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Sky-High Container Rates Seem Unfazed by Global Issues: 

   Covid lockdowns in China, war in Ukraine and the threat of hyper-inflation are a toxic mix of unpredicta-
bility for liner trades, but they have so far not had an impact on container freight rates. 
   Indeed, container spot rates, although trending down, are broadly in line with normal seasonal falls and, 
moreover, ocean carriers are succeeding in driving-through significant contract rate increases. 
   However, in the short-term, the lack of availability of containers to load in China, due to intermodal re-
strictions, could lead to carriers discounting rates to capture as much cargo as possible and thus ensure 
ships do not sail light. 
   “We are seeing a high degree of uncertainty and significant delays on the network,” said Maersk, “while 
restrictions and stringent checks at trans-shipment hubs have impacted the readiness of export cargo from 
Asia.” 
   Nevertheless, across the spot market indices this week, there were just modest fall of between 1% and 
2% on the Asia-North Europe components, with the readings of Drewry’s WCI, the Freightos Baltic Index 
(FBX) and Xeneta’s XSI at $11,099, $12,095 and $12,699 per 40ft, respectively. “This means the spot rate 
remains substantially above the level that seasonality would otherwise imply,” commented Vespucci Mari-
time’s Lars Jensen. 
   Meanwhile, Drewry, while suggesting that some of the downside risks were now stacking up for the con-
tainer lines, said it did not think it would be the end of the bull run for container freight rates – but it added 
a caveat: “The market is extremely volatile and things can change very fast.” 
   On the transpacific, the WCI recorded a significant drop for its US west coast and east coast readings, 
while the FBX and the XSI were virtually unchanged. The WCI west coast component fell 8%, to $9,112 per 
40ft, while its east coast reading recorded a decline of 6%, to $11,531 per 40ft. 
   Mr. Jensen said the west coast spot rate fall was down to “a point matching the normal seasonal down-
turn after Chinese New Year”, and that the east coast rate decline was “now lower than could be expected 
from normal seasonality”. 
   Judah Levine, head of research at Freightos, suggested the dip in exports due to factory closures could be 
an explanation for the easing of rates, but he was bullish on the medium term. 
“All signs point to continued elevated volumes and rates in the coming months, partially driven by import-
ers pulling some demand forward in anticipation of summer delays, and a possible strike at west coast 
ports,” he said. 
   But less optimistic was Project 44’s SVP global supply chain insights, Josh Brazil, who pointed to a variety 
of negative factors influencing a fall in retail demand in the US, including inflation, the halting of stimulus 
cheques and increased spending on services. 
   To mitigate freight rate volatility, ocean carriers have used the baseline of highly elevated spot rates to 
lock shippers into long-term and multi-year contracts. 
   According to the latest monthly report from freight rate benchmarking firm Xeneta, long-term rates in-
creased by an average 7% in March. propelling the year-on-year contract rate gain to almost 100%. 
“Yet again, another bumper month for the carrier community, with climbs across all major trade corridors,” 
said Xeneta CEO Patrik Berglund.   
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Drewry World Container Index—March:  

• The composite index decreased by 3.8% this week, but, re-

mains 79% higher than a year ago. 

• The average composite index of the WCI, assessed by Drewry 

for year-to-date, is $9,360 per 40ft container, which is $6,231 
higher than the five-year average of $3,129 per 40ft container. 

• Drewry’s World Container Index composite index decreased by 

3.8% to $8,832.23 per 40ft container, but is 79% higher than 
the same week in 2021. The WCI composite index fell below 
$9,000 per 40ft container for the first time since 29th July 2021. 
Freight rates on Shanghai – Los Angeles sank 7% or $811 to 
$10,154 per 40ft box. Spot rates on Shanghai – New York 
dropped 5% or $685 to $12,276 per feu. Similarly, FAK rates on 
Shanghai – Rotterdam fell 4% or $464 to $12,221 per 40ft box. 
However, rates on Rotterdam – Shanghai grew 3% to $1,515 
per feu. Rates on Shanghai – Genoa, Los Angeles – Shanghai 
and New York – Rotterdam rose 1% each and rates on Rotter-
dam – New York hovered around previous weeks level. Drewry 
expects spot rates to remain stable in the coming week. 

 
 
* Spot freight rates by major route 
Our assessment across eight major East-West trades: 
(Rates don’t represent Premium or Diamon Carrier Service fees) 

Maersk Warns Shanghai Covid Lockdown Will Increase Shipping Costs Further: 

   SHANGHAI, March 29 (Reuters) – Danish shipper Maersk said the Shanghai lockdown will severely hurt trucking services and increase transport 
costs, as China’s intensifying efforts to fight the spread of COVID-19 further rattles global supply chains. 
   The Chinese coastal city, home to some of the world’s busiest sea and airports, began locking down half of the city on Monday and intends to do 
the same to the other half for four days starting Friday in a two-stage testing exercise. While it has kept its airports and deep-water port open, it 
has imposed stringent movement curbs, barring unapproved vehicles from streets and telling millions of people not to leave their homes.  
   “Trucking service in and out (of) Shanghai will be severely impacted by 30% due to a full lockdown on Shanghai’s Pudong and Puxi areas in turn 
until 5th April,” Maersk, the world’s second-largest container shipping company, said in an advisory to clients on Monday. It added that ware-
houses in Shanghai would be closed until Friday.  
   “Consequently, there will be longer delivery time and a possible rise in transport costs such as detour fee and highway fee.” 
SEKO Logistics, a U.S.-based freight transport and warehousing company, said factories in the neighboring province of Zhejiang were opting to 
move cargo out of Ningbo’s port, rather than Shanghai. “We are anticipating: a sharp increase in air freight rates from today. We have already 
received some sky-high offers for enquires to Europe so far,” it said on its website.  
   China is battling its largest number of COVID-19 infections since the country’s initial outbreak receded in early 2020. This month it placed lock-
downs on other manufacturing exports hubs such as Changchun and Shenzhen, which gave rise to lengthening queues outside major Chinese 
ports.  
   Although curbs in Changchun have remained in place, they have been relaxed in Shenzhen, where businesses and factories were allowed to re-
sume operations on March 21.  However, a survey conducted by a state newspaper found Shenzhen’s “war” on COVID-19 has hurt up to 93% of 
local small and medium-sized companies, with many suffering production disruptions because of shutdowns, interruptions in supply chains, and 
delays in order executions.  

