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New ocean carrier mega-alliances 
viewed as benefiting cargo owners

By Paul Scott Abbott, AJOT

As new ocean carrier mega-alli-
ances launch this month, shippers may 
expect service improvements and other 
benefits, according to con-
tainer line and beneficial cargo 
owner executives speaking 
at a conference hosted by the 
Jacksonville Port Authority.

The latest alliances were 
among topics about which opti-
mism was expressed March 21 
at the JAXPORT Logistics & 
Intermodal Conference in St. 
Augustine, Florida.

“We’re going to make shipping 
great again,” said Fabio Santucci, 
president of Mediterranean Shipping 
Co. (USA) Inc.

Richard Craig, president and chief 
executive officer of Mitsui O.S.K. 
Line unit MOL (America) Inc., com-
mented, “I’m confident we’re going 
to have a smooth transition.”

And Mike Wilson, senior vice 
president for business operations at 
Hamburg Süd North America Inc., 
said he believes new carrier align-
ments should facilitate enhanced 
efficiencies, with relationships and 

service product quality continuing to 
be the keys as container lines increas-
ingly recognize the importance of 

“the virtual train.”
Beginning operations in 

April are the Ocean Alliance, 
consisting of CMA CGM, 
China Cosco Shipping, Ever-
green Line and Orient Over-
seas Container Line, and the 
Transportation High Efficiency 
Alliance, or THE Alliance for 
short, of Hapag-Lloyd, “K” 

Line, Mitsui O.S.K. Line, NYK Line 
and Yang Ming.

Meanwhile, the 2M Alliance of 
Maersk Line and Mediterranean Ship-
ping Co. adds Hyundai Merchant 
Marine and Hamburg Süd volumes 
via slot charter agreements, as Maersk 
advances its plan for acquiring Ham-
burg Süd.

Beneficial cargo owners on the 
same panel joined the carrier executives 
in taking a relatively favorable stance.

Carter Noland, supply chain direc-
tor at major pulp producer GP Cellu-
lose LLC, said he expects transit times 

GP Cellulose LLC’s supply chain director, Carter Noland, second from right, discusses 
shifting ocean carrier alliances with, from left, Jim Prior, divisional vice president for 

transportation, Coach Inc.; Fabio Santucci, president, Mediterranean Shipping Co. 
(USA) Inc.; Richard Craig, president and chief executive officer, MOL (America) Inc.; 
Charlie Cunnion, director of global transportation, International Forest Products LLC; 
and Mike Wilson, senior vice president for business operations, Hamburg Süd North 

America Inc. (Photo by Paul Scott Abbott, AJOT)

Wal-Mart Stores Inc.’s director of global logistics, Anthony McAuley, second from right, 
offers thoughts on Puerto Rico trade to fellow panel participants, from left, moderator 

Rick Schiappacasse, director of Latin America sales, Jacksonville Port Authority; 
Mitch Luciano, president and chief executive officer, Trailer Bridge Inc.; 

Craig Mygatt, chief executive officer, SeaLand; Anthony Chiarello, president and chief 
executive officer, TOTE Inc.; Sergio Sandrin, president, Aqua Gulf Transport; 

Thomas B. Crowley Jr., chairman and chief executive officer, Crowley Maritime Corp. 
(Photo by Paul Scott Abbott, AJOT)

(VIEWED – continued on page 15)

City-port – Port of Boston 2017
By George Lauriat, AJOT

Boston is a pattern of neighbor-
hoods. The airport and port itself 
are all merged in close proximity, 
linked by a bewildering collage 
of streets and alleys that has made 
the local saying “you can’t get 
there from here” seem very real. 

Boston is at once both small 
and large. The city roughly 
has a population of 670,000 
but the greater Boston area 
is nearly 7.6 million. Per-
haps more than most North American 
cities, Boston is a great deal more 
than permanent city-dwellers. Every 
year 350,000 plus undergrads take up 
residence accounting for $4.8 billion 
in economic activity.

From a metropolitan GDP per-
spective, Boston is the 6th largest in 

the U.S. and 12th largest in the world. 
In short, there is a remarkable amount 

of economic activity confined to a 
very small area, which brings up 
the port component of the City 
of Boston.

Northeast Ports

The Port of Boston has 
in recent history been mea-
sured more against what 
it is not, more than what 

it is. It is not the Port of New York/
New Jersey mega-port handling 4.56 
million TEU in 2016 (200 miles from 
Boston), nor a Port of Montreal at 1.34 
million TEU (300 miles) or even the 
Port of Halifax (400 miles) – major 
ports which bracket the New England 

(BOSTON – continued on page 10)
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Things are happening at the Port of Philadelphia.
We’re doubling container capacity, increasing breakbulk and ro/ro cargo
capacity and improving e�ciency. To top that, we’re improving our terminals
with the addition of super post-panamax cranes, new warehouse space,
terminal modernization— and that’s just the beginning!

Philadelphia, double opportunity.

Learn more: www.philaport.com/port-development

www.philaport.commarketing@philaport.com

Future opportunity.

The MSC Gina docked at the Port of Montreal

Cargo growth pattern returns 
at Canada’s East Coast ports

By Leo Ryan, AJOT

Canada’s imports and 
exports fell slightly last 
year to respectively C$547 
billion and C$521 billion, 
when much uncertainty 
prevailed in shipping 
and global economic 
trends, but leading 
Canadian ports on 
the East Coast man-
aged to either maintain or 
recover a growth pattern.

In part, this could be 
attributed to improving world 
commodity prices (impact-
ing especially on such bulk-
dominant ports as Sept-Iles and 
Quebec). Otherwise, sustained 
demand from Asia and signs 
of more life from lackluster 
Europe stimulated port activity.

And a surprise element 
has come from the Canadian 
economy which has tended to 
lag behind the United States 
in GDP performance.

Latest figures from Sta-
tistics Canada show the Cana-
dian economy progressing at 
an annualized rate of 2.3 per-
cent in January. This contin-
ues the rapid pace recorded in 
Q4 2016 when GDP expanded 
by 2.6 percent. “Given the rip-
roaring start to the quarter and 
the nice hand-off from late 
last year, even tiny gains in 
the next two months will yield 
quarterly growth of well over 
three percent,” commented 
BMO economist Doug Porter.

Port of MoNtreal 
leadiNg the UPswiNg

The Port of Montreal, 
Canada’s second biggest port 
after Vancouver, continued its 
upward momentum in 2016, 
with an increase of 10 percent 
sparking a new record for total 
cargo at 35.2 million metric 
tons. Substantial increases in 
grain shipments and liquid bulk 
boosted overall throughput.

The Port of Montreal also 
came very close in 2016 to 
matching its container summit 
of nearly 1.5 million TEU set 
in 2015.

“Our traffic is pretty bal-
anced between imports and 
exports,” Tony Boemi, VP 
Growth and Development, 
told the American Journal of 
Transportation.

While Europe is the tra-
ditional core market, with 
three of every five containers 
imported, Asia, led by China, 
is a fast-growing trading part-
ner,  Boemi indicated.

Thanks to its deep inland 
location on the St. Lawrence 
River in relation to the indus-
trial heartland of North Amer-
ica and its extensive intermodal 
connections, Mr. Boemi said 
Montreal was well-positioned 
for ocean carriers serving mar-
kets in Eastern Canada and the 
US Midwest.

According to Boemi, 
Montreal’s market share of 

the North Atlantic container 
trade is estimated at 29 
percent versus about 30 
percent for NY/NJ and 
26 percent for Norfolk.

Among the high-
lights of last year 
was the inaugura-
tion of the new Viau 
terminal which is 

increasing the port’s capacity 
by 600,000 TEU to 2.1 mil-
lion TEU.

halifax oN the Move

At the Port of Halifax, 
a number of positive factors 
have come together over the 
past 18 months, including 
completion of deepening of 
(PATTERNS – continued on 

page 4)

Northeast Ports 2017
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A GLOBAL NETWORK
A LOCAL, PERSONAL APPROACH

MSC is a world leader in global container shipping and a company that prides 
itself on offering global service with local knowledge. The company has access 
to an integrated network of road, rail and sea transport resources which 
stretches across the globe. Excellent and flexible customer service is at the 
heart of the company’s ethos – which means having total confidence in the 
quality of service you will receive.

To find out more, contact your local MSC office
Toll free  +1 800 222 3367 msc.com
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channels to accommodate 
large containerships and the 
introduction of new services 
by members of The Alliance 
and Ocean Alliance consor-
tiums. Most recently, this past 
January, Tropical Shipping 
shifted its port operations 
from Saint John to Halifax.

Final figures for 2016 
show total Halifax traffic 
spiking by 16.2 percent to 8.3 
million metric tons. Container 
cargo increased by 15 percent 
to 481,000 TEU. Port offi-
cials are optimistic the growth 
trend will continue this year 
as box ships in the 9,000-TEU 
category now call regularly.

saiNt JohN iN ‘traNsitioN 
Phase’

In New Brunswick, at 
Canada’s third largest port by 
volume, total traffic at Port 
Saint John on the Bay of Fundy 

increased by 2,419 metric tons 
in 2016 when compared to 
the previous year, with overall 
cargo handled at 26.4 million 
tons. Its most recent peak was 
over 31 million tons in 2011. 
The local Irving refinery com-
plex alone accounts for more 

than 25 million tons.
Losses experienced in the 

dry bulk sector were buoyed 
by increases in liquid bulk 
while break bulk forest projects 
showed a small gain of 1,200 
metric tons. In the container 
sector, 572,181 tons (90,262 
TEUS) of cargo were handled 
in 2016, a slight decrease over 
the previous year.

“We are in a transitional 
phase in the next steps of mod-
ernizing this Port,” explains 
Jim Quinn, President & CEO 
of Port Saint John. “As we 
start 2017, we are particularly 
excited that our new partner 
DP World Saint John is now 
in operation.  This partnership 
blends their global reach and 
influence together with our 
terminal modernization plan 
to achieve the common objec-
tive of continued growth and 
a bright future for the Port 
and its supporting port service 
community.”

The port’s C$205 million 
modernization project passed 
a major milestone in January 
when two recently-delivered 
post-Panamax cranes began 
operations at the DP World ter-
minal. The infrastructure proj-
ect notably enhancing capacity 
to handle larger vessels has a 

The Port of Halifax, Nova Scotia (photo by Steve Farmer)

(PATTERNS – continued 
from page 2)

(PATTERNS – continued on 
page 12)

Rivalry heating up for 
Nova Scotia mega box terminal

By Leo Ryan, AJOT

With carrier consolida-
tions and alliances heralding 
still-larger containerships 
coming to the East Coast of 
North America, the Port of 
Halifax has entered the fray 
in a serious way amidst rival 
bids in recent years for a mega 
terminal in Nova Scotia. 

Since late last year, the 
port operating at half-capac-
ity with box throughput of 
under 500,000 TEU has 
embarked on the elabora-
tion of a master plan with a 
10-year time frame aimed at 
preparing for the anticipated 
arrival of vessels in the over-
10,000 TEU category. The 
port has been working with 
partners, including CN Rail-
way and the Halifax Regional 
Municipality, to identify 
alternative means of reducing 
the volume of container truck 
traffic in downtown Halifax. 
Adding to the urgency of the 
exercise have been the efforts 
of such East Coast ports as 
NY/NJ, Savannah and Nor-
folk to be ready for the behe-
moth box ships.

