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Interesting Facts of the Day: 

The main transport mode for 
global trade is ocean shipping—

around 90% of all globally traded 
goods are carried by ocean.  

There are more than 16 million 
cargo trucks in use in the United 
States—if  you lined then up end 
to end they would reach to the 

moon! 

Inflation Inevitably Affecting the Global Supply Chain: 

   The prevalence of global inflation, at least over the course of the past year, has been significantly on 
the rise. In fact, according to the International Monetary Fund (IMF), inflation rates around the world 
have recently reached an average of 8.7 percent. In many countries, the rates are even higher and 
inflation rates are projected to be as high as 68% in Turkey, 58% in Argentina, and remarkably high in 
other parts of the world. 
   There are likely many underlying causes of global inflation, including increased government spend-
ing throughout the “COVID Era” (which might not even be over, yet), rising energy prices and loose 
monetary policies by the world’s central banks and several others. Most economists have been fore-
casting an early 2020s inflation boom for at least the past two years. 
   Undeniably, the existence of global inflation has directly affected international supply chains and is 
also partly a result of COVID-related distortions of these supply chains. And almost every individual 
component of these chains has been affected. Compared to where the global economy stood just two 
years ago, it now costs quite a bit more to acquire raw materials, manufacture goods, and—perhaps 
most notably—ship these goods to other parts of the world. Pandemic-related disruptions have also 
created a misallocation of shipping containers, pushing up the transport price. 
   As expected, the recent explosion in global inflation has made it much harder for many companies 
to operate. The prevalence of corporate insolvency has been notably on the rise globally. Firms, in 
general, are having a much more difficult time paying their previously agreed-upon debts in full and 
on time. If inflation continues to increase, the widespread existence of firm-specific insolvency will be 
likely to continue. 
   Of course, even the very near future of the global economy will always be difficult to forecast—
listening to many of the world’s leading economists and flipping a coin will often yield the same re-
sults. Nevertheless, any firm that is directly reliant on the global supply chain system (as most are) will 
need to consider the various possible scenarios that are likely to emerge. Let’s take a look at the best-
case, worst-case, and most likely scenarios that will affect the global economy throughout the rest of 
2022. 
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Inflation Affecting the Global Supply Chain Continued: 

Best-Case Scenario: 
   In order for the “best case” scenario to actually unfold, there are a lot of things that will need to 
change. Perhaps most notably, inflation will be a factor that needs to get under control, not just in 
the United States and the United Kingdom, but all across the world. 
Whether inflation will actually be reined in is something that remains yet to be seen. Many of the 
world’s emerging markets—including Ethiopia, Yemen, Afghanistan, and others—are particularly at 
risk. Stronger markets, such as China, Japan, and Switzerland are less likely to be affected. Regard-
less, because the world’s supply chain system is so interconnected, inflation should be considered 
a global concern. 
   There are quite a few changes that, at least in the best-case scenario, could reverse the global 
inflation trends. An ending to the Russian-Ukrainian conflict, for example, would open up many of 
the world’s most important trade routes and also considerably expand access to some of the 
world’s most-needed resources, such as petroleum, gas, wheat, rare-earth minerals, and more. But 
the ending of the brutal conflict between these two nations isn’t all that needs to happen. Other 
changes that could potentially relax global inflation include changes in central banks’ interest rate 
policies, increased access to energy resources, and the general opening of international supply 
chains. 
 

Worst-Case Scenario: 
   At least for the near-term future, the worst-case scenario for global supply chains would likely 
involve an additional—perhaps even more dramatic—spread of the COVID-19 virus. And if other 
diseases become widespread enough, then tensions on global supply chains will likely increase 
even further. 
   The ongoing existence of a virus will, undoubtedly, make it more difficult for manufacturers to 
(safely) access the laborers they need, create general shortages, and also significantly increase the 
time it takes to make and ship goods from one country to another. But the virus isn’t the only fac-
tor that is currently threatening global supply chains: a myriad of geopolitical challenges is hinder-
ing the global economy, as well. 
   While Russia and Ukraine, collectively, only account for about 2 percent of the global economy, 
the resource-richness and geographical significance of these two nations seem to have created an 
outsized effect. Other geopolitical flash points—including issues between China and Taiwan, Saudi 
Arabia, and Yemen, and, generally speaking, “The West” and “The East”—have also limited global 
economic potential. If any of these conflicts escalate further, anyone involved in the global ship-
ping industry should expect setbacks. 
 

Most Likely Scenario: 
   As is typically the case, the most likely scenario—the so-called “ugly” scenario—that can be antic-
ipated this year will be somewhere between the best-case and the worst-case forecasts. In other 
words, global supply chain analysts should probably anticipate many of these most damaging varia-
bles to proliferate but it might be a little bit too ambitious to forecast a third world war or any oth-
er comparably extreme situation. 
   It seems likely that many of the world’s most important financial institutions will continue to take 
action to keep inflation under control. In the United States, the Federal Reserve—“dually mandat-
ed” to simultaneously combat both inflation and unemployment—will likely continue to raise inter-
est rates, subsequently limiting the money supply and increasing the spending power of the Ameri-
can Dollar (the world’s most important currency). Other institutions, such as the Bank of England 
and the European Central Bank, will likely take similar actions. 
   There is no denying that the effects of global inflation will probably continue for at least the next 
year. But there are also many indications that some of the most damaging components of the cur-
rent situation (with global inflation at 8.7%) will begin to gradually subside. For the world’s suppli-
ers and other supply chain participants, there is likely some relief on the horizon. 

By: Theo Smid, Senior Economist—Atradius 
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Shanghai Brace For a Long Road to Recovery as Lockdown Ends: 
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SUPPLY CHAIN—COVID IMPACT 

