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2021: A Year of Covid, Logistics Bottlenecks & Increased Freight 
Rates: 

   2021 proved to be a very challenging year for manufacturers, shippers and importers alike, for the ocean 
vessel owners and ocean carriers they seized the moment and 2021 brought them prosperity the likes nev-
er seen before. Soaring freight rates along with a dysfunctional and broken global supply chain heaped 
more misery onto the shipper community over the past year. 
   Following the Chinese Lunar New Year Celebration in mid-February, there was hope that ocean rates had 
peaked and carriers were beginning to return to some sort of normalcy – and then there was the Ever Giv-
en. The massive container vessel who ran aground in the Suez and further crippled trade between Asia, 
Europe and North America. Once the Suez Canal was opened it quickly overwhelmed container ports 
throughout Europe, and the effect of chronic ship delays and equipment shortages rippled throughout the 
globe that are still felt today some 8 months since the vessel was freed.  
    Last spring we all saw the ports of Los Angeles and Long Beach suffer through what was the worst supply 
chain disruptions and schedule delays, container shortages and coupled with the spike in consumer de-
mand it sparked a massive back-log of ships offshore, scheduled discharge times were stretched out by 
weeks and for some more than a month. Even when ships reached a discharge berth, delays caused by 
equipment and driver shortages throughout the US led to massive delays in product reaching store shelves 
and in the consumers hands!   
   In early summer, the ocean carriers introduced to the world the “Premium Rate” structure. Rates that 
were initially explained as a way to ensure vessel capacity and no roll-overs but that simply wasn’t the case. 
Ocean rates in June increased by almost 50% over those in May and continued to increase every 15 days 
until late October. Further adding fuel to the importers fire was the fact in early May the carriers, being 
publicly traded companies announced massive gains for the 1st quarter, many saying they profited in the 
amount of 3 or more billion dollars, ouch.   
   Adding to the increasing port bottlenecks, most carriers restricted or all together refused to handle inland 
or IPI cargo once it arrived into the United States. The carriers held strong on this practice and said it was to 
increase the amount of turns for the equipment and get those much needed empty containers back to the 
origin where they were so desperately needed but were those containers actually returning back to the 
origin?  As it turns out in late spring we saw the container availability index in China hit the lowest ever 
recorded level which was a clear indication that this tactic by the ocean carriers wasn’t working and in fact 
the containers were going back but sitting at the ports taking up much needed and valuable terminal space, 
space that could be used to unload and store import containers. For those carriers which continued to han-
dle inland cargo took complete advantage of the market and cargo owners saw ocean rates increase by 
more than 500% for some markets.  
   During the same time we saw a wide number of rail terminals nationwide grind to what some would call a 
halt as the amount of volumes coming in was far outpacing the amount of cargo being pulled. Rail termi-
nals in places like Chicago, Memphis, Kansas City and others saw massive delays, uncertain pick-up sched-
ules and lengthy delays which all resulted in increased costs by truckers and frustration by the cargo own-
ers. Increases in storage fees by the rail even through the importer or record or beneficial cargo owner had 
no control over the mess spread like wild fire. Multiple rail companies such as the Union Pacific (UP) and 
Burlington Northern (BNSF) put restrictions on routings to the above mentioned terminals, thus stranding 
ten’s of thousands of containers from reaching the final destination. This is when transloading became the 
best and quickest option and it wasn’t isolated to just the west coast.   
   Right around July importers were faced with yet another challenge, the Introduction of demurrage and 
detention (D&D) charges imposed not only by the ocean carriers but the rail lines as well, many of times 
both the ocean and rail carrier would collectively charge the same fees to the cargo owner and unless they 
were paid, the importer couldn't receive their container / shipment. This was the straw that broke the cam-
els back as both carriers continued to spewed out these fees in record numbers to importers who were 
often unable to pick up containers from chronically congested ports and terminals, or return the boxes 
when empty.     

Continued on Page 2: 



   2021: A Year of Covid, Logistics Bottlenecks & Increased Freight Rates (continued): 

With these fees, most being pure profit, we saw many importers start to petition the FMC and DOT for intervention, some importers have gone as 
far as filing class-action lawsuits again the carriers for everything from why they are responsible for these frivolous surcharges to not honoring the 
contracted space allocations and so one. It’s important to note that these suits are still pending in court but in reality they will have a limited impact 
on the international trade industry.  
   Further complicating matters is the fact that the FMC did an extensive investigation that was concluded in July where they ended up siding with 
the carriers and the charges they imposed and this was due to the lack or vagueness of languages within ocean contracts.  Carriers didn’t really need 
the money – their record shattering quarterly profits even exceeded their best-ever annual returns, with the cumulative 2021 result for the industry 
now expected to exceed $150 billion.  With only around a third of their earnings spent on new ship orders, the carriers still had plenty of money to 
burn, so raids on the logistics sector, crossing over into the air freight space, and terminal acquisitions – and, in fact, anything that popped up on the 
merger and acquisitions radar screen was fair game, look no further the CMA purchasing their own port terminal in Los Angeles and the recently 
announced purchase from Maersk as they purchased one of China’s largest warehouse and trucking companies.  
   As we ventured into the Golden Quarter (August thru November), everyone anticipated the market to continue to down the rabbit hole as it was 
thought that every big box retail chains to consume any and all available container capacity and while it makes sense as they ramp up for the holi-
day season it simply wasn’t the case, well at least not to the extent it was being played out. Truth be told, the fact that companies like Home Depot, 
Walmart and others all went out and rented their own container vessels really helped in the situation, had they not done that we surely would have 
went through extremely dark times. It’s because of this most people were able to get their presents for the holidays versus having the majority ar-
rive in January or later.   
   With an estimated 20% of the world’s container fleet idled at ports in North America places like California and Georgia saw their dwell times in-
creased exponentially, none worse that for the Garden State of California which saw their idle fleet surpass 100 container ships all parked right off 
the coast; an eye soar to those living there but where are they supposed to go? To put things in perspective these massive vessels carrier anywhere 
from 13,000 to 20,000 containers on them so doing the math that equates to roughly 600,000 to over a million containers sitting off our ports just 
waiting to be unloaded. It got so bad that in October Joe Biden made a quick trip out there to monitor the situation, claiming he and his Transporta-
tion envoy had meetings with the port authority and labor unions and they would go to three shifts per day, working 24 hours per day and it would 
systematically remove those idle shipments quickly; am I the only one that saw right through this?  
   Behind the scenes several agreements where made with the Port Authority, none more pressing and concerning to importers than the terminals 
announcing the new “Emergency Dwell Fees” which assigned a compounding $100.00 per day per container for any shipment that wasn’t removed 
from the ocean terminals within a specific amount of time (9 days by truck—6 days by rail). The Port Authority initiated this fee as a means to 
“incentivize” the cargo owner to remove cargo from the port. While the premise of this Gestapo like tactic took the market by storm it did have an a 
positive effect on the port congestion as dwell times were cut in half almost overnight but the fallout created another nightmare. With everyone 
working at a feverish pace to pull cargo from the terminals and with most terminals refusing to accept returned empty containers, there was a run 
on equipment like chassis’ which crippled the LA market. I don’t think I’m alone in sensing a trend here. When one party tried to implement a solu-
tion, without consulting those further down the supply line, it just increased the bottleneck and increases costs, all which trickle down the cargo 
owners.    
   Unfortunately, the outlook for everyone in 2022 is more of the same, at least until the fourth quarter but then again with everything that has hap-
pened over the past 2 years it’s nearly impossible to predict. Kicking off 2022, manufacturers and importers will see an increase in blank sailings, 
port skipping and a huge swing in ocean costs as we all meander through things like The Chinese Lunar New Year break which coincides with the 
Winter Olympics and with the new Omicron variant which has already hit places like Ningbo and Tianjin and the United States and it’s anyone's 
guess as how much this will effect the global labor force or which countries will shutter to combat the spread. While we want to wish everyone a 
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Oh Behalf of the entire Scanwell Group, we want to wish all of you a Healthy and Prosperous 2022. Thank you all for 

your support during these trying times and if there is anything else we can do for you please don’t hesitate to ask. 