Master PlaN

“Hopefully, our master 
plan will be released within a 
matter of months following the 
discussions with the primary 

port users,” Lane Farguson, 
spokesperson for the Halifax 
Port Authority, told the Ameri-
can Journal of Transporta-
tion. “A key objective would 
be a terminal capable of han-
dling two mega containerships 
simultaneously.”

Such a terminal would 
cost more than $1 billion, 
would likely receive sub-
stantial government funding 
support, and possibly involve 
a merger of Halifax’s two 
existing operators, Halterm 
and Ceres, analysts say. Its 
eventual location remains to 
be determined, but it would 
very likely avert shipping 
passages under either of the 
harbor’s two bridges.

CoNsUltaNt stUdy favors 
halifax sUPPort 

Interestingly enough, a 
few months ago, a study com-
missioned by Nova Scotia’s 
Department of Transportation 
and the Atlantic Provinces 
Opportunities Agency(ACOA) 
concludes that the provincial 
government should focus on 
enhancing the competitiveness 
of the Port of Halifax rather 
than private-sector proposals 
for Novaporte at Sydney and 

The 9365-TEU CGM CMA Tage is the largest vessel to have called at 
Halterm terminal the Port of Halifax. (Photo: Steve Farmer)

(RIVALRY – continued on 
page 16)
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The future of container shipping 
may be smaller than we think
In a post-commoditization era, niche ports will emerge as value 
differentiators.

By Michael Vanderbeek, Deputy Port Director for Massport, Port of Boston

The term “economies of 
scale” is so ubiquitous in con-
tainer shipping today that its 
perceived merits are virtually 
axiomatic. Vessels are get-
ting larger to support greater 
economies of scale.  Ocean 
carriers are consolidating 
and collaborating in unprec-
edented ways in pursuit of 
greater economies of scale.  
Ports too are expanding and 
collaborating as never before 
in order to achieve, what else, 
greater economies of scale.  

The logic behind this 
emphasis on scale is com-
pelling in today’s industry.  
Rates are low, growth is tepid 
and lots of capital has already 
been spent both on water and 
on land.  So the reduction of 
operating costs through ratio-
nalization of existing assets 
makes sense for container 
shipping just as it has proven 
to make sense for other 
industries.  Yet the question 
remains: how long can the 
industry stay afloat simply 
by focusing on the cost side 
of the equation?  Scale, while 
helpful, is not a panacea and 
at some point ocean carriers 
and ports alike will need to 
differentiate themselves from 
their competitors on criteria 
other than available capacity 
and rock-bottom rates.

show CUstoMers what 
they waNt

Steve Jobs famously said 
of consumer electronics that 
people don’t know what they 
want until you show it to them. 
This may apply in equal mea-
sure to container shipping. It is 
currently difficult to imagine 
a return to the days in which 
ocean carriers offer differ-
ent products at different price 
points, selectively pursuing 
shippers that fit their respec-
tive service delivery models 
and leaving those that don’t to 
find other dance partners.  The 
current landscape is simply 
too competitive and there are 
too many slots that need fill-
ing.  But scale must ultimately 
result in value creation, not just 
cost reduction, to resolve the 
industry’s stubbornly persistent 
woes, and service must ulti-
mately trump scale as a means 
of creating that value.

It would be difficult to 
argue that the current trend 
toward scale at all levels has 
changed the container ship-
ping industry for the better. 
Ocean carriers are less prof-
itable, large load-center ports 
are more congested, roads and 
highways are more crowded, 
and shippers are less satisfied.  
Yet the next few years portend 
a doubling down on the cur-
rent “bigger is better” strategy, 

even though it seems highly 
unlikely that doing more of 
what already is not working 
will make things better.  Per-
haps it is time to learn from 
other industries and rethink 
scale in terms of networks 
rather than nodes, and value 
rather than cost.  Perhaps it is 
time to show customers what 
they want rather than hope 
they learn to want what they 
are being shown.

yoU CaN get there froM 
here 

Like ocean carriers, air 
carriers have pursued net-

work scale relentlessly for 
years using global alliances 
and industry consolidation as 
means to increase efficiency 
and reduce operating costs. 
Unlike ocean carriers, air car-
riers have managed capacity 
effectively, focusing on net-
work scale rather than indi-
vidual aircraft scale. 

According to the US 
Department of Transporta-
tion’s Bureau of Transportation 
Statistics, from 2000-2014, 
the average seat capacity 
of the total US commercial 

(SMALLER – continued on 
page 12)
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Port of Davisville - question 5 answers 
the question about the Port’s future

By George Lauriat, AJOT

Question Answered. In November 
2016, Rhode Island voters approved 
“Question 5”, a $50 million bond 
measure for infrastructure projects at 
the Port of Davisville. 

With the Question overwhelm-
ingly answered, the biggest, small 
port in the US can now implement 
the critical $90 million modernization 
plan for Pier 2.

The Port of Davisville is part of 
the Quonset Development Corp’s 
(QDC) Quonset Business Park devel-
opment. The QDC is a quasi-state 
agency – a “Special Purpose” subsid-
iary of the Rhode Island Department 
of Commerce. 

To put the success in perspective, 
when the port began auto imports in 
1996, it handled just over 35,000 and 
really didn’t crack the 40,000-unit bar-
rier until 2003. However, the rise has 
been spectacular since the recession in 
2009 and although there was a slight 
dip in 2016 compared to 2015, that was 
due to winter diversions to Davisville 
from other ports, not inherent business.

Besides the Bond Question and 
Pier 2 mentioned above, there has been 
significant recent investment made in 
the facilities. Back in June 2016, the 
port announced an investment of $1.25 
million in paving and stripping Termi-
nal 5, which covers over 13-acres, to 

opment of the ro/ro auto import busi-
ness in Philadelphia, a background 
that suits his current role and position 
in Davisville. From a port strategy 
perspective, Blackburn said in a tele-
phone interview with the AJOT, “We 
want to continue steady growth in our 
core business, the automobiles, while 
intelligently diversifying our portfolio 
while taking care of our park tenants.”

Pier 2 aNd the Port’s fUtUre 

More than any other single proj-

The Port of Davisville is a unique 
success story. While it is expected 
that mega-ports like the Port of New 
York/New Jersey or the San Pedro 
ports of Long Beach and Los Angeles 
would occupy the top rung in many 
port-related categories, the Port of 
Davisville is in the top ten in vehicle 
handling in the US. With the bond 
question settled, the port is in posi-
tion to continue rising up the ranks. 
In 2016, a record breaking 214,350 
vehicles arrived by sea and another 
40,870 by rail and truck. NORAD, 
the port’s auto processor, handled 
258,740 vehicles and another 305 
metric tons of project cargo (princi-
pally wind) in 2016.

provide more capacity and operational 
flexibility, particularly on days when 
two ships are in port. Another port 
investment was to support a project 
that involved installing new marine 
hardware to allow the port to more 
fully utilize Terminals 4 and 5.

Shortly after the November bond 
bill vote, the Port of Davisville made 
a change at the top with the appoint-
ment of Robert Blackburn as the new 
port director on December 13, 2016. 
Blackburn served the Philadelphia 
Regional Port Authority in a variety 
of positions over a 23-year period, 
most recently, as Senior Deputy Exec-
utive Director. Among his many roles, 
he was responsible for the re-devel-

ect, Pier 2 is central to the moderniza-
tion plan for the Port of Davisville. 
Pier 2 is an earth filled cofferdam 
cell structure built by the US Navy 
in 1956. It was designed to last 50 
years, a period that has come and 
gone. The pier is the primary facil-
ity in the Port of Davisville and due 
to its style of construction [earth 
filled rather than timber supported], 
it is the pier best suited to handling 
heavy “deck” project cargo. In addi-
tion, the pier is the easiest to expand 
into another berth allowing multiple 
vessels to berth simultaneously. The 
proposed redevelopment would add 
another 50 years of life to the pier, 
as well as adding another berth. 
However, as Blackburn explained, 
“adding another 50 years of func-
tional life to the pier [Pier 2] while 
not interfering with our commerce, is 
a challenge because we are so busy.” 
Blackburn also pointed out the other 
berth is important as it would enable 
the Port to handle Pure Car Carriers 
(PCC). Currently the berth is used 
for barges and project work.

There is substantial engineering 
required to bring the pier in line with 
the anticipated demands – particularly 
with the wind turbine business.

The proposed solution for Pier 
2 is to “install a new HZ style wall 
with grouted earth anchors drilled 
into the existing pier backfill. This 
will create “dead man” tie backs 
to anchor the wall, supporting the 
exposed height and earth pres-
sure,” according to the published 
plan for modernization.
(ANSWERS – continued on page 10)

New auto imports at the Port of Davisville
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Independent Container Line 

CPA launches new chapter 
for Connecticut’s ports
The launch of Connecticut Port Authority (CPA) looks to open 
up new opportunities for the State’s ports.

By George Lauriat, AJOT

gettiNg off the groUNd 
Back in June of 2014, Connecti-

cut’s Governor Dannel P. Malloy 
signed PA 14-222, which led to the 
establishment of Connecticut Port 
Authority (CPA) in 2015. Prior to the 
formation of the CPA, the State’s ports 
were under the Connecticut Depart-
ment of Transportation, although the 
actual running of the ports was under 
the various local port authorities, such 
as Bridgeport, New London and New 
Haven, the main three.

Establishing just how the CPA 
was to be managed and ratcheting 
down the new organization’s “mis-
sion statement” took a little time. In 
September of last year (2016), the 
CPA hired Evan Matthews as their 
first executive director. Matthews was 
well known, as he’d spent 13 years at 
the Port of Davisville in Rhode Island 
overseeing a period of great expan-
sion at that port (see story on page 6).

Although Matthews has great 
experience with the challenges of ports 
on New England’s “south coast”, the 
new role at the CPA in many respects 
is very different.

In an interview with the AJOT, he 
explained that the quasi-state agency 
CPA “is more like a state economic 
development corporation” than a state 
port authority. Matthews elaborated 
that the main responsibilities for the 
CPA are marketing the State’s ports, 
pursuing federal and state funding 
for dredging and coordinating, plan-
ning and implementing capital proj-
ects. “We’re [CPA] facilitators” rather 
than managers, Matthews added. As 
before, the port management still 
resides with the local authorities with 
several notable differences. In the 
past, the ports and harbors (there are 
also a number of smaller facilities 
under the CPA umbrella) were just 
one group of many vying for a slice 
of the DOT budget and time. The 
CPA, on the other hand, has its own 

resources. For example, the CPA has 
$7.5 million for the SHIPP (Small 
Harbor Improvement Projects Pro-
gram) directed at helping smaller har-
bors that in the past might have had 
difficulty in securing funding. 

The ability to tap into State’s bonds 
is also clearly an advantage to the CPA’s 
ability to collaborate on projects. In Feb-
ruary, the Bond Commission approved 
$4.5 million for the New London State 
Pier Facility project. 

deePwater Ports

Sometimes the economic contri-
butions of three major Connecticut 
deepwater ports, Bridgeport, New 
London and New Haven, get over-
looked with the Port of New York/
New Jersey literally just down the 
road, and Massport’s Conley Ter-
minal to the Northeast, and Rhode 
Island’s Davisville nearby. 