   Shanghai faces weeks, if not months, of slow recovery until economic activity can fully bounce back from 
the crippling Covid lockdown that began in March. 
   Based on the experiences of other Chinese cities like Wuhan in 2020 and Jilin earlier this year, it will take 
time for shops to reopen or factories to secure supplies and ramp up production. Labor shortages could 
emerge and the knock to business and consumer confidence will likely linger. 
Even though the majority of Shanghai’s 25 million people are able to move freely in the city from Wednesday 
and some shops are resuming, many factories and businesses are still closed or operating below capacity. 
The world’s largest port in the city remains backed up and truck traffic is at about a quarter of pre-pandemic 
levels. 
      “We’re talking about long supply chains that have been disrupted for more than 8 weeks so it will take 
some time to stabilize,” said Eric Zheng president of the American Chamber of Commerce in Shanghai. The 
shutdown has been a “huge test” for global supply chains, he said, and while the government has been work-
ing on reducing transport bottlenecks, there are still restrictions on drivers crossing into Shanghai or leaving 
the city to go to other provinces. 
   While the Covid-19 outbreak in Shanghai wasn’t as severe as the one in Wuhan in 2020, Shanghai’s econo-
my is bigger and it’s more connected to global supply chains than Wuhan. Shanghai and its surrounding prov-
inces are one of China’s industrial heartlands, with car and electronics manufacturers located there to access 
the port. The effects on supply chains of the two-month shutdown have rippled across the country and 
around the world, impacting supplies of critical components. 
   “One of the biggest challenges is around inland logistics, in particular trucking to get goods from the factory 
to the port,” Heath Zarin, chief executive officer of logistics investment company EmergeVest, said in an in-
terview with Bloomberg TV on Monday. The port is also backed up, with as many as 300,000 containers 
sitting on the docks, he said. 
   Truck traffic in Shanghai has started to gradually pick up as the city relaxes Covid restrictions for drivers, but 
it’s still less than 30% of the weekly average in 2019. Nationwide, truck traffic in the week ending May 29 was 
21% below the same period last year, and trucking capacity in Jilin province is still not back to normal more 
than a month after the lockdown there 
officially ended. 
   Usually after an outbreak it takes 2-3 
weeks for local traffic to gradually 
return to normal, a month for produc-
tion to return to the level before the 
outbreak and about two weeks for the 
short-term impact on consumption to 
subside, according to a report on Tues-
day from Haitong Securities. A swift 
rebound in the economy will also de-
pend on a recovery in consumption. 
Shanghai is one of the richest and 
most important consumer markets in 
the country, and the lockdown has 
decimated the sales of cars, luxury 
products, and everyday goods. 
   Like most of the financial aid China has rolled out during the pandemic, much of Shanghai’s recovery plan is 
focused on businesses and the production side of the economy. Households haven’t been given the kind of 
direct financial support, like cash handouts, that have cushioned consumers from the blow of Covid lock-
downs in other countries like the U.S. and in Europe. 
   The city has now told the neighborhood committees to let people out of their homes, but there’s little clari-
ty about when restaurants or shops can fully reopen and people can start working to recover the income lost 
since March. It will take time for movement around the city to recover as well—on Tuesday people took only 
41,000 rides on the subway—well below the 9.8 million rides people took on average each day in 2021. 
   Barricades at entrances of tunnels, bridges and overpasses were removed and more flights are planned at 
the city’s airports, according to local media reports. The congestion level in the city rose 6% at 8:30 a.m. local 
time Wednesday from the peak level registered in the past 30 days, according to data by map service provid-
er Baidu Inc. With government stimulus and overseas and domestic demand, the city is well positioned to 
rebound, although due to the full quarter of lost growth it will be challenging for China to meet the annual 
growth target of around 5.5%, according to AmCham Shanghai’s president Zheng. 
   But any real comeback depends on what happens with the virus. With no change to the Covid Zero policy, a 
serious outbreak could once again plunge Shanghai or any other city in China into lockdown and decimate 
both the economy and people’s livelihoods. 

By: Bloomberg News 



Report Shows US Ports Rank Last in Efficiency for Containerized Cargo: 

   The supply-chain crisis that has clogged the US logistics 
network has made the country’s two largest ports of Los 
Angeles and Long Beach the least efficient trade hubs for 
handling containers worldwide, a new report showed. 
   Responsible for about 42% of all US containerized trade 
with East Asia, the southern Californian twin hubs ranked 
in the final two positions of the World Bank and S&P Global 
Market Intelligence’s 370-member Container Port Perfor-
mance Index for 2021, the companies said in a report re-
leased Wednesday. A majority of the busiest US sea gate-
ways—including Georgia’s Savannah, New York and New 
Jersey and California’s Oakland—ranked in the bottom half 
of the list. 
   Maritime transport moves more than 80% of global mer-
chandise by volume; even before the Covid-19 outbreak, 
ports were already handling more cargo, which pushed 
those with weaker infrastructure to “the limits of their 
capacity,” said S&P Global Market Intelligence Associate 
Director Turloch Mooney, one of the authors of the report. 
In the US, demand for goods exploded as homebound con-
sumers turned to e-commerce, with American ports strug-
gling to cope with record volumes of imports. “The pan-
demic ballooned that trend,” Mooney said in an interview. 
   The analysis considers how many hours a ship spends at a port during each call, defined as the elapsed time between when a vessel reaches a 
port to its departure from the berth having completed its cargo exchange. It includes ports that had a minimum of 20 valid port calls within the 
12-month period of the study. The report produces two indexes—one that ranks operations administratively, and the other using a statistical 
approach. Discrepancies between the two methods were markedly reduced in the 2021 report compared with the prior year’s study, it said. 
   Smaller US ports made it to the top 50 of the ranking for the first time this year, driven in part by the enhanced performance of East Coast 
gateways. Some of these hubs have invested billions of dollars in infrastructure as the 2016 expansion of the Panama Canal allowed the world’s 
largest ships to reach the Atlantic Coast more easily. 
   The Port of Virginia, which announced this week it has secured funds to become the deepest gateway on the East Coast, was ranked the most 
efficient port in North America in the 23rd spot—up more than 60 positions from last year. Led by the Port of Miami in 29th position, at least 
three Florida ports made it to the top 100. Hubs in North Carolina, Pennsylvania and Maryland were also among the most efficient. 
   Once more, Asian and Middle Eastern ports dominated the ranking. Saudi Arabia’s King Abdullah Port is now the most efficient gateway in the 

world, followed by counterparts in Oman and Qatar 
respectively. Meanwhile, China has three hubs in the 
top 10—Yangshan, Ningbo and Guangzhou—the most 
of any country. 
Compared with US ports, those in Asia and parts of 
Europe tend to be more modern and have the capacity 
to handle more cargo, which gives them an edge to 
operate more efficiently around the clock, Mooney 
said. That also means that when ships reach the other 
side of the Pacific Ocean, US gateways can’t keep up 
with the that level of efficiency, he added. 
“You have 24/7 operations at the loading ports in Chi-
na,” Mooney said. “If you’re loading 24/7 there, and 
you’re not offloading 24/7 at the destination ports, 
you’re going to have some choke points and some 
backlogs.” 

