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Commitment to Service
The Port of Long Beach is the greenest, fastest, most efficient gateway for goods 
moving to and from Asia and marketplaces across America.

We’re keeping our competitive edge while working sustainably, offering unrivaled 
customer service while we build the Green Port of the Future.

Paying for US port infrastructure 
today and tomorrow
No group knows more about U.S. ports than the 
Washington, D.C.-based American Association of  
Port Authorities (AAPA). Perhaps the thorniest prob-
lem facing U.S. port authorities is how to pay for both 
the maintenance of existing infrastructure and the 
improvements to facilities both on the water and 
landside in the future. The following questions prof-
fered by the AJOT were answered by the AAPA staff.

By George Lauriat, AJOT

AJOT: In mid-May, the 
U.S. House of Repre-
sentatives released the 
Energy & Water Devel-
opment Appropriations 
bill for fiscal 2020. The 
bill would provide 
$7.355 billion in 
annual funding 
for the U.S. Army 
Corps of Engi-
neers – slightly up on the $7 
billion in appropriations in 
the FY 2019. Assuming the 
appropriation bill as it stands 
is approved (and how big a 
question is “approval” given 
the significant difference 
between the House bill and 
the Administration’s budget 
proposal), on what projects 
can the funds be spent? Are 
there any limitations on the 
use of funds for Corp “work”?

AAPA: Congress begins 
with the project-specific 
funding in the President’s 
budget request.  They then 
provide additional program-
matic funds that the Admin-
istration (Corps) distributes 
to specific projects as part 
of its ‘FY 2020 Work Plan’. 
This approach complies with 
the ‘earmarks ban’ which 
prevents Congress from 
providing funds to a spe-
cific navigation project.  For 
example, the House bill has 
$600 million ‘Deep Draft 
Navigation’, which would be 
distributed by the Corps. (see 
USACE FY 2019 Work Plan 
-  https://usace.contentdm.
oclc.org/utils/getfile/collec-
tion/p16021coll6/id/2092)

The table lists the original 
amount from the President’s 
budget and the additional funds 
distributed from the Congres-
sional programmatic funds. As 
for funding use limitations, the 
Appropriations bill normally 
states these funds cannot be 
used for a new program, proj-
ect or activity.  

AJOT: How does the 
funding of The Harbor Main-
tenance Trust Fund (HMT) 
get applied to projects? What 
percent of the HMT fund-
ing is generally used for 
projects? Could you explain 
which projects fit under the 
HMT funding mandate?  

AAPA: The President’s 
budget request identifies 
the amount of HMT eli-
gible work is proposed. The 
FY 2020 President’s budget 
requested $956 million 
for HMT work. The Corps 
issues a ‘Press Book’ with 
the HMT summary and proj-

ect specific details (https://
cdm16021.contentdm.

oclc.org/digi tal /col-
lection/p16021coll6/
id/42). When Congress 
provides ‘programmatic 
funds’, they are distrib-

uted to specific proj-
ects and a new total 
for HMT work is 
determined.  

top 100 global 
container ports 2019

Aerial view of the Port of Shanghai, China, the world largest container port
(INFRASTRUCTURE – 

continued on page 4)
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Experience the progress.

Liebherr Container Cranes Ltd
Fossa, Killarney, Ireland
Tel.: + 353 64 66 70200
E-Mail: sales.lcc@liebherr.com
www.facebook.com/LiebherrMaritime
www.liebherr.com

Lattice boom / beam, reduced self weight and lower centre of gravity
Liebherr drive systems
Improved performance in high winds
Industry leading productivity and availability
Lifetime spares and service from Liebherr

•
•
•
•
•

Ship to shore container cranes by Liebherr
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Prince Rupert’s ambitious target - 
become Canada’s second largest portCongress currently appropriates 

funds independent of HMT collec-
tions. In FY 2013 the appropriations 
were slightly over 50% of HMT rev-
enues. The Water Resources Reform 
and Development Act, WRRDA 2014 
established funding targets that would 
be used to achieve use of the full prior 
years HMT revenues by 2025.  The FY 
2020 House bill is estimated to fund 
95% of the FY 2019 HMT revenues.  

HMT-eligible work was defined 
in the Water Resources and Devel-
opment Act of 1986.  It is for opera-
tion and maintenance of coastal 
navigation projects. New construc-
tion, such as a channel deepening, is 
not an authorized use of HMT funds. 
Coastal includes Great Lakes and a 
few inland navigation projects that are 
not part of the defined Inland Water-
ways Trust Fund, IWTF.   

AJOT: The AAPA has highlighted 
that $66 billion in Federal funding 
will be needed for port related infra-
structure over the next decade, with 
$33.8 billion of that total on the water-
side. Could you elaborate on how the 
figure was derived and what types of 
projects would fall within the frame-
work of the landside/waterside fund-
ing estimates?

AAPA: The $33.8 billion was 
developed in 2016 and is the sum of 
4 components. (1) Full HMT rev-
enues over the next 10 years, $18.6 
billion; (2) The unspent (2016) bal-
ance of HMT funds, $9 billion; (3) the 
Federal share of the Congressio-
nally-authorized channel deepen-
ing projects authorized in WRRDA 
2014 and WRDA 2016, $3.1 billion; 
and (4) anticipated cost to construct 
navigation channel improvements 
currently under study for Congressio-
nal authorization, $3.1 billion.   

AJOT: Besides Federal appropri-
ations, port project funding via Pri-
vate-Public Partnerships and through 
State and local agencies (sometimes 
matching Federal grants) has been 
deployed on many recent port proj-
ects. Do you see more (possibly 
different) funding vehicles being 
deployed over the next decade to 
keep up with the needs of seaports?

AAPA:  AAPA is supportive of 
the Federal government’s efforts in 
this area. The Government is explor-
ing new approaches to funding its 
obligations for things like Federal 
navigation channels. It also looks for 
creative ways to fund maritime infra-
structure investments, such as road 
and rail connectors that will grow the 
economy, increase jobs and improve 
the competitiveness of U.S. products 
in the global marketplace. AAPA sup-
ports increasing the federal gas tax 
to provide solvency for the highway 
trust fund (HTF). However, along with 
raising the gas tax, AAPA strongly 
supports raising the multimodal caps 
within the highway trust fund so that 
multimodal port projects will have 
resources to build connector projects. 
AAPA also supports some form of a 
way-bill fee on the domestic move-
ment of cargo. (To see more about 
AAPA’s policy recommendations in this 
area, go to http://aapa.files.cms-plus.
com/PDFs/Freight%20and%20Land-
side%20Infrastructure.pdf and http://
aapa.files.cms-plus.com/Infrastruc-
ture2pager.pdf and http://aapa.
files.cms plus.com/PDFs/Water%20
Resources_1552931976378_1.pdf)

AJOT: A recent report by the Uni-

versity of Rhode Island indicated that a 
two – meter sea level rise could require 
a $57 million - $78 million infrastruc-
ture investment by U.S. Ports.

What’s the AAPA’s take on the 
demands on U.S. port infrastructure that 
sea level rise will have in the future?

AAPA: Sea level rise certainly 
has the potential to impact the cost of 
coastal infrastructure projects, primar-
ily because of the increased frequency 
and intensity of extreme weather 
events. While sea level rise itself may 
not demand dramatic changes to port 
infrastructure, even modest levels of 
sea level rise, coupled with dramatic 
storm surges and an increased likeli-
hood of the weather events causing 
them, has the capacity to render cur-
rent port infrastructure inadequate 
for resiliency purposes. The costs of 
hardening port infrastructure against 
such scenarios will vary from port to 
port. One challenge in trying to calcu-
late costs for the entire port industry is 
that federal agencies are each indepen-
dently creating their own predictions 

(INFRASTRUCTURE – continued 
on page 14)

(INFRASTRUCTURE – continued 
from page 2)

Leo Ryan, AJOT

It was barely a decade ago that 
Don Krusel, then chief executive of 
a remote, long-struggling bulk port 
in northern British Columbia (popu-
lation 13,000), launched a bold 
blueprint that surprised many 
marine industry observers: a 
container terminal to foster trade 
between North America and 
Asia. He candidly qualified 
this strategy as “a Hail Mary 
pass for the port.” In fact, 
the visionary port helmsman 
had noticed, among other things, that 
thanks to the Great Circle route Prince 
Rupert was more than 1,000 nautical 
miles closer to Shanghai than Los 
Angeles-Long Beach. Moreover, it 
was served by CN, the railway with 
the most extensive reach of any car-
rier right to the Gulf of Mexico. Car-
rying the torch today with comparable 
zeal is Shaun Stevenson, president 

and CEO of the Prince Rupert Port 
Authority since June of last year.

Like his predecessor, Stevenson 
is pursuing an ambitious agenda: 

for arguably the fastest-growing 
container port on the continent to 
become Canada’s second busiest 
maritime gateway after Vancou-

ver, overtaking Montreal, 
within five years.

This was reinforced through 
a recently released container 
terminal master plan that out-

lines the potential of future container 
terminal capacity and sequencing of 
development at the Pacific gateway 
some 500 miles north of Vancouver. The 
planning work identifies the long-term 
potential to develop six to seven million 
TEUs of capacity through the develop-
ment of multiple terminals. This would 
possibly propel Prince Rupert into the 

(TARGET – continued on page 11)
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THE ONLY DEEP WATER PORT ON THE 
WESTERN PEARL RIVER DELTA

16 Berths, 60 Cranes, Open 24/7/365

• Nansha moved over 15.2 million teus in 2018
• Nansha, part of Guangzhou Port Group, moved 20.8 million teus, passing 

Hong Kong and Busan in the Global Port Rankings
• On dock rail access and new cold storage facility coming late 2019

South China Port With North America Representation

201-264-2775
portofnansha.com

john.painter@portofnansha.com

aJot’s top 100 containerports a to Z
2017 2018

 Port  Nation   TEU  TEU 
 Alexandria  egypt  1,613,000  nA 
 Algeciras  Spain  4,389,836  4,772,000 
 Ambarli  Turkey  3,131,621  3,170,000 
 Antwerp  Belgium  10,450,897  11,100,000 
 Balboa  Panama  2,905,049  2,050,000 
 Bandar Abbas  Iran  2,607,000  2,020,000 
 Barcelona  Spain  2,968,757  3,423,000 
 Bremen/Bremerhaven  Germany  5,510,000  5,427,000 
 Busan  Korea  20,493,475  21,663,000 
 Cai Mep  Vietnam  3,065,014  3,200,000 
 Callao  Peru  2,250,200  2,950,000 
 Cartagena  Colombia  2,663,415  2,860,000 
 Charleston  uSA  2,177,550  2,320,000 
 Chennai  India  1,549,457  1,610,000 
 Chittagong  Bangladesh  2,566,597  2,900,000 
 Colombo  Sri lanka  6,209,000  7,050,000 
 Colon  Panama  3,891,209  4,320,000 
 Dalian  China  9,707,000  9,770,000 
 Dammam  Saudi Arabia  1,582,388  1,540,000 
 Dandong  China  1,866,000  nA 
 Dongguan  China  3,910,000  3,500,000 
 Dubai  uAe  15,368,000  14,950,000 
 Durban   South Africa  2,699,978  2,950,000 
 Felixstowe   uK  3,849,700  4,161,000 
 Fuzhou   China  3,007,000  3,340,000 
 Gdansk   Poland  1,593,761  1,949,000 
 Genoa  Italy  2,622,200  2,609,000 
 Gioia Tauro  Italy  2,448,600  2,301,000 

 Guangzhou  China  20,370,000  21,870,000 
 Guayaquil  ecuador  1,871,591  2,060,000 
 Haikou  China  1,640,000  1,850,000 
 Hamburg  Germany  8,860,000  8,730,000 
 Ho Chi Minh City  Vietnam  6,155,535  6,330,000 
 Hong Kong  China/SAR  20,770,000  19,600,000 
 Houston  uSA  2,459,107  2,699,850 
 Incheon  Korea  3,050,000  3,110,000 
 Jawaharlal Nehru  India  4,833,397  5,005,000 
 Jeddah  Saudi Arabia  4,150,000  4,120,000 
 Kaohsiung  Taiwan/China  10,271,018  10,450,000 
 Karachi  Pakistan  2,224,000  2,350,000 
 Khorfakkan  Iran  2,321,360  2,000,000 
 King Abdullah  Saudi Arabia  1,695,322  2,300,000 
 Kingston  jamaica  1,681,706  1,830,000 
 Kobe  japan  2,924,179  2,940,000 
 Laem Chabang  Thailand  7,670,000  8,070,000 
 Le Havre  France  2,870,000  2,880,000 
 Lianyungang  China  4,710,700  4,750,000 
 London  uK  2,431,000  1,700,000 
 Long Beach  uSA  7,544,507  8,091,029 
 Los Angeles  uSA  9,343,192  9,458,751 
 Manila  Philippines  4,782,240  5,050,000 
 Manzanillo  Philippines  2,830,370  3,080,000 
 Marsaxlokk  Malta  3,150,000  3,310,000 
 Melbourne  Australia  2,497,000  3,010,000 
 Mersin  Turkey  1,592,000  1,660,000 
 Montreal  Canada  1,537,669  1,679,351 

(CHART – continued on page 30)



It’s not just about shipping your cargo from port to port. It’s

about your business. We know your business, and we have

what you need to succeed: a global network of tailored liner

services, worldwide offices, first-class customer service

and unmatched cargo expertise. Hamburg Süd is a local

expert who speaks your language and understands
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We know your business.
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www.hamburgsud-line.com
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Trump tariffs loom large 
for ro/ro business
Auto measures could hit market hard

By Peter Buxbaum, AJOT

On June 8, President 
Donald Trump suspended the 
tariffs he had threatened on 
all imports from Mexico, 
a move that could have 
wreaked havoc on 
Mexico’s manufactur-
ing sector and the North 
American auto busi-
ness generally. The 
automotive sector 
in Mexico relies 
heavily on vehicle 
exports to the United States, 
accounting for more than 17% 
of all of Mexico’s manufac-
turing, while the United States 
auto industry relies on an inte-
grated North American supply 
chain for its profitability.

The auto industry may 
have dodged a bullet with 
Trump’s reversal but the 
tariff situation is far from 
over. Duties on Chinese and 
most steel and aluminum 
imports are still in effect, 
and there is the possibility of 
more to come—particularly 
on vehicles. Although a deci-
sion has been postponed, the 
Department of Commerce is 
still considering imposing 
tariffs on vehicle imports on 
national security grounds—
a development which would 
have an impact, not only on 
Mexico, but on trade with 
Europe and Japan, as well as 
the ro/ro business conducted 
by carriers and ports. A grow-
ing number of Mexican auto 
exports have been arriv-
ing at U.S. ports by way of 
short-sea maritime services, 
but the impact of car tariffs 
on the ro/ro business would 
undoubtedly be felt more on 
the trades from overseas. 

Big ShipS Keep Ro/Ro 
Rolling

The Port of Baltimore 
recently announced it set sev-
eral new records in March, 
including the best March 
on record for cars and light 
trucks, at 59,052 vehicles, and 
the most roll-on/roll-off farm 
and construction machinery 
cargo tons since June 2012, at 
96,535. Growing ro/ro num-
bers like that have been facili-
tated by investments in recent 
years in much larger vessels 
on the part of ro/ro carriers—
much like their container 
counterparts. 

The largest Pure Car and 
Truck Carrier (PCTC) ship in 
the world is the Höegh Target, 
with a capacity of 8,500 
CEUs (car equivalent unit). 
The Wallenius Wilhelmsen 
Logistics’ HERO (High Effi-
ciency Ro/Ro) class vessels 
boast a capacity of around 
8,000 CEU. Both were built 
to exploit the possibilities of 
the expanded Panama Canal, 
which opened in 2016. 

Much as container car-
riers have begun to deploy 

mega-ships that the new 
locks can accommodate, 

so have vehicle and 
equipment carriers fol-
lowed suit. But, just as 

some have questioned 
whether container lines 

should have invested 
in oversized ships, 
the wisdom of the 
ro/ro carriers will 

also be questioned in the event 
of a slowdown in the vehicle 
trades—especially in the era 
of the Trump tariff.

Vessel size is not the only ro/ro transportation ‘19
A Wallenius Wilhelmsen ro/ro vessel docked at the Port of Brunswick, GA

(TARIFFS – continued on 
page 10)

FLAT WRONG! 