Nevertheless, 11.4 million tons of 
freight annually run through Connecti-
cut’s ports with another 4.6 million in 
freight connected to regional railways. 
In fact, in many respects because of the 
central location, the State’s ports like 
New London and New Haven function 
like the “break bulk ports” for the Port 
of New York, New Jersey or even the 
Port of Boston. 

For example, the Port of New 
London handles cargoes (Logistec 
acting as stevedore and operational 
port manager) such as salt, lumber, 
paper, copper and steel. Because of 
a solid construction, the pier’s able 
to handle heavy freight and with on 
dock rail and an interstate close to the 
facility, shifting the loads for desti-
nation is far easier than many more 
congested ports. The facility also has 
a significant amount of under-cover 
warehouse space to enable the han-
dling of weather sensitive freight 
like steel coils or paper. Salt is also a 
major import to the facility, recently 
coming to the Port from Egypt. The 

salt is then treated on site to enhance its 
qualities for cold weather applications 
and sold regionally for use on roads. 

fUtUre for CoNNeCtiCUt Ports

The creation of the CPA represents 
an important first step in a larger col-
laboration of port interests in Connecti-
cut. The CPA represents an opportunity 
to leverage the assets of all three deep 
water ports to betterment of the collec-

tive whole. The chance to pursue more 
break bulk and project cargo requires 
an investment that would be beyond 
any individual metro-port authority 
but well within the reach of the State’s 
financial and political power. 

While being a quasi-state entity 
helps establish the CPA in the role as a 
“project” leader for big picture initia-
tives and opens up a wealth of oppor-
tunities for private fund collaboration. 

While break bulk and energy related 
cargo are well established, there is an 
opportunity to re-establish a perishable 
import and export sector (the region 
was once a major import destination 
for South American bananas and fruit). 
Another sector that holds promise is off-
shore wind. If this industry catches hold 
in the Northeast, as many analysts pre-
dict, then the ports in Connecticut will 
be well placed to serve this emerging 
sector. Even the possibility of a cruise 
ship business is on the table.

There are already initiatives 
underway that could have long term 
impacts to the State’s ports and econ-
omy. Among them is a feasibility 
study for the deepening of the Port of 
New Haven which has been submit-
ted to the US Army Corps (USACE) 
during its public comment period. 

These are early days for the CPA, 
as Matthews noted saying it “was a 
work in progress.”  It is a vast number 
of miles the new executive director 
travels each week to build the network 
of port related assets into a whole, but 
the timing couldn’t be better and the 
real payoff may not be that far down 
the road.
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CVS Health supply chain’s 
vigor relies on critical link

It’s only fitting that the man 
responsible for leading CVS Health 
Inc’s supply chain team happens to be 
named Link.

As senior vice president 
of logistics and supply chain 
at CVS Health, Ron Link 
views connectivity and col-
laboration as critical to the 
health of the Woonsocket, 
Rhode Island-based com-
pany, which has 9,762 retail 
locations in 49 states (all but 
Wyoming), the District of Columbia, 
Puerto Rico and, via an independent 
operation, Brazil. 

As part of his responsibili-
ties, Link ensures that the company 
deploys leading-edge technology, 
advanced analytics and a hybrid of 
private fleet and third-party logistics 
operations to help get the job done.

A graduate of Edinboro Univer-
sity of Pennsylvania, Link spent 11 
years as operations manager at Wake-
fern Food Corp., supplier of ShopRite 
stores and other supermarkets, prior 
to joining CVS in 1994 as director 
of distribution operations. He then 
served 11 years as vice president of 
logistics prior to taking on greater 

responsibility for the past nine years 
as the company’s senior vice presi-
dent of logistics and supply chain. 

In advance of the Coalition of New 
England Companies for Trade’s 21st 
annual CONECT Northeast Trade & 

Transportation Con-
ference, April 11-13 
in Newport, Rhode 
Island, Link shared 
thoughts on business 
and family with the 
American Journal of 
Transportation.

How has your 
company’s supply 
chain evolved since 
1994, when you 
joined the regional 
chain then known 
simply as CVS, to 
today’s CVS Health, 
a pharmacy innova-
tion company with 
more than 9,700 
retail locations?

When I started 
with the company, 
we had three distri-
bution centers that 

serviced the Northeast, which was 
our primary territory. Shortly there-
after, the company began to grow 
aggressively.  

Currently, we have 18 distribution 
locations, and we’ve broken ground 
on a 19th, in Kansas City, Missouri, 
which is scheduled to be operational 
in the third quarter of 2018. The new 
DC provides us with a very strong 
distribution point right in the middle 
of the country to service our current 
stores there. 

The supply chain has needed to 
keep pace with the company’s growth.  

By Paul Scott Abbott, AJOT

Industry 
Profile

As senior vice president of logistics and supply chain at 
Woonsocket, RI-based CVS Health, Ron Link oversees a 

network encompassing nearly 10,000 retail locations.

I’ve always been very, very proud of 
our infrastructure, our capabilities and 
the investments we have made in our 
assets,  technology and people. 

Just as we’ve grown in scale, 
we’ve also grown in complexity. 
We’ve been able to build a great 
team, which plays an integral role at 
CVS. And it’s really become one of 
the strengths of our company and our 
supply chain organization. We have 
many talented people whom we have 

hired or come aboard through acquisi-
tions, and many have grown into roles 
of increasing responsibility.

Do you see technology continuing 
to play an increasing role in the supply 
chain?

Absolutely. We need to have both 
the right people and the right technol-
ogies.  You need to be in that mode of 
constantly evaluating what makes the 
best sense for your business.

The way I look at it is defined as 
point-of-use solutions – solutions that 
will provide optimal benefit for the 
segments of our business.

Another piece that comes into play 
a lot is the use of more advanced ana-
lytics, having better tools and insights 
to analyze data and be in a better posi-
tion to forecast and project outcomes. 
It puts us in a far better position to 
align and ensure – whether it’s from 
a capacity planning or a pure forward-
looking operational view – that we 
have all the right pieces in play.

Can you please provide a bit 
of detail regarding your strategy 
of distribution campuses served by 
company fleet trucks as well as third-
party logistics operators – I believe 
including Ryder, Penske and M&M 
Transport?

That has been our strategy for a 
number of years. For me, the value 
proposition associated with this 
blended approach achieves a couple 
of things. 

First of all, in the locations where 
we have our private fleet operations, 
we have a lot of tenured drivers who 

(PROFILE – continued on page 9)

2575 Davisville Road
North Kingstown, RI 

02852

Latitude: 41° 36’ 43” N
Longitude: 71° 24’ 17” W

          www.portofdavisville.com
For more information contact:

Robert Blackburn, Port Director
Quonset Development Corporation

rblackburn@quonset.com | +01 (401) 295-0044 ext. 237

•    Top Ten Auto Importer in North America

•   No Harbor Maintenance Tax 

•   FTZ with direct rail service to Canada

•   Two berths, five terminals and over 58 
acres of laydown and terminal storage

•   $90 million investment project to      
modernize Pier 2 underway

•   2013 dredging project re-established         
the Davisville channel to 32 feet



apri l 10 -23, 2017 Northeast  Ports  9

are very knowledgeable, 
and we have very, very low 
turnover. The quality of the 
service there is extremely, 
extremely high.

When you’re dealing 
with a transportation indus-
try environment with driver 
shortages and sourcing of 
drivers in general, it’s becom-
ing more and more challeng-
ing. So we’ve had a high 
degree of success with the 
private fleets that we’ve had 
in play as part of our operat-
ing model.

That being said, we also 
have third-party operations. 
These have come into play 
because many of the facilities 
where we have our 3PLs tend 
to be larger or more complex 
at times. With those opera-
tions, having a 3PL affords us 
the ability to have more flex-
ibility in the 3PLs’ ability to 
scale and adapt to some of the 
business changes, so it’s a lot 
more effective for us.

I also do like the fact that, 
when you have a blend like 
this, from a business point 
of view, it keeps you in the 
mix as far as understanding 
the business at large. When 
you’re managing private 
fleets and have people who 
are subject matter experts, 
you are truly knowledgeable 
of industry trends. It keeps 
you close to the transporta-
tion business and ensures that 
it doesn’t become something 
where you’re totally depen-
dent on a 3PL to make deci-
sions for you.

How does the supply 
chain piece having a seat at 
the table in development of 
broad company strategies 
prove beneficial?

It’s really critical, and it’s 
an absolute requirement to 
have that as part of our com-
pany’s operations. 

In the supply chain, you 
think about everything from 
sourcing of products to ser-
vicing our customers in our 
stores. Essentially, the vast 
majority of companies’ strat-
egies in one way or another is 
going to touch or impact the 
supply chain. So it’s critical 
for us.

We are at the table. We’re 
always actively engaged and 
partnering with all of our 
business partners to look at 
ways to drive better value, 
ensure that we’re doing the 
right thing for our custom-
ers, doing the right thing for 
our stores, not only from a 
standpoint of service but also 
providing input around what 
is the best way or most effec-
tive way to do things from a 
supply chain perspective.

How important is collab-
oration in running an opti-
mally efficient supply chain?

It’s critical. Without col-
laboration, there’s no way to 
really be effective in doing 
the work that we do, espe-
cially when you think of it in 
relationship to our supplier 

partners. 
The value of that collab-

orative partnership is being 
able to jointly look at ways 
to drive incremental value, 
to drive incremental sales, 
to take cost out of the supply 
chain, to ensure that we’re 
optimizing bill rate and ser-
vice to our stores. That’s crit-
ical from an alignment point 
of view.

And then you’ve got that 
same level of collaboration 
that takes place from within 
the company, with all the 
business units.

But the supplier compo-
nent of the collaboration is 
absolutely critical.

Have you ever thought 
about the interesting coinci-
dence of your having a sur-
name of Link and your having 
forged a long supply chain 
career?

I’ve never really thought 
about it a lot. It sort of comes 
up from time to time, but I 

never honestly really gave it a 
lot of thought. It’s interesting 
that you brought it up.

I’ve been fortunate to have 
a career in the supply chain. 
It’s sort of in my DNA. My 
father was a plant engineer [in 
Secaucus, New Jersey, with 
Christian Salvesen, now part 
of Norbert Dentressangle], 
and my grandfather worked 
in a distribution facility for 
Kuehne + Nagel. 

Working with my dad 
in my earlier years, through 
high school and college, 
being at the plant he worked 
at, really sparked my interest 
in pursuing this as a career.

I’ve really been fortunate 
to be involved with really 
good companies and doing 
the work I’m doing.

Where and how did you 
develop your proficiency in 
the German language?

My parents are German. 
They came over to the United 
States in 1957. I was born in 

Washington, D.C.
They still speak German 

and are obviously very pro-
ficient in speaking English, 
but I would have to say 
that, in my early childhood, 
German probably was the 
first language I learned, and 
it is a requirement if you 
want to interact with your 
relatives abroad.

Does it ever come in 
handy in your work?

