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Crowded field of 
container projects on 
Canada’s East Coast

By Leo Ryan, AJOT

(CROWDED – continued on 
page 4)

On Canada’s East Coast, 
the total container market is 
relatively small at approxi-
mately 2.3 million TEUs, 
with the deep inland Port 
of Montreal holding the 
lion’s share at 1.7 mil-
lion containers handled 
in 2018. But with 
the expansion of the 
Panama Canal spur-
ring traffic between 
Asia and North 
America’s eastern seaboard 
and more Asian trade shifting 
from the Pacific to the Atlan-
tic, Canadian ports are jock-
eying for position to retain or 
grow their business domes-
tically and in such strategic 
markets as the US Midwest – 
a daunting challenge in light 
of US ports like New York/
New Jersey now targeting 
mega containerships in the 
18,000 TEU category.

“We certainly live in 
interesting times,” exclaimed 
noted Canadian transporta-
tion consultant Brian Slack.

“Never before has there 
been so much interest being 
placed on Eastern Canadian 
ports,” he told the American 
Journal of Transportation. 

“There are some major 
players dipping their toes in 
the container market, from 

Hutchison Port Holdings in 
the Laurentia project at the 
Port of Quebec, SSA Marine 

in Melford (Nova Scotia), 
Avaio Capital in Nova-
porte (Nova Scotia), 
Canada Infrastructure 
Bank in Montreal’s Con-

trecoeur sector, DP 
World in Saint John, 
and PSA Interna-
tional of Singapore’s 
acquisition this past 

August of Halterm Container 
Terminal in Halifax. Only in 
the latter cases are there any 
major deep-sea container car-
riers presently committed to 
serve these terminals.

 “If all projects were ever 
realized and succeeded in 
establishing regular services 
it would greatly exceed the 
capacity of the market,” Slack 
opined, adding: “Indeed, the 
first one to entice a con-
tainer carrier to choose it in 
all likelihood would greatly 
reduce the chance of success 
of all others.”

According to Slack, the 
fundamental issue is which 
project can best demonstrate 
its ability to fill the ships of 
a potential container carrier?

“But the issue is also 

Canada Infrastructure Bank mulling investment in Montreal's Contrecoeur container terminal project.
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one that involves politics, 
because, with the possible 
exception of Melford, all 
projects will require public 
investments as well as private 
capital. The recent decision 
of the Canada Infrastructure 
Bank to work with the port 
of Montreal is an indication 
of how public monies will 
become a big factor.

“The underlying basis 
of this conflict between dif-
ferent projects is whether 
those that base their attrac-
tiveness on their ability to 
serve the ever- larger con-
tainer ships, or those with 
best access to markets.

 “Were any of the green-
field terminals to succeed, 
there would be serious 
impacts on the two existing 
major container ports, Mon-
treal and Halifax,” Slack 
affirmed.

Montreal’s ContreCoeur 
terMinal

With container volumes 
rising in recent years and 
potential capacity problems on 
the horizon, the Port of Mon-
treal is counting on a planned 
new terminal at Contrecoeur, 
25 miles downstream on the 
south shore of the St. Law-
rence River, to meet future 
demands. It would represent 
the sixth container facility at 
Canada’s leading East Coast 
port. The Canada Infrastruc-
ture Bank (CIB) recently 
announced it will work with 
the Montreal Port Authority 
(MPA) to advance the devel-
opment of a new box facility 
at Contrecoeur that would 
boost the port’s capacity from 
2.1 million TEUs to 3.5 mil-
lion TEUs. It would represent 
the CIB’s first participation 
in the trade and transporta-
tion sector. 

Due to draft limitations 
on the St. Lawrence River 
on the channels leading to 
Montreal, what is termed the 
Montreal Model is built on 
handling vessels with capaci-
ties of up to 6,000 TEUs 
rather than the Ultra Large 
Containerships. “What is 
striking about Montreal is 
the full discharge and load,” 
Slack recalled.

The container project 
is valued at C$750 million 
(US$ 570 million). The ter-
minal would have a maxi-
mum annual capacity of 1.15 
million TEUs upon hoped-for 
completion in 2023.

A Memorandum of Under-
standing indicated that CIB 
and MPA will work on the 
financial structuring of the 
proposed terminal. Due dili-
gence will include planning 
and pre-procurement activi-
ties for the design, the con-
struction, the financing, the 
operation and the mainte-
nance of the terminal. CIB’s 
work could lead to an invest-
ment – not yet guaranteed - in 
the venture.

Sylvie Vachon, President 

and CEO of the Montreal 
Port Authority feels that the 
proposed terminal’s case is 
bolstered by the fact that it is 
not located in an urban area 
and is well connected to rail 
and highway networks.

With cargo growth rates 
forecast in the high single 
digits this year and with all 
sectors exceeding expecta-
tions since 2017, Tony Boemi 
VP growth and development, 
says expanding capacity 
through the proposed Contre-
coeur terminal “is reaching 
critical status.”

The addition of a new 
service with the Mediterra-
nean and two new carriers 
(Hamburg Sud and Cosco) 
has fueled this growth.

The port’s two major ter-
minal operators, Montreal 
Gateway Terminals Partner-
ship and Termont Montreal 
(part of the Logistec group), are 
expected to become involved 
either jointly or separately in 

the Contrecoeur undertaking.
On the important regula-

tory environmental front, the 
Port of Montreal answered 
this past spring a first round 
of questions from the Cana-
dian Environmental Assess-
ment Agency.

“We are waiting for a 
second round of questions 
and complementary requests 
and we will strive this fall to 
reply as quickly as possible,” 
port spokesperson Mélanie 
Nadeau told AJOT.

Halifax expansions

At the deepwater Port of 
Halifax, second largest con-
tainer gateway on Canada’s 
East Coast after Montreal 
with box throughput of some 
550,000 TEUs, the comeback 
trail was demonstrated by the 
acquisition of Halterm from 
Macquarie Infrastructure Part-
ners by PSA International.
(CROWDED – continued on 

page 5)

(CROWDED – continued 
from page 2) Port of Halifax new President 

and CEO announced
The Board of the Hali-

fax Port Authority (HPA) 
has chosen its new President 
and CEO: Captain Allan 
Gray will be concluding his 
tenure as Harbour Master and 
General Manager – Opera-
tions of Fremantle Ports in 
Perth, Australia, and joining 
the Halifax Port Authority 
as President and CEO in late 
November, 2019. 

“Captain Gray’s exten-
sive experience in leading a 
large port with similar pri-
orities and economic impact 
as our own, from container 
and bulk shipping to cruise 
and infrastructure expansion 
projects, will serve the grow-
ing Port of Halifax’s needs 
well,” says Board Chair 
Hector Jacques. 

“Our new CEO brings 
great depth and breadth of 

experience, and relationships 
in maritime transportation, 
shipping and cruise which will 
allow the Port of Halifax to 
continue to play an important 
role in growing Canada’s inter-
national trade,” says Jacques.

The Board’s search com-
mittee worked with Boyden, 
a Vancouver-based interna-
tional talent recruitment firm 
with a depth of experience in 
the port and marine sectors. 

“I am excited to be join-
ing the Port of Halifax, which 
is well-recognized around 
the world for being well-run 
and highly competitive,” 
says Captain Gray, “I look 
forward to working with the 
board, staff, Port partners and 
the community to support the 
development, alignment and 
implementation of the Port’s 
vision and strategy to grow.” 
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ALL SYSTEMS GO
The Port of Montreal is expanding. 

The Contrecœur project is being fueled by our continued growth in international 
trade and by the unwavering support of our partners. 

Our dedicated expansion team is already well advanced in their engineering 
planning and fi nancial structuring with the new container terminal being scheduled 

to be commissioned in 2023–2024. 
Mark your calendar.

port-montreal.com/en/contrecoeur-expanding.html

Harbour Investment Part-
ners (SHIP) is aiming to 
establish a C$440 million 
container terminal capable 
of handling ships more than 
18,000 TEUs. The 500-acre 
Novaporte Mega-Terminal 
Project was first announced 
in 2012, coinciding with 
dredging the channel to 55 
feet from 38 feet.

In the most recent devel-

opment, New York-based 
AVAIO Capital agreed in 
May of this year to form a 
joint venture with SHIP. It 
has pledged to provide finan-
cial and operational support. 
AVAIO has invested billions 
of dollars in infrastructure 
projects across the water, 
transportation, digital and 
energy sectors, notably in 
North America and Europe.

A provisional expansion 
of its existing berth to 2,890 
feet will allow Halterm to 
handle two 10,000-TEU ves-
sels simultaneously by 2020. 
A planned second expansion 
phase is to increase capacity 
on a more permanent basis. 

This will be high on 
the radar screen for Captain 
Allan Gray, general manager 
of operations at Australia’s 
Port of Freemantle who as of 
November will take over the 
helm of the Port of Halifax 
from longtime CEO Karen 
Oldfield.

QuebeC laurentia projeCt

At the deepwater Port 
of Québec, major devel-
opments are in the works. 
Investment in infrastructure 
will reach a record high in 
2019, with various projects 
valued at about C$70 mil-
lion. And combined with 
planned investments by port 
users on their own facilities, 
total expenditures will sur-
pass $169 million.

Of major significance is 
the port’s signing this past 
spring of a long-term com-
mercial agreement with 
global terminal operator 
Hutchison Ports and Cana-
dian National Railway to 
build a new $778 million 
container terminal re-bap-
tized project Laurentia.

Hutchison eyes the ter-
minal as its “gateway to the 
East Coast of North Amer-
ica,” commented Eric Ip, 
Group Managing Director 
of Hutchison Ports. Once 
the current review process 
with the Canadian Environ-
mental Assessment Agency 
is completed, the Port of 
Quebec plans to begin 
construction of a 500,000 
TEU initial capacity termi-
nal by 2020 that would be 
operational by 2024-2025. 
This would mark the return 
of the Port of Québec to a 
cargo sector it lost in the 
1980s after CP Ships, later 
acquired by Hapag Lloyd, 
routed its North Atlantic 
container service to Mon-
treal. Today, Quebec han-
dles some 27 million metric 
tons of bulk and breakbulk 
cargo. Mario Girard, QPA 
President and CEO, has 
made his prime objective 
clear: “allowing the St. 
Lawrence to gain additional 
growth and competitiveness 
with US ports” on the East 
Coast that have expanded 
capacities to accommodate 
the new generation of large 
container vessels.                                                  

Greenfield CHallenGers in 
nova sCotia

Meanwhile, two green-
field projects in Nova Scotia 
to accommodate the larg-
est vessels have been fight-
ing headwinds for a number 
of years, but have lately 
shown signs of some prog-
ress despite still lacking 

major carrier commitment. 
The projects at Melford and 
Sydney offer deeper water, 
no air draft restrictions, sub-
stantial terminal footprints, 
congestion-free cargo han-
dling, and closest North 
American port on the Great 
Circle Route to Europe and 
Asia via the Suez Canal.

First proposed in 2005, 
the Melford International Ter-
minal in the Strait of Canso 
with a three-berth terminal 
and an on-dock intermodal 
yard will cost an estimated 
C$450 million to build. A 
new partnership to develop 
the terminal was formed in 
2016 with SSA Marine, a 
big global terminal opera-
tor, and with Cyprus Capital 
Partners. Proponents assert 
that its location and over 60 
feet of draft would reduce 
delivery times to Canadian 
and US markets by two to six 
days, comparing such a per-
formance to Prince Rupert on 

the West Coast.
“Recently, we completed 

a detailed engineering review 
and cleared the site to be 
shovel-ready,” Mike Uberoi, 
CEO of Melford Atlantic 
Gateway, told AJOT. “The 
start of construction is con-
tingent on de-risking the 
project, including a carrier 
commitment.”

For its part, Sydney 

(CROWDED – continued 
from page 4)

Melford project shovel-ready but still awaiting a carrier commitment.
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The Great Lakes St. Lawrence Seaway SystemNew mid-year record for container 
volumes through the Port of Vancouver

Federal Government to invest 
$150 million in infrastructure 
at the Port of Prince Rupert 

The Government of Canada 
announced financial investments total-
ling $153.7 million through its National 
Trade Corridors Fund (NTCF) to sup-
port three separate critical trade infra-
structure projects to facilitate growth 
and enable further trade development 
at the Port of Prince Rupert.

The Port’s activity is expected to 
grow to over 50 million tonnes of trade 
annually within the next decade. The 
continued growth of cargo volume 
through the Port of Prince Rupert rep-
resents an increase in Canadian trade, 
regional economic development and 
employment, and continued partici-
pation of local First Nations in the 
region’s gateway economy. These 
projects are a springboard to unlocking 
future private sector investment in the 
new facilities and operations required 
to meet that growing demand.

