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Despite sharply higher volumes at Trois-Rivières 
and Belledune, port volume growth generally
disappointed in 2018
BY ALEX BINKLEY

PORTSRECAP

CANADIAN
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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 Iles 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 Rivieres 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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After strong performance in 2017, with aggregate vol-
umes up 7.7 per cent over 2016, Canada’s 18 Port Author-
ities generally reported volumes matching those of 2017,
or modest increases. 2018 volumes were up over 2017 by
2.4 per cent, which represented only a slight increase over
estimated population growth during the period of 1.2 per
cent, or 12-month GDP growth of 1.7 per cent. Some
ports, notably Hamilton, Trois Rivieres and Belledune,
recorded strong increases in tonnage handled during

2018. Will the entry into force in late last year of the Com-
prehensive and Progressive Trans-Pacific Partnership open
markets to Canadian products across Asia? And will year
two of the European free trade deal boost exports across
the Atlantic?

Port of Vancouver hasn’t released its official 2018 re-
sults but growth projections based on available year-to-
date numbers suggests it handled about 146.9 million
tonnes compared to 142.1 million. At mid-year the Port

2014 2015 2016 2017 2018
Compounded 
annual growth
2018 over 2010

Growth 
2018 over 2017

                                                                                                                 HISTORICAL ACPA PORT TONNAGES

Saint John

139,628,826 138,227,872 135,538,055 142,100,000 146,900,000 3.0% 3.4%
30,445,984 32,028,741 35,357,575 38,041,530 38,925,026 6.3% 2.3%
23,944,323 26,435,882 26,438,301 30,458,422 25,100,000 -2.2% -17.6%
24,000,000 21,000,000 24,800,000 27,500,000 27,600,000 1.6% 0.4%
20,691,536 19,695,883 18,925,643 24,266,773 26,700,000 7.8% 10.0%
23,786,335 22,714,607 22,942,361 24,231,000 25,375,000 0.2% 4.7%
10,526,732 9,237,912 9,277,282 9,860,000 11,600,000 0.1% 17.6%
7,831,883 7,569,286 8,272,345 8,902,348 9,000,000 -0.7% 1.1%
9,341,250 8,915,607 8,830,414 8,819,270 8,700,000 3.3% -1.4%
4,145,035 4,850,327 5,389,937 5,568,982 5,300,000 15.6% -4.8%
5,433,000 5,642,042 4,767,948 5,080,936 5,200,000 -0.3% 2.3%
3,700,000 3,000,000 2,800,000 2,600,000 3,800,000 3.6% 46.2%
2,000,000 1,650,990 1,832,000 2,172,750 2,200,000 5.4% 1.3%
1,655,790 1,774,965 2,037,546 2,039,201 2,900,000 4.4% 42.2%
1,669,098 1,803,306 1,723,625 1,702,031 1,700,000 1.8% -0.1%
1,662,201 1,568,804 1,645,556 1,342,946 1,500,000 6.1% 11.7%
357,125 378,365 372,301 408,567 508,157 11.3% 24.4%
280,097 340,000 296,000 326,000 368,000 -0.5% 12.9%

311,099,215 306,834,589 311,246,889 335,420,756 343,451,157 2.5% 2.4%

Quebec
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was running about 4.4 per cent ahead of 2017 based on
“steady growth across most business sectors, demonstrat-
ing the increasing strength of the Canadian economy and
the Port of Vancouver’s ability to handle Canada’s growing
trade with Asia, despite general trade uncertainty,” said
President and CEO Robin Silvester. Inbound container traf-
fic was strong as were exports of Canadian agrifood and
forestry products.

Port of Montreal saw its tonnage increase for the fifth
consecutive year to 39 million tonnes, up 2.3 per cent from
2017, MPA President and CEO Sylvie Vachon said. She
said the tonnage growth would probably have been
higher if the Viterra grain terminal hadn’t been shut down
by a lock out of grain handlers for the first nine months of
2018. Container shipments reached 1.62 million TEUs,
matching the previous year’s performance. As container
traffic growth is expected to continue, the Port has de-
cided to work with Montreal Gateway Terminals Partner-
ship and Termont to accelerate the container terminal
project at Contrecoeur.

Six of the largest shipping lines in the world have served
the container market at the port of Montreal since con-
tainerization began 50 years ago, and that number will
soon rise to seven.

Port of Quebec posted a nominal gain over the 27.5
million tonnes of 2017 and is planning major investments
to expand its capacity, says Port President and CEO Mario
Girard. Investment in infrastructure at the port will reach a
record high in 2019, with projects valued at about $70 mil-
lion. Combined with planned investments by port users in
their own facilities, total expenditure at the Port will ex-
ceed $169 million. The port is in the first phase of an in-
frastructure expansion supported by a $15.5 million
contribution from the federal government. Among the pri-
vate initiatives, La Coop Fédérée is to start work on a $90
million grain terminal to handle export of Quebec-grown
grains. “These investments will propel Port of Québec into
the future and strengthen its position as a driver of eco-
nomic growth and a strategic Canadian port,” Girard said.

Traffic at Port of Prince Rupert grew by 10 per cent to
26.7 million tonnes. A highlight was reaching the historic
milestone of Fairview Container Terminal handling its mil-
lionth container for the first time in a calendar year. During
its first full year in operation in 2008, Fairview Terminal
moved a modest 182,523 TEUs. Shaun Stevenson, Port
President and CEO, said “Reaching one million TEUs in a
calendar year is a significant milestone, which demon-
strates the success we and our partners have had in build-
ing a strategic gateway for trans-Pacific trade, making
Prince Rupert one of the fastest growing gateways in
North America.”

The original design capacity for Fairview Terminal was
500,000 TEUs, and with the completion of the Phase II
North expansion completed exactly ten years after the day
it opened, its current capacity is 1.35 million TEUs. 

Vancouver

Halifax
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tonnes, up 18 per cent from last year and the highest vol-
ume in more than a decade. Exports increased by 63.6 per
cent. Behind this trend were increased exports of Ontario-
grown grain, helped along by new terminal capacity at the
port, a solid crop year, and expanded European market ac-
cess as a result of the free trade agreement, said HPA Pres-
ident & CEO Ian Hamilton.

Port of Halifax handled 9 million tonnes, a nominal in-
crease over 2017. Its container traffic was close to the
port’s all-time record. The Port says “2018 was a big year
for a few reasons. It was in August that we announced the
temporary extension plans for Halterm that will see the ex-
isting Pier C extended by 135 metres to allow the port to
berth and service two ultra-class container vessels simul-
taneously.” Work on that project is expected to be com-
pleted by early 2020.

Hobbled by a late start to the shipping season because
of heavy ice on the Upper Great Lakes, traffic through the
port of Thunder Bay fell short of its 2017 results but the
8.7 million tonnes was still one of its better results in the
last decade. Prairie grain dominated shipments from the
port with 7.4 million tonnes compared to 7.3 million in
2017. Annual shipments of coal and potash from Western
Canada were strong as well, finishing 20 per cent above
the five-year average. The potash tally was the second
highest of the past decade; only last year was higher.

Port of Nanaimo handled 5.3 million tonnes, down 4.8
per cent from 2017. Declines in log and bulk exports more
than offset increases in lumber and project cargo tonnage
handled. The Port’s leadership has been resolved with Ian
Marr being named CEO and Mike Davidson as COO. They
had shared the CEO title during the final months of 2018.
Marr said he wants to proceed with current business de-
velopment initiatives including the Vehicle Processing Cen-
tre that is due to open in February.

Port of Trois-Rivières handled a record 3.8 million
tonnes of cargo last year, up 47 per cent over 2017. While
liquid bulk traffic remained stable at nearly 300,000 tonnes,
solid bulk and general cargo traffic increased sharply from
2.2 million tonnes to 3.1 million tonnes and from 73,000
million tonnes to 346,000 million tonnes respectively. “The
Port’s installations, modernized as part of On Course for
2020 development plan, delivered their full potential dur-

Port of Sept-Îles reported a 4.7 per cent gain in traffic
to 25.4 million tonnes over 2017. The start-up of opera-
tions at a multi-user dock accounted for the entire in-
crease, with over 5.5 million tonnes handled, and offset a
drop in iron ore shipments early in the year due to a labour
dispute at IOC Rio Tinto. The dock is designed to handle
50 million tonnes annually.

Saint John saw its total tonnage for the year drop to
just over 25.1 million tonnes from 30.4 million tonnes in
2017. Spokeswoman Paula Copeland said decreases in
2018 were experienced in liquid and dry bulk sectors, the
same sectors experiencing increases in 2017. 

Port of Hamilton reported handling 11.6 million

Thunder Bay
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ing 2018,” said Gaetan Boivin, Port President and CEO.
“The general cargo terminal, inaugurated at the beginning
of the year, was quickly put into operation and its use was
significantly higher than we expected.” The port is collab-
orating with the Port of Montreal on information sharing
and the exchange of strategies and best practices, he said.
“The agreement will ultimately increase productivity, com-
petitiveness, efficiency and safety of port services and pro-
cedures for both Port Authorities.”

Port of Belledune posted a record of 2.9 million
tonnes, a hefty 900,000 tonne increase over the previous
year. It reached a record monthly level of traffic during July
with just over 402,000 tonnes. It handles Arctic resupply
shipments as well as exports of wood pellets to Europe.

Port of Toronto said its 2018 results would be in line
with the 2.2 million tonnes of traffic recorded during 2017.

Port of St. John’s reported a small drop in traffic to just
under the 1.7 million tonne level of 2017. Most of the traf-
fic is delivered by Oceanex ships.

Port Alberni saw its traffic rise to 1.5 million in 2018
from 1.3 million tonnes in 2018. Mike Carter, Director of
Operations, said growth in log exports was the main driver
in the increase. 

Oshawa reported handling 508,157 tonnes, an increase

Windsor

of about 100,000 tonnes over 2017. Port President Donna
Taylor said it was the highest amount in since l995. “Steel
was obviously a factor but the new cement distribution fa-
cility had its first full season of operations. Sadly, salt was
down due to outside factors like strikes, etc. or we would
have really hit it out of the park.”

Saguenay saw its traffic grow to 368,600 tonnes from
326,000 tonnes.
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Federal Port Review, 2016-2017
BY THEO VAN DE KLETERSTEEG

Figure 1CANADIAN PORT AUTHORITIES
PORT REVENUES 2017

Total revenues
$602.49 million

Canadian Sailings has recently
completed another annual study com-
paring financial and other perform-
ance data related to
federally-operated Canadian Port Au-
thorities from 2016 to 2017 (Data for
2018 will not be available until July or
August). 

Toronto Port Authority
Because its financial statements in-

clude the operations of Toronto Island
Airport, they are not comparable to
those of other ACPA ports. Accord-
ingly, Port of Toronto was not included
in the study (except as noted).

Total federal Port industry
In calendar year 2017, ACPA Ports

produced aggregate revenues of $
602.5 million, up 3.4 per cent from
$582.5 million in 2016. Operating in-
come of $205.3 million was down 2.6
per cent from 2016 aggregate operat-
ing income of $210.7 million.

By way of comparison, Statistics
Canada reported that for the calendar
year ended December 31, 2017 (table
33-10-0161-01), corporations doing
business in Canada reported revenues
of $4.029 trillion (up 5.5 per cent from
$3.818 trillion in 2016) and operating
profits of $383.9 billion (up 14.6 per
cent from $335 billion in 2016). 

The port industry is a capital-inten-

sive industry. In Canada, federal Port
Authorities own assets with a total de-
preciated cost of $3.82 billion, from
which the industry generates annual
revenues of some $600 million. The in-
dustry declined precipitously in 2009
as the financial crisis reduced global
trade, but recovered in 2010.

Since 2010, annual port revenues
have grown steadily by an average of

Saguenay
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5.3 per cent, compounded annually,
from $418.8 million in 2010 to $602.5
million in 2017. Port volumes (includ-
ing Toronto), on the other hand, have
grown by only 2.3 per cent com-
pounded annually, from 286.1 million
tonnes in 2010 to 335.4 million tonnes
during that same period. In fact, port
volumes declined in both 2014 and
2015, before rising slightly in 2016.

Port volumes depend primarily on
non-U.S. international trade. Exports
consist primarily of commodities des-
tined for overseas markets, while im-
ports primarily consist of consumer
goods for domestic consumption. Ad-
ditional opportunities exist for Cana-
dian ports to service markets
traditionally serviced by American
ports, both with respect to exports and
imports. Canadian west coast ports
have been successful attracting higher
volumes of U.S.-bound shipments, and
it appears that similar developments
are now taking place at east coast
ports.
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What is the profile of a “typical”
ACPA Port?

There is no “typical” ACPA Port be-
cause each port is significantly differ-
ent 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, and re-
sponsible for well over half of the com-
prehensive income generated by all
ACPA ports, Vancouver’s stats swamp
everyone else’s. Recognizing those
limitations, an “average” ACPA port
handled 19.6 million tonnes of cargo
in 2017, up 7.7 per cent from 2016,
producing revenues of $35.4 million,
up 3.4 per cent from 2016, and an op-
erating profit of $12.1 million, down
2.6 per cent from 2016. However, at
$13.5 million, 2017 “comprehensive”
income exceeded 2016’s comprehen-
sive income of $12.2 million by 11.1
per cent. At $354,016, CEO pay was
up 6.0 per cent from the 2016 average
of $333,869. Comprehensive” return
on assets stood at 6.0 per cent in
2017, up from 5.8 per cent in 2016.
“Comprehensive” return on equity
was a healthy 7.7 per cent in 2017, up
from 7.5 per cent in 2016.

Smallest and largest
Saguenay, the smallest in terms of

tonnage, produced $845,726 of
“comprehensive” net profit, and an
operating income of $786,089 on rev-
enues of $3.2 million in 2017. At
$9.75, its revenue per tonne of cargo
was by far the highest of any port,
which enabled it to produce the great-
est operating income per tonne of
cargo ($2.41) as well as pay the high-
est employee cost per tonne of cargo
($2.47). By contrast, Vancouver, the
largest in terms of tonnage, produced
“comprehensive” net profits of $146.1
million on revenues of $246.5 million.
Its revenue per tonne of $1.73 was 4.5
per cent below the national average of
$1.81, and at 29 cents per tonne, its
employee cost per tonne of cargo was
28.6 per cent below the nationwide
average of 40.6 cents per tonne.

Highest returns on assets and
equity

In this category, top marks for the

Figure 2A

Average (4.25%)

CANADIAN PORT AUTHORITIES
AVERAGE ANNUAL REVENUE GROWTH, 

2012-2017, PER CENT

Figure 2

Average (3.43%)

CANADIAN PORT AUTHORITIES
Y/Y REVENUE GROWTH 2017 VERSUS 2016

highest comprehensive return on eq-
uity went to Prince Rupert (11.7 per
cent), Vancouver (9.4 per cent), Sept-
Îles (8.5 per cent), and Montreal (6.8
per cent). Top marks for the highest
return on assets went to Prince Rupert
(9.3 per cent), Vancouver (8.2 per
cent), and Montreal (5.5 per cent).

Highest and lowest revenue growth
rates

With a revenue growth rate of 21.7
per cent, Saguenay underwent the
most robust growth of any Canadian
federal Port Authority in 2017, well
above the national average of 3.4 per
cent. Saint John was a very close sec-
ond (21.3 per cent), and was followed
by Quebec (11.8 per cent) and Sept-
Îles (7.9 per cent). Five Port Authorities
reported declining revenues.

Referring to figure 2A, measured
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Figure 3

Average ($0.41)

CANADIAN PORT AUTHORITIES
EMPLOYEE COSTS TO MOVE ONE TONNE OF CARGO, 2017

Figure 3A

Average (2.35%)

CANADIAN PORT AUTHORITIES
AVERAGE ANNUAL INCREASE IN EMPLOYEE COSTS TO
MOVE ONE TONNE OF CARGO, 2012-2017, PER CENT

over a five-year period, average annual
revenue growth rate was 4.3 per cent.
The Port with the highest revenue
growth rate from 2012 to 2017 was
Saguenay (10.7 per cent), followed by
Prince Rupert (10.0 per cent) and Saint
John (6.0 per cent).

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

In 2017, employee cost to move
one of cargo ranged from $0.07 (Sept-
Îles) to $2.47 (Saguenay), with the av-
erage being $0.41, unchanged from
2016. The “all-in” cost of moving a
tonne of cargo ranged from $0.06
(Sept-Îles) to $7.16 (Saguenay) in 2017.
The average “all-in” cost in 2016 was
$1.12, down from $1.21 in 2016. 

As shown by figure 3A, from 2012
to 2017 the average employee cost to
move one tonne of cargo increased by
2.4 per cent per annum. Some Ports,
notably Nanaimo, Montreal, Thunder
Bay and St. John’s actually reduced
such expenses. Others still have work
to do to reduce these expenses, some
more than others.

Similarly, as shown by figure 4A,
from 2012 to 2017 the average “all-in”
cost to move one tonne of cargo de-
creased by 0.3 per cent per annum.
Some Ports, notably Nanaimo, Mon-
treal, Vancouver and Belledune actu-
ally reduced such expenses. 

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 2017,
unchanged from 2016. Those Ports
also produced negative comprehen-
sive net income. Nonetheless, com-
bined comprehensive income

Nanaimo
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produced by all the Ports increased
significantly from $207.2 million in
2016 to $229.8 million in 2017. Van-
couver produced by far the highest
comprehensive income ($146.0 mil-
lion), followed by Prince Rupert ($24.2
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. In 2017 it suffered an-
other comprehensive loss because of
continuing expenses related to the
2016 award.

Revenue per tonne and operating
income per tonne

Surprisingly, in a year when cargo
tonnage was up by 7.7 per cent, op-
erating profits were down by 2.8 per
cent. Referring to figures 5 and 6, av-
erage revenue per tonne of cargo han-
dled of $1.81 in 2017 was down from
$1.88 in 2016. Average operating in-
come per tonne of cargo fell dramati-
cally between 2016 and 2017 from
$0.68 to $0.61/tonne.

However, results for individual Port
Authorities varied widely. Windsor
produced the lowest operating in-
come per tonne in 2017 ($0.00), fol-
lowed by Thunder Bay ($0.04). The
highest operating margins were pro-
duced by Saguenay ($2.41), Belledune
($1.43) and St. John’s ($1.38).

Investments and investment
income

While some Ports formally carry “in-
vestments” on their books, not all do.

Figure 4CANADIAN PORT AUTHORITIES
“ALL-IN” COSTS TO MOVE ONE TONNE OF CARGO, 2017

Average ($1.12)

Figure 4A

Average (-0.25%)

CANADIAN PORT AUTHORITIES
AVERAGE ANNUAL INCREASE IN “ALL-IN” COSTS TO
MOVE ONE TONNE OF CARGO, 2012-2017, PER CENT

Trois-Rivières Belledune
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Figure 6
CANADIAN PORT AUTHORITIES

OPERATING INCOME PER TONNE, 2017

Average ($0.61)

Figure 5

CANADIAN PORT AUTHORITIES
REVENUES PER TONNE OF CARGO, 2017

Average ($1.81)

Assets classified as investments repre-
sented an aggregate value of $165.5
million at the end of 2017, as com-
pared to $143.9 million at the end of
2016. However, most Ports do carry
substantial cash balances on their bal-
ance sheets which, to the extent that
they represent cash in excess of levels
regarded as needed to conduct their
operations, represent an investment.
To better measure the value of finan-
cial assets owned by Ports, we aggre-
gated net working capital, investments
and long-term receivables. On that
basis, in 2017 Ports owned $442.6 mil-
lion of financial assets that were “ex-
cess” to their needs, about the same
as the $451.7 at the end of 2016. At
the end of 2016, such financial assets
consisted of 11.5 per cent of the Ports’
total assets. 

In 2017 aggregate investment in-
come reported by the Ports rose from
$3.2 million to $3.5 million. As in 2016,
Port of Montreal generated by far the
highest investment income in 2017,
followed by Prince Rupert, Thunder
Bay and Saint John.