Tel: 800-ACL-1235 • Email: rorona@aclcargo.com 
www.ACLcargo.com

Grounded Secure Safe From The Elements

Why would you consider shipping your high valued, out-of-gauge cargo on a flatrack, when ACL has a 100% underdeck alternative?

Make The Right Choice For Your Cargo’s Safety!

Flatrack?
FLatrack_AJOT_2019_Layout 1  6/14/19  12:25 PM  Page 1
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READY 
TODAY
ROOM FOR 
TOMORROW

No congestion. Easy access. Rapid departure.
Strategically located less than 50 miles from Orlando 
and boasting a 45 minute buoy to dock transit time, 
Port Canaveral is a world-class gateway for importing 
and exporting new and used RO/RO cargo. Explore 
how Port Canaveral can help your business set 
sail to higher profits. For more information, visit 
portcanaveral.com. 

Uncertain times for 
Mexican auto manufacturing 
HR, USMCA are among the issues facing Mexico’s 
auto industry.

By Peter Buxbaum, AJOT

It’s the downside, if you 
want to look at it that way, 
of having such a robust auto-
mobile manufacturing sector 
in Mexico. There are 20 car 
assembly plants in Mexico 
competing for workers, so 
it’s an employee’s market. As 
a result, companies are expe-
riencing high staff turnover 
and absenteeism rates.

“To say that talent manage-
ment is a challenge right now 
is something of an understate-
ment,” said Roberto Zavala, 
vice president of Mexico oper-
ations at WW Solutions. “All 
companies in the automotive 
sector in Mexico have to think 
outside the box when it comes 
to addressing growing turnover 
rates and absenteeism.”

Wallenius Wilhelmsen 
Logistics, of which WW Solu-
tions is a unit, participates in 
Mexico’s automotive industry 
not only as a carrier and logis-
tics provider, but as a vehicle 
processor, so it encounters the 
human resource issues on the 
same playing field as do the 
OEMs. WW Solutions special-
izes in processing solutions at 
ports and at OEM plants, pro-
viding services that include 
pre-delivery inspections, acces-
sory fittings, repairs, storage, 
washing, vehicle preparation, 
quality control, inventory man-
agement, and the procurement 
of technical services.

“In Mexico, labor market 
issues can mean longer hours 
for those working, as well as 
lost efficiencies when trained 
employees leave the busi-
ness,” Zavala said. “The extra 
time and training needed to 
get new employees up to 
speed creates costs for OEMs 
and logistics providers alike.”

WW Solutions in Mexico 
is exploring ways of attract-
ing and retaining employees 
by paying workers extra for 
recommending new suc-
cessful applicants, as well 
awarding them as enhanced 
benefits. “We also incentiv-
ize perfect attendance and 
performance,” Zavala added.

There’s no doubt it’s an 
uncertain time for the Mexi-
can car industry, and talent is 
just one issue. The replace-
ment, if it actually comes 
about, of the North Ameri-
can Free Trade Agreement 
(NAFTA) with the United 
S t a t e s - M e x i c o - C a n a d a 
Agreement (USMCA), will 
mean a different set of tariffs 
and trading rules for Mexico.

Among other things, the 
USMCA changes the rules 
of origin for automobiles, 
requiring more North Ameri-
can content than before to 
qualify for duty-free treat-
ment. The agreement, which 
has yet to be approved by the 
United States Congress, also 

requires that a percentage of 
auto production be done by 
workers earning more than 
$16 per hour. The USMCA 
could thereby impact Mexi-
co’s competitive advantage 
as compared to other car-pro-
ducing nations.

“Automotive is big busi-
ness for Mexico,” said Zavala. 
“Any hit to the sector would 
have a huge economic impact.”

There might still be 
worker recruitment and reten-
tion problems, but the underly-
ing market fundamentals are 
strong, according to Zavala. 
“Mexico will continue to 
produce millions of vehicles 
each year,” he said. 

Wallenius Wilhelmsen logistics participates in Mexico’s automotive industry not only as a carrier and logistics provider, 
but as a vehicle processor, so it encounters the human resource issues on the same playing field as do the OeMs. 
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COVERING ALL COASTS
Providing stevedoring & terminal operations
in more than 42 U.S. ports and 80 locations

www.PortsAmerica.com

Baltimore
Baton Rouge
Beaumont
Bellingham, WA
Boston
Brunswick
Camden
Charleston
Concord, CA
Coos Bay
Corpus Christi

Crockett
Davisville
Eureka, CA
Freeport
Galveston
Gulfport
Houston
Jacksonville
Long Beach
Longview
Los Angeles

Miami
New Orleans
New York
Newark
Olympia
Philadelphia
Port Arthur
Port Canaveral
Port Everglades
Port Hueneme

Portland, ME
Providence
San Diego
Savannah
Tacoma
Tampa
Vancouver, WA
Virginia
Wilmington, DE
Wilmington, NC

resemblance between the con-
tainer and ro/ro businesses 
these days. Both fleets suffer 
from an overcapacity that has 
led to downward pressure on 

ro/ro competes with con-
tainer vessels, heavy lift, 
and multi-purpose vessel 
types,” added Simon White, 
head of trade management 
ocean operations at Walle-
nius Wilhelmsen Logistics, 

annually in 14 auto and ro/
ro ports servicing many mar-
kets—the largest being Japan 
and Western Europe. But 
the most notable change the 
company has seen recently 
has been “more short-sea 
spot shipments than normal 
out of Mexico,” said Luke 
Doremus, Ports America’s 
national account manager 
for ro/ro. “We have worked 
several unexpected new car 
import operations in Tampa 
in recent months.”

Ports America’s auto 
volumes have remained flat 

between May 2018 and May 
2019 and down slightly since 
2017 across all Ports America 
locations. “Heavy equipment, 
breakbulk, and static cargo 
volumes have increased 
during the last several years,” 
noted Doremus.

Thus far, the company 
has not experienced an 
impact at the ports due to the 
tariff disputes. “However, we 
believe a decline in volume is 
possible in the future if tariffs 
take effect,” said Doremus. 
“Additional costs to OEMs 
will pressure logistics net-

works, forcing OEMs to cut 
costs where they can.  Rail is 
generally less expensive than 
short sea and may begin to 
draw a higher allocation of 
import cargo from Mexico.”

Mexico was very much 
of concern recently to Lynn 
Baltz, vice president of south-
ern operations at JF Moran, a 
woman-owned logistics com-
pany, as trade with Mexico 
would have been impacted 
if the tariffs had gone into 
effect. JF Moran’s main trade 

(TARIFFS – continued on 
page 11)

(TARIFFS – continued from 
page 8)

“Larger vessels figure into the equation the 
same way they do for container carriers… 
lower the cost per unit so the carriers are 
going as big as they can.” Frank Camp, 
director of  non-containerized sales at the 
Port of  Jacksonville.
rates, and that has turned up 
the heat on competition. In 
today’s environment, con-
tainer carriers are competing 
not only with each other but 
with bulk and breakbulk car-
riers as well. Many ro/ro car-
riers, too, are competing for a 
diversity of cargo, including 
breakbulk and lift-on/lift off 
(lo/lo) shipments. 

“Larger vessels figure 
into the equation the same 
way they do for container 
carriers,” said Frank Camp, 
director of non-containerized 
sales at the Port of Jackson-
ville. “They are trying to 
lower the cost per unit so 
the carriers are going as big 
as they can. If they are sail-
ing ships with more capacity 
they can potentially deliver 
more cargo.”

“In the breakbulk market, 

“all of which are experienc-
ing their own issues related 
to overcapacity. WWL has 
invested heavily across its 
entire fleet to be able to pro-
vide extended capabilities 
for breakbulk cargo.”

The Mexico FacToR

The growth of auto pro-
duction in Mexico provided 
a new source of business for 
ro/ro carriers and ports, and, 
because of recent develop-
ments, is very much on their 
minds. Not only do they 
have to worry about the dis-
ruption caused by potential 
Trump tariffs, but also from 
competition from rail, espe-
cially in the face of higher 
shipment costs.

Ports America handles 
approximately 2.5 million 
import and export units 
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Shaun Stevenson, president and CeO 
of the Prince Rupert Port Authority

When a new car is delivered by Wallenius Wilhelmsen Ocean to the dealer, it’s not just another 
handover. It’s the last in a series of transfers designed to perfection. It’s about precision and 
efficiency at every step. And it’s about combining local expertise with a truly global network. 
Whether you need reliable shipping from A to B or solutions to optimise your outbound 
supply chain, we work with you to create value at every handover.

Through this approach we help our customers reduce inventory costs and increase delivery precision from 
factory to dealer. Find out more about how we can create value together at www.2wglobal.com

CREATING 
VALUE 
AT EVERY 
POINT OF 
TRANSFER

lanes connected to Jackson-
ville currently are the Middle 
East, South America, Central 
America, and Mexico, with 
the majority of shipments 
handled being either factory-
new vehicles or previously-
owned units.  

“Although we have not 
seen any recent changes in the 
services offered from Jack-
sonville,” said Baltz, “I’m 

sure that as more tariffs are 
imposed and as countries that 
were eligible for duty free 
treatment under the General-
ized System of Preference are 
taken off the program, there 
will be changes.”

Meanwhile, there are other 
factors which could have an 
impact on ro/ro trade with 
Mexico, including the possibil-
ity of the USMCA, the replace-
ment for NAFTA, coming into 
force. (See sidebar on page 9) 

“We don’t think the USMCA 
will have an unduly negative 
impact,” said Roberto Zavala, 
vice president of Mexico oper-
ations at WW Solutions. “The 
underlying conditions for man-
ufacturing vehicles in Mexico 
are still extremely favorable. A 
slowdown in the North Ameri-
can economy would have a 
much bigger impact on the 
Mexican automotive industry.” 
As would, no doubt, new U.S. 
tariffs on all auto imports.

Port of Baltimore Foreign Waterborne commerce

(TARIFFS – continued from 
page 10)

league of Top 50 world con-
tainer ports.

A significant percentage 
of Prince Rupert cargo volume 
is with the US Midwest via 
the CN rail network. In 2018, 
Prince Rupert handled one 
million TEUs (an increase of 
12%) and 27 million metric 
tons of total cargo. The for-
ward momentum is continu-
ing in 2019, with container 
throughput up 8% in the 
period to end April.

The plan’s research 
was completed with the 
assistance of AECOM, 
a global leader 
in infrastructure 
planning and 
development. 
It considered 
capital costs, 
o p e r a t i n g 
efficiencies, 
optimization 
of construc-
tion sequencing to minimize 
disruptions to ongoing oper-
ations, and mitigation of 
human receptor impacts (air 
quality, noise and lighting) 
as criteria to determine the 
feasibility and sequencing of 
container terminal potential 
at the Port of Prince Rupert.

“Conducting this work 
ensures we have a clear under-
standing of the future poten-

tial for terminal development 
and contributes to a vision 
for the future of our container 
business to respond to the 
growing market demand for 
capacity at the Port of Prince 
Rupert,” explains Stevenson.

SouTh Kaien iSland 
conTaineR SiTe

The master planning 
included the potential for fur-
ther expansion of Fairview 
Terminal and the develop-

ment of a second container 
terminal at the Port of 
Prince Rupert’s South 
Kaien Island site.  This 

second terminal would 
add 2.5 million 
TEUs and was 
identified as 
the next phase 
of terminal 
expansion for 
the container 
b u s i n e s s 
at the Port 
of Prince 

Rupert. This would follow 
the intended expansion of 
Fairview Container Terminal 
which DP World announced 
in 2018, increasing its current 
capacity from 1.35 million 
TEUs to 1.8 million TEUs 
by 2022. The original design 
capacity for the Fairview ter-
minal was 500,000 TEUs.

(TARGET – continued on 
page 14)

(TARGET – continued from 
page 4)
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QUALITY LABOR AND RAPID MARKET ACCESS 

MAKE THE PORT OF BRUNSWICK 

YOUR AUTO PORT OF CHOICE

• Over 400 acres (162 hectares) permitted and available 
for development

• Two class one rail options: CSX and Norfolk Southern

• Direct interstate and highway access

• Three auto processors

• 90,000 parking spaces for vehicles

• Fourth berth under review for permit acquisition

For additional information, contact William “Bill” Jakubsen,  
Global Manager, Ro/Ro, Bulk, and General Cargo at  

(912) 964-3891, bjakubsen@gaports.com. 

gaports.com/portofbrunswick

THE PORT OF BRUNSWICK. 
CLOSER THAN YOU THINK. 
SMART MOVE.

In this photo illustration, the new 60-acre area 
to be added to auto processing on Colonel’s 
Island is outlined in blue. Construction on the 
new space will be complete in October 2019.

Wallenius Wilhelmsen Logistics doubles footprint 
in Zeebrugge
Concession agreement positions WWL for continued growth and expansion 
across Northern Europe.

Wallenius Wilhelmsen Logistics has signed 
a concession agreement with the Port of Zee-
brugge to develop 49 hectares of land known 
as the Bastenaken West property located in the 
inner port. With this concession, in place until 
2043, the company will nearly double its termi-
nal footprint. WWL will invest about USD 20 
million during the next two to three years.

“The agreement marks the next step in 
WWL’s long-term commitment to the Port 
of Zeebrugge, the largest Ro/Ro port in the 
world, and positions the company for contin-
ued growth and expansion all across Northern 
Europe,” says Ray Fitzgerald, President & 
COO WWL Landbased.

Since beginning its relationship with the 
Port of Zeebrugge in 1999, Wallenius Wil-
helmsen Logistics has expanded its operations 
at the port to include vehicle processing, tech-
nical services for heavy equipment, and yard 
management services. WWL has been seeking 
expansion opportunities within the port, and 

this concession allows the company to attract 
new business with Original Equipment Manu-
facturers (OEMs) and other third parties.

“Both WWL and the Port of Zeebrugge have 
experienced significant growth together over the 
last two decades, and this expansion paves the 
way for an exciting future,” says Hendrik Sohier, 
terminal manager, WWL Zeebrugge.

The Port of Zeebrugge, which handled 2.8 
million units of cargo in 2017, serves as an 
important hub for WWL with an established 
network of deep-sea, short-sea and inland 
transportation connections. To keep up with 
the growing volumes, WWL has developed 
specialized service and storage facilities for 
cars, trucks and heavy equipment.

“The new concession agreement marks 
a great moment for both the Port of Zee-
brugge and Wallenius Wilhelmsen Logistics 
ASA, who have been loyal partners these 
past decades,” says Joachim Coens, CEO 
Port of Zeebrugge.

WWl has signed a concession agreement with the Port of Zeebrugge to develop the Bastenaken West property.

Wallenius SOL formed to 
transport forestry products

In April, a new ro/ro JV 
shipping company Wallenius 
SOL was formed that will 
transport forestry products 
and other goods in a network 
covering the Gulf of Both-
nia, the Baltic Sea and the 
North Sea. Founders are the 
two shipping companies Wal-
lenius and Swedish Orient 
Line, SOL. It’s an investment 
to strengthen the infrastruc-
ture for the needs of Finnish 
and Swedish industry. The 
first customers to sign long-
term agreements are Stora 
Enso and Metsä Board.

“Together we can offer a 
strong mix of experience and 
competence, which can sup-
port a growing forest indus-
try”, says Ragnar Johansson, 
Managing Director Wallenius 
SOL. ”Wallenius has experi-
ence from industrial shipping, 
ship owning, ship building 
and ship management. SOL 
brings the competence of 
logistics from forest industry 

and other types of cargo in this 
geographical area.” 

Wallenius SOL will have 
service in the region around 
the Baltic Sea including Gulf 
of Bothnia, operating from 
five ports with regular calls 
to the continent and the UK. 
Wallenius SOL can offer 
cost-efficient, operationally 
efficient and sustainable trans-
ports to the forest industry and 
other customers.

”We rely on efficient and 
sustainable transports for our 
products”, says Knut Hansen, 
SVP Logistics Global, Stora 
Enso. ”The partnership with 
Wallenius SOL will enhance 
our opportunities to compete 
globally, while at the same time 
the new vessels will reduce 
environmental impact”.

Specially designed ves-
sels built to Finnish/Swed-
ish ice class 1A Super will 
ensure year-round service, 

(FORMED – continued on 
page 15)
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Excellence on every level.

