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June’s TEU Tallies: What the Ports Report So Far      
Not all of the ports we routinely monitor have revealed 
their container traffic numbers for June by the time this 
newsletter goes to print. Indeed, we do not expect to see 
the June figures for the Port of New York/New Jersey 
(PNYNJ) until mid-August. But here are the port TEU 
tallies we have so far. 

It was a mixed June at the two big ports in Southern 
California. Yes, when loaded as well as empty boxes are 
counted, both the Port of Los Angeles and the Port of 
Long Beach set new records for the month of June with 
876,611 total TEUs at LA and 835,412 total TEUs at Long 
Beach. Yet, inbound loads (444,680 TEUs) at the Port of 
Los Angeles were down by 11.1% from May and by 4.9% 
from June 2021. Next door at the Port of Long Beach, 
inbound loads (415,677 TEUs) were also down from May 
(by 4.9%) but were up 16.4% over June 2021. As a unitary 
maritime gateway, the two San Pedro Bay ports handled 
860,357 loaded inbound TEUs in June, down by 8.2% from 
May but nonetheless up by 4.3% from a year earlier. 

Neither port had positive export numbers for containers 
bearing merchandise. Outbound loads at the Port of LA 
(93,890 TEUs) were down 2.3% from last June. At the Port 
of Long Beach, the 115,303 outbound loaded TEUs were 

down 1.4% year-over-year. The two ports did, however, 
post a combined 13.8% jump from last June in the 
number of outbound empties (624,242 TEUs). But even 
that total was down by 6.2% from May.

Total volumes (loads + empties) through the two ports in 
June came to 1,712,023 TEUs, a 7.0% bump over June of 
last year. 

YTD, the two ports moved 10,421,681 TEUs, up 2.4% from 
a year ago. But that gain came despite a slight (-13,973 
TEUs) fall-off in container traffic through the Port of LA.  

Meanwhile up at the Port of Oakland, inbound loads 
(95,530 TEUs) slipped by 3.3% from May but edged up by 
0.5% from last June. Outbound loads, on the other hand, 
were off by 4.2% to 68,227 TEUs from a year earlier. June 
saw the San Francisco Bay port handle a total of 215,953 
laden and empty TEUs in June, down 2.9% from year 
earlier.

Reduced vessel calls in June dented the volume of 
containerized trade at the Northwest Seaport Alliance 
Ports of Tacoma and Seattle. Import loads (113,295 TEUs) 
were down from both May (-6.1%) and from June of last 
year (-15.4%). Export loads (51,964 TEUs) did jump by 
14.1% from a month earlier but were off 8.8% from June 
2021. On a year-to-date basis, export loads through June 
(698,296 TEUs) were down 6.9% from last year, while 
export loads (281,920 TEUs) plunged by 24.2%. A 20.4% 
bump in empty exports helped cushion the overall decline 
in box trade through the ports such that total international 
container traffic YTD through the two Washington State 
seaports (1,436,381 TEUs) was down by 5.2% from a year 
earlier.

Across the border, the Port of Vancouver posted an 
11.2% increase in inbound loads (167,982 TEUs) over the 
previous June.  However, outbound loads (54,951 TEUs) 
were down 28.2% from a year earlier. As was the case 
south of the border, Vancouver enjoyed a robust year-over-
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year jump (+30.7%) in empty outbound TEUs. Still, total 
container traffic through the British Columbia port in this 
year’s first-half (1,803,477 TEUs) was down 7.2% from last 
year.   

Along the Gulf of Mexico, inbound loads (157,778 TEUs) 
at the Port of Houston were down 0.6% from May but 
up 13.1% from last June, while outbound loads (102,889 
TEUs) soared by 21.6% from a year earlier. Total container 
traffic through the Texas port in June grew year-over-year 
by 10.7% to 323,823 TEUs.

Along the Eastern Seaboard, the Port of Virginia saw its 
inbound load volume grow by 9.9% to 152,496 TEUs over 
last June but slide by 8.6% from May. Outbound loads 
(86,138 TEUs) were up by 9.2% year-over-year. Total 
container traffic through the port in June amounted to 
317,742 TEUs, a 12.9% gain over a year earlier.

June’s TEU Tallies Continued

Exhibit 1 displays the complete inbound loaded TEU 
traffic numbers for May 2022 at the North American 
ports from which we are able to obtain comparable and 
up-to-date container trade statistics. The most evident 
finding is that inbound loads through USWC ports were 
down 4.0% from a year earlier but up 8.0% at USEC ports. 
In actual numbers, the five major USWC ports handled 
43,569 more inbound loads than did the nine USEC ports 
we monitor. Factoring in the U.S. Gulf Coast ports that 
provide comparable TEU statistics, the USWC share of all 
inbound loads in May was 47.5%.  

Exhibit 2 presents data on outbound loaded TEUs 
in May. Ports on both the East and West Coasts did 
not distinguish themselves by boosting America’s 
containerized export trade. Loaded outbound TEUs at the 
five USWC major ports were down 5.0% from May 2021, 
while 11.2% fewer outbound loads left the USEC ports we 
track. 

