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FORWARDERS have reported
rates out of China of below
US$3,000 per 40ft, with
Asia-Europe and transpacific
spot rates set to drop to less
than pre-pandemic levels before
the year is out.
And the news only gets worse
for carriers, as operating costs
look like forcing the more
exposed lines back into the red
in the first quarter of 2023, while
the idle containership fleet
passes the one million teu
capacity milestone.
Vespucci Maritime CEO Lars
Jensen said given the extremely
weak demand, the sharp decline
in spot rates was “inevitable”,
although he added that after
rates had bottomed out, there
could be a bounce-back in
demand, which would support a
09:49:16
freight rate recovery.

Maersk and ONE are among
carriers reporting a material
weakness in liftings, with Maersk
down 7.6 percent and
ONE down 9
percent in the third
quarter, compared
with the previous
year.
Such has been the
decline, spot market
indices have been
unable to keep pace
with the heavy
discounting on
exports from China,
with Drewry’s North
Europe component
having lost a third
since September,
and forwarders
claiming quotes of
below $3,000 per 40ft.
“I can’t believe anybody is

moving their boxes under
contract at the moment,” said a
UK-based NVOCC. “We are
receiving silly offers
from Chinese
forwarders almost
daily, with those
rates apparently
valid with all the
main carriers.”
However, there
have been signs that
rates on some trades
may be bottoming
out, with Xeneta’s
XSI reading flat for
the first week of
November at $2,087
per 40ft on Asia-US
West Coast, while
the latest Freightos
report suggests ocean
rates out of Asia were stable.
Freightos added: “This

"I can’t
believe
anybody
is moving
their boxes
under
contract
at the
moment"

suggests the sharp drop-off that
began this summer may be
levelling out as capacity is
removed to meet falling
demand.”
According to Alphaliner, which
counts a ship as “inactive” after
being idle for 14 days or more, by
24 October the number of
inactive containerships either in
drydock or seeking employment
had reached 284, for a capacity of
1.2 million teu, representing 4.6
percent of the global cellular fleet.
The speed of the decline in
Chinese exports has made
reactive blanking strategies of
carriers ineffective at halting
price erosion, with suggestions
that more radical capacity
reduction plans will be necessary
to avoid a collapse in contract
rates.
Continued on page 3
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Forwarder fury over congestion
at Canada’s rail yards

CANADIAN forwarders are
urging government
intervention to address
congestion at rail yards.
Problems have been most
pronounced at rail hubs
around Toronto and
Montreal, with one
forwarder describing the
situation at the latter as “still
bad to very bad”.
Operations in Toronto are
faring even worse, with
truckers in some instances
waiting nine hours.
Now, forwarders are
looking to the
authorities for a
fix, with the
Canadian
International
Freight
Forwarders
Association
(CIFFA) asking
transport and
border agencies
to intervene.
According to
CIFFA, the
inland situation
was exacerbated
by government
efforts to
alleviate
congestion at
west coast
container
gateways (notably
Vancouver), which only
served to push the problem
to inland rail facilities already
struggling to manage
volumes.
Trucking interest groups
have also called for
government intervention, as

supply chain issues find
themselves occurring more
readily amidst worsening
winter weather.
“Trucking companies have
no choice but to pass on
increased operating costs
and often have to refuse
container haulage because
their equipment is tied up at
terminals,” said one
forwarder.
“Forwarders often get
stuck between clients
refusing to pay charges
beyond their control; there
are horror stories
of uncollectable
charges,
exceeding
C$100,000
(US$73,484).”
CIFFA said:
“Recent
decisions by
government to
clear the
backlog at the
Pacific gateway
only resulted in
a worsening
situation.
Without
foresight,
decisions were
made, not to
work on a
solution to the
problem, but to shift
the burden inland.”
According to one
forwarder, Canadian Pacific
has initiated an embargo for
containers from the west
coast to Montreal for most
of the last week of
November.

"Recent
decisions by
government
to clear the
backlog at
the Pacific
gateway
only
resulted in
a worsening
situation"

Canadian National (CN)
set up relief container yards
around Toronto and
Montreal in August, pledging
to move boxes as close as
possible to their destinations
and charged customers
shuttle fees ranging from
C$300 to $550.
After congestion disrupted
intermodal flows to Canada’s
larger markets throughout
the summer, some industry
executives predicted an
autumn improvement.
But this failed to
materialise and, despite a
decline in waterborne
imports from Asia, shows
little sign of doing so in the
immediate term.
A report on supply chain
problems released in early
October by Transport
Canada, included a range of
suggested policies for
addressing the problems.
Suggested solutions
included addressing the
labour shortage to supply
chain data flow and
digitisation and the
proposed creation of a
supply chain office to
concentrate Ottawa’s
approach to transport issues.
Industry bodies welcomed

continued from page 1

Call to adopt "winter programmes"
It is understood that the partners in the
three east-west alliances are calling for their
networks to adopt “winter programmes” until
mid-January, ahead of the Chinese New Year
holiday.
“Nobody wants to be the first to cut out a
loop and potentially lose market share,” one
carrier contact said. “There are hawks that
want radical action and doves that want to
carry on blanking, but everybody is suffering,
that’s for sure, and getting concerned about
next year.”
This comes in strong contrast to the
February peak, when carriers squeezed the
charter market dry in pursuit of every

serviceable vessel. Then, the consultant
recorded 154 ships, for a capacity of 442,000
teu as inactive, many in drydock, representing
just 1.8 percent of the global fleet.
“Weakening cargo demand and declining
freight rates have prompted carriers to cull
some sailings and even temporarily suspend
a number of services on major east-west
tradelanes,” said Alphaliner.
Imports at the US ports of Long Beach and
Los Angeles are substantially down after
withdrawal of transpacific ad-hoc and
newbie services, with volumes hovering
around 75 percent of where they were a year
ago.

the recommendations, but
companies also argue that
there is a need for immediate
measures to deal with
current issues.
Frustrations over a lack of
improvement in supply chain
flows have only been
compounded by storage
charges levied by the rail
companies, particularly given
their recent profits – CN
reported a 44 percent surge
in operating profit over the
third quarter.
Despite these strong
numbers, forwarders claimed
that the rail companies have
shown no leniency on
charges, leaving many
scrambling for solutions that
appear distant in coming.