Container Turnaround Times Reach Epic Levels: 
   Containers are now moving in and out of China at record speeds as shippers desperately source capacity, but port congestion in Europe and the US 
continues to slow the return of boxes to Asia and is stymying the recovery of global ocean supply chains. 
   According to a joint report conducted by Container xChange, the world’s leading logistics technology company, and Fraunhofer – CML, one of the 
world’s leading applied research organizations, as the rush to get exports to buyers soared last year, the average median time containers spent in Chi-
nese depots dropped to just five days, down from 61 days in 2020 
China was not alone among leading exporters in seeing rapid box turnarounds last year. Vietnam, Singapore, Thailand and Indonesia recorded average 
median times that containers spent in depots of nine, 11, 16 and 19 days, respectively. 
“Once containers reach Asia, they are being redeployed at record speeds. However, the mismatch between supply and demand at many origin ports, 
including in China, means it is hard for US and European importers to always secure boxes unless they have planned ahead, or are working closely with 
their box supplier, forwarder or container line, to ensure they have both a vessel slot and a container available in advance,” commented Dr. Johannes 
Schlingmeier, co-founder and CEO, Container xChange 
   By contrast, severe congestion in many destination ports saw container dwell times at depots reach record levels in 2021. The worst performing coun-
tries in terms of the average median time containers spent in depots in 2021 were the U.S. and the UK which suffered average dwell times of 50 and 51 
days, respectively. The next worst performers were South Africa (47 days), United Arab Emirates (40 days), Pakistan (31 days) and Germany (25 days). 
   Jefferies Equity Research found that in November last year some 36.2% of boxship capacity was at port. Until that congestion is cleared, we’ll continue 
to have major imbalances in the supply and demand of both vessel capacity and containers. As the Omicron variant brings more disruption, with Chinese 
New Year around the corner and some ports including Ningbo already facing lockdowns, we are expecting a volatile start to the year for ocean freight 
logistics.” 
   The depot dwell time results were among a series of results contained in the second annual Container xChange/Fraunhofer – CML ‘C-TIMING’ study, 
which was undertaken to provide insights and forecasts on container shipping and was supported by the German Federal Ministry of Education and Re-
search. 
The study found that in the US, the second-worst performer in terms of the average median time containers spent in depots in 2021, performance varied 
hugely by port. Across the country, average dwell times were 50 days last year(2021), down from 66 days in 2020. New York recorded 61 days of contain-
er idle time at depots followed by Houston (59 days) and Savannah (56 days). The ports of LA and LB, on average recorded 40 to 42 days of container idle 
time. 
   The project on which this report is based was supported by the Federal Ministry of Education and Research under the funding code 01IS20004A. The 
responsibility for the content of this publication lies with the author. 

By: AJOT 
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PORT NEWS & CONGESTION: 

* Please note that those containers which are leaving from a 

place without a direct sailing such South East Asia and have a 

transit point are not factored into the above numbers. We’ve 

seen transit and dwell times in excess of 90 days.  

http://link.mediaoutreach.meltwater.com/ls/click?upn=cUb3ABWEvn1MsDIimuz8mLbmmhsYc8vMvRdkS9YYneijxqjG33qSyCm6BUe7DfE9PpOH_VJRzDK9HbwmIOBnWSlZpGlVBfkyUCMfVcv8ZjIt-2BCs5-2FSY2CWQXR3yva1ZlAoqFCggqSq67h4XXAqyLWtVZXCSQhEubFrAa3CCuserzlbMHwAbFmKKLT9L65QIlAKAKlQP51O
http://link.mediaoutreach.meltwater.com/ls/click?upn=cUb3ABWEvn1MsDIimuz8mLbmmhsYc8vMvRdkS9YYneijxqjG33qSyCm6BUe7DfE91hUW_VJRzDK9HbwmIOBnWSlZpGlVBfkyUCMfVcv8ZjIt-2BCs5-2FSY2CWQXR3yva1ZlAoqFCggqSq67h4XXAqyLWtVZXCSQhEubFrAa3CCuserzlbMHwAbFmKKLT9L65QIlAKAKlQP51O


OCEAN RATES & PORT NEWS: 
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Ocean Rates Climb and Delays Persist Ahead of Lunar New Year?  
Key insights: 
 

1. Restrictions around Ningbo have mostly been lifted, with logistics operations largely back to normal, though 

new outbreaks are being addressed in Shenzhen and Tianjin. 

2. Ex-Asia ocean rates climbed this week ahead of the Lunar New Year holiday, though are still well below Sep-

tember’s peak season levels. 

3. Still-surging demand and congestion are keeping delays a reality for US importers. Freightos.com data show 

the average monthly end-to-end transit time for China-US ocean shipments hit a record of 80 days in Decem-
ber, 50% longer than in December 2020, and 85% longer than in 2019. 

 
Asia-US rates: 

• Asia-US West Coast prices (FBX01 Daily) increased 16% to $14,572/FEU. This rate is 169% higher than the 
same time last year. 

• Asia-US East Coast prices (FBX03 Daily) climbed 6% to $17,476/FEU, and are 190% higher than rates for this 
week last year. 

 
Analysis 
   Restrictions aimed at containing coronavirus outbreaks near the port of Ningbo last week have largely been removed, with port operations nor-
mal and most trucking capacity restored. Meanwhile, new measures are in place in Shenzhen and Tianjin following detections there, though logis-
tics operations haven’t been significantly impacted. 
   Ahead of Lunar New Year (LNY), spot rates out of Asia have started to climb. Asia-US West Coast rates climbed 16% since last week after an early 
month dip, and East Coast rates increased 6%, though prices on both lanes remain more than 20% below peak season highs hit in September. 
This bump in pre-LNY demand comes with no significant easing in congestion at the major port of LA/Long Beach. The latest de-
mand projections continue to show no expectation that volumes will ease in the coming months, with omicron’s spread likely to help keep spend-
ing on goods above pre-pandemic levels. 
   With no opportunity to clear the backlog, delays persist: Freightos.com marketplace data show the average monthly end to end transit time for 
China-US ocean shipments hit a record of 80 days in December, 50% longer than in December 2020, and 85% longer than in 2019. 
   Air rates remain stable, but still very elevated in what is typically a slow period for air cargo. Recent cancellations of passenger flights – including 
from travel bans in Hong Kong and elsewhere – due to the omicron surge, will further restrict cargo capacity and help keep rates up. 

Port of Los Angeles to Fine Carriers for Lingering Empty Containers: 
  The Port of Los Angeles, the U.S.’s largest for container traffic, will charge a fee on ocean carriers that fail to clear empty containers off the docks 
from the end of next month. 
   From Jan. 30, the port will charge carriers $100 per day for each empty box sitting on the docks for at least nine days, rising by $100 daily until 
the container leaves the terminal, the port said in an emailed statement Thursday. The fee is subject to approval by the Harbor Commission. The 
charge is similar to that which Los Angeles and neighboring Long Beach announced on Oct. 25 for lingering import containers. While the twin ports 
haven’t implemented the charge, its threat has reduced the number of import boxes sitting on marine terminals since late October by more than 
half, Los Angeles port Executive Director Gene Seroka said. 
   The build-up of cargo at the main U.S. gateway for imports from China contributed to goods shortages and price increases ahead of the holiday 
shopping season. Strained supply chains have become an economic drag on the world’s largest economy and a political risk for President Joe Biden 
as the disruptions put upward pressure on inflation. 
   Since late November it’s been incredibly difficult to return empty containers to many terminals throughout the LA basin, thus causing shortages 
with equipment, chassis' and drivers alike. By forcing the hand of the carrier to start removing these empty containers, many that have been sitting 
for months, this should open the opportunity to return empty containers back to the port and open up much needed chassis which in turn will 
allow more full containers to be pull from the port.   