Exhibit 3 shows the total (full + empty) YTD container 
traffic over the first five months of 2022. The most 
significant change in the rank order since a year ago 
involved Houston, which leaped over Vancouver, NWSA, 
and Virginia to become North America’s fifth largest 
container port.     

Weights and Values
Here we offer an alternative to the customary TEU 
numbers. The percentages in Exhibits 4 and 5 are derived 
from data compiled by the U.S. Commerce Department 

For the Record: The Complete 
May TEU Numbers  

Number of the Month
  

Puget Sound Pilots Seek 

35.85% 
Rate Increase

Despite Record Individual Pilot Earnings of 
$68K Per Month in May and June
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Exhibit 1 May 2022 - Inbound Loaded TEUs at Selected Ports

May 2022 May 2021 %  
Change

May 2020 % 
Change

May 2022 
YTD

May 2021 
YTD

%  
Change

May 2020 
YTD

% Change

Los Angeles  499,960  535,714 -6.7%  306,323 63.2%  2,303,106  2,366,449 -2.7%  1,581,445 45.6%

Long Beach  436,977  444,736 -1.7%  312,590 39.8%  2,044,729  1,958,070 4.4%  1,359,253 50.4%

San Pedro Bay 
Total  936,937  980,450 -4.4%  618,913 51.4%  4,347,835  4,324,519 0.5%  2,940,698 47.9%

Oakland  98,789  92,558 6.7%  73,423 34.5%  446,509  449,582 -0.7%  371,898 20.1%

NWSA  120,624  134,246 -10.1%  86,129 40.1%  585,003  616,202 -5.1%  461,694 26.7%

Hueneme  10,605  8,210 29.2%  2,712 291.0%  57,470  36,766 56.3%  20,394 181.8%

San Diego  7,522  7,888 -4.6%  7,514 0.1%  33,724  33,950 -0.7%  32,785 2.9%

USWC Total  1,174,477  1,223,352 -4.0%  788,691 48.9%  5,470,541  5,461,019 0.2%  3,827,469 42.9%

Boston  5,667  8,410 -32.6%  10,439 -45.7%  24,110  45,745 -47.3%  58,335 -58.7%

NYNJ  426,423  396,417 7.6%  266,004 60.3%  2,068,369  1,854,409 11.5%  1,444,677 43.2%

Maryland  45,194  46,049 -1.9%  37,741 19.7%  205,087  211,629 -3.1%  205,659 -0.3%

Virginia  166,907  144,916 15.2%  87,669 90.4%  729,551  653,987 11.6%  493,551 47.8%

South Carolina  126,320  107,050 18.0%  73,072 72.9%  636,016  503,348 26.4%  410,833 54.8%

Georgia  253,508  235,687 7.6%  154,730 63.8%  1,183,034  1,143,883 3.4%  827,212 43.0%

Jaxport  24,187  33,940 -28.7%  23,661 2.2%  126,818  143,898 -11.9%  122,577 103.5%

Port Everglades  35,583  30,443 16.9%  19,410 83.3%  170,001  147,511 15.2%  126,636 34.2%

Miami  47,119  44,645 5.5%  29,658 58.9%  222,956  232,381 -4.1%  165,269 34.9%

USEC Total  1,130,908  1,047,557 8.0%  702,384 61.0%  5,365,942  4,936,791 8.7%  3,854,749 39.2%

New Orleans  9,645  11,678 -17.4%  13,725 -29.7%  48,009  53,099 -9.6%  59,256 -19.0%

Houston  158,798  132,853 19.5%  99,509 59.6%  758,850  609,958 24.4%  482,815 57.2%

USGC  168,443  144,531 16.5%  113,234 48.8%  806,859  663,057 21.7%  542,071 48.8%

Vancouver  168,057  183,511 -8.4%  132,473 26.9%  779,241  832,183 -6.4%  650,339 119.8%

Prince Rupert  45,053  56,706 -20.5%  36,439 23.6%  226,746  222,062 2.1%  223,890 1.3%

British Colum-
bia Total  213,110  240,217 -11.3%  168,912 26.2%  1,005,987  1,054,245 -4.6%  874,229 15.1%

US/BC Total  2,686,938  2,655,657 1.2%  1,773,221 51.5%  12,649,329  12,115,112 4.4%  9,098,518 39.0%

US Total  2,473,828  2,415,440 2.4%  1,604,309 54.2%  11,643,342  11,060,867 5.3%  8,224,289 41.6%

USWC/BC Total  1,387,587  1,463,569 -5.2%  957,603 44.9%  6,476,528  6,515,264 -0.6%  4,701,698 37.7%

Source Individual Ports
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Exhibit 2 May 2022 - Outbound Loaded TEUs at Selected Ports

May 2022 May 2021 % 
Change

May 2020 % 
Change

May 2022 
YTD

May 2021 
YTD

% 
Change

May 2020
YTD

% 
Change

Los Angeles  125,656  109,886 14.4%  104,382 20.4%  532,941  567,769 -6.1%  638,524 -16.5%