3

Watch your back on
green legal issues,
warning
LAWYERS are warning freight companies to pay closer
attention to ‘domestic climate litigation’, amid a series of
cases that found firms liable for policy breaches along
supply chains.
Stephenson Harwood partner Haris Zografakis said
environmental policy would “ultimately be driven in the
courts”, as opposed to through government policy, with
some 2,000 climate-related cases being heard around the
globe.
Catherine Higham, from the London School of Economics’
Grantham Research Institute, looked at all the industries
involved in corporate climate litigation in the past year.
She said: “We found that while energy is still about half of
the cases, we’re starting to see transport finance, food and
agriculture, plastics and many different industries being
implicated. And that’s something we think will continue.”
She said of concern to transport companies is a growing
number of “value chain litigations”, where litigants hold
companies responsible for action further up the value chain.
The researcher cited a case where a supermarket was held
responsible for checking whether a supplier of beef was
responsible for Amazonian deforestation, and added that
creativity of litigants had seen them use consumer laws to
prevent companies greenwashing.
Higham warned that climate activists and NGOs need not
win their cases to make an impact, noting that the
reputational damage to a company can be significant.
Following the increased exposure of supply chains and
transport in the wake of the pandemic, combined with the
intensification to decarbonise, Higham said she expected
the level of litigation faced by the industry would only
increase.
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Airfreight load factors still falling

FORWARDERS are
expecting only a modest
uptick in the
fourth quarter
for Asia Pacific,
after airlines
recorded a
double-digit
drop in
September
cargo volumes.
The
Association of
Asia Pacific
Airlines (AAPA)
reported a 10.4
percent year-onyear fall in
international air
cargo demand
during September, measured

in freight tonne km (FTK),
against a 5.9 percent
expansion in
cargo capacity.
This left the
average load
factor down
11.4 percentage
points, at 64
percent.
The AAPA
said continuing
pressure, linked
to depressed
business and
consumer
confidence
levels, had been
hampering cargo
markets, with
director general Subhas

"Overall,
the region’s
airlines
continue
to face a
challenging
operating
environment"

Menon claiming the outlook
remained “subdued,” in the
near term.
“Overall, the region’s
airlines continue to face a
challenging operating
environment, with costs
under pressure as a result of
high fuel prices and weak
local currencies,” Menon
added.
Even so, one multinational
forwarder pointed to
airfreight rates in Asia having
experienced a “short-lived
price increase in the first half
of October”, due to cancelled
flights from China during
Golden Week and high
demand for e-commerce
cargo.

In an October update, it
noted: “With a reduction in
shipment volume in the
South-east Asia market,
airlines are now willing to
negotiate prices on highquantity shipments and offer
special ad-hoc rates for
some outbound shipments
from countries such as
Indonesia and Thailand.”
Looking to the US, where
it said volumes continued to
show a “weak trend, with no
signs of a peak season spike”,
it suggested “sufficiently
low” inventories bumped
alongside a sudden surge in
consumer demand, a “late
season spike” could still be
on the cards – even if

current rates and volumes
were continuing to drop.
Taking a similarly cautious
outlook, Scan Global
Logistics claimed the
“sudden slump in demand”
had left air cargo carriers “in
limbo”.
It explained: “With many
companies applying a strict
cost focus amid rising
inflation levels, airfreight
– being the most expensive
transport mode – has taken
its fair share of the brunt
caused by fading demand.”
Indeed, high inventory
levels have led to reduced
volumes, primarily impacting

the “blockbuster” trades
from Asia to Europe and Asia
to US, SGL noted.
But it added that the Asia
Pacific to Australia trade had
been one exception to the
general doom and gloom
outlook. This sunnier
perspective it put down to
pressure on capacity on this
trade having remained
higher than in other markets.
“With this said,
expectation remains that the
traditional Q4 peak season
will not materialise and, if it
did, there would only be a
modest increase in volumes,”
the forwarder said.

Zero-Covid dragging
down Chinese
productivity
CHINESE manufacturing continues to deteriorate – output
dipped for the third successive month as the government’s
zero-Covid policy generated further logistics disruption and
downturns in shipping volumes.
Caixin’s China General Manufacturing Purchasing
Managers Index (PMI) failed to climb above 50 for October,
coming in at 49.2, indicating a contraction in activity.
Senior economist at Caixin Insight Group Wang Zhe
pointed to repeated Covid-19 outbreaks and further
tightening of prevention and containment measures.
Zhe noted: “Both output and new orders saw further
declines, though at a slower pace, as Covid controls dragged
down business activity and consumer demand. Overseas
demand also continued to weaken, albeit again at a slower
pace.”
Compounding issues for the Asian powerhouse was the
news that delivery performance also reported its fourth
consecutive downturn, as companies surveyed by Caixin
pointed to “limited production capacity at vendors, which
led to delays”.
Apple supplier Foxconn, based at Zhengzhou’s “iPhone
City”, is among the companies being pummelled by the zeroCovid policy. Many of its 200,000 employees have fled to
their home towns to escape the “inhumane closed loop”
restrictions.
Data from FourKites has also blamed 15-percent,
21-percent, and 29-percent volume drops at the ports of
Shanghai, Shenzhen and Ningbo-Zhoushan, respectively, on
continuing lockdowns.
“FourKites has also seen the volume of shipments
travelling from China to the US take a dip over the past
month, as delays [in China] continue to climb,” it said. “As of
21 October, the overall 14-day average shipment volume
for shipments travelling on this lane is down 17 percent
from the beginning of the month.”
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Russia-India trade boom,
but truck ban backfires
SURGING trade between
Russia and India has brought
a new rail service, but efforts
to penalise European
hauliers for western
sanctions have, seemingly,
backfired.
Russian Railways
subsidiary RZD
Logistics
launched a
monthly
container rail
service linking
Chekhov to
Iran’s busiest
port, Bandar
Abbas, via
Kazakhstan and
Turkmenistan,
before
containers are loaded onto
ships for India’s west coast
gateway, Nhava Sheva
(JNPT).
The launch is part of a
move between strategic
partners to work around
supply chain challenges that
have arisen from western
sanctions on Russia, and the
service will shave some five
days off traditional shipping.
RZD said: “On the way
back, the train will be loaded
with products for the
Russian market.”
Between April and August,
bilateral trade between India
and Russia hit a new high, up
$5.1 billion to $18.2 billion,
against the whole of fiscal
year 2021-22, as Russia
became India’s seventhlargest trading partner.

