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The Latest News in the Ocean, Air, Rail and trucking Industries 

The Biden administration is taking the first step toward 
a review of tariffs on more than $300 billion in Chinese 
imports that’s required to keep them from starting to 
automatically expire in July. 
   The U.S. Trade Representative’s office is notifying 
representatives of domestic industries that benefit from 
the duties of their possible end at their four-year anni-
versary, and the opportunity to request that they re-
main, it said on Tuesday. 

   If a request for continuation is received by July 6, the USTR will keep the tariffs in place as it conducts a review 
to determine their need going forward, officials told reporters in a briefing. A review would include an oppor-
tunity for all interested persons to provide comments. 
   It’s very likely that a domestic industry benefiting from the tariffs will ask for them to remain in place, accord-
ing to trade experts. The USTR is sending notice of the expiration to about 600 stakeholders, the officials said. 
   The evaluation is officially known as a “review of necessity,” relates to Section 301 of the Trade Act of 1974. 
President Donald Trump used that law to hit China with the tariffs ranging from footwear and clothing to elec-
tronics and bicycles and even pet food starting in July 2018 after an investigation that concluded China stole 
intellectual property from American companies and forced them to transfer of technology. 
Although the Trump White House instituted the tariffs in four different batches during 2018 and 2019, the re-
view—if requested—will include all of them, administration officials said on a call with reporters. 
   While some businesses have benefitted from the tariffs protecting them from Chinese import competition, 
others who use the Chinese imports as inputs in areas including manufacturing have been hurt by them. Both 
Democratic and Republican lawmakers have pushed the Biden administration to broaden and deepen the ex-
clusion process for the tariffs and review past product denials. 
   The Biden administration in March announced plans to reinstate exemptions from the Trump era on about 
two-thirds of Chinese products that were previously granted waivers from tariffs, most of which expired by the 
end of 2020. 
   The main considerations in whether to reinstate the exclusions were whether a product or comparable prod-
uct was available from sources in the U.S. or in third countries, and changes in the global supply chain since 
2018. They also included efforts by importers or U.S. purchasers to source the product from the U.S. or third 
countries, and domestic U.S. capacity to produce the product. 

- Bloomberg 

Fun Fact:  On average, US Retail 

operations have a supply chain 

accuracy of only 63%. This can 

result in significant delays and re

-stocking issues.  34% of         

businesses reported having 

shipped an order late due to 

stock-outs.   

China Tariffs in Review: 

* Please note that the US Trade Repre-

sentative Department announced a 

recent exclusion list as of April 13th 

2022—this exclusion list allows import-

ers to file for a refund of the 301 tariff 

for shipments which were shipped be-

tween October of 2021 up until April 

1st of 2022. Please speak with your 

customs broker to see if your commodi-

ty group is on the proposed list. 
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Asian Freight Surge Puts Pressure on NY-NJ Empty Box Returns: 

   Truckers say ocean carriers and marine terminals need to do more to handle empty containers that are 
slowing down truck efficiency at the ports of NY-NJ. High import volumes being diverted from the West 
Coast is putting renewed pressure on marine terminals at the Port of New York and New Jersey and forc-
ing additional limits on intermodal truckers for returning empty containers to the port.  
   As a result of high volumes, marine terminals are considering a new rule that would match import con-
tainers with empty ones for Saturday gate hours. Motor carriers say that alone won’t work as there are 
already hundreds more empties that need to be removed before they can handle more import retrievals.  
Instead, truckers say longer operating hours are now needed to deal  with current volumes at the termi-
nals. Likewise, it’s up to the ocean carriers themselves to preform more of the double moves of removing 
empties when dropping off imports.  

   The issue came to ahead when 7 ocean carriers sent noticed to New Jersey motor carriers blocking returns of various empty containers on various 
days during the week of April 18th to the 22nd.  Two motor carrier executives said the number of empty lockouts last week was unprecedented and 
demonstrated how squeezed the marine terminals are for space. “it’s one thing when one or two carriers lock out empty returns but when seven get 
closed out, that really makes it more difficult for everyone.  
 

CMA CGM Waives Per-Diem: 
   The episode was atypical given CMA CGM’s involvement because truckers have rarely reported any issues with one of the largest carriers serving New 
York and New Jersey. However, in late March port truckers said the carrier inexpediently directed them to a distant off-dock storage yard to return emp-
ty containers.  The March episode, as well as last weeks, involved an unknown number of containers. One motor carrier respondent to a recent poll by 
intermodal group Association of Bi-State Motor Carriers said they are holding 50 CMA CGM empty containers on their own.  
   CMA CGM said in a statement the return lockouts effected a narrow segment of it’s containers and only occurred on one day. The carriers also said it 
is proactively waiving per-diem fees for truckers to offset costs for storing empty containers and adding berth and storage capacity to relieve the crunch. 
“CMA CGM has stepped up by using two terminals and a container yard to better facilitate the flow of containers through the Port of NY and NJ”, it said. 
“CMA CGM pursues any opportunity it can to protect the customer through a time of unprecedented supply-chain conditions.  
 

Asia Shift to East Coast: 
   More volumes are hitting NY/NJ due ot the shift of Asian freight away from the West Coast ahead of labor negotiations between the ILWU and marine 
terminal employers. Data from PIERS shows that Asian imports into NY/NJ grew 9% year-over-year in the 1st quarter of 2022. In contract, the port of 
Long Beach saw Asian imports drop 3% over the same time frame. Forwarder reports indicate that East Coast bookigns for almsot all vessel services 
from Asia are full through at least May.  
   “We’re getting more freight from the West Coast because of the upcoming contract talks, they are bringing it in because the importers are concerned 
more about the Covid Lockdowns,” BBT’s Scott said. Empty return lockouts ebb and flow between carriers and terminals, but the problem got worse in 
April said multiple motor carriers. In addition to terminal lockouts, empty returns were blocked on five of the other 11 regular working days in April. 
Some Ny/NJ marine terminals were open Good Friday, typically a holiday for longshore workers, sot they could clear out imports.  
 

