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The near future of container terminals
On the simplest level an ocean container is nothing more than a six-sided 
rectangular metal box. But a container terminal’s role in expediting the 
movement of  those boxes and pushing them through a complex, increasingly 
digital, supply chain may inspire another container revolution – Port 4.0

By George Lauriat, AJOT

Container terminals, and indeed the entire 
box business, are experiencing a great identity 
crisis. That’s not surprising as the box terminal 
business is entering its seventh decade, a 
mature industry by any measure. Still this 
is an existential moment for the industry 
as it probes its way forward into a digital 
age, wrestling with the most basic of issues 
– how to move a six-sided rectangular 
metal box more efficiently. And 
“efficiently” is increasingly being 
measured holistically from the fac-
tory floor to the customer’s door. 
This concept isn’t new but calls into question 
the future role of container terminals within 
the 21st century supply chain. Arguably, 
with the exception of the containership itself, 

the container terminal asset has the great-
est impact on the “success” of the container-
ized supply chain. But as terminal automation 

moves closer to terminal digitalization, 
what role will the container terminal play 
in the supply chain a decade or two or 
three from now? Will the terminal even 
be recognizable? 

But to look forward, it is necessary 
to take a quick look back at the basic 
underpinnings of container terminal 
development.

Port 1.0

Before Malcom McLean’s Ideal X made 
the first voyage of a containership between 

(FUTURE – continued on page 4)
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The MSC Gulsun, a Pegasus class 23,000 teu vessel, being towed into port.

OOIL sale of Long Beach terminal 
gives MIP two coast presence

In April, Hong Kong-
based Orient Overseas Inter-
national (OOIL) announced 
the sale of the ocean carrier’s 
Long Beach Container Termi-
nal (LBCT) to a consortium 
of partners led by Macqua-
rie Infrastructure Partners 
(“MIP”) for $1.78 billion.

According to OOIL, the 
sale was undertaken pursu-
ant to the National Secu-
rity Agreement entered into 
by OOIL, Faulkner Global 
Holdings Limited, a subsid-
iary of COSCO SHIPPING 
Holdings Co., Ltd, and the 
U.S. Department of Home-
land Security and the U.S. 
Department of Justice on 
July 6, 2018, under which 
OOIL committed to divest its 
ownership of the Long Beach 
Container Terminal busi-
ness. China’s COSCO Ship-
ping holding had acquired 
OOCL back in 2018 and the 
divestment was widely con-
sidered a move to appease 
U.S. regulators. Report-
edly, OOIL agreed to sell its 
Long Beach terminal to the 
MIP following a Commit-
tee on Foreign Investment 
in the US (CFIUS) review of 
OOIL’s $6.3 billion takeover 
by China’s Cosco Shipping 
Holdings in 2018. While the 
terminal sale was not one 
of the five conditions of the 
merger going ahead, the dis-
posal was seen as crucial to 
the US government endors-
ing the OOIL acquisition.

Notably, COSCO holds a 

51% holding in Pacific Mari-
time Services (PMS), which 
operates the Pacific Container 
Terminal in Long Beach, as 
well as a 100% stake in the 
West Basin Container Termi-
nal in Los Angeles.

As part of the sale, Orient 
Overseas Container Line Lim-
ited (“OOCL”), a subsidiary 
of OOIL, agreed to enter into 
a Container Stevedoring and 
Terminal Services Agreement 
with LBCT LLC for a 20-year 
period, reaffirming its long-
term commitment to LBCT.

The sale was notable on 
a number of levels. When 
the bidding began, it was 
expected that either one of the 
frontline ocean carriers like 
Maersk – whose subsidiary 
APM terminals is one of the 
largest terminals operators 
– or a global terminal group 
like PSA or a North American 
port player like SSA or Ports 
America might throw their 
hat into the ring. But few port 
pundits would have placed a 
wager on MIP although in ret-
rospect there may have been 
some other venture capital 
firms like KKR & Co. and 
EQT Partners vying for the 
marine asset.

The most noteworthy 
might be the continued expan-
sion of the Macquarie groups 
marine terminal portfolio. 
Macquarie Infrastructure Part-
ners operates within the Mac-
quarie Infrastructure and Real 
(PRESENCE– continued on 

page 8)
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Terminal operations enjoying 
steady growth for Fednav in 
milestone year

(STEADY– continued on 
page 6)

By Leo Ryan, AJOT

This year marks a major 
milestone for Montreal-based, 
privately-owned Fednav Lim-
ited : the 75th anniversary of 
its creation in September 
1944 by Ernest Pathy, 
grandfather of current 
President and CEO Paul 
Pathy. From a fledg-
ling enterprise ini-
tially located at the 
Great Lakes metrop-
olis of Toronto, it has 
emerged through the decades 
as Canada’s largest dry bulk 
shipowning and chartering 
group, with a fleet of some 
125 vessels serving the Great 
Lakes/St. Lawrence, Atlan-
tic, Pacific and Arctic trades. 
And terminal operations 
under the banner of FMT in 
Canada and the United States 
have since 1960 represented 
an important component of 
the Fednav group.

Through the years, FMT 
appears to have more than 
held its own in a highly com-
petitive environment. In this 
regard, Michel Tosini, FMT’s 
Executive Vice-President, 
indicated: “In the last four 
years, our overall tonnages 
are up 10%. And in the last 8 
years, they are up 60%.”

In an interview, Tosini 
described the sector as “a 
roller coaster industry, with 
high peaks and low lows.”

“On average,” he went 
on, “we have 9 operations 
going fairly well and two 
that may be struggling, and 
never the same two. All ter-
minals are subject to chang-
ing market conditions.”

Changing Conditions in a 
Mature Market

As a whole, Tosini said, 
it is a very mature market. 
“What we have seen in the 
last 15 to 20 years is pretty 
much what we are up against. 
Bulk and commodities fluc-
tuate according to market 
conditions. New business, 
generally speaking, comes 
from project cargo.”

He said that salt offered 
a good example of volatil-
ity in the bulk market. “Salt 
can be very silent for two 
to three years and then sud-
denly turn to robust for two 
to three years.”

In the United States, Tosini 
said, there are different car-
goes subject to quotas, and 
especially the (Trump) tariffs 
seen on aluminum and steel. 
“Though the tariffs were elim-
inated recently, the market 
needs to get back on track. For 
instance, a lot of steel slabs 
cargo in the Great Lakes dis-
appeared this year. This cargo 
had been beneficial to us in 
the past couple of years.”

As far as project cargo 

is concerned, Tosini said: 
“There is much price shop-
ping by project cargo man-

agers. They factor in the 
stevedoring costs along 
with the inland costs. 
There is also a lot of 
price shopping by project 

managers between 
the Lakes and US 
East Coast.”

Amongst termi-
nal operators in North 

America, Federal Marine 
Terminals has been widely 
recognized for facilitating 
efficient trade flows with key 
markets. With eight regional 

Fednav Terminal at burns Harbor, In
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visit us today at portcontractors.com

Port Newark, New Jersey and Hous-
ton, Texas on April 26th, 1956, ship-
ping was just shipping. Just as Henry 
Ford didn’t invent the automobile, nei-
ther did McLean invent unitized ship-
ping but by separating the box from 
the chassis and loading just the con-
tainer for ocean transit, an economic 
transformation occurred. Numerous 
steps in handling were eliminated and 
efficiencies were gained through the 
emergence of an embryonic “supply 
chain” linking manufacturer to cus-
tomer. In August of 1962 the Port 
Authority of New York-New Jersey 
(PANYNJ) opened the world’s first 
container terminal – Elizabeth Marine 
Terminal in New Jersey – and the con-
tainer revolution was underway.

How effective was this new box 
system? In 1965 waterfront labor 
loaded around 1.7 tons per hour. By 
1970 with the advent of gantry cranes 
and box terminals that number moved 
to 30 tons per hour. The impact of these 
economics on ocean freight was enor-
mous as container volumes rose from 
1.7 million TEUs in 1970 to 27.6 mil-
lion TEUs twenty years later (1990). 
The impact of the box on ocean car-
riage was astounding. For example, in 
terms of tons carried per dwt tankers, 
they held a significant edge over con-
tainerships and dry bulk carriers for 
decades. But by 1980 containerships 
slipped ahead of tankers and since then 
have vastly out performed all other 
vessel types on per ton basis. 

Of course, the growth in box-
ships both in size and numbers and 

increases in the volumes of container-
ized freight fed a global four-decade 
growth spurt in container terminal 
construction. But this growth wasn’t 
without significant and on-going chal-

lenges. Bigger ships, demanded larger 
handling equipment, deeper channels 
(AAPA has noted, an on-going issue 
for U.S. ports) and an insatiable need 
for more space to store containers. 

The supporting infrastructure outside 
the gates also has had to follow suit 
to accommodate the flow of ocean 
containers moving inland. Finally, 
the entire process has now had to be 
automated and digitalized to enable 
sufficient freight velocity throughout 
the supply chain. And the mandates 
of abutting communities, coupled 
with rising environmental concerns 
underscores the multi-level complex-
ity involved on overhauling container 
terminal operations. 

Port 4.0 – autoMation and 
digitalization

In December of 2018, McKin-
sey & Company released a report 
entitled “The future of automated 
ports.” The executive summary out-
lining the report’s premise remarked, 
“Successful automated ports show…
operating expenses could fall by 25% 
to 55% and productivity could rise 
by 10% to 35%. And in the long run, 
these investments will lead the way 
toward a new paradigm—call it Port 
4.0—the shift from asset operator to 
service orchestrator.” 

