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Record performances highlight generally positive 2017
for Canadian ports
By Alex Binkley

Montreal, Nanaimo, Prince Rupert,
Toronto and Vancouver (the latter

based on estimated volumes) posted
record cargo tonnage during 2017

while most other Port Authorities
recorded respectable traffic gains

PORTSRECAP

CANADIAN

2017
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St. John’s

CPA 2009 2010 2011 2012 2013

                                    HISTORICAL ACPA PORT TONNAGES                                                                              

Vancouver 101,887,824 118,450,134 122,499,631 123,875,996 135,008,952
Montreal 24,524,139 25,919,667 28,534,264 28,422,003 28,156,971
Saint John 26,900,000 30,450,000 31,760,000 26,960,000 27,661,153
Quebec 22,100,000 24,500,000 28,900,000 32,500,000 27,065,994
Prince Rupert 12,121,360 16,417,303 19,339,236 22,289,980 23,060,096
Sept-Îles 19,828,220 25,070,234 26,000,000 28,000,000 27,712,654
Hamilton 8,358,123 11,472,831 10,024,418 10,303,190 10,024,418
Halifax 9,646,413 9,517,243 9,486,612 9,490,961 8,608,044
Thunder Bay 7,285,899 6,862,467 7,608,692 7,843,228 6,530,204
Nanaimo 1,536,021 2,358,368 3,171,624 3,042,016 3,779,771
Windsor 4,888,000 5,327,256 5,072,574 5,456,464 6,029,393
Trois Rivières 2,573,000 2,956,000 3,000,000 3,357,000 2,694,294
Toronto 1,622,582 1,537,363 1,668,085 1,861,082 1,556,000
Belledune 2,627,722 2,149,656 2,081,132 1,872,057 1,693,924
St. John's 1,408,979 1,487,210 1,421,988 1,360,165 1,783,962
Port Alberni 1,087,816 1,009,597 1,475,152 1,571,766 1,819,774
Oshawa 279,043 267,215 283,917 472,553 291,613
Saguenay 292,000 384,000 324,000 295,000 267,000
Total tonnage 248,967,141 286,136,544 302,651,325 308,973,461 313,744,217
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over 2016. Only three Port Authorities recorded lower
volumes. 

The largest percentage increase was recorded in
Prince Rupert, which handled 24.3 million tonnes last
year, a 28 per cent increase from 2016. The increase
was led by 26 per cent growth in its intermodal con-
tainer business and strong dry bulk cargo volumes. The
Port’s previous record had been 23 million tonnes in
2013. The increase in Prince Rupert came from a mix-
ture of terminal expansion and the introduction of new

logistics services, said Bud Smith, Chairman of the Port Au-
thority. The port “remains well-positioned to accommodate
growth of Canadian trade in the Asia-Pacific region, and
we continue to advance expansion that will see us become
Canada’s second largest port by volume in the next
decade.” Among the 2017 milestones for the port were DP
World completing expansion of the Fairview Terminal, in-
creasing annual throughput capacity by 60 per cent and
enabling the terminal to move 926,540 TEUs. Ridley Ter-
minal shipped 7.6 million tonnes of steel-making coal, a 90
per cent increase over 2016. Westview Wood pellet Termi-
nal exported 1.1 million tonnes of wood pellets for biofuel
production, a 22 per cent increase over 2016. While ex-
ports from the grain terminal were down 6 per cent be-
cause of lower wheat shipments, it still handled more than
5 million tonnes of grain and special crops for the fifth
straight year. During the period 2010 to 2017, Prince Ru-
pert exhibited the second highest compounded annual
growth rate (6.8 per cent), after Nanaimo at 19.4 per cent.

Montreal, the second busiest port, has released prelim-
inary figures that show it handled just over 38 million
tonnes of freight in 2017, which amounts to a 7.6 per cent
increase over 2016. Sylvie Vachon, President and CEO of
Montreal Port Authority said container traffic at 14 million
tonnes was up 6 per cent over last year, liquid bulk was up
7 per cent to 14.5 million tonnes and dry bulk at 9.5 million
tonnes was up 11 per cent. The 2017 results marked a 6.8
per cent average annual growth in business during the last
five years. She credited the diversification of the port’s traf-
fic growth to its “projects to modernize our facilities and

2014 2015 2016 2017
Compounded 
annual growth
2017 over 2010

Growth 
2017 over 2016

                                                                                                                HISTORICAL ACPA  PORT TONNAGES

Saint John

139,628,826 138,227,872 135,538,055 140,600,000 2.7% 3.7%
30,445,984 32,028,741 35,357,575 38,041,530 6.7% 7.6%
23,944,323 26,435,882 26,438,301 30,458,422 0.0% 15.2%
24,000,000 21,000,000 24,800,000 27,500,000 1.7% 10.9%
20,691,536 19,695,883 18,925,643 24,266,773 6.8% 28.2%
23,786,335 22,714,607 22,942,361 24,231,000 -0.5% 5.6%
10,526,732 9,237,912 9,277,282 9,860,000 -2.0% 6.3%
7,831,883 7,569,286 8,272,345 8,902,348 -0.9% 7.6%
9,341,250 8,915,607 8,830,414 8,819,270 4.1% -0.1%
4,145,035 4,850,327 5,389,937 5,568,982 19.4% 3.3%
5,433,000 5,642,042 4,767,948 5,080,936 -0.7% 6.6%
3,700,000 3,000,000 2,800,000 2,600,000 -1.7% -7.1%
2,000,000 1,650,990 1,832,000 2,172,750 5.9% 18.6%
1,655,790 1,774,965 2,037,546 2,039,201 -0.7% 0.1%
1,669,098 1,803,306 1,723,625 1,702,031 2.1% -1.3%
1,662,201 1,568,804 1,645,556 1,342,946 4.7% -18.4%
357,125 378,365 372,301 408,567 7.6% 9.7%
280,097 340,000 296,000 326,000 -2.2% 10.1%

311,099,215 306,834,589 311,246,889 333,920,756 2.4% 7.3%
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CANADIAN PORTS RECAP 
improve the fluidity of port opera-
tions.” The Viau container terminal
marked its first full year in operation
giving the port 600,000 TEUs of ad-
ditional handling capacity. When the
Contrecoeur terminal is built, it will
bolster the port’s role in container
movements. During the period 2010
to 2017, Montreal exhibited the
fourth highest compounded annual
growth rate (6.7 per cent), after
Nanaimo (19.4 per cent),Oshawa (7.6
per cent) and Prince Rupert (6.8 per
cent).

Vancouver is estimated to have
handled about 140.6 million tonnes,
an increase over 2016 of 3.7 per cent.
It will release official figures and de-
tails in March, a spokeswoman said.
Its container traffic played a leading
role with a 7.4 per cent increase in
loaded containers passing through
the terminals.

Among the other ports, Saint John
handled 30.5 million tonnes of cargo
last year, a 15 per cent increase over
2016. Jim Quinn, President and CEO
of Port Saint John, credited increased
shipments of dry and liquid bulk and
breakbulk for the 2017 traffic in-
crease. The addition of CMA CGM
container service during the year soft-
ened the drop in container move-
ments after Tropical Shipping moved
its business to another port. CMA
CGM joined the weekly service pro-
vided by MSC since 2012. Quinn ex-
pects the DP World multi-purpose
cargo terminals to draw more busi-
ness to Saint John and compliment
the port’s terminal modernization
project.

Quebec recorded 27.5 million
tonnes of freight, up nearly 11 per
cent from 24 million tonnes in 2016
because of strong iron ore shipments.
It was the second consecutive year of
growth following three years of falling
traffic.  Mario Girard, President and
CEO of the Port of Quebec, said that
having achieved record iron ore ship-
ments in 2017, the port plans to pur-
sue cargo diversification by securing
the environmental permits needed to
build a deep-water container termi-
nal.

Sept-Iles said its increased iron ore
shipments mainly came from IOC Rio

Tinto and Tata Steel Minerals Canada
using the port’s new multiuser wharf.
The Port recorded a 6 per cent in-
crease in volumes to 24.2 million
tonnes, compared to 22.9 million
tonnes in 2016.

The port of Hamilton increased its
traffic volume by 6 per cent in 2017
to 9.9 million tonnes. Commodities

associated with steelmaking re-
bounded in 2017, spurred by a re-
vival of activity at Stelco’s Hamilton
works. Import shipments of finished
steel were also their highest ever, at
more than 620,000 tonnes, 20 per
cent higher than in 2016, reflecting
strong demand from Ontario’s man-
ufacturing sector. President & CEO
Ian Hamilton said the port is growing
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Vancouver

its role “as a leading transportation hub for Ontario’s agri-
food sector.” In 2017, the port handled its highest-ever
total of agricultural products. Close to 2.3 million tonnes
of commodities such as Ontario-grown corn, wheat and
soybeans, as well as canola, sugar, potash and other fer-
tilizers were handled through the port. Agricultural car-
goes now make up 23 per cent of the port’s total, up from

Halifax

www.portofthunderbay.ca 

www.portofthunderbay.ca 
 

The furthest inland port in Canada 
handles dimensional project cargo 
for destinations across Western 
Canada.  
Full service, 24hr terminal 

Sept-Îles

12.5 per cent in 2010. “The port of Hamilton has attracted
more than $200 million in private sector agrifood invest-
ment in recent years, which means our terminal operators
have the ability to move more product more efficiently,”
he said. 

Halifax climbed 7.6 per cent to 8.9 million tonnes, which
was its best result since 2012, and its containerized cargo
volume was up 16 per cent over 2016 and broke the record
set in 2005. Total containerized tonnage was close to 4.6
million tonnes while non-containerized cargoes such as
gypsum, bulk oil and fuel, totalled close to 4.4 million
tonnes. Karen Oldfield, President and CEO, said, “This
past year also saw the arrival of Ultra Large Container Ves-
sels over 10,000 TEUs in our port. All of this combined to
provide a very strong foundation on which to build, and
we are looking forward to our continued work together in
the year ahead.”

Windsor increased its volumes by 6.6 per cent to 5.1
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CANADIAN PORTS RECAP 
million tonnes. The Port Authority’s President and CEO,
David Cree, said he expects traffic through the port con-
tinue to grow in the coming years because of the construc-
tion of the Gordie Howe International Bridge as well as a
booming local economy.

Toronto’s 2017 volume jumped 18.6 per cent from 2016
levels, propelled by strong shipments of cement, stone,
aggregates and sand.

Belledune held its own at 2.04 million tonnes and Os-
hawa edged up to 408,567 tonnes from 372,301 tonnes.
Sagenay, Canada’s smallest Port Authority, managed to
grow its volumes by just over 10 per cent to 326,000
tonnes. Port of Nanaimo grew its volumes by 3.3 per cent
to 5.6 million tonnes in 2017. Nanaimo has exhibited by
far the best long term growth by any Canadian Port Au-
thority, having grown from from 1.5 million tonnes in 2009
to 5.6 million tonnes in 2017, an annual growth rate of
some 19.4 per cent.

Meanwhile, Thunder Bay slipped by just over 10,000
tonnes to 8.82 million tonnes, Trois-Rivieres edged lower
by 180,000 tonnes to 2.6 million tonnes, St. John’s dipped
by 20,000 tonnes to 1.70 million tonnes, and Port Alberni
slid to 1.34 million tonnes from 1.65 million tonnes in 2016.

Overall, port volumes witnessed growth of 7.3 per cent

ON-TIME. RELIABLE. EXPERIENCED. SHIP TROPICAL.

Fastest direct service to Florida and Puerto Rico.
• Four-day direct service to Florida

• Weekly service to Puerto Rico 

•  Weekly FCL and LCL Service to The Bahamas  
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Cargo must be booked prior to delivery

Call 1.866.767.6576 to book

PROUDLY SERVING
THE PORT OF HALIFAX  
FOR ONE YEAR.

Windsor

in 2017, which is a remarkable achievement, given that
Canada’s GDP grew by about 3 per cent. Given current
trade uncertainties, improvements in America’s competi-
tiveness, and looming increases in interest rates, it will be
interesting to see how these factors may influence 2018
results.
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CANADIAN

PORTS
Federal Port Review, 2015-2016
By Theo vAn de kleTersTeeg

Figure 1CANADIAN PORT AUTHORITIES
PORT REVENUES 2016

Total revenues
$582.49 million

Canadian Sailings has recently
completed another annual study
comparing financial and other per-
formance data related to federally-
operated Canadian Port Authorities
from 2015 to 2016 (Data for 2017 will
not be available until July or August). 

Toronto Port Authority
Because its financial statements

include the operations of Toronto Is-
land Airport, they are not compara-
ble to those of other ACPA ports.
Accordingly, Port of Toronto was not
included in the study (except as
noted).

Oshawa Port Authority
In connection with the cancella-

tion of a proposed industrial plant on
Port property, an arbitration panel in
2016 directed Oshawa Port Authority
to pay a settlement of almost $4.2
million to the developer, resulting in
a loss for the year of $6.1 million. As
at the end of 2016, the Port Author-
ity’s current liabilities exceeded its
current liabilities by more than $6
million, which caused the Port Au-
thority’s auditor to “cast significant

Montreal

doubt on the Port Authority’s ability
to continue as a going concern”. For
the purposes of our review, we have

not included Oshawa’s numbers in
some graphs as they would signifi-
cantly distort the overall picture.
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Sept-Îles Port Authority

This year, the accounts of Sept-Îles
Port Authority contained large-scale
transactions of a non-operational na-
ture which significantly impacted the
Port Authority’s comprehensive in-
come. For the purposes of our re-
view, we have not included Sept-Îles’
numbers in some graphs as they
would significantly distort the overall
picture.

Total federal Port industry
In calendar year 2016, ACPA Ports

produced aggregate revenues of $
582.5 million, up 6.0 per cent from
$549.6 million in 2015. Operating in-
come of $211.0 million was up a
strong 18.4 per cent over 2015 ag-
gregate operating income of $178.3
million.

By way of comparison, Statistics
Canada reported that for the calen-
dar year ended December 31, 2016
(CANSIM table 187-0002), corpora-
tions doing business in Canada re-
ported revenues of $3.818 trillion
(up 1.4 per cent from $3.765 trillion
in 2015) and operating profits of
$335.0 billion (up 3.7 per cent from
$322.9 billion in 2015). 

The port industry is a capital-in-
tensive industry. In Canada, federal
Port Authorities own assets with a
total depreciated cost of $3.6 bil-
lion, from which the industry gener-
ates annual revenues of some $580
million. The industry declined pre-
cipitously in 2009 as the financial cri-
sis reduced global trade, but
recovered in 2010.

Since 2010, annual port revenues
have grown steadily by an average
of 5.5 per cent, compounded annu-
ally, from $418.8 million in 2010 to
$582.5 million in 2016. Port volumes
(including Toronto), on the other
hand, have grown by only 1.6 per
cent compounded annually, from
286.1 million tonnes in 2010 to
311.2 million tonnes during that
same period. In fact, port volumes
declined in both 2014 and 2015, be-
fore rising slightly in 2016.

Port volumes depend primarily
on non-U.S. international trade. Ex-
ports consist primarily of commodi-
ties destined for overseas markets,

Figure 2A

Average (5.60%)

CANADIAN PORT AUTHORITIES
AVERAGE ANNUAL REVENUE GROWTH, 

2011-2016, PER CENT

Figure 2

Average (6.23%)

CANADIAN PORT AUTHORITIES
Y/Y REVENUE GROWTH 2016 VERSUS 2015

while imports primarily consist of
consumer goods for domestic con-
sumption. Additional opportunities
exist for Canadian ports to service
markets traditionally serviced by
American ports, both with respect
to exports and imports. Canadian
west coast ports have been suc-
cessful attracting higher volumes of
U.S.-bound shipments, and it ap-
pears that similar developments are

now taking place at east coast
ports.

What is the profile of a “typical”
ACPA Port?

There is no “typical” ACPA Port
because each port is significantly dif-
ferent from the next, resulting from
geographic location, size and eco-
nomic opportunity. Moreover, with
Vancouver handing some 43 per
cent of all Canadian federal Ports,
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Figure 3

Average ($0.41)

CANADIAN PORT AUTHORITIES
EMPLOYEE COSTS TO MOVE ONE TONNE OF CARGO, 2016

Figure 3A

Average (9.03%)

CANADIAN PORT AUTHORITIES
AVERAGE ANNUAL INCREASE IN EMPLOYEE COSTS TO
MOVE ONE TONNE OF CARGO, 2011-2016, PER CENT

and responsible for almost half of the
comprehensive income generated by
all ACPA ports, Vancouver’s stats
swamp everyone else’s. Recognizing
those limitations, an “average” ACPA
port handled 18.2 million tonnes of
cargo in 2016, up 1.4 per cent from
2015, producing revenues of $34.3
million, up 6.2 per cent from 2015,
and an operating profit of $10.5 mil-
lion, up 18.4 per cent from 2015. At
$12.2 million, 2016 “comprehensive”
income exceeded 2015’s comprehen-
sive income of $10.6 million by14.4
per cent. At $333,869, CEO pay was
up 3.8 per cent from the 2015 aver-
age of $321,397. “Comprehensive”
return on assets stood at 5.8 per cent
in 2016, up from 5.3 per cent in 2015.
“Comprehensive” return on equity
was a healthy 7.5 per cent in 2016, up
from 7.1 per cent in 2015.

If we were to exclude Vancouver’s
numbers from the calculations, aver-
age tonnage handled by the remain-
ing Ports rose from 10.5 million
tonnes in 2015 to 11.4 million tonnes
in 2016.

Smallest and largest
Saguenay, the smallest in terms of

tonnage, produced $308,000 of
“comprehensive” net profits on rev-
enues of $2.6 million in 2016. At
$8.83, its revenue per tonne of cargo
was the highest, and enabled it to
afford the highest employee cost per
tonne of cargo, $2.59. By contrast,
Vancouver, the largest in terms of
tonnage, produced “comprehen-
sive” net profits of $100.0 million on
revenues of $235.2 million. Its rev-
enue per tonne of $1.74 was 7.5 per
cent below the national average and
at 29 cents per tonne, its employee
cost per tonne of cargo was 29 per
cent below the nationwide average
of 41.1 cents per tonne.

Highest returns on assets and
equity

In this category, top marks for the
highest comprehensive return on
equity went to Prince Rupert (27.7
per cent), Sept-Îles (10.3 per cent),
Vancouver (7.1 per cent), and Hamil-
ton (6.6 per cent). Top marks for the
highest return on assets went to
Prince Rupert (21.2 per cent), Van-

Thunder Bay
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couver (6.1 per cent), and Hamilton
(6.0 per cent).

Highest and lowest revenue
growth rates

With a revenue growth rate of
27.6 per cent, Hamilton underwent
the most robust growth of any Cana-
dian federal Port Authority in 2016,
well above the national average of
6.2 per cent. Prince Rupert (26.7 per
cent), Quebec (21.4 per cent) and
Halifax (15.2 per cent) also showed
strong growth. Four Port Authorities
reported declining revenues.

Employee cost to move one tonne
of cargo, and “all-in” costs

In 2016, employee cost to move
one of cargo ranged from $0.07
(Sept-Îles) to $2.59 (Saguenay), with
the average being $0.41, un-
changed from 2015. Excluding Os-
hawa because of its extraordinary
circumstances, the “all-in” cost of
moving a tonne of cargo ranged
from $0.27 (Windsor) to $7.79
(Saguenay) in 2016. The average
“all-in” cost in 2016 was $1.21, up
by $0.01 from 2015. 

Net income
There were very significant differ-

ences between Ports in terms of in-
come performance. Two Ports
(Nanaimo and Oshawa) produced
negative operating income in 2016,
down from four in 2015. Those Ports
also produced negative comprehen-
sive net income. Nonetheless, com-
bined comprehensive income
produced by all the Ports increased
significantly from $178.3 million in
2015 to $207.1 million in 2016. Van-
couver produced by far the highest
comprehensive income ($100.0 mil-
lion), followed by Prince Rupert ($50.4
million) and Montreal ($23.7 million).
“Comprehensive” losses result mostly
as a result of a re-evaluation of the
value of the employer’s pension assets
in relation to its pension obligations.
In 2016 Oshawa suffered the negative
impact of an unfavourable arbitration
award against it.

Revenue per tonne and operating
income per tonne

At $1.88 average revenue per

Figure 4CANADIAN PORT AUTHORITIES
“ALL-IN” COSTS TO MOVE ONE TONNE OF CARGO, 2016

Average ($1.29)

Figure 4A

Average (3.69%)

CANADIAN PORT AUTHORITIES
AVERAGE ANNUAL INCREASE IN “ALL-IN” COSTS TO
MOVE ONE TONNE OF CARGO, 2011-2016, PER CENT
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Figure 6CANADIAN PORT AUTHORITIES
OPERATING INCOME PER TONNE, 2016

Average ($0.70)

PORTS
Figure 5

CANADIAN PORT AUTHORITIES
REVENUES PER TONNE OF CARGO, 2016

Average ($1.88)

tonne of cargo handled was up from
$1.80 in 2015. 

Average operating income per
tonne of cargo increased between
2015 and 2016 from $0.54 to
$0.68/tonne. However, results for in-
dividual Port Authorities varied
widely.

Investments and investment
income

Whereas some Ports formally
carry an “investments” account on
their books, not all do. Assets classi-
fied as investments represented an
aggregate value of $143.9 million at
the end of 2016, as compared to
$178.2 million at the end of 2015.
However, most Ports do carry sub-
stantial cash balances on their bal-
ance sheets which, to the extent that
they represent cash not generally re-
garded as needed to conduct their
operations, represent an investment.
To better measure the value of finan-
cial assets owned by Ports, we ag-
gregated net working capital,
investments and long-term receiv-
ables. On that basis, in 2016 Ports
owned $447.3 million of financial as-
sets that were “excess” to their
needs, up from $398.6 at the end of
2015. At the end of 2016, such finan-
cial assets consisted of 12.4 per cent
of the Ports’ total assets. 

In 2016 aggregate investment in-
come reported by the Ports fell from
$4.0 million to $3.2 million. As in
2015, Port of Montreal generated by
far the highest investment income in
2016, followed by Prince Rupert and
Thunder Bay.

HamiltonNanaimo
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Figure 7CANADIAN PORT AUTHORITIES
ASSETS REQUIRED TO EARN $1,000 OF REVENUES, 2016

Average ($6,179)

Figure 8CANADIAN PORT AUTHORITIES
AVERAGE PORT CAPITAL EXPENDITURES (NET OF GRANTS)

Capital expenditures
In 2016, aggregate net capital ex-

penditures by all federal ports in-
creased from $189.6 million to
$224.5 million. It should be noted
that the reported capital expendi-
tures are only those that, from an ac-
counting point of view, were paid for
or were the obligation of individual
Port Authorities, and do not include
capital expenditures paid for by way
of grants or contributions from fed-
eral or provincial governments. The
largest capital expenditures were un-
dertaken by Montreal ($86.9 million),
Vancouver ($54.6 million), Trois Riv-
ières ($20.6 million), and Hamilton
($19.9 million).

Salaries, wages and benefits 
During 2016, salaries, wages and

benefits increased by 2.0 per cent.
On a per tonne basis, compensation
remained unchanged from 2015.

CEO pay and Board compensation
Average CEO pay rose from

$321,397 in 2015 to $333,869 in
2016. Aggregate CEO compensation
for all of the federal Ports in the
study in 2016 was $5,675,773. Low-
est CEO compensation was
$149,500, while the highest paid
CEO earned $876,000. One CEO
saw a 25.4 per cent in compensation,
four saw increases of between 10
and 20 per cent, and two received in-
creases of between 5 and 10 per
cent. Four CEOs had their compen-
sation reduced in 2016..

Ports, like all other business organ-
izations, are governed by a Board of
Directors. At Canadian Port Authori-
ties, the smallest Board consisted of
six members, while the largest con-

sisted of thirteen. The average was
7.1, down from 7.7 in 2015. Aggre-
gate Board compensation in 2016
amounted to 55.3 per cent of CEO
compensation, down slightly from
2015 levels. Saguenay reported the
lowest Board compensation in 2016
($55,400), while Vancouver’s Board

was by far the most generously com-
pensated ($655,000) in 2016. In ad-
dition to Vancouver, Ports whose
Board compensation exceeded
$200,000 in 2016 included (in order
of declining compensation) Prince
Rupert, Hamilton, Saint John, Mon-
treal, Quebec, and Halifax.

Prince Rupert
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Ports want action on replacing old infrastructure to
meet anticipated export growth
By Alex Binkley

With two trade agreements in
hand and exports of grain and other
food products on the rise, Canada’s
major ports are under pressure to re-
place aging infrastructure, says
Wendy Zatylny, President of the As-
sociation of Canadian Port Authori-
ties (ACPA). In a late January
interview about issues facing the
ports as well as during an appear-
ance before the Senate agriculture
committee in late 2017, she raised
the need for the 18 main Port Author-
ities to deal with antiquated infra-
structure. Zatylny says that positive
economic signs plus the free trade
deal with Europe that came into ef-
fect last year and the Comprehensive
and Progress Trans-Pacific Partner-
ship pact to be signed in March add
to the reasons the ports want to pro-
ceed with infrastructure replacement
and upgrades. The ports “currently
have a $1.9 billion requirement to re-
place legacy infrastructure, and also
require funding to support advanced

infrastructure while handling this in-
creased throughput,” she said. The
$1.9 billion in projects were identified
in a study conducted jointly with
Transport Canada to identify the
overall port needs, she said, and “an
additional $4 billion is needed for
other infrastructure projects”.

The aging infrastructure includes
“things like the piers that survived the
Halifax explosion, or wall facings, or
port roads that run through residen-
tial or commercial communities. If we
rerouted some of those roads, we
would achieve more efficient routing
of vehicles into the ports,” she said.

The ports have applied for finan-
cial support to the National Trade
Corridors Fund announced in the
2017 budget for their infrastructure
renewal projects, she said. Transport
Canada says funding under the pro-
gram is “to make Canada’s trade cor-
ridors more efficient and reliable. It
will support the flow of goods and

passengers by reducing bottlenecks,
and address capacity issues and help
the transportation system withstand
the effects of climate change, and
make sure it is able to support new
technologies and innovation.” 

While the ports may be in line for
funding from the National Trade Cor-
ridors Fund, “we note with some
concern that the program was
launched in September and it is al-
ready vastly over-subscribed,” she
said. “To date, the 170 applicants
that were approved to move to the
second phase of the competition are
requesting a total of $9.9 billion in
project funds for the short term,
whereas the entire program has an
available pool of only $1.9 billion
over 11 years. “We are not sure how
this will play out, but it certainly
points to a tremendous backlog of
demand for infrastructure funding
within the transportation trade corri-
dor system, which includes all the
Port Authorities.”
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At the same time, the Port Au-

thorities are pivoting toward new
opportunities and various markets,
she said. “From our perspective, a
great example is Port of Hamilton,
which is reorienting its focus from
steel to agriculture. Its goal is to be-
come the agricultural hub for the
shipment of pulses and other agri-
foods serving all the farmers in the
southern Ontario region. “Ports on
the West Coast and in the Great
Lakes, and specifically Thunder Bay
in the Great Lakes, are dealing with
near-record volumes as grain har-
vests increase,” she said.