Capital expenditures
In 2017, aggregate net capital ex-

penditures by all federal ports jumped
from $224.4 million to $316.9 million.
It should be noted that the reported
capital expenditures are only those
that, from an accounting 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
federal or provincial governments. By
far the largest capital expenditures
were undertaken by Vancouver

Prince Rupert Montreal
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Figure 7CANADIAN PORT AUTHORITIES
ASSETS REQUIRED TO EARN $1,000 OF REVENUES, 2017

Average ($6,335)

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

($170.6 million). Montreal ($62.0 mil-
lion) was in second place, followed by
Prince Rupert ($32.0 million) and Trois-
Rivières ($15.7 million).

Salaries, wages and benefits 
During 2017, salaries, wages and

benefits increased by 5.6 per cent to
$135.3 million. On a per tonne basis,
compensation declined 1.9 per cent to
$0.406 from 2016.

CEO pay and Board compensation
Average CEO pay rose from

$333,869 in 2016 to $354,016 in 2017.
Aggregate CEO compensation for all
of the federal Ports in the study in
2017 was $6,018,271. Lowest CEO
compensation was $158,727, while the
highest paid CEO earned $936,000.
One CEO position saw a 77.5 per cent
increase in compensation, two saw in-
creases of between 10 and 20 per
cent, and three received increases of
between 5 and 10 per cent. Four CEO
positions had their compensation re-
duced in 2017. While average CEO
pay rose by 6.0 per cent in 2017, aver-
age Port operating income fell by 2.8
per cent during 2017.

Ports, like all other business organ-
izations, are governed by a Board of
Directors. At Canadian Port Authori-
ties, the smallest Board consisted of
three members, while the largest con-
sisted of eleven. The average was 7.1,
down from 7.7 in 2016. Aggregate
Board compensation in 2017
amounted to 50.3 per cent of CEO
compensation, down from 54.7 per
cent in 2016 levels. Saguenay reported
the lowest Board compensation in
2017 ($36,124), while Vancouver’s
Board was, not surprisingly, the most
costly ($636,000) in 2017. In addition
to Vancouver, Ports whose Board com-
pensation exceeded $200,000 in 2017
included (in order of declining com-
pensation) Prince Rupert, Saint John,
and Halifax.

Despite Board compensation that, in
the aggregate, was only slightly below
2016 levels, there was a distinct trend for
Boards to be reduced in size and ex-
pense levels. Of the seventeen Boards
that reported, ten operated at lower cost
in 2017.

Oshawa
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Ports of Thunder Bay and Hamilton diversifying 
their customer base
BY ALEX BINKLEY

Grain shipments have long been
the staple business of the port of
Thunder Bay, and the port of Hamilton
is well known for its connection with
the city’s steel industry. While those
commodities will remain important to
their financial health in the future, the
two Port Authorities have been work-
ing to diversify their customer bases
and in recent months have landed fed-
eral support for expansion projects. 

Hamilton (HPA) received $17.7 mil-
lion to expand its docking and rail ca-
pacity while Thunder Bay secured $7
million to increase its capacity for han-
dling rail cars. HPA will contribute
matching funds from its own resources
that will also be used to improve road-
ways to a new container positioning
depot, the Hamilton Container Termi-
nal (HCT), says President and CEO Ian
Hamilton. HCT has quickly gained
popularity with truckers and the rail-
ways, and being located on Pier 15
could handle marine containers, says
spokesman Sanjeev Saraf. “That would
certainly be of interest to us but we
need to build up volume before we
can justify adding special equipment.”
For now HCT is focused on expanding
its services for container shippers in
Hamilton and southwestern Ontario
that want to send or receive cargo
passing through the ports of Montreal
and Halifax.

Steel and steel-making products ac-
count for almost 60 per cent of the vol-
umes through Hamilton, with the
remainder consisting of growing ex-
ports of Ontario-grown corn, wheat
and soybeans, as well as agricultural
inputs used to grow them, he said. In
addition to marine cargo, the port han-
dles an increasing amount of rail traffic
to companies based on its land. In
2018, more than 6,000 rail cars tran-
sited the port, double the level of five
years ago. HPA aims to expand rail
service to all parts of the port and

bring in $80 million to $90 million in
new business. Hamilton said the ex-
pansion project is needed because
the port “is virtually out of room to
grow, yet has unmet demand from
users who want to invest in trade-ori-
ented business in Ontario.”

HPA plans to build a new dock face
for the port’s busiest pier while the
track upgrades will enable other rail-
ways to access the port. Storage ca-
pacity will be increased with a new
warehouse for multi-user bulk storage,
and cargo laydown areas will be
graded and paved. With its increased
capacity, HPA anticipates improved
trade connections to European,
African and South American markets
while promoting a greater flow of
cargo through its facilities, Hamilton
said. “This investment recognizes
what a critical trade gateway the Great
Lakes are, in serving Canada’s most
populated area, and the country’s in-
dustrial heartland,” he said. “We’re fo-
cused on using this latest investment
to continue our positive impact on the
regional economy.”

In Thunder Bay, the federal funding
will help reduce bottlenecks and con-

gestion in the Keefer Terminal Project
Cargo Facility that handles a wide
range of dimensional cargoes ranging
from structural steel and rail to wind-
mills to modular buildings destined for
Western Canada. The port regularly
handles wind turbines, mining equip-
ment, structural steel, and electrical in-
frastructure, among other diverse
cargoes, Port President and CEO Tim
Heney said. The terminal’s $15 million
dollar reconfiguration project includes
a new rail yard accessible by both CN
and CP, expanded storage for bulk
products and doubling the heated
storage capacity to 50,000 square feet
to house a variety of cargo. The work
is slated for completion in 2020 and
will give the port improved cargo han-
dling efficiency and expanded storage
and staging options for shippers, he
said. Already in place is a Liebherr Mo-
bile Harbour Crane and an adjacent
intermodal yard which had a top-lifter
for handing cargoes. The additional
rail capacity is important, Heney said.
“More car spots, it means you can
load more cars in one day more effi-
ciently. It takes a lot of room, a lot of
rail lay-down area, so that’s what we’re
shooting for in the future.”

Hamilton
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Shipping lines optimistic about 2019 prospects 
on the Great Lakes
BY ALEX BINKLEY

Great Lakes ship operators are divided on their prospects
for 2019 with Algoma Central, Canada Steamship Lines and
Fednav cautiously optimistic that they will be at least as busy
as in 2018. The 6.8 per cent increase in cargo handled by
The St. Lawrence Seaway Management Corporation in 2018
over 2017 adds to their confidence.

Canfornav and Spliethoff have a gloomier outlook about
the volumes that will flow in and out of the Lakes this year
because of uncertainty about the North American economy,
iron ore prices, global grain and oilseed demand and Amer-
ican steel and aluminum tariffs. 

Peter Winkley, CFO of Algoma Central Corp., said, “We
don’t see any big reductions in business. Steel production is
still solid. We don’t see a lot of change in the other exports.
It should be a fairly busy year.”  If anything, Algoma is looking
at how to meet the demand for shipping when it’s down one
ship compared to original expectations for its fleet in 2019,
he said. The Croatian shipyard that built one new Equinox
class freighter failed to keep up production that would have
delivered another new vessel in time for the 2019 season. Al-
goma has received a refund from 3.Maj Shipyard of Croatia
of the $115 million it advanced for new vessels. As a result,
Algoma has arranged an extension to the expiry dates on
three existing option contracts with Yangzijiang (YZJ) Ship-
yard in China until later this year, Winkley said. It has yet to
decide whether Equinox Class self-unloaders or gearless
bulkers would be more useful.

Algoma contracted for the building of two Equinox self-
unloaders by YZJ in 2015 and subsequently enlisted the sup-
port of the shipyard to complete two of the partially built
Nantong Mingde hulls, which Algoma acquired from that
bankrupt shipyard. The fourth of those is expected to be in
service for the 2019 navigation season. 

Julie Lambert, Senior Director, Commercial for Canada
Steamship Lines, said, “A strong season is forecast for 2019
across all commodities we transport on the Great Lakes. Dur-
ing a busy 2018 navigation season, Canada Steamship Lines
fully utilized all operating ships.” Lambert said that CSL had
to keep one freighter tied up for most of the 2018 shipping
season because of crew shortages.

Fednav’s FALLine operation is entering its 60th year of
serving the Great Lakes. “It is too early to estimate what vol-
umes of steel our inbound shippers will deliver,” said Dennis
Pfeffer, who is Liner Manger, and Ami Zack, Chartering Man-
ager. “All in all, we currently have no reason to believe 2019
will be any different from 2018 in terms of imported steel
shipments. As regards export tonnage, again it’s early to say
what 2019 will bring in terms of bulk exports. It is safe to say,
however, that we have some of the most professional com-
panies in the world marketing our U.S. and Canadian grains,
that demand for domestic canola looks to be much better
than we had seen in 2018, and that there is a lot of high qual-
ity durum in North America that was not moved in 2018,”
they said.
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For Fednav, 2018 was quite a year with respect to steel
imports, considering tariffs imposed by the United States, Pf-
effer and Zack said. The introduction of the 25 per cent duty
on steel imports brought about great uncertainty about im-
port tonnage volumes from Europe for FALLine. “Ultimately,
inbound tonnage led by flat products for the automotive in-
dustry, followed by structural steels, wire rods, and plates re-
mained steady as prices for American steel increased nearly
offsetting the tariffs imposed,” they said. “In addition, con-
struction projects within Canada remained robust throughout
the year which meant good volumes of beams.” The hefty
bulk exports via the Seaway provided plenty of cargo for
FALLine.

On the other hand, Errol Francis, Vice-President of Oper-
ations for Canfornav, said the signs so far this year are not
encouraging. The line “had a reasonably good year in 2018
but 2019 has not started very well, with a depressed freight
market, and it’s difficult to predict the future, as clearly the
trade wars and tariffs seem to be taking a toll.”

Meanwhile Bart Peters, head of the Atlantic Department
of Spliethoff Shipping, said 2018 was a tough year for the
company’s Cleveland Europe Express, and 2019 isn’t likely
going to any better as the CEE enters its sixth year when nav-
igation commences.

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

Visit us at www.logistec.com

A Leading
Terminal Operator

“Freight rates are under pressure, and costs continue to
increase,” he said. “The most urgent problem now, which
damages the Great Lakes trade, is the pilotage issue.” One
positive for his company is that CEE will have Logistec as its
terminal operator in Cleveland, he said.

Peters said the increasing pilotage costs mean more
freight moves by trucks and trains than ships, meaning con-
sumers and manufacturers in the U.S. and Canada “pay too
much for the transportation of whatever they buy or sell, and
they will not be able to compete in export markets.”
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Vancouver terminal expansion happening against 
a backdrop of increasing land shortage
BY R. BRUCE STRIEGLER

Vancouver is the third-largest container port in North
America and the 47th-largest in the world. It accounted
for 42 per cent of the cargo handled by all Canadian ports
in 2017, generating revenues of $250 million and handling
$100 billion worth of container cargo each year which is
expected to triple by 2030. However, there is rising con-
cern within real estate circles and the marine shipping in-
dustry: the region does not have enough industrial land
with access to both rail and water. Existing terminals have
been keeping up with the capacity demands, but if growth
continues at the existing pace, and without additional con-
tainer terminal capacity, the fear is that B.C. ports will lose
their competitive edge with more global shipping lines di-
verting imports and exports through competing American
West Coast, Gulf Coast and Eastern Seaboard ports. Port
of Vancouver estimates that the additional cost to Cana-
dian importers and exporters to move goods through the
U.S. would be $80 million annually, starting in 2030. In the
first half of 2018, the Port hit record container volumes of
1.64 million TEUs (20-foot equivalent units) – a five per
cent increase in volume over 2017, with export traffic up
by 6.6 per cent, and imports up by 3.7 per cent. 

Whether containers or bulk commodities such as coal
and grains, space for expansion at Canada’s largest port

is shrinking. Planning for future capacity is pushing the
port to carefully consider what infrastructure projects will
be needed to support additional growth, as well as what
mitigation may be required to reduce the impact cargo
movement may have on surrounding communities. This
report is a first-of-the-year look at significant Vancouver
terminal expansion projects, just completed or approved
and under construction or engaged in some stage of en-
vironmental review.

INCREASING THE CONTAINER CAPACITY
ON CANADA’S WESTCOAST

First on the list; GCT Deltaport - the world’s largest
ship-to-rail intermodal container terminal, near the U.S.
border, thirty kilometres south of Vancouver. The largest
container terminal in Canada completed its $300 million
Deltaport Intermodal Yard Reconfiguration project in
2018. The 85-hectare (210-acre) facility handles the largest
container vessels on the Trans Pacific tradelane, and em-
ploys state-of-the-art systems at the terminal. GCT
Canada says the upgrade increases the facility’s rail capac-
ity by 50 per cent to 2.4 million TEUs. 

Near the GCT site, the Port is working on plans for the
Roberts Bank Terminal 2 Project. Proposed as a new ma-
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rine container terminal at Roberts Bank in Delta, B.C., the
Port says the project is necessary to ensure Canada can
deliver on its trade commitments and ambitions. The pro-
posal calls for the creation of 108 hectares of new indus-
trial land in deep, subtidal waters to minimize
environmental effects. The terminal would have up to
three berths for container ships, and would provide 1,500
on-terminal jobs. The Roberts Bank Terminal 2 Project
would deliver a total of 2.4 million TEUs capacity. In order
to protect the stability of the market for all terminal oper-
ators, the project would open with a capacity of 1.6 mil-
lion TEUs, holding back the remaining potential.

Roberts Bank Terminal 2 has encountered a potential
obstacle after a federal agency presented concerns with
the project’s impact on migratory shorebirds, particularly
the western sandpiper species. While 2030 may seem to
be a long way out, the environmental approval process
for the Terminal 2 project is already half a decade in, and
moving with glacial speed. Given the length of the Envi-
ronment and Climate Change Canada (ECCC) agency re-
view process, the earliest the new terminal can be built
and in operation is somewhere between 2028 and 2030.
The project’s capital cost are estimated between $2 billion
and $3 billion, although every two-year delay adds about
$500 million to the cost. The project contains supporting
infrastructure such as a container storage yards, inter-
modal rail yards, and improved road access.

Also underway is a $320-million expansion of the Cen-
term container terminal on the harbour in downtown Van-
couver. The on-terminal improvements at the DP World
terminal would increase the maximum container handling
capacity at Centerm by two-thirds, from 900,000 TEUs to
1.5 million TEUs. The project includes an increase to the
terminal footprint of approximately 15 per cent and re-
configuration of the terminal to increase the terminal’s
container capacity. In October 2018, Environment and Cli-
mate Change Canada issued a disposal at sea permit for
dredging works associated with construction of this proj-
ect. This was followed in November 2018, as Fisheries and
Oceans Canada issued a Fisheries Act authorization for
the Centerm Expansion Project, allowing the project to
proceed with in-water marine construction. Construction
is anticipated to start in the summer of 2019, dependent
on meeting permit conditions. Some preparatory and in-
vestigative works, such as surveying and geotechnical in-
vestigations, will likely take place in advance of
construction

SIGNIFICANT EXPANSION PLANS FROM
GRAIN AND POTASH PRODUCERS
STARTED

Under construction in North Vancouver is the port’s first
new grain elevator in 50 years. G3 Terminal Vancouver is
a joint venture partnership between G3 Global Holdings
and Western Stevedoring Company Limited (Western).
The Joint Venture is building a state-of-the-art export ter-

minal at Lynnterm West Gate in North Vancouver, the first
new grain terminal constructed at the port since the
1960s. Canadian grain and oilseed crops generate $23 bil-
lion in exports each year – nearly half of Canada’s total
food and agriculture exports. However, recent transporta-
tion challenges have highlighted the fact that the indus-
try’s current grain movement infrastructure is not sufficient
to meet the need created by the increasing supply and
demand for Canadian grain. G3 will create 175 local con-
struction jobs, and 50-60 permanent jobs. 

The new construction is a grain storage facility consist-
ing of up to forty-eight concrete storage silos, each 14-
storeys tall and capable of handling 180,000 tonnes with
an overhead conveyor system for distributing grain com-
modities as well as a rail loop with capacity for three trains
of up to 150 cars each. The existing wharf will be demol-
ished in part, and a berth structure will be added that in-
cludes pile driving 25 metres (82 ft.) south of the existing
berth face to support up to three ship-loading cranes. The
ship loading system will include three articulated booms
that can load ships up to a post-Panamax size. The termi-
nal is slated for completion in 2020, and the types of prod-
ucts that will be handled will include wheat, soybeans,
canola, peas, corn and specialty agri-products.

In the meantime, in November 2018 the Port issued a
project permit, and construction began for Fraser Grain
Terminal Ltd. to build a grain export facility in Surrey,
British Columbia. Located on federal lands managed by
Vancouver Fraser Port Authority, and adjacent to Fraser
Surrey Docks, the proposal is to construct a facility to ship
up to four million metric tonnes per year of bulk grain
products including wheat, barley, oil seeds, pulses and
other specialty grains from an existing berth at Fraser Sur-
rey Docks. (FSD) The proposed project would add 3.5 mil-
lion tonnes per annum of grain capacity, with the balance
of 0.5 million tonnes coming from the existing Joint Ven-
ture grain facility at FSD. The proposal includes the con-
struction of 25 above-ground steel storage silos, three
fixed stationary shiploaders, a semi-loop rail track, con-
tainer loading facility and storage yard, rail and truck load-
ing facility and other associated terminal infrastructure. 

In June, 2018, BHP Billiton Canada Inc. submitted a
project permit application to develop a potash export fa-
cility in Surrey, B.C., on federal lands managed by Vancou-
ver Fraser Port Authority. The 29-ha site is located entirely
on Fraser Surrey Docks property, with the facility receiving
the potash 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 con-
veyor system and moved from storage to the shiploaders
by covered conveyor. When the facility throughput
reaches the projected 8 million tonnes per annum, eight
to ten trains per week are expected, and three to four ves-
sels will load weekly at the facility, ranging from Handysize
up to Kamsarmax, similar to vessels that call at the existing
terminal. The project will require demolition of existing
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structures and significant site prepa-
ration.

A four-year legal battle over Fraser
Surrey Docks approval from the Port
to implement U.S. thermal coal ex-
ports seemed to end in January 2018
with the release of a federal appeals
court decision. “I can find no basis for
overturning the Port Authority’s deci-
sions — they were made fairly and
lawfully, and untainted by a reason-
able apprehension of bias,” Justice
James O’Reilly said in his judgment.
“I must, therefore, dismiss this appli-
cation for judicial review.” In pub-
lished reports, Jeff Scott, president
and CEO of Fraser Surrey Docks, told
a local newspaper that the project is
still in play. “We still have our permit
for the coal facility. We currently do
not have a construction date for that
facility but we’re still discussing op-
portunities with potential customers,”
he said.

Finally, B.C. owned and operated
Fibreco Export Inc. which has served
the western Canadian forest industry
moving wood chips and wood pellets
to customers around the world for al-
most 40 years, has decided to up-
grade its facility and to diversify into
other commodities. The plan includes
handling grain and lentils for the in-
ternational agricultural trade. Accord-
ingly, the company has received a
District of North Vancouver develop-
ment permit and project permit ap-
proval from Vancouver Fraser Port
Authority. The Fibreco Terminal En-
hancement Project will enhance the
terminal’s current wood pellet opera-
tions, add new grain export opera-
tions and remove the woodchip
exporting infrastructure. Works to be
undertaken within the Port Authority’s
jurisdiction include marine enhance-
ments such as berth improvements, a
new shiploader, dredging, and dem-
olition, with completion scheduled
for late 2019.

B.C. PORTS SPARED
DAMAGE FROM
AMERICAN TRADE WARS
AND TARIFFS

B.C.’s ports have thus far been
spared any major collateral damage

from the China-U.S. trade and tariff
war. Vancouver recently graduated
into the list of the world’s top 50 con-
tainer ports as compiled by the U.S.-
based Journal of Commerce. Its 10.9
per cent increase to 3.25 million
TEUs handled in 2017 ranked it No.
47. Mid-year 2018 cargo numbers
showed container cargo through the
port up five per cent to a record 1.64
million TEUs.