Long Beach  118,234  135,315 -12.6%  134,556 -12.1%  595,290  634,794 -6.2%  616,683 -3.5%

San Pedro Bay 
Totals  243,890  245,201 -0.5%  238,938 2.1%  1,128,231  1,202,563 -6.2%  1,255,207 -10.1%

Oakland  75,067  74,726 0.5%  69,720 7.7%  334,817  387,857 -13.7%  391,878 -14.6%

NWSA  45,543  63,558 -28.3%  59,595 -23.6%  229,957  314,876 -27.0%  340,908 -32.5%

Hueneme  3,482  2,052 69.7%  678 413.6%  17,004  9,216 84.5%  5,172 228.8%

San Diego  1,120  971 15.3%  360 211.1%  5,253  2,677 96.2%  1,422 269.4%

USWC Totals  369,102  386,508 -4.5%  369,291 -0.1%  1,715,262  1,917,189 -10.5%  1,994,587 -14.0%

Boston  2,143  5,944 -63.9%  10,439 -79.5%  12,262  31,984 -61.7%  28,685 -57.3%

NYNJ  118,552  134,458 -11.8%  95,462 24.2%  554,480  586,264 -5.4%  561,843 -1.3%

Maryland  22,171  24,651 -10.1%  12,955 71.1%  102,499  107,370 -4.5%  90,338 13.5%

Virginia  97,665  99,717 -2.1%  72,160 35.3%  451,228  462,335 -2.4%  394,241 14.5%

South Carolina  53,312  73,281 -27.2%  52,972 0.6%  286,911  361,039 -20.5%  331,400 -13.4%

Georgia  122,287  137,812 -11.3%  122,271 0.01%  551,883  625,711 -11.8%  627,810 -12.1%

Jaxport  44,588  50,311 -11.4%  38,528 15.7%  227,892  240,896 -5.4%  190,611 19.6%

Port Everglades  35,199  33,655 4.6%  20,643 70.5%  167,153  159,901 4.5%  142,075 17.7%

Miami  28,693  30,790 -6.8%  26,545 8.1%  135,573  146,962 -7.7%  152,579 -11.1%

USEC Totals  524,610  590,619 -11.2%  451,975 16.1%  2,489,881  2,722,462 -8.5%  2,519,582 -1.2%

New Orleans  19,479  26,280 -25.9%  24,176 -19.4%  98,210  116,553 -15.7%  122,826 -20.0%

Houston  106,358  95,439 11.4%  100,538 5.8%  498,778  473,484 5.3%  536,954 -7.1%

USGC Totals  125,837  121,719 3.4%  124,714 0.9%  596,988  590,037 1.2%  659,780 -9.5%

Vancouver  61,801  92,611 -33.3%  96,902 -36.2%  290,520  422,466 -31.2%  444,686 -34.7%

Prince Rupert  10,918  16,313 -33.1%  16,282 -32.9%  61,615  72,710 -15.3%  83,443 -26.2%

British Colum-
bia Totals  72,719  108,924 -33.2%  113,184 -35.8%  352,135  495,176 -28.9%  528,129 -33.3%

US/BC Total  441,821  495,432 -10.8%  482,475 -8.4%  2,067,397  2,412,365 -14.3%  2,522,716 -18.0%

US Total  1,019,549  1,098,846 -7.2%  945,980 7.8%  4,802,131  5,229,688 -8.2%  5,173,949 -7.2%

USWC/BC Total  441,821  495,432 -10.8%  482,475 -8.4%  2,067,397  2,412,365 -14.3%  2,522,716 -18.0%

