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Automakers playing catchup 
for EVs supply chain 
Electric vehicles (EVs) are rolling out of  automaker plants around the world. 
But there’s a problem. The supply chain that has worked so well, for so long, 
building internal combustion machines, doesn’t work for EVs. So, what’s next? 

(CATCHUP – continued on 
page 17)

By Matt Miller, AJOT

As electric vehicles 
(EVs) begin to move out of 
the niche and into the main-
stream, their manufacturers 
must grapple with all sorts 
of weighty production issues. 
The supply chain stands as 
one of the most vexing. 

Simply put, car manu-
facturers can’t rely on their 
traditional, well-established 
and highly efficient sourcing, 
production and distribution 
patterns. They can’t neces-
sarily turn to their longtime 
partners and major suppliers, 
either. In many cases, they 
must cast their lot with a new 
set of players, not to mention 
distinctly new materials and 
specific processes that some-
times have little in common 
with past practices.

“We’re talking about a 
completely different supply 
chain,” said Thomas Cullen, 
senior consultant at Britain’s 
Transport Intelligence, com-
monly known as Ti. “It is com-
pletely different because it’s 
totally different technology.”

Estimates for growth are 
all over the place. JP Morgan, 

Rethinking used vehicle logistics

Auto Logistics ‘19

overall car sales. Europe reg-
istered 386,000 and the US 
notched 361,000, according 
to “Inside EVs.” 

By Matt Miller, AJOT

Hauling new and used 
cars from dealer to dealer, 
from auction sight to dealer, 
from online dealer to cus-
tomer, is one of those mas-
sive logistics activities hiding 
in plain sight. In the US 
alone, some 60 million new 
and used cars are sold every 
year, and each one is moved 
multiple times before the 
consumer takes his or her 
vehicle out on its initial spin.

In stark contrast to the 
well-ordered and efficient 
vehicle manufacturing supply 
chain, however, this branch of 
automotive logistics remains 
defused, disorganized and 
helter-skelter. Its technology, 
when it exists at all, is piece-
meal and often outdated. Car 
haulers and their customers still 
rely on slips of paper, phones 

and guesswork. An average 
pickup is a bit more than a 
single car, so a car hauler may 
have seven pickups and seven 
different delivery destinations 
on a single journey.

Now, one of the lead-
ing players catering to this 
aspect of vehicle hauling has 
come up with what it says is 
the first specifically designed 
transportation management 
system. St. Louis-based Acer-
tus unveiled VINlocity in 
mid-October. It’s now avail-
able only to used car dealers 
and franchised dealers, but 
has the potential of being used 
by car manufacturers as well 
as individual buyers.

“It’s a new approach. No 
one else on the planet is doing 
(RETHINKING – continued 

on page 4)

EVs and thE supply Chain

One, of course, is based on 
the internal combustion engine, 
while the other is rooted in 
electric propulsion. A gasoline 
engine and a battery are com-
pletely different beasts.

Global plug-in EV sales 
remain a sliver of the overall 
car market. For the first eight 
months of this year, global 
EV sales topped 1.42 million, 
according to “Inside EVs.” 
That’s less than 3% of total 
car sales for the same period.

China has emerged as the 
dominant market for electric 
vehicles. Last year, EV sales 
in China topped one million, 
representing 8% of China’s 

Thomas Cullen
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page 4)
mark boucher, director of vehicle logistics for volkswagen Group of America, 
opening the door to enhance the automotive supply chain. (photo special for AJOT)

Volkswagen’s Boucher always ready 
to shift gears in automotive logistics

In the driver’s seat for 
Volkswagen Group of Amer-
ica’s North American fin-
ished vehicle logistics, Mark 
Boucher is constantly pre-
pared to shift gears.

Contingency planning, 
he says, is imperative amid 
challenges ranging from rail 
and truck capacity crunches 
to unexpected weather events 
to demands of shipping the 
larger vehicles preferred by 
today’s consumers.

In a business he con-
cedes can sometimes get a 
bit too exciting, increased 
predictability of rail is among 
logistical gains counted on 
by Boucher, who is Reston, 
Virginia-based director of 
vehicle logistics for Volkswa-
gen Group of America Inc.

Boucher shares what 
drives him and the Volkswa-
gen Group supply chain in an 
exclusive interview with AJOT.

What supply chain chal-
lenges are associated with the 
proliferation of vehicle manu-
facturing outside the United 
States, and how is Volkswagen 
addressing such concerns?

That’s an interesting ques-
tion for us, because we’ve actu-
ally shifted in a couple of ways.

First, for many years 
after we closed the plant in 
Westmoreland [in Southwest-
ern Pennsylvania, in 1988], 
Volkswagen didn’t have a 
manufacturing presence in 
the United States. 

Fast forward to 2008, 
when I joined the company, 
the factory in Chattanooga 
[Tennessee] was announced. 
Production began in 2011 
with the 2012 Passat. Then 
we added the Atlas SUV 
and are now growing that to 
a third model – the five-seat 
SUV – to be joined soon by 
an all-electric model.

One of the things we’ve 
done to address our manu-
facturing footprint is to be 
producing cars here in the 
U.S. market, where we sell 
a lot of vehicles [more than 
350,000 in 2018 U.S. sales 
for the Volkswagen brand 
alone]. So we’ve actually 
shortened the supply chain.

Very few Volkswagen 
brand vehicles sold in the 
United States are actually 
produced in Europe anymore. 
The majority of our produc-
tion for every other Volkswa-
gen Group brand [including 
Audi] is in Europe. For our 
volume brand – Volkswa-
gen – most are either built in 
Chattanooga or Mexico.

We’ve dealt with the 
longer supply chain from 
Southern Mexico for many, 
many years. Now, almost all 
the other manufacturers have 
realized that there’s a great 

m a n u f a c -
turing base 
and great 
labor pool 
and a lot 
of opportu-
nity to suc-
c e s s f u l l y 
build cars 
in Mexico. 

With that have come more 
challenges as far as railroad 
supply, port capacity, vessel 
scheduling and other things 
getting a lot more complex.

We’ve expanded our 
manufacturing facility in 
Puebla as much as possible 

(PROFILE – continued on page 15)

Industry 
Profile
By Paul Scott Abbott, AJOT

and are doing some work on 
our footprint in Veracruz. 
We work daily with our col-
leagues in Wolfsburg [the 
German city that is home to 
Volkswagen’s global head-
quarters] on vessel schedul-
ing and maximizing capacity 
available to us. 

Our colleagues in Ger-
many oversee all the vessel 
operations, and then I’ve got 
all the domestic concerns here 
in the U.S., with counterparts 
in Mexico, and we all work 
together on cross-border and 
international logistics.

The rail has been a chal-
lenge for Mexican production. 
We work very closely with the 
Ferromex and KCSM [Kansas 
City Southern de México]. It 
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this,” claimed Acertus CEO Bill Billi-
ter, in an interview with Ameri-
can Journal of Transportation. 
“This space is so undeveloped 
technologically, it’s like a 
greenfield opportunity for us.”

Acertus is the result of 
acquisitions by previous 
company Metrogistics 
of three other com-
panies beginning in 
2014. It calls itself a 
technology-enabled 
automotive logistics 
provider. In addition 
to haulage, Acertus also 
offers storage, last-mile delivery and 
title services.

Billiter likens VINlocity to Uber. 
The software matches shippers with 
carriers and their drivers, based on 
driver proximity to pick up, avail-
ability and destination. “Because we 
move about two to three thousand 
cars everyday, we know where two 
to three thousand carriers are going 
to be,” Billiter explained. “So we’re 
pushing this freight to them saying, 
[for example], ‘hey, we know you’re 
going to be in Chicago tomorrow. 
Here’s all the opportunities we have.’ 
They swipe, right. They get the load.”

Efficiencies and accuracy are 
at the heart of the software. Accord-
ing to Billiter, VINlocity can provide 
quicker delivery times and, for, an 
extra charge, an expedited schedule. 
A used car dealer, Billiter explained, 
may want some cars for inventory, 
others for an immediate sale. So, a 

dealer can spend a bit more and have 
a car delivered the next day, instead of 
two or three days.

VINlocity offers shippers a 
real-time window into deliv-
ery time. Delays and inaccu-
rate delivery schedules have 
been a particular bane of vehi-
cle hauling and frustration 

of the recipient. A truck 
driver typically calls 
a customer with an 
estimated time, but 
can easily get held 
up by traffic and 
other delays.

So far, Billiter said, 
the software tells ship-

pers exactly when to expect delivery. 
But it has the capability of showing in 
real time where the vehicle exactly is.

Billiter believes this system can 
streamline the marketplace in many 
ways. First, it will create a much more 
accurate costing of the haul, and, by 
extension, the price of a used car. Acer-
tus can, for example, provide nearly 
instantaneous quotes on haulage. 

In the past, used car sourcing 
was local. Now, it’s becoming more 
regional and national. That’s true for 
online consumers as well as used car 
dealers, who may scrutinize auctions 
on the other side of the country. Get-
ting those cars picked up and delivered 
quickly has been a major roadblock to 
this widened reach. 

While used cars now constitute 
about 35% to 40% of its business, 
Acertus gets about half its business 
with car manufacturers, hauling new 
cars from dealer or dealer to dealer. 

Acertus CeO bill billiter

(RETHINKING – continued from 
page 2)

has been more challenging with more 
production there. 

It’s not a total dogfight for equip-
ment, but we all want those empty 
railcars. For everybody producing 
cars down there, the U.S. is their larg-
est market, I believe. So it’s a chal-
lenge, but it’s one we work on every 
day, directly with our colleagues 
in Mexico, Germany and, to some 
extent, in Canada. 

We actually have a task force 
focused on cross-border logistics 
because of all the challenges. It’s not 
just capacity. It’s transit times. It’s 
vandalism. It’s a lot of issues that all 
of us as OEMs [original equipment 
manufacturers] have to deal with.

But I’ve been doing this a long time. 
I love what I do. I love the company I 
work for. It’s always great to work for 
a company with a customer base that 
really has passion for our product. 

What impact is the continuing 
consumer preference shift from tra-
ditional passenger cars to SUVs and 
trucks having on the supply chain, 
and what is your company doing in 
this regard?

This is another issue we’re all 
dealing with as OEMs. I was just in 
the Automotive Logistics Executive 
Committee meetings that we do with 
[railcar provider] TTX and the rail-
roads three times a year, and this is one 
of the things we talk about because, 
with these bigger cars, you’re getting 
fewer on a truck and fewer on a train, 
using more bi-levels than tri-levels. 
So it’s a capacity crunch.

Constant driver shortages on the 
trucking side plus things the railroads 
are doing to streamline their operations 
are exacerbated by the fact that we’re 
all trying to ship these bigger cars. 

It’s not just the transportation or 
conveyance that’s affecting that. As 
an example, let’s use the railhead in 
California. If I’m shipping Beetles, I 
can park a lot more of them there than 
I can our Atlas, so you’re actually 
looking at acreage demand increas-
ing, even though the SAAR [season-
ally adjusted annual rate] – the sales 
rate – is still effectively the same. 

We’re selling the same number of 
cars or more in recent years and have 
plans for growth – and the vehicle are 
bigger. Again, there’s a battle to grab 
capacity as economically as you can. 
But it’s a cost-up in every case to ship 
a bigger car, so we’re trying to miti-
gate that as best we can by finding 
new transportation solutions, weigh-
ing more ocean vs. rail or truck vs. rail 
or trying to put more on the railroad, 
which is historically a bit more cost-
effective than trucking, while slower.