By: Brenda Goh—GCaptian 

* A week shutdown of the airport and Port of Shanghai cost the country of China 43.6 Billion dollars in trade and finance. It is estimated that 

China has lost more than 180 billion dollars due to port and airport closers from March 2021 to today.   

https://gcaptain.com/ukraine-war-china-covid-lockdowns-impact-supply-chains/


Coming LA-LB Cargo Surge to Rebuild Vessel Backlog: Terminals  

SUPPLY CHAIN VISION: 

  Sea-Intelligence Maritime Analysis projects a return the 100-plus vessel backlogs in South-
ern California and this trend will continue throughout 2022.  
   This halving of the backlog of container ships in Southern California belies on a surge of 
vessel arrivals that will hit marine terminal sin less than 2 weeks, illustrating the see-saw 
recovery of the largest US import gateway after 20 months of elevated Asian imports.  
   While the backlog of container ships has fallen to 50 as of Wednesday March 29th—down 
from the January 9th peak of 109—marine terminals and analysts warn that the coming 
surge will flood terminals that are already maxed out because warehouses in the region are 
full, causing the ships to queue to build up again.  
  Ships are fully loaded, they are coming son and congestion will increase, though hopefully 
not as bad as before.  
   The container ship backlog, as measured by the Maritime Exchange of Southern California, has been hovering between 50 and 60 since late Febru-
ary, but that will change soon. According to the Port of Long Beach digital platform known as WAVE, laden import volumes are projected to increase 
33.8% to 109,507 TEUS in the week beginning March 20th, compared the previous week. The port of Los Angeles Signal Platform projects that laden 
imports there will increase 63.4% to 159,819 TEU over the same period.  
   Modeling performed by Sea-Intelligence Maritime Analysis shows the queue outside Los Angeles—Long Beach or en-route from Asia was running 
slightly higher than expected in early March. Given the approximate transit time of 2.5 weeks from Asia to Southern California, vessels queues out-
side the ports and heading toward Los Angeles-Long Beach will likely rebuild to the level of 100-105 vessels that occurred in December and January, 
Sea-Intelligence indicated.  
 

Inland Supply Chain Bottlenecks Crippling Ports 
 
   Murphy has also said in recent Months that congestion as U.S. ports, especially at the Los Angeles—Long Beach, will not permanently be relieved 
until the bottleneck within inland supply chains are mitigated. “No, things are not getting better”. “Every metric is bad”, Murphy told the TPM22 
conference in Long Beach last week. He said his “gut feeling” is that conditions will not improve significantly until after peak season of 2022.  
   According to Ed DeNike, president of Long Beach terminal operator SSA Containers, the main source of congestion ins Southern California contin-
ues to be warehouses that cannot process even the reduced import volumes of the past several weeks. As a result, despite adequate longshore labor 
availability, marine terminals in the port complex remain congested with import containers that cannot be delivered to the warehouses.  
   “It’s the same story, it’s at the warehouses”, DeNike told the JOC.com Thursday. SSA Marine operates three container terminals in Long Beach.  
   Noel Hacegaba, Deputy Executive director and COO at the Port of Long Beach said, the ports are working with shipping lines, railroads and retailers 
to maximize utilization of the on-dock rail yards that all 12 terminals in the port complex have access to. Intermodal rail volumes, which has account-
ed for 30% of Long Beach’s total container volume two years ago now accounts for only 21%.  
   Getting intermodal volumes back to 30% or more would greatly reduce cargo volumes handled at the local warehouses and transloading facilities, 
relieving truck pressures at the terminal gates. As a side note, many ocean carriers are still hesitant about resuming their inland IPI movements for 
various reasons such as the current congestion still hitting the major inland portals to the turns per container and getting those containers back to 
the origin as quickly as possible.  

By: Bill Mongelluzzo—JOC.com 
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West Coast Port Labor Talks Set for May 12th: 

   Talks to hammer out a new labor contract for West Coast dockworkers will start May 12 ahead of 
the current contract’s expiration on July 1, Jim McKenna, the chief executive of the Pacific Maritime 
Association representing carriers and terminal companies, said Wednesday. 
   The expiring contract covers about 22,000 West Coast dockworkers—represented by the Interna-
tional Longshore and Warehouse Union—and their employers, ocean carriers and port operators, 
represented by the PMA. 
    Some past disputes between the union and the PMA have proved crippling for shipments to the 
western seaboard, stoking fears of a repeat just as dockyards work to clear backlogs of goods brought 
on by pandemic disruptions and historic consumer demand for goods. 
ILWU President Willie Adams said he’s “optimistic” about the talks and that the union is looking for-
ward to sitting down with the employers in May. 
   “The union and the employers sat down early on in the pandemic and negotiated pandemic proto-
cols that allowed the cargo to keep moving,” Adams said in a statement. Two years of record consum-
er spending have seen cargo loads hammer ports, particularly on the U.S. West Coast, with delays and 
congestion, and workers are seen as having additional leverage as carriers have seen record profits in 
a tight market. While wages and benefits are frequent sticking points, the employers’ right to auto-
mate could emerge as a particularly thorny issue. 
Timeline 
   McKenna said the talks will most likely start at PMA offices in San Francisco, then move to union 
offices and alternate week by week. 
“I have no idea what their demands will look like other than the normal hours, wages and working 
conditions, right? Automation will be a hot topic of discussion as we get into these negotiations,” 
McKenna said. 
   In 2014, the last time the union’s contract expired, the talks dragged on for months and only came 
to an end when the White House got involved. According to an analysis by Copenhagen-based Sea-
Intelligence, it took the shipping industry eight to nine months after a deal was reached in February 
2015 to return to normal service. 
 