The Prince Rupert Port Author-
ity, in partnership with CN, were 
the recipients of $60.6 million for 
the Zanardi Bridge and Causeway 
project. The total project cost is esti-
mated at $122 million. It will reduce 
operational conflicts and increase rail 
capacity to the Port of Prince Rupert 
to accommodate future growth in 
import and export trade for all current 
and future terminals. Key components 
of the project include the construction 
of a new double track bridge across 
the Zanardi Rapids, rehabilitation 
of the existing single track Zanardi 
Bridge, and expansion of the cause-
way between the Zanardi Bridge and 
Ridley Island.

The Prince Rupert Port Authority 
has received $49.85 million towards 
rail infrastructure required to service 

the Ridley Island Export Logistics Plat-
form project. The project’s total cost is 
nearly $100 million and focuses on an 
expansion of the existing Road, Rail and 
Utility Corridor to further enable unit 
train access. The rail infrastructure is a 
precursor to a large-scale bulk transload 
facility, a large-scale breakbulk trans-
load facility, and an integrated off-dock 
container yard. The Road Rail Utility 
Corridor expansion will create a plat-
form to attract private-sector investment 
in export transloading and warehouse 
capacity at the port. A full build-out 
of logistics capability will be able to 
handle a significant increase in volumes, 
including dry bulk, forest products and 
other commodities.

The Metlakatla Development Cor-
poration, the economic development 
arm of the Metlakatla First Nation, 
was the recipient of $43.3 million 
toward the Metlakatla Import Logis-
tics Park project. The $89 million 
project consists of a 25-hectare site 
development on South Kaien Island 
that will enable transload and ware-
house operations to provide increased 
flexibility and value-added capabili-
ties for import supply chains. The 
Import Logistics Park is a strategic 
complement to the Export Logistics 
Platform and will be fully integrated 
into DP World’s Fairview Container 
Terminal and the Port’s intermodal 
ecosystem to ensure unparalleled effi-
ciency and fluidity.

“We are pleased to see over $150 
million of federal investment commit-
ted to the Prince Rupert Gateway. We 
see it as indicative of the growing role 
that the Port of Prince Rupert plays 

(INVEST – continued on page 8)the Yang Ming Zenith being unloaded at Vanterm, VFpA

The Vancouver Fraser Port Author-
ity has released the 2019 mid-year 
cargo statistics for goods and passen-
gers moving through the Port of Van-
couver. Between January 1 and June 
30, 2019, overall cargo through the 
port increased 0.5% to a record 72.5 
million metric tonnes (MMT) over the 
same time last year, with new mid-year 
records in containers, potash, grain and 
cruise passengers.

“This year’s record mid-year 
cargo volumes reflect what continues 
to be two of the Port of Vancouver’s 
greatest strengths—its broad global 
reach and ability to accommodate the 
most diversified range of cargo of any 
port in North America,” said Robin 
Silvester, president and chief execu-
tive officer of the Vancouver Fraser 
Port Authority. “While Canada is cer-
tainly not exempt from the challenges 
impacting global trade, the diverse 
range of trading partners and cargo 
handled through the Port of Vancou-
ver ensures the entire port remains 
resilient, despite variations in any one 
sector or commodity.”

Strong global demand for Canadian 
grain resulted in a new mid-year record 
of 14.8 MMT (both containerized and 
bulk volumes). Increases in wheat, up 
22.4%, and specialty crops, up 34.2%, 
more than off-set the 12.6% decrease in 
canola exports at mid-year, which was 
largely due to a 49.1% per cent decrease 
in canola exports to China in the first 
and second quarters of 2019. In fertil-
izers, potash exports increased 27.3% to 
record volumes of 5.5 MMT.

Shipping container quanti-
ties (measured by TEUs or 20-foot 
equivalents) also reached a new mid-
year record of 1.7 million TEUs, an 
increase of 3.5% compared to mid-
year container quantities in 2018.

In Vancouver, containers arrive 
filled with electronics, food, cloth-
ing and other consumer goods. They 
leave loaded with Canadian agri prod-
ucts, local wine and craft beer, B.C. 
forest products and lumber, among 
other goods. Container trade through 
the Port of Vancouver is essential for 
Canadian businesses to gain access to 
international markets. Approximately 
$1 in $3 of Canada’s trade in goods 

beyond North America move through 
the port, with a significant portion of 
these goods moving in containers.

However, independent forecasts 
show that Canadian west coast con-
tainer ports will be full by as early as 
the mid-2020s and therefore unable to 
accommodate growing trade, which 
will have far reaching consequences to 
the Canadian economy. In preparation 
for growth in trade shipped in contain-
ers, the port authority has partnered 
with terminal operators to expand and 
improve existing operations as well 
as government and stakeholders to 
invest in road and rail projects to sup-
port a more fluid supply chain.

“As Canada’s international trade 
continues to grow, it is our job as a 
Canada Port Authority to make sure 
the port is ready to handle the increas-
ing trade volumes through Canada’s 
west coast,” continued Silvester.

However, even with the additional 
capacity provided by improvements to 
existing terminals and infrastructure, it 
won’t be enough to manage Canada’s 
future container trade demand, high-
lighting the urgent need for the port 
authority’s proposed Roberts Bank 
Terminal 2 Project. The proposed 
container terminal project would help 
realize our nation’s trade potential by 
providing the marine terminal capacity 
needed to meet Canada’s trade ambi-
tions with Asian economies.

The Port of Vancouver wel-
comed a record number of cruise 
passengers so far this season, with a 
15.1% increase over mid-year 2018 
as demand for cruises to Alaska from 
Vancouver continues to increase.

Auto sector volumes are down 
4.0%, resulting mostly by lower 
Canadian sales.

“This year’s mid-year success is a 
result of the continued support of port 
terminal operators, marine carriers, 
rail and trucking companies, govern-
ment and all those who make up the 
Port of Vancouver. Through their con-
tinued investments and commitments 
to capitalize on Canada’s expanding 
trade opportunities, the Port of Van-
couver is well-positioned to continue 
supporting Canada’s growing trade,” 
added Silvester.
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Midwest caught in 
the middle again
Weather and the US-China trade war are 
taking a toll on the economy in the Midwest. 

By George Lauriat, AJOT

(MIDDLE – continued on 
page 8)

Perhaps no region in the 
United States has been more 
adversely impacted by the 
trade war with China than 
the Midwest. The retalia-
tory tariffs have choked 
off the China market 
for agricultural products 
while the ongoing skir-
mish over the new 
NAFTA (USMCA) 
and a near hostile 
European business 
outlook to the U.S. has hin-
dered expansion into alter-
native markets. Add to the 
mix several years of adverse 
weather conditions and 
many farmers are standing 
on the ledge looking down 
into the abyss of financial 
disaster. But the bad news 
isn’t confined to the farm-
ers. The industrial sector in 
the Midwest is also spinning 
its wheels with little to no 
growth. In particular, the auto 
industry is feeling the pinch 
from the trade war and gen-
eral slowing of the economy, 
not only in the U.S. but glob-
ally as well. 

down on tHe farM 
For the farmers of the 

Midwest the last few years 
have been a perverse cocktail 
of bad weather mixed with 
equally adverse economic 
conditions. Despite the hos-
tile environment the agricul-
tural sector has shown itself 
to be remarkably resilient 
– the region’s GDP growth 
in the last few quarters kept 
pace with the U.S. growth 
after years of lagging behind.  
But how long the region is 
able to keep its head above 
the rising flood of red ink is 
anyone’s guess. 

Certainly, the weather has 
contributed mightily to the 
plight of the Midwest farm-
ers. The severe flooding has 
not only impacted this year 
but will have economic reper-
cussions moving forward. 

In Wells Fargo’s August 
release of the “Midwestern 
States: 2019 Midyear Out-
look” they outlined the pre-
dicament, “The National 
Oceanic and Atmospheric 
Administration (NOAA) 
reported that the 12 months 
ending in April were the 
wettest since records for 
the United States began in 
1895. With fields inundated, 
the spring planting season 
was significantly upended – 
farmers were forced to shift 
to less profitable crop mixes, 
or leave millions of acres 
entirely bare. High water 
levels on key waterways (see 
Matt Miller article on barge 
business page 12) throughout 

the Midwest also disrupted 
the transport of fertilizer and 
harvested product.”

tariffs and farMland

As injurious as the 
weather has been to 
the Midwest farmers’ 
income, the real ele-

phant in the room 
has been the Trump 
Administration’s 
prolonged tariff war 

with China. Although the 
region has generally supported 
the administration, patience 

midwest trade 2019

Severe flooding has not only impacted this year but will have economic repercussions moving forward. 
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is waning as financial woes 
grow. It is understandable as 
rhetoric and reality collide. 
Back in October of 2018, 
President Trump announced 
via The Ingraham Angle: 
“China has agreed to buy 
massive amounts of ADDI-
TIONAL Farm/Agricultural 
Products - would be one of 
the best things to happen to 
our farmers in many years!” 

It was one of many such 
pronouncements but little has 
helped the region. In August, 
Bloomberg said that Gary 
Wertish, president of the 
Minnesota Farmers Union 
drew applause at a country 
fair when he criticized the 
administration’s trade policy 
at a forum with Agricultural 
Secretary Sonny Perdue in 
attendance. It is fair to say 
there wouldn’t have been an 
applause in 2017. 

The August edition of 
the Agricultural Newsletter 
for the Federal Reserve Bank 
of Chicago outlined the dif-
ficulties the region is facing. 
The newsletter reported that 
the credit conditions for the 
District are deteriorating, 
“The portion of the District’s 
agricultural loan portfolio 
reported as having “major” 
or “severe” repayment prob-
lems (6.2 percent) had not 
been higher in the second 
quarter of a year since 1999.” 

The farmers’ financial 
situation has also been exacer-
bated by “sliding real farmland 
values” as the expectations for 
agricultural income have been 
restrained by the U.S.-China 
trade war. 

The region is largely 
dependent on returns from soy-
bean and corn crops. Because 
of the adverse weather, the 
yields are expected to be lower 
– which generally leads to 
higher prices. Corn and soy-
bean prices have climbed 9.6% 
and 3.6% June over May but 
the increases have been lim-
ited as tariffs have hemmed in 
agricultural exports with more 
tariffs on the horizon. 

Davie Stephens, presi-
dent of the American Soybean 
Association (ASA) recently 
said in response to the next 
round of tariffs, “ASA has 
strongly requested an end to 
the tariffs on U.S. beans for 
more than a year. This escala-
tion will affect us not because 
of the increasing tariff on our 
sales, which have been at a 
virtual standstill for months, 
but through time. The lon-
gevity of this situation means 
worsening circumstances for 
soy growers who still have 
unsold product from this past 
season and new crops in the 
ground this season – with 
prospects narrowing even 
more now for sales with 
China, a market soy growers 
have valued, nurtured, and 
respected for many years.”

It isn’t just the Midwest 
being affected. The impact 
of the tariffs is being felt 

throughout the entire agri-
cultural sector. The USAD 
in September revised down-
ward its estimates for U.S. 
agriculture. The agency says 
total agricultural exports will 
decline 6.2% from 2018 to 
$134.5 billion – potentially 
the lowest tally since 2016. 
Overall, the revised forecast 
would put the U.S. agricul-
tural trade surplus at $5.2 bil-
lion – the lowest since 2006.

unCertainty in tHe 
industrial Midwest 

The industrial Midwest 
hasn’t been hit as hard by the 
U.S.-China trade war as the 
region’s agricultural sector. 
The Section 232 tariffs on 
steel and aluminum intro-
duced in 2018 did provide a 
shot in the arm for the ailing 
U.S. mills in the Midwest. 
But the gains have more than 
been mitigated by the impacts 
on manufacturers utilizing 
steel and aluminum in their 
products and selling finished 
goods in foreign markets. 

The Chicago Business 
Barometer [an indicator made 
up of five sub-indicators is 
designed to predict future 
changes in (GDP). A result of 
50 is neutral. The farther an 
indicator is above or below 
50, the greater or smaller the 
rate of change] advanced 6 
points to 50.4 in August up 
from 44.4 in July. This was 
after two months in “contrac-
tionary territory”.  According 
to the report, the “survey still 
suggests a softer overall tone 
in business activity despite the 
August pick-up in sentiment, 
as the three-month average 
fell again, dipping to 48.2.”

The issue with the 
region’s industrial activity 
and that of the nation’s over-
all industrial activity is the 
uncertainty in both national 
economic policies and mar-
kets. For the auto manufac-
turers, the “uncertainty” runs 
from all the way from the 
board room to the ship floor.

In every automakers’ 
boardroom, there is a global 
jigsaw puzzle to be worked out 
which begins with sourcing 
parts, manufacturing vehicles 
to eventually selling cars. The 
tariffs imposed in the trade 
wars between the U.S. and 
its trade partners (Europe and 
China) has made it exceed-
ingly more difficult to source, 
build and sell vehicles. 