The government has set a spe-
cific goal of $75 billion in agrifood
exports by 2025, compared to the
$56 billion achieved in 2016. “What
this means is that new investments
in terminals, cargo-handling equip-
ment and intermodal linkages are
required to meet this expected de-
mand,” Zatylny said. “The infra-
structure funding that is being
made available to us through the
National Trade Corridors Fund will
help with that because it is aimed
at identifying and eliminating bot-
tlenecks within the supply chain.

“As we know, marine infrastruc-
ture is extremely expensive—more
so than many other types of infra-
structure—and Port Authorities
have to play in that space,” she
said. Typically, Port Authority proj-
ects are funded through a combina-
tion of internal financial resources
available to the Port, bank loans, as
well as grants and loans and other
financial arrangements it can make
with other government and private
partners.” When Port Authorities
were created 20 years ago, they
were given “artificially low borrow-
ing limits from the federal govern-
ment,” she said. They “are forced
to go on a case-by-case, project-
by-project basis to Transport
Canada, the Department of Fi-
nance and Treasury Board to ask for
a one-time increase in their borrow-
ing limits which, of course, slows
down or adds to the time it takes to
get financing in place for a proj-
ect.”

The Canada Infrastructure Bank
could be helpful for ultra large proj-

It feels good knowing more.
The Port of Vancouver checks all the boxes. With real-time monitoring tools, 
innovative supply chain strategies and collaborative infrastructure improvements, 
Vancouver is the right choice now and the right choice for the future. 

Go to portvancouver.com to check all the details. 
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ects in the major ports, she said.
Amendments to the Canada Marine
Act contained in the transportation re-
form bill now before the Senate will
enable Port Authorities to access fund-
ing from the fledgling bank. “We look
forward to that because it will be an
essential component of that patchwork
quilt of funding.”

She also said that Port Authorities
have evolved from mere wharf opera-
tors “to become experts in logistics

and efficiency that is expressed in
ships, cargo, trucks and trains,” she
said. “They are, at their heart, data
managers, knowledge economy par-
ticipants, innovators and logistics ex-
perts. “We have been advocating for
changes to the Canada Marine Act
and to our regulations, such as bor-
rowing limits — for example, letters
patent amendment processes — that
allow the ports to fully come into their
own in that area.”
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Port of Québec announces plans to build container
terminal
By Tom PeTers

Québec Port Authority (QPA) has
announced plans to build a con-
tainer terminal at the site of the
Beauport 2020 project which adds
to a growing list of container termi-
nal projects already proposed for
Eastern Canada.

Montreal Port Authority has pro-
posed a 1.15 million TEU terminal
for Contrecoeur; Saint John Port Au-
thority has launched a $205 million
expansion project which includes in-
creasing its TEU capacity; Sydney
Harbour Investment Partners (SHIP)
has proposed an ultra modern ter-
minal for Sydney, Cape Breton, with
a capacity of one million TEUs in the
first phase and 3.2 million TEUs at
final build out; Melford International
Terminal, based in Halifax, plans to
build a modern terminal at the Strait

of Canso, with a capacity of 500,000
TEUs in the first phase and 2 million
TEUs at build out; and there is spec-
ulation that the Halifax Port Author-
ity will announce an expansion of its
container terminal facilities as part
of its soon-to-be-released long term
strategy. The port has a present ca-
pacity in excess of one million TEUs.
There has even been mention of a
proposal to build a container tran-
shipment facility on the French is-
land of St. Pierre. 

The Quebec project calls for a
$400 million investment which in-
cludes a 600-metre extension of the
wharf line; development of a 17-
hectare logistics and distribution
area behind the wharf and link-up
with existing rail and road networks.
The Port states that this project

could potentially create a new inter-
national economic hub geared to-
ward logistics, distribution centers
and new businesses. 

QPA President and CEO Mario
Girard said in a press release that
the port has all the strategic advan-
tages needed to carry out this major
project. With its water depth of 15
meters and full intermodality,
Québec City has a distinctive advan-
tage in the St. Lawrence–Great
Lakes trade corridor.

Mr. Girard said the opening of the
new 15-meter-deep Panama Canal
in 2016 and the emergence of next-
generation ships requiring deep-
water ports, is completely changing
the landscape of commercial ship-
ping. This new 15-meter standard
makes it harder for the St. Lawrence,
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as it currently stands, to compete
with American ports in the container
market. The Port said Québec City
must get on board, and leverage its
strategic geographic location on the
shortest route between Europe and
the St. Lawrence–Great Lakes re-
gion, which is home to over 40 per
cent of U.S. manufacturing industry.

“We’ve got a tremendous oppor-
tunity here and we have all we need
to succeed,” said Girard. “Our vi-
sion is simple and strategic: make
Québec City a hub for maritime lo-
gistics on the continent. We’ll suc-
ceed by rallying around this
promising project. And in this vein,
I’m reaching out to all stakeholders
in the St. Lawrence so we can all
work together to promote the St.
Lawrence. More than ever, we must
join forces to make the St. Lawrence
more competitive,” he said.

However, a marine industry in-
sider who wished to remain anony-

mous, was at odds as to where the
cargo growth would come from to
support all these proposed termi-
nals.

“They are all crunching the same
numbers so who is going to win,” he
said. “One has to remember the
total container market in Eastern
Canada is about 2 million TEUs vs 4
million on the West Coast. One must
wonder where the growth is going
to come from to sustain even one of
these projects. I think everyone had
been pinning hopes on the Asia-
Suez and there is still lots of Asia-
Suez traffic happening, but I think
Panama has reasserted itself after
the Bayonne Bridge (New York) was
raised and after the Panama ex-
panded,” he said. The marine con-
sultant questioned if growth would
come from “our free trade agree-
ment with the EU (European Union),
from the Indian Subcontinent, from
Africa, from Asia, or are the Cana-

dian ports going to pick away from
US East Coast ports?” 

The consultant wondered if Que-
bec was banking on getting some of
the bigger ships coming on stream
or will they pursue Great Circle
Route services with a deviation to
Quebec City “and if that is the case
they will compete with Sydney,
Melford and Halifax,” or will Quebec
compete with Montreal for cargo.
“My guess is they will try and com-
pete with Montreal,” he said.

In terms of being a hub, the con-
sultant said Quebec is “that much
further away from the market so you
add some costs for rail services
which is actually the same equation
for Melford and Sydney.”

Port of Québec’s core business
has been bulk commodities such as
iron ore and grain. Average annual
throughput is about 25-26 million
tonnes.

Logistec provides high  
quality cargo-handling 
services to marine and  
industrial customers 
through a strong network  
of strategically located fa-
cilities in the Great Lakes, 
the St. Lawrence River, on 
the Eastern Seaboard of 
North America, and in the 
U.S. Gulf.

www.logistec.com

THE THINGS WE DO
At Logistec, our network of partners, service providers, in-house experts and port 

facilities enables us to manage our customers’ cargoes in a cost effective and 

reliable manner.
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Port of Montreal looking forward to bringing its new
container terminal into operation

The port of Montreal has been handling containers
since 1967, and currently operates four container termi-
nals on the Island of Montreal (Cast, Maisonneuve,
Racine and Viau). Growth was virtually non-stop until
2008 when almost 1.5 million TEUs were handled. The
recession of 2009 caused volumes to plummet, and it
was not until 2017 that the record volumes of 2008 were
surpassed. Once expansion of the Viau terminal, com-
missioned in 2016, is completed, total Port container ca-
pacity on the Island of Montreal will increase to its
maximum of 2.1 million TEUs annually. 

To remain competitive with the large American ports
that are investing massively in their infrastructures, Port
of Montreal needed to find ways to expand its facilities
to accommodate significant future demand from busi-
ness enterprises located in eastern Canada. For that rea-
son, the Port Authority acquired 468 hectares of land for
development in Contrecoeur on Montreal’s South Shore

over a four-year period starting in 1988. The land, only
45 kilometers northeast of Montreal, includes 4 kilome-
ters of shoreline on the St. Lawrence River, and adjoins
a rail network and major road arteries, including High-
way 30, thus connecting easily to the major markets that
the port serves. The site offers plenty of opportunity for
future expansion and is located in a non-urban area with
space available for industrial and logistics development.
When completed, the $750 million Contrecoeur terminal
is expected to have a capacity of 1.1 million TEUs annu-
ally.

The Port submitted its Environment Impact Assess-
ment to the Canadian Environmental Assessment
Agency in January. Terminal construction is planned to
begin in 2020, subject to obtaining the necessary per-
mits, and commissioning the terminal is planned for
2023.
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Halterm looks back at a successful year, and invests 
to increase productivity
By Tom PeTers 

Big ships, new lines and a 33 per cent increase in
cargo marked a stellar 2017 for Halterm Container Ter-
minal Ltd., operator of the South End container terminal
at the port of Halifax. Kim Holtermand, Halterm’s CEO
and Managing Director, said Halterm’s staff and the ILA
workforce, were key to the strong year. “They have met
every challenge in 2017 with an open-mind and some se-
riously hard work, keeping each other safe and keeping
our customers in touch with the opportunities that im-
port, export and transshipment connections have via Hal-
term,” he said. 

Holtermand said he looks forward in 2018 to a con-
tinuation of the strong growth experienced in 2017. A
positive start to the year was the arrival in January of the
terminal’s newest piece of yard equipment, a Konecranes
rubber-tired gantry crane (RTG). Halterm will use this
equipment, together with two more RTGs that are ex-

pected to arrive in the summer, to build on its recent
growth and increase performance, he said.” The RTGs
will span six lanes and allow Halterm to stack containers
five-high across import and export zones, an effective in-
crease in yard capacity of 40 percent, or 160,000 TEUs. 

Also in 2017 Halterm’s in-house engineering team was
busy bringing in other new equipment, from Kalmar Ot-
tawa T2 terminal tractors to Konecranes reachstackers
which are used extensively throughout the container
yard, but especially for the dedicated ‘on-dock’ CN rail
operation. With the RTG’s still to come, Halterm’s total
investment in new equipment stacks up to $13.5 million.

Tropical Shipping set the stage for the strong year in
cargo when it began service from Halterm in January.
Tropical’s Vega Omega, with a capacity of 1,118 TEUs,
launched the service adding improved import and export
connections to customers in Florida, The Bahamas,
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Puerto Rico and the Caribbean. The
vessel is also equipped to handle
over 200 refrigerated containers.

At the time of the launch, Holter-
mand said Halterm’s workforce will
ensure “the terminal can meet both
Tropical Shipping’s performance
needs in 2017 and its plan for ex-
tended operations through 2019
when Tropical will take delivery of
larger capacity vessels.”

Halifax Port Authority supported
Tropical’s move to Halterm with ad-
ditional electrical plugs for refriger-
ated cargo, bringing the number of
plugs at Halterm to approximately
615. 

Halterm got a further bump in
cargo when Icelandic shipping line
Eimskip began a weekly service Nov.
30 and also signed a feeder service
agreement with CMA CGM to move
cargo between New England and
Halifax. Eimskip’s weekly service port
rotation includes Reykjavik-Argentia-
Halifax-Portland-Argentia-St. An-

thony (seasonally June-December)-
Reykjavik. The service connects
through Reykjavik to Southern Eu-
rope, Russia and the Baltics. Eimskip

offers a FCL and LCL service, includ-
ing dry and reefer containers and
flat racks, project cargo, break bulk
and oversized cargo. 

At Empire, we’re proud of our people’s hands-on experience and capabilities in providing our marine 
and industrial customers with cost effective solutions, best-in-class cargo handling practices and depend-
ability. These, coupled with our extensive network of terminal facilities strategically situated on Canada’s 
East coast and US Gulf coast make Empire Stevedoring the smart choice  when it comes to moving your 
precious cargo.  Let us channel our know-how to your advantage.

www.empirestevedoring.com

THE KNOW-HOW YOU WANT 

500 Place d’Armes, Suite 2800
Montreal, QC H2Y 2W2 (Canada) 
Tel: (514) 288-2221    
Fax: (514) 288-1148 
achodos@empstev.com
goro@empstev.com

HALIFAX NS
SHEET HARBOUR NS 
ST-JOHN NB
THUNDER BAY ON
TORONTO ON
QUEBEC QC

HOUSTON TX
NEW ORLEANS LA
BATON ROUGE LA
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Richmond Terminal looking to a brighter future
By Tom PeTers

The cargo-handling diversity of Richmond Terminal at
the port of Halifax has helped attract different cargoes and
has opened the door to new opportunities for increased
trade with the implementation last fall of the new free
trade agreement between Canada and the European
Union.

“The free trade agreement with Europe (Comprehen-
sive Economic Trade Agreement) certainly holds promise,”
said Halifax Port Authority’s (HPA) Lane Farguson. He said
it is too early to say how cargo over the terminal and
through the port will be impacted but the potential for
Richmond is there and “will develop over time as local im-
porters and exporters look to take advantage of it and
move their offerings into those markets,” he said. “It is not
expected to bump cargo up overnight, but it does create

Andrew Haines, Vice-President, Sales and Logistics
Manager for Eimskip in the US, said he expects the
feeder service with CMA CGM will add about 100 TEUs
of cargo for Eimskip by mid-2018 each way and by 2019
or a bit later double that amount, about 200 TEUs, each
way. He also anticipates the new connection from Port-
land to Southeast Asia and China with CMA CGM will
generate new business for both Eimskip and CMA CGM.

Earlier in the year, the arrival of Ocean Alliance service
in May brought Evergreen, APL and OOCL to the termi-
nal, and in June Halterm welcomed the first 10,000 TEU
capacity container vessel ZIM Antwerp. Holtermand said
the terminal is capable of handling the largest 14,000
TEU ships now regularly calling North America’s East
Coast. The Halterm spokesman said the terminal was
“honoured” to receive Halifax’s first, 10,000 plus TEU
vessel, a commitment to eastern Canada’s entire port

and shipping community made by ZIM on its Asia to Hal-
ifax ZCP service.

Holtermand said Halterm has “the capability and de-
termination among a dedicated work force to meet the
opportunity for growth that these vessels represent in
serving eastern Canada and the arrival of Zim Antwerp
plays to our strengths as a deep-water, big ship interna-
tional container terminal.”

In late 2017, in its efforts to optimize its existing con-
tainer yard, Halterm removed three redundant 1970’s era
ship-to-shore cranes. Space is at a premium, as vessels
with a container capacity of more than 10,000 TEUs are
regularly calling at the terminal with a vessel beam that
older cranes cannot service. Holtermand said by remov-
ing the three inactive cranes, Halterm is optimizing its
container yard and improving terminal operations for
both container and ro/ro customers. 

opportunities.”

The Richmond Terminal, which handles bulk, breakbulk,
ro/ro and heavy lift cargoes, reopened for business in late
2014 after a $64-million upgrade and expansion. Dock
space was increased to 450 metres with water depth of
13.5 metre. The facility has 7,000 square metres of shed
space and over two hectares of laydown area.

Since reopening, the facility has attracted vessels for
ship repair and has been a base for supply boats support-
ing the offshore oil and gas industry.

While the port has seen a strong increase in container
cargo in 2017, up 16 per cent, and overall port tonnage is
up, general cargo tonnage has shown a decrease. Rich-
mond Terminal and Ocean Terminal, which handle Halifax’
non-containerized cargo, between them handled 371,913
metric tonnes in 2017, down about 9 per cent year-over-
year, said Farguson..

The Port’s spokesman said Richmond tonnages have
been impacted by energy prices and challenging condi-
tions for newsprint and forestry related producers. “So
when you look at goods moving over Richmond and con-
sider what is happening in those markets, there would be
a direct correlation,” he said. However, Farguson pointed
out that the Port Authority’s business development team
“is working to grow the ro/ro business through both Rich-
mond and Ocean and is also looking to work with CN to
move project cargo on intermodal rail.”

Longer term, the Port is hoping Richmond will be a key
facility in developing Halifax as Canada’s eastern breakbulk
and general cargo gateway. 

t Global Freight Forwarding
t Chartering
t Sea - Air - Land
tWorldwide Network
t Heavy - OOG - Project -
Breakbulk - Containerized

Guy Tombs Limited • Since 1921

Montreal, Canada • 514-866-2071 • www.guytombs.com
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VITERRA INC.’S VANCOUVER CASCADIA
AND PACIFIC TERMINALS   

Viterra operates six port facilities in its network, shipping
grains, oilseeds and pulses to customers in over fifty countries.
This includes the Cascadia and Pacific Terminals at the Port of
Vancouver. The Cascadia terminal handles wheat, durum,
canola, barley and rye, with a storage capacity of 280,000
tonnes. Over the past several years, Viterra invested more
than $100 million in the Pacific Terminal, which opened in
2016 and tripled the terminal’s annual handling capacity to
more than six million tonnes. Originally constructed in the
1920s, the Pacific Terminal is comprised of the original
National Harbours Board facility and the original Alberta
Pacific Grain Co. Viterra assumed ownership in 2007. 

Cascadia Terminal:
Capacity: 6 million tonnes per year
Berth: One berth with peak capacity of 3,200 tonnes per

hour.
Rail access: CP Rail, with two service tracks each holding 60

cars.  The terminal unloads 210 rail cars in an
eight hour period.

Employees: 127

Cascadia Terminal is regarded as the most automated
export grain facility in the Port of Vancouver. Cascadia has
completed upgrading its facilities, including the installation of
new bulk weighers, upgrades to shipping conveyors and
rotary cleaners, and improved electrical and dust control sys-
tems. Included was a new ship loader system which will allow
for the loading of “post-Panamax” vessels. At the Pacific Ter-
minal, dredging and expansion of the ship loading basin to
accommodate vessels up to 245 metres and construction of
new marine structures to support front travelling rail and
fender systems, along with new mooring dolphins and instal-
lation of a covered 72-inch wide conveyor belt feed the
travelling New Clevland ship loader.

West coast terminals
By r. Bruce sTriegler

CARGILL’S VANCOUVER TERMINAL
Cargill’s North Vancouver Terminal was built in 1968 by

Saskatchewan Wheat Pool and purchased by Cargill in 2007.
The terminal has a load out capacity of 2,200 MT/hour. Prod-
ucts handled include wheat, barley, canola and peas. In 2016,
the company completed improvements which involved the
addition of a dedicated lead track from the CN yard, and
reconfiguring the existing rail track with additional switches to
increase average car unload capacity from 125 to 175 cars per
day. The project decreased noise, improved safety and
increased plant efficiency.

Capacity: 235,000 tonnes of licenced storage (Four million
tonnes of throughput annually)

Berths: Two, capable of handling Cape-size vessels, gen-
erally load Panamax and Handy-size ships

Rail access: Served by CN Rail, accommodates two 75-car
runs: one loading one unloading

Employees: 165

The terminal handles all types of grain, except for oats
and flax. The terminal employs a 1,600 tonne per hour High
Roller belt and a secondary back-up system, rated at 600
tonnes per hour. Cargill’s terminal has conveyor belts running
to each of the three storage annexes. The Company is com-
pleting on several additional improvements including
construction of a new 69kV electrical sub-station and a 12kV
duct bank at the North Vancouver grain handling facility.

DP WORLD’S FAIRVIEW TERMINAL IN
PRINCE RUPERT  

Located in Prince Rupert, on the West Coast of British
Columbia, the Fairview Terminal was the first dedicated inter-
modal (ship to rail) container terminal in North America when
it began operation in 2007, Since its conversion from a break-
bulk facility in 2007, Fairview has been recognized as one of
the fastest growing container terminals in North America. Ter-
minal owner DP World celebrated the completion of Phase 2
North in 2017. The original design capacity of the terminal was
500,000 TEUs but the new expansion increases capacity to
1.35 million TEU’s. An 11 hectare increase to the terminal foot-
print will add more speed and reliability to terminal services.
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Capacity: Throughput capacity has grown from 850,000 to
1.35 million TEUs.

Berths: The terminal now includes a second vessel berth
serviced by three new “big ship ready” Malacca-
max ship-to-shore cranes and is accessible by
vessels of more than 20,000 TEU capacity via a
35-meter/115-foot deep shipping channel. Berth
depth is 17 meters/55.8 feet at low tide.

Rail access: CN Rail; The expansion added 6,000 feet of on-
dock rail;  seven working tracks, six storage tracks
5,182 metres (17,000 foot) train capacity 

Employees: About 22 persons in management, administra-
tion and maintenance. From a pool of more than
300 registered longshoremen, Fairview Terminal
can employ as many as 225.

The Port of Prince Rupert’s geographical position on the
trans-Pacific trade route and the terminal’s sustained low dwell
times have contributed to Fairview’s success. Integrated
scheduling, real-time communication between shipping lines,
DP World and CN Rail have resulted in high terminal velocity
and productivity, and a seamless transfer of containers from
vessel to train. DP World has ambitions to increase its West
Coast Canada cargo handling capacity to four million TEUs by
2022. Sixty per cent of that total would go through Prince
Rupert as part of a third Fairview expansion that would raise its
capacity to between two million and 2.5 million TEUs.

GCT DELTAPORT CONTAINER TERMINAL

Thirty kilometres south of Vancouver, the largest container
terminal in Canada will complete its $300 million Deltaport
Intermodal Yard Reconfiguration project in 2018. The 85-
hectare (210-acre) facility is big-ship ready, and handles the
largest container vessels on the Trans-Pacific tradelane,
employing state-of-the-art systems. GCT Canada says the
upgrade densifies existing operations, increasing the facility’s
rail capacity by 50 per cent to bring the terminal to a capacity
of 2.4 million TEUs. GCT Deltaport is located in the Port of
Vancouver and near the U.S. border.

Capacity: 2.4 million TEUs annually
Berths: One contiguous berth totaling 1,100 metres

(3,609 feet), with ten post Panamax gantry
cranes. 

Rail access: CN Rail, CP Rail, Burlington Northern Santa Fe
(BNSF); on-dock intermodal rail yard with eight
tracks totaling 8,534 metres (28,000 feet).

Employees & Workforce: GCT Canada 2,000+ FTEs

In early 2016, as a compliment to its Reconfiguration Proj-
ect, GCT Canada ordered 12 state-of-the-art rubber tired
gantry cranes (RTG) from leading clean energy equipment
manufacturer, Konecranes of Finland. The new equipment
boosts yard velocity densifying container handling with the
RTGs’ 1-over-5 high and 40 LT lifting capacity. All twelve RTGs
have now been delivered fully erect.

RICHARDSON INTERNATIONAL
VANCOUVER TERMINAL

Based in Winnipeg, Richardson International Limited is
Canada’s largest, privately-owned agribusiness, and is a world-
wide handler and merchandiser of all major Canadian-grown
grain and oilseeds. Following a $140 million expansion proj-
ect, concluded in 2016, Richardson added an
80,000-metric-tonne concrete grain storage annex to its termi-
nal, increasing storage capacity to 178,000 metric tonnes. The
terminal now has the ability to handle in excess of six million
tonnes each year

Licensed capacity - 178,000 tonnes
One berth - 2 PECO loaders - each rated at 1800 metric tonnes

per hour
2 rail yards - East - 90 cars, West 220 cars, serviced by CN rail

only. 
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For over a century, Global Container Terminals has 
led the growth of the marine transportation 
industry in North America. Our continued 
investment in both our customers’ growth and the 
future of our planet have made us more productive, 
more innovative, and more sustainable than any 
other container terminal operator. The intermodal 
railyard expansion at GCT Deltaport not only 
improves the terminal’s ability to handle the largest 
vessels in service, it is 100% within the existing 
footprint, proving that GCT’s densification approach 
to growth is also environmentally conscious. 

A sustainable 
growth strategy.  

globalterminals.com     |          @BigShipReady 

Employees: 114 combined union and management

In addition to the new grain storage facility, a new indexer
has been added to double receiving capacity from 150 railcars
per day to 300 and some rail track has been reconfigured.
Improvements to the electrical system were also included with
the project. Richardson shipped 551,000 tonnes of grain in
April 2016 alone, beating the previous record of 489,000
tonnes. That same month, the Vancouver terminal received
5,400 rail cars, 200 more than it has ever received in the same
time period. The improvement project was completed on-
time and on-budget, while maintaining daily operations
throughout the construction.

WESTERN STEVEDORING’S LYNNTERM 
Western Stevedoring operates, and has been the sole

operator of the Lynterm terminal since its inception in 1977.
Located in the District of North Vancouver, Port of Vancouver,
the terminal is a 33-acre facility that has become the Pacific
Northwest’s main consolidation centre for pulp, lumber, steel
products, project cargo and machinery. Lynterm is recognized
worldwide as a critical strategic hub for break-bulk imports and
exports in Canada’s Pacific Gateway. The facility handles up to
two million tonnes of cargo annually.

Capacity: Outside storage capacity of 32 hectares (80
acres) on heavy-duty pavement with four ware-
houses totaling 62,096 square metres (668,4000
square feet) designed to store pulp, general
cargo and steel. The warehouses are serviced by
rail trackage, with covered loading aprons for rail
and trucks.

Berths: Four all-concrete berths are 823 metres in length
(2,700 feet) have a depth of 12 to 15 metres at
low water.

Rail access: Service by CN Rail and access to rail interchange
offering service to all the major rail carriers. An
approximate 8 km (5 miles) of track on-site offers
direct access to warehouse and storage areas,
providing direct transfer to and from railcars and
rail shunting equipment is available on-site.

Employees: With many long-service employees, Western
employs an average of 1,000 full-time equiva-
lents throughout British Columbia, with
approximately 350 – 400 based at the Lynterm
facility.

Western has recently reduced its breakbulk terminal
capacity by providing 65 acres for the development of the G3
Grain Terminal. An affiliate of G3 Global Holdings (G3) is con-
structing a new 180,000 metric tonne capacity terminal on the
site, to handle cereal grains, oilseeds, pulses and special
crops. The new terminal will be capable of holding three 134-
car trains, unique to grain exporting terminals in Canada.
Construction is underway, with completion scheduled for
2020.Western Stevedoring loads and discharges more than 12
million tonnes of cargo annually at ten different ports and ter-
minals along the coast of Vancouver Island and on B.C.’s
Lower Mainland.
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PRINCE RUPERT’S RIDLEY TERMINALS INC.

The Federal Government’s Crown Corporation, Ridley
Island Terminal (RTI) in Prince Rupert continued to realize sig-
nificant growth through 2017, as global demand for
metallurgical coal and petroleum coke products strengthened.
Thermal shipments experienced a slight decrease on a year
over year basis, but the combined shipments through the first
nine months of 2017 were 5,634,000 tonnes, for an increase in
shipments of 3,175,000 tonnes or 129.12 percent compared
to the same period in 2016. Established in 1984, Ridley Termi-
nals Inc. was a joint venture between the Federal Government
and Federal Commerce and Navigation, in support of coal
developments in northeast British Columbia. In 1991 the Fed-
eral Government became sole owner of the terminal. In recent
years, RTI has undertaken diversification initiatives to insulate
itself from exposure to the coal and petroleum coke markets.

Capacity: 18 million tonnes, expandable to 25 million
tonnes. On site storage capacity: 1.2 million
tonnes, expanding to 2.5 million tonnes

Berths: One Dolphin type berth. Berthing dolphins of
150 metres, and mooring dolphins of 370 metres

Rail Access: CN Rail; Train unloading rate: up to 6,000 tonnes
per hour

Employees: Not available

One such diversification initiative has been met by the
agreement with AltaGas Ltd. to sublease an area of RTI’s foot-
print in order to construct a liquefied propane gas (LPG)
export terminal on a portion of the Ridley Island Terminal site.
Designed to ship up to 1.2 million tonnes of propane per year
from British Columbia and Alberta natural gas producers, and
transported by CN Rail, the facility will offload approximately
50 to 60 rail cars per day and be able to ship approximately 20
to 30 propane cargoes per year. Construction is well underway
with the majority of the work focused on the propane tank.
Approximately 61 per cent of the construction workforce is
made up of local contractors, community members and First
Nations. The balance of plant fabrication and civil work is on
track and the first modules are scheduled to arrive in the first
quarter of 2018. The Ridley Island Propane Export Facility is
expected to be in-service in the first quarter of 2019.