Unsurprisingly, this spike
in trade has led to a variety
of regulatory and practical
efforts to reduce supply
chain impediments, with the
Reserve Bank of India
implementing guidelines to
help exporters settle
shipments in
rupees, instead
of US dollars,
which had run
into sanctionsrelated
bottlenecks.
A
representative
of an exporting
group in
Mumbai told
Voice of the
Independent: “We are now
expecting a government
notification allowing
exporters to claim
incentives/duty rebates for
rupee-denominated orders,
as they are generally
available for dollar
transactions. We believe the
necessary approvals are in
the final stages.”
The Federation of Indian
Export Organisations (FIEO)
has also been pressing
government leaders to
extend the alternative
currency method beyond
Russian markets.
“While the Russia-Ukraine
war is a setback to our
exports in the short run, we
are looking to increase our
exports to Russia once the
rupee payment mechanism

"We
believe the
necessary
approvals
are in the
final stages"

US splashes more cash to
improve port facilities
THE US government has ploughed a further US$703m into
efforts to shore-up the country’s supply chains, with much
of the money bound for port and infrastructure
improvements.
This latest injection of cash is the third round of funding
President Biden has sought in his drive “for more resilient
domestic supply chains”, with the Port Infrastructure
Development Program releasing $450 million, a further
$234 million coming from the Consolidated Appropriations
Act and some $19 million that was left over from the 2021
funding round.
Secretary of transportation Pete Buttigieg said: “This year
we’re awarding record levels of funding to improve our port
infrastructure, strengthen our supply chains and help cut
costs for American families.”
Planned projects that will benefit from the funding
include the $23.5 million Jaxport Express development,
which will see the installation of electrified refrigerated
container stacks, hybrid rubber-tyred gantry cranes, electric
forklifts, 15 fast-charging points and tier-4 diesel
reachstackers.
At Long Beach, $30.1 million has been allocated for
electrification of yard handling equipment, including 60
tractors, and charging infrastructure, while Oakland’s Outer
Harbor Terminal Redevelopment Project will receive an
$36.6 million for an off-dock container storage facility.
Maritime administrator Ann Phillips described President
Biden’s commitment to modernising transport infrastructure
as an “unprecedented investment in all segments of our port
infrastructure, to enable us to move goods more quickly,
strengthen supply chain resiliency and reduce the climate
impacts of port operations”.

gets operationalised,” said
FIEO.
In addition, customs
authorities at Nhava Sheva
also recently trialled truck
movements to Iran with
Russia-bound cargo under
the TIR initiative, which
makes transporting goods
across multiple borders
seamless.
However, Russia may be
witnessing buoyancy on its
India-related trade, but its
attempts to penalise EU
hauliers for the western
sanctions regime have

seemingly backfired.
The country’s government
announced in June it would
impose a ban on European
hauliers – a move described
by sources as “tit for tat”
– that had been transiting
goods not prohibited by EU
sanctions through Russia to
the Caucasus.
But after taking four
months to push the ban into
law, it appears the
legislation’s targets managed
to find alternative routes.
An industry source said:
“Cross-border EU-Eurasia

trade trickled to nothing very
quickly after European
sanctions came in.
“The ban felt very much
like a tit-for-tat decision, but
we think part of the
reasoning was also to allow
Russian operators to take up
the slack and stop them
going out of business.”

Although seen by many as
a response to EU sanctions,
reports suggest the decision
was also driven by a need to
find work for Russian drivers
locked out of Europe and to
address surging domestic
haulage costs – up 200 to
400 percent since the
February invasion.
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Covid: a learning curve for phar

“THE experience
gained from Covid-19 has
proved extremely useful,”
Allan Bach Christensen, MD
and partner of Denmarkheadquartered Quick Cargo
Service (QCS) tells Voice of
the Independent (VOTI).
Christensen’s comments
came in response to a query
on whether the intense
focus on getting vaccines
into as many arms as
possible had hindered other

ALLAN BACH
CHRISTENSEN
Quick Cargo Service

elements of the pharma
supply chain.
For Christensen, the belief
is “not really”, instead, he and
others, including AirCargo.
NL sales manager Donny
Hamelink and AGL Cargo
director of institutional
relations Jackson Campos,
feel the pharma chains
coped “fairly well” with the
stresses and strains of the
pandemic – or, at least, the
pandemic did not add
further pressures.
Campos tells VOT: “During
the transport of Covid-19
vaccines all our regular
pharma business activities
proceeded as normal. But,
what it did, was shine a
spotlight on certain areas
that have had problems
predating the pandemic and,
in turn, allowed us to
address them.”
One area Christensen
points to is the continuing
reality that supply chains

only remain “as strong as
their weakest link”. He
considers IATA’s CEIV
certification process a “really
great development,” noting
that it has been picked up by
many airlines and handling
agents – sources
having
repeatedly told
VOTI over the
years that when
it comes to
pharmaceuticals,
it has been
issues with
handling agents’
training and
skillsets that
have tended to
cause the
biggest
problems,
including spoilage of
substantive quantities of
pharma products left to
overheat on the tarmac.
“Again, the supply chain is
only as good as the weakest

link, and there is not much
IATA CEIV can do, which is
not covered by other
certification processes like
EU GDP,” says Christensen.
“And as long as parts of the
supply chain are not similarly
validated and no
cross-reference
is in place, how
is the complete
supply chain
validated?”
The pandemic
may have shone
a light on these
areas, but it
seems there is
work still to be
done. And while
the vaccine may
have receded in
predominance, as
far as pharma logistics is
concerned, Christensen
notes that there are
developments of more
advanced Covid vaccines
ongoing and, thus there is a
series of large global clinical
trials under way that also
require efficient logistical
support.
“The pandemic has shown
the global need for pharma
logistics,” continues
Christensen. “But, more
importantly, the need for
fast and efficient
development, production,
and distribution. And the
regional differences on
reactions to disease and
vaccines have shown the
importance of substantial
trials on a global level. The
experience gained from
Covid is useful for other
developments as well.”
Manager global cool chain
solutions, commercial
division, and GDP pharma
manager at Etihad Cargo
Fabrice Panza says the team
had seen processes improve,
noting that the industry as a
whole “learned a great many
lessons” during the
pandemic. Specifically, Panza
notes that the importance of
collaborative working and
transparency became much
more apparent than ever

"The
pandemic
has shown
the global
need for
pharma
logistics"

FABRICE PANZA
Etihad Cargo

before.
“Addressing the most
critical issues in the pharma
supply chain and improving
processes is precisely why
Etihad Cargo participated in
the second edition of the
International Pharma
Logistics Masterclass,” Panza
tells VOTI. “The masterclass
brought together academics,
pharmaceuticals
manufacturers and business
logistics stakeholders from
around the world and
encouraged cross-industry
collaboration and
knowledge-sharing to help
address the challenges faced
by the pharma supply chain.”