On August 23rd China’s 
State Council Tariff Commis-
sion said that as of Dec. 15 it 
would re-impose 25% duties 
on a wide range of U.S. built 
vehicles and parts. Tariffs 
the PRC had suspended last 
April. The PRC announce-
ment led to a Trump retalia-
tory tweet that reverberated 
through the board rooms of 
American automakers: “We 
don’t need China and, frankly, 
would be far better off with-
out them. Our great American 
companies are hereby ordered 
to immediately start looking 
for an alternative to China, 

including bringing your com-
panies HOME and making 
your products in the USA.”

With supply chains, more 
complex than a bowl of spa-
ghetti, Detroit’s automakers 
were taken aback by the tweet. 
Automakers like BMW, Ford 
and Mercedes are particularly 
vulnerable to the tariff threat.

But there is much more 
at play for the region’s auto 
industry. Auto workers (with 
the UAW) are seeking a new 
collective-bargaining agree-
ment and have voted to autho-
rize strikes at each of the Big 

(MIDDLE – continued from 
page 7)

Three (GM, Ford and Fiat 
Chrysler Automobiles). In 
the meantime, there is a push 
to get the USMCA agreement 
pushed through Congress – 
a deal that both the region’s 
farmers and industrial labor 
generally support. Finally, 
the U.S. and Japan are trying 
to finish the details on a new 
trade agreement that could 
benefit both auto and farmers 
alike. But like so many other 
negotiations, although Trump 
has threatened Japan with 
auto tariffs, indications are 
that the entire negotiations 

on the auto industry might be 
made into separate talks.  

in adding value to Canadian 
supply chains and growing 
Canada’s trade with the world. 
“These investments will enable 
the development of gateway 
infrastructure that will support 
ongoing growth in capacity 
and resiliency of the gateway.” 
- Shaun Stevenson, President 
and CEO of the Prince Rupert 
Port Authority

(INVEST – continued from 
page 6)
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The infrastructure investment 
merry-go-round
U.S. highways and bridges continue their decline, 
and there is no prospect for a federal program on 
the horizon.

(INVESTMENT – continued 
on page 10)

By Peter Buxbaum, AJOT

President Donald Trump 
has presided over several 
Infrastructure Weeks since 
he took the oath of office 
and they’ve become, 
more than anything 
else, a time to recognize 
a national priority that is 
being neglected by the 
United States gov-
ernment. A White 
House meeting 
with Trump and 
House Speaker Nancy Pelosi 
made headlines in April when 
the two agreed to make prog-
ress on a two-trillion dollar 
infrastructure program. But 
they haven’t agreed on how 
to pay for such a package - 
and without that, America’s 
infrastructure will continue 
its downhill slide. 

US infrastructure is undis-
putedly in a state of disrepair. A 
recent report from the Ameri-
can Road & Transportation 
Builders Association found 
that 47,000 bridges are struc-
turally deficient and nearly 
two-third of those have been 
deficient since at least 2014. 
(See sidebar on page 10)

payinG for 
infrastruCture

There is bipartisan agree-
ment that infrastructure 
improvements are critical to 
the continuing health of the 
U.S. economy. The problem 
is that the two sides have 
very different views on how 
to pay for the buildout. The 
Democrats want to fund 
it through federal spend-
ing while the administra-
tion proposes to finance the 
projects with equity partici-
pation and tax credits for 
private-sector builders.

A 2018 report from the 
bipartisan, centrist Con-
gressional Problem Solvers 
Caucus recognized the need 
for Congress “to provide 
stable long-term sustainable 
funding for infrastructure.” 
The report shined a spot-
light on problems with the 
Highway Trust Fund (HTF), 
which is supposed to provide 
federal dollars for building 
and maintaining surface road-
ways and which is funded 
primarily with the federal 
gasoline tax. However, the 
18.4-cents per-gallon gas tax 
has not been increased since 
1993, and, since 2008, spend-
ing has exceeded declining 
revenue in the fund.

“This spending,” the report 
concluded, “puts the burden of 
today’s infrastructure needs 
on tomorrow’s children.” The 
report made the case for hiking 
the federal gas tax, which it 
euphemistically referred to as 
the “federal gasoline user fee.”

Increasing the federal 
gasoline tax enjoys a grow-

ing consensus, gaining 
support even from 

the U.S. Chamber of 
Commerce and the 
American Trucking 

Associations. The ATA 
supports 20-cent per 

gallon tax increased 
to be phased in over 
four years.

“We estimate 
that the fee will generate 
nearly $340 billion over the 
first 10 years,” said ATA CEO 
Chris Spear. “It will cost the 

Intermodal
2019
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Tens of thousands of 
decrepit bridges in the US

By Peter Buxbaum, AJOT

There are over 47,000 
structurally deficient bridges 
in the United States, accord-
ing to an analysis from the 
American Road & Transpor-
tation Builders Association 
(ARTBA) from earlier this 
year. That means that the 
structures that see 178 mil-
lion vehicle crossings every 
day are considered to be in 
poor condition. 

Even some iconic Ameri-
can bridges made the list of the 
decrepit, including the Brook-
lyn Bridge in New York; the 
Memorial Bridge in Washing-
ton, D.C. that stretches over 
the Potomac River behind the 
Lincoln Memorial; and the San 
Mateo-Hayward bridge, the 
longest bridge in California.

The number of structur-
ally deficient bridges is actu-
ally down compared to 2017, 
according to ARTBA, but 
the pace of improvement has 
slowed in the last five years. 
There were also some 6,500 
bridges left off the list because 
of changes in criteria since the 
last report. Around 88% of the 
bridges classified as structur-
ally deficient in 2018 had the 
same rating in 2017.

“At this rate,” the report 
said, “it would take over 80 
years to make the signifi-
cant repairs needed on these 
structures. This pace of the 
work is at the slowest point 
in five years.” 

It shouldn’t come as a 
huge surprise. In 2017, the 
American Society of Civil 
Engineers (ASCE) issued its 
quadrennial report, and gave 
U.S. infrastructure an overall 
grade of D+. The ASCE 2017 
Report Card’s national grade 
for infrastructure remained 
the same as in 2013, suggest-
ing only incremental progress 
was made in four years toward 
improving the country’s infra-
structure. The nation’s bridges 
actually did better than infra-
structure as a whole with a 
C+ grade, which was also 
unchanged since 2013.

Besides the deficient 
bridges in the ARTBA report, 
there are also 235,000 bridges 
across the country that need 
structural repair, rehabilita-
tion, or replacement, totaling 
38% of all bridges. ARTBA 
estimates the cost to make 
those repairs at $171 billion.

The states with the high-
est percentage of structurally 
deficient bridges, accord-
ing to the ARTBA report, are 
Rhode Island, at 23%; West 
Virginia, with 19.8%; Iowa, 
19.3%; South Dakota, 16.7%; 
and Pennsylvania, 16.5%. 
Pennsylvania was second 
on the list of states with the 
largest number of structur-
ally deficient bridges, with 
3,770—Iowa led with 4,675 
bridges—but also led the list 
of states which have reduced 

the number of its structurally 
deficient bridges over the last 
five years. Oklahoma, Indiana, 
California, and Ohio all signif-
icantly reduced the number of 
deficient bridges over the last 
five years, while in 14 states, 
including West Virginia, Illi-
nois, Florida, Montana, and 
Louisiana, the number of 
structurally deficient bridges 
actually increased.

Administration and Con-
gressional efforts to increase 
infrastructure investments have 
not borne fruit. The ASCE 
says spending from all levels 
of government and the pri-
vate sector to meet infrastruc-
ture requirements needs to 
increase from 2.5% to 3.5% 
of GDP in the next six years. 

average passenger vehicle 
driver just over $100 per year 
once fully phased in.”

Under ATA’s proposal, 
the gas-tax revenues would, 
in the first instance, go to 
fund the HTF to prevent a 
reduction in distributions. 
The tax would then fund a 
new $5-billion annual alloca-
tion which would be targeted 
at the costliest highway bot-
tlenecks in the country. Any 
remaining funds would be 
apportioned to states accord-
ing to the existing Surface 
Transportation Block Grant 
Program formula.

“This approach,” said 
Spear, “would give state and 
local transportation agen-
cies the long-term certainty 
and revenue stability they 
need to maintain and begin to 
improve their surface trans-
portation systems.”

But increasing the gas tax 

has its problems: it couldn’t 
raise more than a fraction 
of the funds required and it 
faces political opposition. 
The Tax Foundation disputes 
ATA’s estimates, calculating 
that a 50-cent per gallon hike 
would generate $306 billion 
over a decade. 

Some oppose an increase 
to the gas tax as regressive, 
since it hits lower-income 
Americans harder than 
others. Spear counters that 
“the economic harm of fail-
ing to enact our proposal 
will be far more damaging to 
motorists,” claiming they pay 
$1,600 a year on additional 
fuel and vehicle maintenance, 
and lost time.

Some proposals see pub-
lic-private partnerships and 
privatization schemes as fuel-
ing much of the infrastructure 
improvements of the future. 
But PPPs often mean tolls or 
increased tolls and don’t have 
a great track record. The 2006 

privatization of the Indiana 
Toll road led to the doubling 
of tolls for five-axel trucks 
within five years. In Mexico, 
tolls on the 43 private high-
ways and nine toll bridges 
built between 1987 and 1994 
were among the highest in the 
world, leading drivers to shun 
those routes and the govern-
ment to spend $7.5 billion to 
re-nationalize some of them.

The ATA is against more 
tolls—which “would be far 
more regressive” than a fuel 
tax hike, according to Spear—
as is the aptly-named Alli-
ance for Toll-Free Interstates 
whose spokesperson, Stepha-
nie Kane, said that “tolls on 
existing interstates are bad for 
motorists, bad for the econ-
omy and wildly unpopular.”

Kane cited a 2011 Virginia 
study of tolls on Interstate 95 
which recognized “the ineffi-
ciency of toll collection” and 
(INVESTMENT – continued 

on page 22)

(INVESTMENT – continued 
from page 9)
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When it rains, it pours for 
America’s barge industry
For the American towboat & barge industry record 
flood in the Midwest and turbulent economic con-
ditions make it seem like when it rains, it pours. 
Prospects for new business point to brighter times.

By Matt Miller, AJOT

These are trying times 
for America’s barge indus-
try. Record floods throughout 
the Midwest stopped much 
of the barge traffic dead in 
the water. And while the 
floodwaters have receded, 
“we’re nowhere near back to 
normal,” said Thomas Alle-
gretti, president and CEO of 
American Waterways Opera-
tors, the association of the 
tugboat and barge industry.

bright spots. Most notably, a 
number of ports are investi-
gating moving containers on 
barges. An ambitious plan to 
ply self-propelled barges on 
the Mississippi River, capa-
ble of carrying up to 2,300 
containers, is winding its way 
from Southern Louisiana to 
St. Louis. (See story, page 
14). These could begin ser-
vice in 2022.

The Port of Charleston 
is also exploring barges to 
alleviate port congestion. In 

thomas Allegretti, 
American Waterways Operators

More long-term, funda-
mental changes in commodi-
ties demands are diminishing 
barge flows. This is espe-
cially true for the move-
ment of coal, historically the 
second largest barge-driven 
commodity in the US, behind 
petroleum products.

At the same time, ship-
pers are demanding more and 
more competitive rates from 
carriers, squeezing already 
tight margins.

Publicly traded Kirby 
Corp., for example, saw 
operating income plummet 
during the second quarter of 
this year by more than 40%, 
and that came before the end 
of the heavy rains.

Add to all this the uncer-
tainties over the possibility of 
an all-out trade war between 
the US and China. That dis-
pute has already severely 
impacted soybeans exports. 
Last year, soybean exports to 
China declined by 70% over 
2017. While a shift to the 
European Union and Egypt 
certainly helped, it didn’t 
completely alleviate the 
market disruption. 

Now, there’s even greater 
uncertainty, as shippers gear 
up for the fall harvests and try 
to anticipate demand, in light 
of Washington and Beijing’s 
on-again, off-again trade talks. 
“A protracted trade war would 
have a very negative effect on 
the movement of these agri-
cultural commodities, which 
are such a big part of our cargo 
mix,” said Allegretti.

To be sure, there are a few 

Lock and Dam #20 is located on the Upper Mississippi river, about one mile upstream from Canton, MI.
(POURS – continued on 

page 18)
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Is there a freight recession barreling our way?
Economists are looking at whether there will be a freight recession and/or 
economic recession but indicators for each are moving in opposite directions.

(RECESSION – continued 
on page 16)

By Peter Buxbaum, AJOT

Whether a recession is 
coming to the United States 
economy and whether the 
U.S. market for truckload ser-
vices is similarly distressed 
are two separate questions 
that are not directly related to 
one another. According to the 
Coyote Curve, a forecasting 
model developed by Coyote 
Logistics, the current down-
ward spiral in truckload rates 
will be followed by an infla-
tionary surge in early 2020—
whether or not a recession 
comes to the US economy.