High Stakes 
 
   “I think everybody is concerned and rightfully so, if the supply chain is disrupted any further than it 
is right now, it’ll be disastrous,” McKenna said. In previous years, shippers had the option to route 
goods through Canada or ports on the East Coast if a labor dispute slowed or stopped West Coast 
ports. But this year stressed supply chains have already jammed up alternatives, he said. 
   The White House has said it is keeping a close eye on the talks this time. McKenna said their involve-
ment has so far been “very limited.” 
“I don’t think we need we need help at the table,” McKenna said, but pressure from the White 
House—or anybody with a stake in goods movement on the West Coast—is welcome. “We need to 
get this done without any further disruption in the supply chain.” 
   Labor Secretary Marty Walsh said he’s ready to assist. “I’ll be as involved as they need me to be,” he 
said in an interview Tuesday. “If they need me, I’m willing to be helpful. If they don’t need me, that’s 
a great thing.” McKenna said there’s a 50-50 chance the talks will conclude smoothly and before July 
1. It may be too optimistic to say there won’t be any disruption before understanding what the de-
mands and obstacles are, but “we are certainly trying to accomplish that. There will not be a lack of 
trying.” 

By: Laura Curtis—AJOT 
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Airlines Divert Cargo from Shanghai, Putting More Pressure on Rates: 

AIR FREIGHT: 

   Airlines are cancelling cargo 
flights from Shanghai Pudong 
(PVG) following the city’s 
Covid lockdown, with diverted 
cargo likely to push up 
airfreight rates at alternative 
gateways. 
   Yesterday, Cargolux an-

nounced it would suspend PVG flights until at least 2 April and, according 
to Crane Worldwide Logistics, other airlines are watching and will likely 
“adjust their schedule at the last minute, without prior notice”. 
   “Many freighters are also expected to be cancelled from/to PVG due to 
lack of handling manpower caused by the urgent lockdown, added to the 
reduction of international passenger flights to PVG since 21 March. That 
will result in more severe shortage of capacity to and from PVG. 
   “Our airfreight agents also have very limited staff reporting for duty 
today, which will impact the customs declaration and cargo tendering to 
terminals and airlines.” 
   Indeed, Crane said today there had been a raft of further cancellations 
from Chinese carriers to/from Los Angeles, Chicago and Amster-
dam, Qatar Airways has cancelled PVG flights from 31 March until 5 April, 
as has Turkish Airlines until Saturday, while Singapore Airlines has also 
cancelled the majority of flights until Saturday. 
   While some cargo movement is permitted in Pudong, the lack of staff is 
having an impact. Crane said: “Due to limited staff on duty, the customs 
clearance was extremely slow yesterday. 
   “Some companies have tried to apply permits for staff and trucks, but 

the permit only allows them to move inside the logistics park. They can-
not go out of the logistics park and send the cargo to terminals, even after 
customs release. Thus, some warehouses have decided to suspend opera-
tions till 1 April, the end of the Pudong lockdown.” 
   As with sea freight, cargo is expected to be diverted from PVG, but not 
without further challenges. Grant Liddell, MD of Metro Shipping, said: 
“Diverting cargo to other airports is typically more expensive for trucking 
and airfreight and adds time to the overall transit.” 
   According to data from the TAC Index, airfreight rates from China 
flattened in the past week, having rallied from a three-month low at the 
start of March. The index shows China-US rates at $8.54 per kg, up 0.2% 
week on week, but up 22% compared with $6.97 on 7 March. For China-
Europe, rates are $7.27, down 1.5% this week, but up from the $6 three 
weeks ago. 
   Peyton Burnett, TAC’s MD, told The Loadstar there were two pricing 
dynamics at play. He explained: “Fuel is increasing a lot, which is pushing 
up pricing. Shippers are now being pushed to accept fuel surcharges 
again, and so they have been dusting off their old contracts of eight-plus 
years ago to review various fuel surcharge clauses.” 
   On the other hand, Mr. Burnett said, China’s zero-Covid policy was 
putting downward pressure on rates, due to the impact on production 
and domestic transport. 

By: Sam Whelan—Loadstar 
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Airfreight Rates—Baltic Exchange Airfreight Index: 

   
 

https://theloadstar.com/covid-drives-shanghai-shutdown-forwarders-suggest-alternative-ports/


Lack of Equipment Spurs Rail Crisis at West Coast Ports: 

INTERMODAL (RAIL): 

   A shortage of intermodal rail assets started in Los 
Angeles—Long Beach last month and has spread quick-
ly to Oakland and Seattle-Tacoma.  
   Fearing that another rail meltdown similar to the one 
that occurred last summer in imminent, West Coast 
port managers and terminal operators are urging the 
Class I railroads to immediately boost their deployment 

of railcars and locomotive power in Los Angeles and the other ports listed 
above.  
   5 terminal operators and three port managers told the JOC this week 
that a recent surge in intermodal bookings through the West Coast, which 
both the terminals and the railroads welcome, caught the railroads with-
out enough railcars and locomotive power to handle the spike in demand.  
   “The railroads asked for it, they got it and now they can’t support it” 
Anthony Otto, president of Long Beach Container Terminal (LBCT). Told 
JOC.com, Wednesday.  
   LBCT on Tuesday had 8000 rail containers as it’s terminal, rather than 
the normal 1000 to 1500. LBCT has had to cut back on longshore labor 
gangs that are prepared to work because the backlog of rail containers 
sitting idle with nowhere to go after the containers are removed from the 
vessels.  
   “It’s happening everywhere”, said Ed DeNike, President of SSA Contain-
ers. SSA Marine operates three container terminals in Long Beach, as well 
as Oakland International Terminal, and two Terminals in Seattle. “We 
cannot discharge containers to the railroads until they tell us they will 
give us trains”, DeNike said. “It’s just like last summer”. 
   BNSF said in a statement, key areas of it’s network are experiencing 
some reduced rail car availability. “This is due primarily to delays in 
freight moving off the railcars and out of our years, which in turn slows 
out ability to unload trains and return the railcars to service”, the railroad 
said.  
   The UP, in a statement said the railroads operations in Chicago are fluid, 
although intermodal rail traffic from the West Coast is increasing.  
    Both railroads said they are working with the ports, terminal operators, 
ocean carriers and shippers to coordinate efforts to handle what appears 
will be even larger inland point intermodal (IPI) volumes in the coming 
months.  
   Terminal operators say they would welcome the opportunity to work 
with the railroads on relieving bottlenecks if only they could get through 
to them.  
   “I don’t know what’s causing this. The railroads aren’t saying much”, a 
terminal operator in Southern California who spoke on the condition of 
anonymity told the JOC.com. The source added that conditions in Los 
Angeles—Long Beach have caught the attention of the Biden administra-
tion’s task force on port productivity, which has set up a second working 
group tasked with addressing the shortage of rail services.  
 