Terminal Wants Weekend Match Backs on Boxes: 
   Due to the import surge, the ports largest marine terminal, Mahar, proposed the match-back rule (duel transaction) for imports and empties at a 
meeting with intermodal truckers, according to several sources. The start and duration of the rule were not immediately available. Maher, which han-
dles most of CMA CGM’s Asia services did not respond to a request for comment.  
   Marine terminal, GCT NY has periodically used a similar rule recently as it’s also dealing with high import and empty volumes. H&M’s Villacampa said 
that type of restriction limits driver efficiency, so it needs to free an empty off chassis at one terminal to retrieve an import at another. Carriers can 
block empty returns at the last minute, and inconsistent vessel schedules also make it a challenge to match empties and imports. If a trucker has no 
empty boxes to return to that terminal, he said that the import container can then accrue per-diem charge.   
 

NY-NJ truckers Holding Over 1,200 Empties: 
   Villacampa said different operating procedures from one terminal to the next add to the difficulties in returning empties. Several ocean carriers with 
alternate arrivals between marine terminals that require truck appointments and those that don’t.  If an appointment is not available at a terminal, then 
a motor carrier can’t return an empty. Per Diem can still be charged from the ocean carrier.  
   Some carriers which don’t require an appointment are not a panacea, either. When empty returns are allowed, those terminals can be easily over-
whelmed by container backlogs that the truckers are sitting on, resulting in hours-long waits outside the terminal gates and more productivity lose. In 
those situations, per-diem rules become clouded. “There’s no clarity from the ocean carriers on waiving per-diem,” he said.  

Michael Angell—JOC.com 
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Forwarders—Carriers Brace For Post-China Lockdown Surge: 

   Restrictions in and around Shanghai were put in place on April 4th, and Covid-19 cases were still spiking in late April. Forecasts of an economic slow-
down have done mainstream, but that doesn’t mean relief on rates or service is anywhere in sight for trans-Pacific shippers.  
   That’s because, while Covid-19 lockdowns in Shanghai and other Chinese cities are sparking a temporary respite in trans-Pacific volumes, a deluge of 
shipments awaits once lockdowns are lifted, irrespective of any emerging US economic weakness. The coming surge will, in turn, lead to further conges-
tion and delay any return to a more normalized market, possibly through the end of the year. “If there are multiple lockdowns and less manufacturing, 
once they come back to work, there is going to be a tremendous surge,” Patrick Fay, co-founder and CEO of Boston based BOC International.  
   How long China will keep the latest lockdowns in place—and how long manufacturing will be impacted as a result—remains to be seen. Restrictions in 
and around Shanghai were put in place on April 4th and as of late cases of Covid continue to spike. Manufacturing plants in the Shanghai hinterland 
what were able to continue operating over the previous three weeks are running out of components and some may soon be forced to suspend produc-
tion lines.  
   But the longer the lockdowns persist and manufacturing is interrupted, even though eastbound spot rates may dip in the near –term, the more the 
pent up demand will build and eventually be unleashed into the trans-Pacific, a trade lane still beset by port delays more than 18 months since the first 
vessels were sent to anchor off Los Angeles-Long Beach in October 2020. As such, many in the industry believe long hoped-for relief from trans-Pacific 
delays and elevated freight rates that might have materialized due to a pullback in con-
sumers spending caused by spiking inflation, worries over the Russia-Ukraine war, or a 
weakening stoke market will be further delayed.  
   There are reasons to believe China will get a handle on it’s current Covid-19 outbreaks. 
After similar restrictions were imposed in Guangzhou ealier this year, “lockdowns have 
been called off, factories are back in production, and liftings are a good out of there,” 
according to one senior carrier executive who asked not to be identified. “Vessel calls 
are getting back to normal”.  But, as of this week, a similar recovery in the vast manufac-
turing network around Shanghai still seemed weeks away. Factories large enough to 
house workers in dormitories—and keep them isolated and working—were running out 
of components sourced from smaller local producers, sources told JOC.com. That com-
bined with other factors such as lack of truck availability, resulted in sharp decline in 
bookings out of Shanghai that has led to one major carrier to depart at 50% capacity last 
week. Trucking emerged as a major hinderance in Shanghai and Ningbo.  
 
Carriers Managing Capacity: 
   While some have jumped to the conclusion that rates and volumes are headed toward a cliff, others urge caution. Carriers have become far more 
adept at managing capacity through peaks and valleys, and expectations of a coming surge and underlying market strength heading into the summer 
peak season are making carries resistant to offering discounts.  
   “No one expects the rates to significantly decline because the carriers have learned how to manage that kind of capacity situation,” said Kurt McLeroy, 
executive vice president at a non-vessel-operating common carrier (NVOCC). “You are not going to see any rapid deterioration of the rate environment 
and it’s going to get tight again come peak season.” An ocean carrier agreed “We’ve seen some reduction in the spot market, as expected after Chinese 
New Year, but we don’t think there will be a major deterioration to come,”, the source said. More specifically, McElroy and other NVOCC’s said carrier 
expectations for a tight market are visible in their current market behavior.  
   “You still have carriers who are very resistant to adding new named accounts to contracts,” McElroy said. “Most have been forced to accept reduced 
minimum quantity commitments (MQC’s) from the prior year with their incumbent carriers and the carriers are not coming back to them offering to 
increase MQC’s, even with space lightening up due primarily to China lockdowns.  
   A second NVO executive who asked not to be identified told JOC.com much the same, saying “carriers don’t want to give out fixed rates,” and are in-
stead steering business to the spot market, indicating they anticipate rates will go higher in the later spring and summer months. In other words, at this 
point, the carriers are seeing the same thing,” McElroy said. They don’t’ see where there is going to a significant letup in demand throughout the re-
mainder of the year.  
   Part of the reason for carriers’ confidence is they have yet to see any signs that negative economic news in the United States is translating into a pull-
back in buying and capacity. While some banks are forecasting the US will fall into another recession, and Maersk on April 26th lowered it’s outlook for 
global container growth this year from 2 to 4% to between 1% growth to even a 1% decline, as far as trans-Pacific volumes are concerned, there is no 
sign any of that has impacted the market.  
   We’re not seeing any change in beneficial cargo owners (BCO) ordering patterns,” the carrier executive said. We’re getting ready for return to normal 
in June and potentially a very strong July and August. It’s clear there will be a big backload that will need to be pushed out.  

