 4E 451 £
RS T SRR ERIEHTT A 724508 (Postgraduate Diploma
in Social Science Research Methods )
FBEFRREIE EEE ER R LI - BERFE RGNS — 5 EE /A K
BXIREEA KA e - &BEIEAZRS TR —F PRI R T (A E Y
e BEPEYEEE L2 EPTIRIIZ R - ZEEE R F iR —
TREZAN S - 277357018 » RIOTHOIEEZIIHIT T 8 LB K EH TR RE £
A5 4556 — Andrew Potter % (HEESEEI S VmEE e s CILT @i M
T BRAER - VIR ERER ) - 5 R =455 S Stephen Pettit
% . Rawindaran Nair 1§+ ( & BB RS EE N EREET - KIBHE
BURBLUREIOR T - EEEE =5 EER S 0E—) - EEES DR 4E
GERAREYIZE AR - WS¢ R — BB SURRIEIEA TAF
WA R RBEEE R E 19 LI " B2 Mo MEIRIE - BRE F8E - EHEEEH

4



1% A & 5 im0 F0 T KR SN A WARIE BB R S I H KR 54 26
(University Graduate College) TRt FHBRAMFTRE 138 AN SRERTE » Bl Z1 B EEAL
FA¥E > ARG ~ TS ek NamiE o 55 = EAE T WA RENT ST 5 AR BT Th
FEERHIE - FIUEERNE TR R MEW - B —2FE S A HITERESE
(Annual Review) » FBEA1GLIELR - DIEEM LA AIHTTERE ST amE -
Fll 2 SRR B R SRR AR 55 PR T SOES MRV . - 1A s ke ~0i% -
BRITEZHHE B =8 H T O o M taw X OsUE T X Wi OsZ &
INEZERANEZEE ) IH LA L2 BT R EHM -
S AR TR TREE - BEEETH 105.1.13 il O EF @3 (4
=) o FHEsEE LR

o

W

B — #EEE LD A& (i e AN e = YSE = Ee 4
( /57 Dr. Potter, Dr. Pettit, Dr. Nair )

(=) SIEREZES S
1. 2R EEK R A\ 558 (The International Association of Maritime Economists °
7% IAME) 2014 fE4E SRR &
(1) AEmiE % H TR R 2 B E SO S am i - RS &R B
e /el Norfolk ZR¥ - BRET S — A MR LR MHREREE (BFE B EYIR -
PR ~ BROERSOEH - fESRL - EEER - BEERER - J5E
BREZRE)I » $HFEE T TRESORN RO R E IR i B 2 2
&, o BEEEEEE K TR - RN - EHEE - B
P 0T SR B E S - (EAEAER T EEEETR R ER -
FEVER L R B HENES R | TS -

5



Q) EEBSINATST S8 M4 mE BB SRS
HOFEYR BRI AEERE 2 BH7E) - WS [FIPRESEE ~ fiER ~ BN ~ {5 -
BARFEE T - HEKBR - AR AR ERTTER (AE=
Felftgt—) e

() HEEEH S ET G TR E 8IS IR E B S e S (PR ENG iz s AT R
YRS B & 2 5T) » WG [ B2 B TER (EY) - fE
Wiz » FEIGFIFEZEGEMO) EFEAEEES Dr. Pearson GRAEHHFFE
ZEE FMC &R K8t oo tia iz )T # o = e i B B B2 ik
R R R NREAERERE - EEEAFELFHEEAR FMC g
DA s A e e e SR PR AT e B AR (S R - HU RS2 BB 7 % T3
s BB ENEN R FMC kA 200017 Bh Ze R BLH R A B & 3G S5 BRI
HEZBE T EEBRN KRS EK EATEESE TR 4R -

4) O ¢ SFEEIE RS NS G & 7B R OEEEEGY - RAaVEHE
FERINFE 2 EFIEEE - 2R EER R E T E T B2 GRE
REWMEZHITEFRIRARE - R EERA 2 (B  R F A8 —
AR CLAP R EERATIAR ~ PR L R RO ENRS AT B e A 2L
FEAR R R 588 - (8BS 5 S m] s 4 g Eog SO R @ Sy A TR R B
RBIREAE AT DA AR 0 = 6 JE T [T A & TP T B & I o - [ S0
WEEBTERONE - MEUAPR AR ETTE KE (B RIS B aR O 1
SIHIELESE R - REBIRNTRARSEEE A SHEFSE - 5540 > BN
AT AT R By v 28T T 5RO Rt 3 B SRR > TIRES B B G
TR FEIT RV AR - 550 s EA IR R - AR
HRITREEREE M - K geietE S aE R EEER
M - BEEEONSREE AT -



B = SNt TeiEEE VY HITES & AT R

2. SINERYIRPIZE4EEE (Logistics Research Network @ f&#% LRN) 2014 SR
e
(1) RV 2T AR T FEE W & (A FH DL B 2 R Yo 22y 3 ey B FR bt sl oy -

SRS B E B HIGS S B S [PR E SRS AR AR RE A THOR B
FeE AR AR S

() HEREHHYRZITET & o i S IR P B SE B T 5w SO PR A (A systems
view of supply chain integration in maritime networks » Zff$%— » Al A4EREE EF
HHTT) o RS SR 2 BRI ST am i 2

3. 2IRHRREEERYEEREE R 2015 FEEHNE (% LOMSEC)
2015

(1) LOMSEC AR AR Yn BHEE T S F TS, » & B3R~ PR A
B R A e F IS E Bl n SR B IR Se R R - BRI E R
R o DIFIEASERNEM R RER > A HLSE S EE S8R 25

() HEEERZIE G PR E RS B e I I L5 SO E NS iz el
GABEENEGTTZ LB - g Rl eiRilig A\ &2 g%
SAEFRCERF A R eSS (WER) -



CARDIFF Cardiff . YSQOI g
Business 7' ~~~~

Logistics and Operations Management Section
Annual Conference 2015

Be session Vp@Maﬂ}ow award

Awarded to the paper titled:
“A systems view of supply chain integration in maritime logistics”

Authored by:
Shang-Min (Moses) Lin, Andrew Potter, Stephen Pettit & Rawindaran Nair

Presented at:

LOMSAC 2015 - Friday, January 9, 2015

i

[

i A s

Hik

i
”r

(=) EBRER P REMEER N B
1. EHhEHEKIEE] Felixstowe S5 EH i S HEAL

2.

PR AV A AL SH MR B MRATUS L > Felixstowe 5 HATEEEE A EMH
& IEEA A EINILESE - BEARR TIHLUIREE - EEHEE
FLE A E] B FRHEZ AR E HIESER Felixstowe ABRYEMERG (8000TEU)
HIRSARIRAR SRR - DS 3 SR A i A IR A R k)P iR
HUAERITESETT 3 o (Eahs B EIBIE T3 > % /% il T 2 B AV
FEREAL - el in R E AR AR L B R TR A Ze e - fHEZ T > — iz
MR R Al 225k

-

L ERE S N B R A R R R,

(1) B S EEE R 7 A BT
VRS R EE SR — AR ~ BUNEE K012 FEEEA S 882 & TEU)
BHFEGYA 1 BAERAZAE - AARHREONEE X BB - SRR fME
~ WrHERY Ao ~ RZEEAYEIE - BRER - B - B E TS E AT
G P (BB 0 2 B A A R I T~ S ER Oy A i S R B (A A