Port of Prince Rupert volumes
were up by 16 per cent to 591,335
TEUs compared with the first six
months of 2017. In December, DP
World’s Fairview container terminal
at Prince Rupert celebrated a historic
milestone. For the first time in a cal-
endar year, the facility handled one
million containers. When it opened in
2008, Fairview moved only 182,523
TEUs.

Last year, Metro Vancouver expe-
rienced 4.7 million sq. ft. of positive
absorption, but this was achieved
with only 3.1 million sq. ft. of new in-
dustrial space being completed.
Businesses that undertake supply
chain logistics such as retail and e-
commerce require such industrial
spaces for warehouses. And this is

more important than ever with the
growth trajectory of the Port of Van-
couver’s cargo volumes. Construction
and supply companies are also
among the traditional occupiers of
such spaces, but in recent years the
rapidly growing film industry has
been turning to warehouse sites to
convert the structures into large pro-
duction studios.

The shortage in supply continues
to drive up rents, with the average
net asking rent for Metro Vancouver
during the fourth quarter of 2017 at
$10.23 per sq. ft. – up 13.6 per cent
year-over-year. This is also the first
time industrial space rates have
crossed the $10 barrier in the region,
and property taxes have increased by
20 per cent or more in some areas.
Industry forecasts indicate the region
could run out of industrial land within
a decade — some even say as early
as 2020. If that happens, it could hol-
low out Vancouver’s economy, rele-
gating the Pacific Coast city into a
playground for wealthy retirees and
tourists, warns Robin Silvester, Port of
Vancouver’s Chief Executive Officer.
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B.C. Ferries to spend $1.1 billion to 
“future-proof” terminals
BY KEITH NORBURY

B.C. Ferry Services Inc., which op-
erates 47 ferry terminals on coastal
B.C., plans to spend $1.1 billion up-
grades to those facilities over the next
12 years. That’s 27 per cent of a $3.9
billion capital plan that B.C. Ferry
Commission signed off on in late
2018. It’s also significantly more than
the 21.4 per cent of the capital total
of $2.915 billion allocated in the pre-
ceding 12-year capital plan from fiscal
2004 to 2018.

In bringing those plans to fruition,
the ferry corporation will take into ac-
count anticipated and emerging
trends in transportation such as dri-
verless vehicles, ride-hailing, improve-
ments in transit, as well as diminishing
interest in car ownership among
younger generations. Those are all
points ferry corporation President and
CEO Mark Collins touched upon in a
recent interview. “We consider our-
selves right now to be engaged in
planning the coastal marine transport
system for B.C. for the middle half of
the 21st century,” Mr. Collins said.

While B.C. Ferries has no plans to
build any new terminals, it does antic-
ipate major expansions at several ter-
minals, said a spokesperson for the
corporation. That includes expanding
waiting rooms and holding com-
pounds and improving site layout to
enable smoother and safer move-
ment of passengers and vehicles.

SIGNIFICANT PROJECTS
The bulk of the $1.1 billion will be

for “significant terminal development
projects” at major terminals at Horse-
shoe Bay on the B.C. mainland and at
Swartz Bay, near Victoria on Vancou-
ver Island, as well at Langdale termi-
nal, which serves the Sunshine Coast
north of Vancouver. “We have some
(work) underway already,” Mr. Collins
said. “It’s not a lot of shovels in the
ground yet but there’s an awful lot of
preplanning to go into these things.”

B.C. Ferries is also planning work
on many of its smaller terminals, such
as those on various Gulf Islands that
provide lifelines to Vancouver Island

and the mainland. That includes a
program to standardize the berths at
all the small terminals so they can all
handle vessels of up to Salish class
size, capable of carrying 238 cars.

Like any Vancouver Islander, Victo-
ria transportation analyst Darryl An-
derson knows well the importance to
Islanders of B.C.’s coastal ferry sys-
tem, which is one of the largest in the
world. Overall, Mr. Anderson gives
B.C. Ferries high marks for its plans to
modernize the system and adapt to
changes in the transportation land-
scape. “B.C. Ferries is very, very as-
tute to recognizing that we’re not at a
point where you clearly can say that
the traffic is going to go X or Y,” said
Mr. Anderson, Managing Partner of
Wave Point Consulting. “But what
they’re really thinking about is the
vessels and terminals and how do we
build flexibility.” 

As far as the major projects go, first
up will be the Langdale terminal on
the Sunshine Coast, five kilometres
from Gibsons, best known as the lo-

MARK COLLINS
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cation of the iconic Canadian TV series “The Beach-
combers”. Mr. Collins expects shovels in the ground this
fall at Langdale. It will be a complete rebuild, with a new
passenger building, overhead loading walkway, reconfig-
ured terminal compound, and new ticketing facilities.
“That’ll probably run for a good 18 months once construc-
tion starts in the fall,” Mr. Collins said.

An even bigger project awaits at Horseshoe Bay, which
connects Langdale with Greater Vancouver and is also one
of two major terminals providing service to Vancouver Is-
land, the other being at Tsawwassen, 35 kilometres south
of downtown Vancouver. Mr. Collins said the Horseshoe
Bay berths are so antiquated and of such outdated tech-
nology that they hamper “operational efficiency.” 

PUBLIC CONSULTATION KEY
The ferry corporation is in the early stages of concept

building at Horseshoe Bay, which will involve a lot of public
consultation. “Because we are so integrated with that com-
munity, anything we do is going to be an enormous impact
on the population there,” Mr. Collins said.

A similar consultation phase is underway for the Swartz
Bay terminal, 30 kilometres north of Victoria near the tip
of the Saanich Peninsula. The berths at Swartz Bay, how-
ever, are largely in good shape with three of them — 2, 4,
and 5 — having been rebuilt about a decade ago. Berths
1 and 2, meanwhile were “mid-lifed,” meaning they won’t
need work for “a long time,” although berth 3 will proba-
bly come up for renewal in about 15 years.

“What we’re talking about at Swartz Bay is reconfiguring
the buildings,” Mr. Collin said. While those are potentially
big projects, they won’t involve the disruptions of pile-dri-
ving or blasting. “So we should be able to carry out the
work at Swartz Bay without unduly disrupting the popula-
tion around us,” Mr. Collins said. Nor will the Swartz Bay
work “interrupt our operational tempo,” he said. That’s un-
like at Horseshoe Bay, where removing one of the three
berths in order to replace it would reduce the terminal’s
capacity by a third.

Tsawwassen is a bigger terminal but Horseshoe Bay
handles more sailings each day with two fewer berths, Mr.
Collins said. “It’s a very intense terminal and anything we
do over there is going to entail some disruption to ferry
users unfortunately,” Mr. Collins said of Horseshoe Bay.

HORSESHOE BAY CHALLENGES
He anticipates that upgrades to Horseshoe Bay will run

into the hundreds of millions of dollars because of the
huge amount of civil works involved in replacing those
three berths and in reconfiguring the road networks. “One
of the biggest challenges at Horseshoe Bay is simply we
can’t load and unload two ships at the same time. That’s a
real operational constraint for us,” Mr. Collins said. For that
reason, the ferry corporation is looking for the Horseshoe
Bay improvements “to build resilience into that terminal,”
he said. And that means blasting, road building, concrete

pouring and other “heavy duty stuff” that is “very expen-
sive to do.” The holy grail for Horseshoe Bay is to be able
to handle two ships at a time, which Mr. Collins says, will
greatly improve efficiency.

The ferry corporation’s Sept. 28, 2018 submission of its
Performance Term Five capital plan, a.k.a. PT5, notes that
the capital plan flows from various master plans. The PT5
submission also references a network master plan. B.C.
Ferries could not provide a copy of the master plan, saying
that it contains commercially sensitive information. Mr.
Collins said that aside from the financial implications, the
master plan also reveals the order of the projects. “What
we’re trying to do is not show our hand too much to the
construction community because we go out for competi-
tive bids,” he said.

According to figures from B.C. Ferries, the corporation
will spend $47 million on capital projects at the terminals
in 2019, out of $360 million in total capital expenditures.
Annual capital spending on terminals rises to $84 million
in 2020 and stays around that level until 2024, when it hits
$113 million. An even bigger spike — to $190 million —
is projected for 2027, before dropping to $62 million in
2028, rising again to $101 million in 2029, and then taper-
ing off to $67 in 2030, the final year of the capital plan. 

B.C. Ferries, which since 2003 has been an independ-
ent corporation that ostensibly operates at arm’s length
from the provincial government, recently secured $17 mil-
lion from the federal government’s New Canada Fund for
the Langdale terminal project. Mr. Collins said he didn’t
know at present if any more federal government money is
coming to help with other planned capital expenditures.

FREIGHT CONSIDERATIONS
In formulating its capital plans, the ferry corporation has

even taken into account the freight part of its business, in-
cluding a drop-trailer service that it initiated about a
decade ago. As the term implies, the service includes
truckers dropping trailers at a ferry terminal where tractors
owned by the ferry corporation haul them onboard and
then drop them off on the other side. “We see the trend



CANADIAN

PORTS & TERMINALS

26 • Canadian Sailings • February 25, 2019

in the commercial business toward drop trailer,” Mr. Collins
said. “We understand the pressures that truckers are feel-
ing, that truck companies are feeling. It’s hard to get driv-
ers. Hours of work is an issue. And having the tractor and
the driver sitting on a ferry is maybe not productive
enough for them. So we see the trend towards drop trailers
and we’re certainly preparing for that future.”

The company’s total commercial business is about $100
million in revenue annually, with drop trailers a part of that.
“We are not the biggest drop trailer service, though,”
Collins said. Seaspan Intermodal competes with B.C. Fer-
ries for that business, and has argued that the ferry corpo-
ration’s drop-trailer service represented unfair competition
because of government subsidies B.C. Ferries receives.
However, in 2013, the B.C. Court of Appeal dismissed Sea-
span’s appeal of a B.C. Ferries Commissioner ruling on the
matter.

Asked to comment on that, Mr. Collins said B.C. Ferries
has a “serious competitive relationship” with Seaspan,
which Collins said is also increasing its capacity. (Canadian
Sailings reported in September 2017 that Seaspan’s drop-
trailer business was “thriving.”) “But we too are looking at
expansion of our capacity because we continue to have
much more demand than we can possibly service,” Mr.
Collins said.

NIGHT SAILINGS PROPOSED
So how does Ferries plan to increase that business if it’s

constrained for space at its terminals? One way is to have
more sailings. Another is to reconfigure the terminals in re-
sponse to changing traffic patterns that might emerge
from, say, the use of autonomous vehicles, ride hailing, in-
creased transit, and even the trend toward fewer younger
people owning and driving their own vehicles.

“And in the very long term as that change unfolds, we
can’t be sure, of course, but we can see a future where a
reduction in the number of passenger vehicles frees up
space for us to devote that to freight traffic, which is a
good thing,” Mr. Collins said. Another option is to run
more sailings with smaller loads. “And then, of course,
there’s always the overnight hours. There’s no reason why
we can’t operate overnight,” Mr. Collins said later. 

Mr. Anderson said, “I could see the corporation making
changes to the terminal configuration to allow some of
those other lanes that are held for commercial vehicles for
at-night drop off.” However, if B.C. Ferries runs overnight
sailings primarily for commercial vehicles, it could again
run into criticism that it is subsidizing that service and giv-
ing it an uncompetitive advantage against the private car-
rier Seaspan. “So the issue doesn’t go away,” Mr.
Anderson said.

SWARTZ BAY OPTIONS
At Swartz Bay, proposals include replacing the Lands

End Cafe building, originally constructed in 1959 about
the time the terminal first went into service and last up-
dated in 2005, as well as installing a seaside boardwalk.

Mr. Collins said the “upland facilities” at Swartz Bay are
showing their age. So the ferry corporation is looking at
more retail choices for customers, such as a convenience
store, or even personal services like haircuts and car de-
tailing. Another possibility is a mini mall similar to what’s
already in place at Tsawwassen. “What we need to do is
survey the customers and say, ‘What are the things that
you are looking for while you’re waiting for your ferry?’”
Mr. Collins said. “Although I’m not trying to suggest that
there’s more waiting ahead. What I am saying is that wait-
ing is an inevitable part of getting on a ferry, and how can
we make the customer experience the most enjoyable and
practical for them.”

How the revenue would be collected hasn’t been de-
cided. B.C. Ferries could rent to a master tenant, which
would then deal with individual retailers. That’s the present
case at Tsawwassen. Or the ferry corporation could be its
own master tenant, or even run the stores as B.C. Ferries
outlets.

MORE FOOT TRAFFIC FORESEEN
One trend Mr. Collins does foresee at the major termi-

nals is expansion of foot-passenger facilities, which are
often crowded. But rather than provide separate services
for foot and vehicle passengers as is the case today, Mr.
Collins envisions merging the two streams. “So you have
a concourse which can serve both populations of trav-
ellers,” Mr. Collins said.

At Swartz Bay, foot passengers now often arrive by car
and park in massive lots on the terminals grounds. On hol-
iday weekends, those lots often fill up. Mr. Collins acknowl-
edged that parking space can be an issue. But the ferry
corporation has no plans to build a parking garage at
Swartz Bay. “Parking structures are extremely expensive,”
Mr. Collins said. He would rather solve the problem
through increases in transit usage and ride-hailing. “Put
the two of those together and you could have a very inter-
esting confluence in transportation,” Mr. Collins said.
“Imagine a ferry system where very few people are taking
their personal vehicles. Instead, they’re ride-hailing a lovely
luxury car to come pick them up that takes them to the
ferry terminal; and then on the other side, they’ve got an-
other luxury car waiting for them.”

One place where a parking garage is already in use is
at Horseshoe Bay, the terminal most constrained by geog-
raphy. The corporation is in the midst of planning and com-
munity consultation on Horseshoe Bay’s future.

Another plan for Swartz Bay is to increase its warehouse
capacity but also move the warehouse from the waterfront
further inland on the terminal property. The Swartz Bay
warehouse not only provisions the ferries based out of
Swartz Bay with food and retail supplies, but also for the
vast majority of the stores for the Tsawwassen-based ships.

PLANS FOR MINOR TERMINALS 
The major terminals, which carry the bulk of B.C. Ferries

traffic and generate the most revenue, will receive most of
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the capital work over the next 12 years. However, smaller
terminals, especially on the Gulf Islands, represent crucial
transportation links for residents of those islands. “They
are lifeline services that we offer on these small communi-
ties and there’s nothing more important than a lifeline,”
Mr. Collins said.

For example, a wind storm in late 2018 severely dam-
aged the terminal on Penelekut Island, putting it out of
commission for three weeks as B.C. Ferries mounted an
around-the-clock effort to repair it.

Among the minor terminals earmarked for rebuilds are
Vesuvius Bay on Salt Spring Island, its Vancouver Island link
at Crofton — both built in the 1960s — and at Blubber Bay
on Texada Island, the largest of the Gulf Islands. All those
projects on the small terminals will result in standard-sized
berths capable of handling any ferries up to an intermedi-
ate-size 238-car Salish class vessel. That opens up the
prospect of eventually running larger ships on routes such
as the one serving Texada Island, Mr. Collins said.

Standardization also provides much more operational
flexibility in the event of a ship breaking down. The old ter-
minals were basically custom-built for one class of ship so
couldn’t handle a vessel of a different size.

“It’s kind of hard to write it down on paper and show
the accountants what the value is,” Mr. Collins said. “But

the very first time you take an intermediate vessel in there
because you can, and you’re back filling for a broken-down
vessel, you’ve just got it all back.”

LOOKING AHEAD TO 2075
Overall, the ferry corporation is tasked with planning

what the transportation landscape will look like in the latter
part of the 21st century. “Ships that we build today will be
operating until 2075,” Mr. Collin said. B.C. Ferries is think-
ing about how it will serve his grandchildren. “Someday
we might all be flying back and forth to Vancouver in
drones. But the tires, the groceries, the building materials,
the steel is still going to come to and from the Island by
ship,” Mr. Collins said. So he can envision a transformation
in the ferry service similar to what happened with the post
office after the introduction of electronic mail all but elim-
inated letter mail.

Should ride-hailing services like Uber — which the B.C.
government is still in the process of enabling — and au-
tonomous vehicles become so popular that few people
own cars, B.C. Ferries will have to “future-proof” the ter-
minals. That means converting space now reserved for
waiting passenger cars into pick-up and drop-off zones for
foot passengers. “We aren’t building a ferry system for our-
selves,” Mr. Collins said. “We’re building a ferry system for
the people and communities that we serve.”

New Nanaimo Vehicle Processing Centre ready 
for first shipment
BY KEITH NORBURY

A new facility for handling imports of Euro-
pean vehicles is the latest addition to services at
the Port of Nanaimo on Vancouver Island. The
B.C. Vehicle Processing Centre will receive its first
shipment of 400 automobiles in early March, said
Ian Marr, President and CEO of Nanaimo Port Au-
thority. That is when the Tranquil Ace, an MOL
pure car and truck carrier, or PCTC, will dock at
the port’s Assembly Wharf near the city’s down-
town. The ship is scheduled to arrive at Nanaimo
on March 7. Renovations to the 60,000 square
foot building that will house the vehicle process-
ing centre were 90 per cent completed by Janu-
ary. “But there’s always the odd little thing you
can do around it to make it just a little nicer,” Mr.
Marr said.

The port has partnered with Western Steve-
doring and the auto division of Seattle-based
SSA Marine, Western’s parent company, to de-
sign, build, finance, and operate the facility.

Nanaimo’s new B.C. Vehicle Processing Centre,

shown here during construction in late 2018, is

ready to receive its first shipment of European

automobiles this March.
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The vehicles will be driven off the ship to the on-land
facility adjacent to the wharf where they will be prepared
for distribution to dealerships throughout Vancouver Is-
land and the Vancouver area. Eventually, the plan is to ex-
pand that distribution to western Canada.

GROWING BUSINESS AT THE PORT
“Vancouver is obviously the place where all the auto-

mobiles go right now,” Mr. Marr said. “We’re just trying
to grow the business in the port and this is an opportunity
for us to provide activity at our downtown terminal as op-
posed to our Duke Point terminal.”

Darryl Anderson, a transportation analyst based in Vic-
toria called the new vehicle processing centre “a fantastic
venture.” B.C. is a destination “for a very high number of
luxury automobiles,” he said, and those B.C.-bound Eu-
ropean luxury cars are typically off-loaded in Halifax and
shipped by rail to the west coast. However, “there have
been weather-related issues with the supply chain,” Mr.
Anderson said. He also questioned the wisdom of putting
luxury autos in railcars during the Canadian winter and
potentially exposing them to the elements. Shipping
them through the Panama Canal protects the cars in an
enclosed environment.

Exactly which kinds of European automobiles are ar-

riving in Nanaimo, Mr. Marr wasn’t at liberty to say, citing
non-disclosures agreements. He wasn’t even sure which
European port they are coming from.

MOL’s online schedule shows Tranquil Ace departing
the International Car Operators terminal in Zeebrugge,
Belgium on Jan. 25, and then reaching Nanaimo on
March 4 after a number of European, East Coast and
West Coast stops. No celebrations are planned for the ar-
rival of the first PCTC in March. Mr. Marr expects that to
come later in order to coordinate the event with all the
parties involved, such as the National Trade Corridor
Fund, which contributed $6.3 million to the $19 million
project.

A SECOND PHASE POSSIBLE
So far about two-thirds of the $19 million has been

spent. “The next third would be spent if business picks
up enough that we can move into the next phase,” Mr.
Marr said. In the first year of operation, a shipload of ve-
hicles is expected to arrive every two weeks, with a total
of 100,000 cars arriving in that first year. 

During construction, 20 to 25 people were working on
the warehouse, four or five on marine works, and another
10 on civil and electrical works. Mr. Marr wasn’t able to
say precisely how many people will be employed at the
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vehicle processing centre, although he estimated it would
be around 20 full-time. 

Aside from a complete rebuild of the exterior of the
building, and retrofitting 30,000 square feet of the inte-
rior for vehicle processing, the project also involved
adding a new dolphin to the 600-foot Assembly Wharf to
accommodate the 200-metre long PCTC. Tranquil Ace
and vessels like it are susceptible to wind movement be-
cause their hulls are like solid walls. “They’re not as low
as some of the other ships you see around,” Mr. Marr
said. “The big ro-ro carriers have always got a big
windage to them.”