It has. We have some 
strategic business partners 
with a company like [auto-
mated picking solutions pro-
vider] WITRON, which is a 
German company, so it does 
come in handy. When they 
come here or when I’ve had 
to travel to Germany, it obvi-
ously does help. I understand 
it better than I can speak it, 
but, if I had to get into the 
zone, I probably could pick 
up on it pretty quick.

What non-work interests 
do you enjoy?

I really enjoy spending 
time with my family. I’ve got 
a great family. I’ve got three 
boys. Two of them are mar-
ried, and the other son is in 
a real strong relationship. I 
really feel blessed with my 
kids and my daughters-in-
law and my wife and the rest 
of my family and the support 
system I’ve had with them 
over the years.

I enjoy quality time fish-
ing with my boys and going 
and playing golf. With the 
three boys, we’ve got a natu-
ral foursome there. 

Aha, the Links on the 
links... Does that ever get 
tense?

Yeah, sometimes it does. 
There’s always what I would 
call that spirit of competi-
tion that comes into play, but 
it’s always a lot of fun. For 
us, it’s about being able to 
spend quality time together – 
and that’s what it’s all about 
right? Jawohl mein freund!

(PROFILE – continued from 
page 8)
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region. But what the Port of Boston is, 
or more properly has become, is very 
special. To understand what the Port 
is now, it is necessary to take a few 
steps back in time. 

While the Port of Boston is not 
a mega-port in the same sense of the 
Port of New York/New Jersey, it is 
nevertheless the “Hub” for greater 
New England – an area including parts 
of upper-state New York and Canada 
south of the St. Lawrence River. 
This is not to say other ports like 
Portsmouth, NH; Portland, Maine; 
Davisville, Rhode Island and the Con-
necticut ports of New London, New 
Haven and Bridgeport, aren’t impor-
tant to freight movement but rather 
the Port of Boston is the region’s prin-
ciple container port – and is more than 
holding its own against competition 
throughout the East Coast. 

This wasn’t always the case. It 
was an uphill fight for market share. 

It was often remarked that New Eng-
land’s real port was New York/New 
Jersey. Trucks shuttled boxes to and 
from New York/New Jersey, along 
with containerized barge services 
(services now gone – but the concept 
is still alive and under study).

The situation began to turn when 
Conley Terminal, the terminal facility 
closest to the sea, was designated as 
the port’s “container” operation. 

By concentrating all the efforts 
on the one terminal – the terminal 
closest to the sea - the port’s pros-
pects began to improve and a new 
vision began to emerge.

However, there were and are a 
number of obstacles to achieving the 
vision of a regional “hub” albeit niche 
port (see Michael Vanderbeek -The 
future of container shipping may be 
smaller than we think).

Back in June 2014, the then 
President Obama signed the Water 
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(BOSTON – continued on page 11)

(BOSTON – continued from page 1)

According to reports, the total 
cost of redeveloping Pier 2 is around 
$90 million and will include the cre-
ation of a third berth, some dredging, 
and installing new sheet pile around 
the entire 16-acre earth filled wharf.

Of the total investment, $25 mil-
lion will come from the revenue bond 
repaid entirely by the QDC via port 
users, $50 million from the general 
obligation bond, and $15 million from 
appropriation from the State’s Capital 
Plan Fund, according to QDC.

wiNd & sea

The modernization is also vital to 
the wind power business, especially 
offshore. The port has already played 
an important role in the development 
of Deepwater Wind’s Block Island 
Project. Various pieces of the proj-
ect arrived via Quonset, including the 
steel jackets and more than 28 miles 
of cable. In addition, Quonset served 

as the principal port for the project’s 
heavy installation vessels over a two-
year period. Not surprisingly, Quonset-
based companies participated in every 
aspect of the project’s construction.

In addition, Deepwater Wind 
established its own worker and equip-
ment facility on-site at Quonset and the 
Atlantic Pioneer, the first U.S.-built 
crew transfer vessel (CTV) engineered 
specifically to service offshore wind 
projects is based at the port. Besides 
the offshore business, component parts 
of other land-based wind turbines now 
in service in Rhode Island have also 
come across the pier at Davisville. 

From a competitive perspective, 
ports in the Northeast are beginning 
to take the potential that the offshore 
wind business has very seriously. For 
the Port of Davisville, getting a head 
start with Deepwater’s Block Island 
Project could be instrumental in 
establishing a much larger foothold in 
an emerging industry.  

(ANSWERS – continued from page 6)

Aerial view of the Port of Davisville, RI
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Resources Reform and Development 
Act (WRRDA) into law and the Port 
of Boston’s $300 million plus Boston 
Harbor Dredging Project took an 
important step towards reality. Under 
the plan, the North Entrance Channel 
will deepen from 45 ft. to 51ft and the 
Main Channel from 40 ft. to 47 ft., 
along with two 50 ft. berths at Conley 
Terminal. Massport has received 
two significant funding sources with 
$107.5 million dollars in state funding 
to build a new berth and procure three 
larger cranes and another $42 million 
dollar Federal FASTLANE Grant to 
maintain and modernize the existing 
terminal. Overall, the potential port 
investment exceeds $800 million. 

Cumulatively, these port infra-
structure improvements remove the 
need for larger containerships to play 
the tides – thus leveling the playing 
field with other East Coast ports. 

the tide tUrNs

Historically, the main criticism 
with the Port of Boston (and many 
mid-sized) ports was that the pro-
ductivity was low in comparison to 
larger ports. Some of these issues 
were a result of the nature of business. 
Smaller container vessels, with inher-
ent imbalances in trade (at points in 
time as much as 70%-30% inbound to 
outbound) coupled with lower capac-
ity equipment and a Northeast climate, 
made handling costs seem high vis-
a-vis other Northeast container ports 
competing for the same business. 

Once Massport made the commit-
ment to Conley, the tide began to turn 
and the numbers started to climb. Con-
sider in FY 2010, the port throughput 
was 173,735 TEU – not a bad year 
given the economic debacle of the 
Great Recession – but a mere six years 
later in FY 2016 the port through-
put was a record 247,329 (2016-CY 
248,391 TEU) outpacing average port 
growth in the East Coast, Gulf and 
Pacific. And there are no signs of the 
Port’s slowing down. To be sure, this is 
not a New York/New Jersey mega-fig-
ure, it represents something few in the 
industry thought would ever happen 
– a 200,000 plus TEU (actually three 
straight years) performance. 

While some of the reasons for 
these increased throughput numbers is 
purely economic opportunity – there 
are plenty of well-heeled consumers 
just a stone’s throw from the termi-
nal. For example, MSC (Mediterra-
nean Shipping Company) arguably 
the largest (or second largest depend-
ing on measure) global containership 
operator has been calling in Boston 
for over 30 years, proof there is an 
economic draw.

At least as important as the invest-
ment is the change in strategy empha-
sizing terminal productivity. The 
biggest caveat in the argument for 
“economies of scale” – the mantra for 
all containership operators, is produc-
tivity. Nearly all mega-metro ports like 
the Port of New York/New Jersey or 
LA/Long Beach, while having enor-
mous advantages in scale of activity, 
have on and off-terminal productivity 
issues. Simply put, traffic congestion 
slows truck turns.

The longer time spent in lines 
going to the terminals or waiting 
in traffic, the lower the productiv-
ity in the bigger sense. In the North-
east case, it is difficult to turn trucks 
between Boston and the Port of NY/
NJ in a day. In Conley’s case, the 

truck terminal turn-around time gen-
erally averages just over 32 minutes 
(see chart Mar. 16/Feb. 17) - a highly 
competitive turn time.

A second element of the empha-
sis on productivity is gantry cranes. 
Massport and the International Long-
shoremen’s Association (ILA) agreed 
to an innovative union contract based 
on crane productivity. The deal has 
produced results. 

During the period Mar. 16-Feb. 17 
(see chart) the lowest monthly average 
per crane lift/per hour was just over 31 
in February 2017. This per crane pro-
ductivity ranks very high, particularly 
considered with the weather, number 
of moves and size of vessels.

Without a shift in strategy and 
investment in the facilities and infra-
structure (see above), it’s unlikely the 
Port of Boston would have grown or 
would be in the position to grow.

fUtUre-Port

The Port of Boston is in line 
for another 200,000 plus TEU year 
in 2017. A number which begs the 
question of potential. Some boxship 
analysts believe that the port has the 

potential, without significant changes 
in the current footprint (the 100-acre 
terminal site has land immediate adja-
cent for expansion), to be a half million 
TEU port. Right now, the Port is on a 
statistical pace to be well over 400,000 
before 2030. This estimate is probably 
low as it doesn’t take into account the 
changes in ship sizes and services.

Almost exactly a year ago, the 

Port of Boston handled its first 8,500 
TEU vessel, an important test for the 
future of the port. Now virtually all 
the Asia trade vessels are 8,500-8900 
TEU vessels and most calls are ships 
in excess of 6,000 TEUs.

The Port already has calls from 
the 2M (MSC/Maersk) and in April is 
adding new Asia services operated by 

(BOSTON – continued from page 10)

(BOSTON – continued on page 12)
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2021 completion target.
At the Port of Sept-Iles on the 

North Shore of the St. Lawrence 
River, Pierre Gagnon, President and 
CEO, sees an improved outlook on the 
horizon thanks to a recent strengthen-
ing of global iron prices and several 
acquisitions that, among other things, 
give the port greater control over the 
strategic Pointe Noire area.

Of considerable significance, too, 
is the exploitation of a multi-user dock 
now slated for formal inauguration this 
coming summer. Built at a cost of more 
than C$220 million, it will more than 

double the port’s iron ore capacity to 50 
million tons. Conceived to handle China-
max bulk carriers, the port is counting 
on handling iron ore for overseas ship-
ment to Tata Steel later this year.

“We see prospects in 2017 as gen-
erally more favorable,” Gagnon said.

In 2016, there were already signs 
of a turnaround in the wake of a 
downward trend lasting several years, 
as total traffic rose by 1 percent to 23 
million metric tons.

At the Port of Quebec, last year 
also marked a return to cargo growth, 
with cautious optimism prevailing for 
2017. Following three years of decline, 
traffic increased by 15 percent in 2016 
to 23 million metric tons, reflecting in 
part a higher demand for commodities.

the Ocean Alliance (CMA CGM, and 
its recently acquired American Presi-
dent Line (APL), Orient Overseas Con-
tainer Line (OOCL), Evergreen and 
COSCO Shipping) and THE Alliance 
(Mitsui O.S.K. Lines, Nippon Yusen 
Kabushiki Kaisha (NYK Line) and 
Kawasaki Kisen Kaisha (“K” Line), 
Hapag-Lloyd, United Arab Shipping 
Company (UASC) and Yang Ming 
Transport. The three Japanese carri-
ers plan on combining their container 
operations into one company by April 
1, 2018. In addition, Hapag-Lloyd and 
UASC are to merge later in 2017.

The combination of alliance 
schedules gives the Port substantial 
reach, as well as calls that should 
boost throughput.

In the long term, dredging and 
improvement to the existing footprint 
remain the key to retaining and build-
ing services.