8



Ao bR T B EEM(feeden)yh » HEFRLH 200 HEXEEKH (3 AIH 80 K
N~ RVESES A FEEED) K 5000 EERHY-REE PR AR R 0 SRR RER
— R BB RIS G E R - HATA 1700 FiE# A S 8EEER
BOE > REKET 25 RHVEINEMENIEA 20 RAEMEIZBONSEE ST A F]
ORI Ry BRORHE ~ AT A ~ ok R AR B A - TR R BN B R II
kA AR R B i ROl 2 BERA T ~ BRI EBEAC 5 R i ol - TR
B R AL TR EMIELY 15 & 6 TETLIEHE - SHIMEEERIE - &
A 5700 Ry wIR AL (B Ae sy B AE (e i ~ GG ~ 0T - EE R
B2 R Bozk - BEET - EimiRl - B - SIRBHSTE - REIROLE
FEETEEE o Airbus , Still, H&M, Olympus F1 Beiersdorf 2 #1443 2 F A EL T
BRI E IS L - 32 EYIm A RS R RN S -
RS /5 (Hamburg Port Authority) k@2 E T BN - |ETTHEARESEH
O 2 7 EEEBEITHH S (The Marketing Organization for the Port of
Hamburg) & BRERABRTTIHER - HREIHER ~ GH#KEES - HER
5~ BOERAFFEEZBMHM A F g BH - SEKE L REEE
TN » —FPREGEHN 2GS - EEBIWARBHLEEZL
Eurogate f1 HHLA (EAAKER,) » RKEEEHRRE ST RISHEIETE -
EEAEE T EAN S IUT NEREE - 2R ILRRE R 2R A
JEARTESEE - A TEE(ESAR U3 ShIRsS @il - a0 B RSB A
R RN A N EE R S PRI
(2) B EE 22 AR VG LN 1 (#4005 (Traditional Eisbeinessen at
Hamburg > 1E/X)
Eisbeinessen JE 1B E 5N\ L& F R R GG - IR 1948 4 > A
By R FURERGS 1% - SRS MU S SR AR AR Y ZE RS - Lk
£ 1948 £ B RIS EFEH S R EM S 2 A R BEN LS rén el -
HRGHIRUE LA N BB M P T A B IS - HEOUEHEE
AR B — 4 BRSNS AR E RS Bruno Jansen
72 1498 = 11 B 11 HEEEZ &S g B RSEnE R —4 R MS St
9

kﬁ\



Louis FYMN B (fE ZHIAR EARRERE » A7 A E S IS ROREE &
BEET T —HiEBEE - BRIETE 110 AL A B RAVER
BIFERTE R EILARE RTINS - FRBABE R EMG RS - BFHETHEIE
WD) - BSMABR—EER - s2 B GIESNAITIEIES) - FEFE1949 )
ZEEREN 10 H 28 B o EE Y F G s E e
Eisbein(FEEIFER) - FLi2% B S {EFRML T3 Eisbein SAH R PRI A s
M PR PR S % B U BN Y R (Bisbeinessen) % B & EENTEES > O
PIREE 11 ANSE—[EEATREE SR O(CCH &S - e ARER
ffpstac A ~ AEREfCEERS ~ A0SR - SRITR - BERIERE R - EEERULSE
F o REAMBEHBEENEIERE VS > FESIABRCETIRKE 25K
50 {IE R [E] 2 22 485 5000 A LA b7 #FAEE -
2013 A7 Eisbeinessen & & EENHE AL 65 & - 72 2013 4 10 H 31 H T4 S
BEAE T BB SR O 0 W0 2013 £ 11 B 1 HCEF) T4 6 BhFRH4A
BEEE > BERSAMREE R ER 2 BEEH - BYFRGATHIEEHA
ML NG LR  EEE TR - EEFEFSREGE 8 (S5 A1)
CEHEEECOE - AES AR 4500 ALLE - SIIA BN EG P RH#E
RGBS A B E I - FFZ HBIIMRS RS AT IR g a2
Rkt g E s o EMEAEERG T WRAE2 AR
HEANAFMEF - BB HLIOEE)Z BHE (L5 N 52 RN A
W AR TEEHARL B S AR A8 S IE R A4S ~ PR IH S LA E] 4R
A EB IR & ~ I G LA FIAEG B tH S im i & ~ [5 U E iE A
B Leif Lund 4845HE ~ [5H1/E P DL ACHE Carlos Mestre 4R4EHE ~ RIRIGHE
EUEUEE Roger Huang #88EH ~ RAVBHEMBA SIMIFRLEHE - KB EHTE
BONE RIS AR A, -
S5 BH RO 4
Fo BH i N BB AR BT S FE B B - HOAER B A R TE R SR A4S EE - BT
PUERIE BT 120 A sZAE e E i E A IgE A SR+
A DAIE E0 FE R BIOMN S AL IR 2 2 R AR duIE - dEElsth s B ELE
10



[R5 BB G 2B EE 8 (ERIRERAYA B KM 85 1 B %
G L R A PR Ry IR S R A AR M & - IR Ry EAth AR
HYEE S B EL - SR ILEEEIN S - SRS ERE - A S (EEE
RIK)

KR BAEE R AR AC T~ SR T EIARACH © BN IE LA R (P IRAEEN ARG A Bk

HEAEE 2 e SCH5E SR BT R BN R Ik 88 & 5 1 5 A o o L

STERACEA T

BEYIRERER TR T fiRE - BN BEREEERES - B
AR A (] 4 Er 2 &5 (Shipper) © MIBHHRITRERITRENERES > 1M
R 03B (Port to port service) » Z2A] S5/ TR ARRSE A B £ 4
BERIBU B ES & - firgiiiTa R Us EEBAIEAE - & BAT
BT ED GBI (GRS FEE KA RE) 2 IEE - A RBEAIRE
TS ERIEEE A S R A AT -

. BEEIE B AN B R 2 3 (Freight forwarden) B DUE (TG i
TEGEHAE - RIS (port operator) EEFERIFR RO ERENE &
B RIFH - HEEGHRERIVENIEAR - NEAFESREE - 210N
P i e DB R 2 2 F 0 - BN TE R E# A &) (DB) A R4

TR R ERUE T DIBEHBEIRE S - SRS E S E= T
SERHZARETZER - BERHATRNEYRAFIIEEEA - B LIEE
BEHE - 2REONTSAIRE R BN H/ NS T HEY) S R &SRR E
i > AT DA B SRR BION T R B RIS e DA 3
& (H4a0: DB Schenker ~ DHL ~ Kuehne+Nagel Z5) e

. A RANTE A YR AR - R B R B B (AR
NEF) R EEABES - fiEE R A E RIS E EIRIEES) -
T RHECRSEEIRE - B4R — ELL IR ET B (Repeated orders) » Z4J7%
B LR B HLORFF A B REVREA (5 - 2 SIS SEAY B (A R E A5
FaRmYEIFEEE N2 - BAR X HEB B EIF A (RSB E RS E
HECE) S MR - YR /KPR 2 H g & B AR R 3 X

11

H



EfERIEE(f > RIS SRESRASTE - It S AR M R
SAETERIRSEE (RS BATHY & (ERR (g i AR A M B A B T A

N

;

2

y

D. BENEMIRE A S AR try2= 2R DR BRI R E Sy B 20 IRiE - 40
IRAE - o ~ FAME - il - IEEyatE - FRR TS - SR
BIRP IR PR R0 - A DR A FRR 8 b s AR IRINE » A%
RS - BT 2 BUEE S -

ORNSE

A, RIS R R R v T A [ A T s I AT i — G S R RARE » VR
WYEPRREB N THEUN - HOREEE E A EE A TERA - A S A0 bR
Wers 22 8] S SRR BB SREIE S S8 e STl S B ATREE - DASRERA T B5
2 DR EN R R R E S

B. Eisbeinessen 72 &l DATEEIFE I R & & TRIAVEER SRS - ClAERES
SIOFEAN T ESTEEER Y ESTEBRAKA R 50 [
AEIBIZRAEE 5000 AL ESIN i - ANME BRI A e AR R
KBS - TERT B R K B E Rt - D E R BEC A
H—ENGFES (SHEEEREEEEEE - EREAEREBREA5
SERAT 10 K 0 WH 4 REMATRETES 2BKAT 30 X B AN @ 2
2R B a8 ] 5o ] DUR Bt St gy B EoAh I (B AR A R R RS -

C. Tl S aE (L o o B8 S pk B Ko i B [ Z AR AT Ry oo A il (ke g
SRR R SR AR -

[ 7N B 5 B i e O A S B P e 4

ZR 3 [E]{ A Eisbeinessen &34 HE




3. EiXEHEE R RREESER (42E) AF

(1) FEEEREHMEET BT S EE S HlEE g ECR 2 AV g 205
M i SO A R SRR — JLSSER TSV YR h LR (R
EEE - Hirg ~ ARKEEEE B Rl EER SRR )M Z B (S T A
LT fE BB R SR sl Z S8 2R - S B AR T 5 (QOBIOM &R Bz
SMNEEFEIRTSHEITEEES » SoaR AR LR ENUEM B A S B11E © BHE(H
BT R EEALE - ¥ NVOCC VB HIRUE - $EORVEHSES -

(2) F5IEHE SR B 2 SOERACE G EMRE(CET 9 ABEEEETEE
(EL) - BHFEE( AIHZE(Benjamin Tsal) 41T EI4E AL EMH R E{
ot 4 ANBLEESEET G SANE /) -