Source Individual Ports



West Coast Trade Report

July 2022         Page 5

May 2022 
YTD

May 2021 
YTD

% % 
ChangeChange

May 2020 
YTD

% 
Change

Los Angeles  4,537,291  4,551,444 -0.3%  3,070,413 47.8%

Long Beach  4,172,366  4,029,531 3.5%  2,830,855 47.4%

San Pedro Bay 
Ports  8,709,657  8,580,975 1.5%  5,901,268 47.6%

NYNJ  4,034,683  3,645,672 10.7%  2,854,319 41.4%

Georgia  2,396,986  2,293,729 4.5%  1,753,114 36.7%

Houston  1,573,242  1,315,166 19.6%  1,216,877 29.3%

Virginia  1,536,282  1,400,356 9.7%  1,063,446 44.5%

NWSA  1,497,608  1,536,764 -2.5%  1,277,227 17.3%

Vancouver  1,483,585  1,642,089 -9.7%  1,289,308 15.1%

South Carolina  1,240,472  1,103,336 12.4%  939,722 32.0%

Oakland  1,014,846  1,079,299 -6.0%  969,177 4.7%

Montreal  595,529  679,451 -12.4%  698,966 -14.8%

JaxPort  538,155  595,141 -9.6%  488,348 10.2%

Miami  513,551  529,003 -2.9%  423,794 21.2%

Port Everglades  473,333  439,628 7.7%  405,080 16.9%

Prince Rupert  437,494  434,566 0.7%  398,508 9.8%

Maryland  414,177  429,720 -3.6%  419,802 -1.3%

Philadelphia  313,916  284,183 10.5%  255,143 23.0%

New Orleans  183,048  227,874 -19.7%  253,900 -27.9%

Hueneme  109,458  89,800 21.9%  77,958 40.4%

San Diego  67,323  66,785 0.8%  65,409 2.9%

Portland, Oregon  61,567  32,953 86.8%  19,081 222.7%

Boston  46,748  92,697 -49.6%  113,618 -58.9%

US/Canada Total  27,241,660  26,499,187 2.8%  20,884,065 30.4%

US Only Total  24,725,052  23,743,081 4.1%  18,497,283 33.7%

Source Individual Ports

Exhibit 3 May 2022 YTD Total TEUs

May 2022 TEU Numbers Continued
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Exhibit 4 Major USWC Ports Shares of U.S. 
Mainland Ports Worldwide Container 
Trade, May 2022

Exhibit 5 Major USWC Ports Shares of U.S. 
Mainland Ports Containerized Trade with 
East Asia, May 2022

May 2022 Apr 2022 May 2021

Shares of U.S. Mainland Ports Containerized Import Tonnage

USWC 36.9% 35.5% 39.0%

LA/LB 27.5% 26.7% 28.9%

Oakland 3.7% 3.2% 4.0%

NWSA 3.8% 3.7% 4.5%

Shares of U.S. Mainland Ports Containerized Import Value

USWC 41.0% 40.0% 44.3%

LA/LB 32.4% 31.9% 34.5%

Oakland 2.9% 2.7% 3.1%

NWSA 4.6% 4.2% 5.7%

Shares of U.S. Mainland Containerized Export Tonnage

USWC 34.9% 34.1% 34.1%

LA/LB 21.4% 20.8% 19.7%

Oakland 6.4% 6.7% 6.4%

NWSA 5.3% 5.6% 6.4%

Shares of U.S. Mainland Conatainerized Export Value

USWC 28.4% 27.2% 28.9%

LA/LB 18.4% 16.8% 17.8%

Oakland 6.1% 6.5% 6.3%

NWSA 2.9% 3.0% 3.7%

Source: U.S. Commerce Department.

May 2022 TEU Numbers Continued

from documentation submitted by the importers and 
exporters of record. Commerce then makes the data 
available with a time-lag of approximately five weeks.  
Starting this month, we’re adding a new line in the tables 
to reflect the fact that, although the Big Five USWC ports 
handle the vast majority of the container trade passing 
through America’s Pacific Coast ports, there are other 
ports on the Left Coast that handle containers. Indeed, 
it may shock some to learn that the Port of Hueneme in 
California’s Ventura County moves over twice the number 
of containers handled by the Port of Boston, which also 

handles fewer TEUs than do the Ports of San Diego and 
Portland (the one in Oregon). 

Exhibit 4 testifies to the decline in the USWC share of 
containerized imports through mainland U.S. ports in 
May. Still, there was a modest uptick in the USWC share of 
containerized export tonnage to destinations worldwide.

Exhibit 5 displays the USWC shares of U.S. containerized 
trade with East Asia in May. The numbers mutely testify 
to the erosion of the USWC share of containerized 
imports from the other side of the Pacific, both in terms 

May 2022 Apr 2022 May 2021

Shares of U.S. Mainland Ports Containerized Import Tonnage

USWC 56.5% 54.8% 60.2%

LA/LB 44.8% 44.0% 47.9%

Oakland 4.1% 3.6% 4.3%

NWSA 6.2% 6.0% 7.1%

Shares of U.S. Mainland Ports Containerized Import Value

USWC 61.1% 59.0% 65.6%

LA/LB 49.4% 48.2% 52.4%

Oakland 3.6% 3.2% 3.8%

NWSA 6.9% 6.4% 8.5%

Shares of U.S. Mainland Containerized Export Tonnage

USWC 59.4% 59.7% 54.4%

LA/LB 37.6% 38.6% 33.6%

Oakland 9.6% 9.8% 8.7%

NWSA 9.3% 10.2% 10.8%

Shares of U.S. Mainland Conatainerized Export Value

USWC 56.8% 55.5% 57.9%

LA/LB 37.9% 37.2% 37.7%

Oakland 10.7% 10.6% 11.3%

NWSA 6.7% 6.6% 7.7%

Source: U.S. Commerce Department.
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May 2022 TEU Numbers Continued

of tonnage and value. On the export side of the ledger, the 
USWC ports handled a significantly higher share of the 
containerized tonnage heading across the Pacific than 
they had a year earlier, even if their share of the value of 
those exports declined. 