RTI’s rail unloading volumes of coal increased in the third

quarter of 2017 by 153.7 percent or 1,285,000 tonnes when
compared to 2016 for a total of 2,121,000 tonnes unloaded
(2016: 836,000 tonnes). Ship-loading volumes increased by
222.54 percent or 1,471,000 tonnes during the third quarter of
2017 for a total of 2,132,000 tonnes loaded (2016: 661,000
tonnes). RTI continues with diversification efforts as the com-
pany continues to look at Canadian commodities requiring an
outlet to overseas markets.

WESTSHORE TERMINALS AT ROBERTS
BANK

Operating since 1970 in the Port of Vancouver, Westshore
Terminals, one of the busiest export coal facilities in North
America is located at Roberts Banks, approximately 30 kilome-
tres south of the City of Vancouver and only 500 metres from
the U.S. border. As well as handling coal from both B.C. and
Alberta, Westshore handles exports from U.S. coal mines in
the Powder River Basin of Montana and Wyoming. The coal is
loaded onto ships that are destined for approximately 20
countries across the world, with most of the volumes shipped
to Japan, Korea and China. The company estimates that
approximately one-third of its business is directly attributable
to the coal handled for U.S. customers.

Capacity: 30.6 million tonnes 

Berths: Two; Each berth peak loading capacity, 7,000
tonnes per hour through four stacker reclaimers
and seven kilometres of high-speed conveyor
systems.

Rail access: CP Rail, Burlington Northern Santa Fe (BNSF),
CN Rail

Two rail loops and two twin rotary dumpers, each have an
unloading capacity of 63 cars per hour.

Employees: 300

For the 11 months ended November 30, 2017, Westshore
loaded 26.3 million tonnes as compared to 23.6 million tonnes
for the same period in 2016. Throughput volumes for 2017 are
anticipated to be over 29 million tonnes and volumes for 2018
are anticipated to be approximately 30 million tonnes, at rates
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similar overall to 2017. Beginning in the first quarter of 2014,
Westshore has invested $275 million to replace aging equip-
ment and modernize the office and shop complex. The project
has included replacing the Berth One shiploader and three
stacker-reclaimers as well as building a new office, shops and
employee facilities complex.  In 2018, the company is sched-
uled to replace a final Stacker Reclaimer, originally installed in
1972, as well as a major conveyor system. The work has all
been carried out within the existing terminal footprint.

KINDER MORGAN’S VANCOUVER
WHARVES

Located on the North Shore of Burrard Inlet, east of the
Lions Gate Bridge, Kinder Morgan’s 139-acre Vancouver
Wharves handles mineral concentrates (copper, zinc and lead),
sulfur, specialty agriculture products, wood pellets, pulp and
paper as well as break bulk cargoes and petroleum products.
Owned by Kinder Morgan Canada Terminals Ltd., Vancouver
Wharves has been in operation since 1959. 

Capacity: Sulfur loading: two quadrant shiploaders rated at
3500 tons per hour.  For agri-products, the termi-
nal has a storage capacity of 25,000 tonnes, with
space for additional quantities. Liquid (petro-
leum) services has four tanks available – two at
100,000 barrels and two at 25,000 barrels, with
five rail unloading stations on one track and ten
on the other. With mineral products, the terminal
maintains the only permanent unloading crane at
the port of Vancouver and enclosed facilities for
loading/unloading, seven warehouse with a
500,000 tonne capacity. Pulp and paper storage
is rated at 35,000 square metres of covered stor-
age.

Berths: Four berths; with varying draft capability from 37
to 45 feet, with an approximate length of 900
feet.

Rail Access: CN, Burlington Northern and Santa Fe, CP Rail

Employees: Management approximately 42; Longshore

workforce varies depending upon the cargoes
and ship sizes.

Environmental care is high; mineral concentrates are fully
enclosed, all site-water is collected and treated before release
back to the ocean. All pulp and paper products are handled in
weather-protected areas and cement-floor warehouses have
the closest proximity to vessels than any other terminal in Van-
couver. A dual purpose (rotary/bottom dump system along
with conveyor systems and two quadrant ship loaders service
the sulphur business. For agri-products, 100-car unit trains can
be unloaded with only one break in the train. Totally enclosed,
variable speed belts provide gentle handling and compliment
the fast-loading system which is designed for 1500 tons from
storage, and a “Cascade” shiploader flows product to the
bottom of the hold for dust-free loading

NEPTUNE BULK TERMINALS

Situated on the waterfront of the City of North Vancouver,
Neptune Bulk Terminals (Canada) Ltd., handles potash, coal,
bulk vegetable oils, fertilizers and agricultural products. Part of
the Port of Vancouver, Neptune is a private company, whose
ownership includes Canpotex and Teck Resources Limited.
Considered one of the largest multi-bulk terminals in North
America, Neptune in recent years upgraded its terminal infra-
structure to increase capacity from nine million tonnes of
metallurgical coal exports to 18.5 million tonnes. Neptune has
also upgraded its potash system in recent years to include a
new storage shed, surge bin, railcar dumper and upgrades to
the berth and associated conveyors. The company is now
working on road improvements to construct an overpass and
ramp leading directly into the terminal.

Capacity: Approximately 24 million tonnes per year steel-
making coal, potash and phosphate rock

Berths: Three berths with depths ranging from 12 metres
to 15.24 metres

Rail access: CN Rail network.  Neptune has 14.5 kilometres of
continuous looped track on-site reducing noise
from shunting. Rail capacity for four unit trains,
one coal, three drybulk (potash, other)

Employees: Approximately 350 full time positions.
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The new road access is a further improvement from the
work completed by the Port of Vancouver in recent years, a
realignment and elevation of about 2.6 kilometres of water-
front road access which provides space for two new rail tracks
and eliminated three existing rail and road crossings and pro-
vides direct access to terminals.  The new overpass for heavy
industrial transportation vehicles, will also enhance safety by
enabling easier access for emergency vehicles. 

DP WORLD CENTERM TERMINAL
Located in the Port of Vancouver, on the south shore of

Burrard Inlet and at the literal edge of downtown Vancouver,
DP World’s Centerm terminal is one of three primary container
terminals at the port. Owned by DP World, the terminal
began as Vancouver Stevedoring in 1923, became Casco Ter-
minals in 1968 operating Centennial Pier, which is where the
current designated name (Centerm) originated. The Vancou-
ver terminal is part of DP World’s international network of 78
marine and inland terminals across six continents. Container
handling is the company’s core business and generates more
than three quarters of its revenue. In 2016, DP World handled
around 64 million TEUs (twenty-foot equivalent units) across
the network.

Capacity: 900,000 TEUs annually; operating six quay
cranes including three ZPMC Super post
panama, one Fantuzzi post panama; 19 one-
over-five ZPMC/Noell rubber tire gantries

Berths: Two 717-metre container berths: depth 15.0 to
15.5 metres, total length 647 metres.

Rail access: CN Rail and CP Rail
Employees: 160 plus 

On its 72-acre site in downtown Vancouver, DP World
Centerm is in final stages of consultation on an expansion plan
which will increase the number of containers handled by two
thirds, raising capacity from 900,000 to 1.5 million. The plan
also includes off-terminal road and rail expansion. Estimates
of the cost of the expansion plan range from $350 to $454 mil-
lion, and include approximately $106 million in terminal
operating systems and equipment improvements. When fully
operational, the project will create opportunities for up to 40

full-time staff and 290 equivalent full-time unionized jobs at
the terminal. The Centerm Expansion Project is currently being
reviewed under the Vancouver Fraser Port Authority’s Project
and Environmental Review process. Procurement for the pro-
posed project has been extended to accommodate extra due
diligence being done through the permitting process. Should
the project be approved, it is anticipated that construction
would begin in 2018.

FRASER SURREY DOCKS
Approximately 27 km from downtown Vancouver, on the

south bank of the Fraser River, is the multi-purpose marine ter-
minal of Fraser Surrey Docks ((FSD). Located in the Metro
Vancouver municipality of Surrey, FSD handles significant vol-
umes of packaged lumber exports, together with a large
volume of steel plate, coil, pipe, wire, rod, beam and other
structural products. FSD also handles project cargoes, and
ship stevedoring is available through a wholly owned sub-
sidiary, Pacific Rim Stevedoring. Each year FSD handles 300 to
400 deep-sea vessels, including Panamax size.

Capacity: Provides up to 63 hectares (154 acres) yard area
and four sheds offering 30,654 square metres of
covered storage. 

Berths: Six berths able to accommodate vessels with a
draft of up to 11.7 metres. A hydraulic ramp pro-
vides service for barge traffic at a separate berth.
Four dock gantry cranes with up to 80 metric
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tonnes of lifting capacity service container ves-
sels.

Rail access: CN Rail, CP Rail, Burlington Northern Santa Fe,
B.C.’s Southern Rail with 20,000 feet of on-dock
track and an adjacent 18,000 feet of rail owned
by Port Metro Vancouver.

Employees: Between 200 and 400.

In November 2015, FSD received approval from Port of
Vancouver to amend its previously approved proposed U.S.
coal transfer project.  Challenges to the project on a variety of
environmental issues including air quality were heard in Fed-
eral Court in Vancouver in May 2017, and a decision was
handed down at the end of January 2018, allowing the project
to proceed. In the meantime, Fraser Grain Terminal Ltd. sub-
mitted a project permit application to the port of Vancouver to
develop a grain export facility, using an existing dock at Fraser
Surrey Docks. The proposal would see construction of a grain
export facility to trans-ship up to 3.5 million tonnes annually of
bulk grain products including wheat, barley, oil seeds, pulses
and other specialty grains. The proposed project includes the
construction of 34 above ground steel storage silos, a travel-
ling ship-loader, a semi-loop rail track, container loading
facility and storage yard, rail and truck loading facility and
other associated terminal infrastructure. 

BHP Billiton is proposing to build an eight million tonne
per year potash terminal at the docks, and the project is cur-
rently under environmental review by the Port of Vancouver.
The proposed terminal would be on the site of the current
container terminal at Surrey Fraser Docks. If approved, 10
trains of potash would be delivered to the docks weekly from
a Saskatchewan mine by way of covered trains along the CN
rain mainline through Surrey. The proposed project includes
the construction of an above ground storage building, a trav-
elling ship-loader, rail loop, rail unloading facility and transfer
system and other associated terminal infrastructure. The facil-
ity would receive the potash product from BHP Billiton’s
proposed Jansen Mine near Saskatoon via rail. The potash
would be offloaded and transferred to the storage building
using a covered conveyor system. Product would then be
transferred from the storage building via covered conveyors to
the ship loader and loaded on to vessels.

PACIFIC COAST TERMINALS
Established in 1929, Pacific Coast Terminal’s (PCT) was

originally located in New Westminster, B.C. at the current site
of the Westminster Quay Public Market, stretching west to the
Scott Paper Site. For the first three decades, the company han-
dled general cargo, including steel, wood, and refrigerated
food such as apples and eggs. In 1960, PCT expanded its
operations to Port Moody on Burrard Inlet and switched to
handling woodchips, sulphur, potash, coal and concentrates.
In the 1980’s the company changed ownership, focusing on
serving Western Canadian sulphur producers and added a
bulk liquid handling facility. Today, from its 43-hectare (108
acre) site in Port Moody, the company handles sulphur and
potash, ethylene glycol and canola. The terminal is considered
one of the world’s largest sulphur export terminals. 

Capacity: Estimated total bulk solids capacity: 7 million
tonnes annually

Sulphur: 1.4 tonnes annually, stored in a 220,000
tonne open-pad pile
Operates a rotary car dumper and Quadrant
shiploader

Potash: New facility 2018, 1 million tonnes
annually
160,000 tonne storage warehouse; Three-car
bottom unloading building Quadrant shiploader

Monoethylene Glycol: 800,000 tonnes annually
Six storage tanks with 58,000 tonne capacity
40 car/spot, top unloading system; rigid marine
loading arm

Estimated total bulk liquids capacity: three mil-
lion tonnes annually

Super Degummed Canola Oil: 600,000 tonnes
annually
34 car/spot bottom unloading system

Berths: Two berths; Berth one; Bulk liquids loading –
canola and glycol
Handles up to Panamax vessels, segregated rigid
loading arms
1,000 tonnes per hour loading capacity for both
canola and glycol
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Berth Two – solids: (sulphur and potash); handles
up to Panamax vessels
Quadrant shiploader; shared system; 5,000
tonne per hour loading capacity

Rail access: Accessible by both CP Rail and CN Rail; serviced
by CP Coquitlam Yard
Potash capacity; up to 177 potash cars
Sulphur capacity; up to 118 steel cars (131 alu-
minum cars)

Employees: 65 Full-time equivalents – including staff, fore-
men and longshoremen

In 2017, PCT completed its estimated $220 million
expansion at the Port Moody site of a potash handling and
storage facility. Modifications to the site included a railcar
unloading facility; underground and above ground conveyor
belts; new transfer towers; and a 263 metre-long storage
warehouse with capacity for 160,000 tonnes of product. The
facility is able to unload an 18,000-tonne train in just four and
a half hours. Ships with a capacity of 70,000 tonnes can be
loaded at the quay.

FIBRECO TERMINAL
Fibreco Export Inc. is a leading global supplier of wood

chips and also operates a wood fibre export terminal located
on the north shore of Burrard Inlet in Port Metro Vancouver.
The terminal ships wood chips and wood pellets and provides
storage and handling services for B.C. wood pellet producers
and others. The terminal is situated on 9.3 hectares of land,
and leases 5.8 hectares of water from the Port of Vancouver

Capacity: Able to handle four different species of wood
chips, with a total storage capacity of 75,000

bone dry tonnes.
Wood pellets; six storage silos, each with a
capacity of 4,500 tonnes, totaling 27,000
tonnes. Pellet shed stores 18,000 tonnes bring-
ing total wood pellet storage to 45,000 tonnes,
or one handymax vessel.

Berth:   Able to accommodate vessels up to 210 metres long
with 12.5 metres draught and is serviced with a
conveyor and shiploader. Engineering is com-
plete for increasing the berth length to
accommodate Panamax vessels when cus-
tomers require it.

Rail Access: CN Rail 
Employees: Not available

The Fibreco Terminal Enhancement Project proposes to
enhance the terminal’s current wood pellet operations, by
adding new grain export operations and remove the wood-

chip exporting infrastructure. The new
agriproducts facility Fibreco has commit-
ted to build at Vancouver is expected to
include about 43,000 tonnes of dry bulk
storage capacity, a rail spot for full unit
trains, and a new shiploader and
expanded berth capable of loading Pana-
max vessels. Fibreco reached a long-term
agreement with Regina-based AGT Food
and Ingredients to handle bulk pulses and
grains. The estimated $85 million invest-
ment will see construction of 56 new steel
agricultural storage silos ranging from 12
to 18 stories and capable of handling
170,000 tonnes. Improved railcar han-
dling and receiving equipment and rail
yard improvements would make loading
and unloading quieter, safer and more
efficient. Fibreco is no stranger to bulk
export, having moved wood chips and
wood pellets from its Vancouver terminal
to pulp and paper manufacturers world-
wide on behalf of its stakeholders in the
B.C. forestry sector since 1979. The com-
pany more recently also began shipping
canola meal pellets.
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GT Group: from humble beginnings to Montreal’s
largest privately owned terminal
By BriAn dunn

Montreal terminal operator GT
Group is celebrating its 40th anniver-
sary this year as the company re-
flects on its humble beginnings. In
1965, company founder Giuseppe
Terrigno (hence GT Group) arrived in
Canada as a welder. Four years later,
someone approached him who
needed a container repaired. At the
time, Terrigno was building trailers.
He tried to convince his boss that
there might be a new business op-
portunity, but his boss wasn’t inter-
ested, although he said Mr. Terrigno
could do the job in his free time. He
put a welding machine in the back
of his car and repaired his first con-
tainer.

“In 1978, he went out on his own
and started a business repairing

containers,” recalled his son Danny
Terrigno, 41, who spent his youth
working for his father. “I spent all my
weekends and summers there. My
first job was washing trucks. It was a
fun job, because I was the only 10-
year-old who could drive an 18-
wheeler. By age 12, I was driving
bulldozers.”

In the mid-1980s, the company
opened a location in Toronto, but
closed it a few years later due to
labour problems. It re-opened in
Toronto in 2012, this time limited in
scope to trucking and container stor-
age. It was also in the mid-80s that
the company started storing con-
tainers when someone suggested
they buy a truck to haul containers
between Montreal and Toronto.

By 1987, trucking was in full force
at GT Group with cross-border trips
to the U.S. But at the end of that
year, the company was forced to
look for a new location when leases
on two properties were not re-
newed.  “My dad bought some
farmland at our current location (in
the East End of Montreal). In the
1990s, we faced some tough years
and the business almost went under
from a mixture of the economy, bad
management and debt.”

Danny Terrigno studied architec-
ture, but lost the passion for it and
ended up joining his father full time
in 1997. A younger sister works in
customer service and a brother-in-
law works in container sales. An
older sister, no longer with the com-

Danny Terrigno
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pany, worked in payroll. “In 1997,
trucking regulations really started to
get strict. That’s when we bought a
fleet of trucks. We were also building
containers and converting used con-
tainers for use as housing units in un-
derdeveloped countries.”

Today, GT Group is the largest
privately-owned terminal operator in
the Montreal area with over 2.5 mil-
lion square feet, 10 kilometres from
the port of Montreal and storage
space for up to 22,000 TEUs. The
company has 270 employees and is
also involved in container repairs, in-
spection and refurbishing, in addi-
tion to its transportation division. It
also builds custom products by
chopping up containers and trans-
forming them into other uses such as
sales offices for construction sites
and condo developments, and other
purposes.

The trucking division accounts for
about half of GT’s business and
transports containers throughout
North America, but concentrates pri-
marily on Quebec, Ontario and the
U.S. Northeast., primarily in the
Philadelphia and New Jersey areas.
Warehousing represents another 15
per cent of the business with the bal-
ance in terminal operations and re-
pairs.

get a phone call from a freight for-
warder or a shipping line to pick up
some containers. A client is not al-
ways local, but a truck will always get
goods to its destination faster. A cus-
tomer will often take a container off
the rails, and truck it to its destina-
tion if it needs to be there tomor-
row.”

The company’s main shipping
customers are MSC, Hapag-Lloyd,
Hamburg Süd and OOCL. On the
freight forwarders side, it’s Kuehne +
Nagel, DHL, DB Schenker and Bol-
loré Logistics.

The company wants to expand to
an adjacent property it owns, but is
getting pushback from the city.
“Residential housing is growing
around us and they don’t want us
around,” said Mr. Terrigno. “We had
an agreement in 2010 for a property
exchange with the city, but nothing
has happened.”

Another major concern is labour
shortages. There is currently a short-
age of 55,000 drivers across Canada
and another shortage of mechanics
to work on the company’s trucks.
Luckily the government realizes how
dire the situation is, Mr. Terrigno
said, and “We’re now allowed to
bring in people from Europe on a
two-year work permit as long as we
pay them the same wage rate as our
other employees.”

Danny Terrigno became Presi-
dent of GT Group in 2006, but his
father has never fully disconnected
from the company he built from
scratch.

“A very strong economy drives a
lot of goods in transit. When the
economy is slow, the terminal is full
of unused containers. Two years
ago, it was not unusual to have
21,000 containers in the yard. Today,
there are fewer than 7,000 units. 

“On the trucking side, we may
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MSC sees further rationalization and growth in 
its container shipping industry
By BriAn dunn

The humble container means nothing to most people,
except those in the shipping industry. It has been around
for decades and revolutionized how cargo is transported
today. Last year, Port of Montreal celebrated the 50th an-
niversary of the arrival of the first containers at the port.

“We look at the container and what we do with our
ships as a true element of the world and how the people
in the world function,” said Sokat Shaikh, President, MSC
Canada. “Over the course of the years that I’ve worked
at the company, you come to realize that as simple as a
container is, and the cargo that goes into that container,
moving it from Point A to Point B with our ships is not
that simple because it’s a complex logistics grid. “But
aside from the complexity of the logistics grid, which is
our responsibility, it’s what it (the container) does and
what the products inside the container represent.”

The products in the container represent the world,
from one country to another, an appreciation for expert-
ise. It’s appreciating that a piece of clothing from Italy or

a bottle of wine from South Africa has value in Canada,
because we don’t make such products, or because it is
different from or has other value-added characteristics
than something we do or may be able to produce locally,
or complement local production, Mr. Shaikh continued.
“When you look at it from that perspective, trade has im-
proved our standard of living and our quality of life. If we
were solely dependent on products produced within our
region, we would be severely short-changed and de-
prived from the best products out there.” Trade drives
the economy and increases wealth, which increases
everyone’s well-being. As a result, the Canadian govern-
ment has taken an aggressive approach on trade, by
concluding the Comprehensive Economic Trade Agree-
ment (CETA) with Europe and through recent trade talks
in Davos to find other potential regions to boost Cana-
dian trade. We could look at containers as enablers of
trade, noted Mr. Shaikh, creating opportunity.

And what does the MSC container transportation
business mean to Mr. Shaikh personally? “It’s a logo we
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stand behind and gives us the facil-
ity to enrich the environment we’re
in, Canada, and we’re very proud of
a company that invests in that envi-
ronment and an understanding that
we’re pretty much connected to
most Canadians either directly or in-
directly.” It’s not uncommon that
business associates or friends return
from overseas telling stories of see-
ing the MSC logo on ships in differ-
ent parts of the world, loading or
offloading cargo.

Partners in the supply chain can
also be competitors, but they are
also an important part of the equa-
tion of moving cargo and promoting
trade, Mr. Shaikh noted. “We have a
tremendous amount of respect for
how we all have come to realize that
we have to rationalize, and can’t
work independently in the sense
that we did in the ‘90s and early
2000s. “Our individual actions have
an impact on the industry partici-
pants collectively, and have con-
tributed to tremendous financial
strain in our industry during the last
decade. For the most part, the in-
dustry has now weathered the
storm, and we see a forward path
that is improving.”

The consolidation of carriers has
been the caveat to improved results,
said Mr. Shaikh. “Whether the con-
tainer is blue, green, yellow, grey or
white, it’s going on the same ship
and in many cases, the services are
consolidated and the only thing that
distinguishes one from the other is
the level of service we provide and
the attention we give to our cus-
tomers.” 

On an individual performance
basis, 2017 ended “quite well” and
MSC expects to build on that this
year and next. MSC Canada as a
whole (Vancouver, Prince Rupert,
Montreal and Saint John) grew six
per cent year over year. The focus
has been on the west coast and
Montreal where MSC opened a sec-
ond terminal. 

In the past year, the company has
added 45-foot containers to its
Canadian fleet and has developed
some project cargo business as a re-
sult. In addition, MSC has seen sub-
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stantial growth in special equip-
ment, from reefer containers to
open tops and flat racks. 

The company is looking at oppor-
tunities to offer customers alterna-
tive shipping options. If a customer
in Calgary or Edmonton has only
shipped via Vancouver, for example,
is there an opportunity to look at a
mix of their cargo moving between
Montreal and Vancouver, depending
how they look at their business, in-
ventory levels, destinations or just in
time deliveries? For example, one
large customer had historically
moved the bulk of its cargo from the
west coast to Ontario. During the

past two years, MSC changed it to a
mix of west and east coasts, which
allows the customer the ability to
better protect itself from potential
disruption, such as a strike or a rail
issue that might have a greater im-
pact on the west coast, as opposed
to the east coast, or vice versa. “So
we do business with them here to
the point where we’ve added to
their supply chain with them looking
at destuffing in Montreal and ulti-
mately doing some bonded ware-
housing and then move to direct
door facilities, their retail outlets,
which they wouldn’t have ventured
into.” In addition to its Canadian

Sokat Shaikh
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ports, MSC can tap into its network of U.S. ports for im-
porting or exporting cargo if the need arises. 

For the past few years, MSC has been trying to con-
vince some of its customers to ship product for Eastern
Canada via Canadian ports rather than through U.S. east
coast ports. “A large majority of our produce comes in
via that route and to change that, we would have to
make a large investment on the Canadian front which is
being done on a small scale, but it’s moving in the right
direction. “A good example of that is CanEst that’s mov-
ing grain into Montreal, putting it into silos and ulti-
mately loading it and sending it on ships. If that facility
had not existed, the opportunity from the original point
would have been via any other exit port.”

If the Port of Montreal had a platform similar to certain
ports in the U.S., such as Holt Logistics in Philadelphia,
(large on-site distribution centres, pick and pack facilities
and warehousing), it could attract more business, sug-
gested Mr. Shaikh. 

“For example, a produce company would discharge
50,000 tonnes of cargo either in bulk or containers, pick
and pack and sort at the port and send to locations in-
land, rather than move the cargo off pier to a warehouse
facility, destuff it, then send it inland which is way too
costly.” While space is limited at the port of Montreal,

such an opportunity exists at its Contrecoeur facility, he
added.

In terms of shipping rates, they haven’t improved, but
rationalization has improved costs, with the industry hav-
ing found ways to stem the red ink, including economies
of scales. Another way to reduce costs is to replace
smaller, less productive vessels with newbuilds in the
22,000 TEU range, and MSC has ordered 11 of them,
said Mr. Shaikh.

The industry as a whole expects to benefit from CETA
with an estimated increase in cargo volume of 20 per
cent once the agreement hits its peak, he added. And
while the Trans Pacific Partnership has not been signed,
Canada is making headway with country to country
agreements in the region which will also increase trade
between Canada and Asia. 

With business growth resulting in higher levels of em-
ployment, MSC has needed to double its Vancouver of-
fice space this past summer, and will more than double
its Toronto office space this coming summer. Further-
more, having outgrown its existing space on St. Jacques
St. in Old Montreal, it plans to purchase a much larger
building in the same area that will increase its available
space three-fold, and plans to gradually move in at the
beginning of next year. 
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Grunt Club 
celebrates

83rd
Annual Dinner

Left to right: Jason Skorski, President Grunt
Club; Stewart Cummings, past President and

longest attending member, attending his
63rd dinner; and Mountie Csl Christian Kier.
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GRUNT CLUB
celebrates

Grunt Club President Jason Skorski (left) presents donation
cheque to Robert Zeagman, Mariners’ House of Montreal
President.

HEAD TABLE GUESTS

Grunt Club President Jason Skorski 
with Daniel Dion of the Institut maritime du
Québec.
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Grunt Club President Jason Skorski
presents cheque to representative 
of the Fondation de l’Hôpital Sainte-Justine.

Grunt Club President Jason Skorski 
presents cheque to representative 
of the Montreal  Children’s Hospital Foundation.

GRUNT CLUB PRESIDENTS PAST AND PRESENT

     
       

More than 1,100 people – members of shipping/mar ine commu-
nity and transportation industry and their guests – attended the Grunt
Club’s 83rd Annual Dinner in Montreal on December 1.