(3) LfF * REIRVE R K E R E ARSI TS E A ey R E -
s EHIR BB FOB fe CNF 2 B By {e{ DA Sl K ELAt i iy 22
Hk o S5Ah > B e R 55 P58 LY B 6 K B S TR T S5 A
ZHAE R R HIE 77 > R SR BUE M T WU R 1y o T (s
NVOCC 173RDZF - (EEAEREMATERAIT S - NSRS [H
it PR e S A ) (A M o 5 B B TR [FI R BR (45 1S - IRV EY I (LIE
4 T 25 B A ] 2 B (el e e ] 1 Ry oo A g i Al 55 T St SR A U B
R ] A BNBUR Il 1 E AT EECR -

&l SIS EER A SRR [ B RAE R A F TR

KEhREN G WEE

13



4. FRIIGEHEE N B EER R R R PE T T DR R AR R
(1) BT RIFFE 50 A B BE LA (2R #5358 RIBUR A8 4K 2 (At /)
K P55 R S P I O (R ZE [ 4 B B B PE DE P 3 8 5 (R 3% - DT R B
PETARZ A O B R &I &2 1B K Z E ROV EFEXCOE 1) - 5
B 22 [0 e 4 0 P i AR R S it OB TS BT (1% T BRI P D i 5T 7

— ORI ) e

Q) L

A. ZRHE B ENA R IR LB A AR B R SO L - b
2 S SESE PR AR HUAERH S B OB ERMER « 5940 » SBER R 2 RO
TSNS At AEBIOM AL AR iR Bt A 1 8 B2 A 1 2 S
I — MM A TR E - BV E R - PRz H A5
A7 1R LG S B R O S e BRI - Al RS -

B. DU & AERPEIEA Y — A Ry pEde 5 i ny FLfmda s - 58S
A F BN T OB RGNS - Ry UM R R IR T VBRI
ARIEEE TR anINFTRE AR S VLA > A B DUARER TR B RE AT (R 2R R
WECACESN - A—EREIFRAER - RIAKETARERE - HhEGER
HA SR ) i A S O (e B IR 2 B M S R N B AR R s S s L1 Y
Hef4 o SHPEPEFBURT B Rt B @ B3 R R LABION By B AR T35 R 4R

HEpESEE 2 B - DIRIBE L BB E R - TMER S -

[ 1. B HA R R R BUR SRR ] EARGHH R EE PR A S S TR AR

14



5. FERHEREMIEARE (HFF) BR

(1) BEEE T KRBT I 7 Z RS E IR BTS00 - T8
AR - R AR iR B [ SU R RIS =5 BN 2R [ BT RS
o anH B PR RTAR T S A BEY R R FE R (EREEE ~ firE - KIS
B RO Rl SR )M B &SR R AT A RV(EE - 7B E A 4R
5 (ABOM 43 F AL E /AR A TEREL - Sosa R A R FE st @ ATEMERDE S
BFE - E(E R AUER IV ERRE - ¥EONERE TR SRR OY)
S SR -

(2) FFahF5 U1 A B N B fe RS B TR R R ¢ [ E &
O\ B/ E] E R 4 48 3 (Managing  Director) ~ P.Vijayagopal 4& 4% #f (General
manager) * BefUFR ~ BIUHRGET 4 ABUEEEETES (WE+—) - BEE
MRELERAER ~ e UR -~ UK~ BERAL RN R EE Yaser ~ 17
PHECHER Vijay ~ g D EHRIESEZ FRE EE Sidharth 51 6 ABUEEFIE
fras (WE-+—) -

Q) &rElmlH ~ KA A w R R PR 2 SR E R oS R

A, FEFTERE N EILATNIAR - SO B R ARAEEZRG o s e H R EHI &
B A O R A FRA £ L ] B 3 (Jebel Al Port) o FEAFEAE CIEEHINTEYAE
KEb R EOENES T EERERE PR RSN HE 7S i
K ECEAENEESE SR - B OGEmE 7y 58 A A bE SR04 m (B
BRI fegn e B -

B. #LIGERVER T REHEIIMYE ZZERH CNF 55 5 R4k B M a2 5k -
B 5 s RS K R R aayHE 16 90% L FH B X T & L E M E - FT
DA B s A A R B Rt 2 & B A S0 0 HYSE A S B s TR R E St Ay i 5 -

C. MR A FHEMFFRILAFERREE AL - HHh - PR SR A AL
B3UE ~ CF Rl S FF e - PR ER 77 (door to door)/& HeE AT RS
HOAKUEHER - EEAREIEEZE(ort to porhAVAE » 2RI AR & &
Y & AR IS R AR NI A BARION R AU E AR o Rl b

15



e A TR R EL IR S - A S U SRR e (R ) 0 DA
{65 T RESHRI A Ml -

D. DAEPHRMIERZL /N TUE BOEHERNTT - PR (R S AR RETER -
HAT AR Ry 2 3R ERTARAAO R B A A TUE S50 SR A A RS 215%
FaRiTHE > SRR BB SRR Nk R PRI A SRS -

(4) M PR 2L R T SR & A AT TEH4CHE Vijay ~ fp )7 K I
EETREIHTE Sidharth K FEINTREE M S A SR A R PSS
O R OS2 T

A. FLFE B ATRE RN Ry SRR 0 IR B ESS o R S
BRI P REIEE 0 EA BT & B e RS 2l R BUR AT >
JOERERTIERE - fRAt BV B & e B BRI - AT S I #EE
ZER AR DARIA R FEE T R 2 - R R MR 7
SHEE o A T S PRI 22 A R A A DR RS TR AN (A R RE

B. BRIRIEIS R ElIFE R Ry o L1 O BRI RS 35N S8 R ER AL PRI 7D Sy
FAELE (P I R M IR - (LA B A S R sl Ry o
BT LAHE T2 AL FRAE A > (R TR A SRS -

C. FFRAEFTANAEZ RIS - ERRRCE R T D5
BT R A R RCRIEE A - BTt sk b SR BT 3 1 5= T
FEFERYAS CIEH -

D. A1 FEEH B R ATk B I A A R IRUE -

(5) HFEE AR D R BRI FEEET 2 PhEK - MAYA T o R L — B
B E R T A E IR SRR > MBS R A E T
HFEE R 2 TR B R SRS B 1T 12 S B AL aE P P B
(R BB 4SS - (H H AR R R B AL E M R A S SR - ok
i3 L SR AN R R A PR R A AR K B Ry th R e i P Y R B R -

(6) H Hil & 25 /5 4 Bk P SR SR iR e FL At 25 5 B RS s A ZE PR (ERY shipping
tower HFA AR IR — bR B RS T 85 (BB B AL A 78 Port Rashid » JFZK
H 3t 507 (E g & 5 A SIS ART AR - (EER AT B E RN 2 DL
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B SV K - HATSMEE5HE M 28 A Ay £ 5 B (Jebel Ali
Port) » B5 1 HS 73 I 5% FE e Ry B b5 0 < LA FH AR

(7) 05+ EIEEYR AR T 25 pl B Z BE A SERE nTE R oo i 2 s
BAERSEE U B - TR AT i BB H i & AT BUR -

& +— BRI A B aha R [+ BRI R R a

(=) HEENEEFAMBIFRBE A BNE U

I EEEEBFEEZRE (FMC) BT
(1) ##{EEZ FMC ERBE&EES Dr. Pearson (WIE+=) #5350 FMC iz

FAZEIRFIVAEER - 1L PMC #2185 Kusumoto J&i+ K Pt & HH BEBIE S8 i S £
fo B R Fw & oot BT E BRI KB R m m RIETTE K -
#FRFFRFT FMC Y BUEEF R Cardiff University FVEFCA RIFE1E
R4 EEW SRR EEERE PMC RBEERRT -« (REEsIERE
BT~ RERERERS SN SOEEE AR KR E RIS -

Q) BEFHKZPES BT FMC F/% Mario Cordero ( FHERIAELTHRIR) #1T
g (ME+T) > FEIGE PMC (TR - AR ERE L - 5%
TR S HIE K o EEEFERCAR FMC HHyUSEE RSN BCRE B 4E
o - LRERIPGEHARIEEE Y PA(EEERERT 3 KEMEMRGAH e E R
BHIEE -