By; Augusta Sariiva—AJOT 
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US Congestion to Worsen Through 2022 Peak: 
    Port congestion in the US will get worse before it gets better. That is the message coming from ocean carriers, forwarders, and others. 
Many expect relief will eventually arrive in the form of reduced orders from Asia as retailers dial back revenue expectations in the face of a 
pullback in consumer spending widely discussed in retailer earnings over the past few 
weeks. 
The question, of course, is when any such pullback in spending will translate to more 
fluidity throughout the containerized supply chain. The answer many in the industry 
are giving is this: Given that cargo flow is currently getting worse — not better — any 
relief will take until late this year to arrive, if not longer. 
   While relief may come from a future reduction in imports from Asia, volumes of 
which were up 31 percent in the first four months of 2022 versus the same period in 
2019, according to IHS Markit data, the challenge is catching up with volumes that 
are already moving through the supply chain. The sharp inventory buildup since late 
last year, evidenced by a first-quarter uptick in import volumes, containers dwelling 
for longer on marine terminals, and higher retailer inventories, is choking the supply 
chain. It’s leading to idle ships, containers, and chassis, which taken together are 
frustrating asset flow at both port and inland rail locations just as the traditional peak 
import season is set to begin. 
The coming peak season “is going to be a cluster,” one carrier executive told JOC.com. “We can expect a very difficult summer,” another execu-
tive added.  
   One major ocean carrier, speaking to JOC.com on the condition of anonymity, specifically quantified its growing alarm, pointing to what it 
says is the rapidly increasing amount of time it is taking for shippers to pick up import containers, whether at the port or rail ramp, and return 
them to the carrier. Instead of unloading the goods at a warehouse and returning the container, many customers are parking the unopened 
containers — and the chassis underneath — outside distribution centers for extended periods of time and simply paying the higher resulting 
demurrage fees, according to the carrier. The carrier said that over the past month the average number of days its containers are out on the 
street on a national basis has risen by more than 50 percent, from eight days to over 12 days. In Chicago, the time has grown from 21 to 26 
days, in Kansas City from 5.5 to 9.2 days, and in Savannah from 8.1 to 10.1 days, it said. 
 

Intermodal rail woes 
   Such figures help illustrate why problems are building anew on the rail intermodal 
network. Similar conditions are taking shape to what was experienced last summer 
when Union Pacific Railroad suspended intermodal service off the West Coast be-
cause its inland terminals were full of containers and unable to handle any more 
arriving from the ports. Rail dwell times at Los Angeles–Long Beach have risen from 
about three days in December to over nine days in April, according to the Pacific 
Merchant Shipping Association. 
    Behind those numbers is a stockpiling of inventory by retailers this year, in part a 
result of diminished confidence in a supply chain that has been continuously disrupt-
ed since late 2000, including specific factors such as the potential for West Coast 
longshore labor disruption and a growing desire to diversify sourcing. 
   Fran Horowitz, CEO of Abercrombie & Fitch, on May 24 said the clothing retailer’s 
inventory was 45 percent higher than in the year-earlier quarter, resulting from 
“diversifying carriers and ports of entry, adjusting our product calendars, and further 
diversifying our countries of origin. We expect these collective efforts to result in a 
more predictable inventory flow.” At Urban Outfitters, “as supply chain disruptions 

have persisted, we have extended our inventory lead times and are holding more inventory earlier than normal to ensure that we have ade-
quate inventory to protect sales,” CFO Melanie Marein-Efron said in an earnings call. \ 
   Starting at the ports, imports are piling up on the docks. The Georgia Ports Authority said nearly 28,000 import containers were sitting on the 
Garden City Terminal as of May 23, compared with an average of 12,000 in 2019 and 13,000 in 2020, but similar to the average of 27,000 a year 
ago. At Charleston, there were 24,000 import containers on the terminal grounds as of May 23, versus 15,000 at the end of last October. At Los 
Angeles–Long Beach, imports were sitting on the port for an average of more than six days in April, compared with approximately 3.5 days a 
year ago. 
   The increase in containers on terminals has a predictable impact on the supply chain. With less room to unload boxes, ships take longer to be 
worked and remain at berth for longer. Data from IHS Markit, parent company of JOC.com, shows this trend clearly on both the East and West 
coasts. Ships alongside the wharf absorb limited berth space, resulting in arriving ships being sent to anchor and leading to a regular presence 
of ships waiting for berth space, compared with pre-pandemic times, when there were typically none. 
“Although there are modest signs of improvement [in terminal productivity at major US ports], we still see heavily extended overall vessel port 
hours and berth hours at key US gateways,” said Turloch Mooney, an associate director leading the Port Analytics team within IHS Markit’s 
Maritime & Trade division. “With summer peak season approaching and the full impact of disruption at the world’s biggest container port of 
Shanghai yet to full reveal itself, the possibility of a meaningful improvement in port delays in the near term is remote.” 

By: Peter Tirschwell—JOC.com 
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What You Need to Know About the ILWU Labor Negotiations: 
    

What’s the situation? 
   Seaports are critical gateways for goods and raw materials entering and leaving the United States. A good illustration: the 29 West Coast ports – 
including the ports in Los Angeles, Long Beach, Seattle-Tacoma, and Oakland – handle approximately 60% of all imports coming from Asia. Critical to 
the operation of these ports are the dockworkers – the men and women responsible for loading and unloading ocean vessels at these ports, who are 
represented by the International Longshore and Warehouse Union (ILWU). 
    ILWU workers and the port terminals renew labor contracts every few years, the current labor contract for the West Coast ILWU members will 
expire on June 30. The union leadership and the port terminals – represented by the Pacific Maritime Association (PMA) – started negotiating a new 
contract on May 10. Both parties share a goal of agreeing on a new contract by July 1, but because this contract will set pay, benefits, work hours, and 
other issues for several years, much is at stake and highly unlikely the two sides agree to a new contract before the current contract expires.  
 

Taking a look back 
   Every negotiation over the last twenty years has seen at least a short-term service disruption, snarling supply chains and hurting businesses. Here’s 
a  quick look back on the past 20 years.  

• 2002: Negotiations over technology integration led to work slowdowns and an 11-day shutdown of West Coast ports. President George W. Bush 

invoked the Taft-Hartley law to reopen the ports. A labor agreement was reached that moved the handling of shipping information from a man-
ual to an electronic process. 

• 2008: In May the ILWU engaged in an illegal day-long work stoppage that shut down all major West Coast ports. In July, three weeks of work 

stoppages started in Los Angeles and Long Beach and spread to the Pacific Northwest. Contract negotiations ultimately led to terminal operators 
securing the right to automate and the development of port automation projects.  

• 2014: Stalled contract negotiations led to work slowdowns, creating gridlock at ports. This forced the Obama administration to intervene in 

2015. 
 