A L L - A R O U N D  C A P A B I L I T I E S ,  A L L  A R O U N D  T H E  W O R L D

“K” Line America, Inc. • Customer Service (866) 233-6875 (press option 1) • www.klineglobalroro.com

Whether it’s autos, trucks, buses, construction or agricultural machinery, trailers, boats, helicopters or
static cargo, “K” Line will ensure your cargo is handled with precision and care by knowledgeable RORO
professionals.

“K” Line can also provide heavy roll trailers and bolsters for special cargo handling.
One of the world’s premier providers of global transportation solutions, “K” Line delivers quality,

safety, and excellence on every vessel at every port. 
“K” Line, since 1919—building on 100 years of experience and service to our customers.
Please contact our sales team at kam-roro-sales@us.kline.com for rates and service requests.

Providing RORO service from Newark to the Mediterranean, 
the Black Sea, North Europe and the Baltic.

Valencia Terminal Europa reduces 
its environmental footprint 

With the aim of pursuing 
green solutions in their activ-
ities, the Grimaldi Group and 
its sister company Valencia 
Terminal Europa (VTE) have 
recently joined the Euro-
pean project “H2PORTS - 
Implementing Fuel Cells and 
Hydrogen Technologies in 
Ports,” whose first internal 
technical meeting took place 
in Valencia last February. 

The main aim of 
H2PORTS is to provide effi-
cient solutions that will facili-
tate a rapid transition from a 
fossil fuel-based to a low-car-
bon, zero-emissions industry. 
The use of hydrogen for vehi-
cles and machinery has pre-
viously been tested in other 
logistics and transport sectors, 
so this action proposes differ-
ent pilot schemes to bridge the 
gap between prototypes and 
pre-commercial products. 

Within the framework 
of this project, two pilot 
initiatives will be tested in 
real-world operating con-
ditions at VTE: a terminal 
tractor for ro/ro operations, 
powered by hydrogen fuel 
cells; and a mobile hydro-
gen refuelling station that 
will supply the fuel needed 
to ensure the continuous 
work cycles of the above 
mentioned machinery. 

Through these H2PORTS 
project actions VTE, which 
operates a ro/ro terminal in 
the port of Valencia, will 
become the first European 
port facility of its kind to use 
hydrogen-powered machin-
ery, thus reducing its environ-
mental footprint. 

The H2PORTS project 
will carry out feasibility stud-
ies on the development of a 
sustainable hydrogen supply 
chain in the port, coordinat-
ing all the actors involved: 
customers, hydrogen produc-
ers, suppliers, etc. 

The aims of the project 
are thus to test and validate 
hydrogen technologies for 
port machinery in order to 
achieve applicable, real-
world solutions that produce 
zero local emissions, without 
affecting the performance 
and safety of port operations. 

The H2PORTS project is 

funded by the Fuel Cell and 
Hydrogen Joint Undertak-
ing (FCH JU), a European 
public-private partnership 
whose aim is to promote the 

adoption of hydrogen as an 
alternative fuel, thanks to the 
low emissions it generates. 
The total project investment 
is worth Euro 4 million. 

WWl has signed a concession agreement with the Port of Zeebrugge to develop the Bastenaken West property.

IMO 2020: preparations have 
started in Höegh Autoliners

Having chosen Very Low 
Sulphur Fuel Oil (VLSFO) 
and Low Sulphur Marine Gas 
Oil (LSMGO) for complying 
with IMO 2020, Höegh Auto-
liners is now preparing its 
fleet for the change in fuel. In 
the Bunker department, new 
bunker patterns are being 
planned for and in the com-
mercial section.

IMO 2020 entails a great 
shift for the shipping industry 
and the preparations started 
long ago in Höegh Autoliners.

Håkon Kiil, Head of 
Business Analytics is leading 
Höegh’s IMO 2020 imple-
mentation group; “We fully 
support the new regulations 
as this will improve the envi-
ronment and people’s health. 
We have evaluated the alter-
native methods of IMO 2020 
compliance, and decided to 

go for the new compliant fuel 
as the vast majority of the 
shipping companies. We have 
also started our preparations 
with tank cleaning as all tanks 
need to be compliant before 1 
January 2020, and we expect 
to consume compliant fuel 
before the deadline.”

With a fleet of 55 ves-
sels, whereof 40 are under 
Höegh’s own operational 
management, it is a substan-
tial amount of bunker tanks 
that needs to be prepared for 
compliant fuel.

“For us at Höegh, 40 ves-
sels entails over 450 bunker 
tanks that must be cleaned 
according to IMO’s guide-
lines before end of 2019. 
This is a huge job”, explains 
Geir Frode Abelsen, Head 
of Technical Operations in 
Höegh Autoliners.
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EXPRESS SERVICE FOR OVERSIZE CARGO

 

Features:

• Lump sum, all inclusive rates 

• Weekly frequency & expedient transit times

• Port to Port / Door to Port / Door to Door service

• Attentive, responsive, and respectful

Contact us today for your oversize shipment needs!

New York:    Chicago:    San Francisco: 

east@aishipping.com   midwest@aishipping.com   west@aishipping.com

Benefits:

• Attractive and predictable pricing

• Dependable and consistent service

• Flexible service

• The AIL experience

DEPENDABLE
PERFORMANCE
EVERY SHIPMENT

THE W
EEKLY

OPTION FOR

RO/RO CARGO

Asia   |   Australia   |   Europe   |   Mediterranean   |   Middle East   |   South America               www.aishipping.com

Matson christens first Kanaloa class vessel Lurline
Largest “Con-Ro” ship built in US will serve Hawaii

Matson, Inc., a US carrier 
in the Pacific, and General 
Dynamics NASSCO ship-
yard, christened the largest 
combination container roll-
on, roll-off con-ro ship ever 
built in the United States in 
a ceremony at the NASSCO 
shipyard in San Diego, CA on 
Saturday, June 15th. 

The new vessel is named 
Lurline, an iconic name in 
Matson’s long history, dating 
to the construction of Captain 
William Matson’s first ship of 
that name in 1887. Four more 
ships were given the name in 
subsequent years; this vessel 
will be the sixth.

The new Lurline is the 
first of two new ships being 
built for Honolulu-based 
Matson by NASSCO at a 
total cost of approximately 
$500 million for the pair, and 
the third of four new vessels 
that Matson will put into ser-
vice during 2018, 2019 and 
2020.  Named in honor of 
the ocean deity revered in the 
native Hawaiian culture, Mat-
son’s two “Kanaloa Class” 
vessels under construction at 
the NASSCO shipyard are 
being built on a 3,500 TEU 
vessel platform. 

At 870 feet long, 114 feet 

wide (beam), with a deep 
draft of 38 feet and weigh-
ing in at over 50,000 metric 
tons, Lurline will be Mat-
son’s largest ship and the 
largest con-ro vessel ever 
constructed in the U.S.  It 
will also be one of Matson’s 
fastest vessels, with a top 
speed of 23 knots, helping 
ensure on-time deliveries in 

(CHRISTENS – continued 
on page 15)

The new Lurline is the first of two new ships being built for Matson by 
nASSCO at a total cost of approximately $500 million for the pair.

ing a fuel efficient hull design, 
environmentally safe double 
hull fuel tanks, fresh water 
ballast systems and the first 
Tier 3 dual fuel engines to be 
deployed in containerships 
serving West Coast ports.  

Under the latest Interna-
tional Maritime Organiza-
tion (IMO) requirements for 
engine manufacturers, Tier 3 

Hawaii from Matson’s three 
West Coast terminals in Seat-
tle, Oakland and Long Beach.  

Both new Kanaloa Class 
vessels will have an enclosed 
garage with room for approxi-
mately 500 vehicles plus 
ample space for rolling stock 
and breakbulk cargo. They 
will also feature state-of-the-
art green technology, includ-

engines reduce the levels of 
particulate emissions by 40 
percent and nitrogen oxide 
emissions by 20 percent, as 
compared to Tier 2 standards. 

“The great speed, capacity 
and environmental improve-
ments of this new ship position 
us well to serve the needs of 

Both the current Fairview 
Terminal and South Kaien 
island sites are in close prox-
imity to expanding export 
logistics operations on Ridley 
Island, and will fully inte-
grate with these operations 
following PRPA’s construc-
tion of the Fairview-Ridley 
Connector Corridor sched-
uled for the end of 2020. In 
this regard, the port received 
nearly C$22 million in fund-
ing from the Canadian gov-
ernment to support the C$100 
million connector-corridor 
that will provide a physical 
platform for two new rail sid-
ings and a private haul road 
between Fairview Container 
Terminal and Ridley Island 
Industrial Site.

Maksim Mihic, General 
Manager of DP World, has 
applauded a “development 
vision which enables Cana-
dian trade and improves the 
balance between imports 
and exports through the 
northern corridor.”

“Our planned container 
terminal capacity expansion 
ensures Canadian shippers will 
be able to meet their supply 
chain needs well into the future, 
and will be well served in 
meeting its objectives of grow-
ing trade in the Asia Pacific 
region,” affirms Stevenson.

and planning scenarios about 
sea level rise and timelines. 
The federal government 
could assist ports in planning 
by agreeing to a consistent set 
of assumptions from agency 
to agency, which would allow 
for a more reliable cost esti-
mate for the impacts of sea 
level rise on ports. 

AJOT: Recently, the Port 
of Oakland stakeholders and 
the Oakland As baseball team 
have clashed on the proposed 
location of a new stadium and 
condo development adjacent 
to the box terminal. While 
this is one of the dramatic 
instances of urbanization col-
liding with port interests, it 
isn’t uncommon. How does 
a port remain competitive as 
working waterfront against 
the pressures of urbanization?

AAPA: The scenario you 
described above has played 
out in port cities many times 
over the years, with recent 
examples on the West Coast 
in Seattle, Redwood City and 
San Diego. In most instances, 
the impacted port has gone 
out to its community with 
a strategic communications 
campaign designed to help 
its residents better understand 
the purpose of the port and its 

(INFRASTRUCTURE – 
continued from page 4)

(INFRASTRUCTURE – 
continued on page 27)

(TARGET – continued from 
page 11)
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Ports of Call - Beaumont, Freeport, 
Jacksonville, Baltimore, Wilmington, Boston, 
Livorno, Beirut, Aqaba, Jeddah, Jebel Ali, Abu 
Dhabi, Hamad, Kuwait, Dammam, Karachi 
Transshipment - Mersin, Alexandria, Bahrain, 
Mumbai, Doha, Sohar

CONTACT US AT: 
Phone: 516-488-8800
Website: www.LibertyGL.com
For Rate Quotes: Sales@libertymar.com
For Bookings: Bookings@libertymar.com

Liberty Global Logistics (LGL), an owner and operator of RORO vessels in International Trades, announces it 
has  increased its sailings to three (3) per month from the U.S. into the Middle East and surrounding areas.

LIBERTY GLOBAL LOGISTIC'S llc

NOW OFFERING THREE SAILINGS  
A MONTH INTO THE MIDDLE EAST!
NOW OFFERING THREE SAILINGS  

A MONTH INTO THE MIDDLE EAST!

our communities in Hawaii 
for many years to come,” said 
Matt Cox, Matson’s chairman 
and chief executive officer, 
after the shipyard ceremony.

“As a proud U.S. com-
pany and Jones Act carrier, our 
investment in this new ship is 
about much more than main-
taining a high level of service 
to Hawaii.  It also helps drive 
substantial economic benefits 
in and opportunities in com-
munities around the Pacific, 
where this vessel will oper-
ate,” Cox said.

“The construction of 
this ship requires 150,000 
man hours to complete.  It’s 
over a year’s work for about 
2,000 professionals here 
at NASSCO… engineers, 
tradesmen and lots of support 
people. And over its expected 
lifespan, this ship will gener-
ate approximately 4.5 million 
man hours of work oppor-
tunity for the U.S. mariners 

who will operate it…not to 
mention all the dock workers 
and terminal personnel that 
move the cargo on and off 
our ships, and all the people 
who produced the materials 
used to build this ship that are 
sourced here in the U.S….
like the steel that came from 
Iowa and Alabama. 

“Designing and build-
ing the Lurline brings pride to 
every member of our team,” 
said Kevin Graney, president of 
General Dynamics NASSCO. 

Matson invited Constance 
Lau, a member of Matson’s 
board of directors, to officially 
christen the vessel by breaking 
a ceremonial bottle of cham-
pagne against the ship’s hull.  
Immediately after the bottle 
was broken, the vessel was 
released from its build ways 
and slid backward into San 
Diego Bay. Lurline was then 
docked at NASSCO’s nearby 
testing and trials berth, where 
the final stages of construc-
tion will be completed.  

(CHRISTENS – continued 
from page 14)Port of Jacksonville and AMPORTS 

ink two long term agreements
The Governing Board of 

the Jacksonville Port Author-
ity (JAXPORT) approved two 
new long-term agreements 
with AMPORTS, one of the 
largest automobile processors 
in North America, signifi-
cantly expanding the compa-
ny’s lease space at the port in 
Jacksonville, Florida (USA). 

AMPORTS and its pre-
decessor companies have 
operated at JAXPORT for 
more than 40 years. JAX-
PORT’s Board approved two 
new leases with AMPORTS: 
one an extension of the com-
pany’s existing leased prop-
erty at JAXPORT’s Blount 
Island Marine Terminal, and 
a second agreement provid-
ing AMPORTS with 22.4 
new acres of property for 
auto processing and storage 
space at JAXPORT’s Dames 
Point Marine Terminal. Both 
leases are for 25 years with 
two 5-year renewals if the 
extensions are approved by 
mutual agreement. 

Both properties offer direct 
waterside access for vessel 
loading and unloading with a 
major interstate approximately 
one mile away, plus access to 
rail capabilities.

Combined, AMPORTS 
now leases more than 170 
acres from JAXPORT. AMP-
ORTS also plans to develop 
an additional 40-45 acres of 
JAXPORT property at Dames 
Point by 2023.

“We are deeply apprecia-
tive of our long-term partner-
ship with JAXPORT and our 
continued ability to serve our 
customers there,” said AMP-
ORTS CEO Steve Taylor. 

At JAXPORT, AMP-
ORTS handles processing 
and delivery of passenger 
cars and trucks for Audi, Fiat 
Chrysler Automobiles (FCA), 
GM, Honda, Isuzu, Mazda, 
Mitsubishi, Porsche and VW.

The new leases follow 
JAXPORT’s two busiest 
years on record for vehicle 
volumes in 2017 and 2018, 
and the port overall is on pace 
to handle a record 700,000 
vehicle units in FY 2019. 
JAXPORT is the nation’s No. 
2 vehicle-handling port by 
volume, offering global ser-
vice from the world’s leading 
Ro/Ro carriers. 

Continued growth of the 

port’s auto processors and 
JAXPORT’s location in the 
heart of the nation’s fast-
est growing auto consumer 
market have led to increased 
demand for vehicle space.

“The steady growth of 
our auto business speaks 

volumes about our port’s 
efficiencies and logistical 
advantages,” said JAXPORT 
CEO Eric Green. “We are 
committed to supporting our 
auto processing partners and 
the growth of their business 
in Jacksonville.”

jAXPORT’s Blount Island Marine Terminal in Florida

even in the Gulf of Bothnia. 
The fleet in service in the 
Baltic Sea will initially con-
sist of five vessels. Up to four 
new vessels are ordered and 
delivery of the new vessels 
are planned for 2021. These 
vessels will be LNG-powered 
and will also have other fea-
tures that make these vessels 
the most environmentally 
efficient vessels in the area.

(FORMED – continued from 
page 12)
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Virginia: A tight market 
for distribution space 
could see improvement
Richmond stands to be big winner with DC 
space at a premium. 

(TIGHT – continued on 
page 24)

By Peter Buxbaum, AJOT

It should not come as a 
huge surprise that big com-
panies like Dollar Tree and 
Lumber Liquidators center 
their East Coast distribution 
operations in Virginia. Amazon 
also has a major fulfillment 
center there, in the state capi-
tal of Richmond. (See Amazon 
sidebar next page)

As companies that are 
heavily dependent on imports, 
Dollar Tree and Lumber Liq-
uidators enjoy proximity to the 
Port of Virginia, the sixth-larg-
est container port in the U.S. 
Lumber Liquidators, North 
America’s largest specialty 
retailer of hardwood flooring, 
barges its imports to the Rich-
mond Marine Terminal (RMT)  
before they are trucked to its 
distribution center in nearby 
Henrico County. 