CRUISE BUSINESS DECLINES
Other big ships are also coming into the port but not

as many as in past years. Nanaimo expects about three
cruise ships to visit this season — despite building a $24
million cruise ship terminal that opened in May 2011 ad-
jacent to the Assembly Wharf.

In recent years, eight to ten cruise ships called at
Nanaimo annually. Before the cruise ship terminal was
built, 12 to 15 cruise ships would anchor in the harbour.

“And then they’d say we’d definitely be coming if you
had a facility,” recalled Mr. Marr, who was named Presi-
dent and CEO on Jan. 15 but has been with the Port Au-
thority and its precursor organization for 30 years. “And
then you build a facility and everybody changes their
minds.” Mr. Marr chalked that up to the nature of the
cruise ship business, which plans its sailings more than a
year in advance. Nevertheless, the port is looking to in-
crease its cruise business “substantially” for 2020.

Island Ferry Services Ltd. has proposed running a pas-
senger ferry service from the cruise ship terminal to Van-
couver starting this summer. But those plans had yet to
launch by press time.

CONTAINER BUSINESS PROMISING
Meanwhile, business is steady at Nanaimo’s Duke

Point container terminal, which started its barge service
to and from the mainland in 2012. It’s now handling
about 45,000 containers annually compared with about
4,000 in the first year of operation. “We are looking to
expand the facility out there if we can,” Mr. Marr said.
The port is in the planning stages on that, and working
with terminal operator DP World to investigate the busi-
ness case, which might include handling container ships.
“It wouldn’t be massive ones, but it would be ones that
could serve Vancouver Island,” Mr. Marr said. 

It would also make it easier for Island exporters to get
their goods to market and provide another conduit for
bringing goods to the Island, which has limited availabil-
ity of supplies. “If you think back to the wind storms we
had here in middle of December they caused quite a bit
of disruption,” Mr. Marr said. “We ran out of everything
in two days.”

DP World took over operation of Duke Point in 2011.
Shortly after that, the terminal received a used 2008 Lieb-
herr LHM 500S 104-tonne capacity shore crane that was
supposed to replace an aging 40-tonne Canadian-made
Canron container crane. But years later, the Canron,
which the port acquired for $1 in the 1980s, is still in serv-
ice along with the Liebherr. “But the new plan would ob-
viously require maybe some different equipment to get
everything the way we want it to be,” Mr. Marr said. 

BIGGER PLANS STILL AHEAD
In 2016, the port’s then CEO Bernie Dumas said

Nanaimo was looking for federal money to help bankroll
a $50 million to $70 million expansion of Duke Point. It
would include a second berth 600 feet long capable of
handling 4,500-TEU container ships. Mr. Marr said those
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Port Alberni has recurring transshipment aspirations
BY KEITH NORBURY

The dream of a $2 billion transship-
ment hub near Port Alberni on the
west coast of Vancouver Island remain
alive despite being unsuccessful in a
recent call for expressions of interest
from the federal government’s Na-
tional Trade Corridor Fund.

Zoran Knezevic, CEO of Port Al-
berni Port Authority, said in January
that the port plans to try again during
the government’s next call for propos-
als which began Jan. 15. “This time we
will probably be looking for detailed
funding for a detailed feasibility
study,” Mr. Knezevic said. 

In the more immediate future, Port
Alberni has a few more modest initia-
tives in the works. They include efforts
to increase the frequency of cruise
ship visits, expanding the port’s capa-
bilities as a fish-processing hub, re-
suming lumber exports once a new
sawmill is completed, and maintaining
its place as significant port for log ex-
ports.

CRUISE SHIPS COMING
This year, a cruise ship from Holland

America Line will make one-day stops
at Port Alberni on May 25, June 15,

plans are still in play, although work on them has been
delayed since Mr. Dumas retired.

“We did do an economic impact study way back in
2013,” Mr. Marr said. “So we’re probably due to refresh
that study and look at what we’re contributing now as far
as jobs in the marine sector.” On a similar note, the Port
Authority held a job fair in November with several com-
panies in marine-related industries such as Seaspan, B.C.
Ferries, DP World, Western Stevedoring, and Pacific Pi-
lotage Institute. “It was very well-attended, which was re-
ally good to see and encouraging that people are
interested in marine positions and marine careers,” Mr.
Marr said.

Also attending the job fair was Western Canada Ma-
rine Response Corporation, which signed a 25-year lease
this summer with the Port Authority for nearly 130,000
square feet of land and waterlot areas to build a $10 mil-
lion oil spill response facility. “They’re just waiting to see

what will happen with pipelines before they start building
their facilities,” Mr. Marr said.

MORE MOORAGE ENVISIONED
And this November, the Port completed design plans

for a new downtown boat basin marina. Built over five
years, the new marina would increase moorage by 50 per
cent but on the same footprint as the original. The Port
Authority has requested the federal government to help
with the $15 million project cost, but has yet to receive a
response to its application.

The marina is a focal point of the community for a va-
riety of users including fish boats, tug boats, pleasure
crafts, and visitors. “We’re just trying to make some
changes to it and try to accommodate all those user
groups within the downtown area and try to actually in-
crease the capacity and the utilization there by everybody
in the community,” Mr. Marr said.

and July 6. They will be the first
cruise ship visits to Port Alberni since
2013. “We are hoping to get more
and more every year in the future,”
Mr. Knezevic said. A cruise commit-
tee that includes representatives
from the city of Port Alberni and the
local chamber of commerce has been

formed to help with those efforts.
The port has also hired Aquila Tours
of Saint John, N.B., to assist with
making Port Alberni “more cruise at-
tractive and cruise friendly,” Mr.
Knezevic said. “From what we have
learned, the cruise industry is looking
for new destinations.”

Zoran Knezevic, CEO of Port Alberni Port Authority, hopes that lumber

exports will resume from the Vancouver Island port once a new

sawmill is built.
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According to the Holland America website, Maasdam
will stop at Port Alberni this summer during 21-day cruises
between San Francisco and Alaska. Port Alberni tours in-
clude a ride on a steam train and visits to a winery, a mi-
crobrewery, a water buffalo farm, a steam-operated mill,
Stamps Falls, Cathedral Grove, and Coombs. “The big rea-
son why Holland America has returned to Port Alberni is
they’ve launched a new tour market segment focusing on
unique authentic experiences for their passengers, who are
a little bit younger than the traditional cruise passenger,”
said Dave McCormick, the Port Authority’s Director of Pub-
lic Relations and business development.

780-foot-long Maasdam, which accommodates 1,258
guests, will drop anchor at the port and transport passen-
gers by tender to Centennial Pier, where they will disperse
for the various tours. If it all pans out, Port Alberni Termi-
nals is contemplating dedicating berth 3, which has room
for expansion, for future cruise ship visits, Mr. Knezevic
said.

FISHY FUTURE
In recent years, Port Alberni has become the home port

to a pair of factory fishing vessels that process and freeze
their catches at sea. Raw Spirit, owned by Victoria-based
Independent Seafood Corporation of Canada, has been
calling at the port for about the last six years. A second
vessel, Viking Enterprise, owned by Arctic Pearl Fishing
Ltd. of Richmond, B.C. is a more recent addition. Raw

Spirit unloads the equivalent of about a dozen 40-foot con-
tainers of hake, turbot and other fish three times a month.
The catch is then sorted and loaded into containers
hooked up to reefer plugs at the port. “When those reefer
containers are ready, they are trucked to the lower main-
land and put on ships that pass in front of Alberni a week
or so later on the way to Asia,” Mr. Knezevic said.

Port Alberni also has a fish processing facility that is cur-
rently being used only for ice production. However, the
port is offering the owners of that Port Fish ice plant up to
$500,000 as an incentive to upgrade the facility so it can
resume fish processing. The aim is to capitalize on Port Al-
berni’s heritage as a blue-collar community and recreate
its image as a fishing village. “There is a lot of seafood that
is being caught in the (Alberni) inlet, inside and outside,
that passes through our community. We would like to cap-
ture that and process it here for the export market and also
for the visitors as well,” Mr. Knezevic said.

LOG EXPORTS STEADY FOR NOW
For now, Port Alberni’s major export is logs. In 2018, it

shipped out 620,000 cubic metres of logs, slightly less than
the previous year, Mr. Knezevic said. That works out to
433,566 tonnes, which is a fraction of the 6.6 million
tonnes of logs Port Vancouver handled in 2017. Log ex-
ports have long been controversial in B.C., and the New
Democratic provincial government recently vowed to in-
troduce policy reforms to reduce raw log exports and en-
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courage more lumber production.

Port Alberni also used to export lumber, about one
ship a month. But Western Forest Products, its main cus-
tomer for that, is now exporting from Nanaimo, Mr.
Knezevic said.

However, San Group of Langley, B.C., is building a new
sawmill at Port Alberni that Mr. Knezevic expects will
begin operation later this year. “That one is going to pro-
duce a large amount of lumber and most of it, from what
I’m heard, destined for Asia,” Mr. Knezevic said. “I be-
lieve with that additional sawmill and what we have pro-
duced here before we’ll be able to attract that lumber
ship back to port.”

BERTHS NEED WORK
Looking ahead, two of the three berths at Port Alberni

Terminals — berths 1 and 2 — were built in the 1950s and
1960s and in need of upgrades. “We are doing some re-
pairs and retrofits right now,” Mr. Knezevic said, adding
that the Port Authority will apply to the National Trans-
portation Corridor Fund to assist with the revitalization.
“If you don’t repair it and replace it, it will no longer be
usable in a decade or so,” he said. Berths 1 and 2 have a
combined length of 320 metres and a depth of 11.4 me-
tres at zero tide. 

Berth 3, which is 320 metres long with a depth of 12.2
metres, was built within the last 40 or 50 years. “It has
concrete piles,” Mr. Knezevic said. “It has strong solid
concrete deck. So it’s really in good working order and
shape.” In contrast, berths 1 and 2 are built with wooden
decks on wooden piles. “And that needs some love, he
said.

PATH COMMITMENT REAFFIRMED

A long-term dream for Port Alberni, though, remains
the PATH project. In late January, the Port Authority reaf-
firmed its commitment to the project in a four-page open
letter signed by Knezevic and Ron Crema, who chairs the
Port Authority. The letter makes the same arguments de-
tailed in a 420-page feasibility study released in 2014:
PATH project will sidestep the problem of traffic conges-
tion on B.C.’s lower mainland that hampers the smooth
movements of containerized cargo. The negative impacts
“have worsened dramatically” since that report, “in part
due to the continuing increase of container ship traffic,”
the open letter states.  

“Rail lines are running at capacity. Lower mainland
streets are clogged. Greenhouse gas emissions are rising.
In addition to these negative impacts, industry is facing
an accelerating shortage of truck drivers. Land for indus-
trial and commercial growth is virtually unavailable while
all classes of real estate prices, including residential, have
soared,” the letter continues.

Darryll Anderson, a transportation analyst, said trans-
shipment plays an important role in the movement of
Canadian goods on key junctures of the north-south and
east-west trades in areas of high shipping traffic of large
vessels such as the Caribbean. But he isn’t convinced that
there is enough traffic in the Pacific northwest at present
to make a transshipment hub viable at Port Alberni. “If
you’re just trying to say other people’s points of conges-
tion are going to provide a transshipment opportunity for
me, that’s a challenge,” Mr. Anderson said, adding that
“what we’ve seen is the transshipment traffic tends to be
less certain because the shipping lines can reconfigure
their schedules.” 

The National Trade Corridor Fund has yet to be con-
vinced of PATH’s worthiness. The fund had short-listed an
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Image shows a conceptual configuration for the proposed $2 billion Port Alberni Transshipment Hub.

Illu
str

ati
on

: P
or

t A
lbe

rn
i P

or
t A

ut
ho

rit
y



February 25, 2019 • Canadian Sailings • 33

CANADIAN PORTS & TERMINALS 
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expression of interest from the proj-
ect, the Port Authority announced in
October 2017. But now that the proj-
ect has failed to clear that hurdle, Mr.
Knezevic said the Port will just have
make “a stronger business case.”

CASE MADE ALREADY
It’s not as though the Port Author-

ity hasn’t already made a case — in
the $450,000 420-page report that
Transport Canada helped pay for in
2014. That report consisted of pre-
feasibility studies conducted by
heavyweight consulting and engi-
neering companies such as SNC
Lavalin, Hatch Mott MacDonald, and
Canadian Pacific Consulting Services. 

The study envisioned the PATH
terminals handling 3.5 million con-
tainers a year to and from ships ca-
pable of carrying 22,000 standard
containers at time. The containers
would then be placed on barges and
moved to terminals on B.C.’s lower
mainland, as well as to Seattle and
Tacoma in Washington state. Mr.
Knezevic said the regulatory land-
scape has changed since that report
was prepared, changes that the new
PATH proposal will take into account.
For example, since January 2015,
ships sailing in designated Emission
Control Areas, such as along the Pa-
cific Coast of the U.S. and Canada,
can only burn bunker fuel with a sul-
phur content of less than 0.1 per
cent. Being able to dock at Port Al-
berni instead of Vancouver would

significantly reduce the amount of
high-priced ultra-low-sulphur fuel
those ships would have to burn, Mr.
Knezevic said.

Another argument the Port ad-
vances is that reducing the number
of large vessel sailings in the Salish
Sea would lighten the impacts on
the region’s endangered killer
whales. “I would say container ships
are noisier than most ships because
of their speed,” Mr. Knezevic said.
“By reducing the number of large
container ships in the Salish Sea, and
utilizing shallow-hulled barges that
create less noise pollution, ab-
solutely, we will help the southern
killer whale population.”

The more detailed study will also
look at scaling down the project —
from the $1.7 billion to $2.2 billion
originally envisioned — “to make it
more palatable,” he said.

The main arguments in favour of
PATH will remain the same, though.
“We have to build a relief valve for the
lower mainland,” Mr. Knezevic said.

CONGESTION ARGUMENT
Mr. Anderson did concede that

congestion in Vancouver and Seattle
might eventually reach the point
where transshipment is necessary.
However, because transshipment traf-
fic is more mobile than gateway traf-
fic, a terminal operator looking to
invest in a transshipment terminal is
going to wonder who will be the
baseline customers, Mr. Anderson
said. “There may be some benefits to
transship some cargo through the
lower mainland and possibly into
Seattle or Tacoma. But it doesn’t an-
swer the question from a terminal op-
erator’s perspective of where are we
going to get that baseline,” Mr. An-
derson said.

He also said that Port Alberni also
lacks the large local market of big in-
dustrial centres like Vancouver and
Seattle. Mr. Knezevic, however, noted
that Vancouver Island has a popula-
tion of about 800,000 that will soon
reach one million. He says that would
provide a substantial local market for
PATH.
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Montreal’s logistics community moving forward on
different fronts
BY BRIAN DUNN

ºThe port of Montreal continues to
grow its operations with a new record
set in the container sector, handling a
total of 1.6 million containers last year,
an increase of 9 per cent over 2017.
Total volume handled was 39 million
tonnes, up 2.3 per cent during the
corresponding period. It marks the
fifth year in a row that total tonnage
has increased.

Those numbers are reflected in the
operations of Logistec Corp. which
has also enjoyed healthy growth, ac-
cording to company President and
CEO Madeleine Paquin. “Last year
was a pretty good year for everyone
on the St. Lawrence and Great Lakes
in terms of volume growth. In 2018,
we did two acquisitions which added
ten new terminals, giving us 61 termi-
nals in 37 ports. The two acquisitions
added $100 million in revenue.”

In March, Logistec acquired Gulf

Stream Marine, Houston, TX, with ten
terminals in five ports. Gulf Stream
performs cargo handling, stevedoring
and terminal operations. Two months
later, Logistec acquired Pate Steve-
dore, Pensacola, FL. which also pro-
vides cargo handling and distribution
services. “Both operations have highly
regarded reputations which comple-
ment our existing operations and will
help deliver higher expectations from
our customer base,” said Ms. Paquin.

In Montreal, Logistec continues its
strong partnership with the port’s con-
tainer services which are growing in
part through the Canada European
Trade Agreement (CETA) and MSC’s
business growth which is driving busi-
ness globally through its Montreal
gateway, noted Ms. Paquin. A record
volume of dry goods was attributed to
shipments of salt from overseas,
scrap, alloys and sugar. “This year will
also be an exciting one for us with in-

creased volume through Viau (termi-
nal) and through Phase II at Contre-
coeur.”

Logistec is working closely with
Port of Trois-Rivières which is increas-
ing storage and dock capacity
through its 2030 development plan.
The company has seen an increase in
project cargo activity, along with for-
est products which it hasn’t seen in
years. Port de Sept-Îles saw a rebirth
of iron ore activity where Logistec
handled a record 5.6 million tonnes in
nine months, according to Ms.
Paquin.

Last year was a difficult one for ice
conditions in the Arctic, but a banner
year for cargo, with Logistec adding
another vessel to its fleet to handle re-
supply for northern communities as
well as cargo for mining companies
Baffinland and Canadian Royalties.

Logistec also saw growth in its
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wood pellets handling business in
Brunswick, GA, while it secured a new
contract for forest products at its ter-
minal in Baltimore, MD.

“We foresee continued growth this
year in both volume and revenue, but

we can’t expect it to come to us. We
have to go find it. We would also love
to be in Western Canada, as it has al-
ways been on our radar.”

Last year was also a ‘pretty robust
one” in terms of volume growth at
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Montreal Gateway Terminals (MGT),
according to Michael Fratianni, Pres-
ident and CEO, although he couldn’t
put his finger on the leading factor
for that growth. “Maersk added a
new Mediterranean service last sum-
mer, and CETA has certainly helped,
but I think it’s too early to tell by how
much. The Canadian market has
grown, particularly in Quebec and
Ontario. 

“When China announced its with-
drawal as the world’s main repository
for recyclable materials, there was
some concern at the end of last year
that exports would drop through the
port of Montreal, as a lot of that ma-
terial moves through Montreal. How-
ever, other Asian countries such as
Vietnam, Indonesia, Malaysia, and
Thailand have seen their share of re-
cyclable imports rise, which had the
effect of mitigating China’s pulling
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out of that market,” explained Mr. Fratianni. 

“Despite all the discussions regarding tariffs the U.S. is
looking to impose on certain nations, we remain cautiously
optimistic regarding volumes for 2019. The U.S. Midwest
remains a very important market for Montreal.”

In addition to ten electric rubber-tired gantry cranes
(RTG) on order, with five expected to be delivered in May
and the remainder in the fourth quarter, MGT is introducing
a new truck gate system which involves, among other
things, optimal character recognition technology.  “Once
the system is rolled out in the second quarter of this year,
the interchange information will be mostly already in our
system thereby facilitating and accelerating trucker trans-
actions. Similar to checking in online for a flight, the new
system will allow trucking companies to do the paperwork
from their offices. We also plan to conduct a study to pos-
sibly replace several of our ship to shore cranes,” said Mr.
Fratianni.

Business at Termont Terminal over the last two years has
been growing at a faster pace than that at the Port, accord-
ing to Termont General Manager Julian Dubreuil, pointing
out that 95 per cent of Termont’s business comes from
MSC.

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?
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Last year, Termont relocated one crane from the
Maisonneuve terminal to its Viau site to balance service at
both terminals, said Mr. Dubreuil. It has ordered three
RTGs for 2019 which will bring the total number of RTGs
at Viau to ten. 

While the Viau 350,000 TEU terminal is not operating
at full capacity, it is increasing all the time. Phase II, which
will increase capacity to 600,000 TEUs, is on target to occur
within the next three or four years, Mr. Dubreuil predicted.

As part of a five-year, $120 million modernization proj-
ect announced in late 2017, Montreal Port Authority is up-
grading the Bickerdike Terminal, operated by Empire
Stevedoring Co. Ltd.  Scheduled to begin in May, the total
cost of the Bikerdike project is estimated at $25 million.
The upgrade includes redeveloping truck access for fluidity
and security; increasing and improving electrical capacity;
replacing existing buildings; redeveloping container and
cargo storage areas and redeveloping handling areas for
cruise ships.