(BOSTON – continued from page 11)

(PATTERNS – continued from page 4)

aviation operating fleet increased 
just 4% compared to an increase in 
average TEU capacity for the com-
bined fleets of Alphaliner’s top 20 
global ocean carriers of 28% during 
the same period. This “right sizing” 
of hardware to match market size has 
allowed U.S. air carriers to continue 
to compete in markets of different 
sizes while achieving a 15% increase 
in total system load factors, a 4% 
improvement in on-time arrivals and 
overall net income in 2014 that was 
more than two and a half times what 
it was in 2000 – all despite a decline 
in average U.S. domestic airfares of 
16% during the same 15-year span.  
You may get pretzels now rather than 
meal service, but from both a cost and 
yield perspective, the airline industry 
has figured out how to use scale to its 
advantage, not by cascading larger 
and larger aircraft into fewer and 
fewer markets, but by increasing the 
number of markets served and actively 
managing the size and frequency of 
aircraft deployed in those markets so 
as to balance supply and demand. The 
container shipping industry should 
learn from this.

a role for NiChe Ports 

Increasingly, activity at large 
U.S. ports is characterized by higher 
volumes of inbound non-local cargo 
whose final destination may be hun-
dreds of miles away, sometimes even 
in another port city.  This trend is pre-
dicted to intensify in coming years in 
conjunction not only with the contin-
ued deployment of larger container 
ships in both east-west and north-south 
trades, but with the perceived inevita-
bility of service consolidation that is 
expected to follow the current round 
of ocean carrier merger and acquisi-
tion activity and alliance reshuffling. 
The theory goes that ocean carriers’ 
path to profitability lies in replacing 
30 ships of capacity 5X deployed on 
three separate services with 20 ships 
of capacity 7.5X deployed on two ser-
vices.  By deploying larger ships to 
fewer ports the operating costs associ-
ated with those 10 extra ships could 
be eliminated while sustaining similar 
overall capacity in the trade.

The problem with this strategy 
from a shipper perspective is that 
rather than offer more options and 

more flexibility it offers fewer options 
and less flexibility. Worse still, rather 
than distributing millions of containers 
across multiple gateways so as to min-
imize choke points and mitigate risks 
associated with single-point failures, 
the funneling of more cargo through 
fewer gateways leads to highly local-
ized congestion, equipment imbal-
ances, and stress on other resources, 
all of which have downstream and 
upstream impacts not just on shippers, 
but on the entire supply chain as well 
as the general public. In effect, rather 
than eliminate cost this strategy at best 
shifts cost from the waterside to the 
landside, and at worst adds cost as a 
result of congestion, thereby ampli-
fying not just logistics challenges but 
environmental challenges and com-
munity tension as well. According 
to a July, 2015 report released by the 
Federal Maritime Commission (FMC) 
“…the elimination of congestion is 
today’s most critical and relevant 
trade-related issue.”  In light of this 
it is hard to imagine how acceleration 
of deployment of larger ships to fewer 
ports could have a positive impact on 
container shipping.

There are viable alternatives to 
this approach, however.  Some ocean 
carriers – such as MSC and COSCO 
in the case of the Port of Boston – 
have understood for many years that 
while it takes time and resources to 
build a niche market organically, there 
are long-term benefits to doing so, not 
the least of which being the ability 
to offer a more efficient and higher-
value alternative to customers com-
pared to the standard product being 
offered by competitors. Other ocean 
carriers would be wise to pay atten-
tion and follow suit and indeed some 
are doing just that.

Deploying larger vessels and con-
centrating more cargo in fewer ports 
may reduce vessel operating costs, but 
it also weakens ocean carrier pricing 
power by effectively commoditizing 
containers. It is the equivalent of sub-
stituting station-to-station bus service 
for door-to-door car service. There is 
a market for bus service, but that does 
not make it optimal. Nor does it mean 
that buses should be the only mode 
of transportation available to custom-
ers. The market requires and demands 
alternative service delivery models. 
(SMALLER – continued on page 17)

(SMALLER – continued from page 5)
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The perils of hazmats
Shippers must be proactive on compliance

By Peter Buxbaum, AJOT

The transportation of hazardous 
materials was once an arcane sub-
ject known to an esoteric coterie of 
specialists, but of late the subject 
has hit the radar screens of ordi-
nary citizens with the advent of 
exploding smartphones and lith-
ium ion batteries. Now, air trav-
elers know they aren’t allowed 
to bring certain devices on 
board aircraft, and air cargo 
movers have their own set of 
regulations to follow when 
it comes to the errant power sources.

Transportation companies and 
third-party logistics providers can do a 
lot to help shippers of hazardous mate-
rials comply with an ever-changing 
maze of regulations, but shippers can’t 
expect their service providers to do all 
the heavy lifting. To the contrary, ship-
pers must be intimately familiar with 
the regulations governing hazmats, 
become certified under them, and pro-
vide required training to their employ-
ees in the handling of the materials. 
Shippers are the ones responsible for 
the proper packaging and labeling of 
hazmats, and the regulations govern-
ing these items aren’t simple.

If shippers fail to comply, the Pipe-
line and Hazardous Materials Agency 
(PHMSA) of the United States Depart-
ment of Transportation will come after 
them and fine them, sometimes to the 
tune of tens of thousands of dollars for 
each incident. The Federal Aviation 
Administration, not to mention agen-
cies of foreign governments, also have 
jurisdiction in enforcing hazmat regu-
lations. (See sidebar.)

“Shippers need to know the format 
and structure of the regulations govern-
ing hazardous materials,” said Chris 
McLoughlin, a risk manager at CH 
Robinson Worldwide. “They are very 
prescriptive and product specific.”

That means that having a general 
overview of the regulatory regime 
won’t do. “Lots of times people want 
to know the generalities of hazmat 
regulations, thinking that they’re one 
size fits all,” said McLoughlin. “But 
the regulations are very specific to the 
commodity being shipped, the quan-
tity being shipped, and the mode of 
transportation--all these nuances dic-
tate individually how the regulations 

are executed.”
That’s why it might be necessary 

to go so far as to sit down with engi-
neers to review product speci-
fications to figure out where 
the product and the company 
stands with respect to compli-

ance. Shippers are required to 
provide training to employees 

who handle hazmats, to doc-
ument that training, and to 
get certified by PHMSA to 
handle and ship hazmats. 

PHMSA has a website (www.phmsa.
dot.gov) that covers a great deal of 
useful information to shippers.

The regulations also cover things 
like packaging and labeling, so that 
employees way down the pay scale will 
need to be trained and to exhibit knowl-
edge of regulatory compliance as it is 
relevant to their job descriptions.

Some commodities defined as 
hazmats might come as a surprise to 
the shipper. It won’t be a shocker to 
learn that solvents and cleaning fluids 
require special attention, but certain 
food ingredients are also regulated 
hazardous materials. “Food items that 
can be considered corrosive include 
highly acidic beverage mixes and con-
centrates of various products,” said 
McLoughlin. “These can be subject to 
packaging and labeling requirements, 
among other things. Products may be 
considered placardable under the reg-
ulations depending on the quantities 
being transported.”

Another important thing to under-
stand is that the regulations are a 
moving target because they are con-
stantly being revised and updated, so 
it’s important to keep track of what’s 
going on. One significant trend in 
recent years has been that PHMSA 
and other regulatory agencies often 
update regulations to harmonize them 
with international standards. 

For example, on March 29, PHMSA 
issued a final rule amending the US Haz-
ardous Material Regulations (HMR) 
with respect to shipping names, hazard 
classes, packing groups, packaging, air 
transport quantity limitations, and vessel 
stowage requirements to maintain con-
sistency with international regulations 
and standards including the International 

Penalties for hazmat breaches 
The Pipeline and Hazardous Mate-

rials Safety Administration (PHMSA), 
Office of Hazardous Materials Safety 
(OHMS) and PHMSA’s Office of 
Chief Counsel processed 42 cases and 
256 tickets in 2016, resulting in the 
collection of $941,404 in fines.  

Shenzhen Union Trading Co. 
transported fireworks into and within 
the United States without approval and 
with an invalid EX number--the code 
issued by the Department of Transpor-
tation to identify explosives. PHMSA 
hit the company with a $66,537 fine.

Airsplat, of Irwindale, California, 
was found to have transported liquefied 
petroleum gases, while failing to prop-
erly label and mark the packages and 
to provide proper hazmat documents. 
PHMSA also found the company failed 
to provide hazmat employees with train-
ing nor to create or keep records of train-
ing. Airsplat paid a fine of $19,584.

Vet Specialist, Inc. of Quezon City, 
Philippines, transported calcium car-
bide in non-standard packaging, failed 
to label each package as prescribed by 
the International Maritime Danger-
ous Goods Code, and was deficient in 
its documentation of the shipments. 
PHMSA fined the company $18,039.

Amazon, which is not only a ship-
per but also increasingly a logistics 
provider, has a history of run-ins with 
the U.S. Federal Aviation Administra-
tion (FAA) over shipments of haz-
ardous materials. Last June the FAA 
levied a $350,000 civil penalty against 

Amazon.com, Inc. for violating haz-
ardous materials regulations. Between 
February 2013 and September 2015, 
Amazon was found to have violated 
the Hazardous Materials Regulations 
24 other times.

In the United Kingdom, a case 
against Amazon went all the way to a 
jury trial. The prosecution was brought 
by the UK’s Civil Aviation Author-
ity, after a complaint from Royal 
Mail. Some offenses took place after 
Amazon knew it was under investiga-
tion, the prosecution contended.

The conviction was based on dan-
gerous items being found in airmail 
shipments from Amazon. The items in 
question were laptops containing lith-
ium batteries and aerosol cans con-
taining flammable gas propellants. In 
each case, the items had been flagged 
by Amazon’s computer systems as 
possibly dangerous goods, and sub-
ject to restricted shipping rules. But in 
each case further review by Amazon 
staff in China, Romania, and India led 
to the items being incorrectly re-des-
ignated as non-dangerous. Royal Mail 
stopped three of the Amazon pack-
ages from entering the airmail system 
while a fourth was stopped by UPS.

Royal Mail found 782 of Ama-
zon’s packages to contain danger-
ous goods that cannot be airmailed. 
Amazon’s defense counsel responded 
to the findings by explaining that 
Amazon shipped over 300,000,000 
packages during the same period. 

ChemiCals 
 transportation 
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New AAR report confirms 
freight railroads are deeply connected 
to intermational trade

The Association of American Rail-
roads (AAR) released an assessment of 
trade’s impact on the freight railroad 
industry, finding that at least 42 percent 
of rail carloads and intermodal units, and 
more than 35 percent of annual rail rev-
enue, are directly associated with interna-
tional trade.

Approximately 50,000 domestic rail 
jobs, accounting for more than $5.5 bil-
lion in annual wages and benefits, depend 
directly on international trade, the analysis 
of 2014 data also found. If rail traffic indi-
rectly associated with trade was included, 
the figures would be notably higher.

With ample discussions in Washing-
ton policy circles today on the role of trade, 
imports versus exports and manufacturing, 
the data provide a reminder that today’s 
global economy is firmly established and 
cannot be easily undone with rushed policy 
modifications. Doing so could have dam-
aging and counterproductive effects on 
American workers and various industries - 
including a freight rail network that serves 
nearly every industrial, wholesale, retail 
and resource based sector of the economy. 