In the case of Dollar Tree, 
a Fortune 200 company with 
over 14,000 retail stores in 
North America, Chesapeake, 
Virginia, is where it all began 
and where it still keeps its 
corporate headquarters. The 
distribution center attached 
to corporate headquarters is 
referred to as DC1, although, 
at 400,000 square feet, is one-
third the typical size of the 
company’s newer facilities.

The Hampton Roads port 
area, and Richmond, 100 
miles up the James River, 
represent excellent geograph-
ical locations for distribution 
operations to the eastern half 
of the United States. But the 
region’s potential to become 
a distribution Mecca has 
been hampered by unusual 
economic conditions—high 
occupancy rates coupled with 
low rents—which discourage 
developers to build distribu-
tion space on spec. Richmond 
enjoys a better situation than 
Norfolk, according to the 
industrial real estate experts 
at Colliers International, with 
more speculative develop-
ment coming on line and 
under development, and the 
situation may be changing in 
the port area as well.

Size and locaTion

Beginning in 2016, 
Dollar Tree invested $110 
million to develop its corpo-
rate headquarters in the City 
of Chesapeake, just south of 
Norfolk and Portsmouth. The 
project received grants from 
various state agencies to help 
it along. Dollar Tree prefers 
operating larger distribu-
tion centers than the 400,000 
square feet it has in Chesa-
peake, according to Mark 
Valentine, the company’s 
vice president for East Coast 

DC operations. 
“It’s not representative 

of what we do elsewhere,” 
he said. “We’ve grown the 
number of SKUs we handle 
tremendously in recent years. 
This facility has narrow 
aisles” and can’t accom-
modate the forklifts used at 
larger distribution centers. 
A DC under construction in 
Ohio will boast 1.2 million 
square feet, representative of 
the more modern warehouses 
the company operates, each 

lumber liquidators warehouse

warehousing  & 
distribution  2019
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Amazon’s warehouses: 
The power of randomness

By Peter Buxbaum, AJOT

Back in the old days, 
file cabinets stored informa-
tion in an orderly, alphabetic 
and/or numeric, fashion. 
That’s how you knew where 
to retrieve a document you 
needed. Along came com-
puters and made informa-
tion retrieval more efficient, 
not by storing information in 
any particular order, but by 
storing it randomly. Data is 
retrieved quickly because the 
computer knows where it is 
and accesses it electronically.

The same principle is at 
play at the Amazon Fulfillment 
Center in Richmond, Virginia. 
The 1.2 million square foot 
facility maximizes the use 
of shelf space and achieves 
other operational efficien-
cies by stowing products ran-
domly on shelves.

Amazon, through its Prime 
membership, promises tens 
of millions of customers free 
two-day shipping on millions 
of products—so it had better 
push efficiency to the max. 
What they came up with was 
randomness.

Amazon might be better 
known for its shelf-moving 
warehouse robots, but it’s 
random stowing and picking 
that gets products in and out 
the door quickly, according 
to Stan Miller, the Richmond 
facility’s general manager.

“We’ve brought in up to 
one-million units and shipped 
out as many as 750,000 units 
in a single day,” Miller said. 

How does the random 
stow process work? When 
a carton of breakfast cereal 
arrives at the warehouse, 
an employee removes each 
individual box and stows it 
wherever he finds space, so a 
shipment of 50 cereal boxes 
may end up in 50 different 
locations. (There are a few con-
straints, such as the proximity 
of food products to toxic mate-
rials and the relative positions 
of heavier and bigger items.) 

If you look at a bin on 
an Amazon warehouse shelf, 
you might find a box of 
office supplies next to a blow 
dryer next to a jigsaw puzzle. 
The secret sauce is the 
serial number and bar code 
assigned to each individual 
item. That’s how the system 
knows where each item is 
stowed and how to direct 
pickers to retrieve them to 
fulfill customer orders.

Randomness provides sev-
eral other efficiencies, such as 
reducing travel time. If a picker 
had to travel to a cereal depart-
ment, “it might be 10 feet or 
100 yards away,” said Miller. 
But if the cereal is stored in 50 
different locations, there’s a 
much better chance that there’s 
a box close by.

Since most items are 
shipped one by one, Amazon 

will likely ship a single box 
of cereal to a customer, not a 
carton of 50. “So there’s no 
reason to keep 50 together 
in the warehouse,” explained 
Miller. If high-demand items 
were stored in the same loca-
tion, “the entire section would 
be full of people lining up to 
get them. The path between 
that and the packing area 
would also be full of carts.”

Randomness also saves 
lots of space. Amazon car-
ries a huge number of items 
but not many of each. “If 
we needed to have a space 
for every product, we would 
need a gigantic warehouse,” 
said Miller. “It’s more effi-
cient to use any free shelf 
space available.”

The 1.2 million square foot facility maximizes the use of shelf space and achieves other operational efficiencies 
by stowing products randomly on shelves.

NEXT LEVEL
SERVICE

Whatever It Takes
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With our low intermodal dwell times, near terminal warehousing 
and high-touch service, we make your expectations a reality.
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In the same Conshohocken, PA, warehouse where her industry career began nearly 30 years ago, Diane Garforth 
shares joy through her role as senior director of supply chain systems for David’s Bridal. (Photo by Paul Scott Abbott, AJOT)

Here comes the bride’s gown... 
Garforth weds humor and 
ruthlessness in evolving 

David’s Bridal supply chain
Celebrating a perfect 

marriage of humor and ruth-
lessness, Diane Garforth is 
cheerfully and diligently 
leading logistics enhance-

ments at America’s largest 
bridal retailer.

As senior director of 
supply chain systems and 
operations for David’s Bridal, 
Garforth is not wedded to past 
processes but rather is imple-
menting innovative systems 
for a business that began in 
1950 as a single Fort Lau-
derdale bridal salon and now 
spans more than 330 stores 
throughout North America 
and the United Kingdom.

In advance of the tradi-
tionally favored matrimonial 
month of June, AJOT caught up 
with Garforth at the same ware-
house in Conshohocken, Penn-
sylvania, where she started her 
industry career nearly three 
decades ago – and where she 
met her own bridegroom.

Surrounded by more than 
600,000 formal dresses, Gar-
forth far-less-formally shared 
some secrets to success with 
her gregarious “I do” attitude.

What challenges and joys 
are associated with being 
involved with such an impor-
tant – and emotional – day in 
the life of your customer, keep-
ing in mind that one-third of 
all U.S. brides get married in 
a David’s Bridal dress?

I feel like everyone at 
David’s Bridal feels we have 
the responsibility of getting 
her the perfect dress in pris-
tine condition by the day we 
promised it to her. So it isn’t 
just me, it’s everyone, and it 
permeates the entire company.

Knowing it is her most 
important day and that brides 
talk so much to others about 
their experience, now with a 
social media component, she 
definitely has a forum for 
chatting about her wedding. 
That puts a lot of pressure on 
the supply chain to execute 
perfectly.

On the flipside, knowing 
we’re making a difference to 
someone on the most impor-
tant day of their life makes 
what we do seem so mean-
ingful and impactful.

How do you deal with 
peak demand, which presum-
ably comes in the traditional 
wedding month of June and 
perhaps now in other months, 
such as September?

We mostly handle peak 
demand through working 

overtime, and then we’re 
always ruthlessly reviewing 
our processes, procedures 
and systems for any improve-
ments that can make the 

work more 
efficient.

A lot of 
that’s self-
motivated, 
but it also 
comes from 
the top and 
from the 

bottom, too. Our distribution 
managers are always coming 
to us with ideas for improv-
ing the process.

(PROFILE – continued on 
page 19)

Industry 
Profile
By Paul Scott Abbott, AJOT
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How are you set up to 
handle and distribute imports, 
and why is your strategy ben-
eficial?

We do use an NVOCC 
[ n o n - v e s s e l - o p e r a t i n g 
common carrier] so we have 
more shipping options, and 
we also have had our DCs 
[distribution centers] certi-
fied as an FTZ [Foreign-
Trade Zone], so that defers 
our duty payments until the 
goods leave the DC.

We have two DCs within 
30 miles of each other [west 
of Philadelphia], and each 
is dedicated to certain types 
of products. Being so close, 
we’re able to move staff 
between the two DCs and are 
able to leverage some man-
agement positions between 
the two buildings.

Our Conshohocken DC is 
a GOH – goods-on-hanger – 
DC, and all our material-han-
dling equipment is focused 
on how to efficiently process 
GOH. And then our Bristol 
DC is a flat-pack operation.

How is implementation 
of Manhattan Associates’ dis-
tributed order management 
(DOM) system saving time and 
money for David’s Bridal?

One of the largest impacts 
has been how we can use 
DOM to allocate store and cus-
tomer orders against incoming 
purchase orders. And then we 
leverage Manhattan Associ-
ates’ warehouse management 
system to process those orders 
immediately upon receipt and 
bring them right to our label-
ing stations. So that saves 
two to three days of process-
ing time and approximately 8 
cents per unit.

Additionally, we’re using 
DOM to fulfill orders from 
our stores when we don’t 
have the product in our DC. 
That’s allowed us to reduce 
our inventory carrying costs 
while getting orders out to the 
customer more quickly.

Congratulations on 20 
years with David’s Bridal. Is 
it correct that your logistics 
career actually began nearly 
30 years ago in this same 
building in Conshohocken, 
and, at the risk of sounding 
like a psychotherapist, how 
does that make you feel?

I’m really proud of that 
and feel like it plays a key 
part in what has made me 
successful. I can work on 
improving DC processes 
because I was a temp on this 
same floor, trying to take 
orders as quickly as I could, 
and I was also a manager on 
this floor, so I can think about 
what reporting the managers 
need to run their areas.

There hasn’t been a 
single work experience 
I’ve had that I haven’t been 
able to leverage into solv-
ing problems, because, ulti-
mately, that’s what my job 
the last 20 years has been 
about – using technology to 
solve everyday issues.

When I first came here, 
this was the DC of [women’s 
apparel retailer and ugly 
Christmas sweater origina-
tor] Eagle’s Eye. Eagle’s Eye 
was starting to downtrend, 
and my boss came to David’s 
Bridal and hired me to imple-
ment the warehouse manage-
ment system here. It was the 
smoothest job transition ever.

Actually, my husband 
[Brian Garforth, now manager 
of IT security at David’s Bridal] 
and I met here at Eagle’s Eye 
and then we both went to work 
for David’s Bridal, too. We’ve 
been married for 24 years and 
are happily childless.

What have been the key 
changes you’ve seen in logis-
tics over the past 20 to 30 
years, and how do you see 
them being addressed?

When I started picking 
and tried to work so fast and 
get my rate up, I was pushing 
a cart all through the DC. I 
love the rise in material-han-

dling automation in all of its 
forms and it blows me away, 
because it’s so different than 
grabbing a cart and running 
through the entire floor.

I do think we’re creating 
material-handling equipment 
haves and have-nots, and the 
price barrier in getting into 
some types of automation is 
so high. It especially makes 
it hard when Amazon raises 
consumers’ expectations, and 
not everyone else can afford 
the automation required to 
get a large volume of orders 
out in a short period of time.

What we are doing 
again goes back to ruthlessly 
reviewing processes to see 
where we can take time out 
of the process, make things 
easier and make things faster. 
And then how much money 
are we going to have to spend? 

So it becomes a ques-
tion of whether I compare 
myself with my competitors 
or I compare myself with 

the customer expectations 
Amazon has created. We kind 
of want to hit somewhere in 
that sweet spot in the middle.

Do you still start some 
of your meetings with amus-
ing anecdotes related to TV 
shows, and, if so, how is this 
beneficial?

It is true, and it’s actu-
ally for my cross-functional 
meetings. Humor is a great 
way to get people to relate 
to one another in a nonwork 
way. Once you understand 
someone and like them, 
it becomes harder not to 
respond to their emails. 

It makes my meetings 
really popular, so, when 
you’re working to address 
cross-functional issues, it’s 
really helpful because my 
partners actually look for-
ward to coming to the meet-
ings, and then we’re able to 
solve more problems.

I always do reality 
TV shows. I call it Reality 

Roundup. I try to always have a 
work or life lesson related to an 
episode of a recent reality TV 
show, and then I also come up 
with recommendations of some 
of the weirder, wackier reality 
TV shows that are out there.

To me, one of the most 
beneficial work lessons I’ve 
learned has come from “Survi-
vor,” and it’s that you always 
need a secret alliance.

So do you have any secret 
alliances here, or is that a 
secret?

I do. I have people I’m 
close with that I make sure 
other people don’t know, so 
that way, when I have infor-
mation, you can’t just assume 
you know where I got it from.

Aside from watching real-
ity TV, what nonwork activi-
ties do you enjoy?

I love to travel, and the 
great thing about being at 
David’s Bridal for 20 years is 
that I’ve earned a lot of vaca-
tion time.

(PROFILE – continued from 
page 18)
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Putting forward reverse logistics 
One of  the greatest challenges to warehouse management isn’t 
getting product out the door but handling it when it comes back.

By Matt Miller, AJOT

I was 16 in 1967, when I began to 
work summers in my father’s natural 
foods warehouse. That first year, I got 
assigned to the worst job in the entire 
warehouse. The aptly named “bug 
room” was a dank, dark and smelly, 
bunker-like hold, filled with broken 
jars of sticky molasses, weevil-infested 
flour, moldy vitamins and hundreds of 
other returned goods in various states 
of ickiness. My task was to log each 
and every item, make various marks on 
a clipboard and turn in papers to who-
ever was monitoring inventory.

Warehouses have come a long way 
since that time more than a half century 
ago. But while the returns process may 
not be quite as primitive or as messy 
as in my day, reverse logistics contin-
ues to challenge pretty much every-
one along the supply chain. The issue 
is getting more pressing. The online 
economy has created a culture that 
believes returns to be an integral part 
of the shopping process, with the cost 
of returns shipping these days absorbed 
by the retailer, not the consumer.

Lost revenue from returns totals 
an eye-popping $600 billion annu-
ally worldwide, according to vari-
ous research studies. Put that in 
perspective: Americans spent $1 tril-
lion during the last holiday season. 

Returns average 8% of totals, which 
would mean Americans shipped back 
some $80 billion worth of goods from 
that period alone.

ReveRSe logiSTicS TRailS FoRwaRd 
logiSTicS

Despite these alarming statistics, 
technology around reverse logistics 
has trailed behind forward logistics.

Reasons for the historic lag are 
many: Retailers have, until recently, 
looked at returns as almost solely a 
cost of business, not a potential rev-
enue source. Getting goods back from 
the customer is more convoluted, 
expensive and time consuming than 
shipping to the customer. It usually 
requires some kind of interaction with 
customer service, then a trip to the 
post office or drop shipping center 
with a box that may or may not be 
properly wrapped and secured.

The whole process at the ware-
house also is much more complicated 
than forward logistics. Where the par-
ticular item heads is a function of its 
condition, resale value, what its return 
means to inventory as a whole. Deter-
mining the condition of an item is a 
labor-intensive activity, which, by its 
very nature, is hard to automate.

Six River Systems’ “cobots” work 
the niche of smaller DCs

By Matt Miller, AJOT

Six Rivers Systems specializes in 
robots that operate in fulfillment cen-
ters. The Waltham, Mass.-based robot 
manufacturer launched its first robot 
in 2016 with software designed for 
picking, but sees returns as a growing 
market further down the road. 

“We see a lot more opportunity and 
demand coming to us from [returns] as 
we go forward,” said Fergal Glynn, 6 
Rivers vice president of marketing.

Six Rivers makes what are known 
as collaborative robots, or cobots. A 
small, but fast-growing field in indus-
trial robotics, cobots are basically 
a partnership between humans and 
machines. As currently configured, 

6 Rivers robots, called Chucks, are 
robotic pick carts. They lead workers 
through fulfillment centers, determin-
ing orders and picking routes and log-
ging and verifying goods once picked. 
Once orders are completed, the robots 
carry the goods to shipping.

The 6 Rivers cobots rely in part 
on the same technology used in self-
driving vehicles. Six Rivers buys 
advanced sensors from off-the-shelf 
manufacturers, but its machine learn-
ing better enables Chucks to maneu-
ver a warehouse without bumping 
into people or objects.