By: Ana Monteiro—AJOT 

http://freightos.com/
https://freightos.mxmagnoilia.com/5f478493300e02001e8c7708/l/QZwm4smBXuVdvy4ab?messageId=azQicypgir0X2YYXG&rn=gI0R3biJWQgwWdhBlI&re=gIt92YuQ3bqFGQrJXarJmI&sc=false
https://freightos.mxmagnoilia.com/5f478493300e02001e8c7708/l/duNU0EMdz6hMGE12B?messageId=azQicypgir0X2YYXG&rn=gI0R3biJWQgwWdhBlI&re=gIt92YuQ3bqFGQrJXarJmI&sc=false
https://freightos.mxmagnoilia.com/5f478493300e02001e8c7708/l/PLLCYEvibv3pZgntW?messageId=azQicypgir0X2YYXG&rn=gI0R3biJWQgwWdhBlI&re=gIt92YuQ3bqFGQrJXarJmI&sc=false
https://freightos.mxmagnoilia.com/5f478493300e02001e8c7708/l/OIIxtZXYL3bdQmhr3?messageId=azQicypgir0X2YYXG&rn=gI0R3biJWQgwWdhBlI&re=gIt92YuQ3bqFGQrJXarJmI&sc=false
https://freightos.mxmagnoilia.com/5f478493300e02001e8c7708/l/SbxUMj3p1IieOay3P?messageId=azQicypgir0X2YYXG&rn=gI0R3biJWQgwWdhBlI&re=gIt92YuQ3bqFGQrJXarJmI&sc=false
http://ship.freightos.com/
https://freightos.mxmagnoilia.com/5f478493300e02001e8c7708/l/21dFpJT093F5yhB5y?messageId=azQicypgir0X2YYXG&rn=gI0R3biJWQgwWdhBlI&re=gIt92YuQ3bqFGQrJXarJmI&sc=false


Outlook 2022: Preventing the Next Supply Chain Meltdown:  

SUPPLY CHAIN VISION: 

   With 2021 having blessedly moved into the rear-view mirror, it is timely to 
look at the factors that led to the international supply chain meltdown and 
what steps might be taken to help prevent a recurrence. 
   There was plenty of responsibility to go around, and no party was immune. 
The problem is, when the solution is everyone’s responsibility, things have a 
way of remaining “as is.” In reality, there are no grand solutions to these prob-
lems, but there are certainly actions that can be promulgated by the supply 
chain participants that could collectively have a positive impact. 
   The logical place to start is with the steamship lines. The dramatic push-pull 
effect of their profit-maximizing strategy of blanked voyages during slack peri-
ods followed by extra loaders during periods of high demand created bullwhip 
effects that exceeded the inland network’s ability to cope. 
Given that this strategy has just resulted in the most profitable calendar quarter by far in the industry’s history, however, it is unrealistic to hope for 
a significant change in their approach. Still, better communication with the downstream players in the supply chain, at a minimum, would help them 
prepare for those disruptions. 
   A further and critical element is the massive increase in complexity that the creation of the steamship alliances and their voyage-optimizing opera-
tions has imposed on land-side operations for multi-terminal ports. Simply put, ocean carriers are imposing costs on intermodal equipment providers 
and especially port drayage providers with their ad-hoc changes from day to day for equipment flows and empty return locations. Efficient dual 
transactions are stymied, because the load comes out of one terminal, but the empty goes back to another. This is an area that is ripe for improve-
ment. 
   Next stop: the port terminals. The global supply chain crisis has demonstrated the importance of staying ahead of the curve in terms of capacity 
utilization. Once a terminal becomes congested, throughput declines and, for all practical purposes, it becomes impossible to dig out until volumes 
decline. One obvious response would be to increase the throughput of the terminals. This can be accomplished through many actions, such as in-
creasing hours/days of operation, using peel-off stacks and other streamlining techniques, automation, and so forth. But another, equally important 
approach is to proactively limit the quantities of boxes to be worked to what the terminal can efficiently handle per day. This may result in short-
term waits for vessels, but by keeping the terminal fluid, overall cargo flow is enhanced and total throughput is increased. 
   Of course, every container requires a chassis, and if there were still any doubts about the dysfunctional aspects of the current marine chassis sys-
tem, hopefully the crisis has dispelled them. Anachronisms such as box rules create artificial complexity and constitute a heavy burden for drayage 
carriers already facing severe challenges. The steamship lines have repeatedly pointed to a lack of truck capacity as one of the reasons for the cur-
rent crisis, and they are correct. However, when looking at the current productivity challenges facing the local trucker, with huge backups in the 
terminal, unproductive empty shuttle movements to shuffle chassis, and a general reduction in the loads per day that can be accomplished, the 
question is not why there is a capacity shortage but why the shortage isn’t much worse. 
   The railroads are another relevant participant that has suffered during the crisis. Having already reduced headcount and resources during their 
precision scheduled railroading makeover, they were quick to cut costs during the downturn. As has often proven to be the case in the past, they 

were not able to scale back up quickly enough to remain fluid during the recovery. Perhaps next 
time they will opt to make a sacrifice of a deterioration of a point or two of operating ratio in the 
short term to better retain the ability to react to upturns. Further, a focus on conversion away 
from wheeled inland terminals and toward grounded operations will help prevent chassis issues 
from metastasizing across other portions of the supply chain. 
   Last but by no means least, here are the cargo owners. Containers and chassis have become 
“warehouses on wheels,” negatively affecting equipment productivity and helping create critical 
shortages. There is nothing intrinsically wrong with that practice, if it is paid for and ample lead 
time is offered to the parties providing the equipment, but neither has been the case during the 
recent crisis. Further, although the supposed death of “just-in-time” inventory models is an over-
rated concept, inventory levels and practices could stand some adjustment. The heavy cost of 
stock-outs and expedited transport during the crisis will provide a strong counterpoint to the 
inventory savings and fast-mover advantages that just-in-time models theoretically offer. 

   Finally, we have seen several times during the crisis that actions that make complete sense for individual shippers turn into turmoil when they all 
move en masse to the same strategy. The collective decision to use the “fastest” routing via Southern California to reach the inland US, for instance, 
hasn’t worked out very well recently. Perhaps it makes more sense for companies to play “against the grain” and take routes less traveled. 
This is by no means an exhaustive list of the needed reforms. Some will disagree with the solutions proposed here, and they may well be right. But 
two conclusions are incontrovertible. 
First, if the collective reaction of the supply chain community is merely a sense of gratitude that this once-in-a-lifetime crisis is over and “business as 
usual” prevails, that will be a major failure of vision on the part of the sector. Second, if a given participant thinks that change is, in fact, needed but 
is purely “someone else’s problem,” that too will be a failure that will make history more likely to repeat. 