In some respects, the McKinsey 
premise is misleading. From the very 
inception, the container terminal has 
always been about automation and 
particularly reducing labor – as ILA 
President Thomas “Teddy” Gleason 
[ILA President 1963-87] commented 
with rue in the 1970s, “The containers 
are digging our graves…”

In reality, automation means dif-
ferent things to different segments 

(FUTURE – continued on page 5)

(FUTURE – continued from page 2)
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of the terminal business. 
According to a number of 
transportation studies less 
than 3% of the world’s con-
tainer terminals are semi or 
fully automated. 

Up until very recently, 
container terminal innova-
tion has largely been dedi-
cated to building larger more 
efficient handling equipment 
to match the increasingly 
larger boxships. 

The most visible mani-
festation is the ship-to-shore 
gantry crane. The new class 
of super post-panamax gantry 
cranes have an outreach of 
22-25 containers across and 
can hoist two containers 
simultaneously. The shore 
side handling equipment is 
also being jumboized and con-
tainer yards have expanded 
exponentially over the past 
two decades. 

While jumboizing equip-
ment is an integral part of the 
“economies of scale” doc-
trine driving the container-
ship side of the business, it 
isn’t automation in the sense 
of other industries, like air-
line, steelmaking or auto 
manufacturers. 

While vast strides in 
moving containers within 
the terminal yard have been 
made in the last twenty 
years, it is a remarkable, if 
somewhat unsettling, sight 
watching unmanned vehi-
cles move ocean containers 
to their appointed positions 
within the endless canyons of 
stacked containers.

Still even this phase of 
automation has still largely 
remained within the terminal 
itself – a data hole within a 
digital supply chain - largely 
because of a lack of data stan-
dardization with the rest of 
the supply chain. 

Sumitha Sampath, senior 
director of Product Strategy 
for Navis, the Oakland-based 
supplier of terminal operat-
ing systems (TOS) software, 
remarked in a white paper 
entitled The New Era of Con-
tainer Shipping Challenges 
and Opportunities, “Con-
tainer shipping lags behind 
other industries in terms of 
connectivity among opera-
tional processes and data 
standardization.”

Navis (part of Cargotec 
group) has aggressively 
addressed the interconnec-
tivity issue for more than a 
decade but the rise of cloud 
computing has upped the 

pace of innovation. 
The company’s N4 ter-

minal operating system is a 
trend setter in its ability to 
not only address the tradi-
tional TOS workload but to 
collaborate with other third 
party software. 

Recently, Navis announced 
a collaboration with XVELA, a 
company that supplies cloud 
applications for container 
shipping. The integration of 
Navis’ N4 TOS with XVE-
LA’s cloud network offers 

a wider and more complete 
view of container movements 
to stakeholders – essen-
tially digitally linking the 
container terminal with the 
supply chain. In May, Navis 
launched another move with 
a “strategic cooperation” 
agreement with Loginno, 
the Israeli builder of internet 
container sensors. 

Loggino’s goal is to 
create a “Contopia” – Con-
tainer Utopia – where every 
shipping container is con-
nected via real-time to the 
IoT [Internet of Things]. In 
short, Loginno is endeav-
oring to make every ocean 
container a “smart box” with 
tracking visibility end-to-end 
throughout the supply chain 
– most importantly, including 
the container terminal.

Andy Barrons, chief strat-
egy officer at Navis, at the 
time of the announcement 
said, “Through our Navis 
SMART initiative and this new 

cooperation with Loginno, we 
hope to open a new door to 
more real-time data analytics 
in ocean shipping and explore 
more use cases for applying 
intelligence to the container, 
and unlock Contopia.”

five-year demand forecast is 
anticipating global growth 
of 4.4% per annum on aver-
age, increasing world con-
tainer port throughput from 
784 million TEU in 2018 to 
973 million TEU by 2023. 
From another perspective, 
Drewry’s is forecasting an 
increase of nearly 190 mil-
lion TEU for that time period.

And while the volumes 
are larger so are the ships. In a 
recent newsletter, Alphaliner 
reported global containership 
capacity had just eclipsed the 
23 million TEU mark with 
the September 11th delivery 
of two Pegasus class 23,000 
vessels to MSC (Mediter-
ranean Shipping Company). 
The two mega-max deliveries 
underscore the trend of build-
ing fewer but larger container-
ships. Both the total capacity 
and the launching of the two 
Pegasus class vessels is part of 

(FUTURE – continued on 
page 6)

(FUTURE – continued from 
page 4)

Andy barrons, chief strategy officer 
at navis

terMinal CoMPlex…ities 
While a smarter box will 

improve supply chain visibil-
ity, it won’t address the on the 
dock terminal issues associated 
with rising container volumes. 
Drewry’s recent container port 
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operations covering 11 ports, 
FMT is active on the US 
East Coast, in the Gulf of 
Mexico, and on the Great 
Lakes, leveraging its experi-
ence in stevedoring, terminal 
handling and logistics ser-
vices for all types of cargo. 
In short, a seamless supply 
chain in the markets served.

In Canada, FMT operates 
terminals at the ports of Ham-
ilton and Thorold. The Port 
of Hamilton was recently 
merged with the port of 
Oshawa to become the Ham-
ilton Oshawa Port Authority 
(HOPA), biggest Canadian 
port on the Great Lakes.

FMT’s substantial pres-
ence in the United States is 
centered at Albany, Burns 
Harbor, Eastport, Lake 
Charles, Milwaukee, Tampa 
and Port Manatee. It also 
operates at two private facili-
ties. Originally established 
in 1960 to complement the 
freight operations of Fednav, 
FMT soon began to func-
tion as an independent entity 
within the Fednav group.

The FMT network services 
breakbulk, bulk, general and 
project cargo shipments. Com-
modities handled range from 
steel and machinery to forest 
products and containers. 

Capital expenditures at 
opportune times form an inte-
gral part of commercial strat-
egy. As a recent example, FMT 
Port Manatee invested nearly 
$3.5 million in container-han-
dling equipment, chassis and 
yard jockeys to accompany 
one of its major customers in 
the rapid growth of its weekly 
container service between 
Mexico and Florida. At the 
same time, FMT enlarged its 
labor force to better meet cus-
tomer demand.

Also with the wind in its 
sails is FMT Lake Charles, 
having recently signed a 
contract to handle six ship-

ments of rice to Iraq. This 
cargo represents 160,000 
metric tons, or roughly 2.4 
million 50 kg bags.

Is FMT considering fur-
ther expansion of its network 
that could include the West 
Coast?  Here, Tosini replied: 
“For the kind of activities 
we are engaged in and given 
the size of our company, we 
believe the opportunities 
are better for us on the East 
Coast and the Gulf. But we 
keep our eyes and ears open 
on all opportunities.”

(STEADY– continued from 
page 3)

an important trend challeng-
ing container terminals. 

The consolidation, both 
in the number of ocean carri-
ers and carrier alliances (cur-
rently there are three major 
alliances), coupled with the 
increase in container ship 
size has created the nearly 
untenable situation of fewer 
calls by larger ships, creating 
uneven demand and highly 
complex loading and unload-
ing scenarios. And some 
experts believe there is a rea-
sonable chance that another 
round of ocean carrier and 
alliance consolidation could 
happen in the near future, 
further complicating the ter-
minal side of the equation. 

For example, in the U.S. 
there is an uneven flow of 
inbound containers to out-
bound. The inbound freight is 
often from the Far East and is 
full of consumer goods while 
the outbound freight is mixed 
and rarely matches in either 
volume or value the inbound 
side. This disconnect has long 
made it hard to match equip-
ment – particularly contain-
ers and chassis – to demand. 
But there are now additional 
problems that come with 
shared space. In the decades 
of a plethora of carriers, each 
competing shipping line had 

its own loading hierarchy. 
With the alliances and vessel 
sharing agreements [VSAs], 
a container ship may have 
three or four carriers all shar-
ing space and all with a sepa-
rate loading hierarchy - a real 
puzzle when trying to build 
an on-dock container train or 
organizing a terminal’s con-
tainer yard stacking regime.

Ted Prince, chief strategy 
officer at Tiger Cool Express, 
at the CONECT November 
6th Northeast Cargo Sympo-
sium, made the argument that 
the inherent handling ineffi-
ciencies of on-dock rail are 
too land expensive for a new 
generation of terminals trying 
to keep pace with larger box-
ships and bigger volumes.  

Of course, adding more 
drays (trucking) is also a 
zero-sum game. The high-
ways in most urban port areas 
are already jammed – for 
example, a 10,000 TEU ship 

(now the average size for the 
U.S. East Coast) if it was to 
discharge its entire compli-
ment of containers, the dis-

tance would be equal to 38 
miles. And with 18,000 TEU 
ships becoming common-
place it takes very little math 
to realize how untenable the 
situation is without address-
ing terminal velocity.

There are a number of 
solutions in the making.

In October, Chicago-based 
EagleRail Container Logis-
tics (which is partnering with 
container crane manufacturer 
ZMPC on designing and build-
ing the system) announced an 
MOU with Chittagong Port 
Authority (CPA) in Chat-
togram, Bangladesh for the 
installation of an automated, 
short-haul, suspended overhead 
container movement system. 
The system lifts containers 
and shuttles them to local 
yards or intermodal transpor-
tation hubs, and can bypass 
ground obstacles, including 
roadways and open water. The 
innovative rail system has the 
potential to alleviate some of 
the short haul problems for 
container terminals operat-
ing in urban areas. Whether 
the EagleRail system is a true 

(FUTURE – continued on 
page 8)

(FUTURE – continued from 
page 5)

The eaglerail system is an automated, short-haul, suspended overhead 
container movement system.
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No spin, just results

Federal government awards JAXPORT 
$20 million for terminal improvements

AAPA urges more funding for port 
infrastructure development program

The American Association 
of Port Authorities (AAPA) is 
very concerned with the U.S. 
Senate’s approval today of a 
fiscal 2020 appropriations bill 
that cuts funding by more than 
two-thirds to a U.S. Department 
of Transportation Maritime 
Administration (MARAD) 
program that provides critical 
grants for port infrastructure 
projects nationwide.