The opposing trends 

of economic recession and 
truckload recovery have a 
historical precedent during 
the Great Recession. “The 
period between December 
2007 and June 2009,” said 
Coyote Chief Strategy Offi-
cer Chris Pickett, “coincided 
with an inflationary truckload 
spot market.” 

Meanwhile, another group 
of analysts, also looking at 
shipment information but 
from a different perspective, 
find that the current freight 
data suggests that a recession 
is coming to the US economy. 

In fact, says Cass Information 
Systems, the recession may 
have already begun. (See side-
bar on page 16.)

The U.S. truckload market 
moves according to the 
inflationary and deflation-
ary cycles characteristic of 
capitalistic economies but 
not necessarily in tandem 
with the economy as a whole. 
Last year’s truckload market 
broke records in terms of vol-
umes and rates and was fol-
lowed by this year’s record 
lows. But the Coyote Curve 
projects a heating up of the 
spot and contract truckload 
markets for this year’s peak 
holiday season and into 2020.  

“The 2017 and 2018 
market caused a lot of pain 
for many truckload shippers 
as rates jumped to historic 
highs,” said Pickett. “We 
believe 2020 has the potential 
to create very similar chal-
lenges for shippers.”

U.S. truckload is hardly 
monolithic and is notoriously 
difficult to characterize, with 
many thousands of shippers 

Port of Herculaneum expansion
The Port of  Herculaneum might just be the most 
important US port you’ve never heard of.

the new self-propelled vessels that are being developed by 
American patriot Holdings will range in size from 592 feet to 952 feet. 

(EXPANSION – continued 
on page 19)

By Matt Miller, AJOT

The floodwaters that roiled 
the Mississippi and Missouri 
Rivers have subsided. Barge 
traffic is back, if not totally, 
after weeks of being com-
pletely idled in the upper por-
tions of the river system. Back 
in business as well are the 165 
barge terminals and public 
ports that make up the Port of 
Metropolitan St. Louis.

That 70-mile-long stretch 
of the Mississippi River 
makes up America’s third 
largest inland port system, the 
second biggest concentration 
and the nation’s most effi-
cient, according to US Army 
Corps of Engineers data. The 
system handled 33 million 

tons of freight in 2017, the 
latest figure available.

Nevertheless, the system 
remains underutilized. Four of 
the area terminals aren’t oper-
ating at capacity and another 
barge terminal, American Mill-
ing, is now under construction, 
with an opening scheduled for 
early next year.

To solve this imbalance, 
regional officials and busi-
nesses are looking for ways to 
substantially increase through-
put. Their sights are particu-
larly focused on an expansion 
of the Port of Herculaneum, 
located 40 miles south of St. 
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Can freight data forecast a recession?
By Peter Buxbaum, AJOT

Cass Information Systems, in its recently released 
Cass Shipments Index, based on data from the second 
quarter of 2019, makes a bold assertion: that United 
States gross domestic product may be negative, or 
come close to being negative, in the current third 
quarter. Continued weakness at current levels in the 
index, the report goes on to say, “should result in a 
negative Q4 GDP”— signaling the beginning of a 
recession if followed by a second negative quarter.

The assumption behind these projections is that 
movements in the levels of freight shipments are an 
indicator of broader economic activity, so that dips in 
cargo volumes signal an economic downturn. Cass 
describes this leap of faith as follows: “We place our 
trust in the simple notion that the movement of tan-
gible goods is the heartbeat of the economy, and that 
tracking the volume and velocity of those goods has 
proven to be one of the most reliable methods of 
predicting change.”

It’s indubitable that the Cass Shipments Index 
has gone negative before without being followed by 
negative GDP. But Cass is confident in its assertions 
this time around because “weakness in demand is 
now being seen across many modes of transporta-
tion, both domestically and internationally.” 

The Cass analysts are concerned about severe 
declines in international airfreight volumes and 
cratering railroad volumes, especially for auto and 
building materials. Volumes of chemical shipments 
have also lost momentum.

Weakness in commodity prices—such as the 
43% drop in crude oil prices between October and 
December of 2018—and the decline in interest rates 
represent additional indications of an economic con-
traction. So are the drop in automobile sales—both 
in the U.S. and China—and the decline in housing 

starts here at home.
Cass sees the weakness in spot pricing for trans-

portation services, especially trucking, as consistent 
with and a confirmation of the negative trend in 
the Cass Shipments Index. (But the Coyote Curve 
is indicating an upward trend for U.S. truckload 
prices, beginning as early as the fourth quarter. (See 
main story on page 14.)

The continued imposition of trade tariffs and 
retaliatory tariffs, and the possibility that the U.S.-
China trade dispute is reaching a point of no return, 
is perhaps most worrisome for Cass. The threat of 
tariffs on Mexican goods also sent shock waves 
through many supply chains. 

“Tariffs have throttled export volumes in many 
areas of the U.S. economy,” the report said, “most 
notably agriculture exports and other select raw 
materials.”

The report dismisses data which showed moder-
ate to strong U.S. economic growth in the first half 
of the year. Cass attributes the official 3.1-percent 
increase in first-quarter GDP to increases in inven-
tory and an increase in exports combined with fewer 
imports. Without those data, which Cass contended 
“are no longer relevant in our modern economy,” 
GDP increased by only 1.8 percent.

As far as the reported second-quarter rate of 
2.1%, stimulative government expenditures drove 
0.85 percentage points of the increase, according 
to Cass. 

“The more unrestricted and robust global 
trade is, the more prosperous the global population 
becomes,” the report concluded. “Protectionism, 
like so many government regulations and programs, 
frequently produces results that are the exact oppo-
site of the intended outcome.”

and carriers participating in the $700-billion annual 
market. On the carrier side, small market partici-
pants exploit low barriers to enter an industry that 
refuses to consolidate. On the demand side, hun-
dreds of thousands of manufacturers, retailers, and 
others need truckload transportation, each with their 
own objectives, constraints, and needs.

The Coyote Curve captures a myriad of data 
to create indexes that can be used to predict future 
trends. So, for example, its Spot Market Index 
dropped precipitously during the first two quarters 
of 2019, but at a lesser rate during the second quar-
ter. This indicates that the “rate of deflation in the 
second quarter eased” and suggests “that the market 
is at an inflection point,” said Pickett. “Demand is 
starting to increase again and will drive rising spot 
market rates heading into” the fourth quarter.

The last part of any year is always character-
ized by increased shipments for the holiday shop-
ping season, and the Coyote Curve indicates that 
during the peak season of this year, the market will 
be moving toward equilibrium as it comes off the 
deflationary trend. Moving forward, the Coyote 
Curve points to “more demand relative to supply,” 
said Pickett, because carriers have been removing 
capacity in response to 2019’s deflation, allowing 
rates to increase, perhaps during the first or second 
quarter of 2020.

“Inflationary environments tend to pull new 
capacity into the marketplace until too much comes 
in and puts a ceiling on rates,” Pickett explained. 
“Many carriers may have overshot their truck orders 
and plans based on the previous year’s more favor-
able economic conditions. That creates a rate trough 
like we’re in right now.”

The Cass Shipments Index was negative for the 
first time in 24 months in December 2018, and has 
followed with negative numbers through July, which 
saw a 5.9% drop. This prompted the company to 

(RECESSION – continued on page 19)

(RECESSION – continued from page 14)
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December, the South Caro-
lina Ports Authority applied 
for permission for con-
struction and dredging of a 
container barge operation 
terminal. Barges would trans-
port containers a short dis-
tance, where they would link 
up with intermodal truck and 
rail. This could come online 
as well by 2022.

There are also indica-
tions that barge owners are 
investing in new equipment 
at an accelerated rate. Trin-
ity Industries, which was 
the largest barge builder in 
America, spun off its barge 
construction operation in 
November, following sev-
eral down years. The new 
company, Arcosa Marine, 
reports a significant uptick 
in new barge construction. It 
has reopened an idle plant in 
Louisiana, which is expected 
to soon begin delivering new 
barges to customers.

Operators are scrambling 
as well to find new types of 
cargo for barges to carry. 
Barge owner Cooper Con-
solidated reports that it has 
carried wind turbine compo-
nents from Louisiana to the 
Upper Midwest.

industry Consolidation

This is an industry in 
which fewer and fewer play-
ers are more and more domi-
nant, understandable given 
the economic and financial 
pressures. To achieve econo-
mies of scale and the demands 
of shippers, bigger players 
are gobbling up smaller ones. 

“There has been con-
tinued consolidation since 
the 90s and it hasn’t abated 
at all,” said Allegretti. He 
explains: “Thirty years ago, 
we were an industry with 
lots of very small companies 
that were family owned and 
that had a limited geographic 
footprint. They were healthy, 
profitable companies, but 
they didn’t have much scope 
to them,” he said. 

As shippers got larger, 
they demanded both cheaper 
rates and a wider reach. They 
“valued the scope of a com-
pany to handle their products 
up and down the system as 
opposed to smaller pieces of 
the system,” said Allegretti.

America’s barge indus-
try consists of about 5,500 
tugs and 31,000 barges. Two-
thirds of these ply the Mis-
sissippi River system and 
the Gulf Intercoastal Water-
way. Most remain mom and 
pop operations, which means 
there’s plenty of room for 
more consolidation.

According to a recent 
investor presentation by 
Kirby, three barge companies 
stand out from the rest of the 
pack: Ingram Barge Co. and 
American Commercial Barge 
Line top the list of owner-
ship of total dry cargo barges, 
while Kirby itself dominates 
tank barges. American River 

Transportation Co. is a wholly 
owned subsidiary of com-
modities giant Archer Daniels 
Midland. It is the third ranked 
dry barge operator.

Kirby, Ingram and ACBL 
have all grown through 
acquisitions. Kirby has been 
especially acquisitive. Its 
latest purchase closed in 
March, a $244 million deal 
with Cenac Marin Services, 
for 63 inland tank barges 
and 34 inland towboats. This 
came on the heels of two 
acquisitions in 2018, where 
Kirby spent about $500 mil-
lion to acquire almost 200 
barges and 75 towboats.

There’s also some horse 
trading going on. For exam-
ple, two years back, Campbell 
Transportation Co., a bullish 
barge and shipyard operator, 
acquired 155 barges and four 
towboats from ACBL. These 
are barges that ply the Ohio 
River system. Campbell now 
owns more than 1,100 barges 

and 50 towboats.

private eQuity and barGe 
industry

Where an industry is con-
solidating, private equity can 
usually be found and barges 
are no exception. Platinum 
Equity owns ACBL. Other 
PE firms are getting into the 
industry as well. In Febru-
ary, a consortium of pri-
vate equity, led by Upper 
Bay Infrastructure Partners, 
acquired Tidewater Trans-
portation & Terminals from 
another private equity firm, 
Stonepeak Infrastructure 
Partners. Tidewater, based 
in Vancouver, WA, has been 
actively buying up Pacific 
West Coast barge concerns.

In February as well, pri-
vate equity concern Auxo 
Investment Partners bought 
a majority stake in a Great 
Lakes barge concern, Andrie 

(POURS – continued on 
page 22)

(POURS – continued from 
page 12)
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be more forceful in describ-
ing the index from “warning 
of a potential slowdown” to 
“signaling an economic con-
traction,” in other words, the 
beginnings of a recession.

Coyote does not dismiss 
the possibility of a reces-
sion but contends that the 
U.S. truckload market will 
already be in rebound mode 
in terms of rates by the time 
a recession appears. Pickett 
contends that the end of the 
second quarter was the low 
point for the U.S. truckload 
market, and that the market 
will move toward equilib-
rium for two or three quar-
ters before moving toward an 
inflationary mode. 

Coyote is not predicting a 
recession, but Pickett allowed 
that there are “danger signs 
flashing around the world.” 
If negative GDP growth does 
come about, it could stunt the 

level of freight rate inflation 
in 2020, but it won’t reverse 
the overall trend because of 
the truckload capacity that 
exited the market in response 
to 2019’s deflation.  

“We can still expect an 
inflationary market in 2020 
even if there is a recession,” 
said Pickett. Other wild cards 
that could impact the trend 
would be one or more major 
weather events and trends in 
the price of fuel. 

Pickett foresees the same 
trend with contract rates, per-
haps on a slightly different 
timetable. “Contract rates are 
likely to fade into negative 
territory year-over-year in the 
fourth quarter of 2019 as spot 
rates head toward equilib-
rium,” he said. 

The lesson for shippers 
is that the cost savings they 
experienced in 2019 will 
likely be short lived. “They 
should start thinking about 
how this will impact their 

supply chains,” Pickett said.
For carriers, “financial sta-

bility became a growing con-
cern” during 2019, “as rates 
became lower but not costs,” 
said Pickett. “This duress will 
cause more carriers to exit the 
market and more mergers and 
acquisitions activity to consoli-
date excess supply as we close 
out the year.”