I’m sure we and many of the 
OEMs spend a lot of time looking at 
the economics. For example, can you 
stomach a little more transportation 
time in your supply chain to the ben-
efit of economics when you’re look-
ing at having been used to putting 15 
to 18 cars on a railcar and now I’m 
putting 10? Now I need two railcars 
or 1 1/2 railcars for every one I used 
to need.

So what role does rail play in 
Volkswagen’s supply chain, and how 
are you applying your eight years of 
experience in vehicle logistics with 
Norfolk Southern Corp., immediately 
prior to joining Volkswagen in 2008?

I’ve been doing this now almost 
two decades, and I’m an advocate for 
rail transportation for a lot of reasons. 
It’s said railroads are the backbone of 

the American economy, and, in a lot of 
ways, I believe that. If we didn’t have 
rail infrastructure in the United States, 
we wouldn’t be able to get the goods 
to market that we need to. There are 
just too many of them, and some of 
them are just too heavy, automobiles 
being a good example.

If we didn’t have an automotive 
supply chain built around rail, we as 
an industry would not be able to ser-
vice the customer base. Rail can move 
a lot of inventory very long distances 
economically. It’s not fast. We’re 
always challenged by transit times 
and getting the various railroads to 
work together the way we’d like. But 
the railroad is absolutely vital to the 
automobile industry. There’s no way 
we could put everything on trucks.

One of the reasons we at Volk-
swagen liked Chattanooga initially 
was because it is dual-served, mean-
ing multiple railroads [CSX and Nor-
folk Southern] can access the facility, 
and that creates competition and facil-
itates bargaining power. Plus the CSX 
goes some place the NS doesn’t, and 
vice versa.

We always look for rail when 
we’re looking at new opportunities. 
We just created a couple new lanes 
this year, based on some new volume 
and flows out of our ports. From our 
facility in South Texas, we’ve railed 
to four points west of the Mississippi 
River and have actually put a fifth 
one on because we started develop-
ing new routes into California in our 
supply chain.

We’re always looking at opportu-
nities to optimize the potential of rail. 
Don’t get me wrong, we have some 
wonderful trucking partners, and we 
have taken things off rail and put them 
on truck and kept them there when 
those opportunities have presented 
themselves. Generally, those are 
shorter length of haul moves or ones 
where we’re having systemic prob-
lems with inconsistent transit times or 
damages or whatever.

Over the last couple years, I 
would say overall the rail transit times 
have been increasing. The transit 
times have deteriorated a bit overall, 
but they’ve gotten more consistent. 
I’ve always told my vendor partners I 
would rather have a longer consistent 
transit time with my cars in the supply 
chain than one that’s wildly volatile.

Transit times have gotten longer 
due to some changes railroads have 
made in their philosophies and net-
works, but they have been more con-
sistent, and I will give them credit. So, 
while they used to maybe get there in 
12 days, now they get there in 15 with 
a much better degree of accuracy. In 
the old days, it was seven days, 12 
days, 18 days – heck, I didn’t know 
when they were coming. Now, it’s 
more reliable, and that’s actually a 
better tool for your supply chain, and 
I think everybody would agree.

How important are contingency 
plans to successful vehicle logistics, 
and how are you putting such plan-
ning into practice at Volkswagen?

It’s a really fine line. You never 
want to plan or build your supply 
chain for your peak shipping. 

Let’s use my Audi brand as an 
example. The vehicles almost exclu-
sively arrive from Europe. We have a 
factory in Mexico that builds the Q5 
[luxury crossover SUV], but every 
other Audi model is built in Europe. 
We have a vessel that brings those 

(PROFILE – continued from page 3)

(PROFILE – continued on page 18)
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Mediterranean Sea – Ports in the middle  
The Mediterranean ports are in the middle of  a vast network of  trade lanes. 
And the competition to keep up with rising volumes and bigger ships com-
mands more port investment.

(MIDDLE – continued on 
page 6)

By George Lauriat, AJOT

The Mediterranean Sea 
is one of the most dynamic 
shipping regions in the world 
connecting the Middle East, 
Africa, Asia and Europe. It’s 
estimated that over 20% of 
the world’s seaborne traffic– 
around 120,000 ship transits 
– annually pass through the 
Straits of Gibraltar, making 
the narrow, nine-mile wide 
strait at the western end of the 
Mediterranean the world’s 
most heavily trafficked 
waterway. And at the south-
eastern end of the Mediter-
ranean Sea lies the 120-mile 
long Suez Canal. In 2018, the 
Suez Canal, which connects 
the Red Sea to the Mediter-
ranean Sea, handled over 
18,500 vessels accounting 
for over 963 million tons. In 
between these iconic choke-
points lies a vast network of 
ports and trade routes link-
ing more economies than any 
other sea region.

The Mediterranean,  derived 
from the Latin words medius 
for middle and terra for land, 
is indeed very much in the 
middle of a colossal logis-
tics network knitting together 
four abutting continents and 
providing a springboard to 
the Americas. It is this very 
geography that has attracted 
strategic investment from 
China as part of its Belt and 
Road Initiative (BRI). Chi-
nese port investment encircles 
the Mediterranean from the 
eastern ports like the Israeli 
ports of Haifa and Ashdod, 
the Egyptian Port of Alexan-
dria, and Piraeus in Greece. 
While some worry about the 
nature of the Chinese expan-
sion – debt trap diplomacy - 
others laud the investment as a 
key to the region’s port devel-
opment, which has lagged 
behind increases in ship sizes 
and volume.

The ports of the Medi-
terranean are varied in their 
utilization. Ports like the 
Spanish ports of Valencia and 
Algeciras, the Tanger-Med in 
Morocco, Malta’s Marsax-
lokk along with the Egyptian 
ports like Damietta, Port Said 
and Alexandria are transship-
ment hubs not only for freight 
moving throughout the 
greater Mediterranean region 
but act as a connector to ports 
as distant as the Americas or 
the Far East. Other ports like 
Genoa or Marseille serve 
their own industrial “catch-
ment” regions and connect to 
Northern European markets. 

WEstErn MEditErranEan 
– CoMpEtition pushEs 
Expansion

Located on the Moroc-
can side of the Straits of 
Gibraltar, the Port of Tangier 
is already the largest port in 

North Africa and soon may be 
the premier port for the entire 
Mediterranean Sea. With the 
June opening of APMT’s 
$800 million Tanger Med 2 
Extension, the port arguably 
now has the largest container 
capacity (TEUs) in the Medi-
terranean and is positioning 
itself to become a key trans-
shipment hub for Maersk Line 
and its alliance partners. The 
Tanger Med 2 has two new 
container terminals – TC3 
and TC4 – with an additional 
6 million TEU capacity. The 
TC3, which is operated by 
Morocco’s main port operator 
Marsa Maroc, has a capacity 
of 1 million TEUs and APM’s 
TC4 can handle 5 million 
TEUs. In 2018 the terminals 
accounted for 3.47 million 

TEUs and with the opening 
of Tanger Med 2, another 1 
million TEUs of throughput 
is expected to be added by the 
year’s end.

It’s estimated that 90% 
of the volume through the 
port is transshipment with 
20% in European trade and 
another 10% in the Ameri-
cas. The state-of-the-art facil-
ity is taking aim at grabbing 
freight from the Spanish 
ports of Valencia and Algeci-
ras, which handle around 10 
million TEUs between them.

The overarching strata-
gem is to build an industrial 
hub served by the Tanager 
Med facilities. Tanger Med 
is located near four free trade 

Mediterranean/
Middle East/

Africa Trade 2019

A tugboat leads containerships through the Suez Channel.
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# Port Country 2018 TEUs 2017 TEUs
1 . Valencia Spain 5,104,000 4,832,136
2.  Algeciras Spain 4,772,000 4,380,849
3. Marport Turkey 1,591,983 1,711,357
4. Piraeus Greece 4,908,000 4,060,000
5. Gioa Tauro Italy  2,301,000 2,448,570
6.  Marsaxlokk Malta 3,310,000 3,150,000
7.  Genoa (Savona-Vado) Italy 2,609,000 2,622,187
8. Barcelona Spain 3,423,000 3,006,872
9.  Mersin Turkey 1,723,000 1,591,983
10. La Spezia Italy 1,543,000 1,473,571

# Port (cont.) Country 2018 TEUs 2017 TEUs
11. Port Said Egypt 2,610,000 2,528,000
12. Alexandria Egypt 1,757,000 1,589,000
13. Haifa Israel 1,464,000 1,343,000
14. Ashdod Israel N/A 1,525,000
15. Beirut Lebanon 1,300,000 1,305,038
16. Marseille-Fos France 1,400,000 1,362,204
17. Izmir-Alsancak Turkey 610,908 610,908
18. Tanger-Med Morocco 3,472,451 3,312,409
19. Damietta Egypt 1,150,132 1,131,226
20. Koper Slovenia 988,501 911,528
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zones including the Tanger Automotive 
City (TAC). TAC was opened in 2011, 
the Tanger Automotive City (TAC) – a 
free trade zone, to draw foreign auto-
makers to invest in manufacturing and 
the related vehicle logistics. A main 
feature of TAC’s sell is the proximity 
to the Tanger Med facilities.

The Spanish Port of Valencia is the 
largest in the Mediterranean (although 
Piraeus is positioned to overtake them 
this year), tallying over 5 million TEUs 
in 2018. Valencia’s strategy is to be 
one of the ‘last’ three ports for ocean 
carriers to and from Europe – one of 
the essential transshipment hubs for 
transiting ocean carriers – but the 
port’s operating at near full capacity. 
So, to keep up with port competition 
from Tanger Med and now Piraeus, 
Valencia is embarking on building a 
fourth container terminal. 

In 2018, Terminal Investment 
Ltd. (TIL), the terminal arm of MSC 
(Mediterranean Shipping Co.) pro-
posed a $1.12 billion investment in 
a new facility. MSC would operate 
the new terminal which would be 
constructed in three phases. The first 
phase would involve building 1.1km 
quay and 860,000 sq./m of terminal 
space. This would be followed by a 
second phase of adding 400 m of quay 
and 220,000 sq./m of yard area. The 
third phase would add another 470 m 
of quay and 280,000 of terminal area. 
The project is scheduled to initially 
open in 2024. When fully completed, 
it is expected to add another 5 million 

TEUs in capacity – keeping pace with 
expansion in Piraeus and Tanger Med.

In 2018 the Port of Algeciras, 
located on the Spanish side of the 
Strait of Gibraltar, handled 4.77 mil-
lion TEUs in 2018. The Port consists 
of two main facilities: the APM Ter-
minals Algeciras and Total Terminal 
International Algeciras. The Algeci-
ras can handle 18,000 TEU boxships 
but is looking to upgrade the port’s 
facility. Recently the Port Authority 
of Algeciras (APBA) announced it 
would invest 233 million euros ($259 
million) over the next four years with 
62 million euros ($69 million) coming 
in 2020. Perhaps the most important 
items in the plan is increasing the 
draft of the Juan Carlos I dock from 
17 meters to 18.5 meters and the con-
struction of new roads and esplanades 
to meet the demand for ro/ro traffic in 
the port, as well as the acquisition of 
a new container scanner, within the 
Container Security Initiative (CSI).

northErn MEditErranEan ports

The northern Mediterranean ports 
like Spain’s Barcelona, France’s Mar-
seille or the Italian ports of Genoa 
and La Spezia are integrated into the 
European hinterland through rail and 
road networks. For the most part, 
container volumes have continued to 
rise. For example, the Spanish Port of 
Barcelona  tallied just over 3.4 million 
TEUs in 2018 compared to just about 
3 million in 2017. And the French Port 
of Marseille-FOS was over 1.4 mil-
lion TEUs comparted to 1.36 million 

in 2017. The Italian Port of La Spezia 
also posted an increase, improving to 
1.54 million TEUs in 2018 from 1.47 
million TEUs a year earlier. The only 
port to post a decline was the Italian 
Port of Genoa (Savano-Vado) which 
notched 2.6 million TEUs down from 
2.62 million in 2017. In the case of 
Genoa some of the reduced tally was 
the result of the August 14, 2018 col-
lapse of the Morandi Bridge in Genoa 
– a main connector for the port. A 

replacement span is expected to open 
sometime in the spring of 2020.