While the Shipping Federation of Canada has no short-
age of issues to tackle, it has a few priorities it will focus on
in 2019. The first priority will always be to continue to im-

prove service to its members, noted Federation President
Michael Broad. It would also like to see amendments to
the Pilotage Act and even more icebreaking capacity and
the installation of four-season buoys. But with a federal
election coming in October, there may not be any move-
ment on these files this year, said Mr. Broad.

“There is also the issue of the carriage of heavy fuels in
the Arctic and low-sulphur fuel requirements as mandated
by the IMO. We’d also like to see more government in-
vestment to track whales through underwater noise sen-
sors and to modernize Canada’s Marine Communication
Traffic Service, which is the Coast Guard’s system to mon-
itor ship traffic movement in Canadian waters.” Another
issue the Federation would like to move forward is the
“marine single window” initiative under which all informa-
tion required by Canadian authorities related to the arrival
and departure of ships could be submitted electronically
through a single portal. This concept would eliminate
paper work, minimize redundancy and reduce possibilities
of errors and delays in terms of cargo and vessel reporting.
It is already in the process of being implemented in a num-
ber of countries, including those in the European Union,
Mr. Broad pointed out.
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As container ships and cruise ships
continue to get bigger, there is an ur-
gency in several ports in Eastern
Canada to accommodate these large
vessels to remain competitive and to
grow the business in these marine sec-
tors. 

The $205 million West Side mod-
ernization project in the Port of Saint

John has been moving forward at a
steady pace. The project will see the
lengthening and strengthening of the
pier structure at the West Side con-
tainer terminal as well as the deepen-
ing of the main channel. The project is
expected to be complete in 2023.
Presently, radiation portals are being in-
stalled which will allow Canadian Bor-
der Services Agency (CBSA) a seamless

Atlantic update
BY TOM PETERS

transition with no impact to opera-
tions during the major wharf construc-
tion, says Paula Copeland, the Port’s
Director of Communications and Cor-
porate Social Responsibility. At the
same time, a new bridge is being con-
structed to allow container wharf ac-
cess as a portion of the existing wharf
will be demolished to build the new
berth. Additionally, a number of elec-
trical upgrades are being completed
for power supply to future crane and
reefer facilities. A summary of other
work to date includes the removal and
demolition of outdated infrastructure;
dredging and disposal of silt; placing
and leveling of rock fill for caisson and
mattress; construction and installation
of caissons and piles; and connecting
of existing wharf to new piles.

When complete, Saint John will
have increased its container handling
capability from 125,000 TEUs (twenty-
foot equivalent units) annually to
320,000; increased its TEU rail capa-
bility from 75,000 to 333,000; plus in-
crease truck movements; nearly
double the container terminal area to
10 hectares and increased the area for
breakbulk and project cargoes.

With plans still in play to build a
$400 million container terminal as part
of the Beauport 2020 expansion proj-
ect, Port of Quebec will invest a
record $70 million this year in infra-
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structure and combined with planned
investments by port users in their own
facilities, total expenditure at the port
in 2019 will exceed $169 million. 

Quebec Port Authority (QPA) says
that most of its planned projects are
part of the first phase of a port infra-
structure upgrade. The work involves
repairing several wharves and restoring
the drawbridge. Quebec will also start
work on improvements to the interna-
tional cruise terminal. A second cruise
terminal will be built at Wharf 30 allow-
ing for simultaneous embarkation and
disembarkation operations for large
ships (4,000 to 5,000 passengers). In
addition to its own initiatives, other
major projects expected to get under-
way this year include La COOP
Fédérée’s grain export terminal. With
the help of the Quebec government
and Fonds de solidarité, La COOP
Fédérée will invest some $90 million for
the terminal in the Anse au Foulon sec-
tor. The port will invest an additional
$16 million in the same sector. 

Quebec has hired ex-Prince Rupert
Port Authority President Don Krusel as
Managing Director to build a Beauport
terminal. The port’s expansion plans in
the Beauport sector would see 17
hectares of graded land added to ad-
jacent available lands for an additional
610-metre wharf line with a depth of 16
metres. The new terminal will be fully
intermodal with direct access to major
rail and highway networks.

Krusel said in an email that work to
date on the project has included the
launch of a commercial process to at-
tract and select a terminal operating
partner with the announcement of a
the successful partner by mid-2019.
The environmental review process is
expected to be completed by the end
of 2019 and terminal construction to
commence mid-2020 with terminal op-
erations to start mid-2023.

Port of Halifax has also launched a
major project aimed at container ships.
The Port has begun work on extending
its South End container terminal, oper-
ated by Halterm Ltd., by 135 metres
and with a width of 33 metres. The goal
of the project is to be able to work two,
ultra large container ships simultane-
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ously. “There is a need to upgrade our
infrastructure to berth two of these ves-
sels simultaneously in order to remain
competitive,” said Karen Oldfield,
President , Halifax Port Authority (HPA).
“By expanding our infrastructure, we
can ensure Halifax continues to be a
vital link in the Canadian supply chain,
facilitating global economic ties and
providing access to international mar-
kets for importers and exporters.” Old-
field anticipates that container ships
with capacities of 10,000 TEUs and
greater will become regular callers to
the port by 2021. Halifax hopes to
have the extension, termed a ‘tempo-
rary fix’, operational by the first quarter
of 2020. The port has already hosted a
ship of over 11,000 TEUs. Dredging for
the project has already begun and the
construction of caissons will begin
shortly.

A more permanent terminal, north
of Halterm, has been identified as
being the most efficient plan for con-
struction and use of financial resources.
This infrastructure option will be con-
structed at a later date when there is
greater demand and when the HPA
can attract financing partners. The Port
has recently completed a long process
that identified a number of infrastruc-
ture options, including Halterm expan-
sion in a number of directions; raising
harbour bridges to expand the
Fairview Cove terminal; moving the
terminal to the Dartmouth side of the
harbour at an estimated cost of $1.4
billion (not including rail and additional
land purchase), plus other options. 

As a side note, Halterm Ltd. is up
for sale. Australia-based Macquarie In-
frastructure Partners purchased the
Halterm Income Fund in 2006 for $173
million. CN Rail has confirmed it has
made a bid for Halterm. Sources indi-
cate there are other bids as well. 

While there has been no new move-
ment publically on plans by Sydney
Harbour Investments Partners to build
a multi-million dollar, state of the art
container terminal in the Cape Breton
port, Port of Sydney Development
Corporation is moving forward with a
second berth for its cruise industry. The
$19-million project will be able to han-
dle the Oasis class ships, 362 metres
long and over 5,000 passengers. The
port had a record year in 2018 with 90
vessel calls and over 131,000 passen-
gers. The second terminal will be es-
pecially beneficial during days with
multi-ship visits. Corporation CEO
Marlene Usher said the contract to
construct the second berth was
awarded to Mabou, Cape Breton-
based firm, Van Zutphen Contractors.
Construction activity began the first
week of October. Usher said, “Dredg-
ing on the existing north side of our ex-
isting dock and on the second dock
has commenced. Two new landside
bollards, one on both the north and
south of the existing dock are substan-
tially completed. This will extend the
existing dock by 50 metres and allow
for the 300-metre plus vessels to dock
here.” Road construction and other on
land activity is continuing and pile driv-
ing will commence early this year. Proj-

Port of Halifax
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ect completion is tentatively scheduled for Fall of this year.

With an ever-increasing cruise business to the Port of
Charlottetown, PEI, work began last year on a second cruise
berth. McNally Construction was awarded the contract for
the $14.1 million project. Mike Cochrane, the Port’s CEO,
said work progressed into the Fall with the drilling of moor-
ing buoy pile socket locations then pile driving of the moor-
ing buoys and installation of rebar cages into pile casings.
Once the concrete was poured, the pile casings were cut and
buoys attached. Cochrane said work has also begun on one
of four breasting dolphins. Construction has now slowed due
to ice up in the harbour and will continue as soon as the ice
moves out in the spring.

The berth expansion project, expected to be complete
later this Fall, will extend the existing berth space by 270 me-
tres, which will allow for two vessels up to 330 metres to
berth simultaneously. Along with the berth expansion, there
will also be land redevelopment, bus lanes, improved taxi
area, revitalization of the cruise terminal and pedestrian
plaza. Charlottetown had a record 2018 for its cruise sector
with nearly 98,000 passengers and 44,000 crew.

Port of St. John’s, NL, known more for its support of the
offshore energy industry, officially opened Pier 17 finger pier
in November, said Bob McCarthy, the port’s Vice-President,

Development. The pier provides two new operational berths
in support a wide variety of offshore energy-related vessels.
The berths are equipped with all the mooring hardware re-
quired for safe and secure berthing and each has shore
power allowing vessels to plug in and turn off their genera-
tors, thus reducing emissions.

The $12.8 million, concrete wharf is 135 metres long and
is 15 metres wide. The expansion project also improved
landside capacity, allowing the adjacent Pier 17 laydown yard
to better marshal equipment and supplies while accommo-
dating larger cranes and heavy equipment, all within a safe
and secure area. 

One project that has been on the books for several years
is the Melford container terminal located on the mainland
side of the Strait of Canso, Nova Scotia. Melford Atlantic
Gateway says it has signed BergerABAM of Colorado to
carry out design engineering work for the terminal. Berger-
ABAM works with engineering firms in Nova Scotia. Melford
had also planned to start clear cutting the proposed 700
acres site for the terminal and adjacent logistics. The termi-
nal, which is planned to be a pure rail terminal, has a price
tag of $450 million and when complete would be able to
handle 1.5 million TEUs annually. The project still has to sign
a major carrier to a long term contract.
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Grunt Club 
celebrates

Annual Dinner

Grunt Club President Theodore Blaize with
the representative of the Fondation de
l’Hôpital Sainte-Justine and her son.

84th



GRUNT CLUB
celebrates

Grunt Club President Theodore Blaize (left) presents donation
cheque to Robert Zeagman (right), Mariners’ House of
Montreal President and Carolyn Osborne, General Manager 
of Mariners’ House.

HEAD TABLE GUESTS GRUNT CLUB PRESIDENTS PAST AND PRESENT

Grunt Club President Theodore Blaize 
with Daniel Dion of the Institut maritime du
Québec.
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GRUNT CLUB
celebrates

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

Grunt Club President Theodore Blaize 
presents cheque to representative 
of the Fondation de l’Hôpital Sainte-Justine.

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 84th Annual Dinner in Montreal on December 7.

Grunt Club President Theodore Blaize 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.

84th
Annual
Dinner
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DANGEROUS GOODS 
CERTIFICATION DUE TO EXPIRE? 
Can’t find a class that starts when you need it? Finding it 
difficult to take time off work to complete your training?

CIFFA is an Authorized Training School of IATA and 
ICAO/FIATA for the transport of DG by air. As well, 
CIFFA meets all IMDG and TDG requirements for the 
shipping of DG by ocean and land.

With CIFFA’s flexible online offerings, you won’t 
need to stress about re-certification.

Register today at www.ciffa.com/education
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Hamilton and Oshawa ports could be merged under
surprise federal proposal
BY ALEX BINKLEY

Transport Minister Marc Garneau
surprised the Hamilton and Oshawa Port
Authorities by proposing they be amalga-
mated into a new entity. “This action is
being taken to improve port efficiencies
and planning in the region,” Garneau said
in a statement. “This amalgamation repre-
sents an opportunity to take advantage of
emerging business opportunities and to
increase economic growth and develop
the supply chain in this densely populated
region. The integration of port activities in
the two cities “is expected to enhance
investment and trade opportunities, and
contribute to Canada’s global competitive-
ness,” he said.

The Port Authorities were informed
of the move shortly before his department
issued a short news release about it. No
detailed reasons or explanation were pro-
vided. Donna Taylor, President and CEO
of Oshawa Port Authority and Chair of
the Association of Canadian Port Authori-
ties (ACPA), called the Garneau
announcement “very surprising.” She was
awaiting further details before comment-
ing further.

The February 9 Canada Gazette con-
tained a certificate of intent to
amalgamate Oshawa and Hamilton, Gar-
neau said, which kicked off a Transport
Canada consultation on the proposal,
which is to run until March 11. 

Skeptics could justifiably question
the motivation behind the proposed amal-
gamation. FarmTech Energy Corporation,
after having expressed an interest in
building a massive ethanol plant on
Oshawa Port property as early as 2007,
received Port approval to do just that in

Deloitte, the Port’s auditor, added
the following statement to the Port’s
financial statements for the year ended
December 31, 2016: 

“Without qualifying our opinion, we
draw attention to Note 3 in the financial
statements which indicates that the Port
Authority incurred a net loss of
$4,431,458 during the year ended
December 31, 2016 and, as of that date,
the Port Authority’s current liabilities
exceeded its current assets by
$5,910,599. These conditions, along with
other matters as set forth in Note 3, indi-
cate the existence of a material
uncertainty that may cast significant
doubt about the Port Authority’s ability to
continue as a going concern.”

It was later determined that the Port
was obliged to pay FarmTech almost $4.2
million as a result of the arbitration pro-
ceedings, which was substantially beyond
the Port’s cash resources and beyond its
ability to borrow. Ottawa had long held
that its eighteen Port Authorities were
“self-sustaining”, and presumably was not
prepared to write a cheque to cover the
arbitration award. In search of a way out
of the mess, an amalgamation with
another federal Port probably looked like
an elegant solution to a political problem.
Hamilton is a very well-financed Port that
has the cash and other resources to deal
with Oshawa’s debt. 

Increased port efficiency may or may
not have been the principal reason for the
proposed amalgamation. However, if it is,
it may behoove Transport Canada to con-
sider regional port amalgamation on a
much wider scale.

August of 2012. However, strong opposi-
tion to the plans was launched by Oshawa
City Council, and a number of environ-
mental and citizen groups. The plant
would reportedly have used as feedstock
about ten per cent of all of the corn pro-
duced in Canada, to produce some 210
million liters of ethanol annually, and was
slated for completion by 2014. However,
things proceeded slowly because, among
other things, the plant depended on con-
tinuation of federal and provincial subsidy
programmes, and it appeared that such
programmes would come to an end.
Although few details were provided at the
time, the Port announced in June of 2016
that the FarmTech Energy project had
been cancelled, and that the parties were
engaged in arbitration proceedings to
determine the amount of damages, if any,
the Port was responsible for. 

Port of Hamilton

Port of Oshawa
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Surging oil-by-rail brings provincially owned oil trains
as a “stop-gap” – until more pipeline capacity is built
BY R. BRUCE STRIEGLER

Canada’s oil industry has been facing record-low prices for its
exports, a glaring lack of insufficient pipeline capacity to bring its
product to market, and an uncertain long-term outlook. None of
these factors, however, are stopping Alberta oil producers from
increasing production, and relying more heavily than ever on rail to
move the product. According to Statistics Canada, the volume of oil
on Canada’s railroads has soared by 64.6 per cent in just the past
year. And in the past seven years, the number of rail cars carrying
oil across Canada has quadrupled. As one pipeline project after
another fails to launch, the industry is relying more heavily on rail
than ever to ship its oil. 

According to the National Energy Board, Canadian railways
hauled 353,789 barrels of Alberta oil in December 2018, the high-
est volume of oil-by-rail listed in NEB’s statistics. The International
Energy Agency says crude-by-rail shipments in Canada are
expected to more than double over the next two years as a lack of
pipeline capacity forces producers to look to alternatives. 

Lacking a national consensus on oil, interest groups in sep-
arate parts of the country are exerting pressure to slow, delay or
bring about cancelation of pipeline projects. Incredibly, complex
environmental assessments can cost hundreds of millions and
can take up to a decade to complete, while consultation efforts
never seem to cover all the issues. The anti-pipeline sentiment
is not confined to random sections of Canada. The most visible
symbol outside the country is Keystone XL: President Barack
Obama rejected the $8 billion project, bowing to pressure from
environmental groups and indigenous communities along the
pipeline’s path. TransCanada Corp. won approval from the
Trump Administration last year, but construction will not start
until next year—about a decade after the project was first pro-
posed. Protesters of KXL continue to block bridges and create
delays, while at numerous other pipeline projects in the U.S.,
protestors continue to impede work. Ominously, Vivian Krause,

a Canadian researcher, has documented the multi-million dollar
financial support of well-organized and well-funded activist
American organizations that have donated funds to Canadian
environmental organizations whose objective is to prevent
Canadian resources from being exported to compete with Amer-
ican exports. 

As if to demonstrate the lack of consensus, on the Monday fol-
lowing New Year’s, media reports began circulating detailing how
B.C. First Nations hereditary chiefs and their supporters were
blockading pipeline workers trying to access a worksite in a remote
area of Northern British Columbia. The blockade was illegal and
followed a court injunction ordering them to move and grant
access to the company building the pipeline. The Chiefs were
unequivocal: “We want them right off Wet’suwet’en territory,”
Chief Madeek was quoted in the reports. The workers were there
to begin construction of the Coastal GasLink Project, a line slated
to carry natural gas from the Dawson Creek area to a plant near
Kitimat, where it will be converted to a liquid form for export by
LNG Canada. TransCanada, chosen by LNG Canada to build and
operate the line, claims signed agreements with all First Nations
along the proposed pipeline route to LNG Canada’s $40-billion liq-
uefied natural gas project on the coast. But the hereditary leaders
say those agreements don’t apply to the traditional territories. 

Politics the driving force behind Alberta actions to end
“oil crisis”?

The heavy crude extracted from the oil sands usually sells for
US$10-US$15 less per barrel than West Texas Intermediate (WTI),
because it is more difficult to refine and must be transported longer
distances to refineries in the American Midwest and on the Gulf
coast. That gap (the “discount”) has widened considerably since
last July, at times approaching US$50 a barrel. Oil producers and
the Alberta government both cite overproduction of heavy crudes
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relative to pipeline capacity for the problem. They insist that if the
federal government had pushed harder to get at least one of five
proposed pipelines built, onerous pricing problems would have
been averted. 

The Alberta Government estimates the province is losing $80
million a day due to the discount. To address market imbalances,
Alberta Premier Rachel Notley announced on December 2 a
province-wide 8.7 per cent short-term cut to oil production to begin
in January 1. The plan, which would end Dec. 31, 2019, is
expected to reduce the discount by at least US$4 per barrel relative
to where it would have been otherwise, and contribute an addi-
tional $1.1 billion to the Alberta Treasury by the fiscal year ending
in 2020. However, within days of the announcement, and well
before the first day of the plan’s implementation, the discount
reverted back to the normal range of US$10-US$15 per barrel. By
all accounts, although it’s still early days, regulation of the volumes
of Alberta crude oil production appears to have been highly success-
ful. 

On February 19, Premier Notley further proposed the govern-
ment of Alberta lease 4,400 tanker cars to export oil from the
province, after having negotiated contracts with both CP Rail and
Canadian National to provide all the necessary services and track to
move the cars to refineries in the United States. The government of
Alberta will purchase the oil from local producers, and will sell it to
U.S. refineries through the Alberta Petroleum Marketing Commis-
sion. Service will start in July of this year, with planned shipments
of some 20,000 barrels/day, to ramp up to 120,000 barrels/day by
mid-2020. The plan is anticipated to continue for three years, until
such time as additional pipeline capacity has been brought into
service. Notley has indicated she is hopeful of financial assistance
from the federal government, although federal Finance Minister
Morneau has been lukewarm to the proposal.

International organizations predict oil-by-rail exports to
climb to nearly 600,000 barrels daily

In British Columbia, location of the original anti-oil protests,
reaction to Notley’s proposal has been muted. In published reports,
Sven Biggs, a climate campaigner with Stand.earth, said it’s his
organization’s understanding that almost all oil transported by rail
in Canada goes to the U.S. Midwest and Gulf Coast, and any cars
added by the province of Alberta would head in the same direction.
“It’s very unlikely any of that oil would come through British
Columbia,” he said. B.C. Environment Minister George Heyman

responded, saying that the government was committed to protect-
ing the province from the risks of diluted bitumen, regardless of
how it’s shipped.