Whatever the immedi-
ate future holds, the American 
Trucking Associations main-
tains a rosy outlook for the 
future of U.S. trucking in the 
longer term. The picture also 
looks positive for intermodal 
rail, air, and domestic water-
borne transportation, according 
to ATA. Numbers released in 
late August showed continued 
growth in the industry, with 
projections of a 25.6% increase 
in tonnage by 2030 to 20.6 bil-
lion tons and freight and logis-
tics revenues increasing by 
53.8% to top $1.6 trillion annu-
ally during the decade.

(RECESSION – continued 
from page 16)

Louis. That new project, now 
in the design phase, is sched-
uled to be operational in March 
2022. It’s an additional termi-
nal designed to accommodate 
a specialized type of self-
propelled vessel now being 
developed, one that’s capable 
of moving as many as 2,300 
containers at one go from a 
port in Southern Louisiana 
up the Mississippi, at speeds 
more than three times con-
ventional barges can travel, 
and with no wake.

This system, say its advo-
cates, can provide an efficient, 
low-cost alternative to rail and 
truck shipping.

The “container-on-vessel 
is another option for trans-
porting freight,” said Mary 
Lamie, who heads the St. 
Louis Regional Freightway, 
the regional freight district 
strategic planning and mar-
keting authority. “The num-
bers are indicating that this 
will be very comparable on 
transit times. And if you 
compare it to other modes 
of transportation, it could be 
significantly cheaper.”

These vessels would 
link Herculaneum with a 
new port, breakbulk, con-
tainer and oil export terminal 
complex being developed in 
Plaquemines, Louisiana. That 
multi-billion-dollar complex, 
located in the Gulf, between 
miles 50 and 55 on the Mis-
sissippi, will have a 55-foot 
draft and is being designed 
to accommodate the largest 
container vessels out there. 

The new river vessels are 
designed to make a round-
trip in ten days between 
Plaquemines and St. Louis, 
which is key to these plans. 
St. Louis is the northernmost 
ice-free and locks-free loca-
tion on the Mississippi River. 

“In order to take full 
advantage of these low barge 
rates, you want to get as far 
north as you can,” Lamie 
said. “And that’s where Her-
culaneum is.” 

Mary Lamie, who heads the 
St. Louis regional Freightway

These new self-propelled 
vessels are being developed 
by American Patriot Hold-
ings, a Miami-based marine 
transport concern. The proj-
ect envisions vessels that 
range in size from 592 feet to 
952 feet, or 9,489 deadweight 
tons to 16,079 dwt. The larger 
“liner” vessel is capable of 
carrying up to 2,375 TEUs. It 
can travel at 13 miles an hour, 
with no wake. A barge travels 
at 4 or 5mph.

“There’s nothing like this 
that has been built for the inland 
waterways,” said Joseph Gehe-
gan, one of American Patriot’s 
co-founders, in an interview 
last November with American 
Journal of Transportation. 
“This is a first of its kind.”

Joseph Gehegan, American patriot

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.

(EXPANSION – continued 
on page 22)

(EXPANSION – continued 
from page 14)
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Brian McKiernan, right, senior vice president of Centerpoint properties, enthusiastically 
discusses the advance of inland intermodal hubs with Michael Murphy, Centerpoint’s chief 
development officer, at the Oak Brook, Illinois, headquarters of North America’s leader in 

industrial real estate and multimodal transportation infrastructure.

CenterPoint’s McKiernan 
confident in future 

of inland intermodal hubs
Applying principles learned in the 

military, Brian McKiernan is advanc-
ing the role of inland intermodal facil-
ities as key nodes of international and 
domestic freight transportation.

As senior vice president of 
Oak Brook, Illinois-based Center-
Point Properties, McKier-
nan spearheads business 
development efforts for 
North America’s leader in 
industrial real estate and 
multimodal transportation 
infrastructure, including a 
6,500-acre facility southwest 
of Chicago that is billed as 
the continent’s largest mas-
ter-planned inland port.

In times of increasingly large con-
tainerships and dynamic e-commerce, 
the importance of such intermodal 
hubs will continue to escalate, provid-
ing benefits on fiscal and sustainability 
fronts alike, according to McKiernan, 
who shares thoughts on his business 

and home priorities with AJOT readers.
As leader of business develop-

ment for CenterPoint Properties, with 
facilities including North America’s 
largest inland port, what role do you 
see inland hubs playing in intermodal 
transportation?

Inland hubs already are critical 
nodes in intermodal transportation, and 
I think they’re going to continue to be 
important, both financially and envi-
ronmentally, in the direction where the 
beneficial cargo owners are going.

Rail obviously is a very efficient 
mode of transportation, and intermodal 

(PROFILE – continued on page 22)

Industry 
Profile
By Paul Scott Abbott, AJOT

supports that. It provides a pretty green 
solution, minimizing the truck traffic 
on the road system. I think it’s going to 
be increasingly important in the BCOs’ 
import distribution strategies.

Do you see the role of inland 
ports further increasing in North 
America in this era of ocean carrier 
alliances and supersized container-
ships, as well as burgeoning e-com-
merce and technology advances?

Absolutely. If you look at inland 
ports, the thing everyone tends 

to think about is the international 
inbound. But, if you look at where 
we’ve seen inland ports grow, like 
the BNSF Willow Springs facility 
just outside Chicago, which is really 
backed by UPS, you have more short 
haul coming online. This is also true 
on the East Coast.

Parcel companies, like FedEx and 
UPS, which are really clients 1 and 2 
for the railroads, tie right in with e-com-
merce. And e-commerce trends like 
same-day delivery are made possible 
with strategically located inland ports 
while reducing transportation and inven-
tory costs.

I think you’re going to see an uptick 
in inland ports and different types of 
inland ports as technology advances.

Specifically, how is CenterPoint 
Intermodal Center, located 40 miles 
southwest of Chicago, facilitating effi-
cient cargo flows and supply chain cost 
savings at the epicenter of transconti-
nental freight movement?

The CenterPoint Intermodal Center 
is a vital transport destination, part of 
the land bridge from Asia to L.A. to 
the Midwest. 

If you look at the population 
centers, Chicago is the third-largest 
U.S. city [with nearly 2.7 million 
residents, behind only New York and 
Los Angeles]. 

To provide an import destination 
for all consumers in the Chicago-
land area, the CenterPoint Intermodal 
Center is served by a variety of rail 
modes, including a good balance of 
domestic and international [containers], 
plus boxcar and barge and bulk rail with 
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NYC-area rail bridge planners 
taking another shot at US funds

New Jersey and New York offi-
cials will submit a revised financial 
plan for the $1.6 billion replacement 
of a decrepit bridge that’s key to rail 
traffic in the U.S. Northeast, the latest 
attempt to secure funding from a 
recalcitrant administration.

Ahead of the submission, con-
gressional delegates and other elected 
officials on issued a public plea for 
President Donald Trump to help fund 
the replacement of the century-old 
Portal Bridge.

Representative Josh Gottheimer, 
a Democrat whose district includes 
the New York City suburbs, said envi-
ronmental permits and designs are 
in place for the Hackensack River 
span between Kearny and Secaucus. 
Construction theoretically could start 
tomorrow, he said.

“The bridge has caught on fire twice 
in the past two decades and when it’s not 
catching fire, it’s often out of service,” 
Gottheimer said at a Secaucus news 
conference. “We are all ready to sit 
down with anybody—anyone—to get 
this project across the finish line.”

The bridge is part of the proposed 
Gateway series of projects to upgrade 
New York City-area train service 
along the Northeast Corridor, the 
nation’s busiest passenger-rail route, 
with 800,000 daily riders. In excessive 
heat or cold, the swing span, which 
opens for maritime traffic, sometimes 
fails to close properly, and the fix is to 
whack it with a sledgehammer.

“Every time it opens we have to 
hold our collective breath that it will 
make it all the way closed,” Governor 
Phil Murphy said.

The Gateway project was left out 
last week when the Federal Railroad 
Administration announced the selec-
tion of 10 rail projects in 10 states, total-
ing more than $272 million in grants 
from the fiscal 2017 and 2018 appro-
priations bills. Congress had intended 
much of that to go to Amtrak’s North-
east Corridor, but Gateway couldn’t 
qualify because the railroad adminis-
tration limited funding to projects in 
the construction phase.

The U.S. Transportation Depart-
ment has downgraded the bridge 
among its funding priorities, while 
Trump’s administration has said New 
York and New Jersey, not U.S. tax-
payers, should shoulder Gateway’s 
costs. Boosters argue that the North-
east Corridor region generates 20% of 
the gross domestic product, and a pro-

longed bridge or tunnel failure would 
drag down the U.S. economy.

OmniTRAX adds CCRL to strengthen 
shipper service in Northern Ohio

A managed affiliate of Omni-
TRAX, Inc., one of the largest pri-
vately held rail-centric transportation 
and logistics service companies in 
North America and an affiliate of The 
Broe Group, has entered into a defini-
tive agreement to acquire Cleveland 
Commercial Railroad (CCRL) and its 
wholly owned subsidiary, Cleveland 
Harbor Belt Railroad (CHB). The 
acquisition is expected to close in late 
August, 2019. The price for the trans-
action was not disclosed.

CCRL operates on 35 miles of track 
in Northern Ohio, while wholly owned 
subsidiary CHB manages the Port of 
Cleveland’s rail switching service. The 
primary commodities shipped include 
steel, scrap metals, grain and chemi-
cals. CCRL interchanges with Norfolk 
Southern and the Wheeling & Lake Erie 
Railway. CHB interchanges with Nor-
folk Southern and CSX. As part of the 
acquisition, the CCRL will be renamed 
Cleveland & Cuyahoga Railway, LLC 

and the CHB will be renamed Cleveland 
Port Railway, LLC. 

“OmniTRAX has been growing 
at an average annual rate of more than 
20% for the past five years, and the 
acquisition of CCRL and CHB allows 
us to continue to strengthen the valu-
able network that makes us such an 
important partner to our customers 
and believe our increased presence 
will have a long-term, positive eco-
nomic impact for all involved,” said 
Kevin Shuba, CEO of OmniTRAX. 

“We look forward to working with 
the Port of Cleveland and are confident 
our partnership will lead to significant 
growth in both marine and rail activity. 
We expect the partnership will be another 
example of the success OmniTRAX and 
its partners have achieved when rail and 
maritime work together.” OmniTRAX 
has operated the Newburgh & South 
Shore Railroad in Cleveland and the 
Northern Ohio and Western Railway in 
Toledo for more than 20 years. 

Choice Terminal bulk transfer facility 
opens on G&W’s GSWR

Genesee & Wyoming Inc. (G&W) 
announced the opening of a Choice 
Terminal bulk transfer facility on its 
Georgia Southwestern Railroad, Inc. 
(GSWR) subsidiary in Bainbridge.

Operated by G&W railroads, 
Choice Terminals transfer bulk mate-
rials – including agricultural products, 
aggregates, chemicals and lumber – 
between railcars and trucks, providing 
customers who are not located directly 
on a railroad with the opportunity to 
reduce transportation costs by using 
rail rather than long-haul trucks.

“Customers in southwest Geor-
gia, southeast Alabama and the nearby 

Florida Panhandle can receive inbound, 
bulk raw materials via rail at the Bain-
bridge terminal, hold them on site, and 
have them delivered to their facilities via 
truck on a just-in-time basis,” said Jim 
Irvin, GSWR president. “Likewise, out-
bound bulk products can be transported 
to the terminal via truck for loading onto 
railcars to their final destinations.”

GSWR’s Choice Terminal is 
located on a 15-acre site with two tracks 
accommodating 19 total railcars and 
offers open-truck access. The 270-mile 
GSWR provides customers with access 
to the North American rail network via 
interchanges with Class I railroads 
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the bulk rail terminal. So there is a good 
amount of flexibility.

And it’s collocated next to I-80 
and I-55, so you can efficiently go east 
to west and north to south by highway. 

That’s where we see its strength. 
With multiple modes of transporta-
tion, carriers and importers can really 
make sure they’re driving the lowest 

cost and best service to ultimately get 
the product into the store.

How does your military back-
ground – as a U.S. Air Force Academy 
graduate and U.S. Air Force captain 
prior to joining CenterPoint in 2006 
– benefit you in your present position?

Logistics and the supply chain, 
especially as you see it in modern 
retailers’ distribution strategies, is 
really borne out of a lot of the same 
principles the military operates on. You 
can only open a new store provided 
you can supply it. It’s the same concept 
as that you can only extend your force 
as far as you can supply it. So I think 
those principles are very similar.

If you look even at the Elwood 
portion of the [CenterPoint Intermo-
dal Center] park here in Joliet and 
Elwood, it’s an old Army base, where 
it had two Class Is – both BNSF and 
UP [Union Pacific] rail service – and 
the ability to get boxcars in and out. 
It was located on the [Des Plaines] 
River and located at I-55 and I-80.

For me, what you learn in the 
military in terms of how logistics 
work is very similar to how com-
panies are approaching the supply 
chain these days.

How do you like to unwind from 
the stresses of work?