“Efforts that curtail overall trade 
would threaten thousands of U.S. freight 
rail jobs that depend on it and limit essen-
tial railroad revenues used to modernize 
railroad infrastructure throughout North 
America,” said AAR President and CEO 
Edward R. Hamberger. “For a highly cap-
ital-intensive industry that has spent $26 
billion annually in recent years, private 
investment is the lifeblood of a freight rail 
sector that must devote massive sums to 
safely, efficiently and affordably deliver 
goods across the economy. Upending the 
ability of railroads to do so by undermin-
ing free trade agreements that have done 
far more good than harm would have far 
reaching effects.”

The report looked at a host of rail 
movements, analyzing data from the 2014 
Surface Transportation Board (STB) 
Waybill Sample - the most recent data 
available at the time of the analysis - other 
government data, information from U.S. 
ports and Google Earth, among others. 
Waybill Sample contains data from a 
stratified sample of waybills submit-
ted each year by freight railroads to the 
STB. Each waybill contains, among other 
things, information on the origin and des-
tination of the shipment and the volume 
and type of product moved.

The scope of operations and reach 
into the U.S. economy discovered through 
the analysis was stark. In 2014, there 
were 329 million tons of exports handled, 
nearly double the still-sizeable 171 mil-
lion tons of imports moved by rail.

Rail traffic associated with trade 
included movements of coal for export 
out of ports in Maryland, Virginia, the 
Gulf Coast and the Great Lakes; paper 
and forest products imported from Canada 
into the Midwest, as well as paper products 
exported from the Southern U.S; imports 
and exports of Canadian and Mexican auto-
motive products to and from auto facto-
ries in dozens of U.S. states; containers of 
consumer goods from Asia coming ashore 
in Los Angeles, Long Beach, Oakland, 
Tacoma, Savannah, Norfolk, and Newark;. 
plastics shipped by rail from Texas and Lou-
isiana to the East and West Coasts for export 
to Europe and Asia; iron ore mined in Min-
nesota and shipped by rail to Great Lakes 
ports; and grain grown in the Midwest and 
carried by rail to the Pacific Northwest and 
the Gulf Coast for export.

“These numbers validate our view that 
U.S. policymakers should proceed with cau-
tion in their quest to reverse some impacts of 
globalization,” added Hamberger.

CN and TFI International reach 
framework agreement to create 
best in class intermodal service

CN and TFI International, Inc. have 
announced a renewed collaboration to 
grow domestic intermodal business in 
markets across Canada.

The renewed long-term partnership 
aligns Canada’s largest railroad, with its 
transcontinental rail network that reaches 
the Pacific, Atlantic and Gulf coasts, and 
Canada’s largest trucking company and 

logistics leader, with a range of services, 
including truckload, less-than-truckload.

“Over the last five years, TFI Interna-
tional has grown its operating divisions’ 
presence in the domestic intermodal 
market and its companies have a com-
bined 100 years of collaboration with 
CN,” said JJ Ruest, CN executive vice-
president and chief marketing officer. 

Rail industry sets new safety record 
U.S. railroads had the lowest train 

accident rate on record in 2016, according 
to data from the Federal Railroad Admin-
istration (FRA). Derailment rates, which 
declined 10 percent in 2016 from 2015, 
as well as track-caused accident rates, 
are also both all-time lows. The 2016 
rail safety statistics continue a string of 
record-setting years, showing this period 
has been the safest ever for the rail sector.

The freight rail industry believes there 
is a strong correlation between safety gains 
and the research, development and imple-
mentation of new technologies, as well as 
sustained private spending averaging $26 

billion annually in recent years.
Notable statistics, calculated per mil-

lion train miles using March 2017 FRA 
data, include:
• Train accident rate is down 44% since 
2000.
• Equipment-caused accident rate is down 
34% since 2000.
• Track-caused accident rate is down 53% 
since 2000.
• Derailment rate is down 44% since 2000.

Recent years have been the safest in 
terms of employee on duty injury rates. 
In 2016, the employee on duty injury rate 
dropped by 1.8 percent relative to 2015.  

Maritime Dangerous Goods Code, the 
International Civil Aviation Organization’s 
Technical Instructions for the Safe Trans-
port of Dangerous Goods by Air, and the 
United Nations Recommendations on the 
Transport of Dangerous Goods. 

In December 2016, PHMSA proposed 
to harmonize hazmat regulations for air 
transportation with international standards. 
The agency issued a notice of proposed 
rulemaking that would amend certain spe-
cial provisions of the HMR with respect to 
packaging requirements for certain mate-
rials, quantity limits for lithium batteries 
carried on an aircraft by passengers for 
personal use, and notification requirements 
for pilots regarding the contents of hazard-
ous materials onboard an aircraft. 

PHMSA often gets involved in 
enforcement actions when there is an 
accident or an incident, such as a leakage 
of hazardous materials, but agency per-
sonnel may also just show up at industrial 
sites to perform inspections and audits. 
These examinations will include, not only 
observing the state of affairs with regard 
to the handling of hazmats, but also the 
required documentation that is supposed 
to be kept in conjunction with that. Paper-
work violations could also include failing 
to document the training of employees. 
In other words, it’s not enough to per-
form the required training, it’s necessary 
to record for posterity that all relevant 

employees have completed that training. 
When PHSMA finds a violation, it 

will fine the business in question, with pen-
alties ranging from hundreds of dollars to 
thousands to tens of thousands of dollars. 
The biggest fine handed out by PHMSA 
in 2016 was over $66,000; in 2015, it was 
$50,000. Hundreds of US businesses are 
fined each year by PHMSA. Other agen-
cies, like the FAA, are also in the business 
of penalizing non-compliant entities, and 
their fines can be much more egregious. 
(See sidebar on page 13).

Logistics providers can help ship-
pers in the compliance process, first and 
foremost, by qualifying transportation 
providers capable of complying with the 
regulatory requirements. Of course, since 
hazmat handling is such a specialized 
field, it’s also important to choose a 3PL 
with good hazmat competencies. Also, 
as McLoughlin pointed out, 3PLs can’t 
be on the loading dock to make sure that 
operations are running compliantly, but 
they can and should review paperwork to 
make sure that the hazard class is properly 
noted and that the documentation is other-
wise in order.

“PHMSA takes it job seriously,” said 
McLoughlin. “It’s all about ensuring that 
products are not being released that pose a 
significant risk to individuals or property. 
And besides the fines, you really don’t 
want to be in involved in an environmen-
tal cleanup.”

(PERILS – continued from page 13)
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to improve under the new carrier struc-
ture, adding, “and we certainly should 
take advantage of that.”

International Forest Products LLC’s 
director of global transportation, Charlie 
Cunnion, said he does not anticipate nega-
tives resulting from the new alliances while 
he expects low ocean freight rates to con-
tinue, commenting, “I think it’s going to be 
a shippers’ market for some time now.”

Jim Prior, divisional vice presi-
dent for transportation at luxury fashion 
accessory leader Coach Inc., offered a 
three-word summation of 2016 – “crisis, 
consolidation, transformational” – indi-
cating that the new carrier alliances have 
potential for lifting the industry’s condi-
tion from a year in which container lines 
suffered multibillion-dollar losses.

Elaborating from a carrier point of 
view, MSC’s Santucci said that, whereas 
he expects equipment shortages to con-
tinue to pose challenges in 2017, he 
believes capacity imbalance issues will 
clear up within two to three years.

Santucci dismissed a suggestion that 
ocean carriers are colluding on rates, 
saying, “If there was any collusion, the 
rates wouldn’t be where they are.”

Indeed, MOL’s Craig said, “We com-
pete fiercely with our alliance partners.”

While he said the new alliances and 
their mega-containerships should bring 
about economies of scale on the water, 
Santucci said supply chain efficiencies 
won’t be realized without marine terminals 
instituting measures such as night opening 
of gates and trucker appointment systems.

Craig cited MOL’s extensive invest-
ments in automation at terminals in Oak-
land and Southern California, remarking, 
“We’re not just going to dump a big pile 
of cargo in there and overwhelm them.”

Not surprisingly, another JAXPORT 
conference panel discussion – on the out-
look for Caribbean trade – focused on 
commerce with Puerto Rico, for which 
the Port of Jacksonville has provided the 
dominant mainland link for decades.

Wal-Mart Stores Inc.’s director of 
global logistics, Anthony McAuley, said 
actively extending his company’s “Buy 
America” strategy to the island common-
wealth should help stimulate Puerto Rican 
manufacturing and two-way shipping, with 
more raw materials heading to Puerto Rico 
and greater quantities of manufactured 
goods coming north in what traditionally 
has been a trade highly skewed toward 
southbound moves. At the same time, he 
said, logistics costs will be reduced for 
consumer goods made on the island and 
bought at Puerto Rican Wal-Mart stores.

“Being able to stamp ‘Made in Amer-
ica’ on your product, that’s going to be 
worth something for at least the next four 
years,” McAuley said, alluding to Trump 
administration policies hostile to imports.

Thomas B. Crowley Jr., chairman 
and chief executive officer, Crowley Mar-
itime Corp., said he views manufacturing 
in Puerto Rico as “a huge unsung oppor-
tunity” to help fill containers that histori-
cally return northbound largely empty.

Crowley noted the extensive invest-
ments in liquefied natural gas, in new 
LNG-powered vessels and LNG delivery 
systems, being made by his company and 
another carrier in the Puerto Rico lane 
– TOTE Maritime – saying the clean-
burning fuel is “the future of shipping, 
we believe.”

That sentiment was echoed by TOTE’s 
president and chief executive officer, 
Anthony Chiarello, who said, “We believe 
LNG will become the leading marine fuel.”

Mitch Luciano, president and chief 

executive officer, Trailer Bridge Inc., 
the third carrier in the Jacksonville-San 
Juan lane, said his company, which pro-
vides triple-deck barge service, is in its 
best financial condition in its quarter cen-
tury of operation and said he has “a very 
positive outlook” on Puerto Rico trade. 
He added, however, that he does not see 
an economic rebound on the island until 
2019 or 2020.

Sergio Sandrin, president of Aqua 
Gulf Transport, the leading third-party 
logistics provider in the Puerto Rican 
trade, said that while that business “is still 
our rice and beans,” he sees the Dominican 
Republic as a fantastic growth market. He 
said he would love to see direct Domini-
can service from Jacksonville, adding that 
his 3PL presently serves that market via 
ships from Savannah and Miami.

(VIEWED – continued on page 19)

(VIEWED – continued from page 1) Tradepoint Atlantic inks 
long-term license agreement 
with Host Terminals
Host Terminals signs an exclusive 10-year contract to act as 
port operator for Tradepoint Atlantic’s 3,100-acre multi-pur-
pose global logistics center - $30 million to be spent making 
infrastructure improvements.  

Tradepoint Atlantic, a 3,100-acre mul-
timodal global logistics center in Baltimore, 
Maryland, that features an unmatched 
combination of access to deepwater berths, 
railroads, highways, and storage space 
announced an exclusive, 10-year agreement 
with Host Terminals to oversee the vast 
majority of marine cargo operations.