Peter Tirschwell—JOC.com 
 



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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ILWU’S Adams: “We Will Get an Agreement”: 

 Willie Adams, president International Longshore and Warehouse Union (ILWU), said he expected a contract agree-
ment between the ILWU and the Pacific Maritime Association (PMA) will be reached but will take time: “We will get an 
agreement. It takes both sides. Right now, we’re getting ready. Sometime in May, we’re going to sit down, we’re going 
to get an agreement. 
   However, Adams urged that dock workers’ contributions be given fair consideration: “Instead of people writing (and) 
saying things like ‘you’re going to throw the baby out with the bathwater,’ and that this or that is going to happen they 
ought to be talking about the positive things out of COVID … all the good things that have come out of this. So much of 
the focus has been on the ports, the infrastructure, so many good things that are going to benefit Americans and 
American workers. And we were there when the President signed his Infrastructure Bill, isn’t this what we want to 
leave? … something better for the next generation?” Adams spoke during a media briefing hosted by the Port of Los 
Angeles April 12, 2022. 

   In an interview with AJOT, Gene Seroka, executive director, Port of Los Angeles said, he was hopeful that contract negotiations between the Inter-
national Longshore and Warehouse Union and the Pacific Maritime Association will result in a contract for U.S. West Coast ports without a repeat of 
the disruptions that occurred during the 2014-2015 negotiations: “I believe there is reason to have optimism about the resolution of contract negoti-
ations between the ILWU and the PMA. They do have seasoned negotiators on both sides of the table. Each understands what’s at stake with re-
spect to the American economy. The twenty-nine ports from Washington State down to San Diego represent about twelve percent of our nation’s 
GDP with countless job opportunities and with cargo coming in as never before. The contract will not be resolved by the end of the current agree-
ments expiring so there is no reason to get nervous there. The ILWU has not gone on strike since the early 1970s. The rank-and-file members take a 
great deal of pride in what they are doing, and they want to keep America’s economy moving but they need to be paid what they’re worth.”    
 

Port of Los Angeles Reports Growth: 
   In the media briefing Seroka reported that the Port continued to experience positive growth with container volume in March reaching 958,020 
TEUs. In the April 12th media briefing, Seroka noted: 
Imports in March rose to 495,195 TEUs, an increase of one percent over March 2021 while exports declined to 111,781 TEUs, a decrease of nine 
percent over March 2021: “Exports have now declined thirty-seven of the last forty-one months here in Los Angeles.” Empty containers rose to 
351,697 TEUs, an increase of two percent over March 2021 
   Seroka described the Port’s performance as due to “better fluidity on our docks… with fewer vessels waiting in the queue and more velocity on the 
terminals… Second, more workers on the docks with fewer shifts getting cut… We also have a lot more room to maneuver on our tarmacs… Third, 
we’re using data more than ever to see around corners and over hills to address issues before they become problems.” 
Seroka added that “rail volume has increased sixfold in the last month alone. Today there are about sixteen thousand containers waiting on on-dock 
rail, almost double from last fall. 
 

ILWU Contributions: 
   Seroka introduced International Longshore and Warehouse Union (ILWU) president Willie Adams and ILWU Coast Committeeman Frank Ponce De 
Leon. Seroka commended the work and sacrifice of longshore dockworkers who had kept the ports of Los Angeles and other West Coast ports oper-
ational during the pandemic. 
   Adams described the contribution of longshore dock workers as “they are true American heroes; they have been doing this work for over eighty 
years. I think if anybody deserves Time Magazine’s ‘Person of the Year,’ it is the men and women of the mighty ILWU.” 
Frank Ponce de Leon described the hardships longshore workers had endured during the pandemic: “For the last two years, this period of COVID has 
been hard and painful. People did not take notice of the ports until we had twenty-four people die within twenty-four days… Our people never 
stopped showing up to work and kept the cargo moving. We made sure our stores and our hospitals, and the medical people got the supplies they 
needed.” 
 

New Training Center: 
   Seroka discussed the plans for a new training center at the Port of Los Angeles to upgrade the skills of longshore workers. Adams noted: “This 
training center is for the younger generation to upgrade their skills going into the future. They need to know that they can get a job down here on 
this waterfront and have the skills. We are leaving something behind for them that is tangible… The PMA has to step up. They have been missing in 
action.” Adams said that “the Port, the Biden Administration, and the State of California have all supported the training center.” 