MARAD’s Port Infra-
structure Development Pro-
gram, initiated last year and 
funded at $292.73 million, 
would be slashed to $91.6 
million if the Senate’s appro-
priation mark is upheld in 
the final bill. Not only would 
funding for the program be 
severely cut, the Senate bill 
requires deep-draft coastal 
ports and shallow-draft 
inland waterways ports share 
those funds, which wasn’t the 
case last year. 

AAPA will fight hard 
to achieve a higher funding 
level for the program in the 
final Congressional negotia-
tions for the bill. The House 
approved $225 million for 
the program in FY 2020.

“It’s critical that the U.S. 
invest in its port infrastruc-
ture to address growing trade, 
which is the lifeblood of our 

economy” remarked Chris 
Connor, AAPA’s president 
and CEO. “MARAD’s Port 
Infrastructure Development 
Program is the first and only 
federal grant program dedi-
cated to our nation’s ports, 
and direct investment into 
port-related infrastructure is 
a top AAPA priority.”

America’s deep-draft ports 
support employment of nearly 
31 million American jobs, $378 
billion in taxes and 26 percent 
of U.S. GDP.

“Seaports are a crucial 
part of our nation’s trans-
portation infrastructure and 
serve as vital freight gate-
ways to the global market-
place for our military and for 
American farmers, manufac-
turers, retailers and consum-
ers,” said Mr. Connor.

Other USDOT grant 
programs that ports support 
in today’s Senate appro-
priations allocations include 
the Better Utilizing Invest-
ments to Leverage Develop-
ment (BUILD) program, the 
Infrastructure for Rebuilding 
America (INFRA) program, 
the Consolidated Rail Infra-
structure and Safety Improve-
ments (CRISI) program, and 
MARAD’s America’s Marine 
Highways program.

The federal government has awarded the 
Jacksonville Port Authority (JAXPORT) a $20 
million grant for the reconstruction of more 
than 100 acres of existing terminal pavement 
at the SSA Jacksonville Container Terminal at 
JAXPORT’s Blount Island Marine Terminal. 
The funding is part of a $238 million plan to 
expand and upgrade the facility, with more 
than 65 percent of funds coming from private 
partner SSA Marine.

The enhancements will increase efficiency 
and allow the terminal to accommodate more 
containers on an expanded footprint.

Once completed, the facility will be able 
to handle approximately 425,000 additional 
twenty foot equivalent units (or TEUs, the 
industry standard for measuring containers) 
annually. Other improvements to the terminal 
include storm drainage, enhanced lighting, sig-
nage, utilities and more.

Funds were awarded through the Better 
Utilizing Investments to Leverage Develop-
ment (BUILD) Transportation Discretionary 
Grant program, a U.S. Department of Trans-
portation (DOT) initiative to invest in port 
and other transportation projects to achieve 
national objectives.

“The continued demonstration of support 
from our state and federal partners shows that 
the future of JAXPORT is strong,” said Jack-
sonville Mayor Lenny Curry. “As we continue 
to expand the capabilities of our port, jobs and 
economic growth will follow.”

“The award of this highly competitive 
grant speaks volumes about the significance of 
this project to the economy of our region and 
country,” said JAXPORT CEO Eric Green. 

“We are grateful to Secretary Elaine Chao 
and our state and federal elected officials who 
continue to advocate for our growth—fur-
ther positioning Northeast Florida to take full 
advantage of the economic opportunities our 
thriving seaport creates.”

Supporters of JAXPORT’s grant applica-
tion include Florida Governor Ron DeSantis, 
Senator Marco Rubio, Senator Rick Scott, 
Congressman John Rutherford, Congressman 
Ted Yoho, Congressman Al Lawson, Con-
gressman Michael Waltz and Jacksonville 
Mayor Lenny Curry.

The SSA Jacksonville Container Terminal 
is a public-private partnership between JAX-
PORT and SSA Marine.

SSA Marine is contributing up to $129.7 
million for the use of the terminal and facility 
upgrades, including the addition of three 100-
gauge container cranes. In addition, $109 mil-
lion in berth rehabilitation and upgrades are 
currently underway that will allow the termi-
nal to simultaneously accommodate two post-
Panamax vessels.

The federal project to deepen the 
Jacksonville shipping channel to 47 ft. is 
scheduled to be complete in 2023, based 
on continued funding from all partners, 
and will allow the facility to accommodate 
more cargo aboard the larger ships calling 
on JAXPORT from Asia.

A recent economic impact study found 
that cargo activity at Jacksonville’s seaport 
generates more than 26,000 jobs in North-
east Florida and supports nearly $31.1 bil-
lion in annual economic output for the 
region and state.
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“disrupting” technology is 
difficult to say at this point 
but it is a promising alterna-
tive to existing methods. And 
thinking farther ahead, could 
a system like EagleRail’s be 
deployed to inland destina-
tions to create inland satellite 
terminals taking the pressure 
off the quayside operations. 

There are also a number of 
plans for container “towers” 
or “hi-bay warehouses” where 
the yard storage goes vertical 
in moveable slots not vastly 
different than is used for boats 
and autos. How feasible is 
vertical storage? In practical 
terms, it is largely dependent 
on how practical it is to shift 
the boxes in and out of storage 
for deployment in the supply 
chain. And how much addi-
tional expense it adds to the 
TO’s capital costs.

Nonetheless, for termi-
nals in an urban setting with 
little land area available for 
expansion, the only option 
is going vertical or off site 
– and both solutions bring 
with them their own sets of 
complications.

4.01 – the Body eleCtriC

A 2018 research report 
by Market and Markets pro-
jected that “The automated 
container terminal market 
was valued at $8.84 billion in 
2017 and is expected to reach 
$10.89 billion by 2023, at a 
CAGR [compound annual 
growth rate] of 3.7% during 
the forecast period.”

According to the report 
the “inefficiencies” with ter-
minals and carriers cost the 
shipping industry $17 billion 
per year and estimates are 
that fully automated container 
terminals could reduce the 
waterfront workforce by 45%. 
It is reported at the fully auto-
mated terminal in Qingdao, 
China the number of long-
shoremen needed to unload 
a box went from sixty to 
nine and labor costs dropped 
by 70% while efficiency 
increased by 30%. These are 
numbers that are hard for ter-
minal operator - and water-
front labor – to ignore.

Worldwide there are 

around fifty fully automated 
terminals just completed or 
under construction – not a 
really large number consider-
ing the volume and nature of 
container shipping. 

Some years ago, at a 
Navis conference in San 
Francisco, there was a modest 
sized group of terminal exec-
utives at a presentation on 
automation. In the ensuing 

coffee break the conversation 
turned to the question, just 
how far automation could go 
and how fast it would occur 
– could they run terminals 
say from stations thousands 
of miles away – a truly auto-
mated terminal operated like 
a drone or a rover on Mars. 
At that time the answer was 
a solid ‘maybe in a decade or 
so’ as they collectively added 
caveats to the likelihood of 
a fully automated terminal. 
They were wrong.

Technologically speak-
ing we are already there. For 
most functions a fully auto-
mated terminal is already site 
independent – whether that 
is operationally desirable is 
another story. 

The technological under-
pinnings of terminal automa-
tion have lifted the concept 
into reality and McKinsey’s 
Port 4.0 is already under 
construction. Can Port 5.0 
be far away?

In Qingdao, China, the number of longshoremen needed to unload a box went from sixty to nine and labor costs 
dropped by 70% while efficiency increased by 30%.

(FUTURE – continued from 
page 6)

Assets (“MIRA”) division 
of the Macquarie Group. For 
Macquarie, this is a good 
deal for they already have a 
stake in New Jersey’s Maher 
Terminals at Port Elizabeth. 
MIP has also thinned out 
their North American East 
Coast portfolio by recently 
selling Penn Terminal in 
Philadelphia and Halterm in 
Halifax, Nova Scotia to the 
Singapore-based terminal 
group PSA. Nevertheless, the 
acquisition gives MIP a sig-
nificantly sized box terminal 
on the U.S. Atlantic and the 
Pacific Coasts. 

Karl Kuchel, CEO of 
MIP, commented on the 
acquisition, “This transac-
tion marks another key mile-
stone in our relationship with 
OOIL and we greatly appre-
ciate their significant long-
term customer commitment 
to LBCT.”

(PRESENCE– continued 
from page 2)
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Royal FloraHolland’s 
cool logistics 
What if  you had to move 10 million cut flowers a 
day in and out of  a complex with over 1,000 truck 
docks – how would you do it? Netherlands-based 
Royal FloraHolland wrestles with the complex 
logistics of  moving that quantity to destinations 
to retailers in Europe, North America and Asia. 

By Matt Miller, AJOT

Royal FloraHolland is a 
logistics marvel. Each week-
day, some 10 million cut 
flowers and plants are shipped 
into and out of the grow-
ers cooperative’s cavernous 
facility, just down the road 
from Amsterdam’s Schiphol 
Airport. Hundreds of work-
ers zip around the gigantic 
complex on electric tractors, 
all towing trolleys containing 
buckets and buckets of flow-
ers. As many as 22,000 trol-
leys are staged daily in this 
elaborate shuffle. Some carry 
freshly shipped flowers from 
trucks to vast cold storage. 
Others ferry those sold at auc-
tion from cold storage to be 
processed and then to wait-
ing trucks or to wholesalers in 
adjacent warehouses.

The building is slotted 
with more than 1,100 docks. 
On one side of the building, 
hundreds of trucks unload 
flowers from growers in the 
Netherlands, as well as those 
coming from the airport, 
some five miles away. On 
the other side, trucks load up 
flowers, destined for retailers 
around Europe, or back to the 
airport, where they are flown 
to North America and Asia.