Several Factors Converging to Create Rail Gridlock: 
 
   West coast port and terminal sources say several factors in recent 
weeks have converged to create the current conditions that the terminals 
say could get worse before they get better—IPI bookings are increasing 
rapidly after the Lunar New Year lul, railroads are not taking railcars out 

of storage quickly enough to meet fresh demands and rail ramps in the 
interior US are becoming congested again.  
   Also, with US containerized exports down, eastbound IPI moves are 
stronger than west bound moves. Railroads generally hesitate sending 
empty rail cars back to the West Coast for economic reason.  
   “Railroads are only thinking about one thing—balance. And they are 
thinking about yield”, said another terminal operator in Los Angeles—
Long Beah who did not want to be identified.  
   Alan McCorkle, president of Yusen Terminals in Los Angeles, said the 
shortage of railcars has been already raised a yellow caution flag in South-
ern California, which could lead quickly to a red flag. “We need railcars. 
We need bare tables”, he said. 
   Last summer, when their ramps in Chicago, Memphis and other inland 
locations became congested with laden import containers, the railroads 
announced they would “meter” the number of trains and railcars they 
sent to the West Coast. The metering helped the railroads to decongest 
their inland rams rather quickly, although the buildup of rail containers 
that ensued at the West Coast ports had a knock-on impact on terminal 
and warehouse congestion, chassis shortages and gate congestion in most 
ports in Southern California.  
   Railroads have yet to formally announce that they are metering IPI vol-
umes from the West Coast to relieve pressure at their inland ramps but a 
terminal operator in Los Angeles—Long Beach told JOC.com the railroads 
are “already restricting inland moves”.  
   Average rail container dwell times in LA-LB, which should be three days 
or less to promote terminal fluidity increased to 5.2 days in February com-
pared to the 3.5 in January, according to the Pacific Merchant Shipping 
Association. Noel Hacegaba, deputy executive director and COO at the 
Port of Long Beach said Dwells have gotten even worse in March. “Dwell 
times in Long Beach are at least 7 days and expected to get worse”.  
   Terminal operators say the IPI traffic began growing in February, but 
then there was a lull during the Lunar New Year. IPI volumes have in-
creased strongly over the past several weeks but the railroads were not 
prepared for the surge. “The shame of it all is there was a lull, but the 
railroads never really caught up”, said a source that wanted to remain 
nameless.  
 

Rail Problems Move Up the Coast: 
 
   While the rail issues first surfaces in Southern California, they are not 
hitting Oakland, and the ports of Seattle and Tacoma.  
   The railroads are experiencing congestion and chassis shortages at their 
inland hubs, warehouses in the Midwest are experiencing labor shortag-
es, so terminal operators in the pacific Northwest are now experiencing 
the residual effects. All of these delays are causing a delay in getting rail-
cars back to the West Coast.  
   With up t 4000 rail containers sitting at the West Coast terminals, about 
3-4 times the normal number, the congestion is reducing the gang struc-
ture of longshore workers working the docks. Terminal operators up and 
down the West Coast are pulling back labor requests as congestion builds 
at the terminals. These issues are directly tied to the shortages of capacity 
that the railroads are directly to the West Coast.  

By: Bill Mongelluzzo—JOC.com 
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TRUCKING / DRAYAGE: 

   DAT’s average dry-van spot rate dropped $0.06 per mile in February before fuel surcharges, but only $0.01 with fuel charges. The US truckload 
spot market is teetering on the edge of a turn in it’s pricing cycle, but the market volatility and higher fuel prices make it unclear how far or for 
how long the truckload spot market might drop.  
   Declines in linehaul rates in recent weeks have been met by increases in fuel costs and surcharges so rapid they could affect the availability of 
truck capacity in weeks to come. The wild card is the consumer.  
   That leaves the US shippers little room to maneuver as they struggle to keep rising transportation costs at least within sight of their budgets. In 
the short term, there’s no significant relief from high trucking costs. Many shippers accepted substantial rate increases in annual contract renew-
als during the first quarter, agreeing to higher prices to secure truck capacity, which for now remains a priority.  
   Higher contract pricing is pushing down base linehaul spot rates and lowering carrier tender rejection rates, according to third-party logistics 
provider (3PL) Coyote Logistics and other sources. That’s a typical market response to higher contract rates, as truckload carriers make more ca-
pacity available to contractual customers. As a result, fewer spot market loads usually mean lower costs.  
   “We’re still seeing high demand from our customers, but because of the increased capacity in our market our tender acceptance has increased 
and so has our ability to execute on demand”, Nick Shroeger, chief network solutions office at Coyote, said during a webinar sponsored by the 3PL 
Wednesday. Longer term, however, freight demand and truckload capacity and pricing are more uncertain.  
   The epak in January, according to DAT Freight & Analytics, was $3.11 per mile, the load board operators national average for dry-van spot rates, 
fuel surcharges included. In February, that average dropped only to $3.10 per mile. Strip away the fuel surcharges, however and the DAT average 
rate dropped from $2.60 per mile in January to $2.64 per mile last month, a drop of $0.06 per mile which is in line with the $0.05—$1.10 per mile 
drop typically seen in years when the base rate does decline from January through February.  
   The average contract rate for a dry-can freight rose $0.10 to $3.09 per mile in February, according to DAT, the first time that contract rates rose 
above $3.00 per mile and the 21st straight move on increases. “Spot market rates and volumes naturally decline in February as more truckload 
freight moves under contract”, Ken Adamo, DAT chief of analytics said in a statement Wednesday. But the increase in fuel costs muddies the pic-
ture. “Volatile diesel fuel prices have given  the market a jolt, and shippers and carriers are reviewing their playbooks for ways to reduce empty 
miles and improve fuel efficiency”.  
 