(3) 05 ¢ EE] FMC EEFUEEERNBOR BT T R PEF RARE
W R B AORE R BB A E IR ~ (MO SOMEZ Z M4, ~ T IEfiE
FEEMAE RS E S Py, ~ T IR AU A — (A S BRI
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SR IR R /NS M A AR 2R ) 5 - EEIH AT
2 e HA S REA E E FE D 4EFr nl B R SRR ARYBCR - (HEE SO E IR
EE R AR FE R FMC R BB A A Rl ieikE =
FERHR IS /KR 2 15 » FMC BERZE R 2H i e 5 3 U R K Y (e i
IRBENEERN  HEEEFRFERENEZBEN A FHETHE - 478
IREINE AR R E K H AT BRI Z IR - BB EE RUERE 2 EA
BIZE R RER  WEITDAR 5 & PIFRRIBIRE RS 75 KA
IR E WS IR EE L R ~ JHE BN UEEEENA LS - 5590 > 35
FMC [&SEEIBF BB ARS - A AEA B AHMEES 3 > f
MHERFELEFE AREEEEF B EHZETTE > RS ER
G R EIR B - TR O RER G R M EIPENTRE TR -
FHEE K BRA Bt R B TR T B A% T 2 B 5
FREIMUEEZE TN RN - 2 EREIR B W 7 2 AR B T B TR
IR B E B e -

Py =

A

&+ = BRI EELR B E AR B SRR ER B RELRE

252 Dr. Pearson &2 Mario Cordero &5

2. FRECES R BENARREE
() FFEREEEECEFREELLH R R ¢

HEMEE SRS B 2 BN e & A R B 1 7 1 T R B B B R L A
RE L HRELHAHRE S B 8 - [FEFRF I m OB E R R - 75

WE > PO TEWEETTES > IR ERER ST SRS R SO AH L Y
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2)

WTHRE A Z BB - 5500 SEEEE T LD THY B E Y s AE BT 7%
S HAPRAH R AR PR 2 BRI AR S SH 2 0 (A7) -
HEHSZ S F4EE (DG Competition, European Commission)BISKE Nora
BEDNARSKI : Filomena CHIRICO 1T &38R 05
B T RN E SR R SR B s A SR AT A Vs S T IR MHRA
s BT HE B E R PRI - B P F (Anti-trust) SR
MHEAESE SIS F MIH w2 BOER ~ 596 ~ B0 TS EIETIER
i B R AR (JEH7) e
BB G B E R T A SR E g S H AT RE S A
[ Pt F (Anti-trust) Z FEEETTEIRE - B A E Z MHVFEEE &R
ZFJEY ek (non-price agreement) FREUIE AR » ¥~ BB RE SR ok D 2
BreESEE s T A TS AR 30%0TEE R A B AER R > B 30%H7#
HERR - EEH 30%ANZAMIE ST A HES T B BeaFAd (self-assessment) » Wi fe
HILHA TR IERX E B A Z G2 R e R R B g (EMO) Z IR K H
HEEL TR - B RIS B B2 S B T AR 30% 1A
SPBCR AR E 2 fiiRs - — B FEE R A SR T DIES -
PR E S R SR N R AE R R B EEURE BV A
A7 PO EE 2 S EETE T EE TR RERB R
H—E(E o FAI SR - SRR AR E SRR E ST RN
SR EMEHTREEE O E RSO TN T - SR ZE
P AE GBS FMC SRt SR B T 5 3 AR T &
TEHESEE -

U

(3) HABKEEENZ &4 BN EEHZEZ DG Mobility and Transport) 3 5 BRI i g i 1 gy

K2 BER'E Lola Fadina #EfTE KR0S

B REEE E SR R B RS IREUR - (RET BRSNS B

RS A~ EEAGNEBUR - /EEps Ei 5 S BUR AT A e S 2

HEN S R TR R RAOR (AE-+E) -

BN BR S A A BN B 5 g R R B B R B 2B B L A
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ZHE) > RIHEN R G B E RN T AR S hn B YR (safety and

quality shipping) ; #UFf - EIEIECIE AR EA TAELUISEARKREAE LK

S N BB RE T HAUEEHISEHY TIF - DIRIRRE I EE R RS

> SEREEE B EER - H BRTECE N EEEFEES T e R

"B HY/EE (safety and quality shipping) ; HYRTHI I K HAB R A58 8 5 -

BX DR T S B B B A R R E R R B RS T T B R

2 JBOKEREE R RIS 7 F s (BRI £ - Al OB O E 2 A%s) -
BAECRIP AT AR B E e & TR R -

3. BEBEE] FERbe B K G EE A SR R H BRSO EE R R

B E+/0

X

7 BAEER BB LR AR BN HERERE g F R EBURE

FEHAA R ~ dwERIE - RLLEW Nora BEDNARSKI &  Filomena
HE5 CHIRICO &8

[+ /\ BASLEN EER g e B RS
B AN WSS ey 7
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() BB RN w522 Sl
1. EEES (HHET) REEREEE
(1) I B B A B ik e s AT D ZEPEANIE 25 S IO B i A B AR 3t
HUB IS ATE P IEE 2 ECN S & - HERERE
A, i EE A B RN G [ - A SRR ETEDCER - S
FEEEEE o N_LAEE— H A RDKE EIHY E 2 5 0R o (i Bl 8
AN G AR ZEDC R EEEA T B0 - ho PP R
-~ VIE -~ EERZREEN R ESE - A RIVEBDERFEIE -
B. FEE SRR (F SEAVRSEE N B A S R PR I IR — KBS - A
2B fa 4 A S & i m i B W Y B B S 2 T B =1 - RFER T
B (Y MHE)—E ferry BHTE - HEE A IR Security booth AHEXT 100 AR
DABEARE HE S T - S5oMB BRI R Ry B Ry city port » FiT DAH- 28R
ERTEQL A ARt B T BB SR E AL C & » RS Tt a &R -
Y Egm 2k E ETHEE > P M S im0y B B4 BB
(embarking/disembarking port) » DUBEEUEE KA HERA
(2) AR B E i — e E =y - R R BT RE R E g
P RE RIS BN AR (B F e RS B [ BN A TSR -
FHEZA A 5 Es B4 I & A 0 B PR R 2o iR AR o B =
T HG H E () 5 B A R BE A AR T B R (R R 2 B im T T A2 I b iR A
R FEHNE) > EEMATE & A MEER R THE R - S iREI5H
M~ FEmMTTR T~ B ERRA SRS - e E R A ]
HYSERS B RSB R B - — SR A SR NSRS - B A B8
NEFIAGE—EN T ABLFEE -
2. JuERERM R BB B £ -
(1) FB 2 B P im0 -
Pl B P i T 5 5 RN » T 2o K BRI i S S &SRB T 85 - THIE
s Ry EbG A S P&O Cruises, Royal Caribbean, Celebrity Cruises,
MSC Cruises, Princess Cruises, Norwegian Cruise Line, Hurtigruten 5z S [ FiT g A
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ki Tt B &R AR Thomson Cruises » T80 A0 H FLEAARIVE IRTTR -
B & i BA P 2 EPEm AT 4R B 75 D BRAREE AT AT 4R (B AT /K S AT 4R B
N RRIAAR) ~ BONICRERTSR ~ #idIgiiar s - FLETiRE nlie
LR LA SR B i L AR S T B B T TR AT A 2 BT R - 55
S NBICH I i 5 7 TR B (River Cruise) S FH AE (1 22 A [ (19 RT 7 266 47 TR iy
AAVHRTT » (EAEATREE S 20 £ - iR ] mRI T TR TR -
IR o] B R B E T TR
(2) FeEl” BFRELER T 5 TR AR
PR E R R s R JRERR S - VA ek Fl— i (E A E (fE
&) HIfEASEHIe B EERK - #ims wEElE g s —[
TRABCERE A S [ FiR 28 - EPEm A ST TEHHY B AR T A IR ILE B8N -
AR E 2R - —REFRERE R (WWHELA ) BIIEESE
JoFEREE » LRAME ZEpg K - SRS BB s Eks
ST B =B Ry £ -
(3) s
A, SERRRISRINER (RS R E N = E L B B YR ILEa TR - 12
PR A SRV ARACE - HE TP REEREE - F—E0%
BUEEEH —RONE /N - BOCREE BB LAV AEERIK
{E5EE R LRy B R ZERR T & A LAY P R b T S S iR 2 A
517350 > Sz AR (E TR TP A R E M - BRI
SRR E - EENTT KRB - FEMES - AR
TEVEEGER A Rt G bk o DRSS RALTN S EZ AR |#Y
Him{ T  SETREREARIEL T - BiEmESE N R gt
AP TSR 5 B0 > i DAA(n o Sl 2 =1 R 0 Sy 2 = VR
FERAZ BT T HR 5 VB I T SR B SR A B A I o B B (B4
= R e T HE S A e B R A R R — i Y THAR 8 - A
AREEAREET) - BRI A - FHE AT RIS
CIEFS » MEZ A city port IR > A RE(H 38 e B E {ir v AU B
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MBUHRZEE B G R EER G ER - WEn S E T
g -
. TR T RS KBRS  DIBONMIIE B3] > R [E 0 A S E A ATL 4R 7]
RES BRI R EATEE » 5140 Royal Caribbean 1EJEEHIEMTLRTLEEEDL
Bt HHL S0 2] B B By R » Celebrity Cruises ZEBMILIERTAR b LT Rl
IR R Bl - (ES—IRAV 2L R B0ZE P&O Cruises(FEEIM A
H]) ~ Princess Cruises 552 % #lim/\ SIAVEEE » 52048 F B E SIS UL
B iR 5 o] AN ME AT M B A - T o] B AR B A o St
P T i T e B AR S [F) R AR T RE A0 & SR O B 7w AR 2 1Y
fif: -
. BB TEBIREE R AR FE A o 35 RE T HUMOR B AR Y RE 22 A
(embarking/disembarking port) » % & 11 F i iicRE B 4G Al BG4S SRR AF A
OIS T SRR R FTEE AR YRR B R P > A e R B R IR T B
EBEHHER RSNSOI - fE BRIk (B
AEME) AREREE BT « RIS R ~ EABAT R
SRR FTRE R E FREE ST Y~ SOE e H AR S R I B Y A 3
RS TR R - BE R EYICEESS > BE R LREAT
TR R E R A RO AS BT R I R AT AR Y R4S S RE SRR AR
SHNERERIITIHGE - Himliks B A RBE DR T RS
BRI R IVE R - &2 R e REINESE - ARE2HEY)
BHEGHAE - ks S 05 - FRIF2IEETE - AT
FEHAR RIZ (S B BOMER RDEE AR - — R EEEY i & sR
B E RIS - AR B e i A S G R AR L - R
A B R A A S K2 -
. EPERESTHRN  DUEEE AR B B S Y BON AL BRSO 2B S
FRaMESER RG]  BRBER TR B 1S (e 7R A 1B R M BRI Y -4
AR AN R AR F R = AR A R SR N (i B S R R )
fh A& 1 (i SRS R EE - 23RN AR s ~ B0 Ve aasEak - AR 4kas
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Hin) NEEECE S B RkE RS - Pl S (2B SHVEE S ME
B ol o SR G SR R - BN B AL R
( LA T i s it o O Ry BTN IR TR =) BT DASP AR ot
A —TEHEEETE > JRE BT AGHY SIS B B AT AL bR R B E R -
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=~ B EBAERSHFTRR