Perhaps the biggest news in the port 
of Genoa is the recent merger between 
the Sech and the Vte, the two main con-
tainer terminals. The merger of the two 
terminals was led by the PSA group 
of Singapore and by GIP, a company 
formed by the Infravia and Infracapital 
investment funds and by Giulio Sche-
none, the operator of Sech terminal. 
MSC has already voiced strong oppo-
sition to the merger and the agreement 
could face an anti-trust challenge.

transshipMEnt hubs 

The Mediterranean has nine major 
transshipment hubs but two stand out 
because of their central location, the 
island of Malta’s Marsaxlokk port and 
Gioa Tauro in Southern Italy. Both are 
located in the central Mediterranean 
– a crossroads of major trade lanes. 
Marsaxlokk posted 3.3 million TEUs 
in 2018 up over the 3.1 million a year 
earlier. Conversely, Gioa Tauro lost 
ground, tallying 2.3 million TEUs in 
2018 from 2.45 million TEUs in 2017. 

Despite their enviable locations, 
both transshipment hubs are facing 
challenges. Back in May, Malta 
Freeport announced that Maersk and 
MSC plan to reduce their operations 
at Freeport, relocating to Tanger Med 
and to Egypt’s Port Said. The terminal 
operator said the move might cut their 
business by up to 35%. While Maersk 
is expected to retain a presence and 
other carriers are poised to increase, 
the move illustrates the tenuous exis-
tence of hub ports without a major 

(MIDDLE – continued on page 23)

(MIDDLE – continued from page 5)
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New York Ports ‘19

The Port of New York and New Jersey’s Port Newark Container Terminal is among facilities now 
able to accommodate larger container vessels, following channel deepening and raising of the 

bayonne bridge roadbed. (Photo credit The Port Authority of New York and New Jersey) 

Now ranked No. 2 among US 
containerports, New York/New Jersey 
ready to sustain success

(READY – continued on page 10)

By Paul Scott Abbott, AJOT

As the Port of New York and New 
Jersey assumes the No. 2 ranking 
among all U.S. containerports, leaders 
of the bistate port are confi-
dent in abilities to efficiently 
accommodate further record 
volumes via increasingly large 
boxships for decades to come.

In a wide-ranging joint 
interview with AJOT, Sam 
Ruda, midway through his 
first year as the Port of New 
York and New Jersey’s director, and 
Bethann Rooney, the port’s deputy 
director, share their views on the 
port’s present successes and future 
prospects – including potentially dou-
bling cargo throughput over the next 
30 years.

With recent and near-future 
investments from the port and pri-
vate industry partners totaling more 
than $11 billion – already delivering a 
50-foot-deep channel and enhanced air 
draft – the Port of New York and New 
Jersey is looking to its newly unveiled 
Port Master Plan 2050 to help set the 
course for future generations.

As the saying goes, whoever is 
No. 2 must try harder, and the New 
York/New Jersey port is continuing 
to do so, including through expanded 
stakeholder collaboration.

businEss, EConoMy strong

“Business is strong; the economy 
is strong.” said Rooney, a three-
decade industry veteran who in April 
was promoted from assistant direc-
tor. “All of the things that make New 
York/New Jersey attractive and viable 
are all in place and working well. 

“The Chinese tariffs and the 
trade wars and the shifting in manu-
facturing certainly help in terms of 
our record and strong volumes,” she 
added. “And the fact that we, unlike 
other ports in the country, are able to 
service all corners of the world cer-
tainly helps us.”

Ruda, who became the Port of 
New York and New Jersey’s director 
in April after five months as interim 
director following departure of Molly 
Campbell to pursue a Harvard Univer-
sity fellowship, said he is pleased with 
the advance to No. 2 ranking, adding, 
“We’ve got to act like it.”

In the past year, New York/New 
Jersey, long the highest-volume 
boxport on East and Gulf coasts, 
has moved ahead of the Port of 
Long Beach in containerized cargo 
throughput, ranking behind only 
Southern California’s busiest con-
tainerport, the Port of Los Angeles. 
Ruda, who served two years apiece 
as assistant director and deputy direc-
tor of the New York/New Jersey port 
after 11 years in senior management at 
the Port of Portland, Oregon, said his 
three decades of industry experience, 
including his time in Portland, have 
prepared him for his present position.

“Adjusted for size and scale, the 
issues that you encounter are not dis-
similar,” he said. “I would say the 
major difference is, when you’re here 
in New York and New Jersey, you 
are really at the intersection of global 
commerce. You are really relevant. 
You don’t have to hunt for business 

opportunities.
“Our challenge is basically sifting 

through all the opportunities that we do 
have and making really good 
strategic choices, because, 
ultimately, we can’t say ‘yes’ 
to everybody,” Ruda said.

‘yEs’ to big ships

Of late, the Port of New 
York and New Jersey has 
been saying “yes” to a whole 

lot more larger containerships. The 
trend times with deepening of channel 
areas to 50 feet, completed in 2016, 
and raising the navigational clearance 
of the Bayonne Bridge to 215 feet, 
completed in 2017.

Not surprisingly, Rooney sees the 
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recent raising of the bayonne bridge roadbed allows increasingly large containerships to call Port of New York and 
New Jersey marine terminals. (Photo credit The Port Authority of New York and New Jersey) 

port continuing to set records 
and build upon its intermodal 
gateway position:

“I think the volumes 
speak for themselves,” she 
said. “The big difference that 
we have seen, particularly 
because of the channel deep-
ening and the raising of the 
Bayonne Bridge, is the size 
difference of the vessels.”

Four years ago, she said, 
the majority of the port’s cargo 
was being carried on boxships 
with a capacity of between 
5,000 twenty-foot-equivalent 
units and 6,000 TEUs. Today, 
according to Rooney, “the 
lion’s share” is being carried 
on ships with a capacity of 
8,000 or more TEUs.

Prior to completion of 
the Bayonne Bridge project, 
ships with capacities of about 
9,400 TEUs were unable to 
reach container terminals 
at Newark and Elizabeth in 
New Jersey and Staten Island 
in New York.

Through the first seven 
months of calendar 2019, 
more than 32 percent of the 
port’s cargo came on ships 
with a capacity of 9,000 
TEUs or more, Rooney said. 
That compares with just 4.9 
percent of the port’s cargo 
coming in on such larger ves-
sels just four years earlier.

Part of the challenge 
posed by the bigger ships 
relates to getting all those 
boxes loaded and unloaded.

“We are still a truck port,” 
Rooney said, noting that 85 
percent of the port’s volume 
leaves via trucks. “While 
we’ve been making the invest-
ment outside the gates on the 
common-user infrastructure, 
all of the investments that 
the terminal operators have 
been making inside the gates 
in cargo-handling equip-
ment, new gate systems, new 
terminal-operating systems, 
extended capacity and new 
ship-to-shore cranes allows 
for them to efficiently handle 
the larger ships which have 
the larger volume of cargo 
being discharged.”

billions inVEstEd

Marine terminal opera-
tors have invested more than 
$2 billion in their New York 
and New Jersey facilities over 
the past 15 years, she said, 
with another $2 billion antic-
ipated to be similarly spent 
over the coming decade. 

That is in addition to the 
$6 billion invested by The 
Port Authority of New York 
and New Jersey in infrastruc-
ture undertakings including 
the channel and Bayonne 
Bridge endeavors. Another 
$1.1 billion is in the capital 
program for the next 10 years.

For the 15 percent of 
cargo moving by rail, effi-
ciencies are being enhanced 
through port investments and 
partnerships with the two 
Class Is – CSX and Norfolk 
Southern – now directly ser-

vicing five of the port’s six 
container terminals via on-
dock and near-dock instal-
lations. The sixth, the Red 
Hook Terminals facility in 
Brooklyn, is served via a 
common-user rail facility.

Moving greater volumes 
via rail assuredly is part of 
long-range plans, including 
those posited in the 30-year 
master plan, unveiled in July 
following more than 2 1/2 years 
of collaboration with stake-
holders by the landlord port: 
“There was actually a focus on 
really ratcheting up the stake-
holder outreach,” Ruda said. 
“We cast a pretty wide net, 
obviously including all the 
typical suspects, such as exist-
ing customers, users of the 
port, the trucking community 
and other industry stakehold-
ers, but also a lot of outreach 
into our host communities and 
even subsets within those host 

(READY – continued from 
page 8)

(READY – continued on 
page 14)
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Optimism abounds for NY/NJ’s 
new port director
Despite ripples and dislocations, the mainstream forces propelling 
global trade remain firm, says PANYNJ Port Director Sam Ruda.

(OPTIMISM – continued on page 16)

By Peter Buxbaum, AJOT

The global economy is slowing, 
tariff wars may be suppressing inter-
national trade, and even consumer 
spending in the United States 
has become iffy. But none of 
that reflects the mood at the 
Port Authority of New York and 
New Jersey. 

Instead, it’s exciting times 
for the port, as it experi-
ences record cargo growth, 
and—having surpassed the 
Port of Long Beach—is 
now in the nation’s number-two con-
tainer port. NY/NJ handled nearly 
five-million TEUs during the first 
eight months of 2019, a 5.7% increase 
over the same period the year before.

Not even President Donald Trump’s 
tariff machinations can cloud the pros-
pects for the port, as far as Sam Ruda, 
the recently-appointed director of the 
port department at the Port Authority of 
New York and New Jersey, is concerned. 
“Some have suggested that cargo moved 
in early to beat the tariffs,” he said, in an 
exclusive interview with the AJOT. “I 
can’t say that hasn’t occurred. But if that 
were the entire explanation, we would 
then have seen a cargo falloff. So far we 
really haven’t.”

The Port Authority of New York 
and New Jersey is proceeding apace 
with its work planning for the future. 
The Port Authority recently released 
a new 30-year strategic plan which 
addresses, among other things, how it 
intends to make port operations more 
environmentally sustainable. (See 
sidebar on page 16)

Ruda attributes NY/NJ’s growth, 
even in the face of global trade head 
winds, to a number of factors. For 
one, larger container ships are now 
able to call on the port, thanks to the 
expansion of the Panama Canal, the 
raising of the Bayonne Bridge, and 
the deepening of port channels to 50 
feet. Related to those developments, 
there has been “some shift in intermo-
dal cargo from the West Coast to the 
East Coast,” Ruda noted. “We have 
grown our year-over-year intermodal 
volumes for the last four years.”