Provincial officials estimate the total cost of the initiative to be
$3.7 billion over three years. In addition to recovering the cost, the
province anticipates that it will collect additional royalties and tax
revenues of some $2.2 billion. “Don’t mistake me, this is not the
long-term answer. New pipelines are the long-term answer. More
upgrading and refining is the long-term answer,” she said.

Paris-based IEA forecasts that crude-by-rail exports will grow
to 250,000 barrels a day in 2018, and then to 390,000 barrels a
day in 2019. It says shipments could peak as high as 590,000 bar-
rels a day in 2019 if producers don’t resort to crude storage in peak
months. 

Generational impact shows in new opinion poll as to the
“oil crisis” and pipelines

A new public opinion poll released by the Angus Reid Institute
in mid-January 2019 indicates that public opinion around the need
to build new pipelines is slowly growing across the country, with
the exception of Quebec, where opposition remains strong. It
found the majority of Canadians ages 18 to 34 were not supportive
of pipelines, while little more than half of those ages 35 to 54 were
supportive. Those over the age of 55 expressed the most support
for pipelines and labelled the lack of adequate pipeline capacity a
crisis. British Columbians tend to be most worried about the safety
of shipping oil and gas through Canadian waters to overseas export
destinations.

Fifty-eight per cent affirmed that the lack of new oil pipeline
capacity constitutes a crisis, while 42 per cent said it does not.
Responses varied widely across the provinces, with a high of 87 per
cent of Albertans calling it a crisis while, at the low end, only 40
per cent of Quebecers had a similar sentiment. 

The Trans Mountain pipeline carries Alberta crude to tidewa-
ter in Vancouver, and the proposal to twin the line does have
net-positive support in both B.C. and Alberta, despite high-profile
opposition in British Columbia. In B.C., 47 per cent favour Trans-
Mountain and Energy East compared to 22 per cent who oppose
both. The gap in Alberta is much wider – 87 per cent favour both
while two per cent oppose both. Pollsters noted a marked depar-
ture from past national polls on oil pipelines saying that interest in
pipeline capacity has now moved beyond Alberta and B.C. to
become an issue of national importance. 
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The comparative safety rates of transporting oil
Both the Government of Canada and the U.S. Department of

Transportation ordered the phase-out of the DOT 111 tanker car
following the tragedy of Lac-Mégantic in 2013. The older tanker
cars are made of 7/16” thick steel, making them more susceptible
to damage than thicker steel and there are various problems with
heat shields at each end of the car, as well as valve issues on the
tops or the cars, leaving the valves unprotected and susceptible to
damage if the car rolls over. 

The replacement model tankers transporting crude in Canada
must be TC-117 compliant (or DOT-117 in the U.S.) which pro-
vides a number of enhanced safety features. The replacement
TC-117 model is manufactured with 9/16” steel and full heat
shields, while the outer cover jacket keeps insulation in place and
provides extra strength and reinforcement. The TC-117 car has an
improved design with increased puncture resistance. The tankers
must be able to withstand exposure to a 100-minute pool fire and
a 30-minute jet fuel fire without rupturing. 

Shipping Alberta oil by rail has higher environmental
risk than pipelines

In a 2016 study by the Fraser Institute, researchers found that
oil shipped by rail was 4.5 times more likely to experience some
kind of incident. The study’s authors concluded that over 70 per
cent of pipeline “incidents” result in spills of one cubic metre or less,
and only 17 per cent of pipeline occurrences take place in actual line
pipe, meaning that the vast majority of spills occur in facilities which
may have secondary containment mechanisms and procedures.

Transporting oil by rail costs up to three times more than by
pipeline, and truck transport costs costs even more than rail. There
is universal agreement that pipelines also have a smaller environ-
mental emissions footprint compared to rail or truck. Transporting
oil by pipeline produces up to 77 per cent less greenhouse gas emis-
sions than by train. There is some irony in this, as most of the
environmental organizations opposing the TransMountain pipeline
are doing so due to the production of greenhouse gases during the
mining or in-situ processing of oil sands to make bitumen for export.

In September 2018, the Canadian Energy Pipeline Association
(CEPA) released its 2018 Transmission Pipeline Industry Perform-
ance Report, highlighting how association members are performing
in the areas of safety, the environment and socio-economic priori-
ties. CEPA outlines the total kilometres of CEPA member pipelines
in Canada as 117,800 km – the equivalent of three times around
the world. They claim 1.4 billion barrels of Canadian crude oil
were delivered safely in 2017, as was 5.7 trillion cubic feet of nat-
ural gas. While the number of significant incidents has trended
down over the past five years, there was an increase to three sig-
nificant incidents in 2017 from one in 2016. 

Two involved liquids pipelines and one involved a natural gas
pipeline. Incidents resulted in 7,447 barrels of oil being released —
all recovered except for 51 barrels (which were finally remediated)
— and the release of 2.8 million cubic feet of natural gas, which
dissipated into the air. The organization says that the main causes
of pipeline incidents come from metal loss (reduction of the thick-
ness of a pipe due to corrosion or erosion) or materials,
manufacturing or construction defects. CEPA notes that cracking or
incidents related to weather or third party line strikes can also have
an impact. CEPA members invested $22.2 million in innovative
technology in 2017, focused on reducing pipeline corrosion and
improving pipeline inspection, leak detection and damage preven-
tion.

Of those who have done detailed studies of pipeline incidents,
Sean Kheraj, an associate professor of Canadian and environmental
history in the Department of History at York University in Toronto
has done considerable work studying oil spills in Alberta. It’s worth
noting that the Alberta provincial energy regulator’s work covers
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high pressure oil and gas pipelines that operate solely within
Alberta’s border. The Alberta Energy Regulator (AER) regulates
more than 422,000 km of oil and gas pipelines throughout Alberta. 

Kheraj’s work reveals that between 1990 and 2010 there
were 6,416 Alberta pipeline failures that released liquid hydrocar-
bons. In 2010 alone there were 20 crude oil pipeline failures and
241 “multi-phase” pipeline failures — meaning those carrying both
crude oil and gas. That means a crude oil spill happens every 18
days and a multi-phase spill every 1.4 days, he concluded. 

New technology offers promise of transporting Alberta
oil safely

New technology continues to offer improved safety outcomes
around the transportation of Alberta bitumen. In May 2018, Sher-
ritt International Corporation announced that its Alberta-based
Technologies division successfully completed a pilot-scale demon-
stration of a proprietary process to upgrade bitumen. The process
has the ability to eliminate the need for addition of diluent, a high-
cost thinning agent that reduces heavy oil viscosity, which would
reduce shipping costs and improve pipeline capacity. Sherritt’s inno-
vative process to upgrade bitumen is based on more than 60 years
of experience developing hydrometallurgical processes and the use
of autoclaves, and stems from research previously conducted by
Sherritt in the area of coal liquefaction. The process is based on the
use of reactor technology that involves combining hydrogen with
bitumen under pressure at high temperature in the presence of a
proprietary catalyst suspended through mechanical agitation.

The addition of diluent to bitumen for transportation though
pipelines is estimated to cost Alberta producers more than US$6 bil-
lion annually. Numerous studies on the partial upgrading of
bitumen shows potential benefits such as eliminating high-cost dilu-
ent, alleviating pipeline constraints, and increasing the value of

crude oil to refiners, and reducing emissions. According to the Uni-
versity of Calgary’s School of Public Policy, the value of partial
upgrading of bitumen is estimated at $10 to $15 per barrel of bitu-
men.

In a similar vein, CN Rail is moving ahead with its pilot project
to increase the safety of crude oil shipped by rail. CN holds the
patent for a technology dubbed CanaPux. The trademarked name
refers to rectangular packages using polymer plastic to solidify and
encase the heavy oil. “We’ve taken heavy oil, or bitumen, and
we’ve discovered a process to convert it rapidly and reproducibly
into pellets,” Ian Gates, the professor leading the research, told
CBC News in September 2017. 

It appears that Canapux could alleviate many of the risks
involved with moving tar sands oil by rail. The research teams says
this product floats in water, does not pose a fire and explosion risk
like the diluted bitumen currently moved in rail tank cars, and
would eliminate air quality issues related to the volatile compo-
nents of diluted bitumen. The solidified bitumen could be moved
in the type of open rail cars used for coal, eliminating most of the
risk found with bitumen and oil tanker cars. Still, CN makes clear
that the company is in the early stages of developing the product
and has not yet confirmed many of its expectations about how the
product would act in the environment. If the CanaPux technology
pans out, it appears to be a vast improvement in the tar sands-by-
rail industry on multiple fronts, namely, the safety of communities
along the train tracks and the reduced environmental impacts from
derailments, not to mention the considerably reduced risks associ-
ated with marine transportation, if the technology should be used
to ship heavy oil to overseas markets. 

The Canapux project is moving to a high-volume test phase
this year with a pilot plant in Calgary.

There has never been a better time to be part of the Company of Master Mariners of Canada (CMMC). We represent command qualified
mariners, like-minded seafarers, industry members, and cadets across the country. Representation on behalf of our members focuses on three
pillars: awareness, education and advocacy. CMMC continues to be a respected advisor to Transport Canada on the development of professional
mariners.  Through its various affiliation categories, Divisions are also able to build a diverse and thriving membership base.   

CMMC has Divisions based in Toronto (Great Lakes), Ottawa (Capital), St. John’s (Newfoundland and Labrador), Halifax (Maritimes), Saint John
(Fundy), Vancouver and Nanaimo (Vancouver Island).  Exciting new CMMC initiatives for the year ahead include the “soon to be launched”
Division St-Laurent and a mentoring program through our Vancouver Island Division to encourage and develop more women working at sea
or considering a career in the shipping industry. 

The Great Lakes Division meets every second month at the Port Credit Yacht Club. Participate in a meeting to see how you can contribute
and benefit from membership. For more info, join us online at www.mastermariners.ca
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In the aftermath of the abandoned Energy East project
BY CHRISTOPHER WILLIAMS

Canada accounts for 10 per cent of
the world’s proven oil reserves with an
estimated reserve of 171.0 billion barrels
—166 billion in Alberta’s oil sands, along
with 5 billion barrels in conventional, off-
shore, and tight oil formations. Despite
the presence of all this potential wealth,
Canada has been attempting unreward-
ingly for years to build new pipelines to
carry the crude to tidewater and world
markets. Canada already moves about 95
per cent of its oil by pipelines, but they are
full. Rail is the second most economical
transportation mode for exporting crude.
While new pipeline projects mired in
bureaucracy, oil travelling on Canada’s
railways increased eight times since 2012.

Taking centre stage in Canada’s
pipeline drama is the Trans Mountain
pipeline expansion which carries crude
and refined oil from Edmonton, Alberta to
Burnaby, BC. On the east coast the “En-
ergy East” pipeline continues to reinvent
itself as a long-term conduit for oil products
from Alberta eastward to Saint John, New
Brunswick, for refining and export. The
$15.7-billion Energy East project was offi-
cially cancelled by TransCanada in 2017,
among other things due to delays in the ap-
proval process, new environmental crite-
ria, and opposition to the line along major
sections of the proposed route. Neverthe-
less, east coast and particularly NB politi-
cians, business leaders and newspaper
editorialists repeatedly call for the federal
government to somehow revive the En-
ergy East proposal—even if it takes a U.S.
detour around Quebec.

Irving people are everywhere
The Irving Oil Refinery in Saint John

is the largest oil refinery in Canada, capa-
ble of producing more than 320,000
barrels of refined products per-day. It
already processes diluted bitumen, and
equipment upgrading could accommodate
a bigger supply processing heavy oil-sands
bitumen into light, synthetic crude, with
higher demand. 

Irving refinery pipelines directly con-
nect with Port Saint John and Irving’s
own Canaport terminal. Irving receives
100 million barrels of crude oil each year
via tankers from primarily Middle Eastern
suppliers, and via railway tanker cars. An
Energy East pipeline would supply crude
oil mainly from Canadian sources.

“There was huge disappointment
around the demise of Energy East,” recalls
Chris Bloomer, President and CEO, Cana-
dian Energy Pipeline Association (CEPA).

“This was a valid way to bring Canadian
oil into New Brunswick.” Bloomer says
Canadian oil exports are all in one U.S.
basket. “We are already exporting our oil
to Chicago, Houston, and facilities in Min-
neapolis designed to handle heavy crude.
Canadian heavy oil has found a happy
home in Gulf refineries too.” 

“The current crisis [lack of pipeline
capacity and high pricing discounts] is not
an Alberta issue, this is Canada’s issue,”
adds Bloomer. “Canada is losing millions
every day but there is nothing on the hori-
zon that would see a project coming in
the near-term to move oil into Saint John
and off to export. There is a lot of talk
about bringing Energy East to the table
again, but in the transmission pipeline
industry, there is nothing on the drawing
boards right now that would see that
happen.”

Rail transport will continue despite
the Lac Megantic catastrophe. “I’ve been
in the business of railing bitumen to the
Gulf Coast and Eastern Canada, and rail is
a safe system,” Bloomer observes. “But
pipelines are the safest way to do it, and a
pipeline can move large volumes to
diverse markets, while rail is limited. It’s a
short-term stop gap at about 300,000 bar-
rels per day. In the long term, pipelines
can transport millions of barrels that rail
can’t handle, adding value by reaching
markets beyond North America.”

Pipelines continue to carry hydrocar-
bons such as bitumen, refined fuels and
natural gas; in the ground, under water
and roads; ranging from half-an-inch to 48
inches in diameter, depending on their
function. Crude oil, natural gas, and
refined products cover an existing

117,000 km of Canada and U.S. borders.
At least 13,370 people work directly for
the Canadian pipeline industry and it
varies according to projects.

Saint John Mayor Don Darling con-
tinues to press all governments to revive
the Energy East pipeline, especially con-
sidering last year’s decision by the federal
government to purchase the Trans Moun-
tain pipeline for $4.5 billion. “It does not
seem fair that we couldn’t get that level of
support,” the gregarious mayor implies,
often speaking at length about it on Face-
book. On the west coast, Vancouver’s new
mayor believes a revamped National
Energy Board (NEB) review of the Trans
Mountain pipeline expansion is likely to
land the federal government in court.
Kennedy Stewart said reviewing the pro-
ject’s impacts could stall the Trans
Mountain project for years.

Last November, newly elected N.B.
Premier Blaine Higgs (PC)—a retired
Irving Oil manager and former NB govern-
ment Finance Minister—expanded
discussions around Energy East, taking
issue with the federal Trans Mountain
strategy. “If you look at what they (feds)
did out west, they bought a pipeline. I’m
not asking them to buy a pipeline, but I’m
asking to maybe create the application
process,” Higgs told media. “Jointly
between the provinces we could create a
process where we could put an applica-
tion in for a pipeline from the west to the
east. You could create a holding company.
Canada is in the terrible position of
overdependence on the U.S. market for
oil, a problem that won’t be fixed until we
can consistently transport our resources to
ocean ports via pipeline.” Higgs also took
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advantage of a January Council of Atlantic Pre-
miers meeting to advocate for energy corridors
through the region.

Jim Irving, co-CEO of J.D. Irving Limited,
and a nephew of billionaire Arthur Irving, Presi-
dent of Irving Oil, said at a recent Saint John
Chamber meeting, “I’m not going to get into the
politics of it, that’s not my job. But I will tell you,
we should not let go of Energy East. It’s still the
right thing for the country, so we’d encourage
everybody in Ottawa not to let go. Stick with it.”

Colleen Mitchell, President, Atlantica
Centre for Energy based in Saint John, says “the
federal government bought Trans Mountain
thinking if they could get it permitted and go
through the process, they could maybe sell it
back to Kinder Morgan or another pipeline com-
pany, but they haven’t actually gotten it
permitted and it is all in theory.” Mitchell, an
Atlantic Canadian careerist in energy, transporta-
tion and infrastructure sectors says “when
TransCanada proposed Energy East, it was cer-
tainly possible to select a route through Maine,
but the at time they were also trying to get Key-
stone XL accepted and didn’t want to try and to
get presidential permits, because President
Obama was in office at the time and he was using
his presidential veto to stop the pipeline.” 

Mitchell is candid about TransCanada no
longer being a contender to drive Energy East.
“When a company spends a billion dollars getting
a project to the point of an application to the NEB
only to have the rules continually change on
them, they pull out. I don’t think their sharehold-
ers have an appetite for resurrecting that project
until the federal government gives an indication
rules are going to change for the better. The cur-
rent Bill C-69 makes it even more strenuous
when existing rules caused pipeline projects to
fold. The fact they are going to make it even more
restrictive, is more anti-pipeline,” asserts Mitchell

Positions on Bill C-69
On C-69, also known as the federal “Impact

Assessment Act”, Bloomer says CEPA is engaging
with the senate to get “meaningful and work-
able” changes. “At an indigenous conference in
Calgary, they found the bill unclear, and we have
a world-class regulator in the NEB which could
be broken up in a way.” An Angus Reid Poll in
January found amending Bill C-69 was funda-
mental to addressing market access, price
differential and attraction of capital. NB Premier
Higgs says Bill C-69 is a barrier to any resurgence
of the tussled Energy East pipeline. Prime Minis-
ter Trudeau believes fixing a flawed review
process is the only way to ensure pipelines get
built by preventing the uncertainty created
around Trans Mountain.

While each project has its own bureaucratic
hurdles and environmental challenges, the Angus
Reid Poll shows half of Canadians (53 per cent)
support both the Energy East and Trans Moun-
tain pipeline projects. Only one-in-five
nationwide say they oppose both. Support leans
heavily in the direction of building both pipelines
in every region outside of that province. Inside

OPINION

Is there still a need for
Western oil in Eastern Canada?
BY THEO VAN DE KLETERSTEEG

There would be major public benefits from construction and operation
of a pipeline like Energy East, or through other arrangements that could
result in higher volumes of U.S. oil being purchased for use in Eastern Cana-
dian refineries, in exchange for higher export volumes of Western Canadian
oil. But, and this is a big but, pipelines need long term commitments, and
refineries want the flexibility of buying crude globally at the lowest possible
price. Perhaps Energy East never had a viable future after all, after from
bureaucratic bungling, regulations changing on the fly, and public opposition.
Does that mean that the idea of lessening our dependence on U.S. markets
is dead? No, far from it.

The oil and gas industry is Canada’s most important industry. While we
have become accustomed to its ups and downs, the volatility of the past
three years has been astonishing. Moreover, we have witnessed punishing
discounts against WTI prices which in the case of certain grades has meant
that, after transportation expenses, some oil producers have at times
received almost nothing for their production. Needless to say, a vibrant oil
and gas industry is able to employ tens of thousands of workers that buy
homes, cars, appliances, in addition to paying taxes. A shrinking energy
industry sheds employees, and leaves local governments with debts it cannot
cover. What can be done to mitigate the current problems and begin to think
of the creation of a healthier energy industry for tomorrow?

First, no stone should be left unturned to review whether or not
Energy East, in its most recent incarnation, or some modified version,
might still have a future. If the answer should be negative, all other alter-
natives to get western oil to eastern Canadian refineries (import
substitution), or to export markets, should be examined. For example, any
new federal government should examine whether an organization like
Canadian Commercial Corporation (CCC) could facilitate export sales of
Canadian crude through existing infrastructure, or infrastructure that that
is yet to be constructed. The federal government, through its ownership of
14 ports in Eastern Canada along federal waterways, and its regulation of
the railways and pipelines is in a unique position to negotiate pipeline
access to export markets, or to ensure that other means of transportation
are available for oil to be carried to export markets. Another, not well-pub-
licized option, is for Canadian oil to be transported by pipeline from Alberta
to the west coast of Hudson’s Bay, from where it could be transferred to
Polar Class 4 tankers for shipment to the Irving refinery in Saint John, NB,
or Gulf coast refineries, or Europe. Polar Class 4 ships have the ability to
navigate first-year ice-covered waterways such as those encountered
around Hudson’s Bay twelve months per year safely without unusual tech-
nical challenges. Proposed by Michael H. Bell, a former Senior
Vice-President with Arctic navigation specialist Fednav, Bell believes the
full cost of transporting oil from Alberta to Saint John could be $8.35 per
barrel. Shipping oil to the Gulf Coast would cost around $10, and shipping
oil to Europe might cost $10.25/barrel. 