More than training
Campos points to IATA when
discussing training and says
that the international
aviation body has taken a
stance on this, but he
believes that being ready to
handle pharma logistics is
not just something that can
be taught.
“It requires more than
‘training’. Yes, the training
IATA offers, its initiatives, are
beneficial, but they need to
be seen as a roadmap,
forwarders need to pave the
way”.
Campos’s view is that it is
a mix of training and
real-world experience that
provides effective means of
distributing pharmaceuticals.
Indeed, he shares the view of
others that what is needed
most of all is an ability to be
adaptive – and in fairly short
time frames too.
To achieve this, particularly
as a small or medium-sized
forwarder, resources must
be put in to observing the
market at the local level.
Knowing what is on offer but
also what is being developed
can play a big role in making
or breaking SME forwarders.
“The SMEs in the
forwarding industry must
keep a close eye on local
opportunities and boutique
transportation,” he
continues. “Modal shifts with
qualification support and
product registration may be
a plus for the new entrants
in pharma logistics, as
several industries look for
transport by sea of products
currently handled by air.
Being capable of spotting
this and acting on it is
something we value highly in
our staff.”
Panza says ensuring the
right expertise and training
in the field is an area that will
continue to require

investment and is something
that all those acting in the
pharma logistics sector must
make a priority.
“We invest extensively in
training, as highly trained
staff are essential to
maintaining quality
throughout the
pharmaceuticals’ entire
journey,” Panza continues.
“We continuously manage
and monitor this training to
ensure every stakeholder
involved in the handling of
pharmaceutical cargo,
ensuring ongoing awareness
and communication. This is
the only way we will be able
to keep up with the evolving
pharmaceuticals sector and
its requirements.
“To enhance expertise and
encourage the meaningful
sharing of knowledge, we
partnered with Pharma.Aero,
the University of Antwerp
and Khalifa University to
host the Middle East’s first
International Pharma
Logistics Masterclass.
Additionally, following the
signing of an MOU with the
Belgian community, Etihad
Cargo remains committed to
sharing and continuously
improving knowledge and
training in the
pharmaceuticals logistics
sector.”
Panza considers the
foreseeable future of the
pharmaceutical sector as one
that will increasingly feature
more personalised
medication and treatment,
including cell and gene
therapy. With these new
treatments will come specific
packaging and transport
conditions, so the entire
supply chain will need to be
adaptable and proactive.
Such treatments will also
bring new urgency and
unpredictability, which, he
says, means carriers will
need to adapt to seamlessly
combine traditional pharma
shipping with express
shipping.
“Etihad Cargo is well
positioned to meet the
needs of these new types of
therapies and is exploring
the use of artificial
intelligence to improve
forecasting and automation
to enhance our current
capacity and capabilities to
support the sector’s growth,”
he continues. “We are
investing in our CEIV
pharma-certified PharmaLife
product, introducing
enhanced features and
solutions to ensure we can
anticipate and adapt to
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Pharmaceutical Logistics

rma supply chains

future trends and
requirements.”
The bigger issue
Addressing challenges within
supply chains is becoming a
much bigger issue for the
pharma industry, with
reports suggesting that it
loses as much as $35 billion
a year from problems such as
missed handoffs, product
spoilage, re-testing, and
compliance issues.
Mahesh Verina, CEO of
supply chain insights and
intelligence software
ParkourSC, says new
technologies for supply chain
visibility and control could
help to mitigate cold chain
losses.
“One of the key historic
challenges in pharmaceutical
cold chains has been a lack
of information needed to
make the right decisions
across the entire journey of
drugs and therapeutics, from
development to patient,” he
says. “This shortfall of insight
into why excursions occur,
and the inability to prevent
them, can lead to any
number of problems,
including poor planning,
inaccurate predictions and
delayed decision-making.”
Verina claims that, by
harnessing a constant flow
of data from all links in the
supply chain, companies can
constantly realign data
between planning and
real-time operations. This
enables them to exercise
stronger quality control and
allows faster resolution of
issues. To ensure data is
collected, analysed and
shared more efficiently,
Etihad Cargo has launched
initiatives that Panza claims
have “brought much-needed
transparency, traceability
and trackability to the
sector”.
The HOPE Consortium, a
public-private partnership
comprising the Department
of Health - Abu Dhabi, Abu
Dhabi Ports, Etihad Cargo,
Rafed, Maqta Gateway and

Gateway Access Point
concept to store, prep and
deliver vaccines directly to
vaccination centres around
Uruguay, shortening lead
times. Montevideo had
established itself some time
ago as a LatAm gateway for
healthcare and pharma
traffic, having been an early
participant both in the CEIV
pharma validation scheme
and the Pharma.aero
initiative, but its role in
vaccine distribution raised
its stature. UK-based
GlaxoSmithKline moved in
this year and others have
been in talks with LACC
about setting up shop at the
airport to use its free zone
for distribution activities.
This, a spokesperson for the
airport says, is envisaged not
just as a route to the
domestic market but to the
wider South American
markets.
Abu Dhabi International
Airport is also getting a new
3,000-sq metre cool chain
facility that will
expand its
pharmaceutical
handling and
storage
substantially.
The Etihad
Cargo centre
comprises the
“latest
technology” and
features,
including bulk
loading docks
with levellers,
high-speed
roll-up shutters,
insulation and a
real-time
temperature
monitoring
system, will
enable faster and
more efficient
loading with
stricter temperature
controls, increased storage
space, additional build-up
and breakdown zones for
improved production
workflows and upgraded
cool chain facilities for
Etihad Cargo's PharmaLife
handling and storage
operations.
The new facility will also
feature new x-ray screening
within a fully temperaturecontrolled environment, and
is intended as part of the
carrier’s wider support for
the growing global demand
for healthcare and life
sciences, with Panza noting
that the investment also
forms a part of its support
for Abu Dhabi’s vision of

"the training
IATA
offers, its
initiatives,
are
beneficial,
but they
need to be
seen as a
roadmap,
forwarders
need to pave
the way"