What’s at stake  
   This year, the stakes are especially high. U.S. businesses are still recovering from the supply chain challenges of last year, which saw record traffic 
flows snarling West Coast ports. These contributed to historic delays in delivering goods and products to businesses and consumers.   
   Supply chain fears persist. A recent MetLife and U.S. Chamber Small Business Index survey found one in four small business owners cite supply chain 
issues as their biggest problem, and 61% said they changed their supply chain in the last six months in response to disruptions. Any service delays at 
these ports due to contract issues – even temporary ones – would be catastrophic to U.S. businesses and consumers still recovering.  
   In many ways, the ILWU comes to the negotiating table with significant leverage. The terminals are under immense pressure to improve service 
levels and not have a repeat of last year, and as shown above there is a long record of the ILWU employing work slowdowns to win concessions. 
There is an additional critical element in these negotiations for our long-term competitiveness, and that is the productivity of these ports, or how 
quickly they can load and unload ships.  
   A high level of productivity means containers and goods move quickly through ports, helping keep transportation costs low and getting products to 
store shelves quickly. Unfortunately, our nation’s ports rank as some of the least productive in the world. The World Bank Group and IHS Markit re-
cently ranked the top ports in the world and the U.S. failed to put a single port in the top 50. Our two most important ports – Los Angeles and Long 
Beach – ranked #328 and #333, respectively while our most productive port was the port of Philadelphia at #89.   Cutting the performance gap will 
mean modernizing our ports the way the rest of the world has already done – in part through automation. With trade volumes expected to continue 
growing this is especially important. Many of our ports are already at capacity and cannot handle any more traffic without degradation in service 
levels. Without improvements from automation and other changes, our less-competitive ports will hurt the competitiveness of U.S. businesses.   
   This issue has created a clear battle line between the port terminals and the ILWU. The union views automation as an existential threat to their 
members’ livelihood by eliminating jobs. Citing recent studies, the terminals disagree and contend that keeping up with growing freight flows requires 
automation. 
 

Bottom line 
   Both sides are hopeful that these negotiations will not lead to service disruptions, despite history saying otherwise. But both sides agree that no one 
should expect negotiations to be completed by the end of the current contract on June 30.  Furthermore, the ILWU just recently asked to suspend 
contract negotiations from May 21st to June 1st but the executive director of the Port of Los Angeles, Gene Seroka, said “this shouldn’t raise red flags 
as both the ILWU and the PMA have strong and seasoned negotiators at the table, we need to give them time”.  The Chamber of Commerce will be 
monitoring the situation to ensure no disruptions and that goods efficiently get to American companies and families. 
 

By: John Drake—President of Transportation, Infrastructure and Supply Chain Policy 
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https://www.uschamber.com/small-business/special-report-on-inflation-and-supply-chain-shocks-on-small-business
https://www.uschamber.com/small-business/special-report-on-inflation-and-supply-chain-shocks-on-small-business
https://www.mufgamericas.com/sites/default/files/document/2021-12/chart-of-the-day-10-28-40-of-us-shipping-imports-arrive-through-two-ports-los-angeles-and-long-beach.pdf


   General air cargo market volumes fell -8% year-over-year in May, comparable to April, as the aviation industry’s stuttering recovery was com-
pounded again by macroeconomic events which show no sign of abating, according to industry analysts CLIVE Data Services, part of Xeneta. 
The latest weekly market data also provided a glimpse of how major air cargo markets may perform in a post-Covid world. 
   May 2022 data shows air cargo demand -8% lower than in May 2019. Available capacity in the month of May was +4% higher versus the 
same month of last year but still at -12% compared to May 2019. Lower demand and increased capacity in this latest reporting period also led 
to a 9% pts drop in CLIVE’s ‘dynamic load factor’ last month versus May 2021, which resulted in a global load factor in May 2022 of 60%. 
   These factors contributed to a further slowing down of airfreight rates increases. Rates in May 2022 were +16% vs 2021 and +134% vs 2019. 
In April 2022, corresponding figures stood at +26% vs 2021 and +145% vs 2019. 

 
   Air cargo market performance in May remained impacted by the continuing war in Ukraine, the ‘cost of living crisis’ causing consumers to 
watch their spend more carefully, stock market declines, higher interest rates, Covid-related restrictions in China, and more warnings of global 
recession. May’s market data showed, once again, how susceptible air cargo is to macroeconomic events, 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 
shipping index. 
   North Atlantic air cargo data in May 2022, he added, may provide a test case for the direction of other markets once they also return to their 
pre-Covid levels. The Europe to North America market has “changed profoundly in the last 8 weeks from load factors of 82% in March to 64% 
in May. May’s dynamic load factor was also 22% pts lower than in May 2021, while, in March, load factor on this lane was -7% pts lower. So, 
this is not just seasonality, it is the capacity coming back into this market. In March it was +44% higher than in 2021 and in May around +82%. 
This is a big swing, and it emphasizes the jump in the cubic capacity on these routes.” 
   Airfreight rates have continued to drop since the return of more passenger flights and the introduction of airline’s summer schedules. In the 
last week of May 2022, rates from Europe to North America showed negative year-over-year growth for the first time in two years. “The Atlan-
tic market is interesting to follow to see how rates shift in the coming months, as it might be a bellwether on how other markets will develop 
when the capacity of passenger flights returns to it former level and beyond. We sense an anticipation of a slower summer market, followed 
by hope for growth in Q3 as is traditionally the case, but the market does not look great right now. There are more clouds on the horizon than 
there were two months ago,” van de Wouw said. 
   One light on the horizon for air cargo volumes might stem from the outcome of the current labor negotiations at US west coast ports and any 
potential future disruption to the ocean market across the Pacific, which he describes as “another example of an external event that has noth-
ing to do with airfreight that could still have a profound impact on the market.” 
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Rail Traffic for May—Ending May 28th: 

    
    The Association of American Railroads (AAR) today reported U.S. rail traffic for the week ending May 28, 2022, as well as volumes for May 
2022. 
   U.S. railroads originated 928,742 carloads in May 2022, down 3.7 percent, or 35,821 carloads, from May 2021. U.S. railroads also originated 
1,102,558 containers and trailers in May 2022, down 4.3 percent, or 49,258 units, from the same month last year. Combined U.S. carload and 
intermodal originations in May 2022 were 2,031,300, down 4 percent, or 85,079 carloads and intermodal units from May 2021. 
    In May 2022, seven of the 20 carload commodity categories tracked by the AAR each month saw carload gains compared with May 2021. 
These included: crushed stone, sand & gravel, up 4,659 carloads or 5.8 percent; motor vehicles & parts, up 4,534 carloads or 9 percent; and 
food products, up 1,652 carloads or 7.1 percent. Commodities that saw declines in May 2022 from May 2021 included: grain, down 13,738 car-
loads or 13.5 percent; primary metal products, down 5,878 carloads or 15.3 percent; and petroleum & petroleum products, down 5,857 car-
loads or 13.5 percent. 