Containerized Exports by Coast
Maritime industry analysts spend a great deal of time 
pondering the steady migration of the nation’s container 
trade with East Asia from West Coast ports to their East 
and Gulf Coast rivals. Much less consideration (if any 
at all) is given to a parallel shift affecting containerized 
exports to East Asia over the past couple of decades. 
Here we offer Exhibit 6, a chart displaying the fall-off in 
the USWC share of containerized export tonnage headed 
to markets on the far side of the Pacific Basin since 2003.

In 2003, as the U.S. was emerging from the bursting of the 
dot.com bubble, USWC ports accounted for 70.7% of the 
trade. By last year, that share had diminished to 54.3%. 

Hopefully Some Last (But Probably Not) 
Statistics About California Tree Nut Exports
There are a couple of issues we have with a lot of what’s 
been reported about the plight of California’s exporters of 
almonds, pistachios, and walnuts. These tree nuts rank 
among California’s top five farm exports by value. And, 

since California is America’s top agricultural exporter, this 
is big business. 

One allegation has it that tree nut shipments are being 
stymied by California’s ports and by the ocean carriers 
serving those ports. As a result, growers are stuck 
with enormous unsold inventories and have had their 
reputations as reliable sources of tree nuts tarnished. 
A related assertion is that inhospitable conditions at 
California’s ports – either too many vessels or too 
few, shipping lines with their own imperatives, and the 
prospect that obstreperous dockworkers or truckers 
could disrupt West Coast port operations this summer 
-- have compelled the state’s tree nut exporters to divert 
substantial volumes of their overseas shipments to other 
U.S. ports, most notably the Port of Houston.

What folks say and what they eventually do are not the 
same. We remind readers that exporters are obliged by 
law to submit detailed reports to Customs and Border 
Protection for all shipments valued in excess of $2500. 
Those reports become the grist for the trade data 
compiled and published each month by the Census 
Bureau’s Foreign Trade Division, the federal government’s 
officially designated collector and disseminator of U.S. 
foreign trade statistics.

Exhibit 6 U.S. Containerized Export Tonnage to East Asia
Source: U.S. Commerce Department 
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May 2022 TEU Numbers Continued

Well, as much as we don’t like to spoil a good yarn, we 
will. Statistically, this business of shipping California 
tree nuts abroad through the Port of Houston is largely a 
phantom trade. 

Take almonds, for example. Houston not only handled a 
mere 0.95% of the nation’s total almond export tonnage 
in May (the latest month for which port-of-export data are 
available), but the 893.7 metric tons of almonds that were 
shipped from Houston that month was down 14.4% from 
a year earlier. By comparison, the Ports of Long Beach 
and Los Angeles handled 16,502 metric tons, while 76,093 
metric tons of almonds were shipped from the Port of 
Oakland. In the end, the three major maritime gateways in 
California handled 98.6% of all of the nation’s oceanborne 
exports of almonds, California’s single most-valuable 
agricultural export.

A very similar bit of misinformation also seems rife 
among California’s walnut exporters. At the annual 
meeting of the Agricultural Transportation Coalition on 
June 15, one prominent agricultural shipper reportedly 
claimed that “supply chain disruptions at California 
ports had forced the company to find alternative ports 
to transport its exports.” According to an article in the 
American Journal of Transportation, that shipper insisted 
that his company was “now utilizing ports on the East 
and Gulf Coast ports to ship product to Asia.” At the same 
meeting, a California walnut grower purportedly insisted 
that “walnut exporters continue to face losses due to 
delays in being able to ship exports on ocean carriers.” 

So, what do the official data indicate? Among other 

things, that Houston doesn’t seem to be one of those 
alternative ports farm exporters tend to mention. Its share 
of total U.S. exports of Edible Fruits and Nuts to Asia in 
May was a trifling 0.1%, not much of an improvement over 
its 0.07% share a year earlier. Further indicative of how 
long some folks persist in beating the drum long after 
the tune has changed, the walnut grower’s lament at the 
AgTC rally came two weeks after the end of May, a month 
in which walnut exports soared by 55.8% year-over-year. 
Incidentally, the volume of walnuts shipped this May was 
higher than in any previous May. 

But the penchant for distortion only gets worse. On July 
8, CNBC aired a report featuring interviews with walnut 
shippers upset with their alleged inability to move product 
to overseas customers through the Port of Oakland. What 
was particularly weird about this report was not merely 
that the reporter was plainly unaware of May’s huge bump 
in walnut exports. It was that the California Walnut Board 
was simultaneously releasing shipment numbers for 
June, which showed walnut exports up 47.8% from a year 
earlier.  As they say in the comedy business, it’s all about 
timing. 

And then there are those almonds. There are persistent 
news reports alleging that almond exporters continue to be 
stymied by logistical impediments. Typical of this was an 
NBC report on Sunday, July 10, which claimed that almond 
growers had a billion-pound inventory they couldn’t move 
because ocean carriers had been denying them space 
on outgoing vessels. It’s as though schools of journalism 
devote more time to teaching headline construction 
than basic empirical research. A few keystrokes would 

https://www.bluewhalesblueskies.org
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have allowed the NBC correspondent to see that almond 
exports had been up 29.4% in May. And, for the record, the 
California Almond Board also now reports that exports in 
June were up by 38.3%. 