Unlike Amazon Robotics’ in-house 
(REVERSE – continued on page 22) (COBOTS – continued on page 23)

6 Rivers robots, called Chucks, are robotic pick carts.
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Cardboard pallets offer 
green solution  

By Matt Miller, AJOT

The wooden pallet has created 
a reverse logistics sinkhole of enor-
mous proportions. Pallets clog super-
market lots, warehouse docks and 
manufacturing floors. Tens of mil-
lions of trucks each year are employed 
to transport pallets back to distribu-
tion centers, recycling operations or 
landfill. Easily damaged, wooden pal-
lets require even more transport and 
resources for repair and replacement, 
then back again to the warehouse or 
manufacturing plant.

Corrugated cardboard pallets, by 
contrast, offer an environmentally 
preferable way of storing, stacking 
and transporting goods, not to mention 
saving trees. With proven technology, 
they’re sufficiently strong enough to 
carry most loads. They’re far lighter 
and more easily customizable, saving 
transport costs and expanding truck 
loads. Because they’re cardboard, they 
can be efficiently and profitably recy-
cled. There’s nothing to ship back.

However, cardboard pallets rep-
resent maybe 2.5% of the American 
pallet marketplace, which totaled 
about two billion in 2018, a number 
that’s fairly stable year to year. Card-
board pallets haven’t gained much in 
popularity since Ikea announced in 
2012 the retail giant was replacing its 
entire global supply of wooden pal-
lets with cardboard. That decision has 
led to between a 15% and 30% reduc-
tion in the number of trucks needed 
to transport Ikea goods, but didn’t 
prompt other major retailers or man-
ufacturers to follow suit. “The per-
centage in cardboard pallets over the 
past few years has not significantly 
increased,” said Tim Perry, commu-
nications director for the nonprofit 
Change the Pallet. “There’s resis-
tance. There’s basically a wood pallet 
monopoly and a very strong lobbying 
effort on their part to maintain the 
status quo.”

The wooden pallet continues to 
reign supreme. It demonstrates how 
products that satisfy old, set ways, 
with established, universal standards, 
can often trump superior technology, 
environmental responsibility and even 
long-term economic benefit.

“The number one factor is iner-
tia,” said Perry. “People are resistant 
to change.”

This resistance drives cardboard 
pallet advocates absolutely crazy. 
“Why aren’t other companies doing 
this?” asked Adam Pener, president 
of Green Ox PalletTechnology. Head-
quartered outside Denver, Green Ox 
designs and develops corrugated 
pallets, and has been in the market 
since 2015. “It’s a fair question and 
I’m going to go to my grave without 
knowing the answer.”

Because it’s lighter and custom-
izable, the cardboard pallet saves 
on trucking costs when goods are 
shipped. But it also saves by eliminat-
ing the need to ship back the pallets. 
“What IKEA did that I think people 
really didn’t understand is that they 
eliminated reverse logistics alto-
gether,” said Pener. For other compa-
nies, he continued, “there’s massive 
leakage, both environmental and 

financial, that the system creates and 
it’s all around reverse logistics.”

Walmart, for example, ships around 
50 million pallets to its stores each year, 
said Pener. To get those pallets back 
requires 125,000 truckloads. What’s 
more, each pallet must be examined for 
breakage and 30% must be removed off-
site for repair or disposal, another waste 
of time and energy.

The basic technology for a cor-
rugated cardboard pallet has been 
around for almost three decades; Gen-
eral Motors began to require suppli-
ers to use cardboard pallets in 1991, a 
program that lasted until 2010. FedEx 
now offers cardboard pallets. Card-
board pallet designers and manufac-
turers are honing the process, making 
(SOLUTION – continued on page 27)

Corrugated cardboard pallets offer an environmentally preferable way of storing, stacking and 
transporting goods, not to mention saving trees. 
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With so many chal-
lenges, many retailers have 
defaulted to the quickest and 
easiest approach: Simply toss 
return goods, or outsource 
returns to a third-party pro-
vider and wash their hands 
of the entire process.

“It’s natural for the 
retailer to focus on selling 
their product first and not 
putting the same emphasis on 
the returns process because it 
represents a smaller percent-
age of the revenue in their 
business,” said Michael Man-
zione, president and CEO 
of Rakuten Super Logistics, 
the US fulfillment arm of 
a Tokyo-based ecommerce 
company. “What they typi-
cally miss is that this can be 
the difference in their profit 
and loss for the year, those 
smaller details like returns.”

A growing number of 

technology providers has 
begun to concentrate on the 
returns process, with much 
of the impetus coming from 
advanced software systems. 
(See Optoro story on this 
page). Others are laying the 
groundwork for future tech-
nology breakthroughs. Robot-
ics and machine learning will 
take longer to develop, but are 
definitely on the horizon. (See 
story on 6 Rivers, page 20). 

Those in the indus-
try believe this technology 
drive will only accelerate in 
the months and years ahead 
and impact all aspects of 
the returns supply chain, 
from transport to recycling, 
restocking to reselling.

“There definitely has 
been a technology lag,” said 
Emma Hawkins, London-
based associate director of 
the logistics consultancy arm 
of real estate giant JLL. “But 
it’s quickly catching up [to 

forward logistics], and that’s 
purely driven by the need to 
meet that consumer expecta-
tion of being able to return. 
Our behavior is changing. We 
buy to return.”

Visibility is one watchword 
that’s often tossed around. Just 
having better knowledge of 
where an item is at any point in 
time is essential. That’s become 
standard in forward logistics, 
but hasn’t been nearly as devel-
oped in reverse logistics. Tech-
nology is necessary. 

“Anybody who is han-
dling distribution needs had 
better visibility into returns 
that are coming back,” said 
Kirk Waldrop, vice president, 
supply chain operations for 
the supply chain consultancy, 
Chainalytics. It starts with the 
customer’s decision to send 
something back. “More often 
than not there’s not a robust 
process or technology in place 
for customers to setup a return 
authorization,” said Waldrop.

Optoro software tackles 
reverse logistics

By Matt Miller, AJOT

Warehouse management 
systems are everywhere. It’s 
a mature software category 
that has long-since proven 
battle tested and reliable, with 
dozens of vendors offering 
all sorts of permutations. By 
contrast, their reverse logis-
tics counterparts, known as 
returns management systems, 
are much newer and far less 
common. The field is only a 
few years old and just a hand-
ful of software developers are 
tackling reverse logistics as 
their main focus.

Optoro, based in Wash-
ington DC, is one of the lead-
ers in this emerging field. It’s 
a nine-year-old company that 
initially was an eBay Drop-
box store, then moved into 
processing return goods for 
retailers. Optoro launched the 
first version of its software in 
2014 after the founders came 
to the conclusion that retail-
ers were basically abandoning 
returns for others to not only 
deal with, but extract value 
through more adept restock-
ing, resales and marketing.

“The real driver of the 
business was an understand-
ing of how little was hap-
pening in this space based 
on [the founders’] experi-
ence working with returned 
inventory,” explained Optoro 
head of product marketing, 
Jordan Jakubovitz. There’s a 
need for “supply chain tools 
that are specifically oriented 
toward reverse logistics pro-
cesses, so think of a WMS 
but much more designed for 
the unique characteristics of 
returned inventory.”

Optoro clients now include 
Target, Best Buy, Staples and 
Bed Bath & Beyond.  The 
company has proven popular 

with investors as well, having 
raised some $200 million in 
venture capital.

Optoro calls its cloud-
based product a “return opti-
mization software platform.” 
The underlying idea is that 
by managing returns with the 
use of intelligent software, a 
retailer or logistics provider 
can extract optimal value.

Elements of the process 
include sorting, restock-
ing, disposal, and transport. 
Optoro offers software for 
the retail outlet to assist in 
its returns process at the 
store level. It also provides 
software that integrates with 
an inventory management 
system providing better vis-
ibility. This can help deter-
mine, say, the impact on 
inventory levels of items in 
salable condition moving 
back into primary sales chan-
nels when there’s already a 
lot of stock available. 

“We can learn from what’s 
happening in one area and 
apply that learning to how 
inventory gets handled in a dif-
ferent area,” Jakubovitz said.

Key is determining the 
condition of each good. While 
robots may be able to do this in 
the future, for the time being a 
human operator makes the 
call, based on predetermined 
criteria. The software will 
then route the item depending 
on that condition category.

That’s not as simple as it 
sounds. The SKU is the basis 
of warehouse inventory man-
agement. But with returns, 
one SKU can have within it 
several conditions of goods, 
warranting different actions.

“The real value here is the 

(REVERSE – continued from 
page 20)

(REVERSE – continued on 
page 23)

(TACKLES – continued on 
page 27)

Kirk Waldrop, vice president, supply 
chain operations, Chainalytics

Some of the breakthroughs 
are coming from existing 
technology that can be repur-
posed for reverse logistics, 
said Brian Thompson, chief 
commercial officer at SMC3, 
a data and technology pro-
vider for the trucking industry. 
“There is better connectivity 
between shippers, retailers 
and carriers,” said Thompson, 
citing transportation manage-
ment systems, which assist in 
scheduling, dispatching, and 
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robots, cobots such as Chuck 
aren’t meant to buzz around 
giant warehouses in large 
packs, autonomously pick-
ing and bring goods to work-
ers. Nor are they designed to 
replace workers. Cobots are 
more applicable for smaller 
distribution centers, or the more 
discrete operations of larger 
facilities. Six Rivers robots now 
inhabit warehouses as small as 
60,000 square feet. A Chuck 
costs about $40,000. One facil-
ity has just eight robots, while 
the largest deployment to date 
at 65. Customers can either buy 
or rent the cobots.

“As a business we believe 
the most demand is going to 
be from the mid-market, those 
companies with say $100 to 
$500 million in revenue and 
they’re the companies who 
just haven’t been well served 
by the incumbent hardware 
manufacturers and also soft-
ware manufacturers,” said 
Glynn. “Their alternative 
would be spending millions 
of dollars on a piece of hard-
ware or a piece of software. 
Now with 6 River Systems 
we can provide the same type 
of productivity gains but for 
costs that are in the hundreds 
of thousands of dollars.”

It’s the software that 
makes a difference and 6 
Rivers plans to continue 
developing packages that 
enable its cobots to take on 
additional tasks. Last year, for 
example, 6 Rivers released a 
software package that targets 
replenishment, whether indi-
vidual items or full cases. 
Only a “handful” of custom-
ers have opted for that feature 
so far, said Glynn. As more 
add this capability, 6 Rivers 
believes it can better tackle 
that aspect of warehousing, 
which includes returns.

“You really need to get 
more experiences, more at 
bats, to really build out what 
a fully mature replenishment 
capability is,” said Glynn. 
“So that’s why we know as 
more customers talk to us 
about how they want to, for 
example, handle returns, we 
will learn more about what’s 
needed in an operation, and 
then we will continuously 
add to that capability.”

Glynn doesn’t envision 
that 6 Rivers robots will be 
able to determine the quality 
of a returned good. “We’re 
focused on the problem of 
getting stuff into the ware-
house and getting stuff out 
of the warehouse, around the 
transport and picking, but not 
scanning a good to under-
stand its quality,” he said.

The entire cobot market-
place globally totaled only 
about $600 million, accord-
ing to two research studies, 
Markets and Markets and 
Interact Analysis. That rep-
resents less than 4% of the 
industrial robots market, 
which topped $16.2 bil-
lion in 2017, according to 

the International Federation 
of Robots. However, Mar-
kets and Markets pegs cobot 
growth rate at 50% annually, 
while Interact Analysis fore-
casts the cobot marketplace 
will total $7.6 billion by 
2027, equal to 30% of total 
industrial robots sales. By 
far, the biggest cobot manu-
facturer is Universal Robots, 
now a division of Teradyne, 
which commands about half 
the marketplace. 

Robots manufacturers are 
benefiting from steep drops in 
costs of everything from sen-
sors to cloud-based computer 
power. They’re gaining as well 
from open source software to 
all the R&D that’s going into 
self-driving vehicles, which 
have applicability to other 
kinds of robots as well.

“Now is the perfect time 
to set up a company like ours 
where we’re getting to ben-
efit from the advances that 
have been made,” said Glynn.

(COBOTS – continued from 
page 20)

track and tracing. “All of those 
things are starting to generate 
some additional interest on the 
reverse logistics businesses.”

returned and it’s processed, by 
which time it holds little value. 
“Think of the disruption to the 
supply chains in terms of inven-
tory levels and how the time is 
lost between selling the product 
having a return determining its 
value to return back into inven-
tory reselling and the actual 
sale again for the second time,” 
he said. “The shorter you can 
make that time, the better your 
chances are of recovering some 
of those lost dollars.” 

Big daTa and coSTly 
ReTuRnS

Just as advanced data 
analytics are proving more 
and more valuable for for-
ward logistics, they are criti-
cal for better understanding 
returns, everything from the 
time it takes a consumer to 
return a product to when in 
a buying season or a product 
cycle there’s a greater chance 
for returns. Big data can be 
applied, not just to assess 

returns, but to better under-
stand consumer buying pat-
terns. This can help determine 
future demand, knowledge 
that can be applied to every-
thing from marketing and 
pricing to order patterns from 
suppliers. The more data on 
returns that can be analyzed, 
the more likely returns can be 
trimmed in the future.

“It’s incredible how much 
data we’re collecting on con-
sumers now,” said Manzione. 
“We’re creating profiles that 
are unique to not only the 
individual but we can cross-
reference across multiple con-
sumers, across all consumers, 
to really understand patterns 
that will reduce returns.”

Returns technology pro-
viders “are trying to help cus-
tomers get their arms around 
all the different types of ana-
lytics surrounding returns and 
how to make better decisions 

(REVERSE – continued from 
page 22)

(REVERSE – continued on 
page 26)

Brian Thompson, CCO at SMC3
Streamlining returns is 

necessary for recovering more 
value from those items, said 
Manzione, who added that for 
many retailers, there are months 
between the time a product is 
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Does the US face freight recession?
According to A. Duie Pyle logistics executive Frank Granieri, logis-
tics companies are right now running a little “gun shy” with the 
economic uncertainties of  the trade war.

By Peter Buxbaum, AJOT

The talking heads on the financial net-
works have been warning about a slowdown 
in the United States economy for some time, 
and eventually they are likely to be proved 
out. The recent anemic jobs report was one 
warning sign as is data showing a dip in 
car sales, both here and in China.

Freight is well known to be a cycli-
cal business and an eventual downturn 
is to be expected. What makes the 
current situation confusing is that 
2018 saw a freight boom with 
massive equipment ordering 
and increasing driver wages, so 
that this year’s lower numbers 
may reflect nothing more than 
a reversion to historical busi-
ness conditions.

But the possibility of an eco-
nomic downturn—exacerbated by the dislo-
cations caused by the Trump tariffs and the 
threat of more—has created an atmosphere 
of uncertainty, and that makes freight compa-
nies and others more reluctant to invest to the 
extent they have been in the recent past. 

Despite the current uncertainty, “busi-
nesses are continuing to invest and grow, albeit 
at a slower rate,” said Frank Granieri, COO of 
Supply Chain Solutions at the logistics com-
pany A. Duie Pyle. “They are, however, a little 
gun shy and more than likely beginning to 
consider the next six-to 18-month pre-election 
cycle when thinking about committing cash.”

A. Duie Pyle, for its part, is seeing strong 
growth in 2019. This Granieri attributes to two 
factors. In the less-than-truckload (LTL) sector, 
Pyle benefitted from bankruptcy and closure 

of New England Motor Freight, once the 
19th-largest LTL carrier in the country. “In 
our contract dedicated business we are ben-
efiting from soft 2018 comps,” Granieri 

added. “The dedicated market is getting 
more difficult in that we are seeing 

a flight to non-contracted capacity 
as spot rates drop.”

While truckload rates in 
the spot market have dropped 
steeply, rates have thus far 
held up in LTL, accord-
ing to Granieri. “Contract 
rates are now following with 

drops expected in the mid-sin-
gle digits,” he said. “It’s important to note 
that these drops come after a record year of 
increases, so comps are difficult.”