I enjoy spending time with my 
wife and three kids. We have two boys 
and a daughter, and they’ll play pretty 
much any sport – baseball, lacrosse, 
football, basketball. So it’s mostly 
watching and helping them with their 
sports and maybe the occasional 
round of golf when I can get that in.

(PROFILE – continued from 
page 20)

concluded that “the harmful conse-
quences for businesses due to traffic 
diversion, and the diminished safety 
and increased maintenance costs of 
secondary roads, far outweighed any 
perceived benefits to the state.”

Kane also contended that tolls 
waste eight to 11% of revenues on 
administrative and operational costs, 
requires an expansion of govern-
ment bureaucracies, and discriminate 
against lower-income Americans. 
silver lininG

If there is a silver lining in this 
controversy it is that concentrating 
improvements in a small proportion 
of the highway system could achieve 
large results. “Seventeen percent of 
National Highway System miles rep-
resents 87% of total truck conges-
tion costs nationwide,” said Spear. 
It seems logical, therefore, that any 
infrastructure program should focus 
on funding improvements for those 
choke points.

Infrastructure has often been 
described as a bipartisan issue, yet 
how to pay for it has no bipartisan 
consensus, and there lies the rub. 
Even if, by some political miracle, a 
bipartisan consensus can be forged, 
the numbers being bandied about of 
late will likely fall woefully short of 
the spending level required to upgrade 
U.S. infrastructure. The American 
Society of Civil Engineers, in a report 
released in 2017 (see sidebar on page 
10), estimates that a total investment 
of no less than $4.59 trillion by 2025 
would be required to bring the nation’s 
infrastructure up to snuff.

Any infrastructure program will 
require appropriations by Congress 
of large sums of money. Without the 
political will to move ahead with 
spending, the enactment of an infra-
structure program during the remain-
der of Trump’s term appears no more 
viable than the stillborn proposals that 
have emerged so far.

(INVESTMENT – continued from 
page 10)

Advocates envision Herculaneum 
as a major distribution point. From 
Herculaneum, operators can load and 
unload containers, putting them on, or 
taking them off barges that travel fur-
ther up the Mississippi or on the Illinois 
and Missouri Rivers. Or, they can make 
use of the Interstate highways and Class 
One railroads that crisscross the region.

Herculaneum “will be a strategic 
location as a hub and spoke to distrib-
ute these containers,” said Lamie.

Lamie believes this mode of trans-
portation can compete on both cost 
and time with the current intermodal 
system, where containers are shipped 
from Asia to Los Angeles or Long 
Beach, and then transshipped by rail 
to the Midwest. An all-water route will 
provide “a comparable transit time,” 
she said, because of congestion and 
delays at the West Coast ports and 
at the rail hubs in the Chicago area. 
Barges already are the cheapest form 
of freight transportation, anywhere 
from 25% to 66% less than rail, and a 
small fraction of tractor trailers.

“We also need to look at the 
competitiveness of the nation,” said 
Lamie. “From a national perspective, 
this is going to help our nation better 
compete with the supply chain.”

Inc. This follows the late 2017 pur-
chase by Auxo of a New Orleans 
barge company, M/G Transport Ser-
vices. Auxo now has a marine “plat-
form,” so expect other acquisitions.

Tow restrictions remain and are 

(POURS – continued from page 18)

(EXPANSION – continued from 
page 19)

hampering movements along some 
stretches of the rivers systems. The 
Army Corps of Engineers and its 
contractors are feverishly attempting 
to dredge river bottoms, the result of 
sediment that was deposited by the 
floodwaters. According to Allegretti, 
“the Corps of Engineers and [its] con-
tractors have been working 24/7 to 
try to move the shoals out of the way. 
And they’re being very systematic 
about kind of doing the worst ones 
first and then, but they are nowhere 
near done getting the river bottom 
back to normal.” 

The barge industry tries to take 
some disruption in stride, Allegretti 
said. “The very fundamental nature 
of our business is that we are always 
subject to the challenge of nature. This 
year it was high water and other years 
it’s low water. There’s always weather 
and tide and currents and storms. And 
so, these kinds of disruptions are part 
of the normal cadence of our industry.”
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WFS invests €10M in new 
pharma center at Paris CDG Airport

Worldwide Flight Services (WFS), 
the world’s largest air cargo handler, is 
investing €10 million in a new Pharma 
Centre to expand its range of services for 
airline and freight forwarder customers 
at Paris Charles de Gaulle Airport. This 
investment also includes equipment and 
supplies for the next 10 years. Opening in 
September 2019, it will be the only facil-
ity owned by a ground handler dedicated 
to pharmaceuticals at Paris Charles de 
Gaulle (CDG).

This latest investment follows the 
opening of WFS pharma facilities in 
Copenhagen, Johannesburg and Miami.

The Pharma Centre offers both land-
side and airside acceptance capabilities 
and will be fully GDP compliant when 
it opens. It will also become IATA CEIV 
Pharma certified, as part of an initiative 
launched by Group ADP within the cargo 
community at Paris-CDG Airport, to fully 
support WFS’ dedicated temperature-con-
trolled service to maintain strict control of 
the distribution chain, therefore protect-
ing the quality and integrity of healthcare 
and life science products. With the CEIV 
Pharma certification, WFS will have a 
strategic advantage in the air cargo han-
dling market with a stronger, more com-
petitive and enhanced service.

The 2,400 m² dedicated space, located 
in the heart of CDG airport’s cargo area, 
has its own docks and manoeuvring area 
for the loading and unloading of temper-
ature-controlled pharmaceutical ship-
ments. The facility provides:
• A dedicated room for loose cargo stor-
age at +15-+25°C with a capacity for 108 
euro-pallets on four levels of racking.
• A dedicated cold room for loose cargo 
storage at +2-+8°C with the capacity to 
store 47 euro-pallets on the ground, and 
with additional racking also available.
• A small freezing room for loose cargo 
storage at -20°C capable of handling 9 
euro-pallets at a time.
• Two temperature-controlled areas for +2 
to +25°C for cargo unit load devices with 
a combined capacity to store 53 P2P or 
106 AKE pallets.

WFS is also investing in new digital 
technology systems to improve opera-
tional efficiency and shipment visibility. 
A new warehouse management system 
(WMS) supports the use of barcode scan-
ning for real-time storage capacity moni-
toring and management. This will ensure 
constant tracking of shipments from the 
Pharma Centre to and from aircraft with 
time and date statements available on 

the WFS facility will be the only one owned by a ground handler dedicated to pharmaceuticals 
at paris Charles de Gaulle (CDG).

Air France-KLM and Kuehne + Nagel 
create first direct system-to-system 
connection in the industry

Kuehne + Nagel and Air France KLM 
Martinair Cargo (AFKLMP Cargo), two 
leading players of the airfreight industry, 
have joined forces to improve integration 
of their electronic booking processes. In 
a proof of concept that was successfully 
brought to conclusion in July, the two 
companies enabled total host-to-host con-
nection through application programming 
interface (API) allowing for a system-
based, integrated and interactive match 
between available capacity and demand.

It is the first time that an airfreight car-
rier and a global logistics provider create 
a direct system-to-system connection that 
transforms manual quotation and capacity 
booking process into a digital automated 
solution, fostering collaborative relation-
ships and next-generation supply chain prac-
tice. Customers will benefit from a seamless 

experience with AFKLMP Cargo’s full digi-
tal offering, including ad-hoc quotations, 
capacity availability inquiries, dynamic 
pricing and real-time e-booking functional-
ities. Following the successful proof of con-
cept, both companies have agreed to further 
develop the solution and to start the roll-out 
in Europe and South Asia Pacific. 

Yngve Ruud, member of the manag-
ing board of Kuehne + Nagel, responsible 
for airfreight, says: The successful con-
clusion of our proof of concept with Air 
France KLM Martinair Cargo is a further 
step forward in eTouch, Kuehne + Nagel’s 
digital transformation process and initia-
tive to offer a seamless digital customer 
journey. Thanks to the new interface, we 
increase speed, accuracy and efficiency – 
to the benefit of our airfreight customers 
all over the globe.” 

Drone bubble bursts, wiping out 
startups and hammering VC firms

New commercial drone businesses 
flooded into the market at the start of the 
decade, flush with venture capital and 
giddy with visions of unmanned aircraft 
being used for everything from delivering 
packages to fertilizing farmland.

Unmanned aircraft are still seen as a 
pillar of the future. But for now, all that 
over-heated enthusiasm is getting a cold 
blast of reality.

Some of the biggest startups began 
closing their doors last year after burning 
through hundreds of millions in venture 
capital poured into a fledgling indus-
try that, despite forecasts for explosive 
growth, is taking longer to mature than 
expected. Dozens of others are getting 
swept up in a consolidation wave as drone 
companies search for a profitable niche in 
a rapidly shifting marketplace.

“There was some irrationality around 
drones, a period of hype driven by the 
popularity of the hobby sector,” said Kay 
Wackwitz, founder and chief executive 
officer of research group Drone Indus-
try Insights. “We’re getting past that and 
people are coming back to reality.”

Once well-funded startups are strug-
gling as hordes of self-employed pilots 
drive down prices, Chinese technology 

races ahead and non-drone companies 
across industry pull their unmanned aerial 
operations in-house. Federal regulation 
of the aircraft has been slow to catch up, 
and is holding back many businesses from 
expanding.

French manufacturer Parrot SA 
announced in July that it would halt pro-
duction of most of its drone lines. Soft-
ware startup Airware Inc. raised $118 
million from investors before shutting 
its doors and laying off 140 employees 
in late 2018. GoPro Inc. exited the drone 
business and laid off hundreds last year, 
citing an “extremely competitive” market.

But while some startups are testing 
investor patience, others are seeing an 
opportunity for growth. At least 67 drone 
startups have been sold since their incep-
tion, according to Crunchbase, which col-
lects data on private companies. Buyers 
range from rival drone operators to com-
panies in other industries, such as Verizon 
Communications Inc.

new frontiers

The shake-up is altering the U.S. 
landscape, which quickly shifted from an 
emphasis on hardware and manufacturing 

(BURSTS – continued on page 26)

(INVESTS – continued on page 25)
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October 8-10, 2019
George R. Brown Convention Center
Houston, Texas, USA

BIGGEST
BIGGER

BIG

FOR NEW PROJECT OPPORTUNITIES
THROUGHOUT THE US, CANADA AND 
LATIN AMERICA

be THERE

breakbulk
americas

Register at americas.breakbulk.com

THE ORIGINAL BREAKBULK EVENT
For everyone involved in the procurement, 
transport and logistics of oversized cargoes

19th Annual Liberty House 
In Liberty State Park

Jersey City, 
New Jersey

Monday, September 16, 2019

For information on Sponsorships, Exhibits & Attendance,  
Email: PortIndustryDay@yahoo.com or 

Call:  (201) 437-1891 

Conference • Exhibition
Food Festival

GCT Terminal Bus Tour

8:00 a.m. Continental Breakfast and Opening of Exhibits
9:00 a.m. Welcome Thomas Adamski, President and Chief Executive Officer, Cross Port Transport

9:15  a.m. Opening World Trade Through the Container Shipping Lens
Peter Shaerf, Managing Director, AMA Capital Partners

9:45 a.m. Panel Policy Issues Affecting the Movement of Cargo
Moderator:  Paul Bea, Government Relations & Policy Advisor, PHB Public A�airs

Panelists

10:45 a.m. Keynote Critical Northeast Transportation Issues
Hon. Robert Menendez, U.S. Senator (New Jersey)

11:15 a.m. Panel Investing in Infrastructure, People and Technology
Moderator: Michael DiVirgilio, Principal, Michael J. DiVirgilio & Associates

Panelists

12:45 p.m. Networking Lunch in the Exhibit Area
2:30 p.m. Global Terminal Bus Tour

Shippers’ Perspective on Tariffs and Trade
Kenneth O’Brien, Chief Operating Officer,
Gemini Shippers Group
Terminal Operations and Infrastructure Priorities
James Pelliccio, President & Chief Executive Officer, 
Port Newark Container Terminal and 
Executive Vice President, Operations, Ports America
Demurrage and Detention
Hon. Rebecca Dye, Commissioner,
Federal Maritime Commission

Improving Roadway Safety
Hon. Raymond Martinez, Administrator, 
Federal Motor Carrier Safety Administration 
America’s Marine Highway Program
Hon. Mark Buzby, Administrator,
Maritime Administration  
Will We See An Infrastructure Deal? 
Edward Mortimer, Vice President, 
Transportation and Infrastructure, 
U.S. Chamber of Commerce

Advancing Strategic Goals
Kevin O’Toole, Chairman,
The Port Authority of New York and New Jersey
Promoting New York’s Economic Growth
Matthew Kwatinetz,
Executive Vice President, Asset Management, 
PortNYC managed by NYCEDC
Improving Rail Fluidity
Timothy Tierney, President and 
Chief Operating Officer 
Consolidated Rail Corporation

Status of the Chassis System
Val Noel, Executive Vice President and
Chief Operations Officer, TRAC Intermodal
Tracking and Tracing Data
Thomas Sproat, Senior Director,
Network Development,
Maersk GTD
Enabling More Reliable Shipping
Gordon Downes, Chief Executive Officer,
New York Shipping Exchange (NYSHEX)

PID_AJOT_2019_Layout 1  8/15/19  5:51 PM  Page 1

PSA International acquires 
Penn Terminals

PSA International Pte Ltd (PSA) has 
completed the acquisition of Penn Termi-
nals (Penn) located on the Delaware River, 
United States of America (USA), from 
Macquarie Infrastructure Partners, a fund 
managed by Macquarie Infrastructure and 
Real Assets, following formal approval 
by the relevant regulatory authorities.