Grunt Club President Jason Skorski presided over the event.
Among the highlights of the evening was the presentation of

cheques to Mariners’ House of Montreal, the Montreal  Children’s Hos-
pital Foundation, the Fondation de l’Hôpital Sainte-Justine and the
Institut maritime du Québec. 

Proceeds from the Annual Dinner and other social activities
throughout the year go toward the financial support of these organiza-
tions.

83rd
Annual 
Dinner
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 It is with great sadness that the Canadian Pacific family learned about the passing of former CEO, Mr. E. Hunter
Harrison on December 16, 2017. A statement on his passing from CP President and CEO, Keith Creel reads as follows:

“Words cannot begin to describe this tremendous loss. On behalf of our Board of Directors and the entire CP family,
our thoughts and prayers go out to Jeannie and all of Hunter’s family, friends and colleagues across the industry. 

Personally, today I lost a friend and a mentor. I spent most of the last 25 years working closely with Hunter. Over
that time, he taught me how to railroad but more than that, he taught me how to be a leader. 

Professionally, Hunter was unmatched in this industry. He will go down as the best railroader ever, plain and
simple. What he has done at multiple railroads and for our industry the last 50-plus years is incredible, which includes
bringing CP back to its rightful place among leaders in the Class 1 space in what some have called the greatest corporate
turnaround in history. 

His legacy will be felt at our company forever, not only by shareholders, but by employees and customers who have
all benefited from his leadership, foresight and tenacity. The foundation he built at CP, and at all the other railroads he
led, serves us, and the industry, well for the future. 

While Hunter will be remembered in history books as the best railroader there was, I will remember him first as a
friend with a loving and giving heart then as a tremendous, visionary leader who always challenged the status quo. His
greatest legacy is not the railroads he changed for the better, but the family and friends he left behind that are all blessed
to have known and loved him.

We grieve with them in the tremendous loss of a one-of-a-kind railroader and even better person, Mr. E. Hunter
Harrison.”

CP family mourns loss of legendary railroader
and former CEO, E. Hunter Harrison
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Nautical Institute acquires new navigation simulator
and marine voltage simulator
BY TOM PETERS

Nova Scotia Community College’s Nautical Institute at the
Strait Area Campus, Port Hawkesbury, has enhanced its ability to
train and develop world-class mariners. 

The Institute, which has been training mariners for over 145
years, recently installed a new Kongsberg digital navigation simu-
lator and also acquired a new marine voltage simulator. The new
equipment, valued at approximately $1.2 million, will, in addition
to other functions, address the International Maritime Organiza-
tion’s (IMO) new Polar Code, now in effect, and IMO’s new
requirements for high voltage training. Funding came from the
Atlantic Canada Opportunities Agency, the N.S. government, and
the College. 

Capt. Vivek Saxena, the Institute’s Academic Chair, said
under the new Polar Code, both senior and junior navigation offi-
cers on vessels transiting Polar regions will be required to have
this training as of July 1, 2018. The Institute, Transport Canada
and other marine schools that are members of the Canadian Asso-
ciation of Marine Training Institutions (CAMTI), are developing a
program to meet the new IMO requirements. 

“This new software gives us the capability to train these offi-
cers going into the Polar region. There will be two levels of
training, one operational for junior officers and a management
level for senior officers,” said Capt. Saxena. The ice navigation
training for ships’ officers will add extra safety for both vessels and

the environment. 
The new navigation digital simulator is state-of-the-art and

“much better to meet the needs of the industry,” said Capt.
Saxena. “Previously we had an analog system but now we are dig-
ital and that is where the industry going” and the new simulator
“is one of the best in the world,” he added. The simulator can sim-
ulate any size vessel and project on its large screens ports around
the world plus provide technical data on those ports and a multi-
tude of weather conditions. 

The institute’s new high voltage simulator will meet a new
IMO training requirement for marine engineers and electro-tech-
nical officers who work on vessels that utilize voltages in excess
of 1,000 Volts. Capt. Saxena said a new program for high voltage
training is being developed with other marine institutions and will
hopefully be launched early this year. A new course will need
Transport Canada approval before implementation.

NSCC President Don Bureaux said, “The new, high voltage
simulator is an important addition to our on-site, hands-on
approach to learning which allows our cadets and industry part-
ners to access national and international standard training.”

The Institute attracts marine students from across Canada
and around the world. All marine courses are both Transport
Canada approved and meet IMO requirements.



February 19, 2018 • Canadian Sailings • 47

Port of Thunder Bay 2017 wrap-up
BY WILLIAM HRYB

It doesn’t take a genius to tell you that
the port of Thunder Bay has made consider-
able strides in cargo performance over the
last several years. The port on Lake Superior
has developed the distinction of being a
major hub for not only grain, potash and coal
shipments, but special project cargoes as
well. Guy Jarvis, Harbour Master and Direc-
tor of Engineering said, “With the
infrastructure improvements at Keefer Ter-
minal and the acquisition of the new crane a
few years ago ,we are confident we can build
on previous past successes.”

Various dimensional cargoes bound for
Western Canada, steel pipe, steel beams,
windmill parts, modular buildings, gas tur-
bines, heavy machinery and electrical
transformers have highlighted a remarkable
season for the port. Vasko Popovic, Opera-
tions Manager at Logistec Stevedoring said,
“we certainly had a notable season with the
diverse cargoes we handled at the Keefer Ter-
minal… it looks like that trend will continue
and look forward to another successful
season in 2018.”

With overall cargo volumes exceeding
the five-year average, the port topped 8.84
million tonnes in 2017. Although cargo sta-
tistics were only a fraction higher than the
year before, port officials welcomed the
increase regardless of an unexpected early
end to the shipping season. Combined with
frigid temperatures and ice rapidly forming in
the harbour, the last grain shipment was
loaded on CSL Laurentian on January 4th.
“Normally we would be loading grain ships
well into the 2nd week of January or just
before the Soo Locks close on January 15th,
but this year was different… despite seeing
the end to another year, a lot of the guys are
looking forward to some time off, but antici-
pate coming back in about 10 weeks,” said
Paddy Johnson, Manager of Thunder Bay
Grain Trimmers.

As the port settles into a deep freeze
until March, there will still be considerable
activity in the port with seven lake vessels
scheduled to spend the winter months for
maintenance and Transport Canada inspec-
tions. Fabmar Metals Inc., a local ship repair
facility, partnered with Heddle Marine Serv-
ice Inc. of Hamilton to provide ship repairs at
the Thunder Bay Shipyard acquired by
Heddle in 2016. Heddle’s yard operates the
only drydock on the Canadian side of the
Upper Great Lakes.

As an end of season wrap-up, Canadian
Sailings sat down with Tim Heney, CEO of
Thunder Bay Port Authority, to review the
2017 season and what he expected for the
port in the coming years.

CS. ‘Project Cargo’ has been growing
steadily over the past five years... this past
season saw a significant increase in this type
of specialized cargo... please describe why
this has occurred and what the Port will look
forward to in 2018.

TH. “The primary strategic objective of
the Port is to increase and diversify cargo
through the port. The Port has invested sig-
nificant time, effort and capital to realize
this objective through the development of a
project and general cargo hub.  The 2017
season was one of the most successful to
date for this initiative; shipments included
structural steel, steel pipe and rail, wind-
mills, heavy equipment, electrical
infrastructure, and a modularized hotel. “

CS. Cargo diversity has been a success-
ful hallmark for Thunder Bay cargo
shipments ... aside from grain, potash and
coal shipments, what new business do you
anticipate in the next few years ?

TH. “We anticipate further strengthen-
ing of project cargo shipments in the next
several years. Wind farm development is
expected to pick up again, which is a cargo
Thunder Bay is suited well for and has
extensive experience handling.  One area in
which we’ve seen growth over the past
couple seasons, which has potential for fur-
ther growth, is steel products. An initial
shipment of structural steel bound for West-
ern Canada in 2014 has led to repeat
business for the port in each of the last three
seasons. In 2017, steel shipments included
rail and pipe.”

CS. The Port adopted a new name
brand and logo this past fall. Why was the
change necessary in view that the port cer-

tainly had name recognition with the prior
name brand and logo ?

TH. “We started the re-branding
process with a brand audit. We looked at
positive and negative perceptions of the
Port. We looked at examples of successful
branding and we examined what gives us
recognition beyond Thunder Bay. Our
unique selling proposition is being the pre-
ferred marine route for European trade with
western Canada, and our customers and
stakeholders reiterated this through the re-
branding process.

For the past decade one of our initia-
tives has been to raise the profile of the port
locally, nationally, and internationally. It was
recognized in our consultations that while
our logo resonated well with local stake-
holders, its meaning was more ambiguous
in national and international markets.  We
are confident that our new visual strategy
will make the Port brand immediately recog-
nizable to a far-reaching audience. The new
brand will resonate better with these target
customers by modeling our key brand attrib-
utes like grain experience, access to
Western Canadian markets, large capacity
and customer service.”

CS. Lastly, the port has made substan-
tial investments in acquiring lands adjacent
to the Keefer Terminal complex. What plans
does the Port Authority have for this sizeable
real estate ? 

TH. “The Intercity Site is a strategic
asset for the Port. The 16-hectare brown-
field site, with a 173,000 MT capacity
elevator, is part of the Port’s long-term strat-
egy for diversifying cargo and marine-related
business opportunities in Thunder Bay.”
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Seaway wraps up 2017 navigation season
The St. Lawrence Seaway Manage-

ment Corporation (SLSMC) concluded its
2017 navigation season on January 11,
2018, with the transit of Federal Biscay
through the St. Lambert Lock.

A sustained blast of Arctic air that
extended from late December into Janu-
ary rapidly accelerated the formation of
ice within the Seaway. Contending with
difficult weather conditions in the final
two weeks, a handful of ships were
delayed by the presence of ice in several
locks. Seaway employees on the ground
worked diligently to maintain the locks,
while staff in the control centers worked
with the Canadian Coast Guard, marine
pilotage authorities, and other members of
the marine transportation support system.
Terence Bowles, President and CEO of the
SLSMC, was quick to praise Seaway
employees. “I am very proud of the profes-
sionalism, dedication and sheer grit that
Seaway employees put forward to success-
fully wrap up the navigation season. In the
face of weather conditions that swung
from one extreme to the next, our teams
overcame many challenges and all of the
ships safely exited the waterway.” 

Robust economic growth brought
about strong gains in a number of cargo

sectors, with Seaway tonnage rising by 9
per cent to 38.1 million tonnes of cargo.
Shipments of iron ore were up 29 per cent
to over 8 million tonnes, while shipments
of dry bulk such as stone, cement and
steel were up by 18 per cent to 10.5 mil-
lion tonnes. At just over 10 million
tonnes, grain shipments fell 10.6 per cent.

Craig H. Middlebrook, Deputy
Administrator of the U.S. Saint Lawrence
Seaway Development Corporation said,
“The final tonnage results reflect solid
gains over 2016, particularly with respect
to iron ore shipments and we were
pleased to see the strong finish for the
year.”

So how does one tap into new export markets?
BY BRIAN DUNN

With an opportunity to tap the Euro-
pean market under the Comprehensive
Economic Trade Agreement (CETA), coupled
with the uncertain future of NAFTA, more
and more Canadian companies are looking
for export markets outside North America.
But how does one get into those markets?

“It takes good partners and a unique
product, but the key is your employees and
suppliers,” according to Martin Plante, Gen-
eral Director, Citadelle, Quebec’s largest
cooperative of sugar maple growers and
maple syrup producers. Mr. Plante made the
remarks during a Food, Beverage and Logis-

tics Conference at the Port of Montreal Build-
ing on Nov. 29. The conference was
organized by MNP, a national accounting, tax
and business consulting firm, in conjunction
with Port of Montreal, Montreal Gateway
Terminals, La Coop Fédérée, the largest agri-
food cooperative in Quebec and Agri-Food
Export Group.

Even with a mass international market-
ing initiative, potential clients are looking for
strong partnerships and want to know the his-
tory behind a product. Another way to break
into a new market is through a business group
or an association. But human to human con-
tact is still important, Mr. Plante added.
“Complexities will always be part of the equa-
tion. It will never get any easier. To build
partnerships takes time. It might be an idea to
have financial partners on your side.”

Even if you have the best product in the
world, you have to find clients willing to pay
a competitive price for it, suggested Eric de
Franciosi, Executive Vice-President, Agro-
Haribec, which exports almost all of its bean
products around the globe. High quality is
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important, especially for a product like beans
that are consumed daily in many countries.
But the key to success is to start studying the
market two or three years before you’re ready
to launch which also helps reduce develop-
ment costs.

Is using a broker a good idea? Yes,
according Daniel Rivest, Vice-President,
Olymel, which sells meat products under the
Flamingo and Lafleur labels. The company
has bureaus in China and Japan, but uses bro-
kers because they know the market and this
reduces the risks, he said. “But there are a lot
of fly-by-night brokers, so you have to do your

homework. “We’ve been distributing in
South Korea for 12 years with the help of a
middleman. Our company is ready to make
the necessary investment and have the
resources for the long term. You can also pig-
gyback with another company or another
product.”

Olymel brought its product people to
Japan where it offers a private label program
to differentiate itself from the competition.
The result was the doubling of sales in one
year. The company is doing private label in
China as well.

A manufacturer who might do well in

the domestic market needs to understand the
legislation of the export country if they hope
to succeed, suggested export broker Pierre
Laurence. “Go live in a country to under-
stand the local culture to determine if your
product which sells well in North America,
will sell well in another country. Go through
a check list before you decide to invest in a
new market.”

You need to have a plan, but you also
need to be flexible, said David Jarry, Interna-
tional Tax Services, MNP. “Do you use a
broker or develop your own network of con-
tacts? You have to analyze the market. Make
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sure your data makes sense before diving into the export market and
figure out where your product will be well received.”

In terms of Europe, there are 24 official languages which will
affect packaging and 28 countries which will each want a piece of the
sales tax. “There are lots of opportunities in China, but it’s an
extremely controlled economy. It’s difficult to get into and difficult to
get out. You don’t want to necessarily be the first in a certain industry
or region, but you also don’t want to be too far behind the industry
leaders,” said Jarry.

China is a growth market for La Coop Fédérée and will continue
to grow despite what happens with NAFTA, said CEO Gaétan
Desroches. “And since we’re in the commodities business, maritime
transportation is very important to our members as it is very afford-
able.” Mr. Desroches is concerned about American punitive
initiatives like the 20 per cent tariff on Canadian softwood lumber
and 300 per cent tariff slapped on Bombardier aircraft and how sim-
ilar actions might affect his members. He’s also concerned about
biosecurity. In 2016, La Coop imported and exported over a million
tonnes of food and hardware products through its joint venture part-
ner CanEst Transit.

Canada has a huge trade deficit with Europe and one reason
why the food industry hopes CETA will help level the playing field,
according to André Coutu, CEO, Agri-Food Export Group. The
group has $11 billion in sales in the rest of Canada and $8.3 billion
internationally. “The U.S. market is not a true mature market and
we’re just touching the tip of the iceberg there. And it will be in spe-
cialized foods and not things like crackers where we’ll succeed in
Europe,” said Mr. Coutu.

On the transport side, trucking and distribution company
Groupe Robert tries to leverage all supply chain synergies through
3PL (third-party logistics, which is a provider of outsourced logistics
services) to optimize operations to save time and costs, explained
company COO Daniel Ménard. Through its 41 distribution centres
in Quebec and Ontario totalling 3.5 million sq. ft. of warehousing

space, the company specializes in the transportation of bulk and
liquid cargo, hazmat and oversize and overweight loads. “Retail and
food services is our DNA, representing 47 per cent of our business.” 

Apart from a potential shortage of drivers due to retirements
and a lack of new entrants, the industry is facing another concern.
Since Dec. 18, 2017, every carrier operating in the U.S. needs to
have an approved electronic log system to monitor the cargo and
number of hours a driver has been working. Without the log, trucks
are limited to 100 miles that they can travel into the U.S. or cross
border to other states. It is estimated that 20 per cent of truck
volume in the U.S. will be affected by this law. “What it means is
that some carriers will say we cannot do your route tomorrow
morning. And as far as driverless trucks go, we are at least 10 years
away from that reality,” said Mr. Ménard.

Montreal Gateway Terminals handle 6,000 trucks a week and
a lot of them contain food products, said CEO Michael Fratianni,
noting the transport and food sectors are very important sectors of
the Canadian economy. “Although the port of Montreal is 1,600
kilometres away from the Atlantic Ocean, there is a tremendous
opportunity for the agro food industry to export from here.”

The port is also unique as its import-export business is roughly
50-50, said Toni Boemi, Vice-President of Growth and Develop-
ment, Montreal Port Authority. While the port can only handle
4,000-5,000 TEU vessels, it’s completely discharged and recharged,
whereas an 8,000 TEU vessel operating elsewhere may make sev-
eral stops to completely discharge its entire load. 

About $55 million is being spent to upgrade the port’s rail net-
work and increase capacity by 15 per cent between 2017-2020,
Mr. Boemi added. “We’re working hard with the province and city
to improve rail access and improve fluidity. Trucks come in one end
of the port and leave at another end. Our four terminals are
equipped with mobile apps that give truck drivers real time waiting
times so they can decide if they can pick up or drop off elsewhere
beforehand.”

Report on BLG Maritime Law seminar of December 1
BY BRIAN DUNN

According to the Coasting Trade Act of
1992, only Canadian-flagged vessels (or duty-
paid vessels) may carry goods or passengers
or conduct commercial activities between
two Canadian ports. The exception is if a for-
eign vessel obtains a coasting trade (cabotage)
licence for a specific job that a Canadian
vessel cannot perform or is unavailable to per-
form. 

However, Chapter 14 (International
Maritime Transport Services) of the Compre-
hensive Economic and Trade Agreement
(CETA) which went into effect on Sept. 21,
2017, creates preferential market access for
EU members, allowing EU-registered vessels
to perform a number of specific cabotage
activities without a coasting trade license,
explained Nils Goeteyn, Associate, Borden
Ladner Gervais, during BLG’s annual mar-
itime law seminar on December 1. However,
CETA vessels must still comply with Cana-
dian safety and pollution prevention
requirements.

There are two categories of EU entities

NILS GOETEYN JACK MAHONEY
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that may provide specific cabotage services between two Canadian
ports. The first are EU member states, while the second are entities
located outside an EU member state if they are owned or controlled by
nationals of the EU or Canada. The entities must always use vessels reg-
istered by an EU member state and must not be located in the U.S. 

Three types of activities no longer require a coasting trade license
if performed by EU vessels, namely feeder services between the Ports
of Halifax and Montreal, repositioning of empty containers, and dredg-
ing services, noted Mr. Goeteyn. For example, a German vessel may
pick up containers in Halifax and discharge them in Montreal if the
move is one leg of imported goods into Canada.

The CETA agreement should be a major boost for the Canadian
economy, suggested Jack Mahoney, President, Maersk Line Canada.
The country’s import and export volume is growing faster (12 per cent)
than the global growth average of 4.3 per cent, he noted. “That helped
drive our interest in the Canadian market which will only be boosted
by CETA and why we started a new service between Montreal and the
Mediterranean.” The agreement also allowed Maersk to move excess
equipment from Montreal to Halifax and St. John’s more efficiently.
The same applies to refrigerated equipment.

Commodities with the most potential for growth are wide-ranging
and include agriculture, aircraft and parts, chemicals, electronics,
machinery and equipment and plastics, noted Mr. Mahoney.

Cyber security was another topic for discussion and it was dis-
closed that “the ocean freight and freight forwarding industries are
ill-prepared for cyber attacks,” according to Chris Smith, Senior Under-
writer, West of England P&I. In June, a ransomware attack (malicious
software that prevents access to/use of IT resources or data and
demands a ransom to restore it) wiped out between $200 million and
$300 million from Maersk’s books, he noted. “In terms of contractual
liabilities, cyber risks are too big to cover, according to Lloyds. Detec-
tion is nearly as important as protection.”

Vulnerabilities include hardware failure, accidental on-board or
office loading of malware or deliberate loading of malware by disgrun-
tled crew or office workers. The most common attacks include
hacking, phishing (random targeting to deceive people into providing
information), spear phishing (targeted attacks), extortion and fraud (to
create fraudulent transactions, instruction to banks or misdirect pay-
ments). There is also clone phishing to create fake shipping line
websites to track cargo, fake cargo websites and fake agency websites.
Many insurance policies contain a cyber attack exclusion clause
(CL380) which is common in the shipping industry, noted Mr. Smith.
“You need to practice cyber hygiene like you do human hygiene.”

The EU has strong data protection laws compared to the U.S. and
Canada, according to Eloïse Gratton, Partner, BLG, who noted that
almost 80 per cent of security incidents are the result of an employee’s
fault and that companies need to implement a breach incident report
plan. The new risk facing companies is privacy class action lawsuits,
with 61 cases currently underway across Canada with most claims
related to employee conduct or misconduct. That compares to just 13
cases in 2013.

In terms of managing security breaches, assessing the situation
and legal risks is different for the individual and organizations. Did an
individual suffer humiliation or embarrassment or physical or financial
harm from the disclosure of personal information? For an organization,
did it suffer financial risks, reputational risk or the risk of facing a pri-
vacy class action lawsuit?

According to a 2016 data breach study, 26 per cent of businesses
were at risk of a security breach in the next 24 months, while 50 per
cent of Canadian executives said their businesses were hacked last year,
according to IT World Canada.

Autonomous systems and vessels was the third topic of discussion
at the seminar, presented by Colin Clark, President, Lloyds Register
Applied Technology Group and Leanne O’Loughlin, Claims Director,
UK and Americas, Charles Taylor P&I Management. Maritime auton-
omy is the Fourth Industrial revolution, driven by cost efficiency and
skills shortages, according to Mr. Clark. As an example, the 120-TEU

YARA Birkeland, under construction, will be the world’s first fully elec-
tric and autonomous container ship which is expected to reduce
annual operating costs by 90 per cent. It will operate between three
ports in Southern Norway.

Among regulation challenges for autonomous ships, it is noted
that regulations typically lag technology, but they can safeguard against
low cost, low quality competition. Regulations can also reduce per-
ceived risks to investors.

Autonomous ships do not mean the end of the seafarer, according
to Mr. Clark. They will just have to be trained differently. “We’ll always
need people to monitor and override systems in place during an emer-
gency.”

When are we likely to see autonomous ships operating commer-
cially? Rolls Royce is leading the charge and the company expects a
remotely operated vessel for local use with reduced crew and remote
support could be operational by 2020, noted Ms. O’Loughlin. And
International Group/P&I members will be among the first to embrace
the new technology, she added. 

A remote-controlled unmanned coastal vessel could be ready by
2025 and a remote-controlled unmanned ocean-going ship could
appear five years later. The first autonomous unmanned ocean-going
vessel could be a reality by 2035. 

“Few insurers know how to insure unmanned ships. How do you
rate the risk since 70-80 per cent of marine casualties result from
human error? But it’s harder to quantify the number of casualties that
have been avoided by human intervention. What about rescue at sea?
Will that all be done now by helicopter?”

Other unknowns include what constitutes due diligence at the
start of a voyage and how do you ensure a ship’s security against piracy?
And who is in control and responsible for the ship?

ROBIN SQUIRES, COLIN CLARK, 
LEANNE O'LOUGHLIN

JEREMY BOLGER, ÉLÖISE GRATTON, 
CHRIS SMITH
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Ottawa in discussions on icebreakers with 
Chantier Davie
BY ALEX BINKLEY

Such is the political embarrassment caused by the sorry state
of the Canadian icebreaking fleet that Prime Minister Trudeau per-
sonally announced in mid-January the launch of negotiations with
Chantier Davie Canada Inc. for the lease of four icebreakers. The
move came a month after Michael Byers, a UBC Professor and
Arctic expert, issued an urgent call for Ottawa to change course on
its plan to build a heavy duty polar icebreaker when what is needed
are four or five medium-duty icebreakers. He said in his report Onto
the Rocks that Davie was the logical candidate for the contract
because it has already refitted Louis St. Laurent, Canada’s old ice-
breaker, and converted a container ship into a navy resupply vessel.
Davie had already offered to refit American polar icebreakers for
service in Canada. The federal-Davie negotiations were continuing
as Canadian Sailings was going to press and neither side would
comment on the details.

The federal-Davie negotiations drew criticism from Finnish
shipowner Artica, which responded to a federal call last fall for ice-
breaking services under the Ocean Protection Plan. Artica, which
has offered its icebreaking services to Canada in the past, has “ice-
breakers available for whenever they’re needed,” President Tero
Vauraste said in an interview. Artica submitted proposals for ice-
breaking in the St. Lawrence River and Great Lakes on as-needed
basis, he said. 

Since Artica’s complaint following the Davie announcement,
there have been some informal discussions between Canada and
the company. One question Vauraste has is what Canada will do
until the icebreakers Davie has offered are ready for service. The
Canada-Europe trade deal is supposed to assure that European com-
panies can bid on Canadian government contracts and vice versa. 

When asked about Trudeau’s announcement, Byers said he
had no inside knowledge of the negotiations and offered no reasons
not to proceed with them. His main argument is that with climate

change reducing the severity of ice conditions in the Arctic, a polar
icebreaker on the scale of the proposed John Diefenbaker is exces-
sive and overly expensive.

The federal government is so secretive about that project it’s
not known how much design work has been done on the ship. Its
original 2018 delivery date set by the Harper government has been
pushed back to 2023, but no one seems to consider that likely
either. Medium duty icebreakers could handle the North and pitch
in on the St. Lawrence River and Great Lakes if needed, Byers said.
In addition to Byers’ criticisms, the Canadian Coast Guard was
unable to come to the rescue of a St. Lawrence River ferry trapped
in ice in early January. There are also concerns that the ports of
Montreal and Quebec City could be unreachable for ships because
there is no icebreaker capable of keeping shipping routes to them
open.

As Byers and the Shipping Federation of Canada have repeat-
edly pointed out, Canada’s six main icebreakers are on average
already more than 35 years old, with no plan for replacing them.
Refits will add some years to their lives, but not solve the problem.

Davie initially proposed leasing icebreakers to the Coast Guard
in 2016 after acquiring the rights to four vessels that were previ-
ously destined for use in Alaska’s offshore oil and gas industry, until
a downturn in the market eliminated the need for them. The pro-
posal was a direct response to the fact the federal government
doesn’t have a plan for replacing its icebreaker fleet.

Byers’ report blasted the entire National Ship Procurement
Strategy to replace navy and Coast Guard vessels. It was started by
the Harper government and continued with few alterations by the
Trudeau government. Byers said Ottawa should contract to build a
second navy supply ship along the lines of Asterix, the Davie-sup-
plied resupply vessel that was delivered to the Royal Canadian Navy
in December of 2017.

Davie shipyard
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Port community loses two long-serving executives
BY ALEX BINKLEY

David Cree will step down as Presi-
dent and CEO of Windsor Port Authority
this year, the second veteran port boss to
retire in recent months. Last year it was
Don Krusel who retired as President and
CEO of Prince Rupert Port Authority. Krusel
is widely seen as the architect of Prince
Rupert’s rise to prominence from coastal
obscurity while Cree showed the way to
keep a small port nimble and vital to the
local community.

Robert Lewis-Manning, President of
the Chamber of Shipping, said both men
“were visionaries and they put their ports
on the map. They steered their ports
through boom and bust cycles and diversi-
fied their business.” Through the ups and
downs, Krusel and Cree went about their
job “without seeking the spotlight,” he said.
“They did it their way.”