Stas Margaronis—JOT 
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PMA Hopeful About ILWU Contact Negotiations: 

   Jim McKenna, president and CEO Pacific Maritime Association (PMA), is hopeful that contract negotia-
tions set to begin with the International Longshore and Warehouse Union (ILWU) will avoid a work stop-
page. 
   Mckenna was speaking at the Port of Los Angeles monthly media briefing on May 6th. 
Mckenna denied that the release of a PMA commissioned study finding positive impacts from terminal 
automation at the Ports of Los Angeles and Long Beach was designed to put ILWU negotiators on the 
defensive: “The report was released when it was because it was finished,” he said. 
   The maritime executive reported that the PMA commissioned study released on May 2 found: 
“Automation is offering early proof of a win-win strategy: work gains for ILWU members and productivi-
ty and efficiency gains that will drive up growth, drive down cargo-handling costs, and help restore the 
San Pedro Bay ports’ competitive advantage … failing to adapt threatens to drive cargo to other ports, 
with a cascading loss of jobs on the docks and throughout the regional economy.” Another finding is 
that container throughput at two San Pedro Bay automated terminals is 44 % higher per acre compared 
to the terminals with conventional operations and that automated machinery can stack containers high-
er, closer together, and more efficiently for transfer to trucks or trains. Finally, the report found that did 
not result in a job loss: “The gains in automation output in Los Angeles and Long Beach mean that con-
trary to fears of job losses, automation has increased, not reduced, ILWU jobs and work opportunities, 
including training and upskilling.” 
 
Study Draws Criticism From ILWU 
 
   The study’s findings drew a critical 
reaction from an ILWU spokesman. 
“It’s apparent that the report is a self-
serving document by one party to a 
labor contract, and even worse is an 
insult to all workers who have seen 
their jobs outsourced to machines,” 
wrote Frank Ponce De Leon, ILWU 
Coast Committeeman. Terminal auto-
mation is expected to be a conten-
tious issue in contract negotiations 
scheduled to begin on May 12. 
   A national audience will be watch-
ing and hoping that a work stoppage is avoided, McKenna said: “Obviously we’re going to have some 
challenging issues in front of us. Hours and wages and working conditions are going to be front and cen-
ter. As far as anything else … that’s for the [negotiating] table. Right before a mid-term election there’s a 
lot of focus by everybody and we all realize that. We have to get to the table and get an agreement 
without any further disruption.” 
McKenna: “I don’t think either of us walks in and says were going to have a problem. We both com-
mitted to getting to the table, getting a contract and doing so without any disruption to the supply 
chain ...” 
   However, Mckenna noted that contract negotiations have had unexpected endings: “In 2008 we did 
the automation agreement. It was a big deal…One of those issues that you thought was going to be 
tough to overcome. We actually settled that contract three weeks after it expired without disruption. In 
2014, we had no real major issues on the table and it took us eight months after expiration with some 
slowdowns.” 

By: Stas Margaronis—JOT 
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Wider Problems on the Ground Slow Air Cargo Growth Recovery: 

AIR FREIGHT: 

   All the factors which curtailed the growth recovery of the general air cargo market in March continued to impact the industry in April with volumes 
at -8% year-over-year. Airfreight rates remained elevated despite the addition of new capacity, as airlines launched their summer schedules, accord-
ing to the latest weekly market analysis by CLIVE Data Services, part of Xeneta. 
    The conflict in Ukraine, measures in China to prevent the spread of Covid, and the high cost of living all contributed to the fall in demand, which is 
also likely exacerbated by the staff shortages jolting airport handling services and manufacturing production. Volumes in April were -5% compared to 
the same month of 2019, before the pandemic took hold. 
   The overall reduction in CLIVE’s dynamic load factor in April 2022 – based on both weight and volume perspectives of cargo flown and capacity 
available to produce a true indicator of airline performance – of 9% pts to 62% partly reflected the 1% year-on-year increase in capacity. The excep-
tionally high load factor of 71% in April 2021 was another factor. The dynamic load factor recorded in April was on a par with the pre-Covid figure for 
April 2019, based on -13% less cargo capacity in the market versus three years ago. 
   Lower volumes last month, however, did not lead to cheaper overall airfreight rates. The +141% rise seen in March 2022 versus the 2019 level in-
creased further in April 2022 to +145%. This was +26% above the average for April of last year. 
   “The rationale behind lower load factors and higher rates is the bottleneck on the ground – which appears to be being caused now by not only the 
shortages of people handling cargo at airports around the world and the severe lack of truck drivers to move the goods, but also by a wider shortage 
of people for lower paid logistics jobs. We are now seeing this larger theme impacting the entire supply chain,” said Niall van de Wouw, founder of 
CLIVE and now Chief Airfreight Officer at Xeneta, the leading ocean and air freight rate benchmarking, market analytics platform and container ship-
ping index. 
   Shortages of goods in stores or available online, longer lead times for some products, higher shipping costs, and flight delays and cancellations are 
all consequences of these market conditions, he added. The hike in living costs and lower disposable incomes for consumers are other undoubted 
contributors to the slowdown in volumes. 

   He highlighted the ‘changing of the tide across the 
Atlantic’. The dynamic load factor from Europe to 
North America averaged 70% in April 2022, a drop of 
12% points in just one month, and the first time in two 
years it has fallen below 80%, according to CLIVE’s 
data analysis. This was caused by a big jump in North 
Atlantic passenger capacity as airlines stepped up 
their summer schedules. It is also expected to “takes 
some of the heat out of the demand/supply market,” 
he said, and potentially lead to a downward pressure 
on rates. 
    “During the last week of March, capacity increased 
by 15% compared to the previous week. This signifi-
cant increase in space reinforces our previously stated 
forecast that the North Atlantic market will most likely 
be the first to return to some kind of normal, because 
of the high share of belly capacity on this lane. In 
terms of the dynamic load factor, we are seeing this 
shift starting to happen as we move from a Seller’s 
market to a Buyer’s market for air cargo. However, 
the issues on the ground might delay the Buyer’s mar-
ket a bit longer,” he added. 
   The Spot rates from Europe to North America re-
mained relatively unchanged. The Spot share - the 
amount of weight being sold against a short-term rate 
- decreased however by close to 5% points to 44% 
from 49% in March, again potentially indicating a 
softening of the market. 