This more than 5.5 mil-
lion square feet facility in the 
town of Aalsmeer, along with 
four satellite auction build-
ings around the Netherlands, 
represents the epicenter of 
the global flower trade. Some 
40% of worldwide flower 
exports flows from these 
operations. Aalsmeer is the 
single largest distribution 
facility in the world today. 
FloraHolland sells 12 billion 
products a year and is a more-
than $5 billion business.

new Business environMent

But — and it’s a big but 
— FloraHolland must face a 
changing business environ-
ment. Direct sales of cut flow-
ers are growing rapidly, while 
traditional auction sales are 
shrinking. (FloraHolland’s 
business is now 43% auc-
tion and 57% direct.) Direct 
buyers are far more diverse, 
both in terms of what sorts of 
businesses they represent and 
what they want. Consumers, 
meanwhile, are demanding 
more rapid delivery even on the 
smallest of orders, and retail-
ers must respond. Markets are 
diversifying geographically, 
and becoming more far-flung. 

All this puts additional 
stresses on the supply chain, as 
it impacts FloraHolland, and 
the cut flower trade in general.

Just one example: Auc-
tion buyers are now purchas-
ing on average smaller lots 
than in the past. That neces-
sitates more trolleys and 
more time needed to separate 
orders and process them. Far 
from promoting a more auto-
mated system, this paring of 
order size means there needs 
to be more labor, not less.

FloraHolland is grappling 
(COOL– continued on 

page 10) Some 40% of worldwide flower exports flows from royal FloraHolland’s operation.
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FlowerWatch sets cool chain 
benchmarks for flowers

By Matt Miller, AJOT

(BENCHMARK – continued 
on page 11)

As the cut flower indus-
try has steadily migrated from 
local to regional to global, 
cold chains have had to adapt 
big time. FlowerWatch, a 
Dutch-Kenyan company, is 
at the forefront of setting 
industry standards for this 
supply chain. Improving the 
cold chain means a longer 
shelf life for the flowers, less 
waste, less spoilage. Grow-
ers can delay harvest, which 
means flowers are a bit more 
mature and larger. All that 
translates into significant rev-
enue improvement and better 
auction prices.

“If you produce a mil-
lion stems a week and your 
average price at auction 
increases from 20 cents a 
stem to 21 cents, that’s a mil-
lion cents a week, that’s big 
money,” said Jeroen van der 
Hulst, FlowerWatch’s man-
aging director. He spoke to 
American Journal of Trans-
portation by telephone from 
his office in Nairobi.

FlowerWatch special-
izes in cold chain quality 
assurance for cut flowers. 
It developed a benchmark 

for flowers-related logistics, 
what the company calls the 
“time-temperature exposure.” 
Simply stated, it’s the number 
of hours needed to transport a 

with one more trend: The 
global marketplace in cut 
flowers is increasing, but 
the cooperative’s share in 
that universe is contracting. 
FloraHolland is leaning on 
its logistics for ever-more 
improvements in process and 
technology, even as its busi-
ness model evolves. 

“We look where we can 
to facilitate innovation in the 
supply chain,” said Eline van 
den Berg, program manager 
with Holland Flower Alliance, 
a strategic alliance between 

FloraHolland, Schiphol Cargo 
and KLM Cargo. Van den 
Berg, who for many years was 
a senior logistics consultant 
with FloraHolland, met with a 
group of journalists recently at 
the Aalsmeer facility. This was 
part of a briefing sponsored by 
the Netherlands Foreign Invest-
ment Agency (NFIA).

However, improvements 
at the distribution facility 
alone won’t overcome many 
of the biggest logistics-related 
issues. FloraHolland needs 
other parties — from growers 
and freight forwarders to dis-
tributors and transport opera-

tors — along the chain to buy 
into shifts and advances. “Our 
supply chain is quite complex. 
It’s an ecosystem,” said van 
den Berg. “If you want to make 
a change in the supply chain, 
you have to work together.”

rethinking the systeM 

Take, for example, pack-
aging. There are more than 
300 different types of boxes 
used to transport flowers 
between Kenya and the Neth-
erlands alone. None of them 
is tailor-made to maximize 

royal FloraHolland is slotted with more than 1,100 truck docks. 

(COOL– continued on 
page 12)

(COOL– continued from 
page 9)

Jeroen van der Hulst, 
FlowerWatch’s managing director
shipment of cut flowers multi-
plied by the average tempera-
ture (in centigrade) during the 
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journey. So, for example, if it 
takes 250 hours to ship flow-
ers from the time of harvest 
to the retailer, and the aver-
age temperature is 4C, that’s 
1,000 degree hours. But if the 
average temperature is 2C, 
that’s 500 degree hours. 

“We can now benchmark 
our data, one farm against 
another, one supply chain 
against another, or just in 
general against FlowerWatch 
standards,” van der Hulst said.

This can result, he said, 
in flower growers demanding 
better temperature-control 
from those up and down the 
supply chain. Van der Hulst 
pointed to the fast-growing 
Kenyan flower industry and 
to Nairobi airport, which now 
exports 4,500 to 5,000 tons 
of perishable cargo a week. 
“The freight forwarders have 
invested massively in facili-
ties,” he said, because ship-
pers now require heightened, 
measurable performance. 
“A shipper will ask a freight 
forwarder - I want you to per-
form in 500 degree hours or 
200 degree hours.”

According to van der 
Hulst, some freight forward-
ers and airlines now guarantee 
the degree hours won’t exceed 
a certain ceiling to gain and 
retain business from growers.

What makes this exercise 
more difficult is the nature 
of the cargo, van der Hulst 
explained. Put meat or milk 
into a 2 degree celsius cold 
storage, and after three days, 
those products will remain at 
the same temperature. Flow-
ers, however, could increase 
to 15 degrees C in the same 
cold storage. “Unlike fish 
or meat, flowers are alive, 
they’re heavily respirating, 
they’re breathing oxygen, 
they’re building up carbo-
hydrates and carbon dioxide 
and heat are waste products 
in the process,” he explained. 
“Milk once cooled, will stay 
cool. Meat, once cool, will 
stay cool. But flowers, once 
cooled, will start increasing 
by themselves.”

So, it’s necessary to slow 
down the flowers’ respiration 
process. That’s done by prop-
erly cooling the environment, 
not just with temperature, 
but with air circulation, with 
packaging, with stacking.

According to van der Hulst, 
this self-heating process is 
more detrimental to the flowers 
than external heat excursions, 
or brief spikes in temperature 
caused by, say, exposure to the 
outside. “Twenty minutes at 20 
degrees celsius is no problem,” 
he said. “Three days at 12 
degrees celsius, that’s a huge 
problem.”

This kind of quality con-
trol becomes more critical as 
markets grow and consumers 
demand more. “We have a 
logistic system and a packag-
ing system which has been the 
design of the late 60s, early 
70s,” van der Hulst said. “If 

we want to reach new markets 
further away, if we want to 
do business in direct markets. 
if we want to do business in 
e-commerce platforms, what 
we have to look at is efficient 
logistics, consistent logistics 
and consistent quality.” 

As more players within 
the flower-related cold chain 
understand the problems and 
remedy them, overall perfor-
mance improves. The next 
step, said van der Hulst, is to 
match those high performers 
within the industry — farms, 
transporters, freight forward-
ers, packagers, retailers — 
with each other. 

“We are now working on 
trying to organize a flower 
supply chain based on opera-
tional excellence.” It’s a kind 
of seal of approval.

“It’s a very exciting period 
in the flower business looking 
at logistics,” van der Hulst con-
cluded. “We have some great 
opportunities developing.”

(BENCHMARK – continued 
from page 10)
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Opportunities that require action.

storage on air cargo or trucks. That 
results in wasted space, more dam-
aged goods and a more difficult time 
keeping temperatures constant.

So, FloraHolland is working with 
box manufacturers, growers, freight 
forwarders and transporters to come 
up with a better design, one that helps 
maximize useable space and stacking 
capabilities.

Like those in many other indus-
tries, FloraHolland is struggling with 
product visibility up and down the 
supply chain.

“It’s kind of weird, but with our 
supply chain, we don’t know where 
the boxes are right now, at any time,” 
said van den Berg. 

FloraHolland and its partners are 
now building an information sharing 
platform so that the parties can better 
trace products from production to 
consumption.

While the organization grapples 
with digitization and information flow, it 
continues as well to tinker with the phys-
ical aspects of its operation. Needless to 
say, “cooling is the most important thing 
in our supply chain,” said van den Berg.

Improving cold storage operations 
“is a continuous process,” said Frits 
Jonk, FloraHolland team manager, prod-
uct quality, in a subsequent interview. 

So, for example, FloraHolland is 
now in the process of designing a new 
cold store facility, with an emphasis on 
flexibility, where walls can be raised 
or lowered, providing for multi-zoned 
temperatures, since different flowers 
and plants should be stored optimally 
at different temperatures.

FloraHolland is attempting to better 
tailor its logistics-related infrastructure 
for the changing flower market. 

For example, the cooperative is 
moving more and more into fulfill-
ment, where it processes orders not 
from auction, but directly between 
growers and customers. Fulfillment 
can run the gamut between spot sales 
and forward contracts.

The system, by its very nature, is 
different from an auction-based work 
flow, where flowers are stored over-
night in cold storage, then moved out 
once they are auctioned, and finally 
processed for the buyer. With fulfill-
ment, flowers can be stored, sold and 
then processed, all the while kept in 
cold storage. Orders can be brought 
directly from the cold storage to 
buyers, many of whom have their own 
facilities across the street from Flo-
raHolland. “That’s quite new demand 
on the market,” said Jonk.