   “Rail traffic volumes in May reflected an economy 
that is a mixture of good and not-so-good,” said AAR 
Senior Vice President John T. Gray. “Auto production 
and auto carloads seem to be slowly recovering; 
crushed stone and sand and food-related volumes are 
showing strength while intermodal had its best month 
since June 2021. On the other hand, carloads of 
chemicals fell for the first time in more than a year in 
May, while grain volumes continued to be disap-
pointing when compared to those of 2021 and the 
latter half of 2020.” 
   Excluding coal, carloads were down 30,281 carloads, 
or 4.3 percent, in May 2022 from May 2021. Excluding 
coal and grain, carloads were down 16,543 carloads, 
or 2.8 percent. 
   Total U.S. carload traffic for the first five months of 
2022 was 4,835,705 carloads, up 0.2 percent, or 8,490 
carloads, from the same period last year; and 
5,555,607 intermodal units, down 6.6 percent, or 
389,799 containers and trailers, from last year. 
   Total combined U.S. traffic for the first 21 weeks of 
2022 was 10,391,312 carloads and intermodal units, a 
decrease of 3.5 percent compared to last year. 

 

Week Ending May 28, 2022 
   Total U.S. weekly rail traffic was 514,277 carloads and intermodal units, down 3 percent compared with the same week last year. 
Total carloads for the week ending May 28 were 233,633 carloads, down 4 percent compared with the same week in 2021, while U.S. weekly 
intermodal volume was 280,644 containers and trailers, down 2.2 percent compared to 2021. 
   Three of the 10 carload commodity groups posted an increase compared with the same week in 2021. They were farm products excl. grain, 
and food, up 1,311 carloads, to 16,694; miscellaneous carloads, up 939 carloads, to 11,160; and motor vehicles and parts, up 770 carloads, to 
13,708. Commodity groups that posted decreases compared with the same week in 2021 included grain, down 3,849 carloads, to 21,686; metal-
lic ores and metals, down 3,251 carloads, to 21,109; and coal, down 2,711 carloads, to 63,937. 
   North American rail volume for the week ending May 28, 2022, on 12 reporting U.S., Canadian and Mexican railroads totaled 330,951 car-
loads, down 2.5 percent compared with the same week last year, and 365,869 intermodal units, down 2.4 percent compared with last year. 
Total combined weekly rail traffic in North America was 696,820 carloads and intermodal units, down 2.5 percent. North American rail volume 
for the first 21 weeks of 2022 was 14,163,140 carloads and intermodal units, down 3.8 percent compared with 2021. 
   Canadian railroads reported 77,381 carloads for the week, up 0.9 percent, and 70,418 intermodal units, down 3.2 percent compared with the 
same week in 2021. For the first 21 weeks of 2022, Canadian railroads reported cumulative rail traffic volume of 2,990,982 carloads, containers 
and trailers, down 6.1 percent. 
   Mexican railroads reported 19,937 carloads for the week, up 2 percent compared with the same week last year, and 14,807 intermodal units, 
down 2.1 percent. Cumulative volume on Mexican railroads for the first 21 weeks of 2022 was 780,846 carloads and intermodal containers and 
trailers, up 3 percent from the same point last year. 

By: AJOT 
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 WASHINGTON – The four largest U.S. Class I railroads have told federal regulators that their conductor training programs and hiring pipelines are full as 
they try to restore service to normal levels amid widespread crew shortages. 
   The railroads’ service recovery plans, submitted to the Surface Transportation Board on Friday as required, outlined the steps BNSF Railway, CSX 
Transportation, Norfolk Southern, and Union Pacific are taking to unclog their networks over the next six months. 
In its order issued earlier this month, the board asked the railroads to include just two key performance indicators in their service recovery plans: local 
spot and pull performance, as well as on-time performance within 24 hours of the original estimated time of arrival for carloads and intermodal trains. 
   The STB encouraged the railroads to share information on any other key performance measures that would help track the railroads’ service improve-
ments for the rest of the year. The board also asked the railroads to report whether they have any throttle setting, locomotive power, or train velocity 
restrictions currently in place – and to explain why various restrictions on train speed, along with low horsepower-per-ton ratios and use of energy 
management systems, were contributing factors to congestion, rail labor leaders claimed during the STB’s rail service hearings last month.  
 

BNSF 
   In its 10-page plan, BNSF said it is focusing on average train speed, average terminal dwell, local service performance, on-time performance, and the 
average number of trains holding per day. Within the next six months, the railway aims to boost train speed 4%, reduce terminal dwell by 3%, boost 
local spot and pull performance to 90% from 88.3%, and hit 70% on-time performance, up from 63.3%. BNSF also aims to reduce the number of trains 
holding per day to 95, a 35% reduction from current levels. 
   BNSF says it won’t suspend its fuel conservation efforts as part of its service recovery plan. “In providing service to our customers, BNSF strives to 
achieve an appropriate balance of velocity and sustainability, and there has proven to be little velocity value to suspending our fuel conservation pro-
gram,” the railroad told the board. “The speed at which a train traverses the line of road between two terminals is rarely a substantial factor limiting 
the transit time of a customer’s shipment. Further, BNSF evaluates the way it operates the network from a full system perspective; and running all 
trains a little faster along the road and bunching them up at terminals would do more harm to service performance than good and would also unneces-
sarily mitigate the positive environmental outcomes created by our fuel efficiency programs.” 
 

CSX 
   In its six-page plan, CSX said it expected its conductor hiring and retention efforts to help it return to 2019 service levels by the end of the year. It’s 
aiming for 80% on-time performance for merchandise traffic (up from 69%) and expects its intermodal on-time performance to remain above 95%. 
CSX’s local spot and pull performance of 83% for the week ending May 13 was within sight of its six-month goal of at or above 85%. CSX also said it aims 
to boost average train speed by 7% and reduce terminal dwell by 10% in the next six months. 
The railroad says it’s focusing on four metrics beyond what the board required, including trip plan compliance, first/last mile service, average train ve-
locity, and average terminal dwell. 
   CSX says it has no systemwide velocity restrictions in place. “It is CSX’s intention to move at track speed whenever possible,” the railroad says. “With 
respect to power on through trains, CSX has already placed additional assets, including locomotives, on the network in order to handle current traffic 
levels,” the railroad to the STB. “CSX’s service recovery focus is primarily on conductor hiring and resolving crew shortage issues in certain locations on 
the network. Adding more power to through trains would not improve service performance for CSX.” 
 