Limits to Rate Relief: 
 
   The amount of transportation costs relief shippers will enjoy ultimately depends on how much consumer demands drop. Spot Truckload rates 
are likely to drop below year-ago levels in mid-2022, gradually pulling contract rates lower by 2023, speakers at the Coyote Logistics webinar said. 
Spot and contract rates won’t necessarily drop to the lows shippers paid in 2019 and 2020. If spot rates were to drop 10% year over year but the 
mid-second half o 2022 before turning upwards again, as Coyote Curve forecast suggests, spot dry-van rates might drop to about $2.25 per mile 
on average excluding fuel surcharges, based on DAT data. That about where they were in April 2021 before shooting up to $2.70 per mile by Janu-
ary and above the $3.00 per mile after surcharges are added.  
   That would still leave dry-van spot rates about 60% higher than at the bottom of the market in the spring of 2022, when DAT’s average US spot 
linehaul rate was $1.40 per mile. The same average rate in May 2019, the low point for that year, was $1.47 per mile and in may it was $1.82 per 
mile. Shippers may see some of last year’s high price hikes erased, but not the past two years of increases.  
   The truckload market has move up a step in the 2020’s, with Covid-19 pandemic and the recession resetting expectations at the start of the 
decade. Enough has changed the past two years that the market of the id-2010’s no longer exist. Trucking pricing cycle does up and down but 
generally moves forward on an incline, which means last year’s high rates eventually become the next year’s low rates.  
   Total retail trade and food services sales rose 0.3% in February, following a 4.9% increase in January according to HIS Markit. Non-automotive 
sales rose 0.2%. Non-store sales fell 3.7% in February from January, with sales at electronics and appliance stores down 0.6% according to March 
14 S&P global report.  
    None of this implies a recession, according to Paul Bingham, director of transportation consulting for S&P Global Market Intelligence. “We still 
expect the US economy to grow by 3.3% in2022 which before the pandemic and recession would have been called great growth”, Birngham said 
during the Coyote webinar. The composition of consumer spending however will be different. “We’re returning to more spending on services, less 
spending on durable goods”, Bingham said. The Federal Reserve is raising interest rates and that’s going to affect consumer spending through 
higher mortgage rates and higher rates on auto loans”.  
   Inflations is at 40-year highs, and gas prices have soared but there still pent-up demand and consumers’ wallets and savings haven't’ been emp-
tied. “One thing I have learned is never to bet against the American consumer”, Satish Jindel, president of transportation research firm SJ Con-
sulting Group. “As tight as things may be, the consumer always seems to find money to spend.  

By: Bill Cassidy—JOC 
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Higher Fuel Costs Blunting US Spot Truck Rate Decline:  



China’s Covid Lockdowns Strain Economy and Supply Chains: 

SUPPLY CHAIN CRISSIS: 

   China’s Covid lockdowns are putting the economy under strain and threatening to 
disrupt global supply chains, prompting Beijing to call for more contingency plans to 
deal with the risks. 
   Purchasing managers’ indexes for March showed lockdowns in the technology and 
trade center Shenzhen and automotive city Changchun cut factory activity in the 
month. Services have also been hit hard as restaurants and retail shops close because 
of renewed restrictions and tightened social distancing measures. 

   Supply chain scares are intensifying as Shanghai—home to the world’s largest container port—battles 
mounting infections. Covid controls in the city are impacting operations and reducing efficiency at the port, 
while shipping giant AP Moller-Maersk has already shut some facilities in the city. 
   “Beijing’s determination in maintaining its Zero Covid strategy for fighting the infectious omicron variant 
will very likely deal a severe blow to China’s economy and will also have a global impact,” economists at 
Nomura Holdings Inc. led by Lu Ting wrote in a note. “Markets so far have underestimated the severity of 
the situation in China because it is difficult to fully reconcile and understand.” 
    The worsening situation puts pressure on policy makers to step up fiscal and monetary support. On 
Wednesday, China’s Premier Li Keqiang reiterated China will stick to its full-year growth target of about 5.5% 
despite new challenges and increased risks. At a regular State Council meeting, he said stable growth should 
be a priority and contingency plans should be drafted to deal with possible greater uncertainties. 
 

What Bloomberg Economics Says…  
 
   The economy took a hit in March. But the declines almost certainly understate the degree of the deteriora-
tion in business conditions. The April PMIs will most likely reveal a much more pronounced lurch downward. 
The data give a green light to more policy stimulus. Chang Shu, chief Asia economist, and David Qu, China 
economist Economists warn the situation could worsen in April, denting growth for the second quarter as 
uncertainty grows about the scope, severity and length of China’s lockdowns. Areas covering roughly 30% of 
China’s GDP are affected by the outbreaks, according to Goldman Sachs Group Inc.  
   Natixis SA estimates a 1.8 percentage point cut to the first-quarter growth rate because of the Covid con-
trols. “As the Shanghai lockdown only happened in late March, economic activities will likely slow further in 
April,” said Zhang Zhiwei, chief economist at Pinpoint Asset Management Ltd. “The government has made it 
clear that the priority is to contain omicron outbreaks, which indicates the willingness to sacrifice growth in 
the short term if necessary.” 
   The central bank similarly vowed to provide more support to the economy in a separate statement on 
Wednesday. The People’s Bank of China reaffirmed that it will step up the magnitude of monetary policy and 
make it more forward-looking, targeted and autonomous. “With intensified headwinds to growth from local 
Covid outbreaks and policy makers sticking to full-year targets, we think the urgency for more policy support 
has increased,” Goldman’s economists including Maggie Wei said in a report. The economists expect more 
central bank easing steps, including cuts to policy interest rates and the reserve requirement ratio. 
   The latest blow to economic activity came Thursday morning, as government data showed manufacturing 
activity contracting in March for the first time in five months. It was an unprecedented fall, as the indicator 
had before now risen from February every year as people return to work and businesses start up again after 
the Lunar New Year holidays. 
   In Shenzhen, companies like Apple Inc. supplier Hon Hai Precision Industry, better known as Foxconn, tem-
porarily shuttered during a week-long lockdown in March. And in Changchun, an industrial hub that account-
ed for about 11% of China’s total annual car output in 2020, automakers like Toyota Motor Corp. were 
forced to close. Some businesses were able to resume work by adopting a so-called closed loop system in 
which employees were kept at factory locations and tested regularly. Still, small and medium sized compa-
nies took a big knock, and continued to contract in March, the PMI surveys showed. 
    The disruptions affected the “stability” of the manufacturing supply chain, said Zhao Qinghe, a senior 
statistician at the NBS, noting an index measuring delivery time of suppliers fell to 46.5, the lowest since 
February 2020. Some companies surveyed said there were “insufficient employees working in their posts,” 
he said, adding that firms also cited clogged logistics and extended delivery cycles. The damage to consump-
tion could be deeper and more long-lasting than to production. Consumers are becoming “more cautious 
amid the renewed virus flare-up,” Julian Evans-Pritchard, senior China Economist at Capital Economics Ltd., 
wrote in a note. 