This new system brings advan-
tages to both buyer and seller, but 
also logistical challenges. Because 
the flowers can stay in cold storage 
longer, they stay fresher. For Dutch 
growers, who still make up three-
fourths of FloraHolland’s supply, it’s 
possible to deliver full truckloads of 
flowers to Aeelsmer, with smaller 
orders being distributed from there. 
In the past, growers selling directly 
were forced to make several trips to 
customers, an inefficient and wasteful 
system. It also reduces the need for 
growers to keep flowers in their own 
cold storage facilities.

Buyers can purchase their flowers 
tailored more in terms of just-in-time 

delivery, with all sorts of attendant 
advantages: fresher flowers when 
only when they need them, better 
cashflow, less waste, a more accurate 
match with customer demand. 

“Growers want to have less small 
deliveries and the buyers want to have 
their products sooner,” said Jonk.

These new demands can actually 
benefit FloraHolland. The system 
has been traditionally geared to a 
few hours of peak shipping. That 
revolves around the quickest process-

ing of the auction, which begins at 
6:00AM. With deliveries spread out 
over the entire day, FloraHolland can 
better manage its workers. “You get a 
smoother labor flow,” said Jonk.

Can FloraHolland automate? 
During a tour of the facilities, Van den 
Berg was asked about autonomous 
vehicles. FloraHolland had investi-
gated its use, she said, but decided the 
trolleys movement is far too complex 
and unpredictable to support autono-
mous vehicles, at least at this time.

As cut flower sales and market-
ing channels change and expand, Flo-
raHolland wants to remain relevant 
to its grower members. “We focus 
on developing the combination of the 
digital and physical marketplace for 
flowers and plants,” said CEO Steven 
van Schilfgaarde in the company’s 
most recent annual report. “That is 
where our future lies.” 

One initiative is a worldwide 
digital platform called “Floriday.” 
The platform links growers, buyers 
and service providers and includes 
parallel logistics and fulfillment sys-
tems. Floriday was first launched two 
years ago, with features being added 
gradually. According to Jonk, it will 
take another two to three years before 
these systems are completed.

Among the changes this would 
bring to the overall supply chain, 
Floriday cuts out the need to bring all 
the flowers first to the Netherlands, 
and then disbursed from there to the 
buyers. That means the facility at 
Aaelsmer may lose a bit of its singular 
significance, but FloraHolland itself 
can remain central to global trade.

each weekday, some 10 million cut flowers and plants are shipped into and out of the growers 
cooperative’s cavernous facility.

(COOL– continued from page 10)
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Carrier Transicold introduces 
Micro-Link® 5 Controller
First container refrigeration unit controller with wire-
less connection capability

Shipping line personnel can now 
monitor and access container refrig-
eration unit operations from a smart-
phone or tablet, thanks to Carrier 
Transicold’s new Micro-Link® 5 con-
troller, the industry’s first container 
refrigeration unit controller 
with wireless connection 
capability for improved 
visibility, diagnos-
tics, convenience 
and productivity. 
Carrier Transicold is 
a part of Carrier, a leading 
global provider of innova-
tive heating, ventilating and air 
conditioning (HVAC), refrigera-
tion, fire, security and building auto-
mation technologies.

The Micro-Link 5 controller allows 
personnel to interface with refriger-
ated containers via Carrier Transi-
cold’s new DataLINE Connect™ app 
for mobile devices without any physi-
cal contact with the refrigeration unit 
itself. That means operators stand-
ing dockside or on a ship deck can 
securely monitor temperature read-
ings, check alerts, review diagnostics 
and download data from nearby Car-
rier Transicold refrigerated contain-
ers, even if the containers are stacked 
high above. The DataLINE Connect 
app provides information-rich, intui-
tive displays so operators can quickly 
and easily see and respond to relevant 
container information.

Wireless connectivity, while 
a key benefit of the new control-
ler, is just one of several advances 
over Carrier Transicold’s standard 
Micro-Link 3 controller, which has 
long been an industry workhorse. 
The new controller features a 32-bit 
ARM processor that is 150 times 
faster than its predecessor, has twice 
as many inputs/outputs, enabling the 
use of additional sensors and signifi-
cantly expanding its range of capa-
bilities, and offers a port for direct 
data exchange for software updates 
and data downloads using a USB 
flash drive or direct PC connection. 
Significantly, the Micro-Link 5 offers 
expanded memory for data storage 
and programming – up to 2,000 times 
more than the current product.

The Micro-Link 5 control-
ler’s optional back-up battery offers 
another industry first: the applica-
tion of “smart battery” technology 
– commonly found on smartphones 
today – to container refrigeration 
unit control. The rechargeable smart 
battery has the ability to prioritize 
operations based on charge level. For 
instance, if the charge level is low, it 
will maintain critical USDA sensor 
data recording and disable nonessen-
tial activities. The smart battery also 
indicates charge level and remaining 
service life, helping users get maxi-
mum use from a battery, rather than 
prematurely replacing it.

“This represents a major leap in 
visibility, accessibility and functional-
ity compared to traditional controls,” 
said Willy Yeo, director of marketing, 
Carrier Transicold. “Wireless technol-
ogy enables greater and more conve-
nient customer access to their container 
refrigeration systems for greater pro-

ductivity. The Micro-Link 5 control-
ler offers the potential to support more 
features and digital offerings.”

While it encompasses mul-
tiple advances and new 

features, the Micro-
Link 5 controller uses 

the same external 
display and keypad 

as Carrier Transi-
cold’s standard con-

troller, to ensure familiar 
manual configuration. The 

new controller is designed for 
improved serviceability over its 

predecessor, with features such as 
more convenient positioning of con-
nector ports and better self-diagnos-
tics that provide a higher level of 
detail for technicians when trouble-
shooting alarm conditions.

Crane promoted VP of Worldwide 
Operations at Pelican BioThermal

Pelican BioThermal, the global 
name in temperature-controlled packag-
ing, officially announced the appoint-
ment of Ray Crane as vice president of 
worldwide operations.

Until this appointment, he served as 
director of operations, EMEA, at Pelican 
Biothermal. Crane brings many years of 
manufacturing operations, supply chain 
and engineering experience to his new 
role within the company.

David Williams, president of Peli-
can BioThermal, said: “Ray continues 
to play a pivotal part as a member 
of the BioThermal division’s senior 
management team focusing on our 
global operations.

“Throughout his management 
career Ray’s focus has been on deliv-
ering the highest standards of product 
quality with excellent customer service 
levels. He continuously challenges and 
reduces costs, along with improving 
operational efficiencies and effective-

ness through the development of indi-
viduals, teams and organizations.”

ray Crane – vP of worldwide operations
Before joining the BioThermal 

division, Crane served as director 
of operations for Pelican Products. 
Prior to that, he held various opera-
tional leadership positions in a range 
of industries, including high volume 
disposable medical devices, plastic 
packaging for food industries and 
consumer electronics equipment.
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The ‘Uber for trucking’ tries to navigate 
some Uber-scale problems

Amit Sekhri took up truck-
ing in the thick of the Great 
Recession, drawn in part by the 
freedom of driving the open 
roads. He was prepared for long 
hours and weeks away from 
home. But two of his biggest—
and least expected—gripes were 
the constant phone calls and late 
payments. Like many truckers, 
Sekhri booked his jobs through 
freight brokers, a class of inter-
mediaries who do most of their 
business by phone. And many 
have a bad habit of paying late. 

Then he discovered an app 
called Convoy. It lets him select 
nearby loads listed by ship-
pers and get paid a day or two 
after completing a trip. It uses 
a phone’s GPS to estimate a 
driver’s arrival time for pickup 
and tracks where he is through-
out the route. For these reasons, 
Convoy Inc. is often described 
as “Uber for trucking”—a moni-
ker that took hold before the real 
Uber set up a competing busi-
ness and was gripped by a cor-
porate crisis.

Sekhri, 30, now drives his 
own truck and serves as a dis-
patcher for four drivers who 
deliver orders through Convoy, 
traditional job boards and occa-
sionally Uber Freight. He cred-
its Convoy with solving some 
of his main grievances with the 
job. “It’s pretty easy. You like 
the price, you accept it, you 
assign it to a driver, and you can 
track them. I don’t have to call 
the driver and say, ‘Where you 
at?’” Sekhri says. Convoy also 
lists accurate pickup times, let-
ting him squeeze in a shower or 
meal outside his truck. 

But Sekhri has a bigger 
problem: Job rates are declining 
fast. App reviews for Convoy 
are riddled with complaints from 
drivers about low prices. Sekhri 
and two other Convoy drivers 
who spoke to Bloomberg echoed 
those concerns. One of them shut 
down his business in March. 
Sekhri says he uses Convoy for 
10% to 15% of his loads—only 
when prices meet his needs. “I’ve 
got four kids to support,” he says. 
“I’m still hanging in and hoping 
it will get better.”

This isn’t unique to Convoy. 
Rates are falling across North 
America after two years of 
increases. Spot demand, which 
excludes long-term freight con-
tracts, plummeted 27% through 
Oct. 25, and most drivers aren’t 
expecting business to improve 
over the next six months, 
according to market research 
from Bloomberg and Truckstop.
com. Those who bought flatbeds 
during the surge are now strug-
gling to find work and make 
auto payments.

For Convoy, the company 
risks drawing comparisons to 
Uber in less flattering ways: 
drivers grousing about getting 
squeezed and a business model 
that has yet to turn a profit. One 

possible remedy is a dramatic 
expansion of its bidding system 
that Convoy plans to announce 
Tuesday. It would create a sort 
of EBay for freight, where driv-
ers can submit offers for a vast 
number of jobs listed by ship-
pers. Convoy says this will allow 
drivers to find more work and 
reduce trips without a load, but 
the theory isn’t proven. It could 
just as easily drive down prices 
and exacerbate the pay problem.

