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February’s Partial TEU Tallies 
Before getting to the complete container traffic numbers for 
January, let’s share what we know so far about container 
traffic in February. 

Down in San Pedro Bay, the Port of Los Angeles posted 
a 2.7% year-over-year gain in inbound loaded TEUs in 
February. Through the first two months of the year, 
though, the number of inbound loads handled at America’s 
busiest container port was up just 0.1% (+788 TEUs) over 
the same months in 2021. Outbound empties in February 
jumped by 18.2% year-over-year to 335,511 TEUs, while 
outbound loads in February were off by 5.7% from a year 
earlier. Total container traffic in February rose by 5.4% to 
857,764 TEUs. That was the highest volume for a February 
in the port’s history. 

The Port of Long Beach moved a total of 796,560 twenty-
foot-equivalent units of container cargo in February, 
up 3.2% from the same month last year. Inbound loads 
increased 4.4% to 390,335 TEUs, while outbound loads 
declined 1.2% to 117,935 TEUs. The number of outbound 
empties edged up 4.2% to 276,673 TEUs. Year-to-date, 
Long Beach posted a 5.6% gain in inbound loads to 
779,669 TEUs and a 2.3% increase in outbound loads to 
240,995 TEUs. Total container moves through the port in 
the year’s first two months amounted to 1,597,503 TEUs, 
up 4.0% from last year.

Together, the two Southern California ports have handled 
a total of 3,320,862 loaded + empty TEUs so far this year, 
a 4.7% increase over a year earlier. Inbound loads YTD 
numbered 1,630,950 TEUs, a 2.7% gain over last year. 
Outbound loads YTD were off by 3.3% at 213,376 TEUs. 
The neighboring ports have shipped 1,225,178 empty 
TEUs through February, an 11.6% increase over last year. 

Meanwhile, the Port of Oakland boosted its import volume 
by 6.3% from a year earlier with 85,286 inbound loaded 
TEUs. Outbound loads were down by 10.3% to 62,334 
TEUs. Outbound empties rose by 13.5% to 32,135 TEUs. 
Total container traffic through the Northern California port 
(194,388 TEUs) was up 2.0% from February 2021. 

Up in Washington State at the Northwest Seaport Alliance 
Ports of Seattle and Tacoma, inbound loads in February 
(125,851 TEUs) soared by 21.4% over the previous 
February, while outbound loads (45,855 TEUs) shrank by 
24.2%. Total container traffic YTD through the two ports 
(570,328 TEUs) was up 2.3% over last year.

Back on the East Coast, Charleston posted a 46.0% surge 
in inbound loads in February, to 119,582 TEUs from 81,899 
TEUs the preceding February. Outbound loads, however, 
were down by 18.8% to 54,755 TEUs. Overall, container 
moves through the port in February totaled 230,420 TEUs, 
up 26.4% year-over-year.

Across the border in Canada, the Port of Vancouver 
handled 145,687 laden inbound TEUs in February, a slight 
(-0.7%) fall-off in inbound loads from a year earlier. On the 
other hand, outbound loads plunged by 21.3% to 58,335 
TEUs. Overall container traffic declined by 11.5% to 
531,906 TEUs.

Also in British Columbia, the Port of Prince Rupert posted 
positive year-over-year numbers in February, with inbound 
loads up 4.3% to 39,551 TEUs and outbound loads up by 
3.6% to 12,563 TEUs. Total container moves also rose 
from a year earlier by 5.2% to 75,777 TEUs. 
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For the Record: January TEU Numbers 

Exhibit 1 displays inbound loaded TEU traffic in January 
2022 at the North American ports we routinely survey. By 
our count (based on what the ports themselves report 
to us), some 2,408,110 loaded TEUs were discharged at 
North American ports in January, a 12.2% increase over a 
year earlier. Looking only at U.S. ports, the import volume 
totaled 2,234,713 loaded TEUs, a 4.7% gain over the 
preceding January. By way of comparison, the National 
Retail Federation’s widely cited Global Port Tracker, 
which covers five fewer American ports than we do, 
concluded in its March 8 press release that 2.16 million 
loaded inbound TEUs were processed through the ports it 
monitors. That, says the NRF, represented a 5.2% increase 
over January 2021. 

Please note this will be the last month in which we will 
compare the latest month’s TEU counts with the same 
months in the two preceding years. Even though reports 
began to emerge in January 2020 about a mysterious illness 
afflicting residents of the Chinese city of Wuhan, trade 
volumes did not start plummeting until the next month. 
Given the abrupt collapse of the global trading system in 
early 2020, we have concluded that comparing months 
in 2022 against the same months in 2020, while perhaps 
interesting to rubberneckers, makes little sense here. 

The 1,032,170 inbound loads through the seven U.S. West 
Coast ports we monitor represented a 2.5% increase from 
a year earlier and an 11.4% bump from the first month 
of 2020. Meanwhile, the nine East Coast ports we track 
handled 1,033,012 inbound loaded TEUs, just 842 more 
inbound loads than their USWC rivals. The two Gulf Coast 
ports that post their container statistics saw a 29.4% 

bump in inbound loads to 169,531 TEUs. 