By: Lawrence Gross—JOC 
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LA / LB Ports Defer Empty-Box Fee, Seeks Options to Clear Docks: 
   The Port of Los Angeles, the U.S.’s largest for container traffic, has deferred a plan to charge ocean carriers that fail to clear empty containers 
off the docks and is consulting with the logistics industry on alternatives on how to cut the backlogs. 
   The proposed $100 daily penalty—which would have kicked in at the end of the month—may have “unintended consequences,” because 
some of the empty containers that have been sitting the longest may be buried under others, costing time “that our marine terminals simply 
don’t have to waste right now,” port Executive Director Gene Seroka said Thursday. He was speaking in a presentation to the Harbor Commis-
sion, which was scheduled to vote on the fee at the meeting. 
   U.S. supply chains have strained under unprecedented demand, worker and truck-chassis shortages and a shift to buying more material 
goods as Americans avoided travel and social outings over the course of the pandemic. The terminals at Los Angeles received record amounts 
of imports in 2021 and despite efforts by the port and the Biden administration, long delays continue there and at neighboring Long Beach, 
which combine to handle 40% of the U.S.’s inbound containers. 
Seroka said the fee proposal was intended to get the industry talking and it had been successful in doing so. Truckers, represented by the Har-
bor Trucking Association, have for months complained about restrictions on empty-container returns at major ports, saying these are among 
the top issues that needs fixing to help ease U.S. supply-chain bottlenecks. 
   Speaking before Thursday’s meeting, HTA Chief Executive Officer Matt Schrap said it’s encouraging that there seems to be an openness to 
alternative ideas for fixing the situation. Empty containers “need to be moved out, while not negatively impacting American exports and as-
sisting the truck driving community so they could bring those empties back with a chassis and get the next round of imports,” Seroka said. 
   The HTA has flagged port restrictions on empty-container returns as contributing to the backlogs. Trucks need a chassis to collect import-
laden containers, but unless they bring an empty container to free up the chassis, they’re unable to move the import, he said. 
While the number of empty containers on Los Angeles docks had fallen to about 72,000 from about 90,000 before the holiday break, getting 
under 70,000 had proved to be “a very strong point of resistance,” Seroka said. 
 
Import-Container Fee 
   The Harbor Commission voted unanimously to extend authorization of a separate fee on any imported containers sitting on the docks for too 
long, according to a statement from the Port of Los Angeles. The so-called container dwell fee was first announced on Oct. 25—but was never 
implemented—and was set to expire after 90 days. 
   The commission also amended the dwell fee so import containers moving by truck or rail can be charged the fee penalty after nine days, 
matching the period for containers bound for trucks and up from six days previously. 
While the twin ports of Los Angeles and Long Beach haven’t yet implemented the charge, its threat has reduced the number of import boxes 
sitting on marine terminals since late October by more 60%, the ports said this week. 
 

By: Laura Curtis—Bloomberg 
 



China Covid Absolutism a No-Go Zone for Airlines: 
AIR FREIGHT: 

   Entering the third year of the pandemic, China’s unbending approach to Covid-19 
has left the world’s second-largest economy all but shut off from international trav-
el, with fewer than 500 inbound flights scheduled this week, compared with about 
10,000 this time two years ago. 
   Capacity cuts are intensifying as China tries to snuff out virus flareups with aggres-
sive lockdowns. Since mid-December, airlines have eliminated almost 1,000 flights 

that would have arrived in the country between now and Feb. 1, the start of the Lunar New Year—
typically the busiest time for travel anywhere on the planet. 
   Despite the difficulty every country faces in containing the omicron strain, China is persisting with 
attempts to keep the virus out. Authorities have blocked dozens of air services to and from the U.S. be-
cause passengers on previous flights tested positive for Covid after arrival, adding to tensions between 
the two nations. On Friday, the Civil Aviation Administration of China suspended four more incoming U.S. 
flights and ordered the suspension of another 26 from other parts of the world, including France, Indone-
sia and the United Arab Emirates. 
   There won’t be a bump in incoming traffic for the Feb. 4-20 Beijing Winter Olympics either. China has 
banned non-resident spectators from attending what would normally be a sure-fire draw for tourism as 
thousands of fans, athletes and journalists fly in. The host of the last Winter Olympics, South Korea, saw 
a 15% jump in arrivals in 2018, the year of the event. 
   Reductions from mid-December represent the elimination of about one-third of an international flight 
schedule that was already cut by more than 90% from the year before the pandemic. “We don’t expect 
international travel to and from China to recover to 2019 levels for the next three quarters at least,” said 
John Grant, OAG’s chief analyst. The stance has cost airlines revenue, “especially as China had been 
among the fastest-growing markets, with a large number of affluent travelers eager to see the world.” 
Flights between China and key destinations like Europe, Japan and North America are even lower now 
than they were a year ago. 
   While long-distance flying has lagged the short-haul recovery globally, other nations have seen more 
foreign trips restored, especially in the West. U.S. airlines have brought back 77% of pre-pandemic inter-
national capacity, while the U.K. is around 47%, based on data from flight tracker OAG. While Singapore 
and Australia have gradually started to reopen, external arrivals remain tightly limited in Asian nations 
such as Japan. 
   Hong Kong is following China’s lead and then some, last week banning flights from eight countries in-
cluding the U.S., U.K. and Australia. From Sunday, flights from places the government deems high risk 
won’t even be able to transit through Hong Kong for at least a month. That ruling covers about 150 coun-
tries and territories. 
   China’s hardening approach continues to drive down inbound capacity from last year’s levels, a time 
when many thought the worst of the pandemic was over. Capacity from Southeast Asia has fallen to 
124,411 seats for January from 182,182 a year earlier, data from Cirium show. On the cusp of the pan-
demic in January 2020, the figure was 6.32 million. 
   From Europe, capacity has dropped to 107,012 seats from 127,971 last year and 1.49 million in January 
2020. North America follows the trend, sliding to 34,549 seats from 74,032 in January 2021 and more 
than 1 million two years ago. 
   The restrictions extend to China’s vast domestic air-travel market, one of the strongest in the world 
throughout most of the crisis, as the government kept sporadic outbreaks contained and people were by 
and large able to travel within the country. Authorities have intensified clampdowns by shutting off cities 
such as Tianjin, a major port to the east of Beijing that connects Chinese manufacturers with the world. 
   Airbus Warns of Possible China Sales Drag as Omicron Spreads This could pose an even bigger problem 
for Chinese airlines, given the domestic market—the world’s second-largest after the U.S.—has support-
ed about 100,000 flights a week, compared with fewer than 1,000 international trips. 
   Still, the aviation regulator has set ambitious targets, saying on Monday it expects 570 million air pas-
senger trips this year, compared with 440 million in 2021. That could provide some relief for Air China 
Ltd., China Southern Airlines Co., China Eastern Airlines Corp. and other domestic operators. 
Even without the Olympics, the Lunar New Year is typically the busiest time for Chinese airlines. For 
flights taking place this current week, the domestic schedule was slashed by almost 20% since mid-
December. 
   Carriers have made much smaller cuts for next week and the following two, suggesting they may be in 
line for more pain, along with hotels, restaurants and other venues as lockdowns persist or worsen. 