Dan Lewis, the chief execu-
tive officer, says he’s sympa-
thetic to concerns from drivers, 
especially small trucking com-
panies that are often hit the 
hardest. He says he can’t control 
the market, but Convoy can help 
make it more efficient for driv-
ers. “They’re just thinking in 
their head, ‘Hey, I did this job 
last year, and I got $1,000. Now 
I’m getting paid $900. Why am 
I being paid less?’” Lewis says. 
“What we want to do is help 
them reduce their costs.”

Lewis doesn’t exactly fit in 
at a truck stop. The 38-year-old 
is a graduate of Yale University 
and worked at Microsoft Corp., 
Google and Amazon.com Inc. 
Before starting Convoy in 2015, 
he hung out at service stations 
along Interstate 5 for research. 
He says he talked at length with 
drivers, learned the lingo and 
listened to what frustrates them. 
Lewis realized technology could 
solve some of the trucking busi-
ness’s arcana.

The industry didn’t get it 
initially, Lewis says. Technol-
ogy doesn’t usually elicit happy 
thoughts for truck drivers, amid 
talk of autonomous vehicles dis-
placing their jobs. “Tech doesn’t 
move freight,” Lewis would often 

hear. “People move freight.”
But rich people got it, taken 

with the potential to remake a 
$141 billion market for the better. 
The company has raised about 
$275 million in venture capital 
from a roster of investors that 
reads like a guest list at Davos. 
Among them are Jeff Bezos, Bill 
Gates and Marc Benioff. Dara 
Khosrowshahi invested person-
ally before becoming CEO of 
Uber Technologies Inc. (He has 
since sold his stake.)

The trucking market was 
accelerating in tandem with 
Convoy and Uber Freight. By 
the end of last year, Convoy 
was generating about $300 mil-
lion in revenue on an annual-
ized basis, and Uber Freight 
was on track for $500 million, 
estimates Silpa Paul, an ana-
lyst at research firm Frost & 
Sullivan. The tech companies’ 
growth has come at the expense 
of smaller, traditional brokers, 
says Lee Klaskow, an analyst 
at Bloomberg Intelligence. 
“You have these old-school 
guys smoking a cigarette with a 
Rolodex and a phone,” he says, 
though some are finally waking 
up to the need to modernize.

Travis Washington, a trucker 
based outside Atlanta, says he 
once called to arrange a job with 
J.B. Hunt Transport Services Inc. 
and was told to hang up and book 
through the company’s app. The 
broker gave him an extra $10 
for doing so. But he still uses 
Convoy’s app daily, including a 
service called Convoy Go. It lets 
drivers bring only the cab of their 
truck and hook up to a trailer pre-
filled with cargo at pickup. It can 

(NAVIGATE – continued on 
page 15)

Uber Freight adds Canada 
to global operations

On the heels of its recent 
expansion in Europe, Uber freight 
has announced the launching 
of its digital freight match-
ing service into Canada, 
facilitating seamless domes-
tic and cross-border loads. 
The first foray into 
North America fur-
ther enlarges Uber 
Freight’s global foot-
print after its expan-
sion into Poland, Germany, and 
the Netherlands.

Considering the impact 
of a severe driver shortage in 
Canada on freight capacity and 
the country’s strong commer-
cial ties with the United States, 
industry observers were not sur-
prised by the decision

Canada’s trucking industry 
is a US$68 billion market and 
Canada represents the second-
largest merchandise trading 
partner of the United States with 
US$617.2 billion in two-way 
trade in 2018. The Uber Freight 
platform can help increase effi-
ciency in the sector and reduce 
trucks running empty miles 
across North America, accord-
ing to a communiqué released in 
Toronto, Canada’s biggest city 
and commercial center.

“Uber is a global company 
with a global mindset, and the 
Freight business is no exception. 
Since the beginning, we have 
been dedicated to scaling our 
operations to enable opportunity 
for both Uber Freight and the 
shippers and carriers that keep 
our world moving,” said Lior 
Ron, Head of Uber Freight. “We 
are thrilled to expand to Canada, 
our neighbor and critical trade 

partner, to together unlock the 
massive opportunity the North 

American trucking market 
represents.”

“With our sophisticated 
marketplace technology and 
reliable carrier base, Uber 

Freight is uniquely 
positioned to solve 
industry challenges, 
such as tight capacity, 
both in Canada and 

elsewhere at scale,” Ron added.

By Leo Ryan, AJOT

Martin Brower, the largest 
supply chain partner to multi-
unit restaurants, is among Uber 
Freight’s first shipper partners 
in the Canadian market. “As a 
company with innovation at its 
core, Martin Brower is always 
looking for new technologies 
that help us raise the bar of ser-
vice for our restaurant partners,” 
said Kristofer Lorelli, Director 
of Freight at Martin Brower.”

Today, the company is 
facilitating freight in Ontario 
and Quebec domestically and 
across the border to Midwestern 
and Northeastern United States, 
with plans to expand to the rest 
of Canada. Local carriers and 
their drivers based in the U.S. 
and Canada are able to book and 
move domestic and cross border 
loads with the Uber Freight app, 
now available in both English 
and French.
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also save on fuel and other costs associated 
with a trailer. But Washington says Con-
voy’s prices for the return trip are typi-
cally too low, and so he loads the Convoy 
trailer with freight booked through a tradi-
tional broker. It’s not a great outcome for 
Convoy, but the company doesn’t discour-
age the practice, as long as the trailer is 
returned within a few days.

This year, more drivers are having 
to find creative ways to cut costs. The 
startup that wants to be the new face of the 
trucking business has suddenly become 
for some drivers a symbol of a pricing 
crunch. Lewis recalls a difficult series of 
conversations in March at the Mid-Amer-
ica Trucking Show in Kentucky with driv-
ers concerned about pricing. Lewis says 
Convoy is trying to show drivers how it 
can help, even when prices are low. 

It wasn’t enough to keep Ira Law-
rence in business. He bought a truck in 
2017 and signed up to drive for Convoy 
after taking a retirement package from 
the Canadian Navy. He and his wife in 
Oak Harbor, Washington, discovered that 
making a living wage was a lot harder 
than they expected, even during the boom. 
Weekly fuel costs were $2,400 to $3,000. 
Insurance was more than $1,600 a month. 
They managed to pay off the truck and 
trailer, but monthly maintenance costs 
exceeded $1,500. “The overall cost of 
owning a truck is through the roof,” Law-

rence says. “We thought it would be this 
glorified life of: Get a load; stay there for 
a few days; and then get a load to some-
where else.”

Four out of five jobs for Lawrence 
came through Convoy. The ability to get 
paid within 48 hours of completing a trip 
helped them stay afloat for a few years. 
He was forced to shut down his trucking 
business in March, when he was unable 
to cover insurance costs. These days, 
Lawrence gets paid to train other drivers. 
He warns them about the risks, he says. 
But he still recommends the Convoy app 
and frequently dons his Convoy T-shirt, 
sweater and trucker hat.

There are three types of people Lewis 
needs to please with Convoy: drivers, 
who want to get paid more; shippers, who 
want to pay less; and investors, who want 
to get paid the most. No one is completely 
satisfied right now, but Convoy says tech-
nology can solve everybody’s needs by 
wringing inefficiencies out of the market.

Part of the original mission was to 
eliminate long return drives without a 
load. An automated service the company 
introduced three months ago bundles 
multiple loads and is now available for 
the majority of trips in Atlanta and Los 
Angeles. The app has since added other 
data to improve transactions and waste 
less driver time, including grading ship-
pers based on how quickly they load a 

(NAVIGATE – continued on page 18)
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American Airlines Cargo undergoes 
major modernization upgrade

American Airlines Cargo recently 
launched the first phase of its single larg-
est investment to-date with the roll out 
of a new cargo end-to-end management 
system on October 1.

The overhaul replaces the major-
ity of the organization’s legacy tech-
nology, narrowing 90 systems down to 
less than 10. Not only do the new tools 
bring an upgraded customer experi-
ence, the evolution of the investment is 
part of a broader initiative to modernize 
the entire business.

The technology transition impacts 
more than 8,000 team members in cargo 
and airport operations, and more than 
30,000 customers. A team of more than 
700 people across 300 locations globally 
and more than 150 business, technology, 
and vendor partners at the airline’s new 
headquarters in Ft. Worth, TX supported 
the implementation process.

Jessica Tyler, Vice President Strategy 
and Development for American Airlines 
Cargo, has led the technology initiative 
since its genesis nearly three years ago. 
From the start, her team has been united 
in the belief that a people-first philosophy 
is necessary for this kind of transforma-
tion to succeed and move the business 
into the future.

“The technology changes are com-
plex and massive, but the work to sup-
port people through this kind of journey 
is just as complex and has been a prior-
ity for us. While standing up the new 
system has been a huge accomplishment, 
I’m most proud of our people. Even with 
the challenges of a project this size, we 
continue to have a ‘bring it on’ attitude 
and remain focused on moving forward. 
The way the team cares for one another 
is what makes us uniquely ready for 
change,” said Tyler.

“As our team continues to evolve 
through digital enhancements and invest-
ments in technology, we want to lead the 
effort to challenge and change the way 
players in the industry interact and col-
laborate – that’s exciting work to be a 
part of.”

The new system is powered by the 
iCargo platform and implemented in 
partnership with IBS Software. The plat-
form has a host of modern technology 
components, driving transformation in 
Sales, Operations, Customer Experience, 
and Accounting, allowing for more effi-
cient online channels, better tracking, 
greater efficiency in warehouses, and a 
robust back-end system that will further 
strengthen both the customer and team 
member experience.

IBS Software has a proven track-
record and breadth of experience running 
complex transformations for similar carri-
ers. The transition to iCargo provides the 
foundation for a host of innovations and 
initiatives expected to be rolled out in in 
the next 12 months and beyond.