It’s of some interest that, despite a 2.4% year-over-year 
fall-off in import traffic, the Port of Los Angeles still 
handled 28,993 more inbound loaded TEUs in January 
than did the Port of New York/New Jersey, which in turn 
handled 8,881 more loaded inbound TEUs in January than 
the Port of Long Beach. A month earlier, in December 
2021, PNYNJ bested both of the Southern California ports 
in this category. Over the past two years, the two ports 
have jockeyed for position as the nation’s second leading 
conduit for export loads, with Long Beach taking the lead 
as imports began to surge in the late spring of 2020. 
Since last June, PNYNJ has topped Long Beach in seven 
of the last eight months. 

Exhibit 2 displays data on the numbers of outbound 
loaded TEUs in January. Apart from the two smaller 
California ports we monitor, the only North American 
ports that posted gains in outbound loads in January 
were Long Beach (+5.9%) and Port Everglades (+4.7%). 
The starkest contrast among the major ports was 
between that 5.9% year-over-year gain at Long Beach and 
the 36.0% drop at the Northwest Seaport Alliance Ports 
of Tacoma and Seattle. Overall, the U.S. ports we track 
shipped 12.3% fewer outbound loads in January than they 
had a year earlier. 

Remarkably, the falloff in outbound loads in the first 
month of this year was more extreme on the East Coast, 
where the decline from the preceding January was 13.9% 
(-70,060 TEUs) as opposed to a 10.4% (-37,950 TEUs) 
slide on the West Coast.

https://www.bluewhalesblueskies.org
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Exhibit 1 January 2022 - Inbound Loaded TEUs at Selected Ports

Jan 2022 Jan 2021 %  
Change

Jan 2020 % 
Change

Jan 2022 
YTD

Jan 2021 
YTD

%  
Change

Jan 2020 
YTD

% Change

Los Angeles  427,208  437,609 -2.4%  414,731 3.0%  427,208  437,609 -2.4%  414,731 3.0%

Long Beach  389,334  364,255 6.9%  309,961 25.6%  389,334  364,255 6.9%  309,961 25.6%

San Pedro Bay 
Total  816,542  801,864 1.8%  724,692 12.7%  816,542  801,864 1.8%  724,692 12.7%

Oakland  83,860  77,403 8.3%  87,869 -4.6%  83,860  77,403 8.3%  87,869 -4.6%

NWSA  113,026  114,083 -0.9%  102,878 9.9%  113,026  114,083 -0.9%  102,878 9.9%

Hueneme  11,154  6,224 79.2%  4,890 128.1%  11,154  6,224 79.2%  4,890 128.1%

San Diego  7,588  7,224 5.0%  5,934 27.9%  7,588  7,224 5.0%  5,934 27.9%

USWC Total  1,032,170  1,006,798 2.5%  926,263 11.4%  1,032,170  1,006,798 2.5%  926,263 11.4%

Boston  4,409  10,851 -59.4%  13,402 -67.1%  4,409  10,851 -59.4%  13,402 -67.1%

NYNJ  398,215  371,392 7.2%  322,643 23.4%  398,215  371,392 7.2%  322,643 23.4%

Maryland  37,004  43,576 -15.1%  45,268 -18.3%  37,004  43,576 -15.1%  45,268 -18.3%

Virginia  127,597  130,777 -2.4%  108,884 17.2%  127,597  130,777 -2.4%  108,884 17.2%

South Carolina  117,181  95,478 22.7%  90,665 29.2%  117,181  95,478 22.7%  90,665 29.2%

Georgia  250,654  232,645 7.7%  188,762 32.8%  250,654  232,645 7.7%  188,762 32.8%

Jaxport  24,585  33,560 -27.7%  26,698 -7.9%  24,585  33,560 -27.7%  26,698 -7.9%

Port Everglades  32,941  26,832 22.8%  26,451 24.5%  32,941  26,832 22.8%  26,451 24.5%

Miami  40,426  51,260 -21.1%  35,225 14.8%  40,426  51,260 -21.1%  35,225 14.8%

USEC Total  1,033,012  996,371 3.7%  857,998 20.4%  1,033,012  996,371 3.7%  857,998 20.4%

New Orleans  10,962  9,418 16.4%  12,514 -12.4%  10,962  9,418 16.4%  12,514 -12.4%

Houston  158,569  121,578 30.4%  105,047 51.0%  158,569  121,578 30.4%  105,047 51.0%

USGC  169,531  130,996 29.4%  117,561 44.2%  169,531  130,996 29.4%  117,561 44.2%

Vancouver  131,926  161,183 -18.2%  143,606 -8.1%  131,926  161,183 -18.2%  143,606 -8.1%

Prince Rupert  41,471  50,243 -17.5%  49,148 -15.6%  41,471  50,243 -17.5%  49,148 -15.6%

British Colum-
bia Total  173,397  211,426 -18.0%  192,754 -10.0%  173,397  211,426 -18.0%  192,754 -10.0%

US/BC Total  2,408,110  2,146,679 12.2%  2,094,576 15.0%  2,408,110  2,146,679 12.2%  2,094,576 15.0%

US Total  2,234,713  2,134,165 4.7%  1,901,822 17.5%  2,234,713  2,134,165 4.7%  1,901,822 17.5%

USWC/BC Total  1,205,567  1,019,312 18.3%  1,119,017 7.7%  1,205,567  1,019,312 18.3%  1,119,017 7.7%