By: Bloomberg 
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SOLUTIONS AND TOOLS 

* The port of Shanghai handles from than 45 million containers per year making it the world’s largest with regards to volume. 



GOVERNMENT / BUSINESS: 

WASHINGTON — An inflation gauge that is closely monitored by the Federal Reserve jumped 6.4% in February compared with a year ago, with 
sharply higher prices for food, gasoline and other necessities squeezing Americans’ finances. The figure reported March 31 by the Commerce Depart-
ment was the largest year-over-year rise since January 1982. Excluding volatile prices for food and energy, so-called core inflation increased 5.4% in 
February from 12 months earlier. 
   Robust consumer demand has combined with shortages of many goods 
to fuel the sharpest price jumps in four decades. Escalating the inflation 
pressures, Russia’s invasion of Ukraine has disrupted global oil markets 
and accelerated prices for wheat, nickel and other key commodities. The 
inflation spike took a toll on consumers, whose spending in February rose 
just 0.2%, down from a much larger 2.7% gain in January. Adjusted for 
inflation, spending actually fell 0.4% last month. 
   Yet Americans’ overall incomes rose 0.5% in February, the highest gain 
since November and up from just 0.1% in January. Wages and salaries 
jumped 0.8%, the most in four months. Businesses have been raising pay 
to attract and keep employees — a trend that is benefiting workers but 
also giving employers cause to raise prices to offset their higher labor 
costs. That cycle is helping fuel inflation. 
   Last month, food costs climbed 1.4%, the most in nearly two years. En-
ergy costs spiked 3.7%, the biggest such increase since October. 
The Federal Reserve responded this month to the inflation surge by rais-
ing its benchmark short-term interest rate by a quarter-point from near 
zero, and it’s likely to keep raising it well into next year. Because its rate 
affects many consumer and business loans, the Fed’s rate hikes will make 
borrowing more expensive and could weaken the economy over time. 
   Michael Feroli of JPMorgan is among economists who now think the Fed 
will raise its key rate by an aggressive half-point in both May and June. 
The central bank hasn’t raised its benchmark rate by a half-point in two 
decades, a sign of how concerned it has become about the persistent 
surge in inflation. 
   On a monthly basis, prices rose 0.6% from January to February, up 
slightly from the previous month’s increase of 0.5% and matching the 
highest monthly figure since 2008. Core prices rose 0.4%, down from a 
0.5% increase in January. 
Gas prices have soared in the past month in the aftermath of Russia’s 
invasion, which led the United Kingdom and the Biden administration to 
ban Russia’s oil exports. The cost of a gallon of gas shot up to a national 
average of $4.24 a gallon March 30, according to AAA. That’s up 63 cents 
from a month ago, when it was $3.61. 
   On March 31, President Joe Biden is expected to order the release of up 
to 1 million barrels of oil a day from the nation’s strategic petroleum reserve in an effort to reduce gas prices. The report follows a more widely mon-
itored inflation gauge, the consumer price index, that was issued earlier this month. The CPI jumped to 7.9% in February from a year ago, the sharp-
est such increase in four decades. 
   Many economists still expect inflation to peak in the coming months. In part, that’s because price spikes that occurred last year, when the econo-
my widely reopened, will begin to make the year-over-year price increases appear smaller. Yet Fed officials project that inflation, as measured by its 
preferred gauge, will still be a comparatively high 4.3% by the end of this year. 

By: Christopher Rugaber—Associated Press 
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Key Inflation Gauge Sets 40-Year High as Fuel, Food Soar:  



Efforts Growing to Halt Targeting Ocean Carriers Anti-Trust Immunity: 

INTERNATIONAL TRADE: 