By: Air Freight News—JOT 
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World ACD: Trends for the Past 5 Weeks: 

AIR FREIGHT: 

    
   In week 17 (April 25-May 1), worldwide chargeable weight remained stable compared with the week before, and the average worldwide rate in-
creased to US$ 4.11. 
   The last two weeks showed an increase in capacity of +1% compared with the preceding two weeks. For worldwide chargeable weight the 2Wo2W 
change was -3% and rates decreased with -1%. 
   Especially rates from North America to Asia Pacific and Central & South America to North America have gone up in the last two weeks, with resp. 
+10% and +6%. 
   Compared with last year, the last two weeks showed a worldwide weight decline of -13% and a rate increase of +21%. 
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Class I Railroads Not Improving Port Intermodal Service: 

INTERMODAL (RAIL): 

   Federal Maritime Commissioner Carl Bentzel 
noted that US Imports were up 21% last year, 
while intermodal rail saw it’s containerized vol-
ume fall 17%. Us Class I railroads could do more to 
clear the backlog of containers sitting at the na-
tions ports, arguing the US needs a more proactive 
federal intermodal rail policy similar to Canada’s. 

   Bentzel made the comments during a Surface Transportation Board 
(STB) hearing about adopting emergency service rules aimed at com-
bating what the agency said are “recent rail service problems and recov-
ery efforts” at the BNSF Railway, CSX Transportation, Norfolk Southern 
Railway and the Union Pacific Railroad.  
   The STB hearings, which last through April 27th, are mostly aimed at 
the service problems US farmers have in transporting fertilizer and 
grains. In addition to bulk shipping services, Bentzel said the STB needs 
to focus more on intermodal rail as trucks alone will not will not be able 
to move the container volumes projected to hit US ports in coming 
years. “Our nation desperately needs railroad services at US ports,” 
Bentzel said. “There is simply not enough space or land in our major 
ports areas to rely on trucking distribution.” 
   The ability of railroads to attract containerized freight is made more 
difficult by the fact that it’s the ocean carriers that largely control the 
box and who handles it. Driven by high trans-Pacific eastbound rates to 
quickly return empty containers for import markets, ocean carriers have 
been loath to issue inland bills of lading for rial cargo due to the high 
turnaround time for a container. Moreover, intermodal is among the 
least profitable freight segments for railroads and typically considered 
less reliable than trucking. Even though railroads have promised to take 
intermodal share from trucking, it will take more hiring and investments 
to do so.  
   Bentzel said railroads lost an opportunity to grow their intermodal 
business in 2021 by failing to take more freight away from trucks. He 
said, the rail car metering and service suspensions seen last year showed 
how ill-prepared railroads were for the container surge, which has con-
tinued into 2022. Bentzel called the modest 3% growth in intermodal 
revenue that the Union Pacific reported last year “stunning” given the 
high revenue growth reported by the maritime and trucking carriers. 

“Think how much revenue was left on the table,” he said. “But even 
more than that, how much smoother and more efficient the supply chain 
could have been if maritime surges could have been matched by rail 
efficiencies.” 
   The Association of American Railroads (AAR) said in a separate state-
ment submitted to the STB that the Covid-19 whipsaw of ocean carriers 
cancelling dozens of sailings over the first of 2020, and the quickly adding 
even more ship capacity through 2021 caught everyone by surprise, rail-
roads, included, leaving other carriers with little time to prepare. The 
AAR added that container ships are still barely able to arrive on-time in 
2022, making it still difficult to align vessel calls with train schedules.  
   “today, there are still dozens of steamships waiting to offload at the 
Los Angeles and Long Beach ports. Those backups have also led to shifts 
in ports of call, sending some vessels to the East and Gulf Coast ports, 
where backups are also occurring,” the AAR said.  
 

Rail Staffing Levels an Issue: 
   Bentzel said the low priority given to intermodal cargo reflects the on-
going effort by railroads to cut costs at the expense of better service. He 
noted the headcounts across major Class I railroads are down about 20% 
from levels seen prior to 2019. 
   “The supply-chain crisis has left us moving more goods with smaller 
workforce, leading to higher costs and more delays,” Bentzel said.  
   US Secretary of Transportation Pete Buttigieg also noted the dimin-
ished headcount at US railroads as a reason for poorer service, saying 
the Biden Administration is looking at how it can better prepare and 
attract people to work on railroads. “ The turnover is far above the nor-
mal levels, which presents safety and workforce concerns,” Buttigieg said 
in prepared remark.  
 

Canadian Intermodal Steps Up: 
   Bentzel said Canadian intermodal services from the ports of Vancouver 
and Prince Rupert have made major progress in reaching US inland mar-
kets. Bentzel said US railroads in 2007 were handling 61% of all imports 
in the North American West Coast, with Canadian rail handling the rest 
but by 2019, Canadian railroads were handling over 55% of inland inter-
modal freight, adding the shift is the direct result of the Canadian gov-
ernment’s direct support of the intermodal rail and ports through policy 
and investments.” 
   While Tuesday’s hearing mostly focused on service issues affecting 
agriculture bulk shippers, Bentzel said the STB should also look more 
closely at intermodal through collecting additional weekly performance 
measurements and other data. He also said Class I railroads need to pro-
vide the STB with plans for improving intermodal services that address 
how railroads intend to grow their service in the face of smaller employ-
ee rosters.  
   “Freight rail is an indispensable part of the national economy,” Bentzel 
said. “With the right federal oversight, it’s a safe and reliable way to 
move goods. 