Expanded facilities
Some gateways also
burnished their credentials
as pharma hubs during the
pandemic and have looked
to expand their facilities and
build on improved
reputations. Abu Dhabi and
Montevideo Carrasco
International Airport are two
that have announced plans
to ramp up their
pharmaceuticals handling
capability. The latter’s Latin
America Cargo City (LACC)
will see the airport’s third
pharma facility come online,
slated for Q1 2023, with the
addition of some 500 pallet
positions.
LACC adopted the

becoming a life science and
pharmaceutical hub.
“In the coming years, we
will see more presence from
all the main stakeholders in
the pharma and healthcare
ecosystem, from researchers
and manufacturers to
distributors and shippers, in
Abu Dhabi,” says Panzai.
“From our hub, life-saving
medicines and the latest
treatments can be
transported seamlessly
around the world to those
that need them the most.
Following the launch of this
new cool chain facility,
Etihad Cargo will have
capability to accommodate
an additional 50,000 tonnes
of cool chain commodities,
including pharmaceuticals,

doubling our cool chain
storage, and handling
capacity.”
Alongside its new pharma
facility, the carrier also has
plans to gradually add new
features to its PharmaLife
product. Among these has
been the recent launch of its
new thermal covers for
PharmaLife products across
its top pharma origin
stations, including
Amsterdam and Paris.
Furthermore, Panza says the
provide is also available on
an “on demand” basis,
meaning the carrier’s
“customers can reach out to
our dedicated PharmaLife
team wherever they are in
the world”.
What do these new

facilities mean for SMEs and
should they be worried
about escalating costs of
doing business? Panza claims
not.
“Etihad Cargo is
committed to offering the
seamless and high-quality
transportation of
pharmaceuticals regardless
of the size of the shipment,”
he continues. “Therefore,
whether small and mediumsized forwarders are
transporting full units or
loose shipments, they can be
confident that our new
facility adheres to the same
stringent international
quality guidelines they have
come to associate with
Etihad Cargo’s PharmaLife
product.”

While waiting for

HAS THE SOLUTION
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SkyCell, was formed during
the pandemic to provide
vaccine storage and delivery
out of Abu Dhabi. And data
has proved big for its latest
successes. In partnership
with Abu Dhabi Airports
Company (ADAC), Brussels
Airport Company and
Pharma.Aero, HOPE
launched its Pharma
Corridor 2.0 between
Brussels and Abu Dhabi to
provide the highest levels of
assurance in the quality of
handling to pharmaceutical
shippers and forwarders
through the establishment
of pharma corridors
between airports with cargo
handling communities
certified under the CEIV
Pharma programme.
“In addition to the
Brussels-Abu Dhabi Pharma
Corridor 2.0, Etihad Cargo
participates in other pharma
green lanes,” continues
Panza. “A key advantage of
these green lanes is the
reduction in waiting time
through the
efficient use of
data. As a
founding
member of the
HOPE
Consortium,
Etihad Cargo
has played a
significant role
in transporting
over 260 million
vaccinations to
60 countries
and facilitating
end-to-end
vaccine delivery
with the rapid
on-ground
deployment of
medical and
logistics
experts, medical
staff, and
equipment.”
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Spotlight ON

Brandon Fried

Reasons to be cheerful in
post-pandemic airfreight
AIRPORT congestion and
confusing regulatory policies
present some of the biggest
headaches for the SME
forwarding market, executive
director of the Airforwarders
Association (AfA) Brandon
Fried tells Voice of the
Independent (VOTI).
But looking ahead, he sees
reasons to be optimistic in
the post-pandemic airfreight
sector.
Fried’s focus on
congestion and
infrastructure became
particularly pronounced
recently. With the National
Customs Brokers and
Forwarders Association of
America, the AfA made a
plea for the US government
to provide an “air cargo
support fund” to address
deteriorating domestic
infrastructure and worsening
congestion.
“Without the funds,
on-airport cargo facilities will
have insufficient capacity to
accommodate forecasted
growth,” says Fried.
“Roads leading to, from
and within airport cargo
areas will be extremely
congested, causing failing
levels of service. Carbon
emissions will increase
substantially, while cargo
throughput efficiency will
decrease, making shipping by
air slower and more
expensive for consumers.
“And, in addition, timely
shipments of time-sensitive
products including
pharmaceuticals, perishables
and urgent supply chain
parts will be threatened.”
According to the AfA, most

major gateway airports in
the US have not received
any substantial cargo-area
infrastructure investment in
over 40 years. Showing how
airports have failed to keep
up with the wider industry,
Fried points to 53ft tractor
trailers as just one example.

When many of the key US
gateways were constructed,
vehicles of such a size were
not a reality, but have
since become
commonplace.
Thus, with road
systems leading
to the cargo areas
not equipped to
handle them,
these vehicles
themselves
become a primary
cause of
congestion,
leading to
substantial wait
times to tender
and recover cargo.
“It was in
response to this
issue, that the
Airforwarders
Association
established a coalition of
organisations – including the
National Customs Brokers
and Forwarders Association
of America – to draft a white
paper describing the
congestion challenge, its
causes, and recommended
solutions,” continues Fried.
“In addition, of course,
redevelopment of these
areas will likely require
substantial funding, so we
will be engaging lawmakers
on Capitol Hill and

regulators throughout the
US on the need for these
infrastructure
improvements.”
Money has been available
since 2015 to deal with
infrastructure – lawmakers
are well aware of the
deteriorating quality of the
country’s gateways. But
Fried’s concern is that
following the pandemic –
which he says hit US airports
particularly hard,
impacting both
jobs and travel
– the focus of
airport
operators will
be in allocating
this funding
passenger,
security and
safety needs.
“Therefore,
we are urging
the
government to
inject up to
$5bn in
additional
funding, to be
contained in
an ‘airport
support fund,’ to
tackle an ‘infrastructure
crisis’ facing US air freight
facilities,” he continues.
“Insufficient airport cargo
infrastructure is a drawback
facing many gateways
worldwide.
“We also see the
significant road and maritime
port access challenges
costing forwarders and their
customers substantial sums
in truck waiting time costs,
equipment repair and overall
lost economic