Lastly, recognizing the importance to Canada of being able to carry its
oil production to tidewater, the federal government has set an important
precedent by acquiring the Trans Mountain pipeline, and confirming that the
expansion of that pipeline will happen. Lastly, Canadian Commercial Corpo-
ration was established to facilitate government-to-government transactions,
which are important in some parts of the world. 

One way or another, oil revenues are too important for Canada to
ignore, and whoever should lead the country after October of 2019 should
make substitution of domestic oil for imported oil, and higher export vol-
umes of Canadian oil, key priorities that will help ensure our future
prosperity.
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Quebec, a third opposes both projects. Quebec Premier François
Legault has rejected Energy East, stating “there is no social
acceptability for oil in Quebec.” 

Maxime Bernier, the Quebec MP who founded the People’s
Party of Canada, spoke at a January Saint John Chamber of Com-
merce luncheon, and said Ottawa should have pushed Energy
East through, using the constitution that grants federal jurisdic-
tion over modes of interprovincial transportation. Bernier also
said federal equalization payments unfairly give “have not”
provinces such as NB and Quebec billions of dollars originating
from “have” provinces. Premier Higgs had already set the tone on
equalization, pointing out about 40 per cent of the NB’s budget is
funded by transfer payments. “If people felt the pain, if I felt the
pain, if Quebec felt the pain, and they didn’t get 70 per cent of
the current transfer payments, they just couldn’t say, ‘No, we’re
not allowing anything through our province, but yet I’ll take the
money’,” Higgs told media. 

Portlandia or Bust
Rather than baiting a constitutional crisis over equalization

payments, detouring around Quebec through the U.S. continues
to present itself as an option to get high volumes of western oil
moved to the Saint John refinery, and tidewater. “Going through
Maine is also possible,” Higgs admits. Chris Bloomer hypothe-
sizes: “You could cobble something together because there is a
history of energy partnership in the northeast, and you have the
Portland pipeline system to Montreal. There is also the Maritime
and Northeast gas pipeline system, so there are ways to do things,
but CEPA is not aware of any plans to do that.” 

The Portland Montreal Pipeline (PMPL) goes through three
New England states and carried foreign crude oil from the Port of
Portland to refineries in Montreal for 75 years. The 236-mile-long
pipeline was built in 1941 across Maine, New Hampshire and

Vermont, carrying over 5 billion barrels oil to Montreal refineries,
making the Port of Portland one of the busiest on the eastern
seaboard with 200 tankers calling annually. Three pipelines ran
along the same corridor through rural areas and under the St.
Laurence River until the smallest was retired in 1982. Two con-
tinued to operate until 2016 when oil slowed to a dribble, and a
new pipeline connected Montreal refineries with the Alberta oil
sands and Bakken light sweet crude sources. Western oil flowed
east until Shell’s Montreal East refinery closed, shutting the line
down. PMPL owners pitched a pipeline reversal. However, citi-
zens groups had already begun protesting against that idea, and
lawyers successfully petitioned the South Portland city council to
ban “future Canadian tar sands from being exported” from Port-
land. 

Could the pipeline be used to ship lighter Permian oil to
Canada through Portland’s terminal by tanker or pipeline? “The
Portland pipeline is an ideal vehicle to bring oil into the region,
and frankly into the Port of Portland, to be shipped elsewhere,”
says Jon Sorenson, President and CEO of the New England-
Canada Business Council (NECBC) which advances issues
between Canada and the United States. 

Sorensen estimates 65 per cent of wholesale gasoline in New
England currently comes from Irving Oil by rail and truck. “Cana-
port in Saint John has been a godsend for the northeast, but it’s
coming down to price, and U.S. shale oil and natural gas is much
less expensive. Sorenson recalls plans for PMPL to reverse flow
into Maine a few years ago. “Portland city council got very out-
spoken about oil sands coming into Maine, things got delayed and
then Lac Megantic happened in Quebec, which was terrible.
Now the mood is somewhere between ‘Banana’ (Build Absolutely
Nothing Anywhere Near Anything) and ‘Nope’ (Not on Planet
Earth). Many people don’t really understand, and it’s frustrating.”

Proceedings of 2018 BLG Annual Law Seminar
BY BRIAN DUNN

The cost of hijacking and
corruption

In the film Captain Phillips based on
the 2009 hijacking by Somali pirates of
U.S.-flagged MV Maersk Alabama, the
character played by Tom Hanks is taken
hostage for a ransom that was never paid
after a tense standoff. Maersk Alabama
was also the first American cargo ship to
be hijacked in two hundred years.

While hijacking is clearly the most
dangerous type of situation facing ship-
ping companies in some parts of the
world, there are less severe incidents
which still have to be dealt with on a daily
basis. One of the most common is bribes
to officials at certain ports who can make
life difficult and costly if shippers don’t
cooperate. 

A lot of corrupt officials take advan-
tage of foreign aid from OECD countries,
said John Sypnowich, Chief Legal and
Compliance Officer, CSL Group. The
problem with bribery laws is that they are
enforced selectively, he added during a

presentation to Borden Ladner Gervais’
(BLG) 30th Annual Maritime Law Seminar
in Montreal on Dec. 7.

In 2003, a UN Treaty Convention
was passed as a further step towards erad-
icating global corruption. “Ships are
vulnerable, because they are a floating
asset going in and out of ports around the
world, and are easy targets for corrupt
demands. These demands cause delays
that can cost millions of dollars and are a
significant safety issue for captains and
crew.” Ports in Liberia, Nigeria, Ukraine
and Argentina are especially problematic,
noted Mr. Sypnowich. One solution is to
share training techniques with other com-
panies and give them the support they
need while in port. Another is to have the
collective buying power to stop corrup-
tion. 

The latter was the idea behind the
creation of the Maritime Anti-Corruption
Network (MACN) in 2011. Its goal is to
work towards a maritime industry free of
corruption. The organization has grown
to over 110 members, which represent 25

Jeremy Bolger
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per cent of the world’s cargo tonnage, said Mr. Sypnowich
who is also Chair of MACN. “The idea behind it is to support
each other and share best practices and tools, and put pressure
on problem areas, to try and solve the problem,” he said fol-
lowing his presentation. “As an industry, if we ban together,
we have a better chance of dealing with this problem and we
have been quite successful in a number of places. The number
of incidents among our members has declined. We know that,
because members report on places where they get demands
for payment and we’ve seen the number of demands going
down.”

There are specific examples where this has occurred,
such as the Suez Canal where MACN had a “Just Say No”
campaign and members can now transit the canal without
making any illegal payments or provide gifts. The same applies
to some ports in Argentina where members were having
issues getting clean hold certificates for their vessels so they
could load grain, which has been resolved. 

“We’re confident that if we keep at it, and keep growing
our numbers, then we’re going to lick this problem,” con-
cluded Mr. Sypnowich.

Criminal conduct is not covered by P&I Clubs and when
they work with third parties, they are dealt with on a case by
case basis, noted Boriana Farrar, Vice-President, Counsel and
Business Development, Director of North America, The Amer-
ican P&I Club. 

“Under P&I Clubs, we have mutual obligations and
backup. It’s easy to have a policy in place, but in corrupt parts
of the world, it’s a different and complicated situation and just
saying no doesn’t always work. The clubs provide training and
awareness and draconian measures for corruption incidents.”

There is corruption in a lot of industries including con-
struction and oil and gas, but vessels are so vulnerable due to
the many points of contact and choke points such as loading
and unloading where you run the risk of a shakedown, noted
Toronto BLG Partner Milos Barutciski. Cargo is often paid for
by governments such as grain shipments which can get stung
by briberies. “Try resisting, because often the shakedown is
not a real threat, but someone testing you out.”

Ship inspections and investigations
Under the Canada Shipping Act, there is a clear distinc-

tion between a ship inspection and a ship investigation,
according to Vancouver BLG Partner Graham Walker.  While
inspectors have broad powers on board like inspecting hulls,
machinery, cargo and pollution prevention equipment, they

 Calgary  |  Montréal  |  Ottawa  |  Toronto  |  Vancouver  
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can’t enter living quarters without a war-
rant or permission, for example. During an
investigation, they can only investigate a
ship from bow to stern if there has been an
incident involving casualties or some con-
travention of the law. With a warrant,
inspectors can seize anything relevant,
open and examine any receptacle or pack-
age, examine records and electronics and
take samples or conduct tests.

Either way, it’s hard to define the
intent of various agencies doing an
onboard inspection, suggested Dionysios
Rossi, also a Vancouver Partner. “Once you
switch from an inspection to an investiga-
tion, the Charter of Rights and Freedoms
comes into effect.” He cited the case of
MV Marathassa which was charged with a
bunker spill in Vancouver’s English Bay in
2016, in which the right of a reasonable
inspection was breached due to misrepre-
sentations to the courts.

“Employees are always a tricky subject since there is possible
adversity of interests between employees on the vessel, and owner.
There is no downside to not consenting to a warrantless investiga-
tion.”

American boarding authorities have more power than Canadian
authorities, according to George Kontakis, Associate, K&L Gates LLP,
New York. “The (U.S.) Coast Guard can do basically what it wants,
and does. They often claim they’re doing a routine inspection when
they’re actually doing and investigation.” Once USCG officers are on
board and believe a crime may have been committed, they have to
right to conduct a bow to stern search,” said Mr. Kontakis. The USCG

Left to right: Graham Walker, Dionysios Rossi and George Kontakis
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boarding/inspecting officers have broad
authority that does not require them to
identify whether they’re conducting a
civil versus a criminal investigation.
“USCG regularly appears to be conduct-
ing a routine inspection, when knowingly
seeking out evidence and statements in
support of criminal investigations. While
USCG’s authority is extremely broad, it is
not limitless. Authority is confined to
searches for the purpose of safety and doc-
umentation inspections.”

Once USCG has boarded, it “may con-
duct a full stem-to stern search only if
circumstances arise during the safety
inspection that generate probable cause that
there is a violation of United States law.”

Blockchain
Blockchain technology (a decentral-

ized digital ledger that records
transactions via electronic blocks across a
network of computers) is playing a bigger
role in the commercial world, including
the shipping industry, according to Jeremy
Herschaft, Partner, Blank Rome, Houston,
TX. In 2014, Maersk found that a simple
shipment of refrigerated containers from
East Africa to Europe could involve nearly
30 people and organizations and more
than 200 different interactions and com-
munications among them, and the costs
associated with related trade documents
were estimated to account for a fifth of
actual transportation costs. To reduce

those costs, Maersk partnered with IBM
and developed Tradelens, a blockchain
application to track shipping containers,
digitalizing the supply chain process from
start to finish. The program is intended to
encompass shippers, freight forwarders,
carriers, ports and customs authorities.
There are now over 94 organizations
actively involved or have agreed to partic-
ipate on the TradeLens platform,
consisting of, among other organizations,
20 ports and terminal operators, including
Port of Montreal and Port of Halifax. In
addition, classification society DNV GL
intends to put all of its maritime certifi-
cates on blockchain to increase its
transparency, while Ernst & Young has
created Insurewave, a blockchain plat-
form designed to support hull insurance,
said Mr. Herschaft. There is also Global
Shared Container Platform (GSCP) block-
shipping, a proposed container asset
registry (like a ship registry) where the full
global inventory of containers (about 27
million units) are registered with real-time
locations of every single container around
the world. The goal within three or four
years is to have 16 million containers in
the GSCP registry. “The GSCP platform
will enable a savings potential for the
global container industry of at least U.S.
$5.7 billion per year. Furthermore, the
platform is expected to reduce global CO2
emissions by at least 4.6 million tonnes
yearly,” suggested Mr. Herschaft.

Left to right: Milos Barutciski, Boriana Farrar and John Sypnowich

Electra Meccanica making its mark in 
the North American electric car market
BY R. BRUCE STRIEGLER

According to Jerry Kroll, CEO of Vancouver-based Electra
Meccania, it all began in Italy in 1959, where Frank Reisner
built custom sports cars. In 1975 the company relocated to Cal-
ifornia where it built replica cars, such as the Porsche 356
Speedster and Checker taxis. In 1982, the company moved to
Vancouver, and in 2012, Kroll and the son of Frank Reisner
began work on what would become the company’s first electric
vehicle. In 2017, nearly 200,000 electric cars were sold in the
U.S., representing less than two per cent of the total 17 million
vehicles sold over a year. In Canada, that market has risen from
5,300 vehicles in 2014 to over 34,000 in 2018. The accept-
ance of electric vehicles has been expanding rapidly due to
government subsidies, their increased range and lower battery
costs, and environmental sensitivity. However, the stock of
plug-in electric cars represented just about one out of every
250 motor vehicles on the world’s roads by December 2018.

Things are changing, however, according to Kroll, the
automotive industry is in a stage in which electric car compa-
nies like Tesla are arguably grabbing as much or more attention

for their innovation than the Big Three, and ride-hailing serv-
ices such as Uber and Lyft are experimenting with autonomous
vehicles. “The way this company was formed is my background
as an environmentalist, and believe it or not, working in the
IndyCar field as an agent for race car drivers such as Scott
Dixon, Ryan Hunter-Reay and other top-level race car drivers.”

Solo, a unique three-wheeled single-seater moves
into production

Electra Meccania’s Solo is ten feet long and four feet wide,
has a top speed of 82 mph, and has only three wheels.  It’s a
single seater — but it has two doors and goes from zero to 60
mph in about eight seconds. The vehicle lacks none of the
amenities of a regular auto; power windows, LCD digital
instrument cluster, rear view backup camera, 285 liters of
cargo space, heated seat and carpeted trunk. Solo’s most attrac-
tive feature may be its low cost. Depending on the province
and the respective electric vehicle rebate, the car’s approximate
$20,000 price tag can become almost insignificant. Kroll notes
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that, “You can plug it into any wall
outlet, any 110-volt or any 220-volt like
the regular J1772 plugs we see around.
The lithium ion phosphate battery is
good for 3,000 cycles, which is roughly
12 years if charged every day.”

The unique-looking vehicle
attracted a lot of attention at the Van-
couver International Auto Show, the
Consumer Electronics Show in Las
Vegas this year, and the 13th Annual
AltCar Expo in California. “Our com-
pany’s mission is to close the last gas
station, and the best way to do that is to
provide people with an electric car that
they can use right away for most of the
mission, which is to commute. Solo does
everything that any other electric car
will do, it will park anywhere; people
only have to want and be willing to pay
less for it.” Solo’s three wheels mean it
could be considered a motorcycle in
some jurisdictions, but the company says
it requires only a regular car licence
because it has a hard roof. It can drive
160 kilometres on a charge, at a top
speed of 130 km/h, and takes up to six
hours to charge on 110V, half that time
if you use 220V.

In 2018, the Company produced
over 40 Solo vehicles at their first manu-
facturing facility in Vancouver, BC and

delivered them to customers in the
United States and Canada. These vehi-
cles were delivered to paying customers
and potential customers in efforts to
conduct pilot tests for commercial use,
as well as for use in Global Compliance
testing, such as crash tests. “As we
announced in December 2018, we
received the first two 2019 SOLO EVs
from Zongshen, our strategic Chinese
manufacturing partner, which will be
used for testing, with an additional 48
SOLO EVs to be delivered to pre-order
customers in Q1 2019. We expect our
daily production rate to ramp consider-
ably over the course of 2019 to deliver a
total of 5,000 vehicles by year-end.”

New model development and
new showrooms start 2019 on a
high note

Kroll says that in early October
2018, the company made more history
with the opening of its first dealership in
the United States, at a high-traffic inter-
section on Ventura Boulevard in the Los
Angeles suburb of Studio City. In addi-
tion to the Vancouver showroom, the
company now has dealerships in Port-
land, Oregon and Seattle Washington.
Electra Meccanica is completing final
tooling of a production facility in China,

and plans to begin building and shipping
Solos in early 2019. “We have signed a
manufacturing agreement with Zong-
shen Industrial Group Co., Ltd to
produce 75,000 SOLO all-electric vehi-
cles over the next three years.”

At the same time, development of
the Tofino two-seat electric sportscar, for
which Electra Meccania claims over
41,000 reservations, is well underway
in its Canadian facilities alongside the
strategic design, engineering and pro-
duction partners. “We expect to deliver
our first pre-production car in late 2019
with initial customer deliveries to follow
in 2020. We have several other exciting
product concepts that we look forward
to sharing once Tofino development has
reached a more advanced stage.” Tofino
will be a two-seater roadster, able to go
from zero to 60 in seven seconds, with a
top speed of over 125 MPH. The chassis
is manufactured from a lightweight aero-
space-grade composite and is capable of
driving up to 250 miles (400km) on a
single charge of its lithium ion battery.
Kroll notes that 2019 marks the 60th
anniversary of Intermeccanica, “Our
Italian automotive legacy, and the 20th
year since we began working on electric
vehicle systems. 
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Tropic Hope among new class of vessels being put into
service by Tropical Shipping
BY TOM PETERS

The sleek new container vessel Tropic
Hope made its inaugural call to the port of
Halifax in January, launching a new era for
niche carrier Tropical Shipping.

Tropical Shipping, headquartered in
Florida, moved its sailing service to Halifax
from Saint John in January 2017 and oper-
ates weekly between the Nova Scotia port
and Palm Beach, Florida, as well as to
Puerto Rico, the Eastern Caribbean and the
Virgin Islands. The line calls Halifax’s
South End terminal, operated by Halterm,
moving between 40,000 and 50,000 TEUs
annually. Tropical is the premiere carrier
for temperature controlled cargo in the
Caribbean, said Gordon Cole, Tropical’s
Assistant Vice-President in Saint John. The
shipping line maintains its administrative
offices and a staff of 22 in the New
Brunswick city. The carrier transports
products such as french fries and other
foods to the Caribbean, and returns with
pharmaceuticals and other products. 

Tropic Hope is one of six new vessels
Tropical Shipping is introducing into its
fleet this year at a cost of approximately
US$160 million. Four of the new vessels,
including Tropic Hope, are Carib Class ves-
sels which are 160 metres in length overall
with 750 TEU capacity including 260 elec-
trical plugs for refrigerated containers. The
class can attain speeds up to 20 knots. The
other two new vessels are smaller, called
Mini Express Class, and will carry up to
300 TEUs with a speed of 14 knots. They
can deliver cargo in ports as shallow as 12

feet and will serve Providenciales in the
Turks and Caicos Islands, Marsh Harbour
in The Bahamas, and the Dominican
Republic.

“We are pretty excited. We have been
waiting three years for these new ships
since we decided to build them,” said
Cole. “It’s the largest (ship) building project
for Tropical in its 55-year history. These
ships are purpose-built for this market.
They are bigger and faster and better able
to handle the weather (in the Atlantic),” he
said. 

Cole said Tropic Hope is the second
ship to be put into service. One of the
smaller vessels, Tropic Freedom, was chris-
tened in late summer and is now operating
in the Caribbean. The other three larger
ships, Tropic Island, Tropic Jewel and
Tropic Lizette and the second smaller ship,
Tropic Gem, will all arrive by May, said
Cole. Tropic Jewel will likely be put into
the Halifax service with Tropic Hope said
Cole, while the other two Carib Class ves-
sels and the mini class ship will operate in
the Caribbean and out of Florida.

The vessels were all built in China
with engines from Germany and cranes
from Austria. 

The Tropical spokesman said business
has increased for the line since its move to
Halifax but what Halifax allows for the car-
rier is better “connectivity” with rail plus
offers the advantage of connecting through
Tropical’s sister company, Kestrel Liner
Agencies, with the major global carriers

that call Halifax.  “We have some agree-
ments with carriers where we bring cargo
out of Europe to Halifax and take it to the
Caribbean from there,” Cole said.

“Tropical Shipping has been, and con-
tinues to be the leader in ocean
transportation to the Caribbean. Tropical
develops and maintains outstanding rela-
tionships with its customers and provides
them unmatched on time reliability and
fast, purpose-built, versatile ships. Our ves-
sels are first to market with our customers’
freight,” said Tim Martin, Tropical’s Vice-
President, Commercial and Trades. 