As part of the announcement, $30 
million in combined investment toward 
infrastructure improvements will also 
be made to the site. This will further 
Tradepoint Atlantic’s ability to gener-
ate a projected 17,000 direct and indirect 
permanent jobs over the next decade as it 

(INKS – continued on page 16)
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BREMERHAVEN – – 12 –
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HAMBURG 14 18 – 23
LE HAVRE – – – 19
LIVERPOOL 10 14 – –
ROTTERDAM – – 14 20
SOUTHAMPTON – – 9 26
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Export Customer Service 800-225-1235

Export Documentation 888-802-0401

Import Customer Service 888-802-0403

Logistics 866-821-7449
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Melford on the Strait of Canso. 
These two projects offering 
ample real estate space have yet 
to secure a long-term cargo com-
mitment from a shipping line, 
although Melford at least signed 
an agreement with SSA Marine 
to operate a future facility.

“From the perspective of 
Nova Scotia’s marine gateways, 
we recommend that public 
policies, plans and investments 
prioritize improvements that 
support the competitiveness 
of the Port of Halifax as Nova 
Scotia’s and Atlantic Canada’s 
primary marine gateway for 
containerized trade,” says the 
study completed by CPCS, inter-
national infrastructure develop-
ment consultants. “Certainly, 
we recommend against public 
investments in new or alterna-
tive marine gateways in Nova 
Scotia for container traffic.”

Backers of the two private 
projects have argued that lower 
development and operating costs 
as well as higher productivity 
could attract more container 
business through Nova Scotia.

The study acknowledges 
that both projects will not have 
the same land-based bottlenecks 
facing Halifax and will also ben-
efit from low construction costs, 
competitive labor agreements and 
the most advanced technology.

distaNCe to Market

However, the study notes that 
both projects “have the disadvan-
tage of greater distance to inland 
markets than existing ports.”

It also considers that Syd-
ney’s plan to deploy shortsea 
shipping services after the mega 
vessels arrive at port would create 
“prohibitive” costs for shippers.

It further notes that a three-
port strategy diluting the current 
volume of Halifax would send 

“conflicting signals” to the ship-
ping industry about the province’s 
main port.

On the other hand, the 
study raises some red flags on 
the future of the Port of Halifax, 
including the fact that it is widely 
regarded as a “discretionary” 
port-of-call compared to Mon-
treal and competitors on the US 
East Coast. Another is the lack 
of a large local market, so global 
carriers top-off their loads at Hal-
ifax before calling at much larger 
centers on the eastern seaboard.

However, the study says 
the expansion of the Suez Canal 
capacity means positive news 
for Halifax as more traffic flows 
to the East Coast of North Amer-
ica from southeast Asia.

goverNMeNt resPoNse to 
stUdy 

Meanwhile, how has the 
Nova Scotia government reacted 
to the study?

There has been little in 
public declarations. But in a 
response to a query from AJOT, 
a statement from the Nova Sco-
tia’s Department of Transpor-
tation, replied in these terms: 
“Shipping traffic plays a key 
economic role for the prov-
ince. This was a jointly funded 
report between the province and 
ACOA to help inform the over-
all discussion for Nova Scotia.

“Any major investment in 
NS ports would be led by the 
private sector. We’ve shared 
the report with stakeholders 
and look forward to continuing 
to work together to create con-
ditions for the success in Nova 
Scotia in all our sectors.”

Which basically suggests 
that the ball, or rather the boxes, 
are back in the courts of the Port 
of Halifax, Novaporte and Mel-
ford. More close monitoring in the 
future required before a final form 
of mega terminal emerges…

(RIVALRY – continued from 
page 4)

Spliethoff launches 4th year 
of Cleveland Europe Express

By Leo Ryan, AJOT

Dutch niche carrier Spliethoff is off and running 
with the 4th year of what is described as the only 
Great Lakes scheduled liner container and breakbulk 
service – the Cleveland-Europe Express (CEE), with 
Antwerp acting as the European hub port.

“We presently import more from Europe than 
we export, and the cargo mix is similar in both 
directions,” Torin Swartout, vice-president of 
Spliethoff Cleveland, told the American Journal of 
Transportation.

The recent arrival of the Hemgracht at Cleve-
land kicked off the 2017 edition of the direct all water 
service.  She sailed from Antwerp, Bilbao and Liv-
erpool in mid-March with destinations of Valleyfield 
Quebec, Cleveland and Detroit. The Hemgracht has 
2x175 ton cranes that can be combined.

Spliethoff averaged three Great Lakes sailings 
per month in 2015 and 2016, and kept up weekly 
service via the East Coast during the winter when 
the St. Lawrence Seaway was closed.

 “As a major carrier of projects and wind 
power, Spliethoff had port calls in every one of the 
Great Lakes in 2016 and we expect to do the same 

this year, “Swartout said, adding: “Knowing that 
there are scheduled sailings in and out of the Lakes 
allows project shippers more flexibility with less 
lead time.”

Container shippers enjoy a short transit time, 
without port or rail congestion and can pick up 
their cargo when they want it, Swartout said.

Later in April Spliethoff’s BigLift vessel 
Happy River, with 800 ton lifting capacity, will be 
calling Cleveland and other Great Lakes ports. 

The typical vessels owned by the Spliethoff 
Group are modern, well maintained, and have a 
combination of desirable features: heavy lifting 
capacity, top ice class, and are container friendly. 

 “This allows both container shippers and proj-
ect shippers to utilize the CEE Service on the same 
vessels,” said Swartout. “Industrial commodities 
and even bulk cargoes are carried on the service, 
sometimes in smaller quantities due to the fre-
quency of sailings.”

Door to door service is offered for both break-
bulk and containers, with worldwide connections 
for heavylifts and projects via Antwerp.

In April, Spliethoff’s BigLift vessel Happy River, with 800 ton lifting capacity, will be calling Cleveland.

enhances Baltimore’s competi-
tiveness as a key East Coast port 
for global trade.

“Tradepoint Atlantic is 
excited to welcome and partner 
with a leading expert in termi-
nal operations,” said Joe Greco, 
Vice President of Marine and 
Commercial Development.  “We 
are in the process of expanding 
our marine capabilities as we 
invest and expand our infra-
structure to attract new business 
to the Baltimore region with our 
partners. Host is a 94-year-old 
company that’s been in Bal-
timore since 1986, and truly 
shares our overall vision for the 
future at Sparrows Point. They 
possess a unique understanding 
of the total supply chain, with an 
extensive track record of finding 
efficiencies and creating value.”

“In my 40 years of expe-
rience in the industrial devel-
opment business, Tradepoint 
Atlantic is one of the most excit-
ing projects I have been part of,” 
says Tradepoint Atlantic Chair-
man and interim CEO Michael 
Mullen. “It’s the premier heavy 
industrial gateway of the United 
States, and we are eager for what 
the future brings as we further 
the growth and build-out of our 
port. I look forward to working 
with Host on maximizing the 
utility of this world class center.”

CEO Mullen replaces 
Michael Moore who in March 

announced his retirement as 
CEO to enable him to attend to 
important family matters. He 
said of his retirement, “When I 
first came out of retirement to 
lead Tradepoint Atlantic, I set 
out to build a team and grow the 
commercial activity of the busi-
ness. I believe I have accom-
plished that goal and I am proud 
of what we have achieved. 
While personal and family mat-
ters demand my attention, I am 
confident that Tradepoint Atlan-
tic is well positioned for a bright 
and prosperous future.” 

Host brings expertise in 
transportation of non-container-
ized cargos, providing “REAL 
solutions” for the bulk and break 
bulk industry. Host possesses 
a diverse range of experience 
in terminal operations, steve-
doring, marine asset, and ship 
agency work, empowering out-
of-the-box strategies that trans-
form the industry.

With four berths, over 1,000 
acres dedicated to marine stor-
age space, and connections to 
both CSX and Norfolk South-
ern, Tradepoint Atlantic is the 
largest maritime development in 
the United States. The site offers 
immediate access to the inter-
state and regional road network, 
and it has the largest private rail 
yard on the East Coast with over 
100 miles of shortline rail on-
site. It will be the first place in 
the country to push bulk cargo 
operations inland.

(INKS – continued from 
page 15)
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Uber and Lyft are good exam-
ples of the market finding a way 
to offer customers a product that 
they didn’t know they wanted 
until they saw it.  Autonomous 
vehicles are fast becoming 
another example.  The barriers 
to entry for container shipping 
are obviously far higher than for 
urban passenger transport, so this 
is not a perfect analogy. How-
ever, the substituting of scale for 
service in almost every facet of 
the container shipping industry is 
rapidly creating a value vacuum 
for customers by virtue of elimi-
nating product and service differ-
entiation while adding both risk 
and cost to the overall system.

Niche ports are poised 
to fill this vacuum by offer-
ing ocean carriers more direct 
access to local customers while 
at the same time offering ship-
pers more reliable alternatives to 
the long queues, congestion and 
overall poor service that increas-
ingly characterize larger ports 
burdened by unmanageable lift 
counts and unsustainable growth 
patterns.  The Port of Boston, 
for example, has attracted eight 
new ocean carriers just in the 
past two years and has set a new 
record for container volume 
each of the past three years.  At 
the same time, the Port has con-
sistently sustained average truck 
turn times, including dual trans-
actions, of just over 30 minutes 
while increasing productivity 
by 30% since 2012. Ports that 
handle 10, 20 or even 30 times 
the volume of containers that a 
niche port like Boston handles 
can easily dismiss such statis-
tics as irrelevant since a port 
that handles fewer than 300,000 
TEUs per year does not have the 
same kinds of challenges that a 
large port does. But that’s pre-
cisely the point – not all ports 
do have the same challenges and 
shippers are starting to under-
stand this and reward ports that 
demonstrate the ability to offer 
superior service.
froM Bigger to Better

The inherent competi-
tive nature of people and so too 
of ports dictates that growth 
in volume and market share is 
almost universally considered a 
net positive and something to be 
celebrated. The flip side of this 
is that decline in volume/market 
share is considered a net nega-
tive and something to be avoided 
like the proverbial plague. Yet in 
order to resolve some of the con-
tainer shipping industry’s most 
fundamental problems, a whole-
sale shift away from a mentality 
of “or” and toward a mentality 
of “and” whereby it is possible 
to lose market share and still be 
successful or, conversely, to gain 
market share and still be unsuc-
cessful, must eventually occur.  
Large intermodal gateways are 
critical to an efficient supply 
chain and will not decline in 
importance any time soon. But 
for large ports to continue to be 
successful, they must resolve 
the many challenges that have 
resulted from the very scale that 
created those challenges.  While 
it may seem counterintuitive, 
in some cases the answer to the 
challenges that large ports face 
may be to concede a certain 
amount of local volume to niche 
ports within the region in order to 
focus on improving the quality of 
their core non-local intermodal 

business. The industry will be 
better served in the long-term if 
growth in volume and/or market 
share at a given port is dictated 
by targeted efforts to improve 
performance and deliver value 
rather than by short-term cost-
cutting measures driven by the 
relentless pursuit of perceived 
economies of scale.

Ports of all sizes are acutely 
aware of the near-term chal-
lenges that larger vessels repre-
sent and, large or small, all ports 
must continue to make the neces-
sary capital investments, includ-
ing both dredging and landside 
improvements, to meet those 
challenges. But sacrificing ser-
vice in pursuit of scale is a race 
to the bottom, not a blueprint for 
future success. Cargo, like water, 
will always follow the path of 
least resistance. By focusing on 
service over scale, productivity 
over price and overall customer 
experience over bragging rights, 

niche ports eliminate many of 
the unintended negative conse-
quences that economies of scale 
have forced upon larger ports.