 
By: Siddharth Phillip & Anurag Kotoky—Bloomberg 
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Scanwell Service Scope: 

 GENERAL GLOBAL IMPORT AND 

EXPORT AIR FREIGHT 

 GENERAL GLOBAL IMPORT &        
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 APPERAL LOGISTICS 
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 SME FUNDING AND SOURCING 
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LOGISTICS 

 CHINA IMPORT TRADE              

CONSULTANCY 

 CHINIA-JAPAN TRADING           

ASSITANT PROGAM 

 E-COMMECE LOGISTICS 

 WINE LOGISTICS 

 PROJECT CARGO 

 F&B LOGISTICS 

 FREIGHT BILL AUDITING 

 WMS / GLOBAL SUPPLY CHAIN 

SOLUTIONS AND TOOLS 



Supply Chain Snags, Quarantines Hurting Air Growth: 

AIR FREIGHT: 

   Global air-cargo growth slowed sharply in November as demand was hit by supply-chain disruptions, partly because Covid-19 restrictions left work-
ers stuck in quarantine, causing labor shortages. 
   Demand for air freight, measured in cargo ton kilometers, rose 3.7% from the same month in 2019, prior to the pandemic, according to the Interna-
tional Air Transport Association. That’s less than half the 8.2% increase seen in October and also significantly lower than in previous months, IATA 
said. 
   Freight has been a rare bright spot in a dark time for many of the world’s airlines, helping offset weak passenger traffic thanks to strong demand 
from consumers stuck at home. Economic conditions remain favorable, with China and the U.S. seeing double-digit growth in retail sales in November 
from two years prior, IATA noted, but clogged supply chains are pinching the business. 
   “The pressures of labor shortages and constraints across the logistics system unexpectedly resulted in lost growth opportunities,” IATA Director 
General Willie Walsh said in a statement dated Jan. 11. “Manufacturers, for example, were unable to get vital goods to where they were needed, 
including PPE,” he said, referring to personal protective equipment, demand for which has jumped due to a surge in Covid cases in many developed 
economies. 
   IATA, which represents about 290 airlines, called on governments to swiftly address supply-
chain pressures, including taking steps to ensure aircrew operations aren’t hindered by Covid 
restrictions designed for travelers and providing policy incentives to address labor shortages. 
   Logistics snags also continue to affect sea transport. Containers spent five days on average at 
Chinese depots last year, compared with 61 days in 2020, which illustrates maxed-out capacity 
and pressure on the supply chain, according to a study by Germany-based Container xChange 
and Fraunhofer-CML. 
While containers are moving in and out of China at record speeds, port congestion in the U.S. 
and Europe is slowing their return to Asia and hampering the recovery of global ocean supply 
chains, the study found. 
   “As the omicron variant brings more disruption, with Chinese New Year around the corner 
and some ports including Ningbo already facing lockdowns, we are expecting a volatile start to 
the year for ocean freight logistics,” Container xChange Chief Executive Officer Johannes 
Schlingmeier said in a statement. 

By: Will Davies—AJOT 
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December Air Cargo Demand Dampened but Rates Increase: 
  December demand in the general air cargo market put a final dampener on 2021 peak season volumes as continuing supply chain issues, congestion 
on the ground, and concerns over the new Omicron virus suppressed any end-of-year uptick, according to industry analysts, CLIVE Data Services. 
   CLIVE’s latest weekly market intelligence shows a -5% fall in chargeable weight in December 2021, compared to the pre-Covid level of December 
2019, making it, versus 2019, one of the weaker months of the year. Versus December 2020, volumes rose by +1%. CLIVE’s analyses of the general air 
cargo market for the last calendar month continued to measure performance to both the pre-covid 2019 level, as well as giving 2020 year-over-year 
comparisons, to provide a meaningful assessment of its current performance. 
   Q4 2021 data has reflected CLIVE’s statement earlier in the year that issues facing the air cargo market were driven by supply chain challenges, and 
less so by soaring volumes. In October, CLIVE’s ‘dynamic load factor’ – which measures both the volume and weight perspectives of cargo flown and 
capacity available to produce a true indicator of airline performance – reported a lower load factor for the time of year than expected, followed in 
November by a -1.2% drop in volumes. 
   Cargo capacity has remained slow to return to the pre-Covid level. In December 2021, it remained at -12% to December 2019. The ‘dynamic  load-
factor’ for this December of 65% was +2% pts up versus two years ago. The big growth curve in Q4 of 2021 was in airfreight rates, which in December 
climbed at a global level to 168% ahead of December 2019 (+42% versus December 2020), following earlier monthly gains compared to 2019 of 155% 
and 159% in October and November 2021 respectively. 
   “It was certainly more complex to ship goods from A to B in 2021 by all modes of transport, which has continued to increase rates. In the general air 
cargo market, we’ve seen airlines focus more on managing margins than on filling aircraft,” said Niall van de Wouw, CLIVE’s Managing Director. “From 
a volume perspective, compared to 2019, November and December did not produce ‘the peak of all peaks’. The capacity and ‘dynamic load factor’ 
trends were more or less in line with earlier months, but rates kept on climbing. So, what is at play here? This latest December data amplifies what 
we saw in November, with issues on the ground impacting the efficiency of the value chain. The rapid increase on Omicron and its impact on staff 
availability, hard lockdowns and their impact on business and consumer confidence are likely at play here.” 

By: AJOT 



Scanwell Locations: 

China 
 

S.E. Asia & Sub-Continent 
 
N. America & Europe: 

   As many Americans worry about empty 
shelves and delayed packages, looters are taking 
advantage of the inflow of goods outside of the 
two southern California ports that are responsi-
ble for handling almost half of all U.S. imports. 
   In Lincoln Heights, a densely populated neigh-
borhood in central Los Angeles that is home to 
terminals belonging to Union Pacific Corp. and 
United Parcel Service Inc., looters are breaking 
into cargo containers to steal delivery packages, 
CBS Los Angeles reported. 
CBS footage shows lines of packages from carri-

ers including UPS and Amazon.com Inc., many of which arrived from Asia through the nation’s largest ports 
of Los Angeles and Long Beach, stretching along the railways. The looters raided packages that contained 
all sorts of consumer goods, while abandoning those seen as not valuable enough, including Covid-19 tests 
and EpiPens, devices used in emergencies to treat severe allergic reactions. 
   “We have increased the number of Union Pacific special agents on patrol, and we have utilized and ex-
plored additional technologies to help us combat this criminal activity,” Union Pacific told CBS. According 
to the report, the Los Angeles Police Department only responds to reports of train robberies when they 
come from the carriers, which rarely happens. 

BY: August Saraiva– Bloomberg 

9 

• Hong Kong 

(WH) 

• Shenzhen 

• Guangzhou 

• Xiamen 

• Fuzhou 

• Futian 

• Hangzhou 

• Shanghai 

• Chongqing 

• Chengdu 

• Nantong 

• Nanjing 

• Xingang 

• Tianjin 

• Dalian 

• Suzhou 

• Taipei 

• Keelung 

• Taichung 

• Kaohsiung 

• Tokyo 

• Yokohoma 

• Seoul 

• Pusan 

• Manila 

• Cebu 

• Ho Chi Minh 

• Haiphong 

• Hanoi 

• Singapore (RH) 

• Jakarta 

• Surabaya 

• Bangkok 

• Phnom Penh 

• Penang 

• Lahore 

• Kuala Lumpur 

• Dhaka 

• Chittagong 

• Bangalore 

• Chennai 

• Delhi 

• Mumbai 

• Kolkata 

• Tirupur 

• Colombo 

• Karachi 

• Lahore 

• Faisalabad 

• Dubai 

• Los Angeles 

(RH) 

• San Francisco 

• Minneapolis 

• Chicago 

• Columbus 

• Atlanta 

• Miami 

• New York 

• Montreal 

• Toronto 

• Madrid 

• Valencia 

• London 

• Felixstowe 

• Manchester 

• Milan 

• Istanbul 

• Izmir 

• Mersin 

• Urfa 

INTERMODAL (RAIL): 