Both men spent decades with their
ports beginning when they were still Har-
bour Commissions. Krusel joined Prince
Rupert in 1987 as its Chief Financial Officer,
and became President and CEO in 1992.

Cree, 67, and into his 33rd year with
the port, said retirement on April 30 was a
difficult decision to make. “I’ve been in this
job for a long time.” Cree and his staff of
four have been kept busy over the years
reminding Windsor and the southwestern
region of Ontario west of Chatham of the
economic importance of the port. It has
among the lowest fees of any Canadian
port. “The port has brought some industry
to town and created jobs. We have been
self-sufficient, able to grow the business and
make a profit which always gets re-invested

back into the community.”
Krusel came to Prince Rupert when it

was a small resource port and is stepping
down in the middle of a record-breaking
year of container and other traffic. “With
the completion of the recent expansion proj-
ect to make Fairview Container Terminal
the second largest in Canada, and the Port
well positioned for another decade of excep-
tional growth, it is an appropriate moment
to announce my retirement, and pass the
leadership to a new generation,” he said.

Lewis-Manning said Krusel developed

a long term vision for Prince Rupert, and
then worked governments, CN and the
community to make it happen. “He saw the
growth coming in Asia and tapped into it to
make it a gateway port.”

Wendy Zatylny, President of the Asso-
ciation of Canadian Port Authorities, said
the two men shared from their experiences
with the whole port community. “They
gave ACPA and anyone who asked the sup-
port and advice that was needed. Both were
very active and creative in ways that were
meaningful.”
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CN and CP announce Q4 and 2017 year-end results
Both of Canada’s major railways

announced results for the period ended
December 31 and, given the muted pre-
dictions that had been made of slow
growth, the results were positive. Both
carriers benefitted significantly from U.S.
tax reforms enacted in December of 2017
which reduced U.S. federal statutory cor-
porate income tax rate reductions from 35
per cent to 21 per cent, which resulted in
sizeable U.S. income tax recoveries during
the fourth quarter.

For the fourth quarter CN’s revenues
were up 2.1 per cent, and for the year rev-
enues were up by 8.3 per cent to a record
$13.04 billion. However, operating
income fell during the fourth quarter to

$1.3 billion from $1.4 billion, resulting in
an operating ratio of 60.4 per cent. For the
year, CN’s operating income rose to a
record $5.6 billion, resulting in an operat-
ing ratio of 57.4 per cent. Net income
before taxes for the year rose 3.3 per cent
to a record $5.1 billion. Cash flow from
operations increased by 6.0 per cent to
$5.5 billion. “Free” cash flow, the amount
remaining from operating cash flow after
subtracting net investments made during
the year and dividends paid to investors,
increased to $1.6 billion.

During the year, CN repurchased
20.9 million shares at a cash cost of $2.0
billion. Shareholders’ equity rose from
$14.84 billion as at the end of 2016 to

$16.66 billion as at the end of 2017. As at
the end of 2017, 55.7 per cent of CN’s
total assets were financed by short-term
and long-term debt, a sharp improvement
over the year-end 2016 ratio of 59.9 per
cent.

CP’s revenues rebounded 5.2 per
cent to $6.55 billion, from a depressed
level of $6.23 billion during 2016. How-
ever, at 57.4 per cent, operating expenses,
as a percentage of revenues, represented a
modern-day record for CP, demonstrating
that the management has gained a firm
control over expense levels. In fact, during
the fourth quarter, CP delivered its best
ever quarterly operating ratio of 56.1 per
cent. Net income before taxes during the

Results for the three months ended 
December 31 (in millions of C$)

CN CN CN CN CN
2017 2016 2015 2014 2013

Revenues $3,285 $3,217 $3,166 $ 3,207 $2,745 
Less: operating expenses $1,984 $1,822 $1,812 $ 1,947 $1,778 
Operating exp as % of revenues 60.40% 56.64% 57.23% 60.71% 64.77%
Operating income $1,301 $1,395 $1,354 $ 1,260 $ 967 
Other expenses and (income) $ 113 $32 $ 103 $81 $93 
Net income before income taxes $1,188 $1,363 $1,251 $ 1,179 $ 874 
Less: income taxes -$1,423 $ 345 $ 310 $ 335 $ 239 
Net income  $2,611 $1,018 $ 941 $ 844 $ 635 
Net income as % of revenues 79.48 31.64 29.72 26.32 23.13
Comprehensive income $2,349 $ 491 $1,157 $116 $ 1,865 
Cash flow from operations $1,349 $1,378 $1,293 $1,135 $1,098
Capital expenditures, net $892 $581 $642 $947 $788
Dividends paid $307 $287 $246 $202 $179
"Free cash flow" $150 $510 $405 -$14 $137

Results for the year ended December 31
(in millions of C$)

CN CN CN CN CN
2017 2016 2015 2014 2013

Revenues $ 13,041 $ 12,037 $ 12,611 $12,134 $ 10,575 
Less: operating expenses $7,483 $6,725 $7,345 $ 7,510 $6,702 
Operating exp as % of revenues 57.38% 55.87% 58.24% 61.89% 63.38%
Operating income $5,558 $5,312 $5,266 $ 4,624 $3,873 
Other expenses and (income) $ 469 $ 385 $ 392 $ 264 $ 284 
Net income before income taxes $5,089 $4,927 $4,874 $ 4,360 $3,589 
Less: income taxes -$395 $1,287 $1,336 $ 1,193 $ 977 
Net income  $5,484 $3,640 $3,538 $ 3,167 $2,612 
Net income as % of revenues 42.05 30.24 28.05 26.10 24.70
Comprehensive income $5,058 $3,049 $4,198 $ 2,590 $4,019 
Cash flow from operations $5,516 $5,202 $5,140 $4,381 $3,548
Capital expenditures, net $2,673 $2,610 $2,706 $2,124 $1,921
Dividends paid $1,239 $1,159 $996 $818 $724
"Free cash flow" $1,604 $1,433 $1,438 $1,439 $899
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year rose from $2.15 to $2.5 billion. Cash
flow from operations rose from $2.1 bil-
lion in 2016 to $2.18 billion in 2017.
“Free” cash flow declined from $768 bil-
lion in 2016 to $577 million in 2017. 

During the year, CP repurchased 1.9
million shares at a cash cost of just over
$381 million. CP’s balance sheet as of
December 31, 2017 shows that 68 per
cent of its total assets were been financed
by short and long term debt. By way of
comparison, as at the end of 2016 this
number stood at 75.9 per cent.

During the past six years, CN’s rev-
enues grew at a compound annual rate of
6.5 per cent, while those of CP grew at
4.0 per cent. However, whereas CN’s
operating income grew at a rate of 9.2 per
cent, CP’s accelerated at a rate of 19.3 per
cent. In addition, CP’s rate of cash flow
generation grew by a robust 27.5 per cent

annually during those years. The essential
difference between the two carriers was
that whereas CN had a lengthy record of
tight cost control, CP’s numbers did not
really start to improve until 2013. How-
ever, starting in 2013 CP slashed
operating expenses with a vengeance and
actually produced an operating ratio in
2017 that was identical to CN’s (57.4 per
cent). CP’s 2017 operating ratio was a
record in its history, and its ability to equal
CN in this important metric was also a
first in its history.

For CN, the bright spots in 2017
were metals and minerals (revenues up 25
per cent), coal (revenues up 23 per cent),
and intermodal (revenues up 12 percent).
Revenue tonne miles increased by 11 per
cent during the year, while freight rev-
enue per revenue tonne mile declined
slightly by 2 per cent in 2017. Total car-

loads increased by 10 per cent during the
year, but freight revenues per carload
during the year were down 2 per cent. For
2018, CN sees continued volume growth,
and mid-single digit growth in earnings.
Significantly, CN anticipates capital expen-
ditures of $3.2 billion in 2018 aimed at
increasing capacity, efficiency and safety.

During the year, CP recorded a 38
per cent gain in revenue tonne miles
related to transportation of metals, miner-
als and consumer products, but recorded a
21 per cent loss in automotive. Its biggest
categories, grain and coal remained essen-
tially flat. Energy, chemicals and plastics
showed a 12 per cent gain for the year.
Total carloads were up 4 per cent over the
year, with strong growth in metals, miner-
als and consumer products (31 per cent)
and potash (18 per cent). For 2018, CP
expects mid-single digit revenue growth.

CN CN CP CP CP CP CP CP CP
2012 2011 2017 2016 2015 2014 2013 2012 2011
$2,534 $2,377 $1,713 $1,637 $1,687 $ 1,760 $ 1,607 $1,502 $1,408 
$1,612 $1,538 $960 $920 $1,010 $ 1,052 $ 1,493 $1,442 $1,105 
63.61% 64.70% 56.04% 56.20% 59.87% 59.77% 92.91% 96.01% 78.48%
$ 922 $839 $753 $717 $677 $ 708 $114 $ 60 $ 303 
$91 $ 64 $132 $190 $221 $88 $ 76 $ 72 $71 
$ 831 $775 $621 $527 $456 $ 620 $ 38 -$ 12 $ 232 
$ 221 $183 -$363 $143 $137 $ 169 -$44 -$ 27 $11 
$ 610 $592 $984 $384 $319 $ 451 $ 82 $ 15 $ 221 
24.07 24.91 57.44 23.46 18.91 25.63 5.10 1.00 15.70
$ 156 -$600 $958 $18 $955 -$336 $1,112 -$143 -$522
$724 $591 $733 $768 $623 $657 $659 $469 -$161
$610 $613 $434 $251 $414 $487 $399 $329 $370
$161 $144 $81 $73 $54 $60 $61 $61 $51
-$31 -$162 $218 $444 $155 $110 $199 72 -646

CN CN CP CP CP CP CP CP CP
2012 2011 2017 2016 2015 2014 2013 2012 2011

  $9,920 $9,028 $6,554 $6,232 $6,712 $ 6,620 $ 6,133 $5,695 $5,177 
 $6,235 $5,732 $3,761 $3,654 $4,024 $ 4,281 $ 4,713 $4,746 $4,210 

62.85% 63.49% 57.38% 58.63% 59.95% 64.67% 76.85% 83.34% 81.32%
 $3,685 $3,296 $2,793 $2,578 $2,688 $ 2,339 $ 1,420 $949 $ 967 

  $27 -$ 60 $295 $426 $729 $ 301 $295 $313 $ 270 
 $3,658 $3,356 $2,498 $2,152 $1,959 $ 2,038 $ 1,125 $636 $ 697 

  $ 978 $899 $ 93 $553 $607 $ 562 $250 $152 $ 127 
 $2,680 $2,457 $2,405 $1,599 $1,352 $ 1,476 $875 $484 $ 570 

27.02 27.22 36.70 25.66 20.14 22.30 14.27 8.50 11.01
 $2,262 $1,327 $2,463 $1,277 $2,094 $760 $2,140 $452 -$80

$3,060 $2,976 $2,182 $2,089 $2,459 $2,123 $1,950 $1,328 $512
$1,420 $1,256 $1,295 $1,066 $1,127 $1,161 $1,163 $1,003 $1,033
$652 $585 $310 $255 $226 $244 $244 $223 $193
$988 $1,175 $577 $768 $1,106 $718 $543 $94 -$796
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Container lines celebrate $7 billion profits in 2017 and
eye an even happier new year
BY MIKE WACKETT

Container lines are estimated to have
made an aggregate profit of $7 billion last
year and, according to Drewry, should
achieve a similar result this year – or better.
In its latest Container Market Outlook &
Freight Rate Trend, Drewry says it expects
continued volume growth in every region
and has upped its forecast for 2018 from an
annualized growth of 3.6 per cent to 4.3
per cent. It noted this would represent a fur-
ther nine million  containers requiring
shipment, which has somewhat alleviated
concerns about industry overcapacity from
the introduction of a significant number of
ultra-large newbuild ships.

Philip Damas, Director of Drewry
Supply Chain Advisors, said “supply pres-
sures are not as hazardous as it would
appear”, given the ability of the liners to
“suppress the impact by deferring deliver-
ies” and off-hiring chartered tonnage when
needed. There would seem to be a ready
market for off-hired ships. One broker told
The Loadstar at the end of January that he
had charterers in some sectors “becoming
desperate” for tonnage. According to the
latest idle tonnage report from Alphaliner,
the number of containerships in lay-up has
fallen to a new low of 82, equating to
301,116 TEUs, or just 1.6 per cent of the
global fleet.  It  added that the active fleet
had now reached 20.98 million TEUs –
10.8 per cent higher than a year ago.

Assuming demand does not soften too
much after the forthcoming Chinese New
Year and that fuel costs do not spiral further,
carriers will be in a positive frame of mind

as they publish their 2017 results in the
coming weeks. And carriers can look  to
fixing most Asia to Europe contracts at a
level on par with or slightly better than last
year, which itself was a significant improve-
ment on 2016. There is still time to run
before the transpacific contract season, but
the initial indications on that route are pos-
itive also. 

Meanwhile, container spot rates, the
bellwether for contract rates, remained firm
as at the end of January on the back of con-
tinued high load factors.  The Shanghai
Containerized Freight Index (SCFI) saw its
Asia to North Europe component edge up

slightly to $912 per TEU, while spot rates to
Mediterranean ports ticked up by 3.2 per
cent to $797 per TEU. Most Asia-Europe
forwarders  The Loadstar has spoken to in
the past few weeks have been obliged to
agree to price increases from 1 February on
their so-called VIP short-term rates, which
generally offer guaranteed shipment. 

Elsewhere, the SCFI recorded rates
from Asia to the U.S. west coast ahead by
6.5 per cent on the week, to $1,552 per
40ft, and for the U.S. east coast, there was
an increase of 3 per cent to $2,843 per 40ft.

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

Transpacific volumes break records at west coast ports
as U.S. confidence soars
BY MIKE WACKETT

With the U.S. economy showing no signs of ending its bull run,
California’s San Pedro Bay ports, Los Angeles and Long Beach, han-
dled record numbers of containers last year. Container throughput at
Los Angeles hit an all-time high of 9.3 million TEUs, while neigh-
bouring Long Beach is set to announce a record of some 7 million
TEUs.

“U.S. consumers are confident and the economy has been
strong,” said Long Beach Harbor Commission president Lou Anne
Bynum. The optimistic outlook at the nation’s biggest ports was
reflected by Los Angeles Mayor Eric Garcetti, who said: “We are
powering Los Angeles’ economy to new heights every year because

we know that lasting prosperity means investing boldly in jobs
opportunity and growth.”

Not to be out done by its larger state rivals, the port of Oakland
last week reported 2017 as the busiest year in its history, handling
2.4 million TEUs, driven by a 4 per cent increase in imports and a
6.4 per cent year-on-year jump in December.

And container throughput at U.S. east coast ports is also boom-
ing, with the nation’s third biggest, New York/New Jersey, showing
around a 6 per cent growth in imports last year and the Gulf port of
Houston up 14 per cent on the year before.

Indeed, President Donald Trump’s first year in office has seen
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Tough times ahead for North American port terminals
as investors review their options
BY GAVIN VAN MARLE

Financial investors in North Ameri-
can ports and operating  terminals may
face difficult choices in the next few years,
as margins continue to be squeezed and
returns diminish, according to a new
report from AlixPartners. Prior to the

global recession, scores of institutional
investors were lured to the sector and its
seemingly risk-free  and  stable returns.
That in itself created something of an asset
bubble.

A series of deals saw private equity

the Dow Jones index soar above 20,000 for
the first time and, this month, smash
through the 25,000 landmark – some econ-
omists predicting the index is on course to
break 30,000 this year. 

Data published last week by Global
Port Tracker (GPT) said final U.S. import
numbers for 2017 were expected to be up
by 7 per cent on 2016 to reach around 20.1
million TEUs: a “strong year” for retailers.
However, GPT predicts that the growth rate
would “slow down some” during 2018.

It is difficult to see when this will
happen; one transpacific carrier source told
The Loadstar his Asia booking desks were
still reporting “strong numbers going for-
ward”, adding that this was “well beyond”
the Chinese new year holiday, which falls
on 16 February. In fact, transpacific carriers
are in bullish mood and, notwithstanding
the usual softening of demand around the
CNY, are actually looking for general rate
increases to coincide with the period. For
instance, Hapag-Lloyd is asking for a $700
per 40ft GRI from 15 February and other
carriers are said to be rolling out similar
price hikes.

After the disconnect of full ships but
declining spot rates for most of 2017,
transpacific container lines are keen to

boost market rates ahead of new annual
contract negotiations which begin in
March.

2017 finished on a high with a year-
end GRI spiking spot rates from Asia to the

U.S. by 29 per cent for west coast ports and
24 per cent for the east coast.

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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and fund managers acquire terminals for
increasingly high prices, culminating in a
Deutsche Bank-led fund buying New
York-based Maher Terminals for $2.7 bil-
lion in 2007, just as the sub-prime crisis
was beginning to spark a chain of events
that would wreak havoc on the global
economy and change liner shipping.

The AixPartners report says: “Today’s
North American container terminal busi-
ness is a far cry from what many investors
thought they were buying into just a few
years ago. Powerful trends – starting with
a global recession of historic proportions –
have upended the common assumption
that this is a steadily growing business
with consistently healthy returns. Traffic
gravitates to gateways, not to specific ter-
minals. So, the first challenges are to
understand the dynamics affecting a par-
ticular gateway, and to objectively
evaluate that port’s growth potential. Only
then can an investor rationally assess the
range of strategic options for increasing
the value of a given terminal within that
gateway.”
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McLean Kennedy Inc., a well established Marine Agency, has 
vacancies in its Montreal office for the position of Agency
Representative.

The ideal candidate will have experience and/or strong knowledge
in agency work for the position. The qualified candidate will earn
an attractive salary commensurate with experience, along with
company benefits. 

Part-time and full-time positions are available immediately. 

Applicants are requested to submit their CVs by email to: 
dkarageorge@mcleankennedy.ca referring to “Agent Position” 
in the “subject” line

AGENCY REPRESENTATIVE

Hapag-Lloyd, a leading global container shipping line headquartered in
downtown Montreal, is currently recruiting for the following positions:

Customer Service Bookings Coordinator (#CS0205): This role requires
excellent customer service skills, with the ability to multi-task and work
under tight deadlines.  The main responsibilities of this position include:

Responsible for the tracking of shipments and supporting the customers
from the time the cargo is booked until it is delivered • Identifying the
route that will move containers from the beginning to the ending location
• Working with the Equipment Department to determine equipment
availability • Ensuring that any and all documentation required for a
shipment is received in a timely manner • Working directly with the Sales
Department to ensure specific customers’ accounts are handled
appropriately • Coordinating with Terminal Operations Department to
ensure efficient and effective handling of shipments

Equipment Disposition Coordinator (#ED0205): This role requires an
individual who is comfortable working in a fast pace environment.  The
main responsibilities of this position include: 

Responsible for ensuring that appropriate containers and equipment
levels are maintained to meet customer needs in a timely manner while
controlling costs • Tracks and releases equipment daily for all
depots/terminals in the area to ensure accurate inventory records •
Tracks and traces overdue equipment to ensure faster turn-around and
decrease of turn- around times • Issues works orders to reposition
equipment by rail and/or by truck. • Controls costs for positioning
equipment and evaluates vendor performance • Handles inquiries relating
to equipment releases or inventory availability

Requirements:

• Experience in the transportation industry essential
• Well organized and detail oriented
• Ability to meet tight deadlines and multi-task time sensitive issues
• Strong interpersonal and communication skills
• Good knowledge of Microsoft Office software
• Bilingualism an asset 

We offer competitive compensation and an excellent benefits package
including a comprehensive flexible benefits program. We believe that
employees are our most valuable assets! If you are a proactive, results-
oriented individual one of these exciting opportunities may be for you!
Please forward your resume (quoting the appropriate reference number)
in confidence, to canada.resumes@hlag.com . We thank all candidates for
their interest; however, only those selected for an interview will be
contacted.

We are an equal opportunity employer.

It adds: “In the most extreme cases, the best option might
simply be to exit; but even in the best of cases, the paths to value
creation are limited and investors must choose carefully.”

Shipping lines are undergoing one of the most radical eras of
consolidation and, in combination with the deployment of ever-
larger vessels, the challenges are mounting for terminal operators.
The report adds: “Consolidation in the carrier market is reducing
the number of potential customers terminals can serve, which
makes each deal critical as the volume in play increases. At the
same time, through a variety of investment structures, many of
the leading carriers already have affiliations with terminals in lead-
ing ports, so the odds are tilting against independent terminals,
thereby driving them to compete on price.” This has been most
extreme in the region’s largest container gateways of Los Angeles-
Long Beach, New York-New Jersey and Seattle-Tacoma, where a
“patchwork of partnerships between carriers and terminals” con-
tinues – and which is expected to consolidate.

Ironically, this effect, in combination with the Panama Canal
expansion, means  operators in secondary ports are finding new
opportunities to develop services that draw in better-paying cargo,
says the report.

“Terminal operators with exposure to major hubs and gate-
ways are experiencing falling margins, and their peers with
operations in secondary and developing markets are seeing their
margins improve.

“We believe this trend will take root in the U.S. market as
competition in major gateways becomes fierce and as savvy oper-
ators in secondary ports seek opportunities to provide niche
services,” it adds.

Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)

APPOINTMENT
Michael Broad, President of
The Shipping Federation of
Canada is pleased to an-
nounce the appointment of
Ms. Karen Kancens to the
position of Vice-President,
effective January 1, 2018.
Karen has been an integral
part of the Federation staff
for a number of years, tak-
ing on increased responsi-
bilities and roles leading

up to this position. In her new role, she will be respon-
sible for developing Federation positions on all gov-
ernment legislation, regulations and transportation
policies related to the ocean shipping industry. She will
continue to act as Corporate Secretary, oversee exter-
nal communications and lead all issues related to trade,
customs and immigration.

CAREER CENTRE
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Container lines will feel the pinch as China restricts
import of waste for recycling
BY GAVIN VAN MARLE

Container shipping lines could lose
around 5 million TEUs of cargo annually
following the recent import ban on a wide
variety of waste materials for recycling,
according to new research from Drewry
Maritime Advisors. China brought in  new
rules on 1 January, applying from 1 March,
which will see a complete ban on the
import of unsorted waste paper, vanadium
slag and waste textiles, as well as  wide-
ranging restrictions on other recyclable
materials such as a steel, plastics,
wood, paper and cardboard.

In 2016, China  imported around 30
million tonnes of waste paper and 8 million
tonnes of waste plastics, and the ban has
already led to growing mountains of waste
products in the U.S., Japan and Europe as
dealers struggle to find alternative recycling
facilities.

One in-depth report claims the ban
could create crises around the world equiv-
alent to a major natural disaster.

The problem for ocean carriers is that
waste products constitute a large percent-
age of backhaul volumes from Europe and
North America to China – the U.S.
exported two-thirds of its waste paper to
China in 2016, some 13.2 million tonnes,
and about half of westbound transpacific
volumes are waste products for recycling.
Drewry said: “Unless there is a dramatic
about-turn, carriers can kiss goodbye to
those banned paper and plastics shipments.
Drewry estimates that worldwide unsorted
paper imports to China were in the region
of 500,000 TEUs in 2016, while the still-
legal other types of waste paper added
another 2 million TEUs.

“Adding in the other lower-volume

commodities affected by the new ruling,
Drewry estimates that there could be as
much as 4-5 million TEUs at risk, equating
to nearly 3 per cent of world loaded con-
tainer traffic.” However, while the loss in
terms of volumes is substantial for an indus-
try continually struggling to balance
demand for containerized transport with
supply of slots, the financial implications are
smaller  as waste products are routinely
shipped at some of the lowest freight rate
levels.

“For the carriers, this development
will not break the bank, as the ocean freight
earned for backhaul waste shipments is
extremely low,” added Drewry. “But they
do at least provide some contribution to the
costs of repositioning containers back to
Asia.”

There may be relief from the ongoing

restructuring of the Chinese economy,
which has seen demand for other, higher-
paying, imports increase. “Clearly, volumes
from the U.S. and Europe to Asia will fail to
reach the heights they could have without
China’s decision, but all is not lost for the
backhaul trades as other rising cargoes can
help fill the gap.

“Chinese imports of beef, for example,
have soared in recent years, reaching more
than 800,000 tonnes in 2016 – compared
with just 6,000 tonnes ten years earlier – as
rising incomes have boosted meat consump-
tion and Beijing recently removed
restrictions on the import of American pre-
mium grain-fed beef, which should provide
a boost,” it added.

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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Ecommerce and Amazon are changing the perishables
logistics market
BY ALEX LENNANE

“Perishables are changing. Every day, something new comes.
People want their products faster and cheaper,” according to Rodrigo
De Narvaez, Director, Business Development for 21 Air. He believes
ecommerce has changed the expectations of shoppers – whether
buying online or not – and therefore the requirements of retailers,
which has begun to impact perishables logistics.

Speaking at Air & Sea Cargo Americas in Miami, he explained

that he had seen avocados and even potatoes air freighted recently,
despite their weight. “Ecommerce has sped up transit times – people
want the product faster and fresher.” One of the ramifications is that
carriers must now learn about requirements for products that they
are not used to carrying.

“We have never carried potatoes before – we didn’t know the
product at all. The industry has to get together with producers and
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agents and learn about new products.”
Robert Fay, President of Florida Freezer, added that Amazon’s

entry into food had also altered the market. “There is a significant
paradigm shift in the way that consumers buy food. And Amazon
has significant resources to make inroads. But it will also rely on
supply chain providers for the things it can’t do – it can’t do it all.”

Mr. De Narvaez added that “logistics has to change. Margins
are getting so thin for the producer and grower”. He recommended
more direct transport with fewer stages – and handlers –  in
between. Instead of flying Europe’s perishable imports via the
Netherlands, which was said to handle 80 per cent, he had found
leisure flights between South American and the Caribbean to Europe
more efficient – and allowed for higher margins.  “Why send it to
Amsterdam and truck it to Rome, when you can go direct to Rome?
People are starting to understand that they can have fresh food any-
where.”

He also noted that very different buying habits in the U.S. and
Europe had an impact on perishables logistics. “The biggest differ-
ence between the U.S. and Europe is the size of the fridge.
Europeans have smaller fridges and tend to go to the market every
day or two. In the U.S., they buy huge quantities and only need to
go once a month.” He added that this also affected demand for
ripeness: in the U.S., buyers want their flowers closed; in Europe,
they prefer to buy them already opened, more often.

“If it’s in the fridge for a month, it’s no longer perishable. But
ecommerce has meant time is of the essence – if I can’t supply goods

as fast as Amazon, then I am not as good.”
He added that there were also fewer, but larger, U.S. importers,

which put additional pressure on margins and risk. “A British
importer will have many more events in a month – the U.S. takes
cargo less often. And there are fewer importers with bigger volumes.

“I would rather carry 100 tonnes for six or seven customers; I’d
rather have six people owe me money than one. More importers
with smaller bundles gives me more flexibility.”

Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)

Hapag-Lloyd eyes market share grab on Asia-South
America container trades
BY MIKE WACKETT

There are “opportunities” for Hapag-Lloyd to gain market share
in Latin America as a result of Maersk’s takeover of Hamburg Süd,
according to CEO Rolf Habben Jansen.

“It is always a little difficult to retain market share when you go
through a merger,”  he said following Hapag-Lloyd’s third-quarter
investor presentation. It was the voice of experience following the
acquisition of CP Ships in 2005, of CSAV in 2014 and the merger
with UASC completed in May this year.