The Port of Authority invested 
over $600 million in the ExpressRail 
intermodal system since the 1990s. 
The opening of ExpressRail intermo-
dal access at Global Container Termi-
nal Bayonne earlier this year means 
that “basically every major terminal” 
at the port “has on-dock or near-dock 
intermodal capacity,” said Ruda.

tariffs and tradE lanEs 
East Coast ports like New York 

and New Jersey, unlike their West 
Coast cohorts, Ruda also noted, are 
less dependent upon trade with China, 
and therefore less subject to the cur-
rent fluctuations in U.S.-China trade. 
Containers inbound from China make 
up over 60% of the container trade at 
West Coast ports, according to Ruda, 
while the same figure is in the low 
30s at NY/NJ. “There are more trade 
lanes feeding into the East Coast,” 
he said. “We have Asia services that 
come through the Panama Canal and 
Suez Canal routings that come across 
the Mediterranean and the Atlantic, 

whereas the West Coast is almost 
exclusively dependent on its large 

transpacific trade.”
That’s why the slippage of 

a couple of percentage points 
in NY/NJ’s China trade hasn’t 
hurt the port, as it has gained 

volumes from India and Viet-
nam. “European traffic has also 

held up well,” said Ruda.
The increase in volumes 

from south and southeast 
Asia reflect supply chain 

shifts that were in the works even 
before the current era of tariff warfare. 
“Less capital and technology inten-
sive companies will always chase 
lower cost areas,” said Ruda. “That 
feeds into places like Vietnam and 

The CmA CGm Florida docked at APm Terminals at the Port of New York/New Jersey
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A Sampling of Our High-Caliber Speakers:

communities, including environmental 
justice communities.

“We heard a few consistent 
themes representing the major focus 
of the feedback,” Ruda said. “On a 
positive note, the stakeholders want 
the port to be successful. They want 
the port to grow. Communities want 
to have access to the jobs – not just the 
waterfront jobs but the jobs the indus-
try generates in logistics, warehousing 
and so on. And the host communities 
are going to hold the port accountable 
for the environmental impacts.”

The plan calls for continuing 
operation as a landlord port, Ruda 
said, commenting, “Being a landlord 
port doesn’t give you a free pass on 
your share of the contributing infra-
structure. We’re going to continue 
to be heavily engaged in waterways 
infrastructure, navigation infrastruc-
ture, berths and wharves, roadways 
and rail.

VoluME May doublE

“We come out of a master plan 
with at least putting out there that, 
over a 30-year timeframe, you can 
see a doubling or more of freight,” 
he said. “We actually don’t need to 
spend time seeing if that’s correct, if 
it’s going to be 2 percent or 3 percent 
annual growth or whatever. What it 
really means is the Port Authority, 
with its tenants, needs to plan and 
define – or actually redefine – volume 
triggers such that we stay adequately 
ahead of the capacity curve to meet 
that demand. 

“You don’t just build and they 
come,” Ruda continued. “You have 
volumes and other operational triggers 
that really begin to inform when and 
where you do things. For a Port Author-
ity that’s not given our own geography, 
that’s not creating huge tracts of indus-
trial land, we’re going to have to make 
very prudent land use choices as we 
evolve and grow over time.”

Rooney pointed out that the port’s 
10-year plan approved in 2017 pro-
vides a series of recommendations 
on how land use may be optimized in 
order to handle expected demand.

“There are still a number of things 
we need to do moving forward,” 
Rooney said. “For example, we 
would expect that, in the future, and 
this aligns with what the community 
stakeholders and environmental jus-
tice folks are looking at, we’re look-
ing at an evolution of cargo-handling 
equipment and all of the industrial 
equipment in the port transitioning 
from diesel to electric technology or 

some alternative fuel.
“Also,” she said, “in order to 

create efficiencies in the terminal, 
we’re looking to more communica-
tions between the various types of 
equipment. That’s all going to require 

a significant investment in electric 
infrastructure and telecommunica-
tions infrastructure beyond what 
we’ve got right now. 

“The port master plan lays out as 
an early action item doing a study of 
the capacity that we will need in the 
utility infrastructure so that we can 
build that and get that in place before 
it’s actually all needed,” she said.

rEsiliEnCy CritiCal

Rooney noted that resiliency is a 
vital aspect of future plans.

“When we talk about resiliency, 
it’s not just about resiliency to, God 
forbid, another Hurricane Sandy 
[which hit the Atlantic Coast in 2012], 
but it is resiliency to any type of dis-
ruption to the supply chain,” Rooney 
said. “When we talk about climate 
change and sea level rise, we are in 
the midst of a study that will help us 
redevelop and rebuild all of the wharf 
and pier infrastructure. That clearly 
needs to be done when we have 60- 
to 70-year-old infrastructure that the 
ships are all tying up to. That clearly 
needs to be done with sea level rise 

and resiliency in mind.”
Asked about his priorities for the 

port, Ruda noted that the Port Depart-
ment is part of a bistate entity that also 
encompasses airports, bridges, tun-
nels and bus and rail transit.

“The priorities fall into two buck-
ets,” he said. “One is that the Port 
Department doesn’t exist in a vacuum 
at the Port Authority. We’re part of a 
broader agency, and that agency has 
its own set of guiding principles and 
imperatives. Some of that goes down 
to how we work, with honesty and 
integrity. Like all public and private 
institutions, we have a big focus here 
on diversity and inclusion. You might 
call this the behind-the-curtain stuff 
that people may not see on a day-to-
day basis.”

Ruda said the second metaphori-
cal bucket holds priorities more spe-
cific to the Port Department.

“One is connecting and being far 
more visible with the customer and 
shipper community,” Ruda said. “I 
think we’re doing that.

“Another priority for me is that I 

bethann rooney, left, deputy director of the Port of New York and New Jersey, and Sam ruda, 
the port’s director, have plenty to smile about as the port they lead assumes the No. 2 rank 

among U.S. containerports. (Photo Special for AJOT)

(READY – continued on page 18)

(READY – continued from page 10)



OCTOber 28 - NOvember 10, 2019 New York Ports  15

O V E R  3 0  Y E A R S  O F  E X P E R I E N C E  I N
S T E V E D O R I N G  &  T E R M I N A L  O P E R AT I O N S  

C O N TA I N E R S

C R O S S - H A R B O R  B A R G E  

R O R O

B R E A K B U L K

P R O J E C T  C A R G O

S E R V I C I N G  N E W  Y O R K  |  N E W  J E R S E Y  |  T E X A S  |  M A R Y L A N D                                      
w w w . r e d h o o k t e r m i n a l s . c o m  



16 American Journal of Transportation  ajot.com

fmtcargo.com | 704.714.4644

CARING FOR 
YOUR CARGO 
FOR 50 + YEARS

Albany, NY
Burns Harbor, IN

Eastport, ME
Hamilton, ON

Lake Charles, LA
Milwaukee, WI

Port Manatee, FL
Tampa, FL

Thorold, ON

AJOT_October2019.indd   1 2019-10-17   16:45:26

Cambodia. Cargo from those 
areas often come through 
the Suez Canal rather than 
the Panama Canal and we 
tend to be first port of call on 
Suez routings.”

North-south trades may 
be the next growth area for 
the port as, in April, Sea-
board Marine began a new 
service from NY/NJ’s Red 
Hook terminal in Brooklyn 
serving ports in El Salva-
dor, Guatemala, Honduras, 
and Nicaragua. The services 
are expected to provide new 
business to NY/NJ to the 
tune of around 200,000 con-
tainers with cargoes includ-
ing foods and beverages, 
sugar, and coffee.

Central and South Amer-
ica currently represent rela-
tively modest volumes for 
the port, suggesting that there 
is room to grow. In 2018, 

imports from those markets 
constituted four percent of 
the containers handled at the 
port, while NY/NJ handled 
around 12% of the activity 

among the top ten imports 
from Latin America in 2018. 
Trade with the region has 
increased 14% at NY/NJ in 
the last five years, and vol-
umes and imported wood and 
wood products from Latin 
America have nearly doubled 
in the same period.

Ten different container 
services from Latin Amer-
ica call on NY/NJ, with the 
emphasis on niche services 
and carriers. “I expect the 
perishable food segment 
to be a key part of the new 
north-south services call-
ing at Brooklyn,” said Ruda, 
with bananas, plantains, 
fruits, and vegetables domi-
nating the cargo mix, but 
with wines and spirits and 
some apparel cargoes also 
expected to be included.

“Our north-south trades 
to the east coast of South 
America, Central America, 
and the Caribbean are all 
small, but they are growing,” 
Ruda concluded.

Despite the brouhaha 
being played out in the media 
and in the public imagination 
over the tariff wars and their 

Sustainability and resilience are 
drivers of NY/NJ port strategy

By Peter Buxbaum, AJOT

The Port of New York and 
New Jersey is experiencing 
record cargo growth and has 
emerged as the nation’s num-
ber-two container port. Con-
tainer volumes are expected to 
double or triple over the next 
30 years at the port, present-
ing several challenges. With 
that in mind, the Port Author-
ity released its latest 30-year 
master plan over the summer.

High on the list of pri-
orities reflected in the stra-
tegic plan is to “continue to 
be sustainable and resilient, 
driving down diesel emis-
sions, and minimizing noise, 
congestion and environmen-
tal impacts at its facilities 
throughout the Port of New 
York and New Jersey.”

Among other strategies, 
these goals will be achieved, 
according to the report, by 
implementing new technolo-
gies, such as electric vehicles, 
to reduce emissions. Those 
efforts are already underway 
at the port. 

“Our focus is going to 
have to be on air quality,” 
said Sam Ruda, director of 
the port department at the 
Port Authority of New York 
and New Jersey. “That is 
where the biggest impacts of 
port activity occur.”

Drayage trucking imme-
diately comes to mind, with 
trucks moving 85 percent of 
all containers into and out of 
the port, even in the face of 
the Port Authority’s massive 
investment in intermodal rail 
capacity over the years.

The use of electric dray-
age trucks could also cut 
down on emissions. One Port 
Authority tenant recently 
completed a pilot, during 
which electric trucks drayed 
containers from the port to 

southern New Jersey and 
eastern Pennsylvania. In the 
case of the South Jersey deliv-
ery, “It worked,” said Ruda, 
meaning the truck was able 
to make the delivery without 
having to be recharged. In the 
case of the Pennsylvania con-
tainer, recharging proved to 
be necessary.

Yard handling equipment 
will be another of the Port 
Authority’s big initiatives in 
the area of air quality. “Over 
time there will be a migration 
to much less diesel and more 
use of electricity for yard 
handling equipment,” said 
Ruda. “We just completed an 
inventory of equipment with 
the terminal operators, and 
will be using that informa-
tion to develop a program to 
move in the direction of less 
diesel and more electricity.”

For Ruda, the move to 
electric vehicles is a no-
brainer. The issue, in the 
case of cargo movements, he 
explained, is “combining the 
electric vehicle power with 
the load-bearing require-
ments for containers. We’re 
moving in that direction.”

According to the strategic 
plan, “the Port Authority will 
lead by example” by imple-
menting an alternate power 
source program, converting to 
low- and zero-emissions opera-
tions and equipment, and adopt-
ing alternate power sources for 
administration facilities. 

The Port Authority is lead-
ing by example is another area 
as well, one that goes well 
beyond the confines of its own 
port community. As a signatory 
to the Paris climate agreement, 
the Port Authority of New York 
and New Jersey continues to 
work toward achieving the 
goals outlined in those accords.

(OPTIMISM – continued on 
page 22)

(OPTIMISM – continued 
from page 12)
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for one, predicted that plug-
in sales in 2025 will reach 
8.4 million. (The bank’s esti-
mate for hybrid sales is much 
larger.) In a lengthy report 
released in May, the Interna-
tional Energy Agency (IEA) 
predicted EV vehicle sales 
globally in 2030 could range 
from 23 million to 43 million. 