We don’t expect to see any news updates, but journalists 
who were persuaded to file tearful reports in the last 
two or three months about the supposed travails of 
California’s tree nuts exporters and how they have been 
getting a raw deal from ocean carriers might be interested 
in how this year’s second quarter export tonnage numbers 
compared with last year: almonds (+21.9%), walnuts 
(+40.9%), and pistachios (+53.6%). 

While we don’t imagine The New York Times will send a 
reporter from Manhattan to Madera to write about the 
buoyant export trade in tree nuts, any journalist eager 
to spend a warm afternoon standing in a Central Valley 
orchard interviewing a nut grower might want to ask why 
domestic shipments of almonds in the second quarter 
were down 7.2% from a year earlier, while domestic 
shipments of walnuts tumbled by 15.9%. Only pistachio 
growers were able to increase their domestic shipments, 
but even then by just 4.0%.   

The Cost of the Four Corners Strategy?
Earlier this month, a Tweet by an eminent scribe alerted 
us to a trade analyst’s July 4 report that featured this 
claim: “The continued uncertainty [over longshore labor 
contract talks] is adding over $100 million a week to US 
freight costs as shippers have been diverting cargo to the 
USEC at a significant premium over the USWC rates.” 

We are nothing if not instinctively doubtful of big, round 
numbers (BRNs), especially those unaccompanied by any 
hint of methodology. How did the researcher divine the 
motives behind the diversions? How many containers are 
involved? And how many may have been diverted for other 
reasons, like concerns that BNSF wouldn’t be able to get 
those jack-o-lantern shipments to Chicago by Halloween? 
Could at least some of these diverted boxes hold Aroldis 
Chapman bobbleheads that desperately needed to be in 
New York before the Yankee lefthander’s career finally 
imploded? Until we see the analyst’s worksheet, we’re 
going to believe the $100 million a week figure has all the 
hallmarks of a rough guess. 

Jock O’Connell’s Commentary: 
When Markets Confound 
Algorithms    

When recently asked about the prospects for 
persistently high volumes of containerized imports, 
the top official at a major U.S. seaport replied: “The 
containers will keep coming so long as consumers 
keep buying.”

Admittedly, it was a pithy soundbite. In a world that 
traffics in glib turns of phrase that purport to connect 
disparate dots, it was evidently persuasive enough 
to satisfy the interviewer. Accordingly, there is every 
likelihood that the port official’s observation has since 
been digested as though it were received wisdom by 
the general public and government policymakers.

Unfortunately, the logistical model implicit in the 
official’s explanation gets the business of importing 
mostly wrong. 

Let me count the ways. 

May 2022 TEU Numbers Continued
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First, as I’ve pointed out before, consumers do not import 
anything. Sure, there was that “silk” scarf you picked up 
in Florence last year for your grandmother Philomena in 
Pacoima. But the fact is that importing consumer goods 
is the nearly exclusive province of retailers and other 
intermediaries. As consumers, you and I may go to a store 
or go online to buy something. But the items we purchase 
today are, for the most part, available to us only because 
the merchandise was ordered weeks, if not months earlier. 
Using their finest but occasionally flawed predictive 
models, importers are essentially placing bets on what 
you and I might buy – or might be persuaded by clever 
marketing to buy – at some point in the future.

To say that consumers drive America’s containerized 
import trade collapses time, while obscuring the 
enormous risks importers bear. 

To be sure, consumers are fairly predictable, but 
consumer sentiment can also shift overnight, even while 
hundreds of thousands of containers are still at sea. 
That’s what we’re seeing right now. Buffeted by steadily 
higher rates of inflation but also by the grim prospect of 
a recession that will cost many breadwinners their jobs, 
American consumers have ample reason for becoming 
less enthusiastic shoppers. Even if workers hang onto 
their jobs, their retirement savings are being steadily 
eroded just as prices of the basic goods they normally 
buy are spiraling higher. And, in a nation where housing is 
in short supply, anyone deprived of a paycheck faces the 
possibility of homelessness. 

Not surprisingly, warehouses and distribution centers are 
reportedly crammed with merchandise that was ordered 
with high but ultimately unwarranted expectations. Much 
of that excess inventory will never be sold at retail. Yet, 
almost perversely, importers continue to flood ports with 
containers laden with goods that consumers may not be 
able to afford. 

The morale here is that retailers are the agencies placing 
the orders and driving imports of consumer goods, not 
the eventual consumers. And what has been contributing 
mightily to supply chain congestion very much appears to 
be that retail importers have been more optimistic about 
future consumer spending patterns than is warranted by 
the direction the U.S. economy is taking. 

So, the boxes will keep arriving in great numbers but not 
because consumers actually want the merchandise they 
are bearing.  