Rail Traffic for the Week Ending January 8th 

   The Association of American Railroads (AAR) today reported U.S. rail traffic for 
the week ending January 8, 2022. 
   For this week, total U.S. weekly rail traffic was 440,761 carloads and intermod-
al units, down 16 percent compared with the same week last year. Total car-
loads for the week ending January 8 were 210,020 carloads, down 10.6 percent 
compared with the same week in 2021, while U.S. weekly intermodal volume 
was 230,741 containers and trailers, down 20.4 percent compared to 2021. 
   One of the 10 carload commodity groups posted an increase compared with 
the same week in 2021. It was nonmetallic minerals, up 207 carloads, to 25,613. Commodity groups that 
posted decreases compared with the same week in 2021 included grain, down 5,652 carloads, to 21,952; 
coal, down 5,638 carloads, to 54,916; and metallic ores and metals, down 3,661 carloads, to 19,853. 
   For the first week of 2022, U.S. railroads reported cumulative volume of 210,020 carloads, down 10.6 
percent from the same point last year; and 230,741 intermodal units, down 20.4 percent from last year. 
Total combined U.S. traffic for the first week of 2022 was 440,761 carloads and intermodal units, a de-
crease of 16 percent compared to last year. 
    North American rail volume for the week ending January 8, 2022, on 12 reporting U.S., Canadian and 
Mexican railroads totaled 288,324 carloads, down 13 percent compared with the same week last year, 
and 298,984 intermodal units, down 21.2 percent compared with last year. Total combined weekly rail 
traffic in North America was 587,308 carloads and intermodal units, down 17.4 percent. North American 
rail volume for the first week of 2022 was 587,308 carloads and intermodal units, down 17.4 percent 
compared with 2021. 
   Canadian railroads reported 60,301 carloads for the week, down 22.7 percent, and 56,857 intermodal 
units, down 23 percent compared with the same week in 2021. For the first week of 2022, Canadian rail-
roads reported cumulative rail traffic volume of 117,158 carloads, containers and trailers, down 22.8 
percent. 
   Mexican railroads reported 18,003 carloads for the week, down 2.6 percent compared with the same 
week last year, and 11,386 intermodal units, down 26.9 percent. Cumulative volume on Mexican rail-
roads for the first week of 2022 was 29,389 carloads and intermodal containers and trailers, down 13.7 
percent from the same point last year. 
 

By: AJOT 

LA Looters Raid Unattended Containers 



TRUCKING / DRAYAGE: 

   Truck tonnage in December rose a seasonally adjusted 1.4% compared with the same month in 2020 — the fourth consecutive year-over-year gain 
and the highest measurement since March, American Trucking Associations announced. 
   The ATA For-Hire Truck Tonnage Index, released Jan. 18, equaled 114.7 in December, a 1% gain over November. ATA Chief Economist Bob Costello 
noted the index was trending up for most of the second half of last year. “December’s gain was the fifth straight, totaling 4.4%,” Costello said of the 
cumulative monthly gains to close 2021. “In December, tonnage reached the highest level since March, but it was still 2.7% below the pre-pandemic 
high. This is likely due to the fact that ATA’s data is dominated by contract freight. Contractor truckload carriers operated fewer trucks in 2021 com-
pared with 2020 and it is difficult to haul significantly more tonnage with fewer trucks. But overall, we have seen a nice trend up that is reflective of a 
still growing goods economy.” For purposes of the index the year 2015=100. 
   The December tonnage gains were helped by a strong holiday shopping season. The National Retail Federation on Jan. 14 said retail sales during 
the November-December holiday shopping season rose 14.1% over 2020 to $886.7 billion, topping the group’s expectations and setting a new rec-
ord despite challenges from inflation, supply chain disruptions and the ongoing pandemic. The NRF number includes online and other nonstore sales, 
which were up 11.3% at $218.9 billion. “Consumers were backed by strong wages and record savings and began their shopping earlier this year than 
ever before,” NRF President Matthew Shay said. “NRF expects further growth for 2022, and we will continue to focus on industry challenges present-
ed by COVID-19, the supply chain, labor force issues and persistent inflation. The numbers are clear: 2021 was an undeniably outstanding year for 
retail sales.” 
   December’s DAT Truckload Volume Index, also released Jan. 18, was up 18% year-over-year, reflecting strong truckload freight volumes as 2021 
came to a close. DAT reported both spot and contract rates for freight were up in December. The national average spot rate for van freight was 54 
cents per mile higher than a year ago, up to $3.00 per mile. Spot refrigerated rates increased 79 cents year-over-year when measured against De-
cember 2020, at $3.47 a mile. The spot reefer rate has set a new 
monthly high for six consecutive months. 
   The national average rate for flatbed loads was up 59 cents year-over-
year to $3.08 a mile. “While it’s not unusual to see a decline in the 
number of loads moved from November to December, spot-market 
volume was historically strong last month,” DAT Chief of Analytics Ken 
Adamo said in a statement. “Truckers experienced unparalleled de-
mand during the holiday season.” Trucking serves as a barometer of the 
overall U.S. economy, representing 72.5% of tonnage carried by all 
modes of domestic freight transportation, including manufactured and 
retail goods, ATA said. In 2020, trucks hauled 10.23 billion tons of 
freight. Motor carriers collected $732.3 billion, or 80.4% of total reve-
nue earned by all transport modes. 

By: Dan Ronan—Transport Topcis 
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Truck Tonnage in December Increases 1.4% Year-Over-Year:  

General Rate Increases Point Toward Higher LTL Pricing:  
   Less-than-truckload (LTL) pricing signs are pointing upward as we enter 2022, with trucking companies scheduling first quarter general rate increas-
es (GRI’s) for non-contract customers.  
   Old Dominion Freight lines, the second-largest standalone US LTL carrier, is the latest to announce a rate increase, saying on Thursday it has im-
posed a GRI of 4.9% on average and that took effect on January 3rd. The increase follows GRI’s on non-contract business by Yellow (5.9%) XPO logis-
tics (5.9%), T-Force Freight (6.9%) and Estes Express Lines (5.9%) among others. Those carriers and many others pulled their GRI’s forward into the 
fourth quarter as LTL Freight demand and operating costs rose. The GRI applies to non-contract tariffs often used by smaller shippers that only occa-
sionally move freight via LTL carriers. Nevertheless, it’s a directional indicator of where the LTL pricing is headed in a tight-capacity market, one in 
which the LTL carriers are already raising rates by high-single and low double digit percentages and paying more for purchased transportation, fuel 
and employees.  
   “This GRI will affect our class tariffs and is intended to partially offset the rising costs of real estate, new equipment, technology investments and 
competitive employee wages and benefit packages, “ Todd Polen, ODFL vice president of pricing services, said in a statement. “The GRI also provides 
for a nominal increase in minimum charges with respect to intrastate, interstate and cross border lanes.” 
   In past years, GRI’s were often whittled down by discounts, had little impact on contracted rates but LCL carriers developed what’s been called 
“pricing discipline” over the past decade, making GRI’s “stickier” and pushing up overall LTL pricing. From January 2010 through January 2020, the 
long-haul LTL producer price index (PPI) rose 58.6%, according to the US Bureau of Labor Statistics data. That compares with the 45.4% increase in 
the decade proceeding January 2010.  
   The LTL PPI rose 16% form it’s Covid-19 recession low point in September 2020 through November and was up 14.6% year over year in November. 
Bloomberg Intelligence estimates LTL carriers increased their revenue—not their rates—by 26.8% in 2021 and will add another 11.9% in 2022. Con-
tract shippers may see increase int eh high-single-digit range. “Pretty much all the LTL carriers saw double-digit price increase in the third quarter,” 
Lee Klaskow, senior freight transportation and logistics analyst at Bloomberg Intelligence, told JOC.com in November. “Everyone in showing disci-
pline.  