As auto manufacturers 
grapple with new technolo-
gies, they are struggling to 
figure out the associated 
supply chain. It’s no easy task. 
“This changes from month 
to month. It’s an incred-
ibly dynamic situation,” said 
Cullen, a logistician who 
has researched and written 
extensively on the subject, 
perhaps more than any one 
individual. Car manufactur-
ers will “admit that there’s 
an extraordinary degree of 
uncertainty,” he said.

Cullen cited the issue of 
certain microprocessors. To 
begin with, auto manufactur-
ers find themselves dealing 
with companies they don’t 
necessarily know. And they 
quickly discover they’re no 
longer king of the hill, when 
it comes to buying power. 
“They are now compara-
tively small purchasers of 
such products compared to 
the large consumer electron-
ics manufacturers,” Cullen 
explained. “This illustrates a 
completely new dynamic on 
the supply chain.” 

With electric propulsion, 
the battery is at the heart of 
the electric car. It’s also by 
far the most expensive com-
ponent. And, while it’s been 
shrinking in cost as well as 
becoming more efficient, it’s 
still 33% of the total price of 
a midsized electric vehicle, 
according to research by 
BloombergNEF.

battEry logistiCs

With the exception of 
Tesla and the Chinese maker 
BYD, all car manufacturers 
source their batteries from 
outside suppliers. That creates 
another dynamic alien to auto-
motive giants. They can’t rely 
on their own technology. They 
must vie with competitors for 
the best batteries and place 
enormous bets on battery sup-
pliers. These suppliers hold 
the cards, not the auto manu-
facturers, as enhanced battery 
performance is absolutely 
critical to the car’s success. 

“If you have a component 
that everybody needs, such 
as a battery, it doesn’t matter 
whether you have a Gigafac-
tory,” said Cullen, referring to 
Tesla’s mammoth, lithium-ion 
battery and car assembly plant 
in Nevada. “If you have the 
design of a new battery, you’re 
on the money. If your bat-
tery is 10 or 20 percent more 
efficient, you’re just going to 
clean up, because that is so 
central to the performance of 
the car.” 

According to Benchmark 

Mineral Intelligence, Korea’s 
LG Chem is the world’s largest 
lithium-ion battery maker, with 
plants in Poland, China, South 
Korea and Michigan.  Second 
is China’s battery star, Contem-
porary Amperex Technology 
Ltd., usually known as CATL. 
That’s followed by BYD. 
Japan’s Panasonic is fourth and 
Tesla ranks fifth.

Battery supply chains 
themselves are complex and, 
these days, controversial. 
Attention is centered most on 
cobalt, a mineral necessary 
to keep batteries from over-
heating as well as helping 
them maintain their capac-
ity as they are charged and 
uncharged. More than 70% 
of the world’s cobalt produc-
tion is located in the Demo-
cratic Republic of the Congo. 
About one third of this is ad 
hoc and unregulated.

A group of stakeholders 
has formed a global battery 
alliance in an attempt to ride 
herd on standards. In a widely 
circulated opinion piece pre-
sented September at the World 
Economic Forum’s Sustainable 
Development Impact Summit, 
Michael Lightfoot, the chief 
corporate officer at LeasePlan, 
called on battery makers to be 
more transparent about where 
their cobalt is sourced. In addi-
tion, Lightfoot lobbied for a 
more sustainable battery pro-
duction, including reuse and 
re-manufacturing. “Some 11 
million tonnes of spent lithium-
ion batteries are forecast to be 

discarded by 2030,” he wrote. 
“In our view, they need to be 
designed with circular econ-
omy principles in mind.”

The battery is at the heart 
of an EV, but it’s by no means 
the only part of an electric car 
that matters. Electronics and 
microprocessing are far more 
fundamental than gasoline-
powered engines, although, 
admittedly, computers have 
become much more important 
in traditional vehicles as well.

This illustrates another 
critical difference between the 
traditional supply chain and 
the emerging one for electric 
vehicles. Car manufacturers 
must “have the components 
that deliver the solution,” 
said Cullen. “The difference 
between one company’s com-
ponents and another compa-
ny’s components may well be 
very great, much greater than 
you would get with a mechan-
ical engineering.”

suppliEs for a supply Chain

Again, it’s not only iden-
tifying the suppliers best able 
to deliver necessary electron-
ics, but also competing for 
their business. And, they’re 
vying for these suppliers 
not only with each other, 
but with, say, mobile phone 
manufacturers as well. This 
means that the supplier is in 
the driver’s seat. “The power 
relationship on the supply 
chain has changed,” said 
Cullen. “Different compo-
nents suppliers will have dra-

matically more power than 
they have had previously.”

Tesla has had a history of 
missing production deadlines. 
Reasons for these glitches vary, 
but the company acknowl-
edged that one major difficulty 
lies with its supply chain: It 
relies on single suppliers for 
many key components. “While 
we obtain components from 
multiple sources whenever 
possible, similar to other auto-
mobile manufacturers, many 
of the components used in our 
vehicles are purchased by us 
from a single source,” the com-
pany said in a statement. “To 
date, we have not qualified 
alternative sources for most 
of the single sourced compo-
nents used in our vehicles and 
we generally do not maintain 
long-term agreements with 
our suppliers.”

That makes the company 
far more vulnerable to delays 
when suppliers down the 
chain miss their production 
deadlines. 

Tesla isn’t alone, how-
ever, in scrambling for sup-
pliers of critical components. 

The automotive indus-
try has developed a supplier 
ecosystem that is based on 
proximity. Suppliers build 
factories close to automakers. 
Tier two suppliers build plants 
close to tier one suppliers. All 
this allows auto manufactur-
ers to source components 
quickly and efficiently from 

(CATCHUP – continued 
from page 2)

(CATCHUP – continued on 
page 18)
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think the port needed to renew 
and reinvigorate its relationship 
with waterfront labor, and I 
think that’s moving in the right 
direction,” he continued.

“And I think this is not 
singularly a port initiative, but 
there’s much more of a pre-
mium today at the Port Author-
ity to be executing,” Ruda said. 
“It’s not enough that you make 
phone calls. It’s not enough that 
you send emails.

“It’s actually delivering on 
projects and programs – things 
like growing our intermodal 
rail,” he said, citing recent com-
pletion of a new intermodal 
container facility at Bayonne. 
“It’s not just an aspirational 
goal with no metrics.

“For me, it’s like acting 
like, well, now we’re the No. 2 
port in the country, and we’ve 
got to act like it,” Ruda said. 
“We’ve got to have a pres-
ence. We’ve got to be engaged 
with our customers.”

For example, a four-stop 
Ruda business trip to Europe 
a few weeks ago revolved 
around meetings with the four 
largest container carriers call-
ing New York/New Jersey.

Cargo shift ContinuEs

“From a market stand-
point, there is one surprising 
thing,” Ruda said. “If you 
asked me three years ago 
about the shift [of cargo rout-
ings] from the West Coast to 
the East Coast, I would have 
answered that it had sort of 
played itself out and was no 
longer an issue. 

“But that’s not the case,” 
he said. “We’re continuing 
to see a shift of that inter-
modal cargo from the West 
Coast to the East Coast. I’m 
not suggesting that the Port 
of New York and New Jersey 
is capturing 100 percent of 
it, because my counterparts 
to the south are also seeing 
some of that volume, but I 
think that is certainly part of 
our growth story here.

“I attribute that to having 
the infrastructure, raising the 
bridge, but it’s big-ship eco-
nomics and also Class I rail-
road economics,” Ruda went 
on to say. “There are 19 dif-
ferent ports you can move 
through to get to the Mid-
west, so we have to compete 
for that cargo.”

Records volumes would 
indicate success in that compet-
itive realm. For 48 of the first 
49 months of Ruda’s tenure at 
the Port of New York and New 
Jersey, the port has seen month-
over-month gains in intermodal 
cargo throughput.

“Growing that intermodal 
is definitely one of our strate-
gic imperatives,” Ruda said.

Ruda said, even though 
New York/New Jersey is a 
landlord port, Port Depart-
ment leadership does not 
hesitate to actively engage in 
righting the figurative ship 
when necessary.

Rooney interjected that, 

when the Port of New York 
and New Jersey a half-dozen 
years ago embarked on its 
collaborative Council on 
Port Performance initiative, 
“the supply chain was falling 
apart in the Port of New York 
and New Jersey, and we had 
problem after problem after 
problem after problem.”

“And we stepped up with 
a way to address that,” Rooney 
said. “In the conversations that 
took place at that time, we 
helped all partners in the supply 
chain understand that we need 
to be rowing in the same direc-
tion. If the trucking industry 
has an issue or the chassis 
industry has an issue, it’s not 
unique to them. It’s got a cas-
cading effect, with upstream 
and downstream implications.

“So,” she said, “there was 
a change in mindset a couple 
of years ago from this being 
just your own issue, as an 
individual business enterprise, 
to that this is about the larger 
Port of New York and New 
Jersey and all of the partners 
needing to work together for 
that cargo.”

All that said, when does 
New York/New Jersey antici-
pate surpassing the Port of 
Los Angeles in containerized 
cargo volume to take over the 
nation’s No. 1 spot?

“That’s a good aspiration,” 
Rooney said, “but we’ve got a 
ways to go.”

Through the first eight 
months of calendar 2019, 
New York/New Jersey real-
ized volume of 4,992,146 
total import and export 
TEUs, up 6 percent from the 
TEU count for the January-
through-August period of 
2018. New York/New Jer-
sey’s eight-month figure 
of 4,992,146 puts the port 
ahead of the Port of Long 
Beach, at 4,971,407 TEUs 
for the period, but still well 
behind the Port of Los Ange-
les, which moved 6,311,872 
TEUs over that time span. 

(READY – continued from 
page 14)

Located between New York and Philadelphia on the Delaware River, PCI Fairless Hills offers an alternative to the ports of New York, New
Jersey, and Philadelphia. Specializing in bulk, break bulk, and project cargoes, PCI will take care of everything from stevedoring, inventory

control, and terminal handling services to be a one-stop shop for all your cargo management needs.

Learn more about all our locations, including Fairless Hills, at www.portcontractors.com, or call us at 1-800-792-4075

Think Outside of the Big Box Ports

Contact us to today to find out how we can help bring simplicity into your supply chain.

cars to our facility in [Davis-
ville] Rhode Island about five 
times a month. So our port 
manager there will get 1,000 
cars five times a month. 

It’s different from a fac-
tory, where you build 500 
cars a day and theoretically 
ship 500 cars a day. Your 
most effective supply chain 
is a straight line, but, by defi-
nition of the way we receive 
the freight, that’s not possible 
there. If I built my supply 
chain up there with capacity 
for 1,000 cars all the time, 
I’d be half to three-quarters 
empty two-thirds of the 
month. Any logistician will 
look at that to see what the 
sweet spot is. That’s really 
the hard part of what we do.

But then stuff happens. 
There’s a weather event or 
the railroad doesn’t come or 
there’s a hold on the vehicle 
for some reason or whatever. 
And then your inventory 
builds. So you’ve always got 
to have the ability to pivot.

One thing I love about 
logistics is it’s never dull. 
It’s rarely the same thing 
twice. I think it’s definitely 
too exciting sometimes, but 
we have agreements in place 
with all of our processing 
and carrier partners to search 
for solutions if we need to. 
Sometimes when we search, 
other OEMs are searching as 
well, and that’s when it gets 
really interesting.