Penn is one of the best equipped, 
privately owned multipurpose marine ter-
minals on the Eastern Coast of the USA. 
Penn’s terminal, warehousing and steve-
doring services have enabled it to suc-
cessfully handle its clients’ cargo since 
1986. Penn is known industry wide for 
its reliability and efficiency in handling 
container, perishable, project, super sack, 
steel, pipes, forest products and other 
break-bulk cargoes.

“This acquisition represents PSA’s 
very first foray into the USA. We are 
delighted to embrace Penn as the newest 
member of the global PSA family and 
to be able to participate in its continued 
growth and expansion. We are committed 
to partnering the state of Pennsylvania, 
customers, staff and the local community, 
as well as key stakeholders to augment 
Penn’s capabilities and connectivity in 

order to better serve the needs of shippers 
and receivers in the greater US Mid-Atlan-
tic region and beyond,” said Tan Chong 
Meng, Group CEO, PSA International.

“Since we acquired Penn Terminals 
in 2008, we have worked closely with the 
Penn management team to reliably, safely 
and efficiently handle customers’ cargo,” 
said Karl Kuchel, CEO of Macquarie 
Infrastructure Partners. 

Penn has recently undergone a signif-
icant capacity upgrade with the addition 
of two new post-panamax Ship-to-Shore 
(STS) cranes in late 2018; bringing its 
total STS count to four. Penn is also a key 
component of the perishable cargo han-
dling infrastructure of the Delaware River 
with approximately 2,850,000 cubic feet 
(80,400 cubic meters) of on-dock reefer 
warehouse space. It is estimated that close 
to 40% of the US fruit imports come in 
via the Delaware River, which tallies to 
about 4 million tons per year.

The Delaware River’s key advan-
tage is its existing cold chain ecosystem, 
fulfilling importers’ need for inspection, 
sorting, and quality checking of fresh fruit 
produce, prior to transport to their final 
destinations. 

Sealand TP88 calling Tampa, FL
Sealand has announced Tampa, FL as the new direct call in the TP88 service. The 

first sailing departing from Port Tampa Bay will be on September 22nd on the vessel, 
Northern Guild.

The service will further enhance the U.S. Gulf and Florida connections to the entire 
Sealand network via Manzanillo and Balboa, Panama to Central America, the Caribbean, 
and West Coast of South America. We continue to create opportunities for developing 
U.S. exports with competitive transit times and reducing distances from distribution cen-
ters to ports of loading.
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www.scitc.org/keynote-speakers.html

Dick Vitale
College Basketball Analyst, ABC Sports and ESPN.  
Presenting:  “The Game Of Life”

Dick Vitale, college basketball’s top analyst and ambassador, 
joined ESPN during the 1979-80 season—just after the 
network’s September 1979 launch—following a successful 
college and pro coaching career. 

In 2008, Vitale received the sport’s ultimate honor  
when he was selected as an inductee into the Naismith  
Memorial Basketball Hall of Fame.

His thorough knowledge of the game is brought forth in an 
enthusiastic, passionate, sometimes controversial— 
but never boring—style.

scitc.org

Charleston 
Gillard Center

Keynote Speaker

demand. A temperature monitoring solu-
tion with a Cloud platform will collect 
temperature and humidity data in real-
time via sensors and enable this informa-
tion to be accessed on mobile devices. 

Designed with flexibility to adjust 
capacity on demand, the WFS Pharma 
Centre is served by exclusively-designed 
temperature-controlled three-pallet trail-
ers and cool dollies as part of WFS’ 
end-to-end airport handling solution and 
works in accordance with the strict tem-
perature requirements for specific phar-
maceutical product groups.

As part of WFS’ global safety and 
security programme, the controlled-
access Pharma Centre is also equipped 
with modern screening, CCTV control 
and alarm systems, monitored 24/7 by its 
Security Operational Centre. The facility 
also reflects the company’s environmental 
commitment with its investment in an all-
electric fleet of forklifts and pallet trucks 
as well as a robust plastic and wood waste 
recycling programme. 

The WFS Pharma Centre will be oper-
ated by a dedicated team of highly trained 
pharmaceutical handling specialists, who 
are IATA CEIV trained and possess a solid 
knowledge of time and temperature-sensi-

tive healthcare and pharmaceutical prod-
ucts transportation according to IATA’s 
Temperature Control Regulations. They 
will also receive additional training at 
WFS’ award-winning WFS Academy, rec-
ognised by IATA as one of the world’s top 
10 aviation training providers. Employees 
working in the building will offer expertise 
on product temperature ranges, packaging 
technology, key risk factors and critical 
control points.

Hugo Rodrigues, Vice President Cargo 
France at WFS, commented: “Pharma-
ceuticals continue to be one of the fastest-
growing air cargo products and our airline 
customers have responded to this opportu-
nity with dedicated products and services to 
meet this demand. WFS also has a vital role 
to play in helping our customers deliver the 
quality of service they have promised and in 
ensuring we consistently perform to the high 
standards required for sensitive, tempera-
ture-controlled cargoes to protect their integ-
rity throughout the cool chain. At a major air 
cargo gateway like Paris CDG, we believe it 
is incumbent on ground handlers to invest in 
the right equipment to handle pharma prod-
ucts. Once again, this demonstrates WFS’ 
willingness to invest in new, state-of-the-art 
facilities when we see opportunities to ben-
efit our customers and our own business.”

(INVESTS – continued from page 23)Twelve years later the locks 
still not replaced
Twelve year congressional delay funding upper Mississippi lock 
and dam project hurts U.S. farm exports & aids U.S. competitors

By Stas Margaranis, AJOT

Congress continues to delay funding 
its 2007 authorization for replacing seven 
aging locks and dams in Missouri and 
Illinois that are crucial to competitively 
exporting soybeans and other grains 
on the Mississippi River through ports 
including New Orleans and Baton Rouge.

A new U.S. Department of Agricul-
ture study warns that the failure to mod-
ernize these and other locks and dams 
increases costs of U.S. farm exports and 
helps Brazilian exporters close the cost 
gap with the United States. The study 
noted that U.S. barge traffic delays on the 
Mississippi and other rivers are rising as a 
result of growing lock and dam malfunc-
tions: “the percentage of vessels delayed 
(is) increasing from 35% in 2010 to 49% 
in 2017.”

The $2.2 billion funding to replace 
the seven locks and dams is still in a pre-
construction process in 2019, eighteen 
years after the feasibility study began in 
1991 and twelve years after its authoriza-
tion by Congress in 2007.

On August 28th, the National Grain 
and Feed Association (NGFA) and Water-
ways Council, Inc. (WCI) commended 
the U.S. Department of Agriculture 
(USDA) for releasing a significant new 
study that quantifies the cost-savings and 
competitive advantages that would accrue 
from investing in long-delayed improve-
ments to the inland waterways locks and 
dams on the Upper Mississippi and Illi-
nois River system.

The study, entitled, Importance of 
Inland Waterways to U.S. Agricul-
ture, addresses the critical connection 
between the inland waterways and the 
competitiveness of American agriculture 
in global markets.

“USDA’s study underscores the 
inland waterways as a conduit to our 
nation’s agriculture competitiveness, as 
well as to overall U.S. economic prosper-
ity. We believe the study makes the case 
to expedite the Navigation and Ecosys-
tem Sustainability Program (NESP) that 
would modernize five locks on the Upper 
Mississippi River and two on the Illinois 
Waterway to be ready to capitalize on pre-
dicted grain shipments, while at the same 
time improving the health of our marine 
ecosystems and habitats,” said WCI Pres-
ident and CEO Mike Toohey who added: 
“NESP is awaiting Pre-Construction 
Engineering and Design (PED) funds to 
be ‘shovel-ready’ for these vital locks.”

The funding requests are for: “PED 
Funding in FY (Fiscal Year) 20, 21 and 
22 of at least $10 million/year to advance 
activities on the Upper Mississippi River 
and Illinois Waterway.”

tHe iMportanCe of tHe nesp was 
explained in a nGfa paper

“NESP was authorized in 2007 for 
$2.2 billion to construct seven new 1200-
foot lock chambers replacing the 1930s 
built, now antiquated 600-foot locks to 
improve efficiency for operators and 
shippers, particularly of agriculture prod-
ucts moving up-river and down-river 
to export. Five chambers reside on the 
Upper Mississippi River and two on the 
Illinois Waterway. With 60% of export 
grain shipped on the inland waterways 
system, these seven locks represent the 
majority of that grain tonnage. A nearly 
equal amount ($2 billion) was to go 
toward more than 300 ecosystem restora-
tion projects. While the seven 1200-foot 
lock projects are located in Missouri and 
Illinois, additional NESP projects also 
are located in Minnesota, Wisconsin, and 
Iowa, all of which benefit other states in 

the Mississippi River watershed as well.”
“We appreciate the leadership of Sec-

retary Perdue and USDA in once again 
spotlighting the importance of the U.S. 
inland waterways transportation system to 
U.S. agriculture’s global competitiveness 
and farmers’ bottom lines,” said NGFA 
President and CEO Randy Gordon. “Very 
importantly, this study quantifies the sig-
nificant cost of further delays in rebuilding 
America’s inland waterway infrastructure, 
and it’s not a pretty picture. Foreign com-
petition from countries like Brazil is only 
increasing given current trade disruptions, 
and China is investing aggressively in 
South America’s transportation infrastruc-
ture to the United States’ detriment.

“The United States simply can’t 
afford to lag behind any longer,” Gordon 

(LOCKS – continued on page 27)
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Bonded U.S. Customs Carrier
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Bonded Container Freight Station
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Container-LTL
Piggyback Coverage

Consolidation-Distribution
Private Chassis Fleet

Fully Insured

in the early days, to one provid-
ing software and services, such 
as detailed inspection and data-
analysis. Now, it’s larger ser-
vice companies offering a kind 
of soup-to-nuts menu that are 
best positioned for the future, 
providing the drones, flying the 
missions and then analyzing the 
data for customers.

PrecisionHawk Inc., an 
industry leader in drone services 
such as inspection and data 
analysis, said it acquired five 
startups in 2018. These include 
Uplift Data Partners, which 
performs construction and real 
estate inspections; HAZON 
Inc., specializing in energy; and 
Droners.io, an online network of 
independent drone pilots.

Venture capitalists poured 
$2.6 billion into drones from 
the beginning of 2012 to June 
2019, according to Teal Group, 
an industry researcher. The rap-
ture began to evaporate last year 
as startups founded during ‘peak 
hype’ in the commercial drone 
industry ran out of money before 
they could generate profit and 
couldn’t secure additional fund-
ing, said Wackwitz.

At least 25 drone start-
ups have shut their doors this 
decade, with the largest burning 
through a total of $183 million 
in funding, according to Crunch-
base’s online reports.

“The venture capitalists are 
less enthused now,” said Dan 
Burton, CEO of Dronebase, a 
drone pilot network that’s held 
on through the turmoil.

A drone venture with back-
ing from Kleiner Perkins and 
Google’s GV shut down last 
year. On a smaller scale, a com-
pany called CyPhy Works offers 
another cautionary tale.

Helen Greiner, known for 
developing the Roomba robot 
vacuum cleaner, founded CyPhy 
in 2008 to develop a drone teth-
ered to a grounded power source 
that could fly for days at a time 
for observation and communi-
cation. But investors pressured 
her to begin commercial sales 
before she was ready, she said in 
an interview. She stepped down 
as CEO, then left the company 
in late 2018 to take a job advis-
ing the U.S. Army on drones.

At the start of the year, 
CyPhy announced it would 
change its name to Aria Insights 
and transition from hardware to 
drone data analysis software. In 
March, after plowing through 

$39 million of venture capital, 
the company shut down.

“Whether it’s supply chain 
issues or regulations, there will 
be delays along the way with 
startups,” Greiner said. “It’s 
important to find VCs who are 
founder friendly, that know 
they’re placing a bet on you and 
keep the support.”

As the industry begins to 
sift out the most lucrative busi-
ness plans, survival tactics 
include shifting the focus of the 
company, including its targeted 
customers.