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

Jan 2022 Jan 2021 % 
Change

Jan 2020 % 
Change

Jan 2022 
YTD

Jan 2021 
YTD

% 
Change

Jan 2020
YTD

% 
Change

Los Angeles  100,185  119,327 -16.0%  148,206 -32.4%  100,185  119,327 -16.0%  148,206 -32.4%

Long Beach  123,060  116,254 5.9%  108,624 13.3%  123,060  116,254 5.9%  108,624 13.3%

San Pedro Bay 
Totals  223,245  235,581 -5.2%  256,830 -13.1%  223,245  235,581 -5.2%  256,830 -13.1%

Oakland  61,704  69,147 -10.8%  77,932 -20.8%  61,704  69,147 -10.8%  77,932 -20.8%

NWSA  37,219  58,189 -36.0%  66,410 -44.0%  37,219  58,189 -36.0%  66,410 -44.0%

Hueneme  3,488  1,582 120.5%  1,222 185.4%  3,488  1,582 120.5%  1,222 185.4%

San Diego  1,323  430 207.7%  290 356.2%  1,323  430 207.7%  290 356.2%

USWC Totals  326,979  364,929 -10.4%  402,684 -18.8%  326,979  364,929 -10.4%  402,684 -18.8%

Boston  2,901  6,692 -56.6%  6,965 -58.3%  2,901  6,692 -56.6%  6,965 -58.3%

NYNJ  100,663  108,738 -7.4%  118,488 -15.0%  100,663  108,738 -7.4%  118,488 -15.0%

Maryland  16,445  19,904 -17.4%  20,361 -19.2%  16,445  19,904 -17.4%  20,361 -19.2%

Virginia  69,589  84,688 -17.8%  79,328 -12.3%  69,589  84,688 -17.8%  79,328 -12.3%

South Carolina  54,256  67,937 -20.1%  68,505 -20.8%  54,256  67,937 -20.1%  68,505 -20.8%

Georgia  90,886  113,365 -19.8%  121,960 -25.5%  90,886  113,365 -19.8%  121,960 -25.5%

Jaxport  42,596  43,614 -2.3%  41,941 1.6%  42,596  43,614 -2.3%  41,941 1.6%

Port Everglades  32,227  30,795 4.7%  33,483 -3.8%  32,227  30,795 4.7%  33,483 -3.8%

Miami  23,720  27,610 -14.1%  35,324 -32.9%  23,720  27,610 -14.1%  35,324 -32.9%

USEC Totals  433,283  503,343 -13.9%  526,355 -17.7%  433,283  503,343 -13.9%  526,355 -17.7%

New Orleans  20,462  21,316 -4.0%  26,213 -21.9%  20,462  21,316 -4.0%  26,213 -21.9%

Houston  86,940  99,694 -12.8%  118,782 -26.8%  86,940  99,694 -12.8%  118,782 -26.8%

USGC Totals  107,402  121,010 -11.2%  144,995 -25.9%  107,402  121,010 -11.2%  144,995 -25.9%

Vancouver  53,351  79,194 -32.6%  78,156 -31.7%  53,351  79,194 -32.6%  78,156 -31.7%

Prince Rupert  12,967  16,619 -22.0%  9,735 33.2%  12,967  16,619 -22.0%  9,735 33.2%

British Colum-
bia Totals  66,318  95,813 -30.8%  87,891 -24.5%  66,318  95,813 -30.8%  87,891 -24.5%

US/BC Total  933,982  1,085,095 -13.9%  1,161,925 -19.6%  933,982  1,085,095 -13.9%  1,161,925 -19.6%

US Total  867,664  989,282 -12.3%  1,074,034 -19.2%  867,664  989,282 -12.3%  1,074,034 -19.2%

USWC/BC Total  393,297  460,742 -14.6%  490,575 -19.8%  393,297  460,742 -14.6%  490,575 -19.8%

Source Individual Ports
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Jan 2022 
YTD