The trucking industry is benefiting from 
the growth of e-commerce—particularly 
regional carriers with infrastructure close to 
consumers. “An industry slowdown could 
potentially benefit e-commerce logistics,” said 
Granieri, “by bringing additional transporta-
tion capacity to the market thus driving down 
rates while providing for increased service 
levels. However, in order for e-commerce to 
continue to keep up with demand, warehouse 

Frank Granieri – A. Duie Pyle

of which handle 800 stores.
Dollar Tree sources 40% 

of its products internationally, 
much of it from China, and uses 
the ports of Savannah, New 
York-New Jersey, Los Ange-
les-Long Beach, and Seattle-
Tacoma, in addition to the local 
Virginia ports. The company’s 
site selection considerations 
“start with transportation 
modeling, labor availability, 
highway connectivity, and rail 
capacity,” said Valentine. “We 
were one of the early adopters 
of intermodal.”

According to a recent 
Colliers report, “The call for 
an uptick in development 
has been heard” in the Nor-
folk area, after little indus-
trial development was seen 
in 2017 and 2018. The first 
quarter of this year ended with 
six properties, totaling almost 
one-million square feet, under 
construction, the most since 
the fourth quarter of 2016. 

“This is great news for a 
market with historically low 
vacancy and very little new 
product,” said the report. 
“The Norfolk market, how-
ever, is still in need of more 
speculative product.” 

Norfolk’s vacancy rate for 
industrial properties in the first 
quarter was a low 4.0%, 116 
basis points lower than the year 
before. The area’s prospects for 

economic growth are bullish, 
with defense spending—which 
is on the rise—accounting for 
40% of local GDP.

luMBeR liquidaToRS 
inveSTS

Lumber Liquidators 
invested over $60 million in 
recent years in connection with 
the expansion of its presence 
in Virginia, including consoli-
dation of its East Coast distri-
bution operations in Henrico 
County, adjacent to Richmond. 
The company benefitted from 
tax credits and grants, includ-
ing a $2-million performance-
based grant from the Virginia 
Investment Partnership pro-
gram, an incentive available to 
existing Virginia companies.

Lumber Liquidators’ one-
million square-foot Henrico 
County warehouse started dis-
tribution operations in early 
2015. The facility receives 
around 12,000 TEU per year 
from 20 countries, and distrib-
utes throughout the eastern 
United States and as far west 
as the Dakotas and east Texas. 

“We took 100 percent 
of our imports through the 
Richmond Marine Termi-
nal last year,” said Chuck 
Weigand, the company’s 
transportation vice presi-
dent. “Outbound it was 100 
percent by trucks to stores.”

(TIGHT – continued on 
page 27)

(TIGHT – continued from 
page 16)

(RECESSION – continued on page 27)
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Gain a better understanding of 
your total landed costs with Yusen 
Logistics. As your third-party 
logistics partner, we can help you 
identify hidden costs, improve 
visibility and reduce inefficiencies 
throughout your supply chain. 
While you’re focusing on your core 
competencies, we’re managing all 
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needs and delivering measurable 
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DO THE NUMBERS 
ADD UP? FINDING  
HIDDEN SUPPLY 
CHAIN COSTS

The 31st annual Agriculture Transportation Coalition Annual Meeting took place 
June 11-14 at the Tacoma Convention Center in Tacoma WA.  Over 500 attendees were 
present representing all aspects of agricultural freight transportation, in what was the 
largest annual gathering of Ag shippers in the USA. (see AgTC story on page 29)

AgTC hosts annual meeting in Tacoma, WA

 (l to R) Carry Dittmann, jim Opfinger
(all from Clearmetal)

(l to R) john Byrd, Brittany Forrest, lucas Buchholz, (all from nTG)

(l to R) jane Sato – California Cartage, Mike Ruder – Calcot, 
Anthony Wright – California Cartage

 (l to R) Brandon Beetham – XPO logistics, Thomas Partridge – Triton International, 
jim Pratt – TAl

(l to R) Matt Go – AgTC, Ted ley – Tradelanes, Danari Fowles – Tradelanes

(l to R) Tom Bellerud, Tong Zhu, Sue Coffey 
(all from nW Seaport Alliance)

about how to avoid returns, how do 
you make better decisions on your 
purchasing and your forward logistics 
forecasting and how do you get better 
prepared for returns that are coming 
back,” added Waldrop.

Those in the industry see a point 
where data analytics will predict 
the odds that a good is going to be 
returned, and when, which will allow 
retailers to build that probability in 
their costing model, both for the prod-
uct and for the individual buying it.

Manzione, for one, pinpointed 
retailers who provide goods on a 
monthly subscription model as being 
in the forefront of this trend, citing 
cosmetics and baby products as two 
successful categories. They are using 
data to make better decisions on what 
goods to offer. “The returns to those 
companies are going dramatically 
lower month to month because [these 
companies] have a better understand-
ing based on the data they’re getting 
on what the consumer wants,” he said. 

when The laST Mile iS The FiRST

The warehouse, itself, easily suf-
fers greatly from a lack of returns-
related technology, whether that 
warehouse is completely or just par-
tially dedicated to returns. To begin 
with, it’s hard to plan space allocation 
in the best of times. “Returns are not 
pretty,” said Waldrop. “It’s going to be 
the biggest mess you’ve ever seen on a 
pallet. It’s going to be misshapen boxes 
stacked every which way and they’re 
all broken and things are falling out.” 

But that’s exacerbated by a lack of 
advanced warning, which technology-
driven systems can help overcome. 
“There are some more specific chal-
lenges around a lack of visibility, and 
obviously, it is even more difficult to 
predict the demand of what returns 
will be coming through that door. And 
if you don’t necessarily know what is 
coming back, that is where technology 
and AI have a role to play in terms of 
helping that process,” said Hawkins.

On the transport side, the objec-
tives are the same, but the challenges 
are different. “The main goal right now 
is to reduce the cost of returns while 
maximizing customer satisfaction,” said 
Thompson. This translates into cus-
tomer convenience and ease, coupled 
with better and more predictable ship-
ping. He pointed out that so much effort 
has been put into last-mile delivery. But 
with returns, last-mile becomes first-
mile, with different challenges, includ-
ing consolidation and repackaging. 

Again, data analytics will help. 
“Data aggregation and analysis can 
lead to removing operational bottle-
necks, making sure you’ve got capac-
ity in the areas where you need it,” 
Thompson said. 

While software systems are increas-
ingly available and being applied to 
returns, dedicated hardware is further 
down the road. So far, at least, robotics 
hasn’t come up with a solution for com-
pletely automated sorting of returns, the 
same way robots can now pick goods. It 
will take computer vision that can deter-
mine a lawnmower, a screw, a couch, a 
dress and a lightbulb in one bin, a tough 
task for even the most advanced robots. 

(REVERSE – continued from 
page 23)
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Three-quarters of the com-
pany’s ocean traffic comes out 
of Shanghai, with the remain-
der from Europe, South Amer-
ica, and elsewhere in Asia. 
“We use RMT because it is 
efficient, cheaper, and more 
environmentally friendly,” 
said Weigand.

Two years ago, the Port 
of Virginia negotiated with the 
City of Richmond for a 40-year 
lease on RMT, which is located 
adjacent to I-95 south of 
downtown, after it previously 
operated the facility under a 
series of five-year leases. Last 
December, the port celebrated 
the tenth anniversary of the 
Richmond Express barge ser-
vice, which moved 31,500 
containers in 2018, its best year 
on record. A growing number 
of ship lines now issue bills of 
lading directly to RMT.

The Richmond Marine 
Terminal is driving demand 
for warehouse space in the 
area, according to Colliers. 
One-million square feet of 
spec construction was recently 
completed and Brother Inter-
national relocated its East 
Coast distribution operations 
from New Jersey to 462,000 
square feet of that space. 

Richmond is faring better 
than the Norfolk area in that 
it “has seen a surge of spec 
development” in the last year, 
according to Colliers, “with 
four projects underway total-
ing nearly 1.2 million square 
feet.” In 2018, Richmond 
saw 1.7 million square feet 
come online, including dis-
tribution facilities for Aldi, 
Pepsi, and FedEx.

space will continue to be vital 
to ensure adequate distribu-
tion capacity.”

If a recession does come, 
Pyle “will look to capitalize 
by investing in future ware-
house and cross-dock capac-
ity,” Granieri said. This will 
position the company “to ser-
vice our customers when the 
inevitable turnaround occurs 
and capacity tightens. 

“For those who have 
been in the transportation 
business for any length of 
time,” Granieri added, “these 
cycles have a way of creat-
ing opportunity for those that 
exhibit patience and conduct 
their business affairs with 
a view towards long term 
growth and sustainability.”

(TIGHT – continued from 
page 24)

(RECESSION – continued 
from page 24)

ability to make a routing deci-
sion on each and every item 
that gets returned and comes 
back through the supply 
chain,” said Jakubovitz.

This involves what is 
called “decision sciences” tech-
nology, basically decision rout-
ing guidance systems. What 
happens to an item, where it 
goes in the warehouse, is based 
on its condition. 

Doing this accurately, 
but also efficiently, is another 
major goal of returns soft-
ware. Lack of speed has 
historically bedeviled the 
returns process. It does no 
good to have an individual 
spending ten minutes on a 
single return. “You need to 
be able to handle every item 
individually and act quickly,” 
said Jakubovitz. “The combi-
nation of those two things has 
unlocked a lot of additional 
opportunity in this space.”

The kind of data analyt-
ics and machine learning that 
companies such as Optoro 
provide have profound con-
sequences up and down the 
supply chain. They affect pric-
ing decisions, based on the 
number of returns and when 
they arrive. They impact refur-
bishing decisions. They assist 
on inventory positioning.

Optoro’s systems offer-
ings include a package specif-
ically for returns to vendors, 
or manufacturers. In the past, 
the company says, retailers 
have defaulted to sending all 
goods back to vendors, even if 
they could make more money 
by reselling or have already 
reached their quota. Returning 
to vendors, as well, has histor-
ically been even more labori-
ous and less automated than 
even returns from customers. 
“Returning to vendor is a rela-
tively complex concept that 
we believe justifies its own 
treatment as a technology 
offering,” Jakubovitz said.

(TACKLES – continued from 
page 22)

the pallets stronger, more 
flexible and better able to 
handle both standard-sized 
and odd-sized goods. Suppli-
ers include such large paper 
manufacturers as DS Smith 
Paper and Conitex Sonoco.

There are issues. Card-
board pallets can’t simply 
replace wood pallets without 
modifications to existing infra-
structure. Most problematic, 
wooden pallets are now used in 
warehouses as shelves in open 
racks. To accommodate card-
board pallets, the racks must 
have support, basically cross 
bars added at the base.

In order to minimize 
damage to cardboard pal-
lets, forklift drivers and other 
warehouse workers must be 
retrained. Some cardboard 
pallets don’t hold up well 
with either heavy loads, or 
adverse weather, making sea 
travel, for example, a tough 
slog. Cardboard pallets aren’t 
well suited for storing goods 
outside in inclement weather.

Logistics has come to 
depend on pallets, which 
were developed in the 1920s. 
In the US, at least, the pallet 
is standardized around the 
GMA pallet, which is 48 
inches by 40 inches. Trucks, 
warehouses, shelves, fork-
lifts, they’re all incumbent 
on these pieces of wood. 
“Everything is built around 
the functionality of this spe-
cific design,” said Perry.

The size of the modern-day 
pallet industry is staggering. 
The global demand for wooden 
pallets eclipsed 5 billion in 
2017, according to the research 
group Statista. In the US that 
year, suppliers added a bit more 
than 500 million new wooden 
pallets, with a value of about $8 
billion. To meet that demand, 
wooden pallet manufacturers 
consumed between 4.1 and 5 
million board feet, according to 
various research data, includ-
ing that produced by the indus-
try association, the National 
Wooden Pallet and Container 
Association. This lumber rep-
resented 43% of hardwood and 
15% of softwood consumed in 
the US that year.

Ikea replaced 17 mil-
lion wood pallets with an 
equal number of corrugated 
cardboard pallets. After the 
Ikea announcement, card-
board pallets manufacturers 
and environmental advocates 
fully expected other major 
companies to follow the lead 
of the Swedish retailer. That 
didn’t happen. So now, one 
focus is on college campuses. 
Change the Pallet convinced 
15 colleges and universities to 
request their suppliers to ship 
on cardboard pallets.

Cardboard pallets advo-
cates maintain the faith that 
eventually, manufacturers will 
start to use the product, after 
which the floodgates will open. 

“There is a very signifi-
cant tipping point coming to 
the market and people are 

(SOLUTION – continued 
from page 21)

going to get caught flat footed 
for sure,” predicted Pener. “I 
just don’t know and I don’t 
think anyone knows whether 
the first major movement 
is going to occur in 2019 or 
2020 or 2025 or 2030.”

Requirement volumes in 
Richmond climbed 85% in 
a year to 5.2 million square 
feet by the end of 2019’s first 
quarter, according to Col-
liers. “Richmond continues to 
attract e-commerce and third-
party logistics users seeking to 
optimize their supply chains 
and find adequate labor pools 
at lower costs,” said its report. 
Richmond’s vacancy rate in 
the fourth quarter of 2018 was 
a miniscule 3.3%, marking the 
eighth straight year of demand 
outpacing supply. 

The Norfolk area has not 
seen the same level of supply 
growth, although “develop-
ers have begun to respond.” 
As vacancies fall, the Colliers 
report concluded, “large-scale 
speculative projects could get 
off the ground.”

various activities, as well as 
the tremendous economic and 
societal benefits the port pro-
vides in the way of jobs, busi-
ness development, access to 
world markets (both in terms 
of cargo and passenger ships), 
and business taxes generated 
through its cargo, passenger 
and real estate activities. The 
importance of communica-
tion between a port and its 
region’s residents cannot be 
overemphasized, and that’s 
one reason that AAPA’s 
Public Relations Committee 
is among the largest, most 
active of the association’s 12 
technical committees, pro-
viding port communications 
professionals opportunities to 
learn from and interact with 
their peers at several functions 
annually, as well as through a 
number of online formats.  

AJOT: In this era of 
increasingly powerful ocean 
carrier alliances do you see 
more alliances between ports 
similar to the recent Tacoma/
Seattle port alliance?

AAPA: While it’s very 
difficult to predict which, 
if any, ports may develop a 
governance structure similar 
to that of the Northwest Sea-
port Alliance, what we have 
seen in recent years are vari-
ous forms of strategic part-
nerships between ports. Such 
partnerships can be mutually 
beneficial in that the partner-
ing ports can leverage the 
customers, contacts and rela-
tionships of the other. Even 
though they may be competi-
tors, neighboring ports may 
develop equipment sharing, 
land sharing and/or coopera-
tive marketing programs to 
ensure that growing cargo 
volumes that one port may 
not be able to accommodate 
can be relocated to the part-
ner port so their customers 
(and the related cargo) don’t 
end up moving to another 
port region hundreds of miles 
away. Another area where 
competing ports may have 
common interests and want 
to share resources is when 
they lie along the same water-
way that needs to be dredged.

(INFRASTRUCTURE – 
continued from page 14)
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NEWS
Acquisition of Panalpina by DSV 
market changing for air cargo industry
The new DSV-Panalpina is now the second largest air forwarder 
in the world behind DHL. Will the hookup trigger more mega-
mergers in the highly fragmented air cargo handling industry?

By Matt Miller, AJOT

Announced in April, the $4.6 bil-
lion acquisition of Swiss freight forward-
ing powerhouse Panalpina Welttransport 
Holding by its larger Danish counterpart 
DSV A/S will reorder the higher-margin 
air cargo handling industry. It will vault 
the combined DSV-Panalpina operations 
to second place in the world behind DHL 
and ahead of Kuehne + Nagel. It also 
marks the comeback of the mega-merger 
in logistics providers and likely sets the 
stage for further consolidation in the still-
fragmented industry.

“When you look at our list of the 
Top 50 Global 3PLs, every one of them 
except for Total Quality Logistics, TQL, 
has done some type of acquisition,” said 
Evan Armstrong, president of Armstrong 
& Associates, a 3PL market research and 
consulting firm. “Customer relationships 
especially on the value add warehousing 
distribution side tend to be very sticky. 
So, in a lot of these acquisitions, they’re 
buying customers.”

“On that list there are still plenty of 

privately held companies that are acquisi-
tion targets and are going to continue to 
be,” he continued.