“The scale and size of the American 
Airlines Cargo enterprise challenged 
us to dig deep into our experience and 
skills to lead this implementation, said 
Philip Scaria, Program Manager for IBS 
Software and lead of the modernization 
effort. “The commitment of team mem-
bers across the globe and their willing-
ness to embrace change has made all 
the difference.”

In addition to leading Cargo’s mod-
ernization efforts, Tyler also heads the 
product innovation and alliances teams. 
Her organization focuses on the future 
outlook – specifically how Cargo plans 
and invests in the right technologies, 
products, partnerships and ways of doing 
business to best serve customers.

Worldwide Flight Services is first major 
air cargo company to use BioNatur 
Plastic line of sustainable products

Worldwide Flight Services (WFS) is 
the first major air cargo industry company 
to begin converting the majority of plastic 
products used in its cargo handling opera-
tions over to the BioNatur™ Plastics line 
of sustainable products manufactured by 
M&G Packaging.

BioNatur™ Plastic is a growing line 
of biodegradable plastic products manu-
factured with proprietary formulations 
that make them the most sustainable plas-
tic options available. Investing in the new 
products is part of WFS’ global sustain-
ability program.

“Worldwide Flight Services is excited 
to be the first major customer of these envi-
ronmentally-friendly products in the air 
cargo industry,” said Mike Simpson, WFS 
Executive Vice President for the Americas. 
“WFS uses the equivalent of more than 27 
million plastic water bottles a year in pro-
tective plastic sheeting and wrap so with 
this commitment we can make a signifi-
cant contribution to the environment. We 
are thrilled to finally have a product that 
ensures this plastic will not languish in a 
landfill for decades.”

BioNatur™ Plastic is manufactured 
with a blend of resins including tradi-
tional LDPE and a propriety, natural, 
plant-based biopolymer.

The resulting blends are biodegrad-
able in a landfill environment and signif-
icantly reduce fossil fuel-based plastic 
usage and greenhouse gas generation. 
Performance testing demonstrated the 
BioNatur™ product to have a long shelf 
life with higher strength and puncture-
resistance than polyethyleneplastic 
alone. This proprietary blend also uses 
significantly less oil-based resin than 
current plastic products, using less mate-
rial overall while maintaining or improv-
ing performance.

“M&G Packaging has always been a 
leader in developing ‘green’ products that 
the air cargo industry needs,” said M&G 
president Charles Rick. “We’re proud to be 
the supplier chosen by WFS to help further 
its sustainability program. It is taking the 
lead on this initiative to reduce the envi-
ronmental impact of plastic waste.”

WFS is the world’s largest air cargo 
handler and one of the leading providers 
of ground handling and technical services, 
serving more than 270 airlines at 180 major 
airports in 22 countries on five continents.

With facilities all over the world, 
M&G Packaging has been serving the air-
freight community for over 60 years with 
a complete line of packaging, shipping 
and TSA screening supplies. 
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Supply chain collaboration critical, 
conference-goers told in Charleston

By Paul Scott Abbott, AJOT

People-focused collaboration has never been 
more important to the supply chain than it is today, 
according to speakers at the 46th annual South 
Carolina International Trade Conference.

As challenging uncertainties – includ-
ing those related to the impending low-sul-
phur fuel mandate for ocean carriers – pose 
concerns, working together is essential to 
sustained efficient, cost-effective move-
ment of cargos. Such was a recurring 
theme at the conference, held Oct. 21-23 
in Charleston, South Carolina.

Executives from four ocean carriers said ben-
eficial cargo owners must be prepared to share the 
burden of the IMO 2020 cleaner-burning fuel man-
date, which goes into effect Jan. 1.

Responding to a preceding Oct. 22 session in 
which BCO representatives expressed anxiety [see 
“Shippers seeking better service, 
simpler low-sulphur fuel cost-
ing,” page 21, Oct. 28 AJOT], par-
ticipants in the ocean carrier panel 
discussion said shippers will have 
to soak up a large part of the esti-
mated $11 billion cost associated 
with the cleaner bunker fuel rule.

“This is a great case of col-
laboration,” Stuart Sandlin, senior 
vice president of Hapag-Lloyd AG, 
said of the passing along of costs 
through fuel recovery charges.

“I don’t think there’s any way 
our industry can absorb $11 bil-
lion,” said Sandlin, citing a figure 
posited earlier in the morning 
by Philip Damas, head of supply 
chain advisers at London-based 
Drewry Shipping Consultants.

Tim Walsh, vice president of sales and market-
ing for Ocean Network Express (ONE), said that 
if ocean carriers are unable to pass along between 
60 percent and 80 percent of the fuel-related cost 
increase – as suggested by Damas – customers 
“will not be happy” with the service container lines 
are able to furnish.

Jeroen Brenters, South Branch vice president 

of ZIM American Integrated Shipping Services Co. 
LLC, said last year’s dissolution of the Transpacific 
Stabilization Agreement has left carriers without a 

discussion forum for advancing a standard 
approach to the fuel cost.

Brenters added that mandatory slow-
steaming of containerships as a means to 
reduce fuel consumption “would pose a tre-
mendous challenge to schedule integrity.”

ONE’s Walsh said “it has to be bewil-
dering” to shippers that a dozen or more 
different approaches to fuel cost recovery 

have been offered by carriers.
Of the low-sulphur-related cost, whether $11 

billion or even a much lower figure of $3 billion, as 
some have quoted, Walsh said, “We can’t do either 
of those numbers and continue to serve our custom-
ers effectively.”

Maersk Line Ltd.’s regional head of sales 
for North America, Charles van der Steene, said 
Maersk anticipates introducing a new fuel recovery 
clause into spot rates beginning Dec. 1 while con-
centrating on maintaining timely service.

“The industry realizes reliability is an issue,” 
van der Steene said, adding that the ocean carrier 
industry as a whole should be able to achieve 80 

Taking part in an ocean carriers panel at the South Carolina International 
Trade Conference are, from left, Tim Walsh, vP of sales and marketing, 

ocean network express; Jeroen brenters, South branch vP, ZIm American 
Integrated Shipping Services Co. LLC; Charles van der Steene, regional 
head of sales for north America, maersk Line Ltd.; Stuart Sandlin, senior 

vP, Hapag-Lloyd AG. (Photo by Paul Scott Abbott, AJOT)

(CRITICAL – continued on page 18)

US port execs tell Propeller Club, 
trade dispute with China hurts 
imports and exports

By Stas Margaranis, AJOT

At the annual Propeller Club 
convention that took place at 
New Orleans between October 
15-17, representatives of the 
Ports of New Orleans, Virginia, 
Seattle and Tacoma, reported 
declines in business due to the 
U.S. trade dispute with China.

In 2019, the Port of Vir-
ginia lost an annual 
20,000 containers of 
wood product exports 
to China that were 
cancelled by Chinese 
buyers, according to 
Russ Held, vice presi-
dent economic devel-
opment for the Port of Virginia. 

Bobby Landry, chief com-
mercial officer, Port of New 
Orleans reported decreases in 
U.S. soybeans exports transit-
ing the Port due to reduced 
demand from China. At the 
same time the imposition of tar-
iffs on foreign steel imports by 
the Trump administration has 
reduced imported steel imports 
into the Port. The resulting 
decline in loaded containers 
filled with steel products has 
increased shipping costs for US 
agricultural exporters who must 
now pick up the backhaul cost 
of paying for empty containers, 
which used to arrive paid for 
by purchasers of imported steel 
products. The broader concern 
is whether the trade dispute 
with China will mean the per-
manent loss of soybean and 
other agricultural export mar-
kets for U.S. farmers. 

Kurt Beckett, deputy chief 
executive officer, Northwest 
Seaport Alliance (NWSA) com-
posing the ports of Seattle and 
Tacoma says the two ports have 
experienced a decline in agricul-
tural exports to China. The ports 
are facing additional problems 
because they have lost business 
to the Canadian Pacific Coast 
Port of Prince Rupert. 

The Ports of Virginia and 
New Orleans both report an 
increase in the use of contain-
ers being transported by barge 
instead of by truck, Landry 
and Held said. The service is 
still small but contributing to a 
decline in truck traffic and the 
vehicular emissions generated at 
the two ports.

The Port of Virginia has had 
a successful container on barge 
service that has been operating 
between the Ports of Norfolk 
and Richmond for 10 years, 
Held said. The service has cre-
ated new business for the Port of 
Richmond, reduced some truck 
congestion at Port of Norfolk 
terminals as well as reduced 
truck emissions.

The Port of New Orleans 
cruise ship business is growing 
and generating new income for 
the port, Landry said. Cruise ship 

business does create new chal-
lenges when ships are late and 
passengers loudly complain about 
dislocations to port officials.

2019 Floods iMPaCt 
MississiPPi river

In a separate presentation to 
the Propeller Club, Sean Duffy, 

executive director for 
the Big River Coalition 
reported that the 2019 
floods placed a major 
strain on flood control 
infrastructure on the Mis-
sissippi as well as dislo-
cations of Mississippi 

River tug and barge shipments 
including agricultural exports.

Duffy said that a major 
increase in dredging was neces-
sary to move a record amount of 
sediment from the Louisiana ship 
channel that had been generated 
by the floods. He said “Dredg-
ing companies have dredged an 
estimated 87 million cubic yards 
of sediment within the last year, 
twice the annual average.”

The result was that the Big 
River Coalition and other Loui-
siana shippers lobbied Congress 
“to double the annual appro-
priation for US Army Corps of 
Engineers (USACE) dredging in 
Louisiana to address the shoal-
ing threat. The effort was suc-
cessful and Congress allocated 
$245 million dollars for Missis-
sippi River dredging.”