Jan 2021 
YTD

% % 
ChangeChange

Jan 2020 
YTD

% 
Change

Los Angeles  865,516  835,516 3.6%  806,144 7.4%

Long Beach  800,943  764,006 4.8%  626,829 27.8%

San Pedro Bay 
Ports  1,666,459  1,599,522 4.2%  1,432,973 16.3%

NYNJ  765,050  721,284 6.1%  617,024 24.0%

Georgia  476,713  459,608 3.7%  377,671 26.2%

Houston  323,427  255,039 26.8%  268,773 20.3%

NWSA  272,281  289,187 -5.8%  263,816 3.2%

Virginia  262,020  270,969 -3.3%  227,234 15.3%

Vancouver  258,879  319,972 -19.1%  265,599 -2.5%

South Carolina  226,515  216,265 4.7%  211,020 7.3%

Oakland  193,205  199,098 -3.0%  211,251 -8.5%

Montreal  142,316  140,456 1.3%  136,589 4.2%

JaxPort  101,292  122,770 -17.5%  109,141 -7.2%

Port Everglades  97,689  88,139 10.8%  85,992 13.6%

Miami  95,994  113,835 -15.7%  94,064 2.1%

Prince Rupert  79,425  99,066 -19.8%  81,487 -2.5%

Maryland  72,777  85,166 -14.5%  90,290 -19.4%

Philadelphia  57,074  52,301 9.1%  54,851 4.1%

New Orleans  38,355  40,302 -4.8%  54,635 70.2%

Hueneme  21,966  16,322 9.6%  16,488 8.5%

San Diego  15,571  14,324 8.7%  11,650 33.7%

Portland, Oregon  11,844  6,669 77.6%  3,147 276.4%

Boston  8,612  22,325 -61.4%  25,874 -66.7%

US/Canada Total  5,187,464  5,132,619 1.1%  4,639,569 11.8%

US Total  4,706,844  4,573,125 2.9%  4,155,894 13.3%

Source Individual Ports

Exhibit 3 January 2022 YTD Total TEUs

January 2022 TEU Numbers Continued

Exhibit 3 shows the total (full + empty) 
container traffic for January. At the U.S. 
ports we monitor, overall box movements 
totaled 4,706,844 TEUs, a 2.9% boost 
over 2021 and a 13.3% increase over 
January 2020. A slight majority of 
the U.S. and Canadian ports showed 
increased traffic in January over a year 
earlier, with Houston’s 26.8% (+68,388 
TEUs) gain the most impressive. Indeed, 
Houston’s year-over-year increase in 
total TEU traffic was greater than the 
66,937 additional TEUs moved through 
the two San Pedro Bay ports.

Weights and Values
There is an economist here who thinks 
it’s more important to know the value of 
the goods being traded, at least when 
assessing the impact of trade on the 
national economy. But that’s just him. 
Even though the TEU is the customary 
metric for measuring containerized 
trade, we like to cite two alternative 
measures – the declared weight and 
value of the goods loaded into those 
TEUs – to determine the share of the 
nation’s box trade that passes through 
U.S. West Coast ports. The percentages 
in Exhibits 4 and 5 are derived from 
data compiled by the U.S. Commerce 
Department from documentation 
submitted by the importers and 
exporters of record. Commerce then 
makes the data available with a time-lag 
of approximately five weeks. 

Exhibit 4 documents the year-over-
year decline in the percentage of 
containerized imports through mainland 
U.S. ports that were discharged at USWC 
ports in January. In tonnage terms, the 
five major USWC maritime gateways saw 
their combined share drop to 29.7% from 
35.7% a year earlier. Even when adding 
in the container traffic through smaller 
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Jan 2022 Dec 2021 Jan 2021

Shares of U.S. Mainland Ports Containerized Import Tonnage

LA/LB 39.4% 39.9% 43.3%

Oakland 3.9% 4.0% 3.9%

NWSA 6.2% 6.1% 6.8%

Shares of U.S. Mainland Ports Containerized Import Value

LA/LB 45.0% 48.5% 52.0%

Oakland 3.4% 3.3% 4.2%

NWSA 7.4% 7.4% 8.7%

Shares of U.S. Mainland Containerized Export Tonnage

LA/LB 38.8% 35.4% 31.9%

Oakland 8.4% 7.4% 7.9%

NWSA 8.9% 10.6% 11.4%

Shares of U.S. Mainland Conatainerized Export Value

LA/LB 37.1% 34.6% 37.6%

Oakland 11.8% 10.0% 11.6%

NWSA 6.6% 7.9% 8.1%

Source: U.S. Commerce Department.

Exhibit 4 Major USWC Ports Shares of U.S. 
Mainland Ports Worldwide Container 
Trade, January 2022

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

Jan 2022 Dec 2021 Jan 2021

Shares of U.S. Mainland Ports Containerized Import Tonnage

LA/LB 23.0% 23.5% 27.5%

Oakland 3.0% 3.1% 3.6%

NWSA 3.7% 3.8% 4.6%

Shares of U.S. Mainland Ports Containerized Import Value

LA/LB 30.4% 30.0% 33.9%

Oakland 3.1% 2.8% 3.5%

NWSA 5.1% 5.0% 6.0%

Shares of U.S. Mainland Containerized Export Tonnage

LA/LB 21.6% 20.2% 19.4%

Oakland 6.0% 5.7% 6.1%

NWSA 5.0% 6.2% 7.3%

Shares of U.S. Mainland Conatainerized Export Value

LA/LB 17.2% 15.8% 18.6%

Oakland 6.9% 6.2% 6.8%

NWSA 2.9% 3.6% 4.3%

Source: U.S. Commerce Department.

January 2022 TEU Numbers Continued

USWC ports like Hueneme, San Diego, and Portland, the 
overall USWC share of containerized import tonnage slid 
to 31.9% from 37.2% in January 2021. 

On a value basis, 38.6% of the $82.237 billion in 
containerized imports that entered mainland U.S. ports 
in January came through the five largest USWC ports, 
down from 43.4% in January 2021. The total USWC share 
likewise slipped to 39.9% from 43.9% when including 
traffic through the second-tier ports of California, Oregon, 
and Washington State.

On the export front, USWC ports saw their shares of 
containerized trade fall year-over-year in terms of both 
export and dollar value. Shipments via the smaller ports 

boosted the overall USWC shares in January to 34.2% in 
tonnage and 28.0% in value.

Exhibit 5 displays the USWC shares of U.S. containerized 
trade with the Far East. Collectively, these five major 
USWC ports handled 49.5% of all containerized import 
tonnage that entered U.S. mainland ports from the Far 
East this January. That was down from a year earlier 
when the same five ports accounted for 54.0% of all 
containerized import tonnage arriving from across the 
Pacific. With trade through smaller ports in Washington, 
Oregon, and California, the USWC share totaled 51.2%, 
down from 54.7% in January 2021.