By: William B. Cassidy—JOC 



TRUCKING / DRAYAGE: 

 The flurry of fleets that raised pay early in 2021 to recruit and retain truck drivers amid labor shortages snowballed into a widespread industry 
trend. However, for many fleets, it’s not necessarily bringing in the expected results. 
   Lemont, Ill.-based Mark-It Express noticed an uptick in applicants after raising driver pay last August, said company president Tony Apa. “Has that 
solved 100% of our problems? No, we still have trucks that we can’t fill,” he said, noting the company filled 12 of its 15 empty trucks following the 
increase. “It takes a little bit for the pay increase to get out there on the marketplace and get drivers to see it.” 
  Defiance, Ohio-based Thomas E. Keller Trucking noticed labor market tightness early in the COVID-19 pandemic and struggled to add drivers by mid
- to late 2020. They raised driver rates three times from November 2020 through August 2021, totaling a 16% bump. The fleet achieved a net in-
crease of 41 drivers in the second half of 2021, compared with the typical 10 to 15 additions during Q3 and Q4 in previous years. “We’ve had a lot of 
great impact come from that,” said Jonathan Wolfrum, Keller Trucking president. 
   U.S. Department of Labor data indicates the average weekly earnings in the long-haul trucking market — primarily for drivers — have been increas-
ing four to five times faster than the historical average, according to Bob Costello, chief economist at American Trucking Associations. Despite some 
localized recruitment success stories, an industrywide hiring boom is not yet apparent. “Early evidence is that the rapidly rising pay has stopped the 
drop in the number of drivers in the long-haul sector, but it hasn’t increased the number of drivers,” Costello said. 
   Marilyn Surber, transportation adviser at recruiting and driver management software company Tenstreet, noted that pay rate increases will have a 
small effect, but not a broad, sweeping one. “You have good pay, you have good equipment, but that’s really just the baseline to even hire a driver 
now,” she said. Transportation firms also view driver pay increases as a retention strategy. However, that often proves trickier, particularly during 
the nationwide quitting spree, dubbed the Great Resignation, that began in 2021. Turnover decreased early in the pandemic when workers who 
escaped the initial flood of layoffs stayed put, but it’s creeping up again. 
   “Although we’ve increased pay and it has brought more applicants through the door … we still have turnover,” Mark-It Express’ Apa said. “The 
retention piece is always a big factor.” The annualized turnover rate at Keller Trucking reached 55% during the first half of 2021, but it fell to a com-
pany historic low of 22% over the last 13 weeks of the year. Simultaneously trying to account for soaring inflation and other budgetary considera-
tions introduces a delicate balancing act. “It’s an unforgiving game,” Wolfrum said. “Although we’ve had luck adding drivers and increasing revenue, 
the total driver cost percentage — meaning driver wages, driver benefits, cost of recruiting and training — has crept up over the last several 
months.” 
 

Outside Competition 
   Employee shortages are rampant during the country’s economic recovery regardless of industry. Trucking competes with other sectors for the 
same talent, thus compounding challenges with reversing the driver shortage that has existed for years. “We’re definitely competing against all of 
those other jobs right now, even more so because of the pandemic and the lack of workers,” said Lindsey Trent, president and co-founder of the 
Next Generation in Trucking Association. “We’ve been losing to the competition.” 
   Reasons include fleets’ inability to hire drivers under 21 for interstate jobs, prompting candidates to choose a different career. In addition, young 
people do not always learn that trucking is a viable employment option, Trent said. “Pay is definitely a contributing factor to attract people, but I also 
think it usually takes somebody to make the suggestion to them: ‘Hey, have you considered trucking?’” she said. “We’re trying to educate more peo-
ple at a younger age about what kind of living they can make being a truck driver.” The college vs. trade job struggle is not new. However, the pan-
demic brought it further into the spotlight as the public recognized essential workers’ importance. The difficult part is finding a way to turn the inter-
est into a recruitment tool, especially as labor tightness and competition grow. 
   “The overall issue is a societal problem: How do we attract people to the blue-collar trade jobs?” Apa said. “The second issue is, once you attract 
the blue-collar worker, how do you get them to be a truck driver?” Trucking is hardly alone in offering raises over the last year. Employers in many 
industries raised wages as employee demand rose. Trucking company executives report that driver pay increases are well deserved, but they’re also 
necessary to keep up with competitors in transportation and other professions. 
   “Trucking is a good living; it’s the lifestyle that is not competitive,” Surber said. “If we let other industries, especially trade-focused industries, 
adapt faster than we do, then we’re going to lose an opportunity to attract those workers.” 
 

More Than Money? 
   Local trucking jobs are being filled more than long-haul jobs, ATA’s Costello said, suggesting other factors at play besides money. Truckers are be-
coming less focused on raw earnings and instead want to be home more and improve their quality of life.  The pandemic intensified that sentiment 
by underscoring the effects of isolation and the emphasis on family and at-home time.  
   Therefore, pay increases alone will not move the needle toward solving the driver shortage, Surber said “Over the last almost two years, the mar-
ket has really completely changed and shifted,” she said. “To have great pay is not good enough. To make a driver pick your company, or stay with 
your company, it’s more about the whole job.” Last year when Keller Trucking increased driver pay, it also upped soft benefits including vacation and 
more favorable schedules. “We have more and more drivers wanting to be home daily, so we’ve adjusted many things within our operation to be 
able to accommodate that,” Wolfrum said. 
He credits the quality-of-life and pay increase combination with helping to pull in 80 drivers last year who were new entrants to the industry. 
Fleets say a repercussion that always accompanies pay raises is even more prominent now with the deeper desire for at-home time: drivers cutting 
back their hours. 
“Typically, when we increase pay, we see productivity per unit, per driver go down,” Wolfrum said. “If a driver can work a little bit less and make the 
same amount or a little more, they seem to go that route.” 
Younger generations, in particular, seek quality-of-life benefits and not exclusively money. “Generation Z is questioning the model that’s been 
thrown at them,” Trent said. “This generation wants to make a difference. … They’ve seen that truck drivers make a difference in the community,” 
such as by bringing supplies during the pandemic or after a natural disaster. 

By: Kate Pyzyk—Transport Topics 
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Trucking Fleets Find That Raising Pay Doesn’t Solve Driver Shortages:  



Stock Market is Fixated on Covid with Trade Issues Percolating: 

INTERNATIONAL TRADE: 

   Stock market investors are naturally focused on omicron, which is spreading like wildfire in much of the U.S. 
But they should also keep an eye on geopolitics too, as it could prove to be a major risk in 2022. 
   Going back to 2018, the start of the trade war between the U.S. and China, stocks with Chinese sales exposure 
underperformed the broader market, moving on developments in negotiations between the countries. That 
changed in March 2020 with the onset of the pandemic, when those very under-performers beat the S&P 500 
despite the ~20% tariffs that remained on both sides. The trend declined slightly in 2021, but still illustrated how 
investors were far more fixated on the pandemic than trade. 
   Geopolitics is playing a role in supply chain concerns and logjams in shipping ports, many of which are located 
on the coasts of the world’s two largest economies. Port closures as a function of China’s zero-Covid policy have 
created hiccups for companies whose supply chains depend on the region. So U.S. companies have ramped up 
efforts to move production capacity in-house or at least closer to the consumer. And it’s also yielding a new pro-

duction mentality: A shorter chain is a stronger chain. 
Beyond the movement of goods, concerns about U.S-China relations persist, not just between the governments but on the corporate level as well. 
Look at telecommunication giants AT&T Inc. and Verizon Communications Inc. In response to a U.S. government request to delay the rollout of 
the 5G network to prevent interference with aircraft electronics, the companies cited their race with China as a reason to continue the project. In 
other words, geopolitical tensions remain a driver of corporate activity, even if they don’t show up in the market—yet. 
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China’s Xi Calls on Nations to Reduce Global Supply Chain Risks: 