"Without the
funds, onairport cargo
facilities
will have
insufficient
capacity to
accommodate
forecasted
growth"

competitiveness. So, the lack
of infrastructure is indeed a
global issue. Since we are
US-based, we’re focusing our
efforts at home, but
coalescing with many
like-minded associations
worldwide in calling
attention to the problem.”
Although infrastructure
may have predominated in
recent months, Fried says
the AfA remains committed
to safety and security in the
air cargo supply chain.
However, he believes many
of the regulations addressing
air cargo security are often
“confusing and
contradictory”.
“We continue working
with the Transport Security
Administration (TSA) and its
worldwide counterparts to
understand upcoming
pre-loading advance data
requirements and focus on
international freighter
screening, especially for
commodities that pose
inspection challenges,” Fried
says.
“While the TSA proposed
the Secure Packing Facility
concept to address these
shipments, the idea has not
attracted any significant
interest. Instead, our
organisation endorses
expanding the Certified
Cargo Standard Screening
Program (CCSSP). This
successful initiative allows
shippers, vetted, and audited
by the TSA, to screen their
cargo before shipment.
CCSSP has proven successful
and is one of the
cornerstones of US air cargo
security policy.”

As with insufficient
infrastructure, Fried says
security requirements are
often unfunded mandates
that add substantial costs to
forwarder operations. Over
the years, he notes, AfA
members have made
“significant” investments in
safety and security, adding
that they continue to do so.
Asked if there is a unifying
problem between
infrastructure and security
shortfalls, namely that there
is something of a stand-off
surrounding who pays, Fried
says the challenge is finding
a way to ensure that
government security
programmes work
harmoniously.
“If not, our unreimbursed
costs will increase,” he says.
“Currently, in the US,
forwarders were recently
burdened with a
cybersecurity coordinator
requirement, adding even
more expense that the
government mandates, but
for which we pay.”
Pointing to the continuing
threat to the aviation
industry, Fried says even
amid the difficulties in
finding a harmonious
regulatory landscape, it
remains for the forwarding
community to be constantly
vigilant in identifying threats
and adhering to government
security programmes.
In the wake of the
pandemic, there was some
uncertainty over what way
the market would turn. A

director
Airforwarders Association
prosperous two years had
led to fears of a substantive
crash. And while there has
been a recent reduction in
air cargo volumes, they
remain high – bolstered by
strong consumer and
manufacturing demand;
Fried sees these as the
“more realistic” “normalised”
levels for the market that has
become predominated by
e-commerce activity.
“E-commerce has been,
and continues to be, a bright
spot, despite some softening
consumer demand as
cost-conscious customers
revert to former buying
habits,” he adds. “While not
all forwarders deliver small
packages to homes, we see
this shift as an opportunity
for forwarders to assist in
stocking distribution centres
and retail outlets.
“Freight forwarding is like
a big bus because it can hold
many competitors,
regardless of size. For over
75 years, 3,500 forwarders
in the US and 1000,000
globally of all sizes and
market niches have
continued to thrive. The
most important lesson
learned throughout the last
two years is to remain agile,
flexible, and creative to
respond to changing market
needs.
“We are prosperous and
plan to continue our growth
for years to come.”
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Seafreight – comment by Mike Wackett

Shipper revenge:
a dish best served cold

THE tide has finally turned
– shippers are back on the
front foot in the supply
chain tug of war with ocean
carriers – but should they
now blank the miscreant
liners that treated them so
badly?
After two years of being
shunned by carriers, small
and medium-sized shippers
and NVOCCs are being
sought out, as global
demand contracts and
shipping lines struggle to fill
their ships.
There have been many
dark days and nights since
the start of the pandemic for

shippers who did not reach
the selection criteria of
carriers and saw their
network volume deals
unceremoniously ripped up.
Not only did carrier reps
stop calling on their
long-standing customers,
but shippers that were
sidelined also faced a
communication blackout of
unanswered e-mails and
unreturned telephone calls.
Moreover, carriers
avoided trade shows, leaving
frustrated and angry
shippers to exchange tales
of supply chain woe, of
rolled bookings and

Fewer freighters
flying out of
Vietnam

FREIGHTER airlines are cutting capacity from Vietnam as
dwindling demand forced rates below pre-Covid levels.
And the worsening market conditions have prompted one
start-up to suspend its application for an airline licence.
Jan Segers, general manager of Noatum Logistics Vietnam,
said: “Vietnam airfreight rates have dropped to pre-Covid
levels, and now most of the export capacity is from passenger
flights which are largely leaving empty [of passengers] and so
have plenty of room to carry cargo.”
Country manager for one multinational said key carriers,
including China Airlines, Eva Air, Korean Airlines and Qatar
Airways, had pulled capacity from the country by between 15
and 20 percent since September.
Carriers had culled freighter frequency for exports out of
both Ho Chi Minh and Hanoi in the hope of maintaining full
passenger flight belly loads.
Demand for exports such as apparel, shoes, and furniture
have dropped month by month in the second half of the year,
explained the country manager, in response to high stock
levels and inflation in the US and Europe.
“Most traditional manufacturing export orders in Vietnam
have been cut by about 30 to 50 percent, and electronics by
10 to 30 percent. Electronic goods are facing low demand as
the new Samsung and Apple model smartphones are not
selling as well as expected,” they added.
“There will not be a traditional peak season in Q4, and the
downtrend is likely to extend into Q1 2023.”
Meanwhile, IPP Air Cargo has put its plans to become
Vietnam’s first all-cargo airline on hold, blaming deteriorating
market conditions in international freight markets.
The airline, which had received its first freighter and
planned to launch in September, reportedly said it would end
the process of obtaining an airline licence because “air cargo
fares have dropped to affordable levels, for both FDI and
other firms engaging in international trade”.
IPP said it would resume its plans “when the market
stabilises”.

extortionate surcharges, and
to threaten retribution on
the gluttonous lines when
the supply chain pendulum
eventually swung back in
their favour.
The bad behaviour of
carriers was combined with
allegations of price gouging
during the supply chain
crunch, adding salt to the
wound of
shipper/carrier
relationships.
A business
colleague
advised me on
one occasion,
after a charter
counter party
had failed to
honour a
volume
commitment
and left my
company
holding an
expensive
charter party
commitment, not to get
angry, but to get even.
“Revenge is a dish best
served cold,” he said.
It turned out to be good
advice, as not pursuing an
expensive and probably
futile breach of contract
case against a large ocean
carrier allowed time for the
line’s procurement manager

to replace the aborted
contract with a more
lucrative volume deal.
Thus, “our word is our
bond” comradery was
restored after several weeks
of frosty email exchanges
and the business and
personal relationship
flourished.
It was tempting to blame
the manager for
the contract
breach, but he
was just
following orders,
it was his
seniors that had
overruled his
authority.
They had
pulled rank on
his charter
agreement with
me in order to
use another
company, giving
short shrift to
his protestations of
harming a business
relationship by welshing on
our deal.
As the liner industry races
back to normalisation,
shippers are still licking their
wounds from months of
battling to survive, while at
the same time enjoying their
new found popularity with
carriers.

should
they now
blank the
miscreant
liners that
treated
them so
badly?