Second, despite what the monthly trade reports from the 
National Retail Federation imply, not all containerized 
imports are retail goods waiting to be snapped up by 
individual consumers. Those aircraft components arriving 
in containers at the Port of Mobile are not headed for the 
local Target outlet but rather a nearby Airbus assembly 
line. Likewise, exceedingly few imported MRIs and other 
high-tech medical diagnostic equipment will wind up at 
Home Depot. While 4.30 million metric tons of bananas 
were imported in containers last year, so too were 2.67 
million metric tons of gypsum. Containers also brought 

Exhibit A Major End-Use Categories of U.S. 
Merchandise Imports, 2021
In Millions of Dollars
Source: U.S. Commerce Department 

 Foods, Feeds & Beverages
 Industrial Supplies
 Capital Goods
 Automotive Vehicles
 Consumer Goods
 Other Goods

$182,133

$649,790

$761,135
$347,087

$766,316

$124,650

Commentary Continued
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1.55 million metric tons of new tires for automobiles 
but also 1.26 million metric tons of tires for commercial 
vehicles. 

The U.S. Census Bureau’s Foreign Trade Division 
classifies imports as well as exports into some 140 
categories according to their end uses. These then are 
combined into six broad categories. Last year, Consumer 
Goods accounted for 27.1% of the nation’s $2.83 trillion 
in merchandise imports. But, as Exhibit A attests, the 
second largest category was Capital Goods (25.7%), 
with Industrial Supplies (24.2%) holding the third biggest 

share. Automotive Vehicles and Parts (12.3%) and Food, 
Feeds and Beverages (6.4%) accounted for smaller 
shares, while the ever-popular Other Goods held a 4.4% 
share.

Admittedly, there is a lot of lane-switching here. Individual 
Americans consume more than Consumer Goods. They 
eat a lot of imported food but likely draw the line at 
imported feeds. They also buy imported tires and auto 
parts but probably not for school buses or farm tractors. 
So, there is no reason to believe that all containerized 
imports are consumer items, even if the NRF’s monthly 

Exhibit B U.S. Imports by Selected Major End-Use Categories
In Millions of Chained U.S. Dollars
Source: U.S. Commerce Department 

Exhibit C Real Imports by Major End-Use Categories from January 2019
In Millions of Chained U.S. Dollars
Source: U.S. Commerce Department 
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Commentary Continued
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reports (done in collaboration with the Global Port 
Tracker) label all inbound laden TEUs as “retail imports” 
and refer to the nation’s principal seaports as “retail 
ports.” 

Why are end-use distinctions important? Because 
importers of different things do not all dance to the same 
rhythms. Importers of retail goods are predicting what you 
and I might want to purchase – often impulsively – weeks 
or months from now. Construction companies, hospitals, 
and manufacturing plants importing capital equipment 
are usually more deliberative in their purchasing 
decisions. During the pandemic, firms that managed 
commercial property such as large office buildings 
and industrial parks had much different needs than 
companies that sold desks and chairs for home offices. 

Consider Exhibit B, which looks at the real growth since 
2010 in the three largest categories of imported goods. 
The graph is denominated in dollar values adjusted for 
price changes. As is immediately evident, imports of 
Industrial Supplies were remarkably steady throughout 
the past decade-plus. Likewise manifest is that imports 
of Capital Goods rose somewhat faster than imports of 
Consumer Goods until last year.

Exhibit C narrows the temporal focus to the months from 
January 2019 to May 2022 (the latest month for which 
Census Bureau data are available). As the graph indicates, 
imports of both Capital Goods and Industrial Supplies 

were fairly steady throughout pre-pandemic 2019 even as 
imports of Consumer Goods began to tail off during the 
last half of that year. The rapid spread of COVID in early 
2020 brought about abrupt drops in Consumer Goods and 
Capital Goods but a sharp spike in imports of Industrial 
Supplies. From early fall 2020, imports of Industrial 
Supplies steadied, while imports of Capital Goods and 
Consumer Goods were more robust and more or less 
converged in May 2022.    

Anyone out there still think containerized imports are only 
consumer goods?

Third, not all containerized imports are even consumed 
domestically. Each year, a small but not insignificant 
portion of all U.S. imports are re-exported without any 
material change or value added during their stay in the 
U.S. Last year, containerized shipments of these re-
exports (or non-domestic exports) totaled 1,743 million 
metric tons. 

That’s all for this month’s commentary. 

But the next time you hear someone claiming that 
consumers are driving the nation’s containerized import 
trade, exasperation might not be an inappropriate 
reaction. 

Disclaimer: The views expressed in Jock’s commentaries 
are his own and may not reflect the positions of the Pacific 
Merchant Shipping Association. 

Commentary Continued
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As an organization that represents ocean carriers 
and marine terminal operators, we at PMSA spend an 
inordinate amount of time thinking about trucks. Yet, as 
intermodal hubs, ports are dependent on a functioning, 
competitive trucking system to move goods to and from 
marine terminals. California is in the midst of developing 
a regulatory framework to drive carbon emissions in 
California to zero. For port drayage, the result may not 
be just environmental transformation, but a complete 
remaking of a sector that the maritime industry (and, 
frankly, every American) depends upon. The concern 
is that the effort may wreck the 
drayage business in the process.