Michael Angell—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  

 

Limits to Rate Relief: 
   The amount of transportation costs relief shippers will enjoy ultimately depends on how much con-
sumer demands drop. Spot Truckload rates are likely to drop below year-ago levels in mid-2022, gradu-
ally pulling contract rates lower by 2023, speakers at the Coyote Logistics webinar said. Spot and con-
tract 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 January 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 mar-
ket of the id-2010’s no longer exist. Trucking pricing cycle does up and down but generally moves for-
ward 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 consum-
ers’ wallets and savings haven't’ been emptied. “One thing I have learned is never to bet against the 
American consumer”, Satish Jindel, president of transportation research firm SJ Consulting 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:  Scanwell Service Scope: 

 GENERAL GLOBAL IMPORT 

AND EXPORT AIR FREIGHT 

 GENERAL GLOBAL IMPORT &        

EXPORT OCEAN  (FCL & LCL) 

 MULTI-MODE SEA/ AIR  

 HAND CARRY 

 IMPORT MARKETING & SALES  

EXPANISION PROGRAM 

 BUYER’S CONSOLIDATION &      

DISTRIBUTION 

 PPE LOGISTICS AND         

SOURCING 

 ORIGIN SCAN PACK GARMENT 

 APPERAL LOGISTICS 

 CONTRACT SUPPLY CHIAN       

SOLUTIONS 

 COLD CHAIN LOGISTICS 

 CHINA TRADE ASSITANT    

PROGRAM 

 SME FUNDING AND SOURCING 

 CHINA / HKG BONDED TRUCK 

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 

Fun Fact: The word “logistics” comes from a 19th century French word, “logistique”.  

This French word was originally exclusively associated with the transportation of 

soldiers and military supplies until it was later adopted for civilian applications.  



Chinese Lockdowns Risk Factory-Driven “Bullwhip”: 

SUPPLY CHAIN CRISSIS: 

   The lockdowns and slowed production during the two weeks of Chinese New Year cele-
bration pulled China export volumes down 15% in recent weeks, according to sources.  
   Global containerized trade is showing signs of cooling, but the Covid-19 lockdowns in 
China promise only a brief respite from US import pressures, at best. Even if American 
consumer demand smacks hard into the wall of rising inflation as some fear it will, spur-
ring a wave of canceled and reduced factory orders, there are still plenty of issues that 
will continue to test US ports in the coming months.   
   The sign of shipping disruptions receding come amid economists downgrading of global 
economic growth due to a Russia-Ukraine war, and most recently, the expanding lock-
down in China, which is hampering labor at factories, the trucking of shipments between 
suppliers and the delivery of goods to ports.  
   Stalled Chinese exports will eventually move through the trans-Pacific pipeline, however, putting more pressure on already congested US ports in 
typical “bullwhip” fashion. Perhaps more alarming are rising doubts about how long it will take factories to rev-up production, adding even more 
impetus for US importers to scramble for more finished goods.  
   “The lockdowns may ease pressure on US ports in the short term, but there will be payback later on when the lockdowns are lifted and the im-
ports start coming back in,” Patrick Newport, executive director of US Economics at HIS Markit said.  
  In the meantime, global container volumes will continue to decline on a year-over-year basis through the year, Maersk said during a guidance call. 
The carrier downgraded it’s volume outlook from 2.4% to between 1% contract and 1% decade amount. Some of the inactivity in the 1st half of 
April was due to the Easter holiday but charters are also adopting a “wait and see” approach in response to an ocean of economic and geopolitical 
uncertainties plaguing the world economy, Alphaliner said in it’s weekly newsletter.  
 

Very Limited Import Relief: 
    There is little sign of pressures easing on the trans-Pacific trade other than charter carriers and extra-loader services becoming less frequent, 
possibly because they see less of an opportunity to serve shippers unable to get guaranteed space with container lines. Aside from some softening 
of container spot rates out of the East-Coast to Asia, trans-Pacific fates out of Asia have largely held firm, according to analyst's. Spot rates on the 
east-bound trans-Pacific to West Coast remained mostly flat through the 1st quarter, but at $8667 per FEU in the last week of April are 145.1% 
higher than a year ago. Priority shipments fees to guarantee loadings can add as much as $6,500 to base rates, Xeneta data shows.  
   Sea-Intelligence analysis “shows that the Asia-USWC rates should right now be at seasonal bottom, and hence any further rate declines in the 
coming weeks, will signal that the market becomes weaker than what can be explained by seasonality ,” according to the firm’s April 24th Spotlight 
newsletter.  
   Volumes of US imports from Asia are still growing, up 2.5% year of year in the 1st quarter, according to data from PIERS, a sister product of 
JOC.com. Those shipments re already moving through clogged marine terminals, storage yards and warehoused. In addition , imports have been 
frontloading imports due to concerns about US West Coast labor disruptions and more of the typical back-to-school and peak season imports will 
begin moving later this spring.  
   “Historically, inventory purchases peaked in the August-to-December timeline, “Hasbro CFO Deb Thomas said during first-quarter earnings call 
with Wall Street. “In 2022, we expect this peak to occur in May to July time frame”. “The toy maker is advancing deliveries of key items in our 
owned inventory so that we can ensure it’s on hand,” Thomas said.  
   The lockdowns in China will take a toll on may volumes. The latest Global Port Tracker report projects a 5.3% year-over-year decrease in total US 
imports for the month. But the respite will be short-lived, with annualized growth returning in June according to the monthly forecast from the 
National Retail Federation (NRF) and Hackett Associates. 
    