Confirming that the Latin America tradelanes were now per-
forming “strongly”, Mr. Habben Jansen said the regulatory
concessions necessary for Maersk’s acquisition of Hamburg Süd –
including the sale of Brazilian domestic carrier Mercosul Line to rival
CMA CGM – “gives us some opportunities to grow a little bit faster”
in Latin America. 

Maersk’s acquisition of Hamburg Süd was given conditional
approval by the Chinese Ministry of Commerce on 7 November.
With two additional regulatory approvals obtained shortly thereafter,
the purchase was completed at the end of November.

Alphaliner noted that conditions demanded by China  meant
some quite tough restrictions on growth, including Maersk terminat-
ing Hamburg Süd’s participation in the Asia-east coast South
America Multicarrier 2 VSA with Hapag-Lloyd, COSCO, HMM,
NYK and Zim, which also includes slot swaps with CMA CGM,
Evergreen and Yang Ming. Maersk is also required not to extend
Hamburg Süd’s participation in the Asia-west coast South America
VSA with MSC, CMA CGM, COSCO, Hapag-Lloyd and HMM and
cannot enter into any VSA or alliance with CMA CGM, Hapag-
Lloyd, MSC and NYK within five years of the acquisition.

But perhaps the toughest of all is that Maersk must reduce its
reefer slot capacity share on the Asia-WCSA tradelane from the cur-
rent combined 45-50 per cent to 34-39 per cent within 90 days of
completion and maintain it at that level for three years. Alphaliner
said the restrictions “radically altered the service structures” on the
Asia-South America trades. It added: “Maersk’s rivals will likely seek
to expand their participation in the routes as, after a two year slump,
volumes and freight rates have recovered strongly.”

Together, Maersk and Hamburg Sud will make up 19.3 per cent
of the world fleet – with 105 Hamburg Süd vessels joining Maersk’s
668 – to provide container capacity of 4.15 million TEUs, not con-
sidering the impact of the above restrictions. Maersk said the
combined companies would be able to realize operational synergies
of $350 to $400 million from 2019.

Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)
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Hamburg Süd fleet could be cut as Maersk faces up to
takeover conditions
BY MIKE WACKETT

Following the completion of Maersk
Line’s $4.4 billion acquisition of Hamburg
Süd on 30 November, the Latin American
specialist could see its fleet reduced signifi-
cantly due to regulatory restrictions on the
deal. Alphaliner said “at least” 25 vessels
currently deployed by Hamburg Süd, with a
capacity of some 200,000 TEUs, “will be
affected by the impending service termina-
tions” demanded by jurisdictions that
granted approval to the takeover. According
to vesselsvalue.com Hamburg Süd operates
47 owned vessels for a total capacity of
322,802 TEUs, but including chartered in
tonnage the number is approximately 100
ships.

Maersk was required to obtain regula-
tory approval in 23 jurisdictions, with the
final green light being obtained from the
Korea Fair Trade Commission on 28
November – a year after the deal was origi-
nally announced. However, the conditions
imposed by the European Commission and
Chinese regulators have been viewed in the
industry as “particularly tough”.

In April, Maersk received clearance for
the takeover from the EC, conditional on
the termination of Hamburg Süd’s participa-
tion from five tradelanes servicing EU ports,
leading to the withdrawal of eight ships.
And the clearance last month by China’s
Ministry of Commerce was, arguably, even
harsher in its conditions: Maersk must ter-
minate Hamburg Süd’s participation on an
Asia to east coast South America vessel shar-
ing agreement  (VSA)  and must not extend
its involvement in an Asia west coast South
America VSA. Furthermore, Maersk had to
agree not to enter into any additional VSAs
or alliance arrangements on the Asia-South
America trades within five years following
the acquisition, and additionally had to

reduce its combined reefer slot capacity
share between Asia and Latin America from
the current 45-50 per cent to 34-39 per cent
within 90 days of closing the deal.

Maersk was also obliged to sell its
Brazilian cabotage subsidiary, Mercosul, to
rival CMA CGM in order to gain approval
from the Brazilian regulator, CADE.

Given these concessions, which will
see the service changes and terminations
happen over the next half-year, and not least
the uncertainty created during any acquisi-
tion, which is already seeing competitors
targeting both Maersk and Hamburg Süd
customers, the two lines have made a big
pitch in reiterating that the iconic German
brand will remain “commercially independ-
ent” for most functions. “Hamburg Süd to
remain Hamburg Süd,” says the German
line’s website, and executives have pledged

that the “familiar red vessels” will remain –
although fewer in number, it seems.

Meanwhile, Maersk says  it anticipates
cost synergies of $350-$400 million annu-
ally from the merged operations, which
compares with  Hapag-Lloyd’s $435 million
expectations after the merger with UASC
and CMA CGM’s $500 million target fol-
lowing the takeover of APL.

Interestingly, however, Alphaliner
noted that the takeover of Hamburg Süd,
which deployed around 75 per cent of its
capacity on Latin America trades, will see
that trade become the single biggest route by
capacity deployed, of the merged businesses,
taking over from Asia-Europe for the Danish
carrier.

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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COSCO takes biggest container line title from Maersk
after a bumper Q3
BY MIKE WACKETT

A 23 per cent increase in containers lifted allowed COSCO to
steal the top spot from Maersk Line in the third quarter. The Chinese
carrier loaded 5.49 million TEUs, compared with the Danish car-
rier’s 5.26 million. According to Alphaliner’s liftings league table, the
Chinese line loaded 23 per cent more containers in Q3 than in the
same period of 2016, whereas Maersk carried 2.4 per cent fewer, its

booking systems temporarily stymied by a cyberattack in the
summer that caused a 12-day IT shutdown.

Maersk Chief Executive Soren Skou revealed that the carrier’s
liftings in the first two weeks of July slumped as shippers booked
cargo with its competitors.

Nevertheless, even allowing for a loss of say 200,000 TEUs,
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Maersk would probably still have been top-
pled from its long-held position as the
biggest carrier by volume. And adding soon-
to-be-acquired OOCL, which carried 1.6
million TEUs  in Q3, suggests 2018 could
see the Chinese liner as a permanent fixture
at the top of the liftings league.

Even Maersk’s takeover of Hamburg
Sud will only add about 4 million TEUs a
year to the total, and that figure could even
be lower depending on the impact of the
regulatory restrictions in certain trading
regions.

Meanwhile, CMA CGM, which main-
tained its operating performance top
position in Q3 with an EBIT margin of 10
per cent, is also challenging the once-
untouchable Maersk Line on volume
growth. CMA CGM saw its liftings jump
11.6 per cent year-on-year in Q3 to 4.98
million TEUs, a new record for the French
carrier.  And its recent newbuild order of
nine 22,000 TEU+ ultra-large container
vessels confirms its aggressive growth strat-
egy under the new leadership of Rodolphe
Saade.

Hapag-Lloyd sits behind CMA CGM in
fourth position in Alphaliner’s liftings table,
with 2.81 million TEUs, but it is likely to
be relegated next year when Japanese con-
tainer lines “K” Line, MOL and NYK merge
their total of about 3.6 million TEUs into
the Ocean Network Express
(ONE) in April.

Apart from Hapag-Lloyd, which saw its
year-on-year liftings surge by 44.2 per cent,
due to the inclusion of the merged UASC
business, Hyundai Merchant Marine
(HMM) was the biggest gainer in Q3. The
restructured South Korean carrier recorded
a 41.1 per cent increase in its liftings com-
pared with 2016, to 1.05 million TEUs,
ranking it as the eighth biggest container
line in Alphaliner’s league table.

Nevertheless, all the carriers could be

relegated by one place if MSC, second only
to Maersk Line in terms of deployed capac-
ity,  was  to disclose its liftings. Privately
owned MSC has always declined to reveal
any operational or financial numbers. How-
ever, sources suggest that it could have
carried close to 6 million TEUs in Q3 as it
benefitted from its 2M alliance relationship
with Maersk.

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

Newly profitable Yang Ming said to be set to order
mega-containerships
BY MIKE WACKETT

Less than a week after Taiwanese con-
tainer line Yang Ming reported its first net
profit in 10 quarters, media reported that
the carrier is on the verge of ordering ultra-
large container vessels (ULCVs). The

unconfirmed reports follow industry
rumours last week that Hyundai Merchant
Marine (HMM) was about to join the ranks
of CMA CGM and MSC by ordering four-
teen 22,000 TEU vessels.

HMM has since denied the reports and
Yang Ming has yet to respond, but with
Asian yards desperate for new business, car-
riers may be tempted by heavy discounts. It
is highly unlikely that HMM would be in
the running to order new ULCVs, given
that it is only a slot charterer on 2M’s Asia-
Europe trade, where 18,000 TEU-plus ships
are the new normal. And Yang Ming,
notwithstanding its parlous financial health,
its partners in THE Alliance seem uncon-
vinced by ULCVs.

Indeed, Hapag-Lloyd inherited its six
18,000 TEU class and ten 15,000 TEU class
ULCVs from its takeover of UASC and has
since said that it has “no plans” to order any
new vessels. 

Jeremy Nixon, the Chief Executive of
the soon-to-be-merged Japanese container
carriers “K” Line, MOL and NYK, is also not
a fan of the behemoths. At the TPM Asia
conference in October, he said: “I am not
convinced by the big ships. I don’t believe
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that is the way forward.”
While CMA CGM, MSC, Maersk, Cosco, OOCL and, latterly,

Evergreen are clearly convinced of the economy of scale advantage
of ULCVs, consultant Drewry this week suggested that the overall
benefits could be limited. Last year, Drewry undertook a simulation
study on the operational and financial impact on stakeholders in the
supply chain, including terminal operators and ports, as ship sizes
increased above 18,000 TEU. It said: “The study found that scale
economies from megaships only work for the total supply chain if ter-
minals can increase productivity in line with increases in vessel
size.”

Its analysis found that the total system cost savings between an
8,000 TEU and a 16,000 TEU vessel “peak at only 5 per cent of total

network costs and economies of scale diminish as vessel sizes rise
beyond 18,000 TEU”. Nevertheless, Drewry’s model did back up
the liners’ strategy that the carriers can achieve theoretical cost sav-
ings of over 20 per cent between operating an 8,000 TEU vessel and
an 18,000 TEU ULCV. However, that benefit increases only margin-
ally once sizes rise to the 22,000 TEU mega-ships now deployed by
OOCL.

“Companies with the most logical reasons to order ULCVs
probably won’t, whereas companies that already have plenty are the
most interested in adding to their fleets. The supposed prestige of
being the biggest carrier appears to be outweighing economic sense
at the moment,” Drewry said.

Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)

Idle containership numbers fall again, but newbuilds
and M&A are a threat
BY MIKE WACKETT

The number of containerships in lay-up
has dipped below 100 in January, according
to Alphaliner, whose Its latest survey reveals
strong demand and tightening availability of
tonnage which is  putting the brakes on
vessel scrapping.

As at 8 January, there were 99 vessels,
equating to 377,784 TEUs, anchored in hot
or cold lay-up. This compares with 351
ships for 950,000 TEUs a year ago. At 1.8
per cent of the global cellular fleet, idled
container tonnage is at its lowest level since
mid-2015.

“The availability of tonnage is tighten-
ing for all sectors below 6,000 TEUs, and
this has been reflected in strengthening char-
ter rates,” said the consultant. In particular
it noted that there had been a “remarkable
change in fortunes” for the panamax sector,
with only thirteen 3,000-5,100 TEU ships
still seeking employment, against  the 99
unemployed units of 12 months ago.
Indeed, one broker source told The Load-
star today that finding a spot panamax vessel
in Europe was “becoming increasingly diffi-
cult”. He said: “Most of the available ships
are at anchor in Asia, and even some of
those would need at least a couple of weeks
to be reactivated.” He added that on the
plus side, charterers were extending avail-
able options which, he suggested,
would mean daily hire rates increasing.

Reports are also coming in of charterers
talking again of 12-month or even 24-month
hires, a sign that cargo owners believe they
need to lock into today’s rates rather than
stick to their previous strategy of fixing  for
three-month-plus options. In the past
month, the market rate for panamax ships
has jumped by $1,000 to some $9,000 per
day, and the broker said he expected a fur-
ther surge in the weeks before the Chinese
New Year holiday in mid-February.

Demand is also strong in the 5,000-
7,500 TEU sizes, but brokers are reporting
“mixed fortunes” for owners of 7,500 TEU
vessels and above. Alphaliner noted “health-
ier” charter rates for certain
higher-specification vessels, but suggested
the environment remained “fragile” for the
sector, due to the large number of newbuild
ultra-large container vessels (ULCV) slated
for delivery in the first six months of the
year.  Their arrival will cause significant cas-
cading, particularly of  the 8,000-10,000
TEU sizes, warned the consultant.

And with the supply/demand balance
for tonnage tilting back in their favour,
owners of older containerships are adopting
a ‘wait and see’ approach to recycling,
despite improving scrap rates. London ship-
broker Braemar ACM reported by
mid-January that so far this year there has
not been a single container vessel sold for
demolition, compared with 20 of 60,500
TEUs sold for scrap in the same period of
2017.

In terms of new tonnage there have

been 143 deliveries in 2017 to mid-Decem-
ber, equating to 1.1 million TEUs.  This
includes the 21,413 TEU OOCL Scandi-
navia – the fifth in a series of six ULCVs
ordered by the Hong Kong carrier.

There are 34 ships of 20,000 TEU and
above stemmed for delivery in 2018, which
will need to be deployed on  Asia-Europe
trades. Alphaliner said it was “unclear” how
the extra capacity could be absorbed, partic-
ularly if cargo demand should waver. It said
that, in this respect, “some pressure” was
developing in the larger sectors of the char-
ter market, and noted that the number of
idled ships of 7,500 TEU and above was on
the increase, in contrast to smaller contain-
ership sizes.

Meanwhile, in the first two weeks of
this year, 13 newbuild vessels, with a nomi-
nal intake of 118,500 TEUs, have been
delivered, most being phased into the Asia-
Europe tradelane.

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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Carriers start to defer ULCV deliveries in the face of
overcapacity and softer demand
BY MIKE WACKETT

Where contracts allow, ocean carriers
are starting to postpone deliveries of new
ultra-large container vessels (ULCVs) in the
face of the return of the twin challenges of cel-
lular overcapacity and softening demand.

Alphaliner claimed that Cosco has
deferred ten of the 28 ULCVs it was due to
receive this year, and Yang Ming has pushed
back delivery of three 14,000 TEU vessels
into next year. Despite these deferrals, Alpha-
liner calculated there would still be some 1.5
million TEUs of newbuild containerships
entering service this year of which 1.2 million
TEUs is slated for delivery before the end of
June. And it forecasts that January will be a
record month for deliveries, with no less than
seven 19,000-21,000 TEU vessels expected
to join the global fleet – equating to an extra
250,000 TEUs of capacity. They include the
21,413 TEU OOCL Indonesia, the  CMA
CGM Antoine de Saint Exupery (20,776
TEU),  MOL Treasure (20,182 TEU), Cosco
Taurus (20,119 TEU) and Marseille Maersk
and Manchester Maersk sister ships (20,568
TEU each).

other trades, resulting in a fresh surge of
vessel cascading.

And the other 790,000 TEUs of capacity
due to be delivered by the half-year point is
likely to “trigger a cascade of smaller – though
still fairly large – ships into secondary trades”,
said Alphaliner. It suggested freight markets
would be “severely tested” in March,
expected to be the first of this year’s slack sea-
sons, following the Chinese New Year and
before the summer rush. The delivery sched-
ule will also present renewed problems for
large shipowners, since in addition to voiding
sailings to match weaker demand, carriers
will also look to off-hire as much chartered-in
tonnage as possible.

Global cellular capacity is forecast to
grow by more than 5 per cent this year, based
on deliveries of 1.5 million TEUs of new
capacity and the expected further slowdown
in scrapping – which is now estimated at just
350,000 TEUs this year, compared
with  422,000 TEUs in 2017 and a record
665,000 TEUs in 2016.

Lars Jensen, Chief Executive and part-
ner at SeaIntelligence Consulting, agrees the
liner industry could see supply and demand
tipped further out of kilter by the armada of
ULCVs being delivered this year. With new
CTS data evidencing a declining growth trend
of 3.4 per cent in November, compared
with the 5.2 per cent global demand growth
seen in the first three quarters, Mr. Jensen
noted an abrupt slowdown in growth in the
Asia-Europe and transpacific trades.

“Looking at a capacity injection in 2018,
poised to be above 5 per cent, the industry
will be challenged if it cannot maintain the
demand growth rates from the first nine
months of 2017,” he said.

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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All these behemoths are stemmed to
join the Asia-Europe trade, and the challenge
for ship planners will be to phase them into
their nominated loops without causing a big
spike in capacity and a negative impact on
freight rates.  Once the existing tonnage in
these services has completed their voyages
this month, carriers will look to deploy it onto
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Latest newbuild ULCVs could be even bigger:
introducing the Megamax-24
BY MIKE WACKETT

Nine 22,000 TEU vessels on order for CMA CGM and eleven
22,000 TEU ships  for MSC could end up with capacity of 23,500
TEUswhen delivered in 2019 and 2020, ushering in a new era of the
megamax containership. According to Alphaliner, the order specifi-
cations from both carriers include options  to enlarge the ships by
extending their breadth to accommodate a 24th row of containers on
deck. It said that while their length would still be around the 400-
metre mark established with Maersk’s Triple-E class ships, the width
is likely to be widened to 61.4 metres.

Alphaliner  dubs these next-generation ships Megamax-24
(MGX-24) on account of the 24 container bays, 24 deck rows and
the 24-container stack height of 12 boxes in the holds and up to 12
on deck. However, Alphaliner added that the actual number of boxes
carried could be lower, due to cargo weight and port draughts. It
said:“All these nominal intake numbers assume ‘perfect’ conditions
when it comes to factors such as container mix and weight. As with
most containership types, the achievable maximum loads under real-
life conditions will be notably lower.”

Alphaliner has also forseen the Megamax-23 (MGX-23) ship as
one with 24 bays in length and 23 container rows in breadth. Typi-
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& SOUTH AMERICA
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CARGO
NAVIGATORS INC.
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cally, these vessels have a LOA of 400 metres and a beam of around
59 metres with a capacity of 18,000-21,000 TEUs.

Other  features of the MGX-24 and MGX-23 are similar
added  Alphaliner: a relocated wheelhouse; bulkier hull shape;
increased hull depth and draught; smaller engines; lower service
speeds; and raised container lashing bridges. Interestingly, CMA
CGM and MSC have reached a different conclusion on the propul-
sion of their newbuilds.

The former has opted for LNG-only, while MSC has decided
against gas power in favour of an exhaust scrubber solution to
comply with the 0.5 per cent sulphur cap regulations coming in
2020.

CMA CGM group Chief Executive Rodolphe Saade said
recently: “We have made the bold decision to equip our future
22,000 TEU vessels with a technology firmly focused on the protec-
tion of the environment. By choosing LNG, CMA CGM confirms its
ambition to be a leading force in the industry in environmental pro-
tection by being a pioneer in innovative and eco-responsible
technologies.”

UASC was the first carrier to order LNG-ready ULCVs back in
2014, when bunker prices were topping $600 per tonne, but with
the subsequent slump in oil prices the LNG option was removed
from newbuild specifications. However, with increasingly tough
emission restrictions on their way and the recent surge in oil prices,
shipowners are now reinvestigating propulsion options.

As well as the reduced bunkering locations for LNG-powered
vessels, the number of container slots that have to be sacrificed to
house the gas tanks is another factor that has until now deterred car-
riers from the “bold decision”. Indeed, according to Alphaliner’s
model, a typical MGX-24 containership would need to allocate
around half of one hold to house the LNG tanks – equivalent to
some 500 TEUs of paid cargo slots.

Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)

MSC and CMA CGM to ‘jumbo-ize’ 21 containerships
into ULCVs
BY MIKE WACKETT

The ‘jumbo-ization’ of containerships is back in fashion, with
MSC and CMA CGM reportedly planning to upgrade twenty-one
14,000 TEU vessels to ultra-large container vessels (ULCVs) of
17,000 TEU nominal capacity. According to Alphaliner, the conver-
sions will take place at Chinese shipyard Qingdao Beihai
Shipbuilding Heavy Industry (BSIC), which has already won firm
orders to upgrade nine MSC ships, with another two subject to
negotiation. BSIC has also reportedly signed with CMA CGM to
lengthen five of the French carrier’s 13,800 TEU vessels, with
another five subject to options.

Alphaliner’s model of the upgrades would involve the insertion
of 30-metre midsections, equivalent to two 40ft bays, which would
lengthen the vessels from around 365 metres to just under 400
metres. The consultant said this would add 20 per cent to the nom-

inal container intake of the ships, “at a relatively low cost and with
relatively short downtimes”.

Based on the design of the South Korean-built MSC ships,
Alphaliner calculates that a 14,000 TEU vessel would have its intake
boosted to 15,496 TEUby the lengthening operation, with a further



66 • Canadian Sailings • February 19, 2018

1,500 slots potentially generated from additional deck tiers. Indeed,
hatch cover specialist MacGregor, part of Cargotec, said  it had
received orders from MSC to “optimize the carrying capabilities of
31 vessels”. MacGregor said the orders had been booked in the third
and fourth quarters and that completion of the upgrades would be
towards the end of 2018.

Giuseppe Gargiulo, MSC’s head of department, New Building,
Dry Dock and Conversions, said MacGregor’s cargo system innova-
tions “greatly improve our ability to compete in the current business
environment”.

According to Alphaliner data, MSC operates 26 ships of the
14,000 TEU ‘standard’, of which 19 are owned or on bareboat char-
ter and seven are long-term chartered, making it the carrier with the
most vessels  of this size. In the current world fleet there are 116

14,000 TEU ships in operation, with a further 29 on order and
Alphaliner suggests that at least half of these could be “jumbo-iza-
tion” candidates in the next few years. If all of the planned 21
upgrades take place, the combined capacity increase for MSC and
CMA CGM would be potentially some 60,000 TEUs.

At the time of writing, neither carrier was able to confirm the
vessel upgrades. MSC’s 2M partner, Maersk Line, has so far pre-
ferred a different strategy for maximizing the capacity of its larger
vessels.  Last year,  the Danish carrier announced that it was to
upgrade eight of its E-class 15,500 TEU vessels to load a further
1,300 TEUs. This was achieved by raising the accommodation block
and wheelhouse and increasing the height of lashing bridges to take
an extra tier of boxes on the 10-year-old ships.

Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)

New CMA CGM flagship so efficient it can save $20,000
every sailing day
BY MIKE WACKETT

CMA CGM Antoine De Saint Exu-
pery,  delivered early late in January,
will  burn 25 per cent less fuel due to its
technologically advanced engine and opti-
mized water distribution propeller system,
it is claimed. The new 20,600 TEU flagship
of the French carrier  was  constructed by
Hanjin Heavy Industries and Construction
(HHIC) in the Philippines and is the largest
ship ever built in the country. (Interestingly,
HHIC’s headquarters are in Busan, South
Korea, where shipyards continue to suffer
from a fall in demand and tougher competi-
tion, particularly from China’s state-owned
yards.)

The Becker Twisted Fin duct system
improves the effectiveness of the propeller
at differing speeds and sea conditions, and
has also been fitted  or  retro-fitted to a
number of container vessels, including
Hamburg Süd’s newest Santa-class vessels.
Even with slow-steaming, a 20,000 TEU
vessel will consume some 250 tonnes of
heavy fuel oil (HFO) a day while at sea.
With the price of Brent crude hitting $70 a
barrel – its highest point since mid-2015 –
the cost of HFO bunkers has risen to around
$375 per tonne, compared with $300 a
year ago.

Thus, if the operation of the CMA
CGM Antoine De Saint Exupery meets
expectations, the  fuel bill, based on cur-
rent prices, will be around $70,000 a day,
compared with $94,000 a day for a similar
ship without the efficiencies. This
saving will make a significant difference to
the financial result of a voyage, and with
the vessel entering service on 6 February
on CMA CGM’s FAL 1 Asia-North Europe
loop, within the Ocean Alliance, the
vessel’s unit costs will be highly competi-
tive.

Many analysts now see rising fuel costs
as a greater threat to carrier profitability
than overcapacity. Hapag-Lloyd Chief Exec-
utive Rolf Habben Jansen called the hike in
bunker costs “the biggest risk factor” going
forward.

In theory, carriers have the mechanism
to pass on the rising cost of fuel to shippers
in the form of bunker adjustment factors
(BAFs), but in practice there is a delay of
around three months before carriers receive
compensation, by which time prices may
have climbed further. Moreover, many long-
term contracts with shippers are agreed
inclusive of BAFs.

It is not only the rise in the price of fuel
that is worrying carriers, but also the switch
to more expensive  low-sulphur fuel oil

(LSFO) in less than two years’ time. From 1
January 2020, ships will be required to
bunker with LSFO, or be fitted with exhaust
gas cleaning systems, known as
scrubbers.  The price of LSFO is currently
around 64 per cent higher than HFO, at
some $615 per tonne. If the new IMO reg-
ulations were implemented today, this
would destroy the balance sheets of even
the healthiest liners.

Meanwhile, despite  its fuel-efficient
new flagship, CMA CGM is hedging its bets
by specifying that ordered  23,500 TEU
‘megamax’ ships be  equipped to be pow-
ered by considerably cheaper, and cleaner,
LNG fuel.

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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Amazon set to take on its own last-mile deliveries as
supply chain costs rise
BY GAVIN VAN MARLE

Deep in the Q&A session that followed
the publication of its latest quarterly num-
bers came the clearest signal that Amazon
will be joining the last-mile delivery sector
as part of its wide-ranging push into operat-
ing as much of its supply chain as it can.
Chief Financial Officer Brian Olsavsky told
analysts: “We will continue to build our
logistics capability, and that will be all the
way to end delivery. We’ve been able to
increase service levels in many cases by
delivering ourselves. “And although we
have a strong partner network here, we will
always be able to leverage our strength and
our knowledge about where shipments are
going, both within our network and to final
customers that will create opportunities for
us there as we increase or better the cus-
tomer experience as well.”

The company reported fourth-quarter
revenues up  38 per cent to $60.5 billion
and an operating income growth of 69 per
cent to $2.1 billion.  Its full-year revenues
came in at $177.9 bilion, growth of 31 per
cent, while operating profit was down 2 per
cent. Its fourth-quarter transport and supply
chain costs increased by 31 per cent year on
year, which moved in tandem with the
growth seen in volumes moving through its
Amazon fulfilment operation, Mr. Olsavsky
confirmed.

“Yes, the shipping costs are going to be
very tied to AFN unit growth and also the
impact often greater Prime adoption and
faster shipping methods.

“It was a very strong operational quar-
ter in Q4, and we’ve expanded the number

of items that shipped free. There are now
over 100 million items in the U.S.. “Ship-
ping cost is always going to be a strong part
of our offering and it’s going to be increasing
due to our business model, and we, at the
same time, look then to minimize the cost
by getting more and more efficient in that
area,” he said.

Speaking at this week’s The Delivery
Conference in London, Sir Ian Cheshire,
Chairman of UK high street retailer Deben-
hams, explained what made the
e-commerce giant such a difficult customer
– as well as potential rival – for logistics
service providers to grapple with. “Amazon

is working on a different set of models. It’s
thinking differently – it’s not linear and pre-
dictable. Some things don’t work. But its
innovation is quite extraordinary. It is delib-
erately reinvesting cash flow in innovation –
6 per cent against about 1-2 per cent by
others.