Norfolk Southern 
   In its seven-page plan, Norfolk Southern said it was not certain if it would be able to return service to 2019 levels within the next six months. To reach 
2019 operational performance, NS will have to boost its train speed by at least 25%, reduce terminal dwell by 20%, improve local spot and pull perfor-
mance by as much as 12%, and improve on-time performance of manifest traffic from the current 48% to between 74.9% and 87%, which was the quar-
terly range from 2019. 
Average train speed, terminal dwell, local service, and on-time performance are affected by a multitude of factors, NS noted, “which make any target 
or forecast speculative at best.” 
NS doesn’t have a systemwide velocity restriction, but does use energy management systems that aim to conserve fuel and reduce emissions. 
“Where trains are not meeting expected schedules, Norfolk Southern has relaxed certain energy management tools and Norfolk Southern will continue 
to do so where appropriate and where it would have a positive impact on network fluidity,” NS told the board. 
 

Union Pacific 
   A Union Pacific train heads north near Martinson, Ill, on April 11, 2022. UP provided the briefest service recovery plan among the four Class I railroads 
who filed the documents. (Trains: David Lassen) UP, in a five-page plan, told the board it will focus on five metrics to show whether network fluidity is 
improving: car velocity; operating inventory; cars per carload; first-mile, last-mile; and trip plan compliance. 
   “We anticipate that our focus on crews, locomotives, and freight cars will result in continued, steady improvement over the next six months,” UP 
says, noting improvements that have been made since mid-April. But UP declined to provide six-month targets, saying it “believes providing specific 
projections may distort markets. These projections are subject to multiple risks and uncertainties,” the railroad said, referring the board to its filings 
with the Securities and Exchange Commission. And UP’s plan did not address the STB’s question regarding restrictions on train speeds or the use of 
energy management systems. 

By: Bill Stephens—Trains 
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Shanghai Trucking Shortage Gradually Eases but Hurdles Remain: 

    
    Optimism is growing that a trucking shortage in Shanghai is quickly improving, providing some relief to supply-chain congestion, though major 
hurdles still remain. 
   Traffic into the city is picking up, with some logistics experts seeing activity returning to about 80% of levels seen before Shanghai’s Covid-19 
lockdowns. The trucking situation in Shanghai could return to normal within the next one to two weeks, digital freight forwarder Flexport 
Inc. said in an e-mailed reply to queries. Yet while increasing levels of export containers heading into the city are finally being seen, the volume 
heading out of Shanghai “remains muted,” logistics information provider FourKites said in an e-mail on Friday. 
FourKites’ customers had an average 52% more volume brought by truck and rail into Shanghai last week compared with May 20, although lev-
els remain 31% lower than March 12. Meanwhile, container volumes transported from Shanghai were 84% below March 12 levels. 
   Logistics providers are able to arrange trucking from other provinces to Shanghai, although there have been some cases of shippers in 
Zhejiang and Jiangsu rejecting deliveries made by drivers coming from Shanghai, according to Flexport.  
 

Shanghai Port Activity Increases in May But Still Not Recovered 

   The situation in Shanghai -- the site of the world’s largest port -- is being followed closely after a two-month lockdown impacted supply chains 
both within China and globally as it shut down factories and caused a massive drop in truck traffic. While the city is now officially out of lock-
down, it will take a long time for production and trade to recover completely.  
   The easing of port congestion in Shanghai is expected to unleash a wave of containers on the US West Coast that could clog supply chains 
further. And Shanghai’s situation, while a severe constraint, is only one factor hampering global trade.  
   Citigroup said in its June supply-chains report that the global challenges look to be as acute as any time over the past two years. 
“Supply-chain pressures have proved to be more persistent, and apparently deep rooted, than we had expected even a few months ago,” Citi 
said in the report. “Given these realities, any hopes of near-term improvement in supply-chain conditions have been shattered.” 

 

Truckers' Travails 
 
   Truck traffic in Shanghai picked up last week, but still not recovered 
 
   While trucking activity in Shanghai is heading back to pre-lockdown levels of a few months ago, it’s still far from returning to pre-pandemic 
levels of 2019, according to data from G7 Connect. 
   Factories in the Shanghai area have finally begun to exit closed-loop operations, yet some manufacturers are choosing to remain below full 
capacity, said Kathy Liu, director of global sales and marketing at Taiwanese freight forwarder Dimerco Express Corp. 
Dimerco said it has seen trucking activity recover to about 80% of pre-lockdown levels. Seko Logistics Ltd. said last week it’s seen a similar im-
provement. But the firm warned that higher costs and restrictions still in place for areas near Shanghai could hinder the recovery. 

By: Ann Koh and Danny Lee—Bloomberg 
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May figures show more than 10,000 trucking positions added in 3 of the last 4 months. 
 
   Trucking executives may complain loudly about how hard it is to hire staff 
members, but it’s getting done. The employment report released Friday by the 
Bureau of Labor Statistics showed that for the third time in the last four months, 
the truck transportation category in May added a double-digit number of sea-
sonally adjusted jobs.  
   For May, the number of jobs added was 13,300, bringing the total up to 
1,581,300 jobs. That continues the run of record-high levels of employment in 
the truck transportation sector. Except for a dip of 2,700 jobs reported for 
March, total employment in truck transportation has risen every month since 
the almost 80,000-job plunge in April 2020, the first month of the pandemic. 
This year, besides the March dip, the increases were 11,000 in February, 14,000 
in April and the latest increase of 13,300 jobs. 
   With revisions in the March figures, which are now final, truck transportation 
jobs added over the last two months are now up 27,300 jobs on a seasonally 
adjusted basis. Since December, that total is 42,400 new jobs.  In the history of 
the BLS series going back to 2012, there have only been three months prior to this year with job gains of more than 10,000, and one of them 
was May 2020, coming off the colossal crash of one month earlier. There now have been three this year alone. 
   The none seasonally adjusted figure for truck transportation also showed big gains. It came in at 1,572,000 jobs, up by more than 22,000 
from the revised April figure of 1,549,500 jobs. On a none seasonally adjusted basis, truck transportation jobs are up 37,400 jobs. 
  