Chattanooga is growing 
to be our largest provider 
of VW product for the U.S., 
and we have limited space, 
like most OEMs, and we 
have contingency plans to 
go offsite or expedite cars 
to market. We keep a roster 
of backup transportation 
behind our many contract 
carriers on the trucking side, 
so that, when our port man-
agers get backed up or one 
of the contract guys has an 

issue, they have a list and 
call the backup transporta-
tion providers, starting with 
No. 1 in our rankings on a 
variety of criteria. It’s some-
times that simple.

If you didn’t operate 
with contingency plans in 
your back pocket, you would 
not be able to be successful, 
because there’s always some-
thing with the work we do. 

What outside interests 
capture your fancy? 

I’m an old gearhead at 
heart. My father put himself 
through school in part as a 
mechanic and made sure I 
knew how to turn a wrench. 
I’m by no means proficient 
but probably good enough to 
be dangerous. I’ve got an old 
Jeep at the house that I tinker 
on, and I’m in between old 
Volkswagens, having sold 
my van and looking for 
another one. 

And my lovely wife sup-
ports it. She really likes my 
Wrangler. That’s the one I 
think I have to hang onto 
keep her happy, because she 
likes to drive it and ride in it 
with the top down.

Outside of cars, I’m a 
big baseball fan. My father 
was military and I lived all 
over the country, and my first 
baseball game was at Wrigley 
Field in Chicago. 

When we moved every 
three years, I could always 
turn on WGN and watch 
the Cubs. I always go to the 
three-game [Cubs] set here in 
Washington. 

When we got married, I 
told my wife, who has grown 
to be a big Cubs fan, that if 
the Cubs ever go to the World 
Series, I’m going. Went to 
Game 5 [won by the Cubs 
en route to becoming 2016 
world champs] and had the 
most wonderful experience 
ever. It’s not the Cubs’ year 
this year, but, like all Cubs 
fans, I have to say, “There’s 
always next year.”

factories located 100 miles or 
less from the assembly plant.

The EV fundamentally 
alters this ecosystem. Sourc-
ing becomes far more global-
ized. Tier ranking becomes 
meaningless.

thE EV rEVolution

Manufacturers are scram-
bling to figure out the logistics 
necessary for such a system. 
“The supply chain geography 
will be different,” said Cullen. 

Long-held relationships 
must change as well. As the 
battery manufacturers also indi-
cate, supplier’s cross national 
boundaries. So, it isn’t a matter 
of, say, Japanese battery com-
panies supplying Japanese car 
manufacturers. Nor can EV 
manufacturers source batteries 
from plants nearby.

This points out another 
vexing issue: safety. Lithium-
ion batteries are considered 
hazardous materials. If they 
will be sourced globally, how 
will they be packed and trans-
ported? There’s some consen-
sus that batteries will be moved 
by reefers in containers, but 
details are far from set.

Volvo Cars has laid down 
the gauntlet. It has pledged to 
produce only electric or hybrid 
powertrains going forward and 
predicts that by 2025, 50% of 
all its cars will be electric only 
vehicles. Other manufacturers 
will likely follow suit. In Sep-
tember, Daimler announced 
that it would stop develop-
ing new internal combustion 
engines and focus solely on 
designing and developing elec-
tric propulsion.

Designing is one task. 
The nitty-gritty of production 
is quite another.

“The business model of 
electric vehicles is differ-
ent. The role that intellectual 
property plays within the 
supply chain is different,” 
concluded Cullen. 

(CATCHUP – continued 
from page 17)

(PROFILE – continued from 
page 4)
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Dynamic Infrastructure implements 
deep AI technology to prevent 
bridges and tunnels from collapsing

The New York and Tel Aviv based startup 
Dynamic Infrastructure is implementing the 
world’s first deep-learning solution which allows 
bridge and tunnel owners and operators to obtain 
visual diagnosis of the assets they manage. The 
system provides live, cloud-based, 3D views of 
the bridge or tunnel and automatically alerts when 
changes are detected in maintenance and operation 
conditions - before the issues evolve into large-
scale failures.

With huge Opex and Capex positive impact, 
Dynamic Infrastructure is already conducting proj-
ects in the U.S., Germany, Switzerland, Greece 
and Israel with different transportation infrastruc-
ture stakeholders. The company’s clients operate a 
total of 30,000 assets, ranging from Departments 
of Transportation to Public-Private Partnerships 
(PPPs) and private companies.

Dynamic Infrastructure quickly creates “medi-
cal records” for every bridge, tunnel and elevated 
highway, based on existing images taken through 
periodical condition inspections along the years, 
including images from smartphones, drones and 
laser scanning. The proprietary technology com-
pares old and archived images to new ones, detect-
ing maintenance and operation issues, defects and 
anomalies. Like MRI for humans , the 3D “medical 
records” serve as the basis for the alerts on changes 
in maintenance conditions. The diagnostics can be 
easily accessed through a simple browser and can 
be instantly shared with peers and contractors to 
speed maintenance workflows and increase return 
on investment.

Dynamic Infrastructure, which operates from 
New York, Berlin and in Israel, was founded in 
2018 by Saar Dickman and Amichay Cohen. 
Dickman and Cohen collaborated with a group of 
industry experts in the US and Europe who share 
the same vision – creating visual medical records 
for mega infrastructure elements, focusing on the 
challenging conditions of bridges and tunnels. 
Prior to Dynamic Infrastructure, Dickman served 
as VP Automotive Cyber Security at Harman, a 
Samsung-owned company, following the success-
ful acquisition of TowerSec, his previous company, 
by Harman. Amichay Cohen served as the CEO 

of Carmel Tunnels and is currently acting as the 
COO of D.E Highways Management, where he is 
responsible for an annual revenue of $350 millions, 
operating toll-roads and toll tunnels.

“The world faces an infrastructure crisis,” said 
Saar Dickman, co-founder and CEO of Dynamic 
Infrastructure. “Specifically, deficient bridges and 
tunnels represent a severe infrastructure challenge 
in the US and worldwide and their poor condi-
tion leads to life losses and millions in unplanned 
expenditures. Trying to repair America’s deficient 
infrastructure without adopting new technologies 
will not work. Technology allows you to change the 
equation of one-dollar problem equals one dollar of 
solution. A single dollar of the right technology in 
the right place can save much more than one dollar 
of maintenance of a bridge.”

Dickman continued: “Till recently, there has 
been no effective system that can quickly and pre-
cisely identify defects in bridges throughout their 
lifetime. We provide actionable monitoring and 
alerts that can better manage expenditures and 
help prevent the next collapse. We are bringing the 
data revolution to the decision-making process of 
bridges and tunnel maintenance based on our cut-
ting-edge imagery analysis.”

In total, there are more than 616,000 bridges 
in America. Of those, more than 47,000 are struc-
turally deficient and need urgent repairs, according 
to a report issued earlier this year by the Ameri-
can Road & Transportation Builders Association 
(ARTBA). Americans cross these deficient bridges 
178 million times a day.

The average age of a structurally deficient 
bridge is 62 years. More than 235,000 (38%) of 
U.S. bridges have identified repair needs. ARTBA 
estimates the cost to make the identified repairs for 
all 235,000 bridges is nearly $171 billion. The pace 
of repair in 2018 slowed in comparison to 2017, 
and therefore ARTBA warns that at this pace, it will 
take 80 years to make significant repairs in Amer-
ica’s bridges.

Tunnels are no different. According to the Fed-
eral Highway Administration (FHWA) and the Federal 
Transit Administration (FTA), more than 350 highway 
tunnels have been identified in the United States. 

Queen Transportation selects 
ORBCOMM’s in-cab solution

ORBCOMM Inc., a global 
provider of Machine-to-Machine 
(M2M) and Internet of Things 
(IoT) solutions, has announced 
that it has been selected by Queen 
Transportation, LLC, an asset-
based truckload carrier and logis-
tics provider headquartered in 
Hickory, NC, to provide its in-cab 
solution across their entire fleet of 
trucks. ORBCOMM’s advanced 
solution provides wireless connec-
tivity through its industry-leading 
hardware and integrated Cloud-
based analytics platform and 
information management engine 
for optimal fleet management.

“Queen Transportation is 
dedicated to providing its cus-
tomers with the highest quality 
service, and we’re pleased to 
provide a powerful fleet man-
agement solution to help them 
unlock incremental efficiencies 
and performance levels,” said 
Marc Eisenberg, Chief Execu-
tive Officer of ORBCOMM Inc. 
“Queen Transportation is taking 
full advantage of a number of 
unique integrations within our 
platform to automate workflow, 
optimize driver hours of service 
and improve billing, and they’re 
already seeing the benefits to 
their bottom line.”

Queen Transportation is 
using ORBCOMM’s in-cab 
solution to enhance operational 
efficiency through increased 
visibility and auditing, along 
with more automated manage-
ment of their drivers and trucks. 
ORBCOMM’s in-cab solution 
delivers GPS fleet tracking and 
connects to the truck’s CANbus 
to seamlessly collect important 
data from the engine, brake sys-
tems, fuel tanks and more, pro-
viding access to deep analytics 
and reporting via FleetManager, 
ORBCOMM’s newest web plat-
form. By automating hours of ser-
vice calculations, ORBCOMM 
enables Queen Transportation to 
comply with the Electronic Log-
ging Device (ELD) and FMCSA 
Hours of Service (HOS).

ORBCOMM’s solution also 
helps Queen Transportation improve 
driver safety by providing live, 
on-board driver performance scor-
ing and correcting unsafe driving 
behaviors that lead to accidents, 
fines and higher insurance. By 
leveraging ORBCOMM’s plat-
form, Queen Transportation can 

decrease operating and mainte-
nance costs and improve pro-
ductivity through real-time asset 
management, reduced risk of fuel 
loss and preventive maintenance.

To further enhance productiv-
ity, communications and customer 
service, Queen Transportation is 
using an integration that links 
ORBCOMM’s FleetManager 
data from its truck assets to the 
McLeod Software transportation 
management system and work-
flow application.

Queen Transportation is also 
leveraging ORBCOMM’s inte-
gration with the Drivewyze® 
PreClear Weigh Station Bypass 
solution, so they do not need 
to stop or slow down at scales, 
saving fuel, maintenance costs 
and driver hours of service.

“ORBCOMM offers the 
flexibility and reliability we were 
looking for in a fleet manage-
ment solution that enables us to 
share data and insights seamlessly 
across our operations and gain full 
visibility into every aspect of our 
business,” said Doug Ostrowski, 
Director of Operations for Queen 
Transportation, LLC. 

OrbCOmm will provide Queen Transportation with in-cab wireless 
connectivity for optimal fleet management.
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Cincinnati Zoo returns two manatees 
to Florida and brings one back in 
less than 24 hours

The Cincinnati Zoo & Botanical 
Garden returns manatees Miles and Mat-
thew to Florida as it prepares to reha-
bilitate Truffleshuffle, the 20th manatee 
to be cared for in the 20 years that it has 
participated in the U.S. Fish and Wildlife 
Service’s Manatee Rescue and Reha-
bilitation Partnership (MRP), a program 
designed to rescue and treat sick, injured 
and orphaned manatees and then release 
them back into the wild.

In the wee hours of October 15, Miles 
and Matthew flew, accompanied by two 
Zoo staff members, via DHL from Cin-
cinnati to Orlando, where the SeaWorld 
Orlando care team was ready to transport 
them to their facility. Hours later, another 
rescued orphan began his journey back to 
Cincinnati to be rehabilitated along with a 
male, Pippen, that was not quite ready to 
be returned to Florida with the other two 
residents of Manatee Springs on this trip.