Anybody notice the
number of pictures of
carrier/shipper golf society
events showing up on social
media these days?
It is quite understandable
for shippers to bear a grudge
against a shipping line for
the difficulties of the past
two years.
“I will never use that line
again,” is an oft-used remark
heard in the local watering
holes of the freight
forwarding community.
However, shippers will
find that their choice of
carrier is quite limited, and is
further restricted by the
alliance oligopoly.
It follows that, the way the
consolidated liner market is
currently stacked, shippers
will need to think twice
about excluding individual
lines from their supply chain
planning.
Furthermore, it is quite
possible that the carrier
account manager will feel

bad about how the line has
treated a good loyal
customer and will be keen to
return to a healthy exchange
with them.
Shipping is still a ‘people
business’, despite the drive
to ‘digital only’ by some, and
in this new cycle I have a
feeling that the lines with
the ‘boots on the ground’
will be the ultimate winners.
But don’t make it easy for
them – get a good deal!

MIKE WACKETT FICS
Sea Freight Consultant
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Frustration as UK traders still
struggle with new customs platform

of traders having failed to
EU traders will receive
migrate to CDS by the 30
support to offset negative
September deadline, HMRC
impacts of Brexit, but for UK
was automatically issuing
traders, disadvantages pile
extensions for the Customs
on as continuing problems
Handling Import Exporting
plague the new customs IT
Freight (CHIEF) system until
platform, CDS.
the end of October, and
A spokesperson for the
what appeared a
European
more relaxed
Shippers’
"Extensions
approach for
Council said the
those still
EU had launched
beyond 31
struggling
its Brexit
beyond.
Adjustment
October
However, one
Reserve (BAR) to
broker said:
support
have been
“This changed
“international
granted only abruptly last
entrepreneurs
as we
across the EU”
in exceptional week,
experienced a
to adapt systems
to conform with
circumstances" complete
change of
Brexit-related
attitude.
requirements for
“HMRC is now very strict
trade with the UK.
with companies wanting to
UK sources however,
use CHIEF past any already
pointed out that a “complete
agreed extension. A lot of
change of attitude” in terms
companies are getting
of the support offered by
turned down, with four of
HMRC for migrating to the
the five big forwarders
Customs Declaration Service
declined an extension.
(CDS) had left them
“One forwarder only
uncertain how goods will
wanted to use CHIEF for
move.
three percent of its entries
With significant numbers

for a two-week period. This
is a sudden shift in support
from a now seemingly
draconian HMRC.”
Such an about-turn in
support comes despite CDS
continuing to be plagued by
issues that sources have
described as “inherent” to
the system itself and not the
fault of the messaging
services traders are using to
access it.
One broker told Voice of
the Independent that there
had been issues with both
the immediate payments and
cash accounts, with CDS
automatically flipping cash
accounts to immediate
payment, leaving traders
searching for extra funds to
get shipments cleared.
“In some instances,
payment reconciliation is
taking days, and this is
resulting in goods left
languishing while they await
clearance,” said the broker.
“We’ve had clients using
cash accounts. They are
unable to get these working,
despite being authorised to
use them, which leads to

CDS automatically flipping
declarations to immediate
payment and traders
scrambling to find, in some
cases, tens of thousands of
pounds.”
BIFA issued a warning at
the end of October that
traders who had requested
the one-month extension at
the end of September should
now be fully migrated.
Some declarants had been
successful in their
applications for longer
extensions but for those
denied this additional grace
period, many were fretting
as this issue went to press
after news that CHIEF
entries, while still technically
available, would not be
accepted by HMRC.
“Extensions beyond 31

October have been granted
only in exceptional
circumstances,” said BIFA.
“Such as a software
developer not being ready
and where the applicant
provided HMRC with clear
plans to show when the
development will be
completed.
“Where extensions have
not been granted, declarants
will be expected to make all
their imports declarations on
CDS.”
The broker said that
following HMRC’s change of
attitude in the closing weeks
of October, clients who had
hoped to conduct all their
CDS declarations internally
were desperately looking for
customs brokers to take on
the work.

Some brokers have been
less than pleased with the
notion, pointing to myriad
issues with using CDS, and
adding that, with CHIEF
“effectively switched off”,
there would be little
resolution to the problems
beyond additional time being
spent on processing
declarations.
One broker said they were
expecting the first week of
November to experience a
“severe slowdown” of the
CDS system due to the
increased messaging going
through it.
Their prediction that it
would “all fall over” proved
accurate, after a major
outage on 8 November left
some customers without
access.

Latest Liverpool docker strike
postponed as a deal is struck
WORKERS at the Peel Ports-operated
Liverpool docks have postponed pending
strike action after the two sides came to a
“basic level agreement”.
The deal looks set to end the months’ long
dispute, which had led to several weeks of
industrial action.
The dispute has focused on several groups
of workers within the docks and, as this issue
went to press, details of a deal for engineers,
Terminal 2 controllers and VPS/LPS staff
remain to be ironed out.
But the major group of around 600
dockers were set to vote on an agreement
recommended by Unite union officials and
was supported by both Peel and its partner
MSC subsidiary
Terminal
Investment
Limited.
They added:
“On this basis,
Peel Ports COO
David Huck (left)
and Unite
national officer
for transport
Bobby Morton

confirmed that the strike planned for the 14
November will be postponed.”
The deal, while yet to be finalised, is
thought to give staff pay increases ranging
from nine to 18 percent according to sources.
Union officials stress there will be a deal, and
the strike has been called off, but the
concluding details must be finalised, they
added.
Over the past three months, in which the
dispute has been raging, forwarders had said
the union had “misjudged” the timing of
industrial action, with shippers largely
tolerant of the delays stemming from strikes.
But there also seemed to be strong
support for worker concern amid increasing
costs, with one forwarder noting that Peel
had been “disingenuous” with its offers to
workers.
Then claim had the port operator looked at
economic forecasts it would have wrapped
the dispute up months ago and locked-in a
new contract at then lower rates of inflation.
Nonetheless, they said, volume downturns
muted the effect of recent strikes but said a
lesson could be learned from DP World,
which seemed to have balanced profits and
worker needs.