Stalling Factories Delay Exports: 
   US trucking volumes will fall because of the reduced Chinese container exports, according to Hamid Moghadam, chairman and CEO of industrial 
real estate firm Prologis. “Because Shanghai is shut down, there are going to be fewer containers that are going to be redistributed, and that will 
affect trucking volumes” Moghadam said. “But it’s not because of the lack o demand from the ultimate consumer. It’s because of the lack of supply 
by the producers. I think that’s problem that people wills tart talking about in the 2nd quarter in a big, big way.” 
    In spring 2020, US retailers slashed Asian orders due to Covid-19 related fears only to be surprised by American consumer appetites, setting off a 
scramble to fill those cancelled orders and lock in shipping capacity. The longer the Chinese lockdowns of 2022 last, the more intense the scramble 
will be for manufacturing and transport capacity—even if sentiment dampens.  
   Importers should be wary of what’s coming and prepare, we could be seeing congestion on unprecedented levels if the lockdowns continue for a 
longer than anticipated timeframe.  

Mark Szakonyi—JOC.com 
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FMC Urged to Include Excessive Dwell Fees in Demurrage Regulation: 

INTERNATIONAL TRADE: 

   The FMC has 60 days to respond to a recommendation from the national Shipper Advisory Committee to expand it’s oversight to include excessive 
container dwell fees levied by terminal operators. A shipper advisory group to the US Federal Maritime Commission (FMC) is recommending that 
regulators expand their oversight of unreasonable demurrage fees to include so-called excessive dwell fees that have been levied on the US West 
Coast. 
   The National Shippers Advisory Committee (NSAC) unanimously approved the recommendation at it’s meeting on April 27th, pushing back against 
additional charges marine terminal operators say are necessary to clear congested facilities. The NSAC argues the excessive dwell charges represent 
an additional cost on top of already elevated container storage fees and are unreasonable in situations where factors out of control prevent the pick-
up of containers. 
   “It’s kind of ironic—terminals can bury containers for months on end, and there is no repercussions to them for the delay that they impose because 
they can’t handle the volume,” Rich Roche, senior vice president of Mohawk Global said during the meeting. “But then the importer gets charged for 
dwell fees when they go in excess of nine days or whatever their specific agreements are.” 
   Import containers have been sitting at marine terminals for longer than usual throughout the Covid-19 pandemic as record volumes have filled 
warehouses to near capacity, resulting in chassis shortages that slow the overall circulation of cargo. Congestion has became so severe in some cases 
that terminals have no appointments are available for pick-up and return and the NSAC members have noted that shippers are unable to pick-up 
boxes until fees—including demurrage are paid.  
   As rising backlogs of long-dwelling import containers forced terminals to slow the unloading of vessels, West Coast terminal operators in Long  
Beach, Oakland and Seattle / Tacoma began implementing excessive dwell fees with the aim of encouraging shippers to clear their boxes from the 
overwhelmed terminals. Although it has yet to be implemented, the mere threat of such as fee at the ports of Los Angeles and Long Beach has result-
ed in significant process in clearing the complex’s backlog of long dwelling containers.  
Shippers Cite Lack of Control: 
   NSAC member Deb Minsky, ocean operations manager at IKEA, said shipping frustrations stem from a lack of control over the circumstances that 
lead to the imposition of the excess dwell fees, putting importers on the hook for a problem that didn’t solely create. “All of this has been shifted to 
the BCO and shippers, and it directly is in conflict with the purpose of fees which is to incentivize cargo management,” she said.  
   Almost all the importers that spoke at Wednesday’s meeting said thye have bee charged emergency dwell fees.  
   Ken O’Brien, president of Gemini Shippers Group and an NSAC member, said shippers can accept paying demurrage fees for not picking up their 
containers, but said it’s unfair for terminal operators to implement excess fees and “make money off that charge by performing at a lower level.”  I 
think this might be one of the most egregious things that’s happened in our industry in the last 10 years,” O’Brien said, adding that the FMC should 
have intervened and forced the issue earlier.  

   Teri-Errico—JOC.com 
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The Ports of Los Angeles / Long Beach Forecasted to Break Last Years Record: 
   The port complex of Los Angeles and Long Beach, already the nation’s busiest, will move unprecedented amounts of cargo in 2022, supported by a 
resilient consumer, according to the chiefs of the maritime hubs. “I think we’ll set records again this year, albeit we’ll see a softening for the import 
side,” Gene Seroka, executive director of the Port of Los Angeles, said in an interview at his office on Wednesday. He cited a slowdown from the pan-
demic-driven boom in consumer durable goods, such as household appliances—“but I’m still confident we’ll come out on the plus side.” 
   Americans are sitting on about $1.2 trillion in savings, and people are still buying “through the inflation,” while retail sales have continued to grow, 
said Seroka. A record-setting 10.7 million 20-foot equivalent units, or TEUs, were handled at the Port of Los Angeles in 2021, up 16% from 2020. Al-
ready in the first quarter of this year, container volumes at the LA port were up 3.5% compared with a year earlier. 
   The neighboring port of Long Beach also set a record last year, processing 9.38 million TEUs, a 16% increase from a year earlier, driven mostly by a 
surge in imports. Cargo moved last month and reached an all-time high for the month of March, climbing to 863,156 TEUs, rounding out a record 
quarter with a 3.6% volume increase. “We may be superseding what we moved here in 2021—maybe not by much, but I still think in terms of the 
metric of volumes I think we’re going to be in that positive percentile,” said Port of Long Beach chief Mario Cordero in a separate interview at his 
headquarters. 
   The southern California port complex, which handles about 40% of container cargo coming to the U.S., has been ground zero for the supply-chain 
crisis, although those pressures have been easing in recent weeks. As of late Wednesday, the number of container carriers in the official queue to 
enter the twin ports totaled 46, down from a peak of almost 110 in January, according to the Marine Exchange of Southern California. 
There are some signs of storm clouds gathering over the world economy. This month, the International Monetary Fund and World Bank lowered their 
2022 global growth forecasts, while Deutsche Bank AG said it’s likely the U.S. will sink into a significant recession by next year. Some of the challenges 
range from the ongoing war in Ukraine to Covid-19 outbreaks in China, as well as the Federal Reserve’s aggressive policy-tightening plans. 
The U.S. economy shrank last quarter for the first time since 2020, reflecting an import surge tied to solid consumer demand, according to a Com-
merce Department report on Thursday. 