As for other major U.S. ports, the Port of New York/New 
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January 2022 TEU Numbers Continued

Jersey saw its share of the nation’s Far East containerized 
import trade increase to 15.2% from 14.0% in January 
2021. Its rival Mid-Atlantic Ports of Norfolk, Charleston, 
and Savannah likewise saw their combined share of 
containerized import tonnage from the Far East grow 
to 20.3% from 18.5% a year earlier. The Port of Houston 
similarly boosted its share of the trade to 6.2% from 4.6%. 

In value terms, the USWC’s five major ports sustained a 
decline in their collective share of containerized imports 
from the Far East to 55.8% in January from 64.9% in 
January 2021. Adding imports through second tier 
USWC ports, the total USWC share of the dollar value 
of containerized imports through U.S. mainland ports 
slipped to 57.5% from 62.4% a year earlier. 

Containerized export tonnage through USWC ports 
increased in January, with all USWC ports accounting 
for a 57.1% share of containerized exports to East Asian 
markets from U.S. mainland ports. Twelve months earlier, 
that combined share was 52.0%. 

The five biggest USWC ports handled 55.5% of the value 
of containerized exports leaving mainland U.S. ports for 
destinations in East Asia. That was down from 57.3% 
in January 2021. The overall USWC share of the trade 
likewise slipped to 56.1% from 57.7% a year earlier. 

The Art of Forecasting
Regular readers of this newsletter will know that we 
rarely pass up an opportunity to disparage errant 
bits of forecasting, especially when the prediction is 
authoritatively offered in a very prominent forum. It turns 
out we’re not alone in suggesting that The Old Farmer’s 
Almanac may have a better track record than a lot of 
highly compensated soothsayers. 

On February 25, CNN’s Anderson Cooper asked author 
David Remnick to predict what will happen to Ukraine, 
only to have Remnick reply that “prediction is the 
lowest form of journalism.” As if on cue, James Wilhite 
of The Wall Street Journal penned the following market 
assessment just hours before trading opened that day on 
the New York Stock Exchange: “U.S. Stocks Poised to Fall 
as Russia Continues Ukraine Onslaught.” 

Talk about being wrong. By the end of trading, the Dow 
Jones Industrial Index was up 834.92 points, a 2.51% 
gain. 

Mr. Musk’s Cars
Once upon a time, America’s exports of passenger 
vehicles powered only by electric motors were next to 
negligible for a very good reason: America’s production of 
passenger vehicles powered only by electric motors was 
next to negligible. Then along came Elon Musk and the 
Tesla. 

Starting in January 2017, U.S. trade statistics began to 
identify shipments of “motor vehicles with only electric 
motors” (HS870380). The trade was respectable that first 
month, with a value of $103,902,945. About half of the 
trade that month was shipped in containers loaded at the 
Port of Oakland, not far up the East Bay shore from the 
manufacturing plant in Fremont that Musk had bought in 
May 2010. The facility had once housed a GM-Toyota joint 
venture. 

Almost immediately, though, the export trade shifted 
across the Bay to the Port of San Francisco as Tesla 
moved to the use of ro-ro vessels. By pre-pandemic 2019, 
San Francisco accounted for 84.6% of the $6.915 billion 
export trade. 

That year, however, proved to be the highwater mark 
for the electric-only passenger vehicle export trade. 
Although the Port of San Francisco has continued to be 
the dominant port-of-departure for America’s electric-
only export trade, the value of the trade fell to $2.901 
billion last year, and January’s exports ($245.7 million) 
were down by 60.6% from the same month a year earlier. 
Tesla’s exports from the U.S. have been in decline 
because the company began servicing more of its foreign 
market demand with vehicles assembled at the sprawling 
new plant near Shanghai. A new plant outside of Berlin is 
expected to come online later this year.

Mr. Musk, meanwhile, has conspicuously moved to Texas.

Nuts
One bright spot in California’s tree nut export trade has 
been the performance of pistachios, ranked as the state’s 
second most valuable agricultural export behind almonds 
by the Agricultural Issues Center at the University of 
California at Davis. (At least we think pistachios are 
Number Two. UCD’s AIC, which has long had a contract 
with the California Department of Food and Agriculture 
to produce the state’s official farm trade statistics, hasn’t 
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gotten around to updating its numbers since 2019. Such, 
we vaguely recall, are the timeless pressures of tenured 
faculty.) Anyway, pistachio exports in February of this year 
totaled 17,641.5 tons, a 23.4% bump over the same month 
last year, according to the Administrative Committee for 
Pistachios, the organization that administers the federal 
marketing order for pistachios in California, Arizona, and 
New Mexico. 

Now comes word that pistachio production, almost all of 
which occurs in California, is poised to surge, apparently 
with or without water. According to American Pistachio 
Growers, a non-profit trade association representing more 
than 865 growers, member processors, and industry 
stakeholders in California, Arizona and New Mexico, 
growers will produce 6.9 billion pounds of pistachios over 
the next five years, 2.4 billion more than they produced 
in the previous five-year period from 2017-2021. A panel 
of growers at the American Pistachio Growers annual 
conference in Carlsbad, California on March 2 singled out 
India as a prime growth market for U.S. pistachios. 

The Controversial Coal Trade
Other than nuclear power, probably no energy-producing 
commodity generates as much controversy as coal. (Oh, 
we haven’t forgotten about the gas stoves and heaters 
that are on their way out in California, or the windmills 
that many oppose for ideological or aesthetic reasons, or 
the solar power arrays that NIMBYs nationally deplore.) 