Tighten up the rules on battery
transport as EV production grows

RISKS associated with the
transport of lithium-ion
batteries are growing and the
sector needs new regulation,
TT Club, UK P&I Club and
consultant Brookes Bell have
claimed.
The industry bodies made
the announcement in a white
paper of “calls to action” over
the tightening of battery
shipment regulation.
There’s an explicit call for
shippers to submit testing
documentation prior to
transport.
TT Club’s Mike Yarwood
noted many appliances, once
powered by conventional

replaceable batteries, now
featured rechargeable
built-in battery packs,
meaning more were being
shipped.
Peregrine Storrs-Fox, TT’s
risk management director,
said: “Recently, serious and
sometimes catastrophic
incidents involving lithiumion batteries have become
more commonplace, with
fires reported in all modes,
and in warehouses and
where consignments are at
rest.”
The paper also highlighted
several loopholes that enable
battery-powered electric

vehicles (EVs) to be treated
the same as conventional
cars when being loaded onto
ro-ro vessels.
“Because of this, carriers
do not generally have a list of
all EVs on board, or their
locations,” the report stated,
noting EVs are not required
to have external markings.
Changing this “would allow
carriers to plan stowage
locations and the monitoring
of EVs during the voyage in
greater detail, with a view to
developing early detection,
evacuation and/or
firefighting procedure”, the
report added.
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Canada set for ELD
mandate in the new year

NEARLY six years after the US implemented
a mandate for truckers to use electronic
logging devices (ELDs) to track their driving
hours, Canada is following suit at the start of
2023.
Roadblocks that derailed the original
deadline have been cleared, but some
headaches still remain.
Forwarders will have to make sure their
trucking partners comply, with cross-border
trucking one issue on the radar.
Officially, the mandate has been in effect
since June of last year, but Transport Canada
has enjoyed a one-year grace period that was
due to end on 11 June this year. This was
extended in March by the authorities until
the end of the year, owing to some problems
that had to be ironed out.
By and large, the Canadian ELD mandate
follows the regime south of the border, which
the US started in 2017. One difference is
that, in the US, ELD makers can certify their
own products, whereas Canada requires
certification by a third party.
When the mandate came into effect last
year, not a single ELD unit had been certified

in Canada.
This roadblock has since been cleared. By
the beginning of this month, 55 ELD vendors
had obtained clearance for their products,
and trials have shown no significant problems
with the implementation, Transport Canada
reported.
The other major hurdle was the absence of
officially sanctioned technology for the
secure transfer of data from truckers to
police wanting to inspect their
logs.
There were doubts that the
government’s digital Public Key
Infrastructure (PKI) technology,
which allows different devices to
interact securely and share date
using private encryption
systems, would be ready by the
end of the year.
The Private Motor Truck
Council of Canada (PMTC), an
industry interest group
representing private fleet
operators, flagged this as the
biggest obstacle to the
implementation of the ELD
mandate.
Since then a vendor has been sanctioned
by Ottawa, and implementation with ELD
producers is in progress.
This may not be fully rolled out by 1
January, but most providers should be
onboard by then, PMTC president Mike
Millian reported in September.
The Canadian Trucking Alliance, which
represents about 4,500 carriers across
Canada, declared last month that the
industry was ready for the mandate’s
implementation in January and that there
should be no further delay. If some
jurisdictions are not ready by then, the rest
should go ahead on 1 January and the
laggards come aboard as soon as possible,
the trucker group said.
However, according to a recent report, all
provinces and territories are ready for 1
January.
Some issues remain, though. The PMTC
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has criticised that the manual for the ELD
regime makes no provisions for exemption of
time spent on ferries.
Rules for hours of service allow time for
boarding, transit and coming off ferries, as
well as a window for a drive up to 25km to a
rest stop in order to complete the eight-hour
rest requirement. But this is not addressed in
the ELD manual.
A commercial trucker in Canada must stop
driving after 13 hours for a rest
period of eight hours.
This is an issue for trucks
serving Canada’s maritime
provinces and British Columbia.
Wait times are a concern for
truckers and their clients across
the country.
“If a driver is stuck in line at a
facility to pick up a container,
does that count? He would be
burning hours doing nothing,”
said one forwarder. “Some of our
guys are in line five, six or seven
hours to get their cargo.”
The Canadian regime also
gives rise to concern south of
the border. As Canada requires
ELD certification by a third party, ELDs used
by US truckers would not be viable to
operate in Canada unless their ELD provider
had obtained Canadian certification.
Forwarders that truck US origin cargo to
Canadian gateways have to make sure their
US trucking provider is using ELDs that have
been approved in Canada.
Presumably, road feeder service providers
that routinely haul cargo across the border
into Canada have the requisite ELD
equipment, but with smaller truckers that
usually operate within the US, this could be
an issue.
Canadian truckers going into the US do not
face this issue. Canadian forwarders and
GSSAs have routinely moved freight to US
gateways, especially cargo requiring
maindeck lift. For them the ELD regime holds
no worries.
“We haven’t timed-out trucking to US

“Some of
our guys
are in line
five, six
or seven
hours to
get their
cargo”

airports,” said Marc Bibeau, president and
CEO of Overseas Express Consolidators. “It’s
less than seven hours from Toronto to
Chicago and from Montreal to New York.”
Some operators are exempt from the ELD
mandate. According to the Canada Gazette,
trucking firms in Canada don’t need ELDs if
they operate under a specific permit, have
statutory exemption or are working under a
rental agreement with terms under 30 days.
It’s not only small operators that have
obtained exemption. Last month, UPS was
granted a five-year extension of its
exemption by the US Federal Motor Carrier
Safety Administration. It obtained this in the
first place because its drivers had been using
portable ELDs to manually record data of a
change in status when they are not in the
truck with the engine switched on.
UPS had successfully argued that its
drivers spent a significant amount of time
outside their vehicles.
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NEW SERVICES
BY TURKISH CARGO
TURKISH CARGO, THE AIR CARGO BRAND THAT FLIES TO THE MOST DESTINATIONS
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