Independent owner-operators might be ‘transitioning back to employees,’ says logistics expert 
 
   Jason Miller, an associate professor of logistics at Michigan State University, described the none seasonally adjusted figure as “an incredibly 
strong number.” He noted that the none seasonally adjusted figure for April was revised upward by 2,100.  But he had a cautionary note as 
well, in an email to FreightWaves. “Part of me wonders if some of this could be due to self-employed independent owner-operators transition-
ing back to employees, but it is still a bit too early to tell,” Miller said. 
   The subsector data that comes out on a one-month lag was highlighted by Miller in his email. It notes that general freight, long-distance 
truckload was up 3.7% in the last year through April, and the LTL sector was up 4.1%. By contrast, the specialized long-distance sector was up 
8.5%.  “This is consistent with the sharp increase in durable goods manufacturing that the Federal Reserve Board has noted,” Miller said.   
   The warehousing sector also continues to add jobs at a breakneck pace. Employment in that sector is now over 1.8 million, with the total 
coming in at 1,801,400 jobs. That is up 17,700 jobs in a month, 34,800 jobs in two months and more than 176,000 jobs in a year. 
But that is on a seasonal basis. On a none seasonally adjusted basis, employment was flat. “This suggests we aren’t seeing an aggressive move 
to curtail capacity in this space following Amazon’s announcement that it is leasing some of its fulfillment center space,” Miller said. 
The warehousing sector also continues to add jobs at a breakneck pace. Employment in that sector is now over 1.8 million, with the total com-
ing in at 1,801,400 jobs. That is up 17,700 jobs in a month, 34,800 jobs in two months and more than 176,000 jobs in a year.  
Some other key figures from the report: 

• The Producer Price Index for the truck transportation sector is soaring. It was up 4.5% between March and April — the data on that lags 

the employment figures by a month — and it was up 4.3% a month earlier. The PPI for the warehouse sector was up 5.5% but was flat a month 
earlier and declined a month before that. 

• The usually uneventful figures for rail actually rose 500 jobs, to 146,400 jobs in May on a seasonally adjusted basis. That’s the highest 

since last July, when they were at 147,300 jobs. (In May 2018, rail jobs totaled 181,700.)  
Average hourly earnings in the truck transportation sector for production and nonsupervisory employees in April was up 10 cents per hour, to 
$27.27. But the number of hours worked rose 30 minutes, to 41.7 hours. That number had been trending down from a recent high of 43.4 
hours in August 2021.  

By;  John Kingston—Freightwaves 
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US Crackdown on Forced Labor in China Risks Further Supply Chain Chaos: 

Pandemic and war have upended American supply chains. The next shock may come from the US campaign against human-rights abuses in China. 
 

A law due to take effect June 21 will bar imported goods partly or wholly 
made in the Chinese manufacturing hub of Xinjiang—unless companies can 
prove the products have no ties to forced labor. Passed unanimously by 
Congress, and with strong support from unions and activists, it aims to 
make sure that there’s no place in the US economy for merchandise made 
by workers languishing in detention camps. 
Unusually, with the deadline less than three weeks away, the US govern-
ment isn’t giving business much of a heads-up about how the measure will 
be enforced. At a Customs briefing on Wednesday, the message was essen-
tially: Wait and see. That means nobody really knows how big a chunk of 
America’s $500 billion-plus in annual imports from China could get en-
snared. 
That question has been the subject of a concerted behind-the-scenes cam-
paign by corporate lobbyists and fierce internal debates within President 
Joe Biden’s administration—because there’s a huge amount riding on the answer. 
 

More Price Hikes? 
For US consumers already beset by decades-high inflation, stringent policing of the new law could mean another wave of shortages and price hikes. 
Businesses such as Apple Inc. and Nike Inc. lobbied on the legislation last fall. 
And for Biden, whose Democrats must defend slim majorities in November’s congressional elections, there’s danger in both directions. Maximal en-
forcement risks a fresh supply crunch in an economy already showing signs of stagflation -– while soft-pedaling the measure would likely trigger Re-
publican charges that he’s weak on China. 
If enforcing the law ends up disrupting the economy, advocates say, that’s a feature and not a bug—because only a credible threat to detain import-
ed goods will force companies to rigorously police their supply chains. 
The frontline regulators at Customs and Border Protection are warning of trouble ahead. 
Stepped-up scrutiny of imports under the law “will likely exacerbate current supply-chain disruptions,” the agency said in its latest budget request. 
They won’t be limited to goods coming from Xinjiang, or even China. All US imports “will be subject to delays in processing time,” as officials scruti-
nize what they estimate will be an additional 11.5 million shipments a year, more than 10 times the previous figure. 
 

Burden of Proof 
Xinjiang, a province in northwest China, has long been a flashpoint in the escalating standoff between the world’s biggest economies. The US accuses 
China of mass detentions and other forms of oppression that amount to a genocide, and says hundreds of thousands of detainees -– mostly Uyghur 
Muslims or other minorities –- have been forced to work against their will. Beijing denies the allegations, saying they’re part of a campaign to halt 

China’s economic rise. 
Long before Congress passed the Uyghur Forced Labor Protection Act in Decem-
ber—since 1930, in fact—it’s been illegal to knowingly import goods made with 
forced or convict labor. 
But the new measure marks a major change, because it effectively shifts the burden 
of proof from the government to importers themselves. They must now provide 
“clear and convincing evidence” that merchandise identified as suspect by the fed-
eral government, or manufactured even partially in Xinjiang, wasn’t produced with 
forced labor. 
That amounts to guilty until proven innocent, business groups complain. Lobbyists 
for some of the biggest industry associations in Washington—from the National 
Retail Federation to Autos Drive America—have spent months campaigning against 
a hardline approach, and urging a gradual phase-in of enforcement. 
Some business groups sought—unsuccessfully—to persuade the administration to 
look the other way when products have only a small overlap with Xinjiang, and 
encouraged it to focus on high-priority areas identified by Congress, including 
cotton and tomatoes. 
“For the administration to move on to much more complex, value-added goods and 
detain those goods at the border, that would cause even more supply-chain snarls,” 
says Ed Brzytwa, vice president of international trade at the Consumer Technology 
Association, which represents an industry that relies heavily on imports. 
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   President Joe Biden’s commerce chief said it “may make sense” to lift tariffs on some goods 
as a way to tame the hottest inflation in almost four decades. 
   “Steel and aluminum—we’ve decided to keep some of those tariffs because we need to pro-
tect American workers and we need to protect our steel industry; it’s a matter of national 
security,” Gina Raimondo said in an interview Sunday on CNN’s “State of the Union.” “There 
are other products—household goods, bicycles—it may make sense,” she said, when asked if 
the administration would consider ending duties on billions of dollars of imports from China. 
   “I know the president is looking at that,” Raimondo said. “Anyone who brings him a good 
idea that he thinks will help American families, he’s open to doing it.” 
   Biden’s team is weighing what to do with former President Donald Trump’s tariffs on about 
$300 billion of goods imported from the US economy’s biggest rival. While some businesses 
have benefited from the tariffs protecting them from Chinese import competition, companies 
that use the goods as inputs in areas including manufacturing have been hurt. 