Growing opposition to the practice of exporting coal 
has led municipalities around the country but most 
conspicuously along the West Coast to ban shipments of 
coal from USWC ports. As a result, federal trade statistics 
show that the only USWC ports currently handling coal 

exports are the Port 
of Long Beach and 
the Ports of Stockton 
and Richmond in 
Northern California. 
The latter ports 
handle about 70% of 
California’s total coal 
export tonnage. 

The Port of Stockton, 
situated along the 
San Joaquin River, 
has limited draft. 
Accordingly, coal-
carrying vessels 
calling at the port 
are partially loaded 
with coal shipped by 
rail from Utah and 

Colorado. The ships then journey to the Port of Richmond 
for topping off at the Levin-Richmond Terminal before 
sailing to overseas destinations. Last year, Japan was the 
destination for 78.7% of the coal shipped from the two 

Exhibit 6 California’s Coal Export Trade
Source: U.S. Commerce Department
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ports. Smaller amounts found their way to Guatemala, 
Chile, Peru, and China. All of the 165,000 metric tons of 
coal the two ports shipped this January went to Japan. 

The Richmond City Council in 2020 voted to ban coal 
shipments to the Levin-Richmond Terminal Corporation, 
giving the terminal operators a three-year deadline to 
cease coal exports. Litigation followed, with the State 
of Utah intervening on behalf of Utah mining company 
Wolverine Fuel Sales, and Phillips 66, which exports 
petroleum coke (“petcoke”) through the port. Last 
November, an agreement to end the legal battles resulted 
in the port being given an additional three years to wrap 
up coal operations. 

The implication is that, after December 31, 2026, 
ships from Stockton will no longer be able to top-up at 
Richmond, leaving open the question of whether partially 
loaded vessels would be economically feasible. 

Across the Bay, plans to ship coal through the Port of 
Oakland appear to have come completely unglued in 
February when the City of Oakland reached a settlement 

with developers to prevent coal from ever being exported 
through the Port of Oakland. 

Exhibit 6 displays California’s recent history of coal 
exports.  

Charting Pandemic Era Inbound Loads in  
San Pedro Bay
Exhibit 7 displays the inbound loaded TEU traffic at 
the Ports of Long Beach and Los Angeles in each 
month between the comparatively placid, pre-pandemic 
January 2019 through February of this year. It shows 
a considerable range of volumes, with a low point of 
454,825 inbound loads in March of 2020, as economies 
worldwide were locked down, to a high of 980,450 
inbound loads in May of 2021. The number of container 
imports handled at the two ports has ebbed lately, with 
traffic across the docks in the latest six months (through 
February of this year) down by 5.1% from the same period 
a year earlier. 

Exhibit 7 Pandemic Era Inbound Loaded TEU Traffic at the Ports of Los Angeles and Long Beach: January 2019–
February 2022
Source: U.S. Commerce Department

 Long Beach        Los Angeles        Total San Pedro Bay

0

200,000

400,000

600,000

800,000

1,000,000

Ja
n-

19

Fe
b-

19

M
ar

-1
9

Ap
r-1

9

M
ay

-1
9

Ju
n-

19

Ju
l-1

9

Au
g-

19

Se
p-

19

O
ct

-1
9

N
ov

-1
9

De
c-

19

Ja
n-

20

Fe
b-

20

M
ar

-2
0

Ap
r-2

0

M
ay

-2
0

Ju
n-

20

Ju
l-2

0

Au
g-

20

Se
p-

20

O
ct

-2
0

N
ov

-2
0

De
c-

20

Ja
n-

21

Fe
b-

21

M
ar

-2
1

Ap
r-2

1

M
ay

-2
1

Ju
n-

21

Ju
l-2

1

Au
g-

21

Se
p-

21

O
ct

-2
1

N
ov

-2
1

De
c-

21

Ja
n-

22

Fe
b-

22



West Coast Trade Report

March 2022         Page 10

I love baseball. But, as I’ve also said before in this 
newsletter (March 2019), I also think it’s extremely 
fortunate that Northern Californians – notably including 
the region’s exporters of agricultural produce – have a 
thriving maritime gateway through which to conduct 
business with the rest of the world. 

And, probably because I am an old Red Sox fan who’s 
delighted that New Englanders can still catch a game 
played on the very same turf at Fenway Park on which 
Babe Ruth and Ted Williams once starred, I’m hardly 
bedazzled -- as most East Bay politicians seem to be -- 
by that shiny new bauble that billionaire developer John 
Fisher promises to build on the Oakland waterfront. 

But this commentary isn’t about the economics of 
sports arenas or the fatuous job creation figures that 
arena developers toss around. The settled science is 
that playing fields for professional sports teams are 
exceedingly poor investments for municipalities. Nor is 
this even about whether a Major League ballpark atop 
Howard Terminal could live in harmony with maritime 
operations at the adjacent Port of Oakland. 

For let’s be clear about one thing: Fisher’s proposed 
shoreline extravaganza is less about a new home for 
the Oakland A’s than it is about the massive real estate 
development that would surround it. The upwards 
of 3,000 high-end condos, the 1.5 million square feet 
of office space, the restaurants and retail stores, the 
hundreds of hotel rooms, and the 3500-seat performance 
venue that Fisher vows to build is where the real money 
is. The stadium is merely the dangle. 