   Chinese President Xi Jinping called on nations to secure global supply chains and prevent inflation shocks, as the 
leader of the world’s No.2 economy seeks a smooth path to clinching a precedent-defying third term in power.  
   “We need to resolve various risks and promote the steady recovery of the world economy,” Xi said at the World 
Economic Forum via video link on Monday, the third time the Chinese leader has addressed the event. “The global 
industrial and supply chains have been disrupted,” he added. “Commodity prices continue to rise. Energy supply re-
mains tight. These risks compound one another and heighten the uncertainty about the economic recovery.” 
   An energy crunch in China’s border nation Kazakhstan led to Russian troops being enlisted to help crush a public 
uprising earlier this month, bringing supply-chain risks to Beijing’s back door. China is seeking to minimize economic 
and diplomatic instability as Xi prepares to keep power at the ruling Communist Party’s leadership congress in the 
second half of this year. 

   Xi also warned about global inflation pressures and the resulting effects of higher interest rates. “If major economies slam on the brakes or take a 
U-turn in their monetary policies, there would be serious negative spillovers,” he said. “They would present challenges to global economic and 
financial stability, and developing countries would bear the brunt of it.” 
 
Growth Risks 
   On China’s economy, Xi downplayed concerns even after data Monday showed growth slowed to 4% last quarter, the weakest pace since early 
2020. “The fundamentals of the Chinese economy are unchanged—it remains resilient, has sufficient potential and its long-term prospects are 
positive,” he said. Xi called for coordination on global economic policy, just as China and U.S. diverge on key policy steps. China’s central bank cut 
interest rates for the first time in almost two years on Monday, while the U.S. Federal Reserve has signaled rate hikes in coming months. 
   “We should coordinate the targets, intensity and rhythm of fiscal and monetary policies and major developed countries should control the spillo-
ver effects of their policies to avoid shocks to developing countries,” Xi said. 
   Indian Prime Minister Narendra Modi and German Chancellor Olaf Scholz are also slated to speak at the virtual event that runs Jan. 17-21. While 
the summit usually draws the global elite to the Swiss ski resort of Davos for a week of schmoozing, it has shifted online for the past two years due 
to pandemic restrictions. 
   Xi became the first Chinese head of state to address the forum in 2017, days before Trump’s inauguration as U.S. president. At the time, he 
warned against a trade war and condemned protectionism, only for Beijing to become embroiled in a tariff spat with Washington. Last year, Xi used 
the WEF to call on the world to shun an “outdated Cold-War mentality” as he signaled that China will forge its own path regardless of Western 
criticism, setting the tone for Beijing’s relationship with the Biden administration. Xi also reaffirmed Monday that China welcomed “legal” foreign 
investment, sending a positive signal to investors after a year of punishing crackdowns on sectors including big tech, education and entertainment. 
“All types of capital are welcome to operate in China in compliance with laws and regulations and play a positive role for the development of the 
country,” Xi said. 

By: Bloomberg News 



Inflation Shows More Staying Power After hitting 7% in 2021: 

GOVERNMENT / BUSINESS: 

   U.S. consumer prices are likely to extend their eye-popping gains after soaring last year by the most in nearly four decades, further burdening 
Americans and ramping up pressure on policymakers to act. 
   The consumer price index climbed 7% in 2021, the largest 12-month gain since June 1982, according to Labor Department data released Jan. 12. 
The widely followed inflation gauge rose a faster-than-expected 0.5% over the month. Investors took a relatively sanguine view of the data, which 
were broadly in line with expectations. Though many economists anticipate inflation to moderate to around 3% over the course of 2022, consumers 
are likely months away from a meaningful respite, especially as the omicron variant of the coronavirus worsens labor shortages and prevents goods 
from reaching store shelves. 
   If signs fail to materialize that inflation is moderating, Federal Reserve policymakers could be forced to embark on a steeper path of interest rate 
hikes and balance sheet shrinkage. It would also make it even tougher for President Joe Biden and Democrats to retain their congressional majorities 
in November’s midterm elections or pass their tax-and-spending package. “The breadth of gains in recent months gives inflation inertia that will be 
difficult to break,” said Sarah House, senior economist at Wells Fargo & Co. “We expect the CPI to remain close to 7% the next few months.” 
   The report did offer some comfort to American families. Energy prices fell last month for the first time since April, and food prices, while still rising, 
moderated somewhat as the cost of meat fell. Biden said that reflected “progress” from his administration, while acknowledging there’s more work 
to be done. Workers’ wages are simply not keeping up. Despite a slew of robust pay raises last year as businesses sought to fill a multitude of open 
positions, inflation-adjusted wages were down 2.4% in December from a year earlier. 
   Whether inflation falls as expected will depend on supply chains normalizing and energy prices leveling off. However, higher rents, robust wage 
growth, subsequent waves of COVID-19 and lingering supply constraints all pose upside risks to the inflation outlook. 
While moderation is expected in some categories like vehicle prices and apparel, there’s “no particular reason to expect much of a cooling for the 
rest of the core,” Stephen Stanley, chief economist at Amherst Pierpont Securities, said in a note. “Sure, there will be goods categories that cool off 
once supply bottlenecks begin to ease later this year, but at the same time, the pressure from wages to prices is only going to ramp up,” Stanley said. 
   Omicron is poised to further disrupt already-fragile supply chains, due in part to quarantines and illness that have prevented many people from 
working. It also has curbed demand for services like dining out. Bloomberg Economics’ daily gross domestic product tracker suggests activity was 
down sharply in the first week of 2022. With omicron hitting the supply side of the economy through staffing, “inventory levels are likely to take 
even longer to normalize as a result, keeping upward pressure of goods prices through the year,” House said. That’s likely to be coupled with strong-
er services inflation, she said. 

   Last year, the increase in the CPI was largely due to high goods 
inflation. Excluding food and energy, the agency’s price index of 
goods surged 10.7% last year, the largest 12-month advance since 
1975. Services costs climbed 3.7%. 
But this year, economists expect service inflation to pick up steam as 
housing costs become a main driver of inflation. 
Shelter costs, which were already one of the largest contributors to 
December’s gain, are expected to accelerate this year, offering an 
enduring tailwind to inflation. Other gauges of home prices and 
rents surged last year, but the full extent of those increases has yet 
to be reflected in the government’s measure. 

By: Reade Pickert—Bloomberg News 
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Record Share of US Small Businesses Raised Wages in December: 
   A record 48% of U.S. small business owners said they raised compensation in December and nearly a third 
said they plan to do so in the coming months, the National Federation of Independent Business said Jan. 6. 
   With almost half of small businesses reporting job openings they could not fill last month, employers are 
boosting pay to attract and retain workers. The share of firms that raised compensation last month was the 
largest in monthly data back to 1986 and up four points from November. “The labor shortage is holding back 
the small business economy as owners work to retain their current employees and attract employees for their 
open positions,” Bill Dunkelberg, NFIB’s chief economist, said in a statement. “A record-high number of small 
business owners are raising compensation to help retain and attract new employees.” 
   Some 32% of owners plan to raise compensation in the next three months, matching a record high, accord-
ing to the NFIB. Meanwhile, the added employment costs are becoming a greater concern, with a record 13% 
of owners citing labor costs as their top business problem.. 

By: Bloomberg News 