“When we brought Pippen, Miles and 
Matthew to Manatee Springs our hope was 
that they would return to Florida together. 
But just as human children experience 
variable growth rates so to do young 
manatees,” said Cincinnati Zoo’s Curator 
of Invertebrates & Manatees Winton Ray. 
“Pippen, who currently weighs about 500 
pounds is thriving, he’s just naturally a 
smaller animal and will need another year 
to reach to the minimum release weight of 
600 pounds. He will be a great companion 
for Truffleshuffle, who currently weighs 
435 pounds. We expect Pippen and Truf-
fleshuffle to return to Florida next fall and 
to be released in early 2021.”

It takes planning, cooperation and 
plenty of muscle power to move multiple 
manatees between facilities that are hun-
dreds of miles apart, but the Cincinnati 
Zoo has been doing just that for the last 
20 years with help from DHL.

“DHL has been working with the Cin-
cinnati Zoo for many years and is always 

honored to play a key logistics role in the 
effort to return and release manatees into 
the wild,” said Cain Moodie, SVP of Net-
work Operations, DHL Express Americas. 
“The DHL team reviewed every detail of 
the transport to ensure that Miles and Mat-
thew received VIP treatment for their safe 
return all the way home, and we brought 
Truffleshuffle back the same way.”

The Cincinnati Zoo is one of two 
U.S. Zoos outside of Florida that partici-
pate in the MRP. 

MEEt thE ManatEEs

• Miles (male) was rescued from the 
Sykes Creek on Merritt Island, Florida in 
August 2016, weighing only 43 pounds. 
After receiving extended critical care at 
Sea World Orlando, he moved to Cincin-
nati and has gained enough weight to be 
eligible for release.
• Matthew (male) was rescued from New 
Smyrna in October 2016, just after Hur-
ricane Matthew. He weighed 56 pounds 
when rescued but has gained more than 
700 pounds while at SeaWorld and the 
Cincinnati Zoo.
• Truffleshuffle (juvenile male) was res-
cued by FWC in November 2018 and 
brought to SeaWorld Orlando suffering 
from cold stress. He has gained approxi-
mately 230 pounds in the past year and 
will continue to be cared for and rehabili-
tated at the Cincinnati Zoo, with a goal of 
returning him to Florida waters.

The Florida manatee, downgraded 
from endangered to threatened in 2018, is 
at risk from both natural and man-made 
causes of injury and mortality. Expo-
sure to red tide, cold stress and disease 
are all problems that can affect mana-
tees. Human-caused threats include boat 
strikes, crushing by flood gates or locks, 
and entanglement in or ingestion of fish-
ing gear. As of 2016, the population was 
estimated to include 6,000 animals.

miles the manatee being prepared for his flight back to Florida.

Virgin Atlantic and Delta Cargo open 
new technology-inspired export facility 
at London Heathrow

Virgin Atlantic Cargo and Delta 
Cargo have opened a state-of-the-art 
export facility at London Heathrow to 
future-proof the joint venture’s growth 
plans in the U.K. market. This is supported 
by new technologies that will enhance 
business continuity, as well as deliver sig-
nificant improvements and transparency 
in the customer delivery experience.

Opened on schedule, the new facility 
is the first phase of Virgin Atlantic Cargo 
and Delta Cargo’s expansion programme to 
double cargo handling capacity at Heathrow 
to meet both airlines’ projected growth.

Compared to Virgin Atlantic Cargo 
and Delta Cargo’s former export opera-
tion at the airport, the new dnata City East 
facility offers:
• 18 customer delivery doors, double the 
amount previously
• An expanded ETV (Elevated Trans-
fer Vehicle), capable of full automation, 
with 245 pallet positions, up 20%, which 
enables the loading of flights in ‘trim 
order’ to support the airlines’ on-time per-
formance
• High-rise racking with 1,350 positions 
for storing export freight, eliminating 
unnecessary movements of shipments

• A dedicated Pharma Zone and increased 
capacity for temperature-controlled and 
perishables cargoes
• Special facilities for Dangerous Goods 
and Live Animal shipments
• New x-ray technology with enhanced 
imaging capability, reducing the need for 
secondary cargo screening
• Advanced internal and external high-
definition CCTV systems to ensure a safe 
and secure working environment

The new facility also features the 
Gatehouse concept, meaning drivers 
arriving at the facility no longer need to 
leave their vehicles to complete docu-
mentation processes and are then imme-
diately assigned to a cargo door to offload 
their freight. Drivers also receive text 
message updates to help expedite cargo 
deliveries. Real-time acceptance using 
the operation’s door management system 
and hand-held technology also provides 
instant freight status update messages for 
customers to confirm their cargo is being 
handled and flown as planned. Screens 
inside the facility, linked directly to the 
airlines’ operations control centres, enable 
flight monitoring and the management of 
service level agreements.
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Preparing to participate in a shipper panel at the South Carolina International Trade Conference 
are, from left, Ashley burt of TTI; Klaus Schnede of eastman Chemical Co.; marlon Jones of 

International Paper Co.; and Tim Saling of The Apex Group. (Photo by Paul Scott Abbott, AJOT)

Shippers seeking better service, 
simpler low-sulphur fuel costing

By Paul Scott Abbott, AJOT

Ocean carriers need to improve cus-
tomer service and simplify costing related 
to impending low-sulphur fuel require-
ments, according to a panel of shipping 
executives speaking on Tuesday, October 
22nd in Charleston, South Carolina.

The speakers – representing leaders 
in chemicals, forest products and power 
tools industries plus a major transporta-
tion intermediary – told attendees of the 
46th annual South Carolina International 
Trade Conference that better service and 
a simpler cost approach to the IMO 2020 
mandate for cleaner-burning fuels are 
top priorities.

“There’s so much worry out there,” 
said Klaus Schnede, manager of the North 
American marine category at Kingsport, 
Tennessee-based Eastman Chemical Co., 
which last year topped $10 billion in sales 
of specialty chemicals.

Much of the concern relates to the 
cleaner fuel mandate, which takes effect 
Jan. 1.

Schnede questioned whether the cost 
to shippers might be $200 or $350 or even 
$500 per 40-foot container shipment, and 
he said uncertainty even remains as to 
the capability of existing containership 
engines to run the required low-sulphur 
bunker fuel.

“There are still so many unknown 
factors,” Schnede said.

Marlon Jones, manager of interna-
tional distribution at Memphis, Tennes-
see-headquartered International Paper 
Co., the world’s largest pulp and paper 
firm, with revenue of $23 million in 
2018, joined fellow panelists in saying 
less-complex formulas are needed for 
determining what the fuel mandate will 
cost shippers.

“I think the carriers have overcom-
plicated things when it comes to the low 
sulphur,” Jones said. 

Ashley Burt, senior director of trans-
portation at Anderson, South Carolina-
based power tools concern TTI, which 
has annual revenue of $7 billion, con-
curred, saying, “I think they’ve made it 
more complicated than it needs to be.

“We just want to make sure it’s fair and 
equitable and that it doesn’t become a profit 

center for the carriers,” Burt continued.
Tim Saling, executive vice president 

of The Apex Group, encompassing a lead-
ing non-vessel-operating common carrier 
in trans-Pacific trade, based in South San 
Francisco, California, said he believes 
“it’s a slippery slope” if carriers make a 
competitive factor out of compensation 
related to the fuel mandate.

“I think there is some requirement 
on the carrier to quell the uncertainty,” 
Saling said. “It should be pretty black-
and-white.”

Customer service also is a major 
concern, according to members of the 
shipper panel.

Saling said he believes such worries 
are part of why shippers are increasing 
using NVOCCs in trans-Pacific trade.

International Paper’s Jones said 
that, over the past couple of years, ser-
vice has dramatically improved at a 
small number of carriers, citing Ocean 
Network Express (ONE) as a positive 
example, while it has declined for sev-
eral others. Schnede interjected that 
Hapag Lloyd also has made significant 
service strides.

“We would like to see on-time per-
formance improve across the board,” 
Jones said.

Saling said low service levels may 
relate to low ocean rates, stating simply, 
“The rates are too low.”

And Schnede said the rate and ser-
vice relationship may be a tradeoff, com-
menting, “If the rates stay low as they are 
today, we might have to live with the cus-
tomer service we have today.”

On another topic, Jones said he 
believes additional consolidation of ocean 
carriers is in the cards, commenting, “We 
don’t really want further consolidation, 
but I think it’s headed that way.”

Burt said he also anticipates more 
carrier consolidation, saying, “I think 
the consolidation will continue but at 
a slower pace. There aren’t a whole lot 
more options out there.”

Comprehensive coverage of the con-
ference, including reception photos, is 
slated to appear in the November 11th 
edition of AJOT. 

Charleston advancing vision 
as ‘preferred containerport’

By Paul Scott Abbott, AJOT

On a steady course of success at the 
South Carolina Ports Authority helm, 
James I. “Jim” Newsome III is getting 
plenty of support for realizing the agen-
cy’s vision of the Port of Charleston as the 
nation’s preferred containerport.

Newsome, having just entered his 
second decade as SCPA president and 
chief executive officer, got a robust stand-
ing ovation on Monday, October 21st as 
he closed his 11th annual state of the port 
address asking the 950-plus luncheon 
attendees to adopt that vision as their own.

“South Carolina Ports continues to 
build on our unprecedented growth and 
exceptional operations,” Newsome said 
at the event, hosted in North Charleston 
by the Propeller Club of Charleston.

“The secret to making our port work 
is the people, and I am immensely proud 
of the work they do to make us the pre-
ferred port in the United States,” said 
Newsome, who formerly served as presi-
dent of Hapag-Lloyd (America) Inc. “All 
that we do is really a team effort.”

While Newsome is quick to share 

credit with a full spectrum of others, he 
has, in fact, presided over a 10-year period 
in which Charleston’s containerized cargo 
activity has doubled, with calendar 2019 

James I. “Jim” Newsome III, president and 
chief executive officer of the South Carolina 

Ports Authority, delivered his 11th annual 
state of the port address on Oct. 21 at the 

North Charleston Coliseum & Performing Arts 
Center. (Photo by Paul Scott Abbott, AJOT)

(VISION – continued on page 23)
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(L to r) Alison Kline – Temple University, Armin Spahic – Temple University,
Peter Abraldes – Philaport & WTA co-chair, Dr. Neha mittal – Temple 

University & WTA co-chair Scholarship Program

(L to r) miriam borja Fisher – Western Fumigation, Christopher Dillon – 
TransGlobal Foods, Harvey Weiner – Dependable Dist., 

ed Fitzgerald – Geodis, ed Henderson – PhilaPort, Dr. Neha mittal – Temple 
University, Dennis rochford – maritime exchange, Clayton manthorpe – 

CmS Transport, John Antonucci – 721 Logistics, Larry Antonucci – 
721 Logistics (incoming WTA President), Peter Abraldes – PhilaPort, 

Linda Gillis – eagle Systems (outgoing WTA President), 
Kimberly Glenn – DSv Air & Sea, Tony Cancelliere – Falcon express, 

Dave Collins – 721 Logistics, Tracy Painter Salvatore – WTA exec. Admin.

(L to r) miriam borja Fisher – Western Fumigation (WTA Past President & 
board of Directors), Linda Gillis – eagle Systems (outgoing WTA President)

WTA of Philadelphia hosts 
88th Annual Banquet

On October 2nd, the World Trade Association of Philadelphia 
hosted its 88th Annual Banquet at the Cescaphe Ballroom in Philadel-
phia, PA. Scholarships of $2,500 each were awarded to Alison Kline 
and Armin Spahic. Woman of the Year honors were bestowed upon 
Miriam Borja-Fisher of Western Fumigation.

