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STUDY OBJECTIVE 

This study is based on the application of the Maritime Policy Planning Models 
(MPPM) developed and maintained by the Transport and Tourism Division of 
ESCAP. Its objective is to provide a planning context for informed decision making 
by governments, shipping lines and port authorities in the ESCAP region.  It does this 
by providing detailed, quantified and internally consistent forecasts of the maritime 
container trade and port throughputs in the ESCAP region through to the year 2015.   

ECONOMIC ASSUMPTIONS 

Although the world economy has displayed considerable resilience in the aftermath of 
the 1997 Asian currency crisis, growth rates during the coming decade are not 
expected to match the recent very high rates.  The underlying assumption is that the 
average growth rate in the short term is similar to that of the recent past, and in the 
medium term is approximates the long-term cumulative average growth rate for the 
world economy over the last 30 years. It may be interpreted as hypothesizing that 
growth will continue along a long-term path similar to that of the past, and that, 
although there may be good years and bad years within the forecast period, there will 
not be a major, prolonged economic slowdown on the scale of that of the early 1990s. 

Developing countries in Asia will continue to keep their strong economic growth 
pattern. It is expected that China will keep their strong growth trend until the next 
decade.  

CONTAINER TRADE 

The compound annual growth rate for global container trade volumes from 2002 to 
2015 is estimated to be 6.6 per cent, compared to 8.5 per cent per annum during 1980-
2002.  The average growth rate through to 2010 has been estimated at 7.5 per cent per 
annum, while for the following five years, the growth rate is expected to decline to 5.0 
per cent. 

Asia's share of containerized exports is expected to rise from 55 per cent of the world 
total in 2002 to 64 per cent in 2015; the share of containerized imports is expected to 
rise from 46 per cent to 53 per cent. 

 
Exports from North Asia are expected to grow more slowly than exports for the world 
as a whole, due largely to subdued growth in containerized exports from Japan.  North 
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Asia's share of imports is also expected to fall over the forecast period, but to a less 
marked extent.  

Container traffic to and from other parts of Asia is expected to grow more rapidly 
than the world average.  Expansion is expected to be particularly rapid in China, 
continuing the trend of the last five years, and solid growth is expected in South Asia.  
South-East Asia is also expected to increase its share of world container traffic over 
the forecast period. 

The intra-Asian trade will continue to outperform global container growth by some 
percentage points, recording an average of 8.3 per cent per annum over the forecast 
period. 

Intra-Asian trade enjoyed spectacular growth in the decade prior to the 1997 currency 
crisis, with growth average well in excess of 10 per cent per annum for a decade.  The 
crisis brought a sharp reversal of this pattern, with an absolute decline in cargo 
volumes in the following year.  Growth in the trade has now resumed, and the 
prospects for the next decade appear solid.    

It is expected that the trans-Pacific trade will show the strongest growth of 6.5 per 
cent annually among the three major East-West trades (namely, Asia-North America, 
Asia-Europe, and North America-Europe) during the forecast period. The prospects 
for the growth of Asia-Europe trade seem somewhat lower, growing at an average rate 
of 5.6 per cent per annum until 2015. 

Since the Asian crisis the trans-Pacific and Asia-Europe trade growths have been very 
unbalanced, with strong growth in the Asian export trade coinciding with a slump in 
the Asian import volumes. As the imbalance of container flows is expected to 
continue, repositioning of empty containers will remains a major concern for carriers, 
in particular those operating on the trans-Pacific trade route. 

CONTAINER PORT THROUGHPUTS 

The total volumes of international container handling in the ports of ESCAP countries 
will increase from 133.7 million TEU in 2002 to 352.3 million TEU in 2015 at an 
annual average growth rate of 7.7 per cent. It appears likely on this basis that Asian 
ports share of the world container volumes will continue to grow to 61 per cent in 
2015 from 55 per cent in 2002. 

The most obvious feature is the increase in China’s share of total port throughput 
including Hong Kong, China and Taiwan Province of China, accounting for 48 per 
cent of total container throughput of the ESCAP region in 2015. 

The study estimates that the total volume of containers trans-shipped within the 
ESCAP region will increase from an estimated 42.2 million TEU in 2002 to 109.6 
million TEU in 2015.  The share of trans-shipment in total port volume is expected to 
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remain at around 31 to 32 per cent until 2015. In the Asia-Europe route, ports of 
Singapore, Hong Kong and Tanjung Pelepas are expected to continue to dominate the 
trans-shipment business. In the trans-Pacific route, ports of Hong Kong and Busan 
will handle around 60 per cent of the total trans-shipment volume. In intra-Asian trade, 
Singapore will dominate the trans-shipment. The study estimates show that ports of 
Singapore and Hong Kong will remain as the main trans-shipment ports of the region. 

In order to handle the anticipated port container traffic in 2015, around 570 new 
container berths will be required in the region.  The largest number is accounted for 
by China including Hong Kong, China and Taiwan Province of China, which will 
require 270 new berths by 2015.  South-East Asia’s requirements are around 150 
berths, while North Asia (excluding China) and South Asia will require around 65 
berths each. 

The estimated $36 billion investment requirement includes only the cost of 
developing the terminals.  Substantial additional investment will also be required to 
secure adequate access to the terminals by road, rail and inland waterways, which will 
be essential for the effective distribution of containers to expanded port hinterlands.  
The additional costs of dredging, the provision of breakwaters and the establishment 
of land transport links and intermodal interchanges could easily double this total.   
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