(—) AREN
VR IR AT G BROL ) T B SR A (e P D B H B RS 5 TR AR A A
5 KBS G BIE R - BB G P R A AR AT 2K B 4 51 e BR AT
RN, 2014) = 5540 » (LREGE T H 25 al S 167 L RIS & 8 FERA (AR5 B B
AL ESEE PRV RSN 2 - PRETEEY)R A (maritime logistics network) £ £ 52
1k B R REMAR S RSN A Fh M o DRSO E RS/ Y L AR R K 2%
PL—7e s — T (BIanfiiesg 818 TR HYRR (% - fipg Bl & E AR (% ~ BB E FE i
HIBRR )Y AE S & - KRG 2 sk oAy aEps B - IREIA S FILAEAE
SRS R BORHEY Bt ATROIRIE T FAE o 281 L RE S A s o 2% aid S 2 L B
it > R BREIRYRRA AT RE N E 2 RIS =T E . — o R TR A S B
{E{t(sub-optimization) » Bt EALEHY - AWFFTRHEER BRI DA - RS HIZE
REF > DIIRBEAEREE & T2 ERE - B EY)RGE F 25 S AR (%
4GERE - FREARYEE - REFESYE (15 8 H ¢ An exploration of relationship

structures, their integration and value in maritime logistics network ) °

(=) W5E*E
FRAIBENTZE H AYFTHL - AW 2 SO B LU EY R P E R AR —TT e
TCHYRRRG S » B RR R oT DL RS IERL o S o DA L A S RGN
Vysm AR AW TR SRA TR - Z /R DUSEAERA SR N BB R ASE - BRAY
Gk KGR ENRGIIE )T (mixed method) #HE—HULEE—FEK}
DAFIIAZE H HIRYZERL -

SR EIE - S EY R AR BRI ERY R ASETS SRS
VB ER AR (W =JTRE(% (Logistics Triad » Bier 1987; Bask 2001 » @& —+—) -
M ERAGIREAVAES (FFE soft and hard) ~ HEAFEFEE (FELEE) RS
HYTEC (Al— szt ~ 2R 25t - REFEHEEBEN D) - RHIEAEERE
T R ARl EaE E -
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Third-Party
Logistics Service
Provider (LSP)

Relationship

& —+— ¥R = CR{&E (Beier 1989 » Bask 2001 )

FEEFREF S —TERNETE - F—BEETRAT K - WP E =88
(semi-structured interview ) JVAETT (FRTHEEBEINSIR M ZwE 2 (0t A iH
PR R ZZM DR E R Z2R) - SR ERE IR B A G
fiipg ~ EREE e  BOKEERET - SHEMATE MR Z IR -
Sk B R EREZR 23 (B EA EISEHERAT 41 (= PR A\ SOHH R B il
AE - TGN — 2 =N o Bl SIS 25T » IR =
T B (4 G G T T VR ) 7 4 DO 3 BE R B R S TR B (B SR A 5T B 43 Bt =
(onfE =+ AR EEI2015) - R BZ AR FRAGAEREIIRE -

Shipping Port
Carrier Operator
‘ Freight

Forwarder

[ - AT ILZ THESR ERIACR HEEE)
F PR GHEAY AU ANEET 248 0 BURSEHERE (snow-balling) WEEZKE
EIEE NS N B NHRSE S 2B BN B AR SRR - R
HIREE  BOEEARET - MWEEERI =GR oA (a8l -
ZCHHBARR S PIEEL - B B IR ) BOllET oo (RPASEEECR
[EIBERERAVRR (IR ~ A RIS MR A [FIRE R FE R s R E B RRIEE ~ A E
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BEMEEANEE > MZEEANR) Rt eaEes i (Social Network
Analysis > fif# SNA ) #7047 -

(=) HFEER

1. BRI TR S T & B VAF VB SRV EE 2N (Nassimia and Robinson,
2013) - EEARRFTEAS SRS TR E YR A oA [F] SRS A Y R SR B AR
BOEEEER LIIPEE A REMEE - MEHEAEERYEE (Cooper et al,
1997) -

2. MRIBSURRIEl R B ABE - BN ~ TR R R - BLEE N E
Rl Y T i EHNRE - FEGRBHNER L EREZHEERE
MR AR S (integrator ) HYRRM: > B EEESEZ RIE B A EEKE
AR PR AT REE R - (£ B HNIR B LAl R -

3. LB R R (i SOURU BURFER P Tie & > (B2 B IR bt EsS EE ER
TESREAYRE R > — RS > SHTRE2ER - H B B RIS s R A R R X

EENRGERER > BB LHELE  FiEELEEREREL - 5HIMI
7o L AR R PR X S R (R A EIY B BURE R A FIHRE 4 - ERUEE
(LCL) W - (BRI A EF BRI e ide g
HERMEE (FCL) W > fps B R R A e B S B (R P AE -

PR T BB A U A LBV (RS - BRI S B R S E A A
BRI - REE XA R EE AN —E &5 B E R EE R A
Fola ¥R > AT E R I R AU B B AV ER -

4. e CIHE R B EY) A T £ R A FRY R SRR (RS IR R

R REEMNER (Hh/IER— - MR et al. 2014) - &8 @ BEE MR
(FOB/CNF) ~ &¥piifRe (BfEE FCL/AUEE LCL) ~ stEsieE (FEE(L
AR T LIRS /A BUEIRT )~ ARSI (JESSATER/BIOMMTER/ 2
EEfERTER )~ ABORRE (HEHeftnE ERS AR EERSE &
AEM)EAE) - EEPRE (BUERE/anfFpasleses ) ~ BETSERE (Gl
BHEER) - AR I RGP EE R NE RO EIRBE S B EEN
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B (% - BYIRIRE TE G B RN S BRI IR SR BB (f 0 AR
TREAVARTS & & B RSB (RS T HY5RIE A EIRTER T SRR - 4t
FES Z A FEE > S E FEE R SRR R RS RGE R o A RO RIRE g (1
CIEAfiRS » B8 OB E ERRIRE (s E A (L © AREERERGHERIAE
A7 5 ML SRS 1T B SRR i e B R R R SR A AR A FIRVRE SR B8 © A [H
TS HYE EEEER TR DB SR A A FRSIEERIRE G -