HTA’s LaBar says new CA law’s 
impact on owner/operator trucking 
still to be determined

The passage of California’s Assembly Bill 5 
(AB-5) makes employing owner operators more 
difficult for companies, such as Uber and Lyft, 
but its impact on the trucking industry “creates 
more questions than answers,” accord-
ing to Weston LaBar, CEO of the Harbor 
Trucking Association (HTA), representing 
harbor trucking companies at the Ports of 
Los Angeles and Long Beach.

In an interview with AJOT, LaBar 
said that the full impact of AB-5 on truck-
ing in California cannot be fully known at 
this time due to several factors:

AB-5’s language does not clearly define the 
owner/operator relationship in trucking and so “we 
will have to wait for trailer legislation that will 
more clearly define the impact on trucking.” Such 
a bill could be proposed later this year or in 2020.

Uber and Lyft have raised $100 million to 
place a measure on the California ballot that could 
negate the impact of AB-5. At the same time, Uber 
and Lyft are lobbying the Governor and the Cali-
fornia legislature to enact follow up legislation to 
“carve-out” or negate the impact of AB-5 on the 
ride-sharing industry.

The California Trucking Association has filed 
a law suit in federal court that challenges Califor-
nia’s right to restrict owner/operator truck driv-
ers in California, “because the trucking industry 
engages in interstate commerce and so federal law 
pre-empts California law.” For example, the con-
tents of some containers unloaded at a California 
port will find its way in a store or distribution center 
in another state. As a result, LaBar says the issue 
could go to the United States Supreme Court and 
take years to resolve.

There is a greater concentration of import con-
tainers accessing the Ports of Los Angeles and Long 
Beach that is increasing the volume of trucking both 
out of state and to Northern California along the I-5 
corridor. “There are 21 ocean carrier services that 
make their first port of call at Los Angeles/Long 
Beach, whereas none make their first port of call 
at Oakland,” LaBar observed, “if Oakland had one 
service that made its first port of call at Oakland, it 
would increase its business by 10%.”

Other factors include:
Bigger ships carrying 14,000 teus, and soon 

20,000 teus, (twenty-foot unit containers) are arriv-
ing at the two Southern California ports.

The ships discharge 80% to 90% of their cargo 
at Los Angeles/Long Beach, which can amount to 
as much as 9,000 containers per ship.

Federal “hours of service” rules restrict how 
far a driver can take a load before a rest period is 
required. The result is that one driver takes a con-
tainer from the port to a warehouse and a second 

driver takes the load, often mixed with 
other cargoes, from the warehouse to a 
store or distribution center.

Demands for next day or same day 
deliveries require more trucking and 
more drivers.

The result is more cargoes are deliv-
ered outside of California and to North-

ern California.
HTA has noted that 91.8% of all trucking com-

panies in California operated five or fewer trucks 
in 2017.

LaBar concluded by saying: “The demands 
for same day and next day deliveries require more 
trucking and more drivers. The challenge is for 
companies to improve the driver experience. The 
appointment system at container terminals means 
less waiting. Federal “hours of service” rules sup-
port more rest periods. Drivers in the harbor are 
already getting better paid…Companies such as 
Next Trucking are using technology to allow driv-
ers to decide which loads to pick up so they can 
make more money as owner/operators.”

By Stas Margaranis, AJOT

consequences, Ruda remains remarkably upbeat 
about the future of the port and for international 
trade writ large. “It seems like the parties are still 
talking, which is a good thing,” he said.

“But I look beyond the current administration, 
even if it is reelected,” he added. “The arc of forces 
is supporting more trade, not less. The networks of 
business relationships that companies have built 
over the years just don’t crumble quickly in the 
face of tariffs.”

Countries like Vietnam don’t have the capacity, 
the logistics infrastructure, or the human resources 
to duplicate what has been built in China. “There 
are also many high-tech manufacturing operations 
in China that simply can’t be easily replicated 
elsewhere,” said Ruda. “Besides the movement 
of finished products, there are also complex raw 
materials supply chains that support manufacturing 
and these can’t change on a dime.”

Coping mechanisms are also built into global 
trading systems, one of them being the weakening 
of the Chinese currency. “Cargo is still moving and 
I think it will continue to move,” Ruda concluded. 

(OPTIMISM – continued from page 16)
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Also, longer Charleston container 
terminal gate hours may be in the cards. 
And Newsome said he sees consolida-
tion of services under a single-stevedore 
model “hopefully early next year,” lead-
ing to optimized efficiencies.

SCPA is looking even further into the 
future with plans into the 2030s for joint 
development with Georgia Ports Author-
ity of an all-new container facility, with 
an annual throughput capability of 7 mil-
lion TEUs, along the Savannah River in 
South Carolina’s Jasper County.

“We are in the best place to be in the 
containerport industry,” Newsome said, 
citing a doubling of U.S. Southeast popu-
lation over the past 50 years, plus a solid 
manufacturing base.

Newsome said the doubling of SCPA 
container volume over the past decade has 
taken place on the back of manufacturing 
but sustained growth also will depend 
upon heightened import-export distribu-
tion activity, including through a 950-
acre, SCPA-owned near-inland industrial 
campus site ideal for big-box importers. 
Transloading of plastic resins is among 
export-related activities being targeted.

South Carolina Gov. Henry McMaster 
preceded Newsome to the podium, saying, 
“There’s not a finer CEO of any port in the 
United States than Jim Newsome.

“We have the finest port in the United 
States, and it’s getting stronger,” contin-
ued McMaster, who issued a proclama-
tion commemorating South Carolina 
Ports Week, also to a standing ovation. 
“I don’t see anywhere where the grass is 
greener than here in Charleston and the 
state of South Carolina.”

In his address, Newsome previewed a 
new study by the University of South Car-
olina’s Darla Moore School of Business 
placing SCPA’s annual economic impacts 
in the Palmetto State at $63.4 billion, with 
224,963 South Carolina jobs directly or 
indirectly tied to port activities. 

volume estimated to reach the milestone 
of 2.5 million twenty-foot-equivalent 
units. Annual growth, at 7.8 percent, has 
been the best among top 10 U.S. con-
tainerports, Newsome said, pointing out 
that the flourishing volumes have been 
accommodated with top-performing pro-
ductivity and accompanied by solid gains 
on the financial ledger.

“We are equipped with an incredibly 
strong team, a strategy to grow cargo vol-
umes and a plan to increase capacity,” New-
some said. “I know our best days are ahead.”

For the Port of Charleston, meeting 
future demand depends upon expand-
ing throughput capacity at existing 
facilities, most notably the 37-year-old 
Wando Welch Terminal, while advancing 
new facilities, in particular the Hugh K. 
Leatherman Sr. Terminal being developed 
on the site of a former U.S. Navy base.

Newsome reported that the $450 mil-
lion investment in densification of the 
Wando Welch facility will, by the end of 
2020, allow simultaneous berthing of as 
many as three mega-containerships each 

with capacity of 14,000 TEUs. The ter-
minal’s annual throughput capacity is to 
grow by 700,000 TEUs, to 2.4 million 
TEUs. (The smallest SCPA container 
facility, the North Charleston Terminal, 
can handle another 500,000 TEUs a year, 
and is to become a focus after the Leather-
man facility comes online.)

By March 2021, the first megaship 
berth of the Leatherman Terminal, repre-
senting a $986 million investment, is slated 
to come online, providing 700,000 TEUs 
of annual throughput capacity, Newsome 
said. Within a dozen years, with $811.4 
million in additional investments, the 
Leatherman facility is to be built out to be 
able to handle 2.4 million TEUs a year.

“By 2021, we’ll be able to handle four 
14,000-TEU ships at a time in this port,” 
Newsome said, adding that Charleston 
also will be the only port in the Southeast 
able to handle an 18,000-TEU-capacity 
containership.

At the same time, deepening of Charles-
ton Harbor to 52 feet (and 54 feet along its 
entrance) is moving in step with schedule, 
according to Newsome, with 52-foot-depth 

completion as far as Wando Welch and 
Leatherman berths by early 2021, making 
it the deepest harbor on the U.S. East Coast 
“until someone else goes deeper.”

Intermodal connections, including 
through two rail-served inland ports, are 
moving forward as well, with 24 percent 
of Charleston’s containerized volumes 
now heading via the rails. SCPA is look-
ing to bolster its strategic relationships 
with its Class I partners – CSX and Nor-
folk Southern – with plans including a 
new intermodal container transfer facil-
ity that could accommodate a future con-
tainer-on-barge shuttle as well.

(VISION – continued from page 21)

cargo catchment area attached. 
In April, Gio Tauro became 100% 

controlled by the MSC Group as Cont-
ship Italia sold its stake to TIL – MSC’s 
terminal arm. MSC said it would invest 
120 million euros ($133 million) for new 
equipment and capital works to help boost 
the annual throughput to 4 m TEUs within 
two years.

While the ports of Marsaxlokk and 
Gioa Tauro are fighting to retain market 
share, the Greek Port of Piraeus has 
emerged as one of the Med’s key hubs.

In 2018 Piraeus hit 4.9 million TEUs 
up nearly 900,000 from 2017. The key 
to the port’s turnaround was the invest-
ment by COSCO. In 2016 COSCO Ship-
ping acquired a 51% stake in Piraeus Port 
Authority PPA. Under the COSCO aegis 
the port authority fortunes have flourished. 
Profits for the first half of 2019 were up 
by about 20% compared to the same period 
in 2018. And under the terms of the agree-
ment should COSCO invest at least $330 
million in the port by 2022, it will be eli-
gible to up its stake by another 16%. 

Recently, Greece’s Port Planning and 
Development Committee granted approval 
of an investment master plan submitted 
by PPA which would open the way for 
$670 million in infrastructure upgrades 
at the port. Although a proposed new 4th 
container terminal was not approved by 
the committee, the issue is not dead. The 
goal of the PPA is to bring the TEU capac-
ity from the existing 7 million TEUs to 10 

million TEUs – potentially making it the 
largest boxport in the Mediterranean. 

suEz Canal ports

Similar to other Mediterranean 
regions, the Eastern Mediterranean and 
Suez Canal ports have been the target 
of investment. In September Eurogate 
signed an MoU with the Damietta Port 
Authority. Eurogate plans to open a new 
container terminal at Damietta Port. The 
terminal is part of a larger plan whereby 
Contship Italia and Eurogate, in partner-
ship with the Damietta Port Authority 
(DPA), will build the biggest logistic 
system in Africa and in the Middle East. 
Representing an investment of €750m 
(US$824.5m), the first phase of this 
project will also include a railway line, 
dry port and a cargo distribution area. 
The new terminal is scheduled to be 
ready for operation by the end of 2022.  
There was also a MOU signed in August 
between Hutchinson Ports and the Egyp-
tian authorities to build a new container 
terminal in Abu Qir – Port of Alexandria. 
There is in place an Egypt Vision 2030 
plan which entails a massive investment 
infrastructure – as part of that plan the 
Ismailia Tunnel which runs under the 
Suez Canal was built with six of the ten 
lanes dedicated to trucks. Back in Feb-
ruary the Egyptian Finance Ministry 
announced plans for a $100 million “dry 
port” to be located outside Cairo. And the 
plan almost immediately picked up three 
consortia to bid on the project.

(MIDDLE – continued from page 6)
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Who can develop intermodal 
centers that unite railway 
operators, their customers and 
partners? We can.

Let’s go.