   Through Biden’s executive order, the DOJ and the FMC are for the first time working more closely together on antitrust isses, primarily with the ocean 
carriers.  
   Ports, labor unions, containers lines, and Us-Flag interests are moving fast to halt efforts by the Biden administration and Congress to strip antitrust 
immunity from the container lines, warning that the end of shipping alliances would create a seismic—and unintended shift in how carriers serve the US 
ports and shippers. The industry stakeholders would even have to defend antitrust immunity shows how the focus on container shipping from the White 
House and US Legislators has intensified in recent months. What started as a review of detention and demurrage fees and ensuring exporters are able to 
secure vessel capacity has now expended into a threat to carriers’ ability to operate within alliances.  
   Eliminating the ability of carriers to operate within alliances, stakeholders argue would vastly reduce carriers service offerings, prompting even further 
industry consolidation while concentrating cargo at fewer ports and diverting cargo to ports in Canada and Mexico. Moreover, they say, such a dramatic 
policy change would do nothing to solve the vessel backups now occurring at multiple Us ports—and could potentially make them worse.  
   “Policymakers should not eviscerate the cooperative system which has created the best global port-to-port connectivity in history”, the American As-
sociation of Port Authorities said in written talking ports shared with the JOC. “The interconnectivity of the various ocean lines means the customer gets 
more global port-to-port connections that even before.  
   Evan Us retailers, who in the past have called for an end to the carriers antitrust protection, want to pump the brakes on the idea. “Multiple National 
Retail Federation (NRF) members have long supported the removal of antitrust immunity”, Jon Gold, NRF’s vice president for supply chain and custom-
ers policy, told the JOC.com. “I think there are questions now about what it would actually mean for the alliances and other agreements. It’s certainly 
worth having a conversation and studying the potential impacts”.  
   The National Industrial Transportation League, a major shipping group, has taken a more stringent stance. “While removal of antitrust immunity does 
not equate to or require the elimination of ocean carriers alliances, the criteria for ocean carriers to container a large portion of the trade when oper-
ating as an alliance is worth review, as is the antitrust immunity itself”, said Lori Fellmer, vice president of logistics and carrier management at BassTech 
International and chair of NITL’s ocean transportation committee.  
   Spurred by the Biden administration’s sharply critical comments of container lines and their profitability during the COID-19 pandemic amid record 
spot rates, legislators are considering ways to rein in carriers that would now go well beyond addressing detention and demurrage practices and helping 
exporters obtain space on ships.  Those heightened attempts to bring carriers to heel include the Ocean Shipping Competition Reform Act of 2022 (S. 
3586), introduced in February which would give shippers the ability to take complaints about carriers directly to the Justice Departments versus the 
Federal Maritime Commission (FMC). In the House, the Ocean Shipping Antitrust Enforcement Act (H.R. 6864) introduced on march 1st would repeal 
antitrust exemptions. The proposed legislation is also highlighting the use of antitrust immunity by marine terminal operators, who coordinate opera-
tionally based on agreements places on file with the FMC. “In it’s current form, OSCRA 2022 (antirust legislation) could have a tremendously negative 
impact on the manner in which the US terminal operators operate, significantly increasing the risks and costs to operate a marine terminal in the United 
States’, wrote Lauren K. Brand, president of the National Association of Waterfront Employers. 
   International Longshoremen’s Association President Harold Daggett, noting that carriers have enjoyed antitrust immunity since 1619, urged tha the 
idea of eliminating antitrust immunity be dropped. IN a letter to Sen. Amy Klobuchar, D-Minn., wo co-wrote OSCRA, Daggett called the issue an “urgent 
matter”, saying the proposed legislation, if approved, would “create uncertainty and chaos in the shipping industry, sending shockwaves throughout the 
rest of the marketplace”. He also said the change would most likely be higher concentration of services at large parts, which are already receiving record 
volumes of cargo.  
   At risk would be three major alliances serving the East-West trade lanes, consisting of eight of the largest global carriers, which are allowed to cooper-
ate operationally by pooling cargo into their ships, but cannot market or sell together. Carriers still compete commercially with each other within an 
alliance in the same way they compete with carriers in other alliances. The fears of industry stakeholders over the removal of carrier antitrust immunity 
reach new highs after President Biden vowed in the recent State of the Union address to engage in a “crackdown” on ocean carriers.  
 

Biden and Shipping Alliances: 

 
   Following it’s condemnation of the port of alliances in executive orders targeting carriers in July, the Biden administration doubled down in November, 
describing the industry as a cartel. The on February 28th, Rep, Jim Costa, D-CA., introduced the legislation that would strip container lines of their anti-
trust immunity. Two days later, Biden used his State of the Union address to leave no doubt about the White House intensions, pledging to “Crack-
down” on container lines for overcharging American Businesses and consumers”. “I’m a capitalist, but capitalism without competition isn't’ capitalism; 
it’s exploitation and it drives up prices”, Biden said in his March 1st address. “When corporations don’t have to compete, their profits go up, your prices 
go up and small businesses and family farmers and ranchers go under. We see if happening with ocean carriers moving goods in and out of America. 
During the pandemic, these foreign-owned companies raised prices by as much as 1000% and mode record profits.  
   A day after his State of the Union address, two democratic members of the House orders CMA CGM, Hapag-Lloyd and Maersk to explain souring ex-
port container shipping rate. In their March 2nd letter, Rep. James Clyburn, D-SC. And Rep. Raja Krishnamoorthi, D-IL. asked focused questions on the 
three carriers about the relationships between carriers ‘ elevated profits and higher rates. The duo are also seeking various types of documentation tied 
to multiyear service contracts, and internal and external pricing communications.  

Continued on page 13 
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Efforts Growing to Halt Targeting Ocean Carriers Anti-Trust Immunity: (cont) 

INTERNATIONAL TRADE: 

   In addition to the House members questions on rates, the DOJ is also investigating Maersk, and other subpoenas may soon be on their way to other 
carriers, according to two sources close to the matter. In a February 7th statement, Maersk said it had received a DOJ subpoena relating to their ongoing 
investigation of supply chain disruptions.  
   “We have not seen evidence of any actual or alleged wrongdoing on the part of Maersk and will continue to cooperate with the US Department of 
Justice as they continue their investigation”, the company stated. The DOJ in 2019 ended it’s prior multi-year investigation of carriers without having 
brought any charges, according to carriers including Maersk.  
   The DOJ, in letters and congressional testimony over many years, has routinely criticized the FMC when it did not see a federal injunction against a 
major vessel-sharing agreement, or alliance. Now, through Biden’s executive order, the DOJ and FMC are for the first time working more closely togeth-
er on antitrust issues. In July, the agencies said they had agreed to hold regular discussions and review enforcement activities and the work of regulatory 
agencies. A February 28th statement reaffirming the partnership provided no new details, sparking questions and speculations on the purpose and rele-
vance of time of the announcement.  
 