. RIS - TR EY)RA T R A YRR (R RIS DB A R AR A TR

B8 > (BB AE—LERE (R4S ERNG AR Z S (B0 : i B RREEETENE -
ERGEORE) - JIEBCERIREZ AV R EE A R F R AR (QE —
+0U) > FBEGIE AN ITAEE RIERE e AR -

AEREMEER Y - BRGNS - IO R EERE A IEAHE - 2

TEAL B X 2R A T A R R SR P R B E RS A [FE
FERR SRR AE S NS T B A B M R IE R RTEE - B E 2 HEAERE
YIRS EE A S R B R - (HLREESET B R &2 Ay S FBH (A > H
IR R FRE R AS R P Bl S HRr I - BTa0 SRR AT A B & R SR AE T2
(AR AE BRI AR - AT A BB IS BRI EEEYE - B AN EEE
B EEEEANLEE -

R— BEYRAT EERE HKEER RSB ZEENR AR ERFREENFE
(¥R : B )

. Cargo
Cargo Serwce. Trade Route Port Type Owr?er Market
Type Complexity Type
Type
FCL | LCL | R S C |NA|EU | IA [NV | V T I|IJE| M |B/R| L T
R1 | ++ | +++ | + | ++ | +++ | + | +++ | +++ | + ++ + + ++ | |+ +
R2 | ++ 0 R S o R B S + + + + + ++ | |+
R3 0 0 0 0 + + ++ | ++ 0 ++ 0 ++ 0 + 0 | +++
R4 | ++ | +++ | + + | | 4+ + + + + + + ++ + + ++
R5 0 ++ 0 + + 0 + + 0 | +++ | + ++ 0 0 0 0
R6 | + + + | | |+t + + + ++ |+ |+t + + + |+t
R1: Relationship between cargo owners and freight forwarders 0 = No relationship
R2: Relationship between cargo owners and shipping carriers + = Loose relationship
R3: Relationship between cargo owners and port operators ++ = Medium relationship

R4:

R5:
R6:

Relationship between freight forwarders and shipping carriers +++ = Close relationship

Relationship between freight forwarders and port operators
Relationship between shipping carriers and port operators
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0 ~ &EEmEEERR
(—) AR
1. fEAtERE B AR EUR VA - T EY R S B RIRIRR A8 4718 R - 1R
)R TP £ A ] BR A& e m R Ry oo i il 5 v 5 e e S A = AL
TN A g B EUR 6l € 38 &E fIUEECR - T EYR A AR [F R B &R B B Az 1
AAERA ~ FHE TR > FrLAEBUM 5 B e AR B 2 R M S 755K - AR 8
EHRYAE R BRI E AT R - FHULE LAY IL5RE] E BT
MERYELR - [EIS RUBEY) R4 T B B B R RO E R B iR 1A 2
PIZEE] FMC EHEfUE B BOR BAE R - BAFE TR A-T8EE SCA RR
RS AORGE SRR N A TR ~ IR FOMBEE 2 Mg, ~ T AEMTE SRR
AR B S F RS, ~ T IRHM TS A —E A K RIS
"SRRI R R/ NRIRUE A SR AR 2R ) - B g R RS E
HEZENCPBER Z FRTER RS G FEOHE R A & R - LU E RS
FEZENSEEFE TR REE TR » RENT G —EE - FAEErRsz
IR0 o
2. ARBRBEEIFFIE O S ERE > AR EE R ERBIETEMEER
AR AR R o 2 BB T4E M SR (double-derived demand) @ EE 4 EYiE AT KAV E
EA R T EREIE CHE S R EBURET - EslUE HEIR I EHRRE
HHYRES - SI9NEA RN MERT GRS SO R IR SE R - B HCERE
R S A B BN - RARE RIS RES T A RNERET] > TRNER
REEE SORRBC B 7] DS YT -

(Z) stHAETEZER
AetEEETERE A AN HBIEERUNRIER R - WIREEEETH
HEEETE - HFEE  BTetE - SR Z S EZzEH - IR 7in Pk 5w
bz > T2 RIS AH B SR L e B S RS B B S S i - RS RESIIEA 52 e 2
I N BIEARRRERE - BIIERE RIES L EAATRE - EREEZIEL
AT EREBA S ERESHASTEEREANR - BBEOIOEREE AR
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Finding 2: Relationships among the Major Players

To identify the major players in the maritime logistics
network, and create conceptual and visualized models to
analyse the relationships and interactions among them,
considering different attributes which may cause the
different levels of service complexity and matching
relationships.

Research Questions

RQ1: Who are the major players in the maritime
logistics network?

RQ2: What is the relationship structure between
these major players

RQ3: What factors affect the relationships between
these major players?
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In order to offer services more effectively and
efficiently to different needs of shippers and different
types of supply chains, the LSP needs to develop
matching inter-business relationships with supply
chain and industrial network partners (Bask 2001) .

Theoretical Perspectives

Logistics Systems Contingency Social
Triads Theor: Theor Network
Y v Theory

Shang-Min (Moses) Lin, PhD student

Finding 1: Evolution of the Logistic Triads
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“The major players should include all
the service providers who help or
regulate the cargoes move.”
(shipping carrier, freight forwarder,
port operator)
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Research Methods

Thirty six in-depth semi-structured interviews, site
observations and supplementary document analysis have
been carried out. Participants included shipping carriers,
freight forwarders, port operators and cargo owners. The
next step is a survey and possibly social network analysis.
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*The interactions and matching relationships among the
members may depend on the trade terms (CNF, FOB),
types of cargo (FCL, LCL), degree of customization for
services (Routine, Standard, Customized), trade routes
(North America, Europe, Intra-Asia), types of port (Non-
value-added, Value-added, Transhipment, Import/Export),
types of cargo owner (Manufacturer, Brander/Retailer) and
different shipping markets (Liner, Tramp).

* Relationships at different interfaces in the maritime
logistics networks will vary, all relationships need not be
closely integrated / coordinated throughout the network.

*There are possible network benefits existing between
these major players. These need to be further examined,
reflecting the views of contingency and system theory.
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tool to analyse the industrial relationships within the
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Introduction

Supply chain integration (SCl) is an emerging fashion where manufacturers strategically collaborate
with their supply chain partners to manage intra- and inter-organizational processes, in order to
achieve effective as well as efficient flows of products and services, and to provide maximum value
to the customer. As shipping is a vital component in global supply chains, it is important for maritime
logistics service providers to be embedded well in this system. The dominant consideration of
research about SCI in maritime logistics has been focused on dyadic relationships between two of
the major players in the chain. There has been little research that has looked at this issue from a
systems view, and identified the network benefits among all the major players both theoretically
and empirically.

Secondly, even though the number of publications considering managing maritime logistics as an
integrated chain is increasing, few of them distinguish the different relationship structures that exist
between the main players in different situations. According to the view of contingency theory,
relationships between relevant firms do not need to be integrated closely through the supply
network. The most appropriate supply network relationships should depend on different products or
services.

Therefore, this research aims to identify the major players in the maritime logistics network and
create conceptual as well as visualized models to analyse the relationships and interactions among
them, considering different attributes which may create the different levels of service complexity
and matching relationships. In doing so, empirical research obtained through 36 interviews is
presented.

Supply chain integration research in maritime logistics area

Previous studies have shown that there are a number of benefits to integration strategies in the
maritime transport industry. Notteboom (2004) indicates that competition within container
transport industries has not only been reliant on the single player, but on the whole chain. Song and
Panayides (2008) and Woo et al. (2012) argue that the integration of ports into supply chains will
have a positive impact on port performance, while Carbone and De Martino (2003) and Lam (2013)
point out that SCI in the maritime industry will contribute to total supply chain value. However,
knowledge of the effective and efficient extent and forms of integration relationships between
major players within the maritime logistics chain remains scarce in the literature.

On the other hand, SCI research in the maritime logistics field is largely dominated by analyses on
the basis of the dyadic relationship between two of the major members in the chain (limited either
to shipping carriers and shippers, or shipping carriers and port operators, or freight forwarders and
shippers, or port operators and shippers), which might lead to sub-optimisation bias. The number of
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publications in managing maritime transport and logistics as an integrated chain are increasing but
limited to date (e.g. Heaver, 2002, Panayides, 2006).

A similar trend exists in logistics research, which is gradually moving from the dyadic view to triadic
and network perspectives. Since Beier (1989) launched the concept of logistics triads, which involves
consignor, consignee and logistics service provider (LSP), a number of studies (Bask, 2001, Larson
and Gammelgaard, 2001, Naim et al., 2010) have argued that this logistics triad should succeed the
dyad and be seen as a fundamental building block of logistics provision and supply chain practice
(see Figure 1a). Further, as Borgatti and Li (2009) point out, supply chain management research is
beginning to see the supply network supplant simple chain and dyadic relationships.