   Senior administration officials’ views on what to do with the duties differ: Treasury Secretary Janet Yellen in April suggested the US is open to 
roll them back to help tame price growth, while US Trade Representative Katherine Tai has highlighted the leverage that the duties provide at 
the negotiating table with China. March research from the Peterson Institute for International Economics estimated that eliminating a wide 
array of tariffs, including those on Chinese goods, could reduce the inflation rate by 1.3 percentage points. 
   Trump imposed tariffs after an investigation concluded China stole intellectual property from American companies and forced them to trans-
fer technology. China then responded with its own taxes on imports. The former president also instituted duties on steel and aluminum im-
ports from Europe, Asia and many other nations in 2018, citing risks to national security. While a truce has since been reached with the Euro-
pean Union, Japan and United Kingdom, the US has refused to remove EU steel and aluminum from the list of products considered a threat to 
its national security. 
   Last year, Raimondo said Trump’s 25% duty on steel imports and 10% on inward-bound shipments of aluminum have been effective. Steel 
producers want the duties preserved, but manufacturers have called on Biden to end them, saying they have hurt family-owned businesses 
and fractured relationships with trading partners from Mexico and Canada to the EU and Japan. 

By; Ana Monteiro—AJOT 
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Supply Snarls Promise Southeast Asia Bigger Slice of Trade Pie: 

  Trade disruptions from China’s lockdowns and the war in Ukraine are seen doing for Southeast Asia what the US’s spat with Beijing couldn’t 
meaningfully do—redistribute supply chains. 
   “Much of the discussion around dependency on China has been linked to the US-China rivalry,” according to a report by Hinrich Foundation. 
But the latest “disruptions have broadened the number of countries currently assessing the risks to their supplies.” 
This time around, Japan and European Union members are looking to secure supply linkages without increasing cost, wrote Stewart Paterson, 
the report’s author and research fellow at the Asia-based foundation set up by US entrepreneur Merle Hinrich to promote sustainable global 
trade. 
   The EU and Japan each account for about 12% of total direct investment flows into Southeast Asia for the last five years, compared to China’s 
8% share, the report noted. With a per capita GDP of $4,500, the Association of Southeast Asian Nations—the 10-member bloc—is also a “far 
less costly source of labor than China,” Paterson wrote. 
   Another reason that sets apart the US-led efforts earlier to reduce dependence on China from what’s happening now is the relation between 
the state and the companies, he said. Unlike in the US where multinational corporations are “notoriously independent” from government-set 
agendas, the linkages run much deeper in the EU and Japan. “The passing of Japan’s new Economic Security Law and the EU’s Global Gateway 
policy are the most recent manifestations of close government-corporate cooperation in industrial policy,” Paterson said. 
Here are some more key points from the report: 

• Asean’s export performance between 2016 and 2020 has more or less matched that of China. The bloc’s exports grew 21% to $1.39 tril-

lion during the period, while China’s grew 23% to $2.59 trillion 

• The Asean bloc been enmeshed in the global trading system and has trade-to-GDP ratios well above the global average 

• Currently, much of the growth in Asean trade has been with China itself. The bloc’s exports to China grew 51% between in the four years 

to 2020, while exports to the rest of the world grew by 16%  
By: Xiao Zibang—AJOT 



Charting the Global Economy—Export Limits Worsen: 

   India and Malaysia are among several Asian countries restricting exports of certain key commodities as 
nations try to safeguard supplies over concerns of food security and inflation. 
   Thai producers of sugar, chicken and rice look set to benefit as they enjoy strong harvests this year after 
back-to-back droughts. Meantime, Brazilians faced the highest-ever levels of hunger in the pandemic, 
disproportionately affecting the poor and women. 
   In the US, consumer spending held up well despite decades-high inflation, and showed more evidence 
that they’re dipping into their savings to support purchases. China’s economy remained deep in a slump in 
May as lockdowns continued to weigh on activity. 
Here are some of the charts that appeared on Bloomberg this week on the latest developments in the 
global economy: 
 

World 
   India will restrict sugar exports as a precautionary measure to safeguard its own food supplies, another 
act of protectionism after banning wheat sales just over a week ago. The country was the world’s biggest 
sugar exporter after Brazil last year, and counts Bangladesh, Indonesia, Malaysia and Dubai among its top 
customers. 
   The double crises of Russia’s invasion of Ukraine and China’s new pandemic lockdowns are jolting the 
world recovery by exacerbating inflation and hurting growth, according to new research from Bloomberg 
Economics. 
Central banks in Pakistan, Ghana, Israel, Nigeria, New Zealand, South Korea and Guatemala hiked interest 
rates this week. Policy makers in Russia cut rates in an effort to prop up its economy, but it has still boost-
ed more than lowered rates for the year. 
 

Asia 
   China’s economy remained deep in a slump in May as lockdowns continued to weigh on activity, and as 
the threat of omicron and expanded restrictions dampened sentiment. That’s the outlook based on 
Bloomberg’s aggregate index of eight early indicators for this month. 
   A plate of chicken rice, one of Singapore’s most popular meals, is poised to get more expensive after 
Malaysia moved to restrict exports. “If it’s persistent and, more worryingly, reflective of more protection-
ist measures by other countries over food security and inflation concerns, then this could be a lose-lose 
scenario for everyone,” said Selena Ling, head of Treasury Research & Strategy at Oversea-Chinese Bank-
ing Corp. 
   Thailand—a major exporter of sugar, chickens and rice—looks set to benefit as many of its Asian neigh-
bors limit shipments of agricultural commodities to shelter consumers from surging prices. The rising food 
protectionism and price rallies are welcome news for Thai producers that are enjoying strong harvests this 
year after back-to-back droughts. 
 

Emerging Markets 
   Brazil consumer prices jumped more than forecast on food and transportation costs, as policy makers 
weigh how much longer they will extend interest rate hikes. Brazil endured its highest levels of hunger on 
record during the coronavirus pandemic, according to a new report, highlighting the acute struggles facing 
the poor before elections in Latin America’s largest economy. 
 

US 
   US inflation-adjusted consumer spending rose in April by the most in three months, indicating house-
holds were holding up in the face of persistent price pressures by dipping into savings. US residential elec-
tricity rates have been surging for months and are poised to climb even higher this summer on a combina-
tion of tight supplies of natural gas and coal, an unrelenting drought in the Western US, and a nationwide 
forecast for extreme heat. 
   More Americans are quitting their jobs than ever, and fewer are sticking around in their new positions. 
Among workers who took a new job in 2021, the share who had been in their previous position for less 
than 12 months rose by 6.5% compared with a year earlier, data compiled by LinkedIn show. 
 

Europe 
Investments in Germany supported Europe’s largest economy in the first quarter, allowing it to cope with 
the headwinds caused by the pandemic and the war in Ukraine. 

By: Bloomberg 
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Fun Facts:  The road network in 

the United States is the biggest 

in the world—there are more 

than 4 million miles of roads in 

the United States (including Ha-

waii and Alaska). Over 1/3rd of 

the roads in the United States 

are unpaved. 
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