“Amazon is not interested in quarterly
numbers – it’s playing under a completely
different set of rules. It’s working out where
the next chunk of value is coming from, and
that makes Amazon a powerhouse,” he
said.

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

Asian volumes still switching to Canadian ports from
U.S. hubs as fears grow over rates
BY MIKE WACKETT

Growth at U.S. west coast ports has been overshadowed by
increases for the Canadian hubs of Vancouver and Prince Rupert and,
to a lesser extent, by east coast ports. Drewry’s 10-month analysis of
the Asia-North American headhaul trade reports that between January
and October, U.S. west coast imports increased 1.4 per cent year-on-
year, while east coast ports recorded a 6.6 per cent volume rise.
However, the Canadian berths saw a massive 18 per cent hike in Asian
imports as the U.S. terminals faced an “uphill struggle” to “limit the
seepage”, said Drewry.

A report last year from the U.S. Federal Maritime Commission

(FMC) noted several reasons for the continued migration of U.S. traffic
to Canadian west coast ports, including the shortage of truck chassis
(exacerbated by the introduction of mega-containerships), a shorter
transit time from Asia and an efficient rail service to Chicago and the
U.S. Midwest hinterland. The transpacific headhaul 12-month rolling
average showed growth of 5.7 per cent as of October, and Drewry said
it now expected trade to surpass the annual rate achieved in 2016 of
4.6 per cent growth. 

Nevertheless, despite headhaul ship utilization levels remaining
at just over 90 per cent – a load factor usually sufficient to support
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profitable freight rates – spot rates on the
trade have not responded. Indeed, members
of the Transpacific Stabilization Agreement
(TSA) – which will only represent 65 per
cent of the trade after the resignation of
Maersk Line – have announced no less than
18 general rate increases (GRIs) this year so
far, all of which have failed to stick. The fail-
ure of the GRIs, of between
$400 and $1,000 per FEU, has seen USWC
spot rates tumble from a peak of over $2,200
per 40ft in January to some $1,100
recently. And for east coast ports, rates also
halved, to around $1,800. In fact, this dis-
connect between load factors and rates was
in evidence even in July and August when
transpacific eastbound ships were reported to
be “running full”.

Although the Shanghai Containerized
Freight Index (SCFI) recorded a 9.7 per cent
uplift for the U.S. west coast last week and a
9 per cent increase for east coast port rates,
analysts do not expect the trend  to last.
Drewry said its prognosis was despite the fact
that the number of blanked sailings on the
transpacific trade, the capacity on offer had
“continued to creep up”. According to its pre-
liminary analysis, capacity will have increased
by around 10 per cent in the final months of
this year and into January 2018, exerting

more downward pressure on freight rates.
Meanwhile, Alphaliner said last week

the transpacific carriers must introduce the
“capacity discipline” that had once been
imposed by the TSA, or risk rates falling to an
“unprecedented low”. Transpacific carriers
will be “pinning their hopes on a strong pre-

Chinese  New Year cargo rush”, suggested
Drewry, noting that the container lines need
to “revive flagging spot rates” before the
annual contracting season begins in March
and April.

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

Upturn in shipping fortunes a bonus for container
manufacturers
BY MIKE WACKETT

A resurgence in demand and  new environmental regulations
banning solvent-based paints have proved a double-whammy for
container  manufacturers. Singamas Holdings, the world’s second
largest container manufacturer, revealed that it expects a $100 mil-
lion turnaround in its financial fortunes as a result of a spike in
demand for new equipment. In a profit alert to the Hong Kong stock
exchange, the company said that, based on a provisional assessment,

it expected to report a profit of “not less than $40 million” for the
year. This compares with a loss of $59.4 million in 2016. Singamas
said: “The expected increase in profit is mainly attributable to grow-
ing container demand as a result of the improvement in the global
economy, the rise in international trade and the corresponding pick
up in shipping volumes.” It added that an improvement in trading
this year had been particularly notable in China itself. Singamas’s
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loss of $59.4 million last year and $2.7 million in 2015 came as the
market for new equipment stalled due to weak demand and the par-
lous financial position of container lines.

Indeed, container leasing companies and carriers postponed
deliveries of new equipment, which had a knock-on effect on the
average selling price, plunging it to below $1,500 for a standard 20ft
in 2016 from around $1,800 the year before.

In a half-year interim statement in August, Singamas identified
what it called “favourable developments” for the container manufac-
turing industry, which included new environmental regulations in
China from 1 April  requiring  all new equipment to be coated in
waterborne, rather that solvent-based, paint.

Around 95 per cent of containers are manufactured in China
and the regulations spurred shipping companies and container leas-
ing firms to place advance orders to avoid a shortage of equipment
when production lines were temporarily halted to convert machin-

ery to apply the new paint. Additionally, the big improvement in the
business of ocean carriers in 2017, which has seen the majority of
liner companies move back into the black, has allowed for invest-
ment in new equipment. Market prices for a standard 20ft container
are now in excess of $2,000, according to one contact The Loadstar
spoke to.

Elsewhere, Maersk Container Industry reported an $8 million
profit in the third quarter, after losing $7 million in the same period
of the year before, based on “higher market prices of dry contain-
ers”. And the world’s largest container leasing company, Triton, has
also reported much improved trading conditions. It said container
rental demand was being supported by “solid trade growth” and an
“increased share for leasing” as inventories of both new and used
containers remained “tight”.

Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)

Ocean Alliance faces major network shake-up as new
ULCVs arrive to ‘rock the boat’
BY GAVIN VAN MARLE

The Ocean Alliance is facing a pro-
found network shake-up as its members
(Cosco, CMA CGM, Evergreen and OOCL)
prepare to welcome a large tranche of ultra-
large containership (ULCV) capacity in
2018. While its rivals – the 2M and THE
alliances – have relatively modest and well-
established orderbooks for the largest class
of box ships, Ocean is set to see the make-
up of its respective fleets undergo radical
change, according to liner consultancy
SeaIntel. It said: “2M and THE Alliance
essentially have a very stable development.
This means that the phase-in of new deliv-
eries will primarily be used to augment
existing services, reducing unit costs on
these by having a few more ultra-large ves-
sels deployed. However, the Ocean Alliance
is set to grow its fleet of ultra-large vessels
by more than 60 per cent in 2018, and this
is heavily front-loaded towards the early
part of the year. This in turn means that
Ocean Alliance [members] – if they wish to
optimize their changing fleet portfolio –
need to rethink the fundamental structure
of their current network,” SeaIntel said.

Ocean’s provisional schedule for 2018
will see Ocean Alliance go from a current
total of 41 east-west services deploying 331
vessels amounting to 3.35 million TEUs, to
42 services with  340 vessels (3.6 million
TEUs). It will continue to be the largest
grouping serving transpacific trades, with
20 services between Asia and the west and
east coasts of North America – nine into
Southern Californian ports, four to the
Pacific north-west and seven to the east
coast. It will also operate  six Asia-North
Europe services, five Asia-Mediterranean
services – three of which will centre on
Cosco’s emerging hub of Piraeus – five

Asia-Middle East, two Asia-Red Sea and
four transatlantic services.

The transatlantic TAE2 is the new
string, which the partners said would offer
improved transit times on a port rotation of
Southampton (trial call 2 cycles)-Le Havre-
Antwerp-Rotterdam-Bremerhaven-Charlest
on-Savannah-Miami-New York-Southamp-
ton.

However, SeaIntel warned that with
the influx of new ULCVs – especially into
the fleets of CMA CGM and Cosco, which
will take over OOCL next year  – shippers
and forwarders should be ready for some
serious changes to these services. SeaIntel
CEO Alan Murphy added: “Shippers
should prepare themselves for a 2018
wherein the network structures of 2M and

THE Alliance are likely to undergo only
smaller modifications, but we will see
Ocean Alliance potentially change the net-
work more drastically, offering new
products and network structures, driven by
the rapid delivery of large vessels.”

According to its fleet data, 108 box
ships of over 14,000 TEUs will be deliv-
ered in 2018, “which is essentially a
doubling of the number currently in opera-
tion, leading to more than 200 ultra-large
vessels being deployed by the end of
2018”. And CMA CGM appeared to
acknowledge this challenge when it
advised that “evolutions” were expected
from April next year.

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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Three Japanese carriers coming together as ONE
BY MIKE WACKETT

MOL, “K” Line, and NYK are banking their future group prof-
itability on the success of the Ocean Network Express (ONE) – the
merger of the Japanese transport groups’ respective container busi-
nesses scheduled for  April. According to reports, the trio say they
expect to save ¥50 billion ($440 million) in costs in the first fiscal year
ending 31 March 2019, and thereafter ¥110 billion a year. The syn-
ergies will come from personnel consolidation, combining agencies
and subsidiaries and a lowest-common-denominator-reduction strat-
egy on port costs and service provider fees.

In their traditional New Year messages to staff, the Presidents of
“K” Line, MOL and NYK, Eizo Murakami,  Junichiro Ikeda and
Tadaaki Naito, spoke of the advantages of the integration and a “turn-
ing point” for their companies.

Mr. Murakami  said  the “spinning-off” of “K” Line’s container
business would “deliver the advantages of expansion of scale”. He
expected ONE would “achieve greater competitiveness by bringing
to bear the best practices of the three companies”.

Mr. Ikeda said the “new business venture” would be a “major
turning point for MOL and mark a new beginning”. He added that
the MOL group was “transforming itself into an enterprise capable of
generating steady profits”.

Mr. Naito advised his workforce that the container business inte-
gration, along with the acquisition of Yusen Logistics, were “major
decisions that will shape the future of the NYK group”. He said
ONE, in which NYK has a 38 per cent stake – compared with the 31
per cent each held by “K” Line and MOL – would “aim to commence
services from April” and that “the difficult work of bringing the com-
pany to life is continuing”.

The Loadstar understands that the selection process for key staff
has still to be finalized and that negotiations with most of the trio’s
service providers is yet to officially commence. One service provider
told The Loadstar recently he was “not optimistic” about being able
to hold onto the highest of the three rates he had agreed with the car-
riers. And feedback from shippers continues that they are being told
by sales reps from the Japanese carriers that expiring contracts will be
rolled over, with new deals stemmed to start from 1 April onwards.

The formal launch of ONE is scheduled for 1 April – although
The Loadstar sources have indicated that quite a few senior manage-
ment positions across its regions have yet to be filled.

Late in January, ONE published details of its services
outside  those offered on east-west routes via  membership of THE
Alliance. ONE said that from 1 April, more than 200 container ves-
sels would be deployed on  the  regional trades of intra-Asia, Latin
America, Oceania and Africam connecting more than 200 ports.

The Loadstar understands that the number of ships previously
deployed separately by “K” Line, MOL and NYK on these tradelanes
has been significantly reduced by the merger.

And the Japanese carriers are preparing to start taking bookings
under the ONE bill of lading for vessel departures in April. 

ONE explained that the transition of bookings from the current
‘legacy 3J lines’ to the new entity would not take place globally on a
single date, but rather on a voyage-by-voyage basis, “dependent upon
specific origin”. However, it added, after 19 April all bookings would
be via the ONE office network.

In a progress update, ONE said all management level appoint-
ments were complete and the “process of selection and transition of
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manpower is progressing well”. It added that it would be boosting its
“customer-facing resource” this month, “enabling us to increasingly
provide a definitive answer to customer questions concerning points
of contact”. Indeed, some forwarders The Loadstar has spoken to in
January have remarked on a need for clarity on their commercial con-
tact points. There are also many operational procedures that the three
lines must determine, fine-tune and migrate to ONE, including port
agency systems and, not least, VGM submissions. One operational
contact told The Loadstar in Felixstowe that a consequence of the
merger was that the new organization itself must decide on “who to
hire and who to fire”, whereas the Japanese lines  individually
were represented by three port agency firms.

Although the staff at “K” Line, MOL and NYK know each other
well, they are hugely proud of their own organizations and it will be
a challenging few months for the ONE management to blend the
selected staff into the new set-up. A merger or takeover of shipping
lines is a massive administrational task, but merging three container
lines into one is unchartered water for the industry. Container lines
know what their competitors are carrying and who their customers
are, and rivals of the Japanese lines will be circling to take advantage
of any weakness in the transition to ONE.

Meanwhile, “K” Line has received the 13,900 TEU Milano
Bridge, the first of five sister ships to be delivered this year from
Japan’s Imabari Shipbuilding. “K” Line, along with MOL and NYK,
will be taking delivery of vessels ordered prior to the decision to con-
solidate their traffic into ONE. MOL has one 20,182 TEU ULCV to
be delivered this year, while NYK is to receive a further seven 14,000
TEU vessels – all will be added to the combined ONE fleet.

“K” Line said Milano Bridge will be deployed on the Asia-
Mediterranean MED2 service within THE Alliance network.
According to Alphaliner data, “K” Line owns a fleet of 12 ships with

a total capacity of 80,150 TEUs, but charters  another 47 vessels,
275,074 TEUs, representing some 77 per cent of its total capacity.

MOL charters 57.7 per cent of its fleet in terms of capacity: 52
vessels for 328,971 TEUs to supplement its own 27-strong fleet of
240,846 TEUs of capacity. NYK, on the other hand, owns 40 contain-
erships, equating to 238,574 TEUs, and charters a further 55 for a
capacity of 319,207 TEUs, or 57.2 per cent of its operating fleet.

Based on this, the ONE merger will create the world’s sixth
largest container line, at circa 1.5 million TEUs, just behind the 1.55
million TEUs of Hapag-Lloyd and ahead of Evergreen’s approximate
1.1 million TEUs.  After the newbuild deliveries, ONE will
surpass  Hapag-Lloyd as the German carrier says it has no plans to
order more ships.

However, with a target of achieving synergy cost savings of $440
million in the first year, extending to annualized savings of $1.1 bil-
lion by year three, the new ONE management may need to look at
rationalizing the fleet at an early stage.

Given the percentage of chartered tonnage currently deployed,
many of which will be on relatively short-term hire, ONE will have
plenty of opportunity to cut out surplus tonnage.

Apart from their alliance membership, the Japanese carriers
have hitherto operated competing services around the
world. With other carriers circling their customers, they will need to
very quickly organize their commercial activities under the ONE
brand in order not to suffer any undue customer seepage in the
merger. The history of M&A activity in liner shipping has been fraught
with difficulties in retaining shipper support – in the aftermath of the
takeover of P&O Nedlloyd by Maersk in 2005, the Danish carrier was
estimated to have lost 50 per cent of the acquired business.

Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)

U.S. imports hit new records in 2017, but ocean carrier
lack of discipline depresses rates
BY MIKE WACKETT

Despite U.S. import volumes breaking
new records last year, container spot rates
were down by 30 per cent. According to
the latest monthly Global Port Tracker
(GPT) report, U.S. imports are expected to
show a 7 per cent jump in 2017 over  the
previous year, to reach 20.1 million TEUs,
on the back of a “strong year” for retailers.

The report, published by the National
Retail Federation (NRF) and Hackett Associ-
ates, said the major U.S. ports handled 1.74
million TEUs in November, up 5.8 per cent
on the same month a year ago, and Decem-
ber is estimated to be ahead by 2.6 per cent
at 1.6 million TEUs, concluding a “strong
holiday season”.

“Retail had a strong year, fuelled by
growing wages, higher employment and a
boost in consumer confidence,” said NRF
Vice-President for supply chain and customs
policy, Jonathan Gold. August was the star
performer, setting an all-time U.S. monthly
import throughput record of 1.8 million
TEUs at the twelve ports covered by the
data. Moreover, 2017 was notable for

including five months, of only seven on
record, when imports reached 1.7 million
or higher.

Describing the numbers as “no minor

achievement at a time when many are
trying to talk down the economy”, Ben
Hackett, founder of Hackett Associates,
said: “On a percentage basis, 2017 was one
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of the strongest increases we’ve seen since the end of the great
recession.” According to GPT historical data, in 2009 U.S. imports
plunged to 12.6 million TEUs, from 15.2 million the previous year,
before recovering to 15.3 million TEUs in 2010. Mr. Hackett said he
expected the growth rate would “slow down some”, but added that,
based on ongoing high consumer confidence, its forecasting models
“show continued growth in the coming year”.

January imports are forecast at 1.68 million TEUs – up 0.2 per
cent on 2017 – whereas February is predicted to be up 12.6 per
cent, at 1.62 million TEUs and March is estimated to be 2.3 per cent
lower than the previous year at 1.5 million TEUs. The numbers for
February and March would be distorted due to the differing timings
of Chinese New Year.

Looking further ahead, the authors said they expect  April
imports to be up 3.3 per cent on the previous year, at 1.66 million

TEUs, with a forecast for May of 1.73 million TEUs, an increase of
0.4 per cent. 

Meanwhile, the June 2016 expansion of the Panama Canal,
enabling ships of up to 14,000 TEU to transit the waterway, has
boosted Asian imports for the U.S. east coast and Gulf ports. For
example, the Port Authority at Houston said its 2017 import num-
bers were expected to be up 14 per cent on the previous year at 2.4
million TEUs.

Nevertheless, despite the healthy demand growth in U.S.
imports, ocean carriers failed to convert this into revenue due to a
lack of rate discipline.  Indeed, spot container rates from Asia tum-
bled for both U.S. west coast and east ports during the year, losing
around a third of their value. And but for a strong surge in the last
week of 2017, the year-on-year decline would have been worse.

Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)

Maersk and IBM launch blockchain joint-venture to
‘reshape global supply chains’
BY GAVIN VAN MARLE

Maersk and IBM are taking their
blockchain collaboration a step further,
having announced that they intend to form a
joint-venture company based in New York to
“commercialize” the technology. The com-
pany, yet to be named and still requiring
regulatory clearance, will focus on Maersk’s
quest to digitalize container shipping.

The first step will be to create an “infor-
mation pipeline” to provide end-to-end
supply chain visibility, giving all participants
the ability to “securely and seamlessly
exchange information about shipment events
in real time”.

It will also promote the potential for
blockchain to move the industry towards true
paperless trade by digitizing and automating
paperwork filings by “enabling end-users to
securely submit, validate and approve docu-
ments across organizational boundaries,
ultimately helping to reduce the time and
cost for clearance and cargo movement”.

Vincent Clerc, Maersk COO and Chair-
man of the  JV, said:  “The potential from
offering a neutral, open digital platform for
safe and easy ways of exchanging information
is huge, and all players across the supply
chain stand to benefit. By joining our knowl-
edge of trade with IBM’s capabilities in
blockchain and enterprise technology, we are
confident this new company can make a real
difference in shaping the future of global
trade.”

Both IBM and Maersk appear to have
been working behind the scenes to persuade
customers of the benefits of the new venture
and said shippers General Motors and Procter
& Gamble had already signed up to use it, as
well as Agility Logistics.

Maersk and IBM began their joint
blockchain project in mid-2016 and
have since linked up with a range of supply

chain collaborators, including DuPont, Dow
Chemical, Tetra Pak, Port Houston, Rotter-
dam Port Community System Portbase,
Customs Administration of the Netherlands
and US Customs and Border Protection to
trial the platform.

Singapore Customs and Peruvian Cus-
toms will explore how it can help facilitate
trade flows and enhance supply chain secu-
rity, while terminal operators APM Terminals
and PSA will use it to “enrich port collabora-
tion and improve terminal planning”. In
addition, Guangdong Inspection and Quaran-
tine Bureau will connect to its Global Quality
Traceability System for import and export
goods.

Former President of Maersk Line in
North America, Michael J. White, has been
named Chief Executive of the new company.
He said: “Today, a vast amount of resources
are wasted due to inefficient and error-prone

manual processes. The pilots confirmed our
expectations that, across the industry, there is
considerable demand for efficiency gains and
opportunities coming from streamlining and
standardizing information flows using digital
solutions.”

Bridget van Kralingen, Senior Vice-Pres-
ident, IBM Global Industries, Solutions and
Blockchain, added: “The major advances
IBM has made in blockchain have shown that
the technology can foster new business
models and play an important role in how the
world works by building smarter businesses.
“Our joint-venture with Maersk means we
can now speed adoption of this exciting tech-
nology with the millions of organizations
which play vital roles in one of the most com-
plex and important networks in the world,
the global supply chain.”

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

VINCENT CLERCBRIDGET VAN KRALINGEN
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Tesla unveils its first all-electric truck – a 500-mile
range and 0-60 in five seconds – Canadian companies
among first global customers 
BY ALEXANDER WHITEMAN

With the familiar pomp of modern tech companies, Tesla
unveiled the Semi, its first fully electric truck. Seemingly reliant on
Tesla’s “Mega Charge network”, the Semi’s  success will be deter-
mined by the extent to which its electric recharging network can be
rolled out. Leading the launch at Tesla’s  California design studios
was founder and Chief Executive Elon Musk, who described  the
Semi as “not like any truck ever driven”. 

Offering 500 miles on a single charge, Tesla claims nearly 80
per cent of U.S. freight journeys, which are typically fewer than 250
miles, can be accommodated at full weight.

Mr. Musk’s primary focus though was speed, he said. The Semi
can accelerate from 0-60mph in five seconds, 15 seconds quicker
than a diesel, and climb 5 per cent grades 20mph faster than con-
ventional trucks. He said this had a notable impact on costs, with the
improved climbing speed resulting in a 50 per cent increase in what
a truck could earn per mile.

On purchase prices,  he remained slightly more elusive, dis-
cussing instead savings that could be achieved from a lease. “Diesel
trucking costs $1.51 per mile, but from day one, Tesla’s truck,
including leasing, maintenance, insurance and fuel, will cost $1.26
per mile, in a worst-case scenario,” said Mr. Musk. “And with
convoy technology [platooning], which is available now, the price of
convoying three vehicles drops to $0.85 per mile – not only beating
diesel but beating rail.”

Tesla declined to respond to  The Loadstar’s questions on
cost and claims by the BBC that the truck’s battery pack alone would
cost $200,000, compared with  the $120,000 average price of a
diesel truck. However, on reliability, Mr. Musk made two guaran-
tees: the Semi, which has four motors and could lose two without
failing, would not break down for one million miles; and a guaran-
teed price-cap of $0.07 per KW/h of energy from Tesla’s

solar-powered Mega Charge network, almost halving average elec-
tricity costs.

“Tesla Mega Chargers will be available anywhere in the world,
and this is how we will be able to guarantee solar-powered electricity
prices,” said Mr. Musk. “With one of our trucks, you will be able to
drive anywhere in the world that is on our Mega Charge network.”
However, “our Mega Charge network” doesn’t really exist cur-
rently. With the first commercially available Semi expected to roll off
the production line in 2019, this may have hauliers worried about
how far their trucks could travel.

But Mr. Musk said the Superchargers used by Tesla car owners
had originated with just a couple in California and were now avail-
able “all over the world”. However, Tesla’s website notes 7,046
Superchargers, across 1,046 Supercharger stations globally, with
Europe having the greatest density.

The initial reaction from the haulage industry in Europe is pos-
itive. Dan Cook, Operations Director at Europa Worldwide Group,
told The Loadstar: “This is the first I have heard of a Tesla truck, and
my first reaction is very positive. “Obviously it is a few years away
for the U.S., which I imagine means it will be a few more years on
top of that until it reaches the UK, but it sounds like something
which will revolutionize our marketplace. “The cost savings on fuel
sound extremely impressive. We run 100 trucks in Europe which do
around 15,000km a month, so when you do the maths on what a
Tesla truck would save, it sounds like these vehicles will be an
extremely attractive development for the industry.  Of course, this
will need blending with the cost of the vehicle. “Removing the loss
in speed on inclines should also improve congestion for other road
users and boost safety.”

Christopher Snelling, the Freight Transport Association’s Head
of National and Regional Policy, said: “This marks an exciting step
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forward in freight transport technology, as electrification will
undoubtedly play a significant role in the future of logistics. “At the
moment, even an electric van costs six times as much as a conven-
tional one, and batteries remain extremely heavy, which means
electric vehicles still have a long way to go before they are a viable
option for the majority of freight operators. “It’s unlikely this new
truck will address all the current operational and cost limitations.
However, Tesla has been at the forefront of technological develop-
ment both in transport and battery design, which means it is bound
to feature some of the innovations which we will see in commercial
vehicles of the future,” he added.

Retail giant Walmart has also made tentative steps towards elec-
tric trucking with a $5,000 per vehicle deposit for 15 of Tesla’s new
Semi trucks. Walmart is not alone, or was the first to take a punt on
the vehicle: Michigan-based grocery chain Meijer placed an order for
four trucks almost immediately after the launch, Canadian grocery
company Loblaw put down $75,000 for 25 and JB Hunt said it had
made a reservation for “multiple” vehicles. The U.S. operator

became the first haulier to publicly back the Semi, and CEO John
Roberts said the vehicles would help its west coast intermodal and
contract services divisions. He added: “Reserving Tesla trucks marks
an important step in our efforts to implement industry-changing
technology.  We believe electric trucks will be most beneficial on
local and dray routes, and we look forward to utilising this new, sus-
tainable technology.”

A Walmart spokesperson told the UK Financial Times that five
of the 15 vehicles it ordered would be used in U.S. operations, with
the remaining ten destined for its Canadian business. “We have a
long history of testing new technology – including alternative-fuel
trucks – and we are excited to be among the first to pilot this new
heavy-duty electric vehicle,” said the spokesperson. “We believe we
can learn how this technology performs within our supply chain, as
well as how it could help us meet some of our long-term sustainabil-
ity goals, such as lowering emissions.”

Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)

‘Prepare your vessels for new lower emissions rules or
face the consequences’
BY MIKE WACKETT

Ships that do not comply with the forth-
coming 0.5 per cent sulphur cap on fuel oil
could be considered “unseaworthy”,  invali-
dating charter parties and liability insurance
cover.

That was the clear message from  the
International Maritime Organization (IMO)
at the annual meeting of the European Refin-
ing Technology Conference (ERTC) in Athens
in early December. Edmund Hughes, techni-
cal officer, marine environment division, at
the IMO, said the global reduction from the
current 3.5 per cent sulphur limit would
“enter into force on 1 January 2020 without
any delay”.

On recent concerns over the continued
availability of heavy fuel oil (HFO) for
shipowners that opt for the installation of
exhaust gas cleaning systems, known as
“scrubbers”, Dr. Hughes said the bunker
industry would “have a part to play in ensur-
ing high-sulphur fuel oil continues to be
supplied”. The installation of a scrubber
system enables exhaust streams to be mixed
with either seawater or fresh water. A treat-
ment plant then removes the pollutants from
the wash water with a sludge handling facil-
ity, which is then used as a store for eventual
disposal of the residue ashore.

The installation cost of  a scrubber
system for a large containership is estimated
to be $10 million. However  this could be
recovered relatively quickly, due to the price
differential between HFO and low-sulphur
fuel oil: currently around $360 and $540 per
tonne respectively.

On a slow-steaming 10,000 TEU ship,
burning 150 tonnes of fuel oil a day, the daily
saving would be some $27,000 on current

prices, repaying the outlay for the scrubber
within a year or so.

But not everybody is a fan of the system.
Hapag-Lloyd’s Chief Executive Rolf Habben
Jansen described scrubber  systems as “very
inefficient”. He said  Hapag-Lloyd “would
not” be installing them  on its ships
which  would  from January 2020 would
either burn LSFO or LNG. Mr. Habben Jansen
reminded analysts that Hapag-Lloyd had
inherited 17 ULCVs from the merger with
UASC that were built to be “LNG-ready”.
However, they would need to have part of a
hold converted to house the gas tanks which
could sacrifice around 500 TEUs of cargo

capacity. He said that a final decision on the
fuel strategy would be made “within six to
nine months”.