However, it is important to recognise that relationships at different interfaces in the supply chain
will vary, all relationships need not be closely integrated and coordinated throughout the supply
chain (Cooper et al., 1997). In terms of matching relationships, the contingency approach to logistics,
through identifying the most appropriate supply chain for different products with different market
characteristics, is widely accepted in the supply chain literature. Bask (2001) indicates that in order
to offer services more effectively and efficiently to different needs of shippers and different types of
supply chains, that the LSP needs to develop matching inter-business relationships with supply chain
and industrial network partners. She distinguishes three types of efficient service relationships:
routine service, standard service and customized. While a loose customer relationship and a simple
type of service characterise routine services, a close relationship and a complex type of service
characterise customised services. The intermediate type of service is entitled standard services.

Such an approach has been applied successfully in general transport and logistics. Naim et al. (2006)
developed three logistics service types in terms of their flexibility, and highlight the contingency of
collaboration approaches to relationships between carrier, supplier and customer. They also argue
that the degree of collaboration is actually dependent on the type of supply chain (efficient versus
responsive) and the type of competitive outcome sought. Lagoudis et al. (2010) extend the
conceptual work of Naim et al. (2006) through its application to ocean freight transport, in which
four secondary-data case studies (liquid market, dry market, container market, ferry market) are
conducted. They conclude that shipping companies have to be responsive to a range of different
customer demands.

Based on the above, three questions emerge which are tackled through the research below:
e RQ1: Who are the major players in the maritime logistics network?

e RQ2: What is the relationship structure between these major players?
e RQ3: What factors affect the relationships between these major players?

Research method

Starting with a literature review, a conceptual framework was developed by which to visualise the
various relationships. Exploratory in-depth interviews were conducted to refine this model and gain
industrial insights into the factors affecting the relationships. Semi-structured interviews with 36
interviewees from 21 different companies/organizations/authorities, three site observations and
supplementary document analysis were conducted during autumn 2013. The participants included
14 professionals from leading shipping carriers, nine from freight forwarders, eight from port
operators and five from cargo owners, from managerial level to operational level in order to provide
a wide range of perspectives and verify the initial model in accordance with industry practice. The
participants were mainly based in Taiwan, which has well-developed manufacturing and maritime
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sectors, and the majority of these participants’ companies/organizations are involved in global scale
business. Most of the participants are senior managers including company owners, chairmen,
presidents as well as chief operators, and 67% of them have over 20-years work experience. The site
observations include the handling of a container ship in a port, and advanced warehouses which
provide vendor-managed inventory, multi-temperature storage and value-added services.
Confidentiality of the participant firms was assured according to the Association of Business Schools
ethics guide.

The interview questions were asked mainly in line with the concepts of the Bask (2001) and Lambert
(2001) models, and consist of three inter-related elements of the supply chain: (1) the structure, e.g.
the member firms and their links (relationships); (2) the business processes, e.g. the activities
(supplied services) that provide value to the customer; (3) the management components, e.g. the
variables by which the integration can be realized, information and communication technologies
(ICTs), and performance measurement. The data were analysed by discourse analysis and an
attribute-relationship table.

Framework development
Based on the Bask (2001) model (see Figure 1a), shipping carriers and freight forwarders were
included as the maritime logistics service provider (MLSP), and port operators were added as an
additional analysis unit within the logistics triad because of their unique and crucial role in the
maritime logistics chain suggested by the literature (see Figure 1b). The majority of interviewees
agreed with this research setting, but many suggested that there should be other important players
who can also significantly influence the freight flow within this chain:

“The major players should include all the service providers who help the cargoes move.”
These players include the customs agents, inland transport operators, cargo warehouse operators
and government authorities which deal with customs and port governing.

When interviewees were asked who can be the integrator in the maritime logistics chain, some of
them indicated that the shipping carriers are more competent than port operators as they are
mobile, while others claim freight forwarders could be the integrator as they provide a wider range
of services. Some interviewees pointed out that the government sector has public authority and
more resources to be the integrator. It is worth noting that interviewees suggested that each major
player has their strength to integrate other resources in their own specific area. For instance,
shipping carriers could integrate the container transport and terminal operation, freight forwarders
could integrate cargo flows, and port operators could integrate inland resources as well as the
government authorities:
“The major players have their own industrial clusters, and can act as an integrator in line with their
ambitions, resources and needs.”

In addition, when interviewees were asked about their vertical integration strategies, most of them
stated that they only integrate the most relevant and easier aspects into their in-house operation. In
other cases, they intend to take advantage of the resources (or buy the other players’ services) in
the chain. For example, leading shipping carriers would often invest in their terminal operators to
obtain long-term benefits; freight forwarders are interested in owning and managing their own
warehouses if needed, but tend not to own land transport fleets as they are harder to manage.

Although there are many relevant players within the maritime logistics chain, the interviewees
suggested that only some are capable of coordinating the resources, and willing to do so. From the
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interviews, the consignor, consignee, MLSP and port operator were confirmed as being able to act as
integrators coordinating the other players in the maritime logistics chain. The government sectors
are not considered in this study given their role as a regulator rather than dealing with cargo
transport (see Figure 1c).

Because the nature of shipping carriers and freight forwarders are very different to each other from
the perspectives of assets ownership, expertise of core business and range of services offered, many
interviewees strongly suggested they should be divided into two analysing units instead of only
single MLSP. In order to keep the balance between convenience of data collection and practical
reality, we decided to limit the focus on the network made by the aforementioned integrators,
which includes consignor, consignee, shipping carriers, freight forwarders and port operators as the
major players (see Figure 1d). Consequently the initial triadic conceptual model has been revised as
a more complicated network framework in the maritime logistics context, and the evolved diagram
could be a useful visual tool to describe and discuss the relationships structure within this network.
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Figure 1: Evolution of the maritime logistics network (source: authors developed from Bask 2001)

Strengths of relationship

The interviewees highlighted that a wide range of attributes, and not only service complexity,
influence the relationships between the major players within the maritime logistics network. These
different existing relationship structures caused by different attributes found in the interviews are
detailed below, with a summary in Table 1.
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By trade terms (CNF, FOB)

The Incoterms (International Commercial Terms) rules published by the International Chamber of
Commerce (ICC) that are widely used in international commercial transactions or procurement
processes, are intended primarily to clearly communicate the tasks, costs, and risks associated with
the transportation and delivery of goods. Theoretically, sellers (consignors) and buyers (consignees)
are different players sitting at the two ends of the maritime supply chain. However, in practice,
logistics service providers only have a direct relationship with one of them, depending on the trade
term pre-defined in the Incoterms. For example, if the trade term is CNF (Cost and Freight), by which
the sellers must pay the costs and freight to bring the goods to the port of destination, the
interactions will occur between the MLSPs and the sellers. In contrast, if the trade term is FOB (Free
on Board), by which the buyers arrange for the vessel and pay the cost of marine freight
transportation, insurance, unloading and transportation cost from the arrival port to destination, the
MLSP will have more interactions with the buyers. In Table 1, we simplify the number of
relationships by only referring to the cargo owner.

“The consignor and consignee should be summarized as the cargo owner who is responsible for
paying the freight, can ultimately decide on the shipping, and easier to be recognized.”

. Cargo
Cargo Serwce. Trade Route Port Type Owner Market
Type Complexity Type
Type
FCL | LCL| R S C |[NA|EU | IA NV | V T |I/E| M |B/R| L T
Rl | ++ | +++ | + | ++ | +++ | + | +++ | +++ | + ++ + + ++ | |+ +
R2 | ++ 0 + | | A | A | |+ + + + + ++ |+ |
R3 0 0 0 0 + + ++ | ++ 0 ++ 0 ++ 0 + 0 | +++
R4 | ++ | +++ | + ++ | +++ |+ + + + + + + ++ + + ++
R5 0 ++ 0 + + 0 + + 0 | +++ | + ++ 0 0 0 0
R6 | + + + | | | + + + R s + + |+
R1: Relationship between cargo owners and freight forwarders 0 = No relationship
R2: Relationship between cargo owners and shipping carriers + = Loose relationship
R3: Relationship between cargo owners and port operators ++ = Medium relationship

R4: Relationship between freight forwarders and shipping carriers +++ = Close relationship
R5: Relationship between freight forwarders and port operators

R6: Relationship between shipping carriers and port operators

Table 1: Relationship structures between major players in maritime logistics chain (source: authors)

By cargo type: Full container load [FCL in Table 1], Less-than-container load [LCL]

There are two cargo types, which are distinguished by whether they can fill a container. They are the
full-container-load (also known as container yard cargo) and the less-than-container-load (also
known as container freight station cargo). Shipping carriers are more interested in and mainly deal
with FCL cargoes in container yards located at shipside. These are usually booked by large cargo
owners and freight forwarders. LCL cargos usually come from many small cargo owners, and need to
be consolidated in the container freight station by freight forwarders before they are delivered to
container yards and then passed to shipping carriers. Freight forwarders can also receive FCL cargoes
from cargo owners. Therefore, in the case of FCL cargo, both shipping carriers and freight forwarders
will have business relationships with cargo owners. In the case of LCL cargo, freight forwarders will
have more opportunities to build close relationships with the cargo owners, and freight forwarders
become the shipping carriers’ main customers.
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By service complexity: Routine [R], Standard [S], Customized [C]

Many participants pointed out that from the perspective of containerised transport, the degree of
complexity/customization for services could be categorised by the different types of container or
operation which can deal with three types of cargo including general purpose cargo (by dry cargo
container), reefer cargo (by reefer container) and out of gauge (OOG)/project cargo.