This newsletter has commented 
on the upcoming regulatory 
hurdles the maritime industry 
faces. Nonetheless, it is important 
that a closer look be taken at 
not just the goals of upcoming 
regulatory efforts, but the means of 
accomplishing those goals. Before 
we get into that, there is one thing 
that is important to understand. 
While trucks serving California 
ports are called drayage trucks, 
drayage trucks are not a type of 
truck. Instead, drayage refers to the 
service that is provided. Drayage 
trucks are interchangeable with 
any Class 8 heavy-duty truck 
in California. That is a critical 
distinction because as cargo 
volumes change due to Christmas 
shopping seasons, tariffs, or 
pandemics, California ports can draw from the larger 
pool of California trucks – that is one reason the number 
of “infrequent” trucks serving ports is so large. The 
California Air Resources Board (CARB) is proposing to put 
an end to that interchangeability. 

The proposed Advanced Clean Fleets (ACF) rule would 
radically eliminate interchangeability by creating a legacy 
drayage fleet on January 1, 2024. Any trucks not part of 
the legacy fleet must be zero emissions (ZE) after this 

date. As a result, any changes in cargo flows could only 
be met by ZE trucks; something that will be extraordinarily 
challenging in the first years of implementation due to 
factors including current technological and economic 
feasibility of ZE trucks and the complete lack of 
necessary fueling infrastructure. 

One of the concerns about CARB’s analysis of how 
the rule will work is that it did not take into account 
“churn”. The trucks that serve California ports change for 
numerous reasons: new customers, loss of customers, 

new opportunities in other trucking 
sectors, new trucking businesses, 
or going out of business. Churn is 
important because the proposed 
ACF will require ongoing service 
to the ports; trucks that do not 
serve the port in a given year will 
lose future access, shrinking the 
legacy fleet. When the port drayage 
fleet is indistinguishable from the 
larger California fleet, this dynamic 
is invisible. But with a fixed and 
shrinking legacy fleet, churn will 
accelerate the shrinking of that 
fleet.

PMSA requested data from the 
ports of Long Beach and Los 
Angeles’ Port Drayage Truck 
Registry between 2013 and 2021. 
For each year, the number of trucks 
that lost permission to serve the 
ports and the number of trucks that 
gained new access to the ports 

was pulled from the data. The results are significant. Over 
the study period, 15%, on average, of all drayage trucks 
lost access to the ports in any given year. In addition, the 
trucks that obtained access to the ports represented 17% 
of the population. The difference represents the growth 
over time of drayage capacity. 

Based on the current population of approximately 21,000 
trucks providing drayage service to the ports of Long 
Beach and Los Angeles, the legacy fleet would shrink by 

Does California Care? 
By Thomas Jelenić, Vice President, Pacific Merchant Shipping Association
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over 3,000 trucks in 2024, the first year of implementation 
of ACF. Based on the historical average of new truck 
entrants to the San Pedro Bay drayage pool, over 4,500 
ZE trucks would need to be added in the first year of 
implementation. That is a significant number of new ZE 
trucks in a market that relies overwhelmingly on trucks 
procured in the secondary used truck market. 

More concerning than the volume of ZE trucks is lack 
of infrastructure. That number of trucks would require 
approximately 380 charging stations to be installed every 
month in the first year of implementation or 31 charging 
stations every single day. 

Given that independent owner/operators (IOOs) serve 
California ports, the charging infrastructure described 
above will need to be public charging facilities. These 
IOOs are not part of large truck fleets and will need to 
rely on public-facing charging infrastructure. As a result, 
IOOs will not be the ones that initiate infrastructure 
development. Infrastructure must come early either from 
public agencies or the private sector. With less than 18 
months to the proposed implementation date, the level of 
investment necessary to support the foreseeable market 
churn of port drayage does not exist. 

Depending on the details of the final rule, ACF will 
transition these truckers either into clean trucks or 
transition them out of business. It is worth remembering 
that the ports of Long Beach and Los Angeles’ original 
Clean Trucks Program pushed thousands of IOOs out of 
business due to its requirements, often due to the fact 
that IOOs could not financially qualify to purchase a 
new truck. “Luckily”, this was coincident with the Great 
Recession, which pushed down cargo volumes and did 
not unduly constrict trucking capacity. 

The rapid decline of the legacy fleet in early years 
coupled with the number of ZE truck deployments and 
needed infrastructure foreshadows a significant capacity 
crunch that will result in disruptions to California’s 
and the nation’s supply chain in the early years of ACF 
implementation. 

Ultimately, if California cares about its supply chain and 
the people who work in it, the ACF must consider the 
population it is regulating and how that will impact the 
ability to move cargo throughout the supply chain. 

If California cares.

Interested in membership in PMSA? 
Contact Laura Germany for details at: lgermany@pmsaship.com or 510-987-5000.

Time to Transform
Working to meet today’s challenges,  
preparing for tomorrow.

Does California Care?  Continued
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Import Dwell Time and Rail Dwell Time Are Up For June
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