Indeed, the timing is critical, given that
Hapag-Lloyd currently charters-in 99 vessels
of its total fleet of 214, meaning that the car-
rier would need to discuss its “no scrubber”
requirement with shipowners that may want
to install the technology. Meanwhile, with
the tougher sulphur regulations in place, the
cost of the more expensive fuel will ultimately
need to be passed on, so shippers must be pre-
pared for higher sea freight costs.

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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Q3 surge in volumes sees Hapag-Lloyd sail back into
calmer financial waters
By Mike Wackett

Hapag-Lloyd moved into the black in the third quarter with a
net profit of $56 million, but sees a big risk to profitability in the final
quarter from a spike in bunker prices. Transported volumes in the
third quarter, compared with the same period of 2016, soared by 44
per cent to 2.8 million TEUs – a result of the integration of UASC –
mainly gained on Asia and Middle East trades.

During an earnings call, Chief Executive Rolf Habben Jansen
said that, on a like-for-like basis excluding UASC, liftings were ahead
around 7 per cent in the quarter. Revenue was up 52 per cent to
$3.3 billion, but there was no detail on what percentage of this
increase was attributable to the UASC business.

However, Hapag-Lloyd’s average freight rate remained stub-
bornly depressed, at $1,065 per TEU, representing just a 4 per cent
improvement on the previous year, which was explained by the car-
rier as the result of UASC’s  lower rates. By comparison, in Q3
Maersk Line reported a 14 per cent year-on-year uplift in its average
rate, and OOCL 20 per cent.

As justification for maintaining UASC’s lower rate levels, Mr.
Habben Jansen explained that “it was the priority to hang onto
volume in any merger”.

As a consequence of the positive third-quarter result, Hapag-
Lloyd returned to the black for the nine-month period, recording a
cumulative net profit of $8 million. “The biggest risk factor in the
fourth quarter is the bunker price,” said Mr. Habben Jansen. He
explained that although fuel price increases could be passed on to
customers, there was always a delay factor in obtaining compensa-
tion. Indeed, Hapag-Lloyd paid 29 per cent more for its fuel this
year than in the third quarter last year, $308 per tonne, and over the
nine-month period the increase was even higher, at 47 per cent.

Since the completion in May of the takeover of UASC, integra-
tion  remains ahead of schedule, with the final commercial steps
taking place before the year end. Around 70 – unspecified Hapag-
Lloyd or UASC – offices around the world have closed as a
consequence of the merger and a restructuring cost of $82 million
has been included in the nine-month accounts. Mr. Habben Jansen

said the expected cost savings of $435 million a year would come
through in 2019, but hoped  “80-90 per cent” of that would be
achieved next year.

He said he was “cautiously optimistic that spot rates would
recover in the lead-up to the Chinese New Year”, having seen “some
softening” at the end of the third quarter.

And on the renewal of Asia-Europe contract rates, Mr. Habben
Jansen confirmed that the first tenders were out and, although it
remained “early days”, he said the first signs were “encouraging”
and was confident deals would be closed at a higher level than last
year.

Mr. Habben Jansen said he remained relatively unconcerned
about the supply-demand implications of the new mega-ship orders
by CMA CGM and MSC, given that most of them would not hit the
water until 2020. But he was encouraged by the “responsible atti-
tude” of Maersk and the Japanese carriers towards newbuild orders
and reiterated that Hapag-Lloyd “does not plan further investments
in new vessels”.

Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)

Zim reports $200 million turnaround as Q3 results give
the line ‘cause for optimism’; trials blockchain
initiative for shipment bound for Canada
BY GAVIN VAN MARLE

Israeli shipping line Zim reported a
massive turnaround in its nine-month for-
tunes:  an adjusted net profit of $51.3
million comparing  with  a loss of $151.3
million in the same period last year. And
most of that gain came in the third quarter,
the line revealed, reporting an adjusted net
profit for the period of $36.2 million, com-
pared with  adjusted net losses of $40.4

million in Q3 16.
Third-quarter volumes grew 10.6 per

cent year-on-year, to reach 688,000 TEUs,
and total revenue was  $816.7 million, a
26.8 per cent increase on the $643.9 mil-
lion it earned last year. As well as higher
volumes, this was due to dramatic improve-
ment in freight rates, from which almost
every carrier has benefited – Zim’s average

freight rate in the third quarter was $1,058
per TEU, a 19.2 per cent increase over the
$887 per TEU it earned in the correspon-
ding period in 2016. “Zim’s encouraging
third-quarter results are a cause for opti-
mism, and we hope they reflect a
momentum that we can keep up in the
coming quarters,” said President and Chief
Executive Eli Glickman. “However, we still
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face many challenges, including the uncertainty of market condi-
tions, including freight rates & bunker prices.” But he added: “I
believe we are on the right track, as we continue to outperform the
industry thanks to our unrelenting focus on profitability, efficiency
and a customer-orientated approach. “We are currently in the
process of finalizing our 2018 budget, designed at increasing the
pace of our strategy implementation and embracing fresh technolog-
ical initiatives, as part of our vision to offer our customers new and
best-in-market services.”

Last week, the line completed a trial project: a bills of lading
blockchain initiative that saw forwarder Sparx Logistics issue, trans-
fer and receive all documentation on a shipment of containers from
China to Canada via an electronic ledger developed by Wave Ltd.
The blockchain-based system uses distributed ledger technology to

ensure that all parties can issue, transfer, endorse and manage ship-
ping and trade-related documents through a secure decentralised
network. Zim says the application is free for shippers, importers and
traders and requires no IT or operational changes.

Chief Information Officer Eyal Ben-Amram said: “Promoting
innovation and technology in our industry is an integral part of Zim’s
vision. While we are still in the process of evaluating the technology,
we are confident that this type of forward-looking ideas will advance
our industry as a whole towards a more efficient and modern
phase.” Wave Chief Executive Gadi Ruschin added: “Moving to a
digital bill of lading would be hugely beneficial in supporting the
supply chain in general, through reduced costs, error-free documen-
tation and fast transfer of original documents.”

Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)

CMA CGM Q3 sees record liftings and a $600-million
turnaround on 2016
BY MIKE WACKETT

CMA CGM posted a net profit of
$323 million for the third quarter, com-
pared with  the $268 million loss in the
same period of 2016, adding to the $320
million positive achieved at the H1 stage.
The French carrier’s revenue leapt 27.7
per cent on the previous year, to $5.7 bil-
lion, from an 11.6 per cent increase in
volume carried to 4.98 million TEUs – a
new record. CMA CGM successfully
raised its average rate per TEU by 14.4 per
cent, on a par with Maersk Line’s average
rate climb of  14 per cent, but below the
best-in-class improvement of OOCL’s 20
per cent.

These three carriers were able to take
full advantage of higher contract and spot
rates during the period – in contrast to
German carrier Hapag-Lloyd, which
recorded a disappointing average rate
improvement of just 4 per cent in the
quarter.

During the period CMA CGM’s
bunker bill soared by some 26 per cent to
$631 million, but the carrier did not, how-
ever, declare the average cost paid per
tonne of fuel or the split between heavy
fuel oil and low-sulphur bunkers.

With a return on invested capital of
10.4 per cent and an EBIT margin of 10
per cent, CMA CGM said it had “main-
tained its leadership within the sector in
terms of profitability”. It added: “This per-
formance results from the group’s ability
to leverage its size and global network to
optimize both revenues and costs, despite
rising fuel prices.”

CMA CGM attributed its volume
growth to membership of the Ocean
Alliance, where it operates around 36 per
cent of the total capacity. It said that espe-

cially strong growth had been seen on the
Asia to U.S. and Asia-Europe trades, as
well as most of the north-south and intra-
regional routes.

With reference to its order for  nine
22,000-TEU LNG-ready ULCVs for deliv-
ery between 2020 and 2021, CMA CGM
said a minimum of 70 per cent of the
approximate $1.5 billion order “is
expected to be financed through borrow-
ings currently under discussion”. 

It added that the decision to equip its
nine future ships with engines designed to
run on LNG was “an innovation never

made before in the industry”, and consti-
tuted “a firm commitment to the
protection of the environment and to
ocean conservation”.

Restructured South Korean carrier
Hyundai Merchant Marine (HMM) was
the only box line not to record a third-
quarter profit as container lines benefited
from a combination of improved contract
rates and relatively healthy spot rates,
boosted by continued robust demand.

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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Q4 one to forget for U.S. rail operator CSX, but Canada’s
CPR breaks records
BY ALEXANDER WHITEMAN

The closing quarter of 2017 will be
one to forget for U.S. rail operator CSX:
the untimely death of Chief Executive
Hunter Harrison coinciding with declining
intermodal volumes.

Volumes for the three months to
December dropped by some 5 per cent to
719,000 tonnes, with intermodal revenue
falling 1 per cent to $471 million. How-
ever, despite this, the dent failed to offset
full-year figures, indicating that Mr. Harri-
son’s move to ‘precision railroading’ was
working.

Chief Executive James Foote said:
“CSX’s performance… was built upon the
scheduled railroading model instituted by
Hunter Harrison. “I’m excited about the
progress we are making and am confident
we have the right team in place to achieve
our goal of becoming the best railroad in
North America.”

Full-year volumes grew 1 per cent on
2016’s numbers of 2.8 million tonnes to
2.84 million tonnes, generating some $1.8
billion in revenue, up 4 per cent.

Another former employer of Mr. Har-
rison, Canadian Pacific (CPR), also
reported a healthy 2017 and saw increases
in volumes and revenues during the fourth
quarter.

Income  over  the 12 months hit
$1.1billion (C$1.36 billion), a year-on-year

increase of 4 per cent, while quarterly rev-
enues grew 7 per cent to $290
million.  Revenue per unit surged upwards
in the last three months of the year to some
16 per cent, with full-year RPU growing 2
per cent year-on-year. Volumes were also up
3 per cent for the full year, and 2 per cent
for the fourth quarter, and Chief Executive
Keith Creel described the three-month
period as a “record in almost every meas-

ure”. Mr. Creel added: “Over the course of
2017 we built momentum thanks to our
strategic approach to growth combined
with our continued focus on operational
excellence. “That momentum has us well
positioned to start 2018 and we look for-
ward to delivering another year of record
results in a safe and disciplined manner.”

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

Logistec’s President and CEO, Madeleine Paquin,
appointed as a Member of the Order of Canada 

Logistec’s President and CEO,
Madeleine Paquin, has been appointed a
Member of the Order of Canada for her
achievements as a bold business leader in
the marine industry and environmental
management, and for her commitment to
governance.

“I am extremely proud that
Madeleine Paquin is being presented with
one of Canada’s highest civilian honours in
recognition of her many achievements,”
said George Jones, Chairman of Logistec
Corporation. Madeleine Paquin has over-
seen Logistec’s development for over 20
years, creating a network of port infrastruc-
tures and services to facilitate trade. She is
one of the most remarkable entrepreneurs

of her generation, who has been honoured
on many occasions for her business achieve-
ments. Her philanthropic deeds show her
desire to make the world a better place and
promote causes she cares about. One cause
that is especially dear to her heart is The
Neuro (The Montreal Neurological Institute
and Hospital), a world-leading destination
for brain research and advanced patient
care. 

Ms. Paquin is one of  230 individuals
being appointed to the Order of Canada in
2017. “I am really proud of this recognition
because it encourages me to take concrete
action in areas where I believe I can make a
real difference: providing marine and envi-
ronmental services, developing a new
generation of leaders and talented women,
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and helping advance neurology and cancer research,” said
Madeleine Paquin. 

Established in 1967 by Her Majesty  Queen Elizabeth II, the
Order of Canada, one of our country’s highest civilian honours, rec-
ognizes outstanding achievement, dedication to the community and
service to the nation. Close to 7,000 people from all sectors of soci-
ety have been invested into the Order since inception, with 3,400
still alive. Their contributions are varied, yet they have all enriched
the lives of others and have taken to heart the motto of the Order:

Desirantes Meliorem Patriam (“They desire a better country”).
Appointments are made by the governor general on the recommen-
dation of the Advisory Council for the Order of Canada. 

Companions of the Order of Canada are recognized for national
pre-eminence or international service or achievement. Officers of the
Order of Canada are recognized for national service or achievement,
while Members  of the Order of Canada are recognized for outstand-
ing contributions at the local or regional level or in a special field of
activity.

Port of Montreal signs cooperation agreement 
with Mundra Port

Eimskip announces Halifax – Portland, Maine, feeder
service; CMA CGM will connect Portland to the world

Icelandic carrier Eimskip has
announced a short sea feeder shipping serv-
ice between the port of Halifax and
Portland, Maine. This new service com-
menced on November 30, with the arrival
of Eimskip Selfoss at Halterm’s Terminal at
the port of Halifax. To deliver a weekly serv-
ice, Eimskip is deploying a third vessel to its
Green Line rotation.

Eimskip Green Line Service departs
weekly from European ports and calls at
Canadian ports and Portland, ME., provid-
ing FCL and LCL service, including dry and
reefer containers and flat racks, project
cargo, break bulk and oversized cargo and
IMO cargo, 
with excellent network connections with
Southern Europe, Russia and the Baltics.

“This new weekly offering will better
serve our existing customer base and will
create an avenue for future growth,” said
Jeff Simms, Managing Director, Eimskip
Canada. “We are seeing increased volumes
through operations at Portland, Maine, as
well as Halifax and Newfoundland. The
combined increase is making the change to
weekly calls a reality.”

Kim Holtermand, CEO and Managing
Director at Halterm International Container
Terminal notes “We are delighted to be
working with Eimskip, a long-term cus-
tomer, on the development of its
intra-regional and trans-Atlantic services.”
“Earlier this year Halterm welcomed the
first 10,000TEU capacity container vessels

to arrive in Halifax and the terminal is capa-
ble to handle the largest 14,000TEU ships
now regularly calling North America’s east
coast – these vessels need a strong feeder
and intermodal network and Halterm is
proud to partner Eimskip in making one
such opportunity available to and from the
New England states,” adds Holtermand.

In addition, in cooperation with Eim-
skip, CMA CGM will offer direct and
seamless service to Asia and other global
markets from Portland on its Columbus JAX
service, with all transits moving on a CMA
CGM bill of lading.

“We value all of the ocean carriers call-
ing on Halifax. Eimskip has carved out a
strong business in the refrigerated cargo

sector, specifically focusing on the frozen
seafood market between North Europe,
Atlantic Canada, and the New England
states,” said Karen Oldfield, President and
CEO, Halifax Port Authority. “The addition
of a third vessel to Eimskip’s Green Line will
certainly be welcome news for Eimskip’s
existing customers and will create new
global supply chain opportunities.”

Eimskip, based in Reykjavik, Iceland, is
a transportation company offering a variety
of services. Founded in 1914, Eimskip’s
shipping line connects North America with
ports in Europe, the Faroe Islands and
Greenland. It has a network of 61 offices in
20 countries, operates 21 vessels and has
approximately 1,700 employees.

Montreal Port Authority has signed a Cooperation Agreement
with Mundra Port of Gujarat State, north of Mumbai, aimed at
developing cooperation in marketing and business development
while sharing information on marine operations and industry best
practices. 

Mundra Port is India’s largest commercial port. A diversified
port, it handles more than 100 million tonnes of diversified cargoes
annually, including more than three million TEUs in annual con-
tainer traffic. Owned by Adani Group, it is operated by Adani Ports
and Special Economic Zone Limited (APSEZ). Adani is the largest
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port operator in India, and among the
largest industrial companies in India, with
interests in agriculture, fertilizers, power
generation and transmission, coal trading
and other basic industries. 

Asia accounts for 25 per cent of Port of
Montreal’s market and is by far the fastest
growing segment. India alone accounts for
5 per cent of the Port’s volumes, yet was vir-
tually non-existent as a market just a few
years ago. Port of Montreal and Mundra
Port both receive container ships, notably
from such major international shipping lines
as MSC and Hapag-Lloyd, CMA CGM,
OOCL and Maersk, which ensure connec-
tions between ports on North America’s
East Coast and Mundra through transship-
ment ports in the Mediterranean. 

Port of Montreal Vice-President,
Growth and Development, Tony Boemi,
said “Asia, and especially India, is an emerg-
ing market with enormous potential. It and
Port of Montreal are already solidly con-
nected thanks to container services. This
Cooperative Agreement with Mundra Port
strengthens our presence in India and
showcases the Port of Montreal’s advan-
tages as a strategic gateway of choice for
goods destined for the North American
market.” 

India is one of the largest emerging
markets in the world. With a population of
1.34 billion (2017), a 7.2 per cent growth
rate and a rapidly growing middle class,
India is experiencing a rapid increase in its

Tony Boemi, Vice-President, Growth and Development at Port of Montreal;
Christine St-Pierre, Québec Minister of International Relations and La
Francophonie; Jordan Reeves, Consul General of Canada, Mumbai; Sandeep
Mehta, President of Adani Ports and Special Economic Zone; and Dominic
Marcotte, Consul and Director, Government of Quebec Office, Mumbai.

infrastructure and product needs of all
kinds: agro-food, consumer goods, construc-
tion materials, energy, etc. In 2017 the

volume of goods handled by Port of Mon-
treal to and from India rose by 40 per cent
from 2016.

CP Holiday Train concluded another successful tour,
raising more than $1.5 million and 300,000 pounds of
food 

 The 19th annual Canadian Pacific (CP)
Holiday Train has completed another suc-
cessful tour across North America, raising
more than C$1.5 million and 300,000
pounds of food for local food banks and food
shelves. Since its inaugural journey back in
1999, the Holiday Train has now raised
more than $14.5 million and 4.3 million
pounds of food. “The momentum we see in
the Holiday Train from year-to-year rein-
forces the good that we, and our partners at
the food banks, are doing across North
America,” said Keith Creel, CP President
and CEO. “Connecting with communities
has been a theme for the CP family this year
and what a way to end 2017, with more
than 425,000 people across our network
enjoying the magic of the CP Holiday
Train.” 

The 2017 CP Holiday Train was proud
to feature an all Canadian musical line-up
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Mariners’ House of Montreal celebrates grand
re-opening
BY JASON ZUIDEMA

Representatives of the Port and supporting communities gath-
ered on November 23 for a ribbon cutting ceremony to officially
re-open Mariners’ House, the seafarers centre in the port of Mon-
treal.  

Robert Zeagman, President of Seagulf Marine Industries and the
Mariners’ House Board of Directors welcomed all gathered and
expressed how happy he was to see such a warm and welcoming
location for seafarers. Sylvie Vachon, President and CEO of Montreal
Port Authority, was the guest of honour and cut the ribbon. Fr.
Andrew Thuraisingam and Chaplain Michelle DePooter blessed the
new facility, asking that it continue to be a place of hospitality and
service for seafarers.

The new centre is the latest development in the rich history of
seafarers’ welfare in Montreal. The Montreal Sailors’ Institute

(founded 1862) and the Catholic Sailors’ Club (founded 1869) com-
bined in the 1960s to become Mariners’ House of Montreal. A third
group, the Montreal Ministry to Seafarers (founded 1965), became
an official associate in 2001. Mariners’ House is a wonderful exam-
ple of the successful input of the local maritime community and aid
organizations for the benefit of seafarers. These collaborations con-
tinue today, driving the comprehensive facilities that seafarers can
find when calling at Montreal. 

Carolyn Osborne, general manager of Mariner’s House, said
“We are very happy with our improved surroundings. Seafarers look
forward to relaxing after a long watch, using the high-speed Wi-Fi
connection or enjoying a friendly conversation with a volunteer or
staff member. We are grateful to Port of Montreal and all our patrons
for their support of our centre.”

with multiple Canadian Country Music Award and Juno Award win-
ners. The Canadian train featured Colin James, Emma-Lee and Odds
until Calgary, where Alan Doyle and the Beautiful Band jumped on
to finish the tour to the west coast. On board the U.S. train, Kelly
Prescott partnered with Jim and Devin Cuddy between Montreal
and Windsor, Ont., and was joined by Dallas Smith and Terri Clark
through the U.S. Midwest and Great Plains. Jonathan Roy anchored
the Quebec shows. 

The CP Holiday Train program is not the only way that CP
gives back to food banks. CP also provides Food Banks Canada
$250,000 worth of in-kind transportation services to support its

National Food Sharing Service program. Since 2011 CP’s contribu-
tion has helped transport over 17 million pounds of food and
household goods to food organizations across Canada.

“We are always delighted when the CP Holiday Train travels
across North American communities and provides the platform to
speak about the need of healthy and nutritious food items at local
food banks,” said Mimi Lowi-Young, Executive Director, Food Banks
Canada. “CP continues to play a role in raising awareness of hunger-
related issues and also supporting Food Banks Canada in
transporting food across Canada through our National Food Sharing
System.”
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From left to right: Robert Zeagman, President of Mariners’ House of Montreal; Sylvie Vachon, President and CEO of
Montreal Port Authority; Carolyn Osborne, General Manager of Mariner’s House of Montreal; Chaplain Michelle DePooter;
and Father Andrew Thuraisingam.
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Port of Montreal awards its 179th Gold-headed Cane
Montreal Port Authority President and

CEO Sylvie Vachon awarded Port of Mon-
treal’s Gold-headed Cane to Captain Rakesh
Kumar, Master of Ottawa Express, the first
ocean-going vessel to reach the port of Mon-
treal without a stopover in 2018. Ottawa
Express left Liverpool, England, on December
21, 2017, and entered the port of Montreal on
January 1.

“I want to congratulate Captain Rakesh
Kumar and the entire crew of Ottawa
Express, who braved the ice and cold on the
St. Lawrence River to make it safely to their
destination. The arrival of Captain Kumar and
his container ship is a great reminder at the
start of this new year that container handling
is part of the Port’s DNA and has been growing
here for over 50 years,” said Ms. Vachon.

Flying the flag of Bermuda, Ottawa
Express is 245 metres long. Chartered by
Hapag-Lloyd, it was commissioned in 1998. 

The Gold-Headed Cane Ceremony, a tra-
dition for 179 years, kicks off a new year of
activity at the port. Long ago, the first ship did
not arrive at the port until the early spring,
after the break-up and thawing of ice on the
St. Lawrence River. In present times, awarding
the Gold-Headed Cane is a reminder that the
port has been open year round since 1964.

This event allowed the recognition of the
work of members of the Corporation of Mid
St. Lawrence Pilots, Alain Aubé and Gabriel
Ross, who steered the ship safely to port. In
addition, Port of Montreal recognized the
work of one of the artisans of the Gold-Headed
Cane. In addition, Ms. Vachon congratulated
Urgence Marine Inc. for its contribution to the
smooth functioning of port operations.

Captain Rakesh Kumar
and Sylvie Vachon

Port of Trois-Rivières welcomes first ocean-going
vessel of 2018

Lowlands Opal is the first ocean-going vessel from an overseas
port to reach the port of Trois-Rivières in 2018, docking on January 4,
at 1:10 p.m., following a 16-day non-stop Atlantic voyage. The vessel,
with its crew of 20 Indian and Filipino seafarers, had left the port of
Sao Luis in Brazil on December 19, 2017 with a cargo of 42,500
tonnes of alumina for the Alcoa aluminum smelter in Deschambault.

Luc Arvisais, Vice-Chairman of the Board of Directors of Trois-
Rivières Port Authority, explained: “To receive the title, the vessel
must arrive in Trois-Rivières from an overseas port without making a
stopover and perform a loading or unloading operation at the port.”

At the ceremony marking the arrival of the first vessel of the
year, the captain and chief engineer of Lowlands Opal, Capt.
Sanjay Pharasi (right) and Pardeep Singh (left), were
presented by Gaétan Boivin and Luc Arvisais with a giclée
reproduction of the painting À bon port, produced by artist
Caroline St-Pierre.
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Port of Sept-Îles welcomes first ship of the year
M/V New Explorer, a Liberian regis-

tered vessel sailing from Egypt, was the first
ship to arrive in Sept-Îles this year at 8 a.m.
on January 5, 2018. The vessel arrived in
ballast and set sail again on January 6, 2018
with 77,000 tons of iron ore from IOC Rio
Tinto destined for Ghent, Belgium.

During a short ceremony , Pierre D.
Gagnon (right), President & CEO of Sept-
Îles Port Authority presented Captain
Ioannis Kantounias with the prestigious
cane bearing the Port of Sept-Îles insignia.
In addition, several gifts were offered to the
Captain by Jean Masse, Deputy Mayor of
Sept-Îles, as well as by  Benoit Méthot, Gen-
eral Manager, Rail & Port of IOC Rio Tinto.

This tradition, now in its 31st year,
marks the arrival of the first ship of the year
to call the port. To be eligible, the vessel
must come directly from a foreign port and
be bound for a destination outside the coun-
try without making any other calls at a
Canadian port.

Left to right: Benoit Méthot, General Manager, Rail & Port, IOC Rio Tinto; Captain
Ioannis Kantounias, M/V New Explorer; and Pierre D. Gagnon, President and CEO,
Port of Sept-Îles.

Allen Bochechon elected Chair of
the Board for Port Saint John

At a recent meeting of the Board of
Directors of Saint John Port Authority, Allen
Bodechon was elected Chair of the Board
by his peers for a two year term.   Allen
Bodechon has over 36 years of law enforce-
ment experience at all levels of government
and is the recipient of numerous profes-

sional awards and recognitions including
the Order of Merit for the Police Forces—
Officer Level (2008).     In addition to his
professional career, Allen has a wealth of
governance experience in public and non-
government organization Boards and a
dedication to community volunteerism.

During the 52nd ceremony marking the arrival of the first vessel
of the year at the Port, the captain and chief engineer of Lowlands
Opal, Capt. Sanjay Pharasi and Pardeep Singh, were presented with a
giclée reproduction of the painting À bon port, produced by Mauricie
artist Caroline St-Pierre. Gaétan Boivin, President and CEO of the Port
Authority, pointed out that 2017 marks 25 years of partnership
between G3 Canada Ltd., which operates the terminal, the Port and
Alcoa, for supplying the Deschambault plant. As Mr. Boivin explained,
“Today’s ceremony is a great opportunity to highlight that Lowlands
Opal has completed its 22nd crossing with alumina. This is also the
second time the vessel has achieved the feat of being the first vessel at
the Port of Trois-Rivières, when in 2009 it arrived on January 7th.”

The bulk carrier Lowlands Opal was built in 2007 and is cur-
rently sailing under the Singapore flag. It has an overall length of 190
m and a width of 32 metres (Panamax). The vessel was moored at the
port for four days. During its stay in Trois-Rivières, it was represented
by Lower St. Lawrence Ocean Agencies Ltd. and G3 Canada Ltd. was
responsible for unloading the cargo for its client, Alcoa.
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TOGETHER, WE
PROPEL OUR ECONOMY   

Canada’s economy is poised for steady growth. The Port of 
Montreal is uniquely positioned to help propel it forward. 
Thanks to our lauded ship-to-rail model, innovative smart 
facilities, and visionary Contrecœur expansion project, 
we’re already the leading port for transatlantic shipments 
and a rapidly growing player in trade with Asia. Isn’t it time 
you turned our international success into your local victory?

Discover what we can do for you at 
tradingwiththeworld.com     