Armstrong cited Cincinnati-based 
TQL as one possible target, as well as 
somewhat smaller providers Transporta-
tion Insight and NFI. Frederic Horst, CEO 
of Cargo Facts Consulting, brought up the 
possibility of a merger of two Japanese 
3PLs, such as Nippon Express and Kin-
tetsu World Express.

Private equity will likely play a 
major role in accelerating deals as well, 
both on the buy- and sell-side. Private 
equity money could fuel transactions, 
as logistics is now considered a good 
bet for PE. Those PE firms that already 
have a stake in logistics may pressure the 
companies they’ve invested in to sell, 
providing a profitable exit strategy for 
their shareholders. That’s what happened 
with Panalpina.

According to Armstrong & Associ-
ates, which also tracks transport-related 
(ACQUISITION – continued on page 31)

Emirates SkyCargo strengthens 
its pharma capabilities

Reinforcing its position as the global 
market leader for the air transport of tem-
perature sensitive pharmaceuticals, Emir-
ates SkyCargo has significantly boosted 
its worldwide pharma handling capabili-
ties and infrastructure.

new dedicaTed phaRMa FaciliTy 
aT chicago

Emirates SkyCargo has commenced 
handling pharmaceutical cargo at a new 
purpose-built facility in Chicago. The 
facility, dedicated solely for pharma-
ceutical shipments. is spread over 1,000 
sq. metres, with scope for additional 
expansion and provides comprehensive 
protection for pharma cargo through 
temperature-controlled zones for accep-
tance and delivery, pharma cargo build up 
and break down, storage and direct ramp 
access. Developed in partnership with 
ground handling company Maestro, the 
facility has a capacity of 15,000 tonnes of 
pharma shipments per annum.

“Emirates SkyCargo is commit-
ted to the safe and secure transportation 
of temperature sensitive pharmaceutical 
shipments. Having a dedicated facility for 
pharma at one of our busiest stations for 
pharma in our network is a big boost to our 
pharma handling credentials and capabil-
ity,” said Nabil Sultan, Divisional Senior 
Vice President, Emirates SkyCargo.

“This was also a unique model wherein 
we worked closely with the ground handler 
and were involved in the planning for the 
facility from the very beginning. Using our 
learnings from transporting pharma across 
six continents, we were able to collaborate 
to make the new pharma facility fit for pur-
pose,” he added.

The facility offers temperature-con-
trolled zones (2-8 degree Celsius and 
15-25 degree Celsius) for acceptance and 
delivery, pharma cargo build up, break-
down and storage. The proximity of the 
facility to the ramp also means that cargo 
has to spend lesser time in transit to and 
from the terminal to the aircraft.

expanSion oF gloBal phaRMa 
coRRidoR neTwoRK

The dedicated pharma facility in 
Chicago is part of Emirates SkyCargo’s 
broader strategy to enhance protection for 
temperature sensitive pharma shipments 
not just at its hub in Dubai but from origin 
to destination.

Following up on the success of the 
pharma corridors initiative which was 
announced in Jan 2018, Emirates Sky-
Cargo has expanded its initial network of 
12 pharma stations to 20.

As part of pharma corridors, Emirates 
(STRENGTHENS – continued on 

page 31)

H-JAIA selects WFS to meet 
future cargo handling needs

Worldwide Flight Services (WFS), 
the world’s largest air cargo handler, is 
extending its North American network to 
Atlanta after winning the tender to operate 
Hartsfield-Jackson Atlanta International 
Airport’s (H-JAIA) new Cargo Building 
C, a key part of the airport’s multi-billion 
dollar master plan to accommodate the 
future aviation needs of the region.

This move, represents the latest invest-
ment by WFS to grow its global handling 
capabilities. The company has recently 
expanded its facilities in Paris, New York 
JFK, Brussels, Copenhagen and Madrid 
which, with the addition of Atlanta, adds 
a further 700,000 square feet to its interna-
tional operations footprint.

WFS is taking a long-term lease on 
the new facility, the most modern cargo 
terminal in Atlanta, as part of a multi-mil-
lion dollar investment to bring its world 
class service, safety and security pro-
grammes to support the airport’s strong 
cargo growth. In 2018, cargo volumes at 
Hartsfield-Jackson Atlanta International 
Airport rose 4.7% to over 700,000 tonnes, 
which followed a 7.5% increase in the 
previous year. 

Mike Simpson, WFS’ Executive Vice 
President Americas, said: “This is a really 
big win for WFS and for the airlines we 
will be working with in Atlanta. As the 
biggest handler in North America, present 
at over 60 major airports, Atlanta has been 
a significant gap in our network. We have 
been very attracted to Atlanta for some 
time and are excited by what we can do 
to support the airport’s long-term growth, 
most notably by bringing our best-in-
class global safety and security standards 
to the market. We applaud the City of 
Atlanta and Hartsfield-Jackson Atlanta 
International Airport for investing in the 
modernization of its cargo infrastructure 

to meet the fast-growing cargo demand in 
the region.” 

Elliott Paige, Airport Director, Air 
Service Development, at H-JAIA, com-
mented: “Our goal is to offer the high-
est quality of handling services to attract 
high-value cargo onboard the more than 
900,000 flight operations from Atlanta 
annually. With more airlines recognizing 
the outstanding opportunities we offer, 
WFS will play an important role in Atlan-
ta’s future growth by further enhancing 
our reputation as a first class, and safe and 
secure, cargo hub.” 

WFS will commence operations in 
Cargo Building C in late 2019 and will 
announce its launch customers shortly.

Located in the airport’s South Cargo 
Area, the newly-constructed facility com-
bines a 120,000 square feet warehouse 
and 20,000 square feet of office space and 
will incorporate freighter ramp handling 
facilities and a container bypass handling 
system. To support customers’ premium 
temperature-controlled products, it will 
also house 2,500 square feet of dedicated 
cooling facilities capable of storing 140 
skids plus ULD containers for handling 
pharmaceuticals as well as other perish-
ables cargoes. WFS is also commencing 
the process to become the first cargo han-
dling partner in Atlanta to achieve Good 
Distribution Practice (GDP) certification.

In line with its commitment to the 
highest quality, safety and security stan-
dards WFS will equip the building with 
its unique ePic warehouse management 
system to maximise its operational effi-
ciency and will also invest in the imple-
mentation of a multi-layered security 
system linked directly to its centralized 
Security Operations Center (SOC) in 
North America to provide 24/7 security 
surveillance.
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A SERVICE AL1 SERVICE AL2 SERVICE
Cutoff Friday Cutoff Thursday Cutoff Monday

FROM NEW YORK LOLO RORO LOLO LOLO
TO Transit Time Transit Time Transit Time Transit Time

ANTWERP 14 20 16 –
DUBLIN 12 – – –
BELFAST 13 – – –
GÖTEBORG 19 – – –
HAMBURG 11 17 15 18
LE HAVRE – – – 17
LIVERPOOL 9 13 – –
LONDON GATEWAY – – 18 15
ROTTERDAM – – 13 16

ONE SHIP. UNLIMITED POSSIBILITIES.

RORO Customer Service
877-918-7676

Export Customer Service
800-225-1235

Export Documentation 
888-802-0401

Import Customer Service
888-802-0403

Logistics
866-821-7449

Credit & Collections
888-225-7747
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There were several themes 
and common issues affecting com-
petitiveness raised by Ag shippers 
at the Agricultural Transporta-
tion Coalition annual meeting in 
Tacoma June 11-14. Among those 
expressed were the following inef-
ficiencies that increase operational 
costs to shippers:
• Vessel transit time delays, in 
some cases affecting 50% of 
shipments, including containers 
sitting in transshipment ports for 
weeks at a time
• Continuing terminal congestion 
and lack of productivity at US 
export ports that can easily result 
in terminal detention charges of 
$75-$275 per container
• Lack of reefer container avail-
ability and chassis availability, 
especially equipment availability 
at inland loading locations.

While acknowledging that 
in some cases extended terminal 
gate hours, appointment sys-
tems, and technology platforms 
help, several shippers maintain 
that there is still a long way to 
go in improving ocean carrier, 
terminal, and chassis operations. 
A common theme expressed by 
several shippers was that basic 
old-fashioned customer service 
communication by ocean carri-
ers would help, so that shippers 
could devise contingency plans.

One service provider at the 
conference further framed sev-
eral of these issues and offered 
up at least a couple of sugges-
tions as related to container and 
chassis availability. On the ques-
tion of service reliability Bill 

Rooney, Senior VP of Strategic 
Planning for Kuehne & Nagel 
mentioned the following two 
service issues, with no clear 
prospects of improvement:

According to Sea Intel, 
ocean carrier on-time perfor-
mance on the Transpacific West-
bound leg currently runs at 75%, 
with an average service delay of 
3 ½ days; not a very good per-
centage if viewed from the per-
spective of the airline industry. 
Considering the average train 
speeds, including intermodal, 
are 15-20% slower than in 2016.

Regarding container and 
chassis availability, Rooney reit-
erated the following basic points:
• Import containers go to where 
people live and export contain-
ers come from where people 
don’t live 
• It is very expensive to reposi-
tion containers, and ocean carri-
ers want to keep them close to 
the import ports and return them 
to the origin ports ASAP 
• Carriers sometimes prefer 
exporting empty containers, par-
ticularly when considering the 
cost of repositioning empties 
inland to load export cargo that 
may earn only 20-30% the rev-
enue of import loads. 

All the above considerations 
have contributed to an increase in 
transloading, and Rooney offered 
the following alternatives to con-
sider, where feasible:
• Rail exports in bulk or boxcars 
to the export ports and transload 

AgTC holds annual meeting 
in Tacoma WA

By Brendan Dugan, AJOT

US Ag exports undermined by 2019 
flooding and inland waterway closures

Catastrophic flooding in 2019 is slowing or 
stopping barge traffic along the Mississippi, Mis-
souri and Arkansas rivers and adversely impacting 
farmers and exports.

Flood iMpacT To waTeRwayS 
An American Commercial Barge Line report 

dated June 10th says tug/barges accessing the fol-
lowing rivers and the Gulf of Mexico are encoun-
tering these challenges: 
• Upper Mississippi River above St. Louis: “all 
locks are now closed due to high water” 
• Illinois River is “Closed …. until 6/21-22” 
• Gulf: “We continue to battle flood conditions, 
heavy delays…. Shuttle boats in the Gulf are 
reduced to 6-9 barges on Southbound moves due to 
the flooding conditions.” 
• St. Louis: “harbor is closed from miles 179-184.” 

• Memphis: “Daylight only through Memphis…. 
Vicksburg bridge and Baton Rouge.” 
• Arkansas River: “Flooding and high flows on the 
Arkansas River. The river is expected to be closed 
until early July. Reports have come in that Lock 13 
(AK 298) has sustained significant damage and is 
closed until further notice.”

Matt Pitsch, a consultant with the Fort 
Smith-based Western Arkansas Regional Inter-
modal Transportation Authority told AJOT that 
the Authority is working on locating a container 
terminal for tug/barges service to and from New 
Orleans. However, he noted: “barge traffic here 
in the Arkansas River will not open up for several 
months. …It has been raining here for days.”

Debra Calhoun, senior vice president for the 
Washington, DC-based Waterways Council, Inc. 

Priority Navigation Projects

PROJECTS UNDER CONSTRUCTION
Olmsted Lock and Dam  
Ohio River, IL/KY
Lower Monongahela River Locks 
and Dams 2, 3 and 4  
Monongahela River, PA
Kentucky Lock Addition 
Tennessee River, KY
Chickamauga Lock 
Tennessee River, TN
Emsworth Dam Rehabilitation 
Ohio River, PA
Markland Lock and Dam Rehabilitation 
Ohio River, IN/KY

AUTHORIZED PROJECTS
John T. Myers Lock Extension 
Ohio River, IN/KY
Greenup Lock Extension 
Ohio River, KY/OH
Locks 20, 21, 22, 24 and 25 
Upper Mississippi River, IL/MO
LaGrange and Peoria Locks 
Illinois Waterway, IL 
Bayou Sorrel Lock Replacement 
Gulf Intracoastal Waterway, LA 
High Island to Brazos River 
Gulf Intracoastal Waterway, TX
Inner Harbor Navigation  
Canal Lock Project 
Gulf Intracoastal Waterway, LA

PROPOSED PROJECTS 
(anticipated over next 20 years according to Inland Waterways 
Capital Development Plan recommendations based on 2010 
data, subject to change)
Meldahl Dam 
Ohio River, OH/KY
Montgomery Lock and Dam 
Ohio River, PA
Mel Price Lock 
Mississippi River, IL/MO
No. 2 Lock 
Arkansas River, AR/MS
Joe Harden Lock 
Arkansas River, AR
Willow Island Locks and Dam 
Ohio River, OH/WV
Marmet Lock 
Kanawha River, WV

By Stas Margananis, AJOT

(CLOSURES – continued on page 30)

Redwood City’s Zortman plans 
for new business and dredging

Kristine Zortman, execu-
tive director, Port of Redwood 
City says that the Port needs to 
increase dredging and develop 
new markets to expand on its 
construction materials and scrap 
metals business.

In an interview with AJOT, 
Zortman said, “We have to rec-
ognize that our success attract-
ing building material and scrap 
metal business may not last for-
ever. The Port needs to embark 
on a diversification strategy 
to generate new markets and 
new sources of revenue.” The 
Port announced that it broke 
its record of two million metric 
tons of cargo for the third quar-
ter ending March 31st, 2019. 
The result was revenues of 
$7.1 million, an increase of 
nearly $900,000 over the previ-
ous year. For the third quarter 
of 2019, vessel calls increased 
from 47 to 61 ships. Lorianna 
Kastrop, Port Commission 
Chair said “We anticipate strong 

results to continue through the 
rest of the fiscal year.” Zort-
man said that the port’s prime 
exporter of recycled metals, 
Sims Metal, had “begun diver-
sifying away from China three 
years ago and has increased 
its exports to countries such as 
Indonesia and Vietnam. So, we 
expect continued strong growth 
in this sector as well.”

Sims recycles more than 
300,000 tons of vehicles per 
year and exports shredded scrap 
metal to Asia.

A major importer at the 
Port of Redwood City is Cemex 
Aggregates, which recycles con-
crete and asphalt and imports 
construction aggregates.

The Port is sometimes 
called, “the Port of Silicon 
Valley,” because its location in 
the South San Francisco Bay 
gives it proximity for truck-
ing imported building materials 

By Stas Margananis, AJOT

(MEETING – continued on 
page 31)

(PLAN – continued on 
page 31)
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 Mundra  India  4,240,260  4,440,000 
 Nagoya  japan  2,784,109  2,880,000 
 Nanjing  China  3,170,000  3,230,000 
PANYNJ  uSA  6,710,817  7,179,792 
 Ningbo-Zhoushan  China  24,607,000  26,351,000 
 NW Seaport Alliance  uSA  3,665,329  3,797,626 
 Oakland  uSA  2,420,837  2,546,355 
 Osaka  japan  2,326,852  2,400,000 
 Piraeus   Greece  4,145,079  4,908,000 
 Port Klang  Malaysia  11,978,466  12,320,000 
 Port Said  egypt  2,968,308  3,050,000 
 Qingdao  China  18,262,000  19,315,000 
 Quanzhou  China  2,303,000  2,400,000 
 Rizhao  China  3,237,700  4,000,000 
 Rotterdam  netherlands  13,734,334  14,513,000 
 Salalah  Oman  3,946,421  3,390,000 
 Santos  Brazil  3,853,719  4,120,000 
 Savannah  uSA  4,046,212  4,351,971 
 Shanghai  China  40,233,000  42,010,000 
 Shenzhen  China  25,208,700  27,736,000 
 Sines  Portugal  1,669,057  1,750,000 
 Singapore  Singapore   33,666,600  36,599,000 
 Southampton  uK  2,040,000  1,995,000 
 St Petersburg  Russia  1,848,700  2,133,000 
 Sydney  Australia  2,530,122  2,650,000 
 Taicang  China  4,514,000  nA 
 Taichung  China/Taiwan  1,660,663  1,710,000 
 Taipei  China/Taiwan  1,561,743  1,660,000 
 Tanger Med   Morocco  3,312,409  3,472,451 
 Tangshan  China  2,530,303  2,960,000 
 Tanjung Pelepas  Malaysia  8,260,610  8,960,000 
 Tanjung Perak   Indonesia  3,553,370  nA 
 Tanjung Priok   Indonesia  6,090,000  7,640,000 
 Tianjin  China  15,040,000  16,007,000 
 Tokyo  japan  4,500,156  4,570,795 
 Valencia   Spain  4,832,156  5,104,000 
 Vancouver  Canada  3,252,225  3,396,000 
 Virginia/Norfolk  uSA  2,841,016  2,855,913 
 Xiamen   China  10,380,000  10,007,000 
 Yantai  China  2,702,000  3,000,000 
 Yeosu Gwangyang   Korea  2,230,000  2,400,000 
 Yingkou   China  6,278,000  6,490,000 
 Yokohama  japan  2,926,698  3,003,000 
Zeebrugge Belgium  1,580,000  1,600,907 
Zhuhai China  2,270,000  2,310,000 

(CHART – continued from page 6)Notes on the AJOT’s 
Top 100 Containerports A-Z

By George Lauriat, AJOT

In this inaugural version of the 
AJOT’s Top 100 Containerports A-Z it 
is worth noting that the tally runs in size 
from the mega-port of Shanghai at 42 
million TEU to Dammam in Saudi Arabia 
at 1.54 million TEU. In all fairness, the 
number of ports could easily have been 
110-to-120 as many are crowded in the 
1.5 million to 1.6 million TEU range. 