$14.5 billion was allocated to 
repair the damage caused to New 
Orleans and Louisiana by Hurri-
cane Katrina in 2005. The invest-
ment improved USACE flood 
controls protecting Louisiana and 
New Orleans. The $14.5 billion is 
credited with helping New Orleans 
avoid hurricane devastation in 
2012 when storm surge defenses 
kept New Orleans safe from Hur-
ricane Isaac which drenched New 
Orleans and Louisiana with heavy 
rains and high winds.

Suzanne Van Cooten, a 
meteorologist with the National 
Oceanographic and Atmospheric 
Administration (NOAA) said 
that Hurricane Barry could 
have done serious damage to 
New Orleans. The hurricane 
was described “as an unusually 
asymmetrical tropical cyclone 
that made landfall in Louisi-
ana in July 2019, causing $600 
million in damages.” The hur-
ricane’s storm surge could have 
had a serious impact on the Mis-
sissippi River and New Orleans 
because flood waters were still 
very high. Duffy noted this is an 
unusual combination that could 
have had a devastating impact. 
Fortunately, the storm lost its 
velocity over land. Van Cooten 
said that the hurricane had trans-
formed from a tropical storm into 
a hurricane unusually quickly 
making predictions difficult.
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Charleston conference attracts more than 500 industry leaders
By Paul Scott Abbott, AJOT

For many of the more than 500 attendees of the 46th annual South Carolina Inter-
national Trade Conference, a first-day late afternoon reception on Oct. 21 provided an 
opportunity to network amidst exhibit stands at the elegant Charleston Gaillard Center in 
the city’s picturesque downtown.

Leaders of logistics providers were joined by supply chain professionals from sev-
eral beneficial cargo owners at the welcome reception for the Oct. 21-23 conference. 
Some were kind enough to stand still long enough to have their photos shot for AJOT.

For reports on conference sessions, see story on page 16 of this edition and addi-
tional coverage that appeared in the Oct. 28 edition of AJOT. (Photos by Paul Scott 
Abbott, AJOT)

(L to r) Trey Chakides – expeditors International, 
Jamie Taylor – South Carolina Ports Authority, 

Allie Gearhart – expeditors International

(L to r) Greg owen – Ability Tri-modal Transportation Services, 
Woody Arsenault – Ability Tri-modal Transportation Services, 

Debby bosselman – Acuitive Solutions, ron Sauls – Ability Tri-modal Transportation Services
(L to r) michael vaccaro – Hyundai merchant marine, Andrew Cannata – Hyundai merchant 

marine, Julianne edwards – belk Inc., Joseph vaccaro – Flexi-van Leasing Inc. 

(L to r) Josh mcGrath – Husqvarna Group, 
Will Price – Southeastern Freight Lines, Dawn michael – 
Husqvarna Group, erik Gederberg – Husqvarna Group

(L to r) rachel Cayo  – ravago Americas LLC, 
Chris messer – Hamburg Süd, Laura Lea Wilkerson – 
Hamburg Süd, Alex barrett – ravago Americas LLC

(L to r) michael Kelley – Wayfair Inc., 
Syed Khoda – orient overseas Container Line, 

Thomas Schmiemann – orient overseas Container Line

(L to r) Tom malloy – Cargomatic, 
Jay Price – Conti enterprises Inc., 

michael Wilson – Consolidated Chassis management LLC

(L to r) Philip Wolfe – Direct ChassisLink Inc., 
Jeffrey Chang – evergreen Shipping Agency (America) Corp., 
Wilson Chen – evergreen Shipping Agency (America) Corp., 

ryan Houfek – Direct ChassisLink Inc.

(L to r) Duncan Pindar– TICo/Terminal Services (Terminal 
Investment Corp.), nicholas erickson – Ports America, 

Zane Cavin – TICo/Terminal Services (Terminal Investment 
Corp.),  Andrew Cannon – TICo/Terminal Services

(L to r) Daniele Savino ben – mediterranean Shipping Co., 
Sergio Fedelini – mediterranean Shipping Co., 

Francesco Galano – mediterranean Shipping Co.

(L to r) Jeff banton – Atlantic Intermodal Services, 
Jamie Caudle – Atlantic Intermodal Services, 

Steve Chandler – roadone IntermodaLogistics
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percent schedule dependability. “The 
challenge is how we get there.”

The solution, he said, is not to simply 
increase schedule buffers but rather to 
work with shippers in looking at deploy-
ments and maximizing execution. Also 
of concern, he said, is that infrastructure 
at some ports – not Charleston – may not 
be keeping pace with the size of mega-
ships being deployed by global carrier 
alliances.

Longtime Norfolk Southern Corp. 
executive Jeff Heller said he, too, would 
like to see improvements in service pro-
vided by container lines, commenting, 
“I’m hopeful the ocean carrier industry 
gets better.”

Heller, who joined Norfolk Southern 
in 1994 after a decade and a half in the 
ocean carrier business and who currently 
serves as vice president of intermodal and 
automotive of NS, said collaborations 
with container lines, as well as ports and 
beneficial cargo owners, are imperative as 
international intermodal cargo continues 
to increasingly enter the United States via 
East Coast gateways.

“We expect to continue to see more 
East Coast growth than West Coast 
growth,” Heller said. “It will continue to 
grow at the rate capacity can be added. 
I think we’re going to have a lot more 
opportunity through the East Coast. 
We’ve just got to be ready to handle it.”

Heller cited the NS partnership with 
the South Carolina Ports Authority in 
consistent volume growth at Inland Port 
Greer as “a fantastic example of where 
railroads and ports work together.” NS is 
now initiating linehaul service between 
the Port of Charleston and the Greer 
facility, which opened in 2013 along 
Interstate 85, about 220 miles northwest 

of Charleston.
NS also is a few months into roll-

out of its precision scheduled railroad-
ing operating plan, a development which 
Heller freely conceded can be disruptive, 
so he has been meeting regularly with 
intermodal customers to ensure a smooth 
transition.

Heller said he has operational discus-
sions with top SCPA executives on a daily 
basis, and he looks forward to realization 
of plans for putting an on-dock intermo-
dal container transfer facility into opera-
tion at the Port of Charleston, as the ICTF 
would furnish efficiencies by removing 
the need for trucks to dray containers to 
a railhead.

Above all, Heller said, personal rela-
tionships are the keys to prolonged supply 
chain successes.

“I still think this is a people busi-
ness,” he said.

Such a view is shared by longtime 
ESPN college basketball analyst Dick 
Vitale, now 80, who has been providing 
color commentary since 1979.

(CRITICAL – continued from page 16)

Jeff Heller, vP of intermodal and automotive 
at norfolk Southern Corp., offers a 

rail perspective at the South Carolina 
International Trade Conference. (Photo by Paul 

Scott Abbott, AJOT)

College basketball color commentator Dick 
vitale, 80, provides inspiration during the 

World Trade Luncheon at the South Carolina 
International Trade Conference. (Photo by Paul 

Scott Abbott, AJOT)
In a motivational presentation at the 

conference’s World Trade Luncheon, 
Vitale encouraged audience members to 
live their business and personal lives in 
accord with his parents’ teaching: “Be 
good to people and people will be good 
to you.”

If all supply chain parties – from 
shippers to the full spectrum of logistics 
providers – can be even better at working 
unselfishly together, freight transportation 
might one day be described in the phrase 
Vitale uber-enthusiastically applies to 
great hoops plays and traditional Friday 
family dinners at Barcelona’s in Garfield, 
New Jersey: “It’s awesome baby!” See 
page 17 for South Carolina International 
Trade Conference reception photos.

shipment. Companies with slow loading 
docks pay a premium because fewer driv-
ers want the job, Lewis says.

As for someday turning a profit, 
Lewis says the business is “built to reach 
better-than-industry economics on each 
market we enter.” Working in Convoy’s 
favor, he says, is that freight brokerage 
has a long tradition of generating profits.

The goal for Convoy, in other words, 
is to out-Uber the larger, more established 
trucking companies—as well as Uber 
itself. Last month, Uber said it would 
spend $2 billion to expand freight opera-

tions in Chicago.
Convoy’s newly expanded auction 

system, called Direct to Shipper, is part of 
that strategy. In the past, Convoy showed 
drivers a limited number of jobs, only the 
ones the company thinks it could fulfill. 
With the new service, Convoy will list 
every single load and allow drivers to 
bid on each one. If it works as intended, 
drivers should be able to line up more 
jobs on routes they want and at rates they 
like, meaning less empty time and more 
money, says Ziad Ismail, the chief prod-
uct officer at Convoy. It’s more EBay than 
Uber and could increase options for driv-
ers by a factor of 10, he says.

In a less optimistic scenario, pitting 
drivers against one another to offer the 
lowest rate could end up further depress-
ing prices. Echoing a mantra in Silicon 
Valley, Ismail suggests truckers could 
make up for an earnings shortfall in 
volume. “Drivers are trying to fill up their 
schedule,” he says. “If we can 10X the 
number of shipments they have available 
to them, the likelihood they can find a 
shipment that is closer to them or has less 
waiting time increases exponentially.” 

For shippers, especially smaller ones, 
Convoy has saved them a lot of money, 
while giving them the sort of attention 
other companies can’t afford to provide. 
Waiakea Springs, a Hawaiian maker of 
bottled water, uses Convoy for three-
quarters of its shipments, from 10% 
almost two years ago. Convoy assigned 
the company a dedicated account repre-
sentative to find the best prices and ensure 
smooth service, something Uber Freight 
wouldn’t do for such a small customer, 
says Alexandra Alegria, the director of 
supply chain and logistics for Waiakea 
Springs. Convoy also agreed to help the 
water company achieve an environmental 
goal of switching to all-electric vehicles 
starting next year, by connecting them 
with green trucking companies.

(NAVIGATE – continued from page 15)
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