     - Bloomberg 
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Fun Fact:  There are 15.5 million 

trucks in the US, but only 3.5 million 

qualified truck drivers. The coun-

try’s truck drivers are responsible 

for moving more than 70% of the 

total amount of freight transported 

in the US.  Per the ATA, the current 

market has a shortage of some 

80,000 qualified drivers and but 

2026 they estimate to have a driver 

shortage of more than 160,000.  

   Believe it or not, I get it. For importers I understand how hard it is to keep up with the con-
stant turmoil plaguing the global supply chain; even for me who’s invested in the industry, it’s 
hard to keep up with the constant change. Each day brings even more chaos to an already 
struggling environment. Extended lead times, insane transportation costs, inflation rising fast-
er than any point in the past 40+ years and we’re just touching on some of the most critical 
issues importers face today.  
   I recently had the opportunity to speak to a large group of importers at a trade conference 
and it was startling to hear the amount of miss-information that is being conveyed out there. I 
heard comments ranging from the market would return back to normal by July or that the con-
flict between the Ukraine and Russia wouldn’t impact North America. I also heard that the shut 
downs currently underway in China due to the Covid-19 pandemic should lessen the levels of 
congestion and the global shortages should go away quickly and I just shook my heard.  
   Personally, I wonder why companies who are in the transportation industry error on the side 
of caution and refuse give accurate details to their clients, how could a forwarder or carrier put 
another company in such as disadvantage. It is financially driven or the feeling of not wanting 
to provide their clients with the doom and gloom of what is the global supply chain? I’d hate to 
think that so as I still have faith in humanity so I’m going to go with lack of first hand 
knowledge. While  that might not be what people want to hear but it is the better than the al-
ternatives, and something I really think it happening today.  
   Make no mistake about it, once places like Shanghai re-open, when manufacturing returns 
from their government shut down, ocean and air capacity is going to drop to zero, the amount 
of cargo that will be flooding the ports of the United States will cause further congestion bot-
tlenecks and bring us to a point of stagnation, one of which I think will trump what we’ve seen 
thus far. The US market is too lucrative for the carriers to ignore and not support, ocean rates 
today are still more than 150% higher than pre-pandemic and for air, it’s even worse and I 
think the carriers will take full advantage of the situation. At some point the carriers are going 
to  have to dig the worlds busiest port out and this means bypassing other key ports and for 
those smaller ports throughout the Pac-Rim they will see their weekly allocations shrink or be 
eliminated altogether.   
   Now, as far as the conflict between the Ukraine and Russia, I recently saw an article that stat-
ed that there are more then 370,000 companies world wide who are reliant on some form of 
trade with Russia and with the embargos happening this is causing massive shortages globally 
on everyday things, oh and of those 370,000 companies, 70% are US companies. As far as the 
Ukraine goes, the humanitarian crisis is crippling the neighboring countries as they take on 
more people the shortages for things like food, apparel and medical supplies are drying up. 
The labor force in that country has been displaced and companies reliant on things like nickel, 
uranium, titanium, eggs, fuel are going to feel the repercussions for years to come and they we 
need to think about building back the local economy and infrastructure; the financial impact 
will be staggering.   
   Throw in the fears of the ILWU and PMA contract negotiations and the potential strike impli-
cations and this brings a whole new set of challenges. Companies nationwide are looking at 
shipping alternatives that could potentially safe guard them from even further delays or in 
worst case scenarios, a staling of their own supply chain.  We’re already seeing companies who 
were reliant on using the West Coast as their ports of call switch to the East Coast and this is 
raising congestion concerns in places like New York, Norfolk and Savannah. Returning contain-
ers to the ports of New York and New Jersey is a challenge in itself and it’s only going to get 
worse. Make no mistake about it, it’s important to take this situation seriously, for those that 
remember the slowdowns that took place in 2015/16. I for one think that we are in a different 
place compared to 2015; there’s a lot more collaboration between the ILWU, the PMA and the 
government surely have their fingers on the pulse of the situation.  It truly is the last thing the 
government wants as any significant slow down or strike for that matter would be the knock-
out blow to the global supply chain effecting every consumer in North America and truthfully 
the world; the damage to our own economy would be catastrophic.  I think it’s safe to say, eve-
ryone understands the importance of getting through this situation as pain-free as possible 
and while I think it’s safe that a contract will not be renewed in time for the current contract to 
expire but one thing is for sure, there is more focus on this that in years previous. 
   Now I want to address the fact that we are a long way from returning to the “new normal,” 
it’s our projection that we’re in this mess together for at least the remainder of 2023 and 
some analysts are predicting we won’t see a dramatic swing until the 2nd quarter of 2023. 
What that level of normalcy is will be anyone's guess but I think the reality is we will never get 
back to the way things were done pre-pandemic. I think a lot of what we are seeing today will 
somehow be incorporated into how the carriers approach the market. The current  supply 
chain model will also need to change, companies need to look at their reliance on JIT / JOT 
management and adapt to a more fluid or adaptive model. I also see companies evaluating 
their supplier base and not being so reliant on one or two countries to supply their bulk of 
their goods. If not, we’re only a pandemic or major world wide crisis to put us back to where 
we are today.  
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