Additionally, how a number of ports 
are grouped also impacted the list. For 
example, are the San Pedro ports of Los 
Angeles and Long Beach one port or two? 
Two was the call in that case but the new 
Northwest Seaport Alliance of the ports 
of Tacoma and Seattle were combined 
into one entry. Equally, how individual 
ports count TEUs also varies and often 
the numbers for the same port will be 
very different, depending on the parties 
involved in the addition.

It is no surprise that a majority of the 
global mega-ports are located in Asia, 
with a concentration in China. There is 
roughly a 20 million TEU trade between 
Europe and Asia and 27 million TEU 
trade between North America and Asia. In 
both cases the traffic is heavily weighted 
in favor of Asia outbound. 

The volume in the container trade 
lanes is reflected in the port rankings. 
Since around 2008, the Port of Shanghai 
has been the world’s largest container port 

– a direct result of the economic boom 
in China. Prior to that Singapore (now 
number 2) was the largest and before that 
Hong Kong occupied the top spot. For 
nearly a decade Shanghai has sat atop 
the port standings while other Chinese 
mainland ports have risen. Hong Kong, 
which had perennially held the top spot 
has fallen to the seven slot as the role of 
being China’s “entrepot” has shifted to 
Shanghai and other mainland ports. How 
Hong Kong will fare as “just another Chi-
nese port” is a question the planners in the 
Hong Kong SAR are trying to answer. 

The Port of Singapore is facing a 
similar challenge with ports in Malaysia 
and Indonesia growing at a rapid pace. 
But as the real estate mantra suggests, 
Singapore has “location, location and 
location” with its position in the Malacca 
Straits and is likely to keep growing 
despite the lack of an abundance of green-
field land. Still Singapore may have a dif-
ficult time holding on to the spot as the 
Port Ningbo-Zhoushan has been growing 
at an astounding clip – over 200% for the 
last decade and could in a very short time 
even outpace Shanghai for the top spot. 

The sources for the A-Z port chart were 
numerous. Among the sources were Lloyds 
List, UNCTAD, Drewry, IAPH, various port 
authorities, terminal operators, investor pre-
sentations, and press reports. 

told AJOT that “there was a little good 
news over the weekend as the (Missouri) 
river from …Bellevue, Iowa…Muscatine, 
Iowa (100 miles of river) is opening up. It 
is still closed from below St. Louis up to 
Muscatine.”

Calhoun noted that:
• The 7-day weather forecast isn’t looking 
good, “with 3-4 more inches of rain expected 
that could keep St Louis Harbor closed.”
• The (Missouri) river had been falling 
from St. Paul to St. Louis with St. Louis 
cresting at 45.7 feet yesterday (June 10th).
• The weather forecast of 3-4 inches of 
rain does not look favorable for the upper 
Mississippi River.
• Illinois River navigation is now open 
down to Beardstown, IL, but full river 
operations will be suspended until the St 
Louis harbor opens.
• The lower Mississippi is “back on the 
rise after weekend rains covered most of 
the Mississippi Delta region. There are still 
maximum tow size restrictions and daylight 
operating only in critical navigation areas.”
• The U.S. Army Corps of Engineers is 
“going to have to dredge the rivers that 
were impacted by increased sediment 
from the flooding, so that will be a chal-
lenge going ahead.”

iMpacT To FaRM STaTeS

Calhoun said that agricultural pro-
ducers in states such as Nebraska, Iowa, 
Missouri, Illinois, Arkansas, are facing 
a “quadruple whammy” as they are 
adversely impacted by delays:
• Inputs such as fertilizers that are shipped 
by barge up river have been delayed and 
this delays planting of crops such as soy-
beans and corn.
• Flooding has delayed the planting of 
soybeans and corn.
• Products that were harvested last year 
and should be moving southbound on the 
Mississippi to ports such as New Orleans 
for export “have been disrupted… There 
are thousands of barges waiting to go 
somewhere.” This means more goods will 
be transported by trucks on highways.
• Lastly, “the Chinese tariffs on soybeans 
have been impacting farmers as well.”

inFRaSTRucTuRe ShoRTFallS

Calhoun said: “In a disaster like 

this year, you do see the importance of 
a resilient and reliable inland waterway 
system for shippers.” This year’s flood-
ing and the damage to levees and locks 
represent a warning about the need to 
fast-track investments to upgrade the 
nation’s waterways to defense against 
future transportation dislocations that 
characterized 2019.

The Waterways Council continues 
to urge that the waterways be included 
in any infrastructure bill that Congress 
will consider, but as long as there is 
no agreement on the revenue source 
it remains: “pie in the sky.” Calhoun 
notes that transportation projects attract 
an increased emphasis on public/pri-
vate partnerships which usually means 
tolls: “Well, you can put tolls on high-
ways but if you assess tolls on every 
lock a tug/barge passing through, then 
you lose the lower cost advantage of 
shipping by water.”

(CLOSURES – continued from page 29)
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mergers and acquisitions, the DSV/Pan-
alpina merger is the biggest deal since 
2015, when Japan Post paid $5.1 billion 
to acquire Australia’s Post Holdings.

DSV has been a likely candidate to 
launch such a large deal. “They have this 
aspiration of becoming the number one 
worldwide and the only way to achieve 
that within a reasonable timeframe is 
through making some pretty big acquisi-
tions,” said Horst.

As Armstrong pointed out, only about 
2% of global freight travels by air. But 
unlike ocean-borne cargo, airfreight is a 
tight market, with capacity constraints, 
fueled by high-priced goods such as phar-
maceuticals as well as e-commerce.

“In North America, our estimated 
compounded annual growth rate for 
e-commerce 3PL revenue is 18% from 
2017 to 2020,” Armstrong said. “It’s the 
fastest growing segment and e-commerce 
is taking out a lot of capacity on the air-
freight side. And those companies that can 
manage that capacity can do very well.”

Airfreight forwarding is a higher 
margin business than either land or 
sea and it’s already more concentrated 
among the biggest providers than ocean, 
according to Horst. What’s more, air-
freight forwarders play a much more 
dominant role than their land or sea 
counterparts. Especially in sea, many 
more shippers book directly with vessel 
lines, so effectively, forwarders and the 
lines themselves are competing for busi-
ness. This helps drive down margins, 
said Horst. He added that there are far 
more land-based freight forwarders, a 
more competitive landscape that also 
eats into margins. Few shippers, by con-
trast, deal directly with airlines, leaving 
the field almost entirely to forwarders.

dSv’S deep pocKeTS/panalpina’S 
aiR BuSineSS

Panalpina may have as big a name 
recognition as DSV, but it will very much 
be the junior partner. DSV’s 2018 reve-
nues of $12 billion were twice that of Pan-
alpina’s, its profits almost eight times and 
its global workforce of 47,000 employees 
is more than triple Panalpina’s 14,800.

However, Panalpina excels in air-
freight, while DSV’s strength has been 
in ground transport-related logistics, an 
arena Panalpina barely operates in. Pan-
alpina pre-merger ranked fourth world-
wide in terms of airfreight, while DSV 
was 10th.

Panalpina, for example, is one of the 
few freight forwarders out there with its 
own dedicated airfreight operation. In 
this case, there’s a five-year tie-up with 
Atlas Air to fly two 747s, one wet-lease 
between Luxembourg and North Amer-
ica, and the other between Hong Kong 
and the US as dedicated, scheduled char-
ters. “Those kinds of arrangements tend to 
be multi-year and it’s something that may 
not sit well with the kind of risk profile 
that other freight forwarding businesses 
accept,” said Horst.

Panalpina gives DSV a major geo-
graphic boost especially in airfreight trav-
eling between the US and Latin America, 
as well as Southeast Asia and China. 
DSV has only been active in Hong Kong, 
according to Horst.

Overall, DSV has been much more 
focused on Europe, which has accounted 
for some 70% of its gross profits.

The DSV-Panalpina deal didn’t come 
about easily and took a number of twists 
and turns. Last October, DSV, which has 
built itself on acquisitions, abandoned 
pursuit of another Swiss company, Ceva 
Logistics, after two bids, the latter the 
equivalent of $1.5 billion.

Then, in January, DSV set its sights on 
Panalpina, initially bidding the equivalent 
of $4.36 billion. Panalpina countered by 
approaching fellow-Swiss company Agil-
ity Logistics for a possible merger. DSV 
sweetened its offer enough to convince 
Panalpina’s biggest stockholder, the Ernst 

Goehner Foundation, to agree to a deal.
“They looked at Agility and then 

decided that DSV was really a better com-
bination,” said Armstrong.

In this mostly stock-for-stock trans-
action, Panalpina shareholders will have 
until June 26 to tender their shares, but 
the success of the deal is a forgone con-
clusion. Not only did the Goehner Foun-
dation agree, but so did some prominent 
minority shareholders, private equity 
groups Cevian Capital and Artisan Part-
ners, which had been pressuring the board 
for a sale.

DSV paid handsomely for Panal-
pina, a more than 40% premium over 
the price of Panalpina shares in January, 
when DSV first made an offer. The offer 
price represented a 15.6 multiple to earn-
ings, also known as Ebitda. “It’s higher 
than the average international transporta-
tion management slash freight forwarders 
multiple,” said Armstrong.

Last year, according to Armstrong 
& Associates’ tally, there were 14 acqui-
sitions of more than $100 million, the 
biggest total since 2015, although none 
rivaled the DSV-Panalpina transaction. 
Private equity led the way. Two PE 
firms, Stonepeak Partners and D1 Capi-
tal Partners, bought a $700 million stake 
in refrigerated warehouse specialist Lin-
eage Logistics.

Now, might rejected partners Ceva 
and Agility themselves join forces in a 
merger? “I think the jury’s out on that 
one,” Horst said.

(ACQUISITION – continued from 
page 28)

SkyCargo works with ground handling 
partners and other local stakeholders at 
the stations that are important origin or 
destination points for pharma, in order to 
ensure a high standard of handling opera-
tions for pharmaceuticals in line with 
Emirates SkyCargo’s stringent norms.

Commenting on pharma corridors, 
Henrik Ambak, Emirates Senior Vice 
President, Cargo Operations World-
wide, said: “Pharmaceutical cargo being 
transported by air are growing in their 
sophistication and complexity in terms 
of the strict regulations for handling and 
temperature-control. We introduced the 
pharma corridors initiative because we 
wanted to expand the required high stan-
dard of handling for pharma shipments 
further into our network and serve mar-
kets better from origin to destination.

“We have been successfully working 
with our ground handling partners at our 
major pharma points and the model has 
met with quite a lot of success and posi-
tive feedback from our customers. This 
has motivated us to replicate the model 
at more pharma stations thus growing our 
pharma corridors network to more than 
20 stations. We’ll continue to look at how 
pharma flows through our network and 
add more stations in the future,” he added.

gdp ReceRTiFicaTion FoR eMiRaTeS 
SKycaRgo’S huB opeRaTionS

Emirates SkyCargo’s pharma opera-
tions in Dubai including the 24*7 trucking 
operations between its terminals at Dubai 
International Airport and Dubai World 
Central have been certified as compliant 
to EU GDP (Good Distribution Practices) 
guidelines this year.

Emirates SkyCargo first received 
GDP certification in 2016 which was 
then revalidated in 2017 and 2018. In 
2019, the air cargo carrier went through 
a rigorous audit by Bureau Veritas where 
its pharma handling facilities and pro-
cesses were evaluated completely from 
the ground up.

With over 8,000 square metres of 
dedicated pharma storage and handling 
space, Emirates SkyCargo operates the 
world’s largest multi-airport GDP certi-
fied hubs in Dubai. During the financial 
year 2018/19, the carrier transported more 
than 75,000 tonnes of pharmaceuticals 
through its network.

(STRENGTHENS – continued from 
page 28)

from the Port to new Silicon Valley con-
struction sites. 

incReaSed MainTenance dRedging 
will aTTRacT MoRe ShipS

In order to expand its marine busi-
ness, the Port needs to have annual main-
tenance dredging of the ship channel 
performed by the U.S. Army Corps of 
Engineers (USACE), Zortman said. Right 
now, the ship channel is dredged every 
two years. This is not sufficient to provide 
a reliable depth for ships to transit the 
Port’s terminals.

The Port spent $1.6 million dredging 
the seabed next to its berths that included 
lengthening and widening. This provides 
vessels with a channel depth of 30 feet at 
mean lower low water and accommodates 
a ship’s beam (width) of 110 feet. These 
dimensions will accommodate Panamax 

sized bulk carriers with a capacity to 
transport nearly 60,000 tons of materials.

These bulk carriers unload some of 
their cargo of construction materials onto 
barges after they arrive in the San Francisco 
Bay. Once the ships are lighter and displace 
less draft, they can discharge the rest of their 
cargo at Redwood City’s docks.

The annual maintenance dredging 
would allow for ships with deeper draft and 
more tonnage to load and unload at the Port.

Giorgio Garilli, assistant manager of 
operations, Port of Redwood City, says that 
annual maintenance dredging by USACE 
will help attract business to the Port by low-
ering operating costs for ocean carriers and 
increasing the possibility of more sailings.

Zortman is hoping for a collaboration 
with other Bay Area ports as well as organi-
zations supporting increased wetlands aug-
mentation. These organizations want clean 
dredge materials for expansion of wetlands 
in the San Francisco Bay. She hopes that 
supporting new dredge deposit sites at 
nearby locations inside the Bay will lower 
costs for USACE dredging. Right now, she 
says, USACE transports dredge materials 
out into the Pacific Ocean for dumping. 
Encouraging more deposits inside the Bay 
will increase the amount of money avail-
able for new dredging.

poSSiBle FeRRy TeRMinal

On the north-eastern end of the Port’s 
property is an underutilized nine acres 
that could be used for a ferry terminal. 
Zortman is looking for partners to develop 
the ferry terminal and believes there is 
potential based on car and bus commuters 
switching to ferries to come to work from 
San Francisco to Silicon Valley.

Commute times across Silicon Valley 
have increased by 17% over the past 
decade, adding an average of 43 minutes 
weekly per commuter, according to the 
2018 Silicon Valley Index by Joint Ven-
ture Silicon Valley.

into containers:
• Where possible, site export loading 
points near the import destinations and 
therefore try to better match import loads 
with export loads. 

Regarding chassis availability, Rooney 
reflected on the frustration expressed by 
some shippers on the complications of 
accessing and returning specific chassis to 
specific chassis providers, depending on the 
ocean carriers used, and suggested the for-
mation of port-specific “chassis utilities”. 
This concept would create true gray chas-
sis fleets in each port that would provide 
total interoperability of chassis. Chassis 
rental rates would be set by the chassis util-
ity advisory board, with the goal of yielding 
competitive returns, reinvestment in quality 
chassis, and fair rates to chassis users. The 
idea might not be popular with private chas-
sis providers, but is one additional concept to 
ponder. (see AgTC photo spread on page 26)

(MEETING – continued from page 29)
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