Airware, the highest-funded 
startup to go under, initially 
developed cloud-based soft-
ware and autopilot systems for 
drones. One early proposal was 
to fly over farmland collecting 
data on the status of crops, from 
moisture levels in fields to how 
much crops were being affected 
by pests and chemicals used to 
control them.

But most farmers aren’t 
yet equipped to make use of 
that kind of information, said 
Wackwitz. That early interest in 
precision agriculture dimmed, 
forcing Airware to pivot to other 
applications, like consulting 
companies on drone use, before 
shutting down in September.

rapid obsolesCenCe

Fast-evolving technology 
has been both a curse and boon 
to entrepreneurs. While it’s 
broadening the business possi-
bilities as drones are designed 
to do more than just take video, 
other ventures and jobs are 
already being made obsolete by 
improving navigation and flight 
software. Meanwhile, compa-
nies, such as Intel Corp. and 
AT&T Inc. have begun their 
own drone operations, cutting 
out the middleman.

Executives at drone start-
ups report less enthusiasm about 
the industry than they did a year 
ago, a 2019 survey from research 
group Drone Industry Insights 
shows. But even those who’ve 
felt the pain of the shakeout still 
see plenty of upside as companies 
hone their business models, regu-
lation provides more flexibility 
and advancing technology equips 
drones with greater abilities.

Investor money is still flow-
ing into commercial drone com-
panies, but it’s increasingly going 
to a handful of winners in the 
industry. PrecisionHawk secured 
an additional $75 million in fund-
ing last year from backers includ-
ing Comcast, DuPont Ventures, 

(BURSTS – continued from 
page 23)

Federal Maritime Commission approves 
Puerto Nuevo Terminals venture

“This afternoon, the Federal Maritime Commission (FMC) announced it has approved an agreement 
allowing Puerto Rico Terminals (PRT) and Luis Ayala Colon (LAC) to form a joint venture called Puerto 
Nuevo Terminals (PNT) at the Port of San Juan.

“This agreement will allow the parties to more efficiently leverage existing assets, as well as planned, 
private investments in infrastructure and technology to better serve carriers, shippers, truck drivers and 
other port users. Additionally, it will provide carriers a modern and well-maintained terminal at the Port of 
San Juan, delivering significant benefits to Puerto Rico’s consumers and businesses.

“Consistent with its regulatory responsibilities, the FMC will monitor this joint venture, which will share 
assets and planned investments that are essential to maintaining reliable and competitive service for domestic and 
international trade at the Port of San Juan for decades to come. We look forward to continuing to fully cooperate 
with the FMC, and to working with relevant stakeholders, as the PNT agreement is implemented.”

Faster turnarounds, better services 
seen at CA-4’s busiest port

Customers and port stake-
holders of Operadora Portuaria 
Centroamericana (OPC), the 
Honduran subsidiary of Inter-
national Container Terminal 
Services, Inc. (ICTSI) operating 
Puerto Cortes, Central America 
4’s (CA-4) largest port, can 
expect faster cargo movement 
in and around the terminal with 
OPC beefing up its partnership 
with Honduran authorities for 
improved and more efficient 
port services.

OPC is working with the 
Honduran government and 
Puerto Cortés authorities to 
enhance the port’s competitive-
ness and better serve its cus-
tomers in the four-nation CA-4, 
comprising Honduras, El Salva-
dor, Guatemala and Nicaragua. 
Enhancements include simplified 
and faster port transactions, and 
the construction of critical road 
infrastructure the will improve 
cargo movement in the region.

As part of efforts to expedite 
intra-regional trade, the Hondu-
ran Customs Agency (Dirección 
Adjunta de Rentas Aduane-
ras – DARA) has streamlined 
its systems for early clearance 
and dispatch of cargo, match-
ing OPC’s already-efficient 
operations. Operating hours of 
customs authorities were like-
wise extended until 7 p.m., thus 
giving agents and brokers more 
time to process shipment.

For its part, the Hondu-

ran Ministry of Agriculture 
and Livestock (SENASA) has 
implemented online processes 
for the application of certifi-
cates and phytosanitary permits, 
improving the process and gen-
eration of payment tickets.

Once fully realized, these 
service improvements should 
improve the country’s position 
as Central America’s regional 
logistics hub, and Puerto Cortes 
as the region’s main port on the 
Atlantic side.

Outside of the port, the 
Honduran Ministry of Infra-
structure and Public Services 
recently invested in the expan-
sion, reconstruction and main-
tenance of the main road and 
secondary road network leading 
to the port, with the purpose of 
expediting the transfer of loads 
between hinterland areas and 
border areas in the CA-4.

In addition to these, Enpresa 
Nacional Portuaria (ENP), the 
Honduran port authority also 
enabled a truck entry facilitation 
zone next to the port’s immedi-
ate confines, mitigating truck 
traffic on public roads during 
the days when a large amount of 
cargo is sent or received.

“As a partner of good and 
long standing of the Honduran 
government, there is no doubt 
that we are on the right track 
– the good relationship and 
teamwork between OPC and 
authorities, a prime example of 
good public-private partnership, 
will help Puerto Cortes to be 
more efficient and competitive, 
move more volume, and benefit 
all stakeholders in the logistics 
chain,” said Mariano Turnes, 
OPC chief executive officer.

He adds: “It is very impor-
tant that shared efficiencies 
between us, the port opera-
tor and the government are 
achieved through the improve-
ment of processes.”

Operadora portuaria Centroamericana in Cortes, Honduras
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CONECT’S 18TH ANNUAL

NORTHEAST  
CARGO SYMPOSIUM

Wed., Nov. 6, 2019  8:00 am – 7:15 pm 
Graduate Hotel, Providence, RI

How Trade Disputes Are Changing the Logistics World

Register now for a full day of trade and transportation information from 
our roster of industry experts. 

Hear the latest Capitol Hill trade and tariff news from D.C. insiders and  
U.S. CBP. Network at breakfast, breaks, luncheon, and evening sky-top 
reception. Visit industry exhibitors and meet and greet your peers! 

Plus: 
• New CBP Initiatives
• Sourcing Shifts
• Tech Advances in Transportation
•  Keynote Luncheon: U.S./China Trade
•  Competition Among U.S. Seaports
• Evening Cocktail Reception

Partnerships, Sponsorships and Booklet Ads are available!! 
Call CONECT at 508-481-0424 or go to CONECT.org for details.

Coalition of New England Companies for Trade

REGISTER NOW AT CONECT.ORG

Keynote Amy Celico,  Principal,  
Albright Stonebridge Group, leads 
the China team in Washington, DC. 

Theodore Prince,  Chief Operating 
Officer and Co-Founder of   

Tiger Cool Express

Brenda Smith, Executive 
Assistant Commissioner,  
Office of Trade, U.S. CBP

This event has been 
approved by NCBFAA 
for up to 8 CCS and 8 
CES/MES points

CMA CGM will not use 
the Northern Sea Route

At the G7 meeting at Biarritz, French 
President Emmanuel Macron, accom-
panied by Economy and Finance Minis-
ter Bruno Le Maire, Minister of Labour 
Muriel Pénicaud, and Deputy Minister for 
the Ecological and Inclusive Transition 
Brune Poirson, invited to the Elysée Palace 
representatives of the shipping industry 
including global leader CMA CGM.

Rodolphe Saadé, Chairman and 
Chief Executive Officer of the CMA 
CGM Group, announced two major deci-
sions impacting the future of the maritime 
industry:
• The CMA CGM fleet will not use the 
Northern Sea Route 
• The Group will give priority to liquefied 
natural gas to power its future ships 
• The CMA CGM Group thus reasserts 
its role within the maritime transport 
industry as a leader in protecting the 
environment.

proteCtinG tHe arCtiC, reservoir 
of biodiversity

Today, the Northern Sea Route, 
which runs the length of the Siberian 
Coast, connects Asia to Europe. It has 
been made navigable due to the effects 
of global warming. Rich in its unique 
and largely unexplored biodiversity, the 
Arctic plays an essential role in regulat-
ing ocean currents and global climate pat-
terns. The use of the Northern Sea Route 
will represent a significant danger to the 
unique natural ecosystems of this part of 
the world, mainly due to the numerous 
threats posed by accidents, oil pollution 
or collisions with marine wildlife.

To avoid posing a greater threat to 
this fragile environment, Rodolphe Saadé 

has decided that none of the CMA CGM 
Group’s 500 vessels will use the Northern 
Sea Route along Siberia, which is now 
open due to climate change.

With this decision, CMA CGM makes 
the resolute choice to protect the environ-
ment and the planet’s biodiversity despite 
the major competitive advantage this route 
represents for shipping companies.

a pioneerinG Group in tHe use of 
liQuefied natural Gas

Today, liquefied natural gas offers the 
best proven solution available to signifi-
cantly reduce the environmental footprint 
of maritime transport. The use of LNG 
reduces:
• Emissions of sulphur and fine particles 
by 99% 
• Nitrogen oxides emissions by 85% 
• Carbon dioxide emissions by up to 20% 

CMA CGM is leading the way with 
its decision to use LNG power in its 
ultra-large ships that carry up to 23,000 
containers. This pioneering choice in 
the international maritime industry took 
seven years of development in collabo-
ration with shipyards, suppliers, large 
groups, SMEs and research laboratories. 
The first ship in this fleet of nine con-
tainer vessels will be delivered as early 
as 2020. By 2022, the Group will have 20 
LNG-powered vessels in its fleet.

CMA CGM continues its research into 
other energy sources and was the world’s 
first container shipping company to suc-
cessfully test a biofuel oil, made with 20% 
recycled vegetable oils and forest residues. 
It is also establishing research partnerships 
to develop hydrogen as a potential long-
term energy solution.

continued. “This study is a wake-up call 
to the White House Office of Manage-
ment and Budget and Congress to make 
the PED funding for NESP available this 
year, and to ensure growing investments 
are continued and expedited in the tre-
mendous natural resource that America’s 
inland waterways represent.”

The highlights of the USDA report 
are as follows:

Historically, barge traffic has grown, 
but lagging infrastructure maintenance 
and improvement needs have resulted in 
more frequent delays, with the percent-
age of vessels delayed increasing from 
35 percent in 2010 to 49 percent in 2017. 
Delays can cost up to $739 per hour for an 
average tow, amounting to more than $44 
million per year.

The added costs associated with 
delays are ultimately borne by shippers, 
especially farmers, who will pay more (and 
in the case of farmers, get a lower price) 
for goods shipped on the inland waterways 
system. Higher costs also reduce the com-
petitiveness of the river system.

Without consistent, predictable fund-
ing, “the grain and soybean export draw 
area around the waterways system could 
shrink from an average of 150 miles, 
currently, to as little as 75 miles under a 
constrained scenario, as the cost to ship 
on the river increases.” For corn, delays 
on the Mississippi River could have up to 
a $0.24 per bushel impact. The impact to 
soybeans could be up to $0.25 per bushel.

Multinational corporations are 
making significant investments in the 
Brazilian grain and soybean transporta-
tion and handling system, including barge 
equipment, barge loading elevators, the 
rail network, and export elevators.

The U.S. currently has an advantage 
of $5.35 per metric ton over Brazil when 
shipping soybeans from Davenport, Iowa, 

to Shanghai, China, via the inland water-
ways system.

If the current navigation infrastruc-
ture spending trend is continued through 
2045, the U.S. advantage declines to 
$3.03 per metric ton before any additional 
improvements in Brazil’s infrastructure 
are deployed.

With increased infrastructure invest-
ment in the U.S. inland waterways 
system, barge rates decrease, and the 
landed cost of grain at destination markets 
improves the U.S. advantage to $22.55 
per metric ton over Brazil with all other 
items unchanged.

The Mississippi River System is 
America’s primary inland waterways 
system. It comprises the Mississippi, 
Arkansas, Illinois, Ohio, and Tennessee 
Rivers, and Gulf Intracoastal Waterway. 
This extensive waterway system feeds 
exports from grain elevators from Baton 
Rouge through New Orleans, to Myrtle 
Grove, LA. This region which handles 57 
percent of U.S. corn exports in volume 
(valued at $4.8 billion) and 59 percent 
of U.S. soybean exports ($12.4 billion), 
as well as 55 percent of soybean meal 
exports and 72 percent of distiller’s dried 
grains … exports.

Due to its efficiencies and lower 
costs, the inland waterways system saves 
between $7 billion and $9 billion annually 
over the cost of shipping by other modes.

Shifting the equivalent volume of a 
typical 15-barge tow to surface transpor-
tation would require 216 rail cars or 1,050 
trucks, leading to increased congestion of 
the rail and road systems.

Barge transportation is the most 
environmentally friendly mode, with an 
advantage in fuel efficiency and green-
house gas emissions as well. Inland 
towing can move 647 ton-miles per gallon 
as opposed to 477 ton-miles for rail and 
only 145 ton-miles for truck. 

(LOCKS – continued from page 25)
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Who can develop intermodal 
centers that unite railway 
operators, their customers and 
partners? We can.

Let’s go.