Warning of Unintended Consequences: 
 
   Some believe headway is being made in convincing members of 
Congress of the folly of repealing antitrust immunity due to the 
impact on the alliances. “I feel that stripping of Antitrust immunity 
will not ultimately end up in law”, William Doyle, executive director 
of the Maryland Port Administration and former FMC commission-
er told JOC.com. “No one shipping company can cover the entire 
world, there is no evidence of price fixing, and this is nothing more 
than sharing slots on ships. The ocean carrier negotiates a rate 
with the manufacturer or end buyer and the cargo goes on some-
one else’s ship, that’s it”.  
   The concern over the possible end of antitrust immunity remains 
real. Without the ability to operate within alliances, carriers could 
still likely engage in limited slot chartering with each other, but the 
integrated vessel network that are the core of the trans-Pacific and 
trans-Atlantic service network could no longer operate. A carrier executive, Ocean Network Express CEO, Jeremy Nixon told TMP22 earlier this month 
that ONE would go from 15 weekly trans-Pacific services to four if it were stripped of it’s ability to operate within an alliance. Such a vast reduction in 
service network coverage together with the loss of cost synergies that comes from alliances would be a powerful incentive to merge. 
   Furthermore, because carriers operating independently would by necessity need t serve the major port gateways, another unintended consequence 
would be the concentration of cargo at the largest ports such as Los Angeles—Long Beach, New York-New Jersey, Savannah and only a few others. Ser-
vices to smaller ports most likely would be eliminated and with it the longshore and other supporting workers and jobs.  
   Just a day before Biden’s State of the Union address, FMC Chairman Daniel Maffei told TPM22 attendees tha the agency had not found any evidence of 
collusion among carriers and warned of further consolidation if alliances were forbidden. “The alliances are the worst thing you can imagine, except for 
all the alternatives”, Maffei said.  

By: Peter Tirschwell  - JOC 
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Side Note: Ocean carrier alliances are nothing new, stretching back 20+ 

years as most carriers have had multiple carrier partners which they ves-

sel share in order to offer a more competitive “all encompassing service 

portfolio” to their target customers.  The graph to the right represents 

the top 3 alliances and the carriers global volume based on a percentage 

of the total TEUS moved over the past year.  
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Fun Fact:  It is estimated that there 

are 2000 to 10000 containers per 

year which are lost at sea. This 

equals to one going overboard eve-

ry hour of everyday. Little is known 

about what happens to a container 

after it’s submerged but it’s one of 

the most costly events an importer 

can go through.  

   There is so much going on in the logistics world, often happening quicker than I can write about 
it. I’m just going to highlight some of the more pressing issues which are happening today, things 
that could potentially happen and give my two cents into why 2022 will be just a long continuance 
of 2021.   
 

 We have a war going on between Russia and the Ukraine and the impacts are being felt eve-
rywhere from the pump to the grocery stores. The scary thing the Ukraine happens to be a 
major producer of things like Iron ore, wheat, and scrap metals. 

 Capacity is opening up, Importers are scrambling to ship what they can now before the new 
contract season—this false sense of normalcy will sink many importers are the rebound is 
already starting to happen and months leading up to May will see that available capacity dry
-up. 

 China is going through one massive shutdown after another. First is was Hong Kong, Yantian 
and now is Shanghai and other cities.  

 Ocean Carriers are under the gun with the DOJ and FMC conducting investigations regarding 
price fixing, conclusion and antitrust. To combat this the carriers are changing the way they 
approach ocean contracts 

 The summer months could border on the insane, starting with the potential strike from the 
ILWU as their labor contract with the Pacific Maritime Association. Second issue could be 
bullwhip effect from the shutdowns taking place in China.  

 Assessorial charges are the new next thing as carriers, terminals and canals are imposing 
increases or implementing new fees such as the new “Clean Truck Fund”, not to be mistaken 
for the “Clean Truck Fee”.  

 Ocean Ports are seeing congestion subside somewhat but this is contributed to the shipping 
lull that took place in early February and the Chinese Lunar New Year.  

 US Customs is about to laydown the hammer on importers who are bringing in product from 
China, in particular the Xinjiang Autonomous Zone due to the Forced labor Act of 2021.  
Word has it June is going to be the month when they enact an all out blitz on products com-
ing from this zone. If you import from this location make sure you have the correct paper-
work done and your suppliers are vetted by US Customs.  

 The trucking industry continues to struggle. The industry is still lacking some 100,000 new 
drivers just to handle the current demand nationwide. Couple that with rising costs per mile, 
increased fuel surcharges and an increase in the load rejections just adds to the pain this 
industry has gone through over the past several years.  

 
   I get a lot of questions as to why there are so many problems today or haven't’ we all learned some-
thing during the current pandemic world and I have to be honest and say, no. Companies talk about 
shorting their supply chain, shifting from being reliant on one country for manufacturing and going 
global. I also get what can we do to bypass all of these issues and the truth is you can’t shield yourself 
from all the problems but you can minimize the impact of the above mentioned problems.  
   Before I get into some solutions I thought I would just give my two cents on why we continue to 
suffer through the same issues we have had for the past several years. First, accountability, the sup-
ply chain world has become more difficult, more fragmented and this is driven by costs and labor. 
Importers point their fingers are the ocean or airline carriers are the culprit but importers are just as 
guilty as the carriers. I know, this might be a difficult pill to swallow but importers have caused a 
great deal of the pains we are all going through today. From keeping containers far too long, to al-
lowing suppliers route their own containers which established the CIF market back on the map.  
   Today, everyone seems to be pointing their fingers at others rather than looking at their own 
shortcomings and everyone is guilt in some short of way.  Something that scares me is we haven’t 
even seen the impact of inflation although we’re at a 40 year high but it’s of my opinion it’s going to 
get a lot worse. The surge in buying has somewhat slowed but with the issues taking place overseas, 
it only going to continue the surge once manufacturing comes back.  
   I’m cautious when it comes to the cause and effect, I’m cautious when it comes to the bullwhip ef-
fect when if comes to buying. I’ve seen companies buying at such as fast pace and while the global 
supply chain couldn’t react quick enough to adapt to the pandemic, the same can be said for when 
we come out of this. Inventory levels are going to skyrockets and companies are going to be holding 
a lot of expensive inventory they are going to be stuck paying for and not being able to sell at the 
inflated numbers.  
   Now, I told you I would give you a solution, not a quick fix or certainly not something that is going 
to shelter you for all issues. First you need to be working extremely close with your logistics provid-
er, increase collaboration and change the relationship with your provider from a service provider 
who’s a negative impact on your bottom line to a transportation partner. If your provider isn't open 
to developing a strong alliance or providing you with multiple options then I would look at changing 
logistics companies.  Open yourself to alternative shipping processes, alternate solutions which can 
bypass you and your company from locations which are suffering from congestion, equipment short-
ages.   Last but now least, have options, don’t put all your eggs in one logistics partner basket. The 
value of a logistics provider should be greater now that it ever has been.  