The first 15 years of the 21st 
century have witnessed a clear 
shift toward commoditization in 
the container shipping industry 
as the relentless pursuit of scale 
at all levels has steadily eroded 
nearly all distinguishing attri-
butes among service providers, 
particularly ocean carriers.  To 
the extent that trends in other 
industries can be viewed as reli-
able proxies for the future of con-
tainer shipping, the next 15 years 
can and should witness a slow 
but sure shift away from scale as 
an instrument of cost reduction 
and toward market and product 
customization as instruments of 
competitive advantage.  Niche 
ports will increasingly emerge 
as differentiators in this environ-
ment by offering customers the 
one thing they most want: value.

(SMALLER – continued from 
page 12) Crowley and Penn Terminals 

sign multi-year agreement 
Crowley Maritime Corpora-

tion has signed a multi-year ste-
vedoring and terminal services 
agreement with Penn Terminals 
in Eddystone, Pa., to accom-
modate the company’s weekly 
Northeast container shipping 
service to and from San Juan, 
Puerto Rico.

Crowley, which has served 
the Northeast market from Petty 
Island in Pennsauken, N.J., con-
tinuously since 1983, will begin 
service from Penn Terminals 
Jan. 1, 2018.

“We are very, very pleased 
to find a new home for our oper-
ations at Penn Terminal,” said 
John Hourihan, Crowley senior 
vice president and general man-
ager, Puerto Rico services. “The 
Penn Terminal management 

team has been very accommo-
dating and understanding of 
our needs. We look forward to 
a long-term, mutually-beneficial 
relationship.”

“Penn Terminals is honored 
to be Crowley’s chosen service 
provider on the Delaware River 
come January 2018,” said John 
Brennan, president and CEO of 
Penn Terminals. “We are look-
ing forward to the opportunity to 
help support Crowley’s growth 
and development over the 
coming years.”    

With Crowley’s lease at 
Petty Island expiring at the end of 
this year, and the company tran-
sitioning to a lift-on/lift-off (Lo/
Lo) operation in its Puerto Rico 
service, Hourihan said the time 
was right to make the move.  
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JAXPORT Logistics & Intermodal Conference draws 350-plus leaders 
By Paul Scott Abbott, AJOT

The Jacksonville Port Authority’s 2017 JAXPORT Logistics & Intermodal Confer-
ence has once again proven a big draw for senior transportation executives, attracting 
more than 350 to St. Augustine, Florida, for events from March 20 through 22.

The opening conference reception, sponsored by TOTE Maritime, was held March 

20, at the World Golf Hall of Fame, adjacent to the World Golf Village Renaissance 
Resort venue that hosted the following day’s business sessions. Optional JAXPORT 
tours and a March 22 golf tournament rounded out the agenda.

It was the fifth edition of the JAXPORT conference, which has been held in North-
east Florida on a biennial basis since 2009. (For reports on conference business sessions, 
see front page.) (Photos by Paul Scott Abbott, AJOT)

(L to R) Justin Ryan – Florida Department of Transportation, Tom Knox – CDM Smith, 
Ken Page – JAXPORT, Rob Palmer – RS&H Consulting, Doug Menefee – JAXPORT

(L to R) Anthony DeBari – Columbia Coastal Transport, Douglas Jackson – 
Atlantic Container Line, Joe Villa – Columbia Coastal Transport, Bruce Fenimore – 

Columbia Coastal Transport, Jason Kirin – Columbia Coastal Transport

(L to R) Anita Pounds – H&M International Transportation Inc., Doug Connell – 
GP Cellulose LLC, Carter Noland – GP Cellulose LLC, Rich Werkmeister – H&M 

International, Linda Gillis – H&M International,  Joan Paoletta – H&M International

(L to R) Michael Breen – JAXUSA Partnership, Greg Kern – Tetra Tech Inc., 
Tyler Newman – Cushman & Wakefield, Robert Hooper Jr. – Atlantic Logistics, 

Tim Hart – CSX Transportation, Debbie McDowell – Seaonus

(L to R) Chris Sloope – North Florida Warehouse FTZ, Lynn Baltz – JF Moran Co., 
Scott Lane – Beaver Street Fisheries, Robert Fox – The JZ Expedited Companies, 

Paige Savitz – Beaver Street Fisheries, Linda Carrion – North Florida Warehouse FTZ

(L to R) Gary Morelli – SSA Cooper, John Walsh – SSA Cooper, 
Roy Schleicher – JAXPORT, Frank McBride – SSA Cooper

(L to R) David Kaufman – JAXPORT, Bill Wade – Ceres Marine Terminals, 
Doug Hansen – Ceres Marine Terminals, Matty Appice – Port Manatee

(L to R) Gary Salvador – AMPORTS, Samantha Cornelius – Canaveral Port Authority, 
Alberto Cabrera – Canaveral Port Authority, Ted Moore – BNSF Logistics LLC

(L to R) Torey Presti – National Shipping Agencies Inc., 
Arlene Heeneman – National Shipping Agencies Inc., 
David McDonald – McDonald, Miller & Coleman LLC

(L to R) Scott Fernandez – Aqua Gulf Transport, 
Tommy Webb – Averitt Express, 
Kent Williams – Averitt Express

(L to R) Charlie Atkinson – Bahri Logistics, 
Paul Gigis – BP Express Inc., Rick Schiappacasse – 

JAXPORT, Tom Mutz – PENN Warehousing & Distribution
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(L to R) Ken Kellaway – RoadOne IntermodaLogistics, 
Sarah Bond – RoadOne IntermodaLogistics, Jing Feng – GP Cellulose LLC, 

Kendall Kellaway III – RoadOne Intermodal Logistics

(L to R) John Wallace – Lewis Longman & Walker P.A., Lisa Wheldon – JAXPORT, 
Mitch Poole – Inland Logistics Solutions, Sherri Jackson – Interdom LLC

Trump administration must 
advance plan for infrastructure, 
JAXPORT conferees told

By Paul Scott Abbott, AJOT

Advancement of extensive U.S. trans-
portation infrastructure projects is impera-
tive, according to presenters in the opening 
panel discussion at the JAXPORT Logis-
tics & Intermodal Conference.

The panelists called for the Trump 
administration to not 
only move transporta-
tion projects forward 
but also to maintain 
foreign trade, includ-
ing via renegotiated 
agreements, as well as 
advance deregulation 
and tax reform.

Darrell Wilson, 
assistant vice president 
of government rela-
tions for Class I railroad 
firm Norfolk South-
ern Corp., said March 
21 that the “big three” 
priorities he would 
like to see addressed in 
Washington are infra-
structure investment, 
further deregulation 
of business and tax 
reform, including sus-
tainable tax cuts.

Kurt Nagle, president and chief execu-
tive officer of the American Association of 
Port Authorities, said he is optimistic that, 
when details emerge of President Trump’s 
$1 trillion infrastructure pledge, a signifi-
cant transportation component will be fea-
tured, including spending on waterside and 
landside connections for seaports, with ship 
channels maintained at authorized depths.

“If we want to be competitive, we 
need to catch up,” Nagle said.

Another panelist, Tom Feeney, 
president and chief executive officer of 
Associated Industries of Florida, a Jack-
sonville-based lobbying group, said he has 
“some optimism” that considerable trans-
portation projects will be moved forward, 
including via public-private partnerships.

Feeney, a former speaker of the Florida 
House of Representatives who served as a 
Republican U.S. congressman from 2003 

to 2009, noted that $1 trillion of approved 
transportation already is in the pipeline.

Regarding Trump’s seemingly protec-
tionist stance toward foreign trade, Feeney 
commented, “No country ever protected 
itself into prosperity.

“Starting a trade war is a very bad 
idea,” he continued, “and it will hurt 
American consumers far more than it will 
help American business.”

Norfolk Southern’s Wilson said a pos-
itive approach might be a requirement that 
100 percent of steel used in infrastructure 
projects be made in the United States.

Wilson urged renegotiation of the 
quarter-century-old North American Free-
Trade Agreement, a position supported by 
AAPA’a Nagle.

Nagle said his association has yet 
to take a formal stance on the proposed 
border adjustment tax, adding that export-
dominant ports may benefit from such 
levies on imports while those with more 
imports are likely to be hurt.

The original version of the above 
first appeared March 21 as a blog at www.
ajot.com. 

Darrell Wilson, assistant vice president of government 
relations for Norfolk Southern Corp., left, listens to Tom Feeney, 
president and chief executive officer of Associated Industries 
of Florida, at the JAXPORT Logistics & Intermodal Conference. 

(Photo by Paul Scott Abbott, AJOT)

(photo spread continued from previous page)

Craig Mygatt, chief executive officer 
of Maersk Group unit SeaLand, which 
does not yet call at Jacksonville, said he 
believes the most exciting country in the 
Caribbean region is Mexico, while Cuba 
also is generating great global attention, 
even though the United States is lagging 
behind other nations in serving it.

Referring to U.S. interests not stepping 
in to serve a potentially post-embargo Cuba, 
Mygatt commented, “We’ve either got to get 
our act together or it’s going to get backfilled 
from the international community.”

Crowley, whose U.S. company has 
been serving Cuba with non-embar-
goed “humanitarian” goods since 2001, 
well prior to U.S. sanction easing by 
the Obama administration, interjected, 
“Every other country is there in Cuba. I 
think we’re missing an opportunity, and 
every day we wait, we’re losing out.”

In yet another discussion, execu-
tives of a pair of big U.S. retailers pointed 
out how technology is being deployed to 
enhance supply chain efficiencies.

Rick Schart, senior vice president for 
supply chain and e-commerce at Jackson-
ville-based discount department store opera-
tor Stein Mart Inc., said managing logistics 
costs is a key to better corporate margins, 
observing, “The retail supply chain needs to 
be a core competency of the business.”

Schart said his company heavily relies 
upon data – not just from sales but also 
what people look at when browsing Stein 
Mart’s website – in making decisions.

Taking advantage of technology is 
particularly important, he said, in an envi-
ronment in which a product may be sold 
even before it comes into the company’s 
possession.

Schart added that he sees “huge poten-
tial” in deployment of warehouse robotics.

Stein Mart Inc.’s senior VP for supply 
chain and e-commerce, Rick Schart, sees 

great potential for warehouse robotics. 
(Photo by Paul Scott Abbott, AJOT)

Beall’s Inc.’s senior vice president and 
chief logistics officer, Wayne Varnadore, 
says supply chain visibility is vital. (Photo 

by Paul Scott Abbott, AJOT)

Wayne Varnadore, senior vice presi-
dent and chief logistics officer of Braden-
ton, Florida-based retail chain Beall’s Inc., 
said his company is increasingly counting 
on cloud-based solutions in a distribution 
model that has entailed removing half the 
inventory from its 525 stores.

“Visibility is a big deal for us,” Varna-
dore said, “especially on the inbound side.”

(VIEWED – continued from page 15)
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•	 10	Gates,	No	Delays,	Average Turn Times = 32 Minutes