The dry cargo containers provide the simplest services for general purpose cargo (e.g. commodities,
recycling waste) that do not contain any specific arrangements. These services are volume-based,
and the most important factors in decision making are competitive price and ease of service
procurement. The reefer container services provide some degree of customised operations for
temperature-sensitive cargoes (e.g. fruit, sea food, meat, flowers, high-tech parts and chemicals),
which include air ventilation, temperature setting, controlling and monitoring. Not all of the MLSPs
have equivalent facilities and specialists to offer such services.

The OOG/project cargo services are the most complicated and highly customised services, and could
include transportation of large, heavy, high value, critical pieces of equipment. The items made of
various components need to be disassembled for shipment and reassembled after delivery. Some
participants shared their experiences for delivering yachts, helicopters, sensitive equipment,
turnkeys, exhibiting antiquities and project cargo management for their customers. These highly
specialist shipments require individual transport planning from origin to destination, and all players
work as a team to deal with these tasks. The rationales behind such services are economies of scope,
basing on long-term contracts, and the requirements of special knowledge, facilities and marketing
channels. There are often only a few providers which can offer such services.

It was found that the more complexity/customisation of the services, the closer the relationship
should be kept between the MLSPs and cargo owners. For instance, an increasing level of complexity
or customization increases the possibilities that customers have to influence services output and
services flexibility, and calls for more joint work between the cargo owners and MLSPs, from
planning to operations. In addition, more communication, information sharing and application of IT
technology are needed. This type of service often causes high transaction costs because of dedicated
investment, but can also develop strong loyalty from the customers. Many interviewees noted that
highly complex or customised services imply gaining higher financial revenues but also higher risk.

By trade route: North America [NA], Europe [EU], Intra-Asia [IA]

According to the literature, maritime trade is dominated by three economic centres, namely North
America, Europe and Asia Pacific. MLSPs in such different regions have seen different trends in
service offering, which has significantly influenced the relationships among cargo owners, shipping
carriers, freight forwarders and port operators. The reasons for such different trends include
historical evolution, the power of freight forwarders, geographical difference and the length of
shipping routes. Interviewees highlighted that freight forwarders in western Europe and Asia Pacific
tend to offer more integrated services than those in North America. In North America, shipping
carriers usually need to provide shipping and inland rail or truck services to cargo owners’ depots,
but they only need to provide shipping services in western Europe, as traditionally, inland transports
in this area are mainly managed by freight forwarders. In terms of intra-Asia routes, which are
shorter shipping routes, shipping carriers and freight forwarders need to spend more time in
communicating with cargo owners, dealing with relevant documents and making quick responses. In
such cases, both need to keep closer relationships with cargo owners.
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By port type: Non-value-added [NV], Value-added [V]; Transhipment [T], Import/Export [IE]

Many participants mentioned that port operators usually have no direct relationships with cargo
owners (and freight forwarders), but if port operators could provide the value-added services or
spaces to operate these activities for cargoes (e.g. multi-national container consolidation, re-export,
distribution centre or free trade zone), they may have more opportunities to establish direct
relationships with these two players. This could reflect the point suggested by some interviewees,
that is landlord ports will have more possibilities than public ports to establish relationships with
other players. In the case of service ports, port authorities own the land and all available assets, and
perform all regulatory and port functions. In the case of landlord ports, the port authorities maintain
ownership of the ports and the infrastructures are leased to private operating companies. These
initiatives should lead to more traffic and value-added services and more interactions with other
players.

Some interviewees also pointed out that relationship structures can be influenced by whether the
ports mainly operate transhipment or import/export cargoes. The shipping carriers could only
decide which transhipment ports they call at, while import/export ports usually are decided by cargo
owners. Therefore, transhipment ports have closer relationships with shipping carriers, and
import/export ports should keep closer relationship with cargo owners. One example was
mentioned that the Port of Rotterdam encourages local buyers (cargo owners) to apply the FOB
trade term to indirectly arrange shipping carriers to call at this port.

By cargo owner type: Manufacturer [M], Brander/retailer [B/R]

The previous literature often emphasizes that many manufacturers have adopted global logistics
strategies rather than simply relying on conventionally segregated shipping or forwarding activities
(Notteboom and Merckx 2006). However, it was found that different types of cargo owner have
different logistics outsourcing strategies. Compared with manufacturers, branders (e.g. ASUS, Acer)
and large retailers (e.g. Wal-mart) usually dominate the logistics process. The branders and retailers,
with their strong bargaining power, tend to contract with freight forwarders and shipping carriers
separately, while manufacturers tend to accommodate their customer’s logistics arrangement or
contract with freight forwarders to make them deal with all the logistics processes.

By shipping market: Liner shipping [L], tramp shipping [T]

Although this research mainly looks at the liner containerised cargo transport, some participants
mentioned that tramp shipping which carries bulk cargo is based on very different supply chains and
has very different relationship structures within the maritime logistics network. In practice, the
buyers of tramp cargoes tend to choose destination ports, allocate proper storage areas at the
quayside, manage the ocean transport and terminal operation at the port on their own, which will
cause them to be closer to port operators directly, rather than through ocean carriers:

“Most of the state-owned and large tramp cargo buyers act as the cargo owner, shipping carrier and

terminal operator in the port area at the same time.”

Discussion and conclusion

For RQ1, cargo owners, shipping carriers, freight forwarders and port operators are the major
players in the maritime logistics network. For RQ2, referring to the Figure 1d which evolved from the
logistics triad, these major players have more complicated network relationships, and need to be
looked at from a systems view. For RQ3, a wide range of attributes including industrial practice and
service complexity, influence the relationships between the major players within this network.
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The originality in this study is using a systems view to analyse supply network integration in maritime
logistics empirically, which reflects the emerging appeals by maritime researchers (e.g. Carbone and
De Martino, 2003, Song and Panayides, 2008, Woo et al., 2012, Lam, 2013), while also taking into
account the contingency of different circumstances. This paper adds evidence in identifying the
interactions between the major players in the maritime logistics chain based on a network
consideration rather than simple dyads. This verifies Magala and Sammons’ (2008) statement which
the choice of a port made by the shipping carrier could be interrelated to the choice made by the
cargo owner, and both choices are only one part of the supply chain selection process. Likewise, the
choice of a maritime transport chain by shipping carriers, ports and cargo owners is considered to be
jointly rather than independently determined (Talley and Ng, 2013).

On the other hand, while the contingency method is widely applied in SCM research, maritime
research still overemphasises the close integration through all the maritime logistics chain (e.g.
Nassirnia and Robinson, 2013). This paper has successfully verified the different relationship
structures within the maritime logistics network by different cargo attributes, which could move
maritime research forward. In addition, three types of transport service for containerised cargo and
the matching relationships by the degree of complexity/customisation have been identified. These
are in line with the logistics strategies for routine, standard and customized services (Bask, 2001).

This research contributes to academia by offering a systems view and a visualized tool to analyse the
industrial relationships within the maritime logistics network. The research framework could also
apply to other modes in international transport. For industry and policy makers, this study will
provide a foundation for the above major players to develop effective and efficient collaborative and
integration strategies in the industry, and help policy makers to gain a deeper understanding of the
maritime logistics industry’s network structure in order to design policies fit for purpose. Future
research could also consider the network benefits from different relationship structures. In terms of
limitations, the framework and findings in this study were developed mainly based on qualitative
interviews conducted with participants in Taiwanese industry. More participants and further
guantitative methods could be involved to overcome this.
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