What concerns me, as it should all fans of global 
commerce, are those condos, and more specifically the 
people who will occupy them. They, not the ballpark itself, 
would pose the greatest risk to the future of the Port. 
Consider what happens when differing plaintiffs seek to 
play the environmental justice card.

Earlier this month, Thomas Curwen of the Los Angeles 
Times wrote compassionately about the plight of 
residents living along Drumm Avenue in Wilmington, a 
community near the epicenter of the tsunami of shipping 

containers that has engulfed the nearby Ports of Los 
Angeles and Long Beach over the past two years. 

As Curwen described the situation: “…not long into the 
pandemic, a daily convoy of 18-wheelers showed up, 
turning the once-quiet Wilmington street, a little less than 
a half-mile long into a loud and dusty truck route, from 
dawn to well past dusk. Diesel fumes hang in the air. Dirt 
cakes cars and windowsills. Outdoor conversations are 
strained, and residents wonder what happened.”

Curwen reported that, far from being consulted before 
their street was turned into a major thoroughfare for 
container traffic, Drumm Avenue residents were not even 
warned. What’s befallen them, he contended, “raises 
questions critical to matters of environmental justice, 
especially in communities of color. What value does a low-
income neighborhood have and what price is acceptable 
to maintain peace, quiet and security?”

Now let me first introduce you to Digital 365 Main LLC 
(“Digital”), a secure data and communications facility 
located in San Francisco. So vital are the services 
provided from this building that it is designated as 
“critical infrastructure” under the city’s building code. 
That would seem to indemnify it against most noise 
complaints from the neighbors in the high-rise, high-end 
residential towers that have sprung up years after Digital 
moved into what had been a largely industrial part of the 
city close to what had once been a booming seaport. 

But, it seems, environmental justice moves in strange 
ways. 

Jock O’Connell’s Commentary: 
When Karma Comes Up To Bat in Oakland
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In 1999, Digital purchased a building at 365 Main Street 
in San Francisco’s Rincon Hill district. The building was 
originally constructed by the Army Corps of Engineers 
in 1942 to assemble armored vehicles for the military. It 
was designed to be sturdy, just the sort of building you 
would need for maintaining a survivable data storage and 
internet communications facility. 

Back then, Rincon Hill was an industrial and commercial 
area next to the San Francisco end of the Bay Bridge. 
However, things change, and gentrification happens. 
After the Rincon Hill Plan was incorporated into the city’s 
General Plan in August 2005, explicit encouragement 
was given to the construction of high-rise housing. 
Although the financial crisis of 2007-08 delayed the area’s 
transformation, eventually new residential towers were 
erected, including the Infinity Tower with 650 residences 
and the Lumina with 655 residential units. Both feature 
condos whose monthly homeowner association fees 
alone would cause most Americans to blanch. 

Noise complaints (seven to be precise) started to trickle 
in to San Francisco’s Department of Public Health, then 
the agency designated to handle grievances about the 
constant humming sound emanating from the massive 
backup generators on Digital’s rooftop. 

Digital did not dispute that it was at least minimally out 
of compliance with San Francisco’s noise ordinance. The 
costly dispute it wound up having with the Department 
of Public Health was over how quickly it could remedy 
the problem. Digital’s well-heeled neighbors and DPH 
officials were of the opinion the annoyance should 
cease immediately. Digital (by then joined by a team of 
expensive lawyers and acoustical engineers) suggested 
that quieting the ten massive back-up generators was 
more complicated than flipping a switch. Digital was not 
asking for a permanent exemption from the city’s noise 
ordinance. Rather, it was requesting time to implement 
a $25 million plan to replace the generators with quieter 
models. The company also contended that the backup 

generators were needed not only to maintain Digital’s 
services in the event of, you know, The Big One, but also 
to cope with period outages caused by the local electric 
utility. That, of course, would be the ever-reliable PG&E. 

Nonetheless, DPH denied the variance request. The 
handful of complainers who had the where-with-all to 
live in luxurious condominiums rejoiced. In the end, 
Digital, a firm certainly not lacking in resources, survived 
the misadventure of wealthy neighbors siccing city 
government on it, but only at considerable cost. 

Now fast-forward to the day when Mr. & Mrs. John 
Beresford Tipton III take up residence in one of the 
swanky new residences John Fisher has erected around 
the new homefield of the Oakland A’s. Has this fabulously 
wealthy couple even noticed the heavy rail traffic 
downstairs or the nearby cranes towering over huge 
oceangoing ships? Did they bother to ask whether Mr. 
Fisher had equipped the million-dollar condominiums he’s 
built with double-paned windows or extra soundproofing 
in the walls? How long will it be before they and other 
new residents – all presumably accustomed to donating 
heavily to political campaigns -- start lodging complaints 
with city officials about the noise from the business 
operating next door?

“Dear, why must they play their silly games at night with 
all those bright lights and amped-up music. And all that 
loud cheering. Really, now. It’s quite intolerable. Let’s call 
the mayor.”

Karma, one might hope, swings from both sides of the 
plate.

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

https://www.actexpo.com/?utm_source=endorsingorg&utm_medium=banner
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We continue to race towards a zero-emissions future. 
Its inevitability is matched only by the utter state of 
unpreparedness that is being exhibited. While the 
pressures of the pandemic continue to stretch and 
contort the supply chain, the emerging speed bumps 
that are appearing on the road are large enough to cause 
serious damage to our economy and supply chain. 
Yet, the sense put forward by leaders is not that there 
are real issues, but that stakeholders don’t “want it” 
strongly enough – we only need to re-commit ourselves 
to reach our goals despite the concerns of naysayers. 
Unfortunately, wishful thinking will not remove the 
obstacles. 

The first speed bump is the final phase-in 
for the Bus and Truck Rule at the end of the 
year. Come January 1st, all trucks that are 
older than model year 2010 will be banned 
from service in California. For the San Pedro 
Bay Ports, that population of trucks moves 
approximately 30% of containerized cargo 
from the ports. This rule has more than a 
pre-pandemic decade of implementation 
behind it. So, in normal circumstances this 
final phase-in would be worthy of no more 
than a shrug of the shoulders. But the 
wide-ranging impacts of the pandemic is 
upending what should be the final phase of a 
well-planned-for rule. The pandemic has sent 
used truck prices soaring (much like cars). The business 
model of port drayage is based on deploying used trucks 
into service. Now that used truck prices look closer to 
new truck prices, it has the potential to seriously disrupt 
the replacement cycle within sight of the final regulatory 
goal. If that portion of the fleet that will be banned next 
January cannot be replaced, the supply chain will suffer 
yet another shock. Eventually it should be sorted out, 
but only after significant pain. The only question will be 
how much harm is caused during this transition. Worse, 
policy makers don’t seem to be actively preparing for it. 
Given government officials newly found appreciation for 
the supply chain, one might think that the possible loss 

of nearly a third of trucking capacity in nine months’ time 
would be impetus for action. But you’d be wrong.

The second speed bump on the road to cleaner air 
provides a confused tangle to what should be a clear 
regulatory requirement on January 1. The Bus and 
Truck Rule allows for an extension under the rule if an 
existing and binding purchase contract experiences a 
manufacturing delay. A reasonable contingency. Again, 
the pandemic has caused significant manufacturing 
delays. The twist is that reporting of the extension 
does not occur until January 31, 2023 – 30 days after 
regulatory implementation. In theory, the ports should 

shut out the pre-2010 trucks at the beginning of the year. 
But if on January 1st, the California Air Resources Board 
(CARB) doesn’t know which trucks will have an extension 
(because it won’t be reported for another 30 days), how 
will the ports know which trucks to turn away? So far, 
no one has been able to explain how this will work, with 
comments ranging from “no idea” to “we’ll figure it out.” 
The previously described vaporization of the truck fleet 
on January 1 may not happen. But it must. It has been 
promised and there will be hell to pay if it doesn’t. We’re 
just waiting on the how. Luckily, we still have plenty of 
time and no other supply chain constraints to worry 
about. 

Speed Bumps Ahead
By Thomas Jelenić, Vice President, Pacific Merchant Shipping Association

“While the pressures of the 
pandemic continue to stretch 
and contort the supply chain, the 
emerging speed bumps that are 
appearing on the road are large 
enough to cause serious damage 
to our economy and supply 
chain.”

BUMPS 
AHEAD
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The final bump is the true end goal of zero-emissions 
(ZE) trucks as represented by the Advanced Clean Fleets 
(ACF) Rule. As currently proposed by CARB, ACF will 
require that any truck beginning to serve California ports 
on or after November 1, 2023, must be zero emissions. 
While I have deep reservations about the readiness of the 
ZE trucks to provide routine service to ports, I will focus 
on infrastructure. That deadline is a mere 20 months 
from now. When that deadline hits, the electrical and/or 
hydrogen infrastructure will need to support the natural 
turnover of trucks on an ongoing basis. Looking at port 
data covering 2015-2020, between 2,400 and 3,500 trucks 
were added annually, most of those additions appeared 
to replace trucks exiting the port drayage fleet. If that 
continues, infrastructure needs to support hundreds of 
new trucks every month beginning November 1, 2023. 
Currently, except for a smattering of demonstration 
efforts, there is zero infrastructure available. Zero.

Better yet, in a recent CARB workshop on infrastructure 
deployment for medium and heavy-duty equipment, the 
Los Angeles Department of Water and Power said that for 
significant installations of electric charging equipment 
(the sort that will be needed to support hundreds of 
trucks added monthly), the typical lead time is 24 months. 
But the rule begins in 20 months. While supply chain 

stakeholders and regulators should take seriously the 
loss of 30% of the drayage fleet at the end of this year, 
the impact of ACF is scarier. In theory and at some price, 
other existing trucks already on the road can backfill 
the loss of pre-2010 trucks following January 1. Will it 
happen? Don’t know. Will it be too expensive to justify? 
Possibly. But come November 1, 2023, the fleet will 
become static, begin to shrink through natural attrition, 
and no amount of funding will fix the problem because the 
infrastructure will not exist. California has already passed 
the deadline for ensuring sufficient infrastructure is in 
place to support transportation electrification. The only 
question is whether we will collectively continue to ignore 
it to the peril of California’s supply chain.

Speed Bumps Ahead Continued

Interested in membership in PMSA? 
Contact Laura Germany for details at: lgermany@pmsaship.com or 510-987-5000.
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Import Dwell Time Was Down For February; Rail Dwell Time Was Up
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