When Tropic Hope arrived in Halifax,
Kim Holtermand, Halterm’s Managing
Director and CEO, said “the terminal has
strengthened its basic workforce, opera-
tional capabilities and its handling capacity
to meet its commitments to Tropical Ship-
ping around the carrier’s delivery of the
larger capacity vessels. This is a landmark
day in our service to Tropical Shipping and
we are proud to be playing our part in the
carrier’s ongoing success.” Halterm main-
tains a basic workforce of more than 140
longshoremen. 

Karen Oldfield, President and CEO,
Halifax Port Authority, said the Port was
excited to welcome the captain and crew
of Tropic Hope to the port city “and we
look forward to our continued work with
Tropical Shipping, Halterm and our rail car-
rier CN Rail to further develop trade
between Eastern Canada and the
Caribbean.” 
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Port of Montreal awards 180th gold-headed cane
Montreal Port Authority President

and CEO Sylvie Vachon was pleased to
award the Port’s famous Gold-Headed
Cane to Volodymyr Yurchenko, of
Ukraine, Master of Virginiaborg, the first
ocean-going vessel to reach the port with-
out a stopover in 2019. Virginiaborg left
the Norwegian port of Porsgrunn on
December 20. It crossed Port of Mon-
treal’s limits on January 2 at 3:50 a.m. As
in every year, the awarding of the Gold-
Headed Cane marks the start of a new
year of activity at the port, and has been a
port tradition since 1840!Virginiaborg is a
bulk carrier operated by Wagenborg Ship-
ping and represented in Montreal by
Lower St-Lawrence Ocean Agencies Ltd.
It docked at Berth 42 at the terminal oper-
ated by Logistec. Virginiaborg stayed for a
few days, the time it took to unload an
unusual cargo: thousands of tonnes of fer-
romanganese, a material that is mainly
used to produce hardened, high-strength
and wear-resistant steel.

Volodymyr Yurchenko, Captain of
Virginiaborg, and Sylvie Vachon,
President and CEO of Montreal

Port Authority

Port of Trois-Rivières welcomes its first ocean-going
vessel of 2019

Ellensborg is the first ocean-going
vessel port to directly reach the port of
Trois-Rivières from an overseas point of
departure in 2019. It reached the port on
January 7, at 2:24 p.m., following a 25-
day Atlantic voyage. The vessel, with its

fifteen crew members of Thai nationality,
left the port of Lüderitz in Namibia on
Dec. 14, 2018 with a cargo of 11,000
tonnes of zinc unloaded by Somavrac, and
destined for the CEZinc refinery in Valley-
field, Quebec.

Danielle St-Amand, Chair of Trois-
Rivières Port Authority explained: “To
receive the title, the vessel must arrive in
Trois-Rivières from an overseas port with-
out making a stopover and perform a
loading or unloading operation at the
port.” 

During the 53rd ceremony marking
the arrival of the first vessel of the year at
the Port, Captain Meemongkhon
Choorith and Chief Engineer Singh-Sa
Suthep, were presented with a giclée
reproduction of the painting Un port, une
équipe, produced by Mauricie artist Caro-
line St-Pierre, and a basket of local
products. 

Gaétan Boivin, Port President and
CEO, reminded the attendees that
Somavrac handles mining products for
various mines and refining plants located
in Quebec, Ontario and the U.S., from its
facilities at the Port of Trois-Rivières. 

The general cargo vessel Ellensborg
was built in 2011, sails under the Panama
flag, and is owned by WECO A/S of Den-
mark. During its stay in Trois-Rivières, it
was represented by Lower St. Lawrence
Ocean Agencies Ltd. 

Danielle St-Amand, TRPA Chair; Meemongkhon Choorith, Captain of
Ellensborg; Caroline St-Pierre, Mauricie artist and author of the canvas
presented as a gift; Singh-Sa Suthep, Chief Engineer of Ellensborg; 
and Gaétan Boivin, President and CEO of TRPA.
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Port of Trois Rivières commits $2.5 million for
environmental protection and innovation 

As part of its On Course for 2030
objectives, Trois-Rivières Port Authority
(TRPA) has established two investment
funds totalling $2.5 million over five
years. 

TRPA’s Environment Fund aims to sup-
port users’ investments in solutions that will
improve the Port’s environmental perform-
ance. Through this initiative, TRPA wishes
to support the implementation of projects,
and enable them to be carried out earlier.
Shippers no longer choose a port solely on
the basis of its productivity, but also judge
on the basis of its environmental perform-
ance. Environmental protection and
economic development go hand in hand!,”
explains Gaétan Boivin, the Port’s President
and CEO. 

Targeted results by this fund include
the maintenance, improvement and
development of infrastructures to improve
the Port’s environmental performance,
both in terms of transport and cargo han-
dling, as well as the management,
protection and improvement of the quality
of ecosystem components. In addition to
the amounts committed to by TRPA, with

the support of the private sector and gov-
ernments, it is estimated that these
projects will result in total investments of
$6 million. 

TRPA’s Innovation Fund is a commit-
ment by TRPA to collaborate with Port
users on the deployment of innovative
strategic projects, with a view to creative
and competitive development. “The scale
of analysis of the Port’s competitive envi-
ronment has shifted from the local and
national level to the international level. In
such an environment, the Port must con-
stantly innovate to increase its
competitiveness, whether in the develop-
ment of its infrastructures, transhipment

operations, road and rail transfers, the
offer of value-added services or the identi-
fication of new markets,” Mr. Boivin
specified. 

The objectives of this new Invest-
ment Fund include an increase in
industrial research and innovative techno-
logical development at the Port of
Trois-Rivières, together with support to
accelerate technology transfer to Port
operations, so as to increase the Port’s
competitive position. With input from the
private sector and governments, TRPA
estimates that these projects will result in
total investments of $4 million. 
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CMA CGM backs Agricool venture using recycled
containers to enable urban agriculture

Founded in 2015 in Paris, Agricool
aims to create urban farms in recycled con-
tainers. The junior company is in the
process of testing several containers of
hydroponically-grown produce. Its objec-
tive is to produce fruit and vegetables
without pesticides, picked and sold on the
same day.

In Paris, Agricool grows strawberries
by saving 90 per cent of water and nutri-
ents compared to conventional agricultural
methods and uses renewable energy only.
These strawberries contain an average of
20 per cent sugar and 30 per cent vitamin
C, more than field-grown strawberries. In
the Fall of 2018, CMA CGM Group pro-
vided its first concrete support to Agricool
by offering technical and logistical support
for the delivery and installation of a
“cooltainer” in Dubai.

In December, Agricool completed a
€25 million financing to enable series pro-
duction of its containerized modules. At
that time, CMA CGM acquired an equity
stake in the company through its invest-
ment fund, CMA CGM Ventures.

Algoma Central announces resignation of CEO 
and names replacement 

Algoma Central Corporation
announced that Ken Bloch Soerensen has
resigned as President and CEO to spend
more time with his family in Europe.
Gregg A. Ruhl, the current COO, has
been named President and Chief Execu-
tive Officer, effective immediately. 

Mr. Soerensen joined Algoma in
April 2015 and was charged with redefin-
ing the strategic focus of the Company to
include growth markets beyond North
America. He led the development of the
global short sea business and spearheaded
the creation of the NovaAlgoma partner-
ship. During his tenure, Algoma’s
international business grew to represent
nearly one half of the revenue streams in
which the Company participates. 

“Ken brought a new, more global
outlook to Algoma and was instrumental
in shifting the focus of the Company to
opportunities outside of our traditional
Great Lakes markets,” said Duncan N. R.
Jackman, Algoma’s Chairman. “He built a
strong management team to support this
growth, while retaining our strong strate-
gic position domestically. On behalf of the
Board, I would like to thank Ken for his

contribution to the growth and success of
Algoma and wish him all the best in his
future endeavours” 

“In my nearly four years with
Algoma I have had the honour of working
with a very talented and exceedingly ded-
icated group of people”, said Mr.
Soerensen. “Although I now must leave
to spend more time with my family, I am
confident the management team can con-
tinue the work we began together to build
Algoma’s position in the global short sea
market.” 

Mr. Ruhl joined Algoma in Novem-
ber of 2015 as Senior Vice-President,
Technical, and became Chief Operating
Officer in 2017. Mr. Ruhl has over 30
years experience in the transportation
industry, including 20 years in marine
transportation. Prior to joining Algoma,
Mr. Ruhl was Managing Director of CN’s
Marine Divisions. Currently, Mr. Ruhl has
commercial responsibility for Algoma’s
domestic businesses, as well as oversight
of its operations both domestically and
globally. 

In addition to Mr. Ruhl, the other
members of Algoma’s executive manage-

CMA CGM will support Agricool’s
development by providing it with its
industrial and logistics expertise, and
intends to become the company’s princi-
pal supplier of containers, and its primary
logistics partner.

This collaboration is part of the inno-
vation support strategy implemented by
Rodolphe Saadé, Chairman and CEO of
CMA CGM Group, through equity invest-
ments and ambitious commercial
partnerships with start-ups with strong

entrepreneurial values and innovative
industrial projects.

Joël Gentil, Senior Vice President -
Container Logistics Department, CMA
CGM Group, said: “With this partnership,
CMA CGM Group confirms its commit-
ment to support the development of
start-ups that innovate in a relevant way.
In line with our commitment to sustain-
able development, this solution allows us
to recycle containers and give them a
second life.”

ment team are Peter D. Winkley, Chief
Financial Officer and J. Wesley Newton,
Senior Vice-President, Corporate Develop-
ment and General Counsel. Together with
Mr. Ruhl, the Algoma executive manage-
ment team has worked closely with Mr.
Soerensen to lead the Company during
this period of global expansion. 

GREGG A. RUHL
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COMBINED ANNUAL FEDERAL AND PROVINCIAL BUDGET DEFICITS/SURPLUSES 
FISCAL 1982 TO FISCAL 2018 (MILLIONS OF $)

Opinion

We should insist that governments regain control 
over their finances
BY THEO VAN DE KLETERSTEEG

By now we all know that somewhere
along the line, the Trudeau government
decided to abandon its 2015 election cam-
paign promise to balance the federal budget
by the time voters go to the polls again in
2019. Instead, Liberals plan to continue
their deficit spending and related borrow-
ing, with Bill Morneau, our Finance
Minister, saying that “Every responsible
leader knows that a good plan has to be
flexible enough to absorb the changes in cir-
cumstances because circumstances always
change.” Really! With an economy that, to
be sure, has its problems, but which
nonetheless has produced ever-decreasing
rates of unemployment and great corporate
profits, the only “changes in circum-
stances” that I see are higher than
anticipated revenues for the federal govern-
ment and most provincial governments. So
how could we go from a projected federal
balanced budget to an $18.1 billion federal
budget deficit that is now projected for the
fiscal year ending March 31, 2019? And
why is it that deficits are now projected
“forever”?

For a closer look at what this all
means, let’s take a look at how we got here.

In 1867, net federal debt was $75.7
million. During the nation-building phase of
the Canadian economy from 1867 to 1913,
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which entailed the subsidized construction
of transcontinental railways and the settle-
ment of the West, net federal debt grew to
$314.3 million. As a result of the First
World War and the Great Depression, net
federal debt rose to reach $3.1 billion by
1938. And by 1945, net federal debt
jumped to $11.3 billion as a result of the
cost of the Second World War. Post-war
expenditures on infrastructure and the
introduction of new social programs caused
continued growth of the federal debt, and
the 25 years between 1945 and 1970 saw
the debt reach $20.3 billion. Federal net
debt surged from $107 billion in fiscal 1982

to over $651 billion for the year ended
March 31, 2018.

The period since 1970 has witnessed
slower economic growth, and lengthy peri-
ods of stagnation and recession. Early on,
Canada’s resource-based export machine
began to sputter and later on during this
period, globalization and loss of interna-
tional competitiveness caused major
industrial disruptions, and social upheavals.
Except for the decade that ended with the
fiscal 2009 year, governments of the day
refused to moderate the expectations of the
population, and borrowed huge sums to
perpetuate the illusion that Canada could
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actually afford all the social programs that had been introduced and
that kept on growing. Successive deficits combined with high inter-
est rates saw federal debt rise to reach a peak of $563 billion in
1996. With the financial crisis and recession of 2008-09, federal
debt began to rise again and by 2015 had reached a new all-time
high of $612.3 billion.

Government debt arises as a result of governments spending
more than they collect in taxes and other revenues. And they have
been doing this with a vengeance since the 1960s. If we consider
governments’ spending history since 1980, the first wave of spend-
ing produced federal deficits of just shy of $16 billion during the
fiscal year ended March 31, 1982, but rose steadily to $39 billion
for the year ended March 31, 1993. Alarmed at the uncontrolled
rise of deficit spending and debt, the PM of the day, Jean Chrétien,
and his Minister of Finance, Paul Martin, decided to take back con-
trol over runaway expenses and debt. They and successors were
remarkably successful by steadily reducing budget deficits, and actu-
ally produced a budget surplus for the year ended March 31, 1998,
which continued for the next ten years, a remarkable achievement
in terms of responsible management of the government’s financial
resources. However, fiscal year 2009 witnessed the return of
deficits, resulting from the Great Recession of 2008/09, and fiscal
2010 produced a record $56 billion deficit. During the next five
years, deficits were steadily reduced, and a small surplus was pro-
duced for fiscal 2015. Since that time, however, federal deficits have
increased steadily to $19.4 billion in fiscal 2018. 

During the above period, while the federal government bor-
rowed more money than it would ever be able to repay, some
provincial governments were even more reckless. The result is that,
at this time, the combined debt owed by our provinces is about the
same as the debt owed by the federal government, $641 billion.

To the surprise of many, residents of Labrador and Newfound-
land carry, on a per capita basis, the highest level of net provincial
debt, namely $27,799. Residents of Ontario and Quebec are not far
behind and owe, on a per capita basis, $21,958 and $21,660 respec-
tively. Despite having suffered serious economic setbacks during the
past three years, Alberta continues to enjoy the lowest per capita

provincial net debt level, at $5,068 per person, followed closely by
B.C. at $8,785 per person. 

B.C., Alberta and Saskatchewan are well positioned to await a
recovery of global resource markets. Saskatchewan and Alberta have
demonstrated in the past that they are able and willing to cause sig-
nificant reductions in their debt levels when export markets are
strong. 

Newfoundland is clearly finding itself in a precarious financial
position, and is pinning its hopes on expansion of its offshore oil pro-
duction activities. The debt challenges are probably the most serious
in Ontario. High costs of delivering government services are making
it virtually impossible for its Premier to deliver a balanced budget,
while its largest industry, auto assembly and parts manufacturing, is
under siege. Ontario also suffers from high energy costs, curtailing
its industrial ambitions. Furthermore, one has to think that the acri-
monious NAFTA negotiations of the past year, coupled with a new
USMCA Agreement that is skewed somewhat in favour of the U.S.
and Mexico, will not make Ontario a more inviting location for for-
eign investors. Similar comments can reasonably be voiced for
Quebec. On the plus side for Quebec, its industrial base benefits
from virtually unlimited availability of electric power which also
happens to be the lowest cost of anywhere on the continent. 

New Brunswick is battling significant demographic and eco-
nomic problems, resulting from a shrinking population that is
gradually aging, and a shrinking industrial base.

The above strongly suggests that while some provinces may be
beset by problems that are likely to be temporary in nature, a signifi-
cant number of provinces have more fundamental problems that
policymakers will find difficult to tackle, given their excessively high
cost structure and overextended debt levels.

In addition to federal and provincial debt, taxpayers are on the
hook for municipal debt. These debts can be considerable, as in the
case of Toronto ($3.5 billion) or Montreal ($5.5 billion). On a per
capita basis, these debts typically range between $1,500 and
$2,500, although some fall outside of this range. Montreal is high
on the list ($2,947), but not quite as high as Edmundston, N.B.
which, at $5,096, ranks the highest. Lowest is Sault Ste. Marie (ON)

DEBT OWED BY ALBERTA, ONTARIO AND QUEBEC
FISCAL 1982 TO FISCAL 2018 (MILLIONS OF $)
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at just $120.
There’s actually more to the story:

there are literally hundreds of corporations
that are owned by the federal government
(and provincial governments) and all of
their debts are the obligation of the federal
(or provincial) government, i.e. taxpayers.
While we are well familiar with the eight-
een federal Port Authorities, much larger
entities include Canada Mortgage and
Housing Corp (CMHC, Canada’s govern-
ment-owned residential mortgage default
insurance company), Canada Post Corp.,
Export Development Corp (EDC), Business
Development Bank of Canada (BDC), and
many others. EDC has debts of about $50
billion, while BDC has debts of about $21
billion. While it is extremely unlikely that
even a small portion of those obligations
should become the responsibility of the tax-
payers, what about CMHC which has debts
totaling about $235 billion? It is not incon-
ceivable that the housing market could at
some point take a serious “hit” that would
overwhelm the financial resources of
CMHC. After all, CMHC insures the most
risky segment of the residential housing
market. 

Statistics Canada reported on Decem-
ber 14 that an average Canadian household
owed $1.77 in debt for every one dollar in
income it earned. By way of comparison, an
average U.S. household owed $1.35 in debt
in 2007, just before the Great Recession, for
every one dollar in income it earned. Based
on those simple statistics, we might con-
clude that average Canadians are at greater

risk of financial calamity than average
Americans were in 2007. During the Great
Recession, 9.3 million American house-
holds lost their homes through foreclosure,
surrender or distress sales, and the Wall
Street Journal in 2015 projected that less
than a third of those who lost their homes
would ever become homeowners again.

Public debt is a destructive addiction
that politicians just cannot fail to stoke.
While borrowing may well be justified to
“ease the pain” when things are difficult,
governments typically fail to repay the bor-
rowed funds when things get better.
Politicians promise to bestow the electorate
with goodies once they are elected, but the
electorate is apparently oblivious to the fact
that the goodies are financed through bor-
rowed money, which taxpayers are obliged
to pay back. In an editorial on “millennial
socialism”, The Economist of February 16
commented that “Even if governments
have recently been able to borrow more
than many policymakers expected, the
notion that unlimited borrowing does not
eventually catch up with an economy is a
form of quackery.”

Compared to other nations, Canada is
financially in good shape. But that should
not fool us. As we have seen above, some
of our provinces are already facing serious
challenges making ends meet, let alone
reduce outstanding debt. As we know from
personal experience, and as we can see
from the above, excessive debt is like a
noose around our necks, preventing us
from doing the things we should do to

enjoy a better future, and it represents a
serious burden to our children. Debt repre-
sents an obligation to set aside a portion of
our future income to repay principal, and
the interest accruing on the debt.

The world changes constantly, and we
must be prepared to change with it. We
must remain flexible to respond to chang-
ing circumstances, which is impossible
once we have boxed ourselves in with
excessive financial obligations. Our current
social programs were designed in an era of
high economic growth that we thought was
going to last forever. But it didn’t. The
future turned out to be less bright than we
thought in the 1960s. In addition, our inter-
national competitiveness has eroded, our
labour productivity has lagged for decades,
and our population is growing older, requir-
ing increased spending on pensions and
healthcare. Meanwhile, the cost of deliver-
ing government services has exploded, and
politicians have no idea how they are going
to run the country on a finally self-sustain-
ing basis.

We are at a crossroads. We are like hip-
pies in High School thinking about living on
a farm, enjoying a life of psychedelic
delights, love and sex, instead of attending
boring school, listening to boring parents,
and “looking forward” to a boring job some-
where in a boring office. Yes, the seduction
of an exciting life is strong, but do we really
want to bet “the farm” on a future of no
education, and no job experience? Yes, we
can try the seduction for maybe a year or
two, but if we then choose to continue with

DEBT OWED – ALL PROVINCIAL GOVERNMENTS VERSUS FEDERAL GOVERNMENT
FISCAL 1982 TO FISCAL 2018 (MILLIONS OF $)
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it, there will be no turning back – it will be
too late.

And so it is with debt. It ties us down,
it removes our ability to make future
choices. Our level of indebtedness decides
how we’re going to spend a portion of our
future incomes. Once we acquire too
much debt, it will be the noose around our
necks that will determine serious limits to
the risks we can assume, and the money
we’ll have to enjoy ourselves and pursue
opportunities. It can ruin our lives, and it
can make us homeless, as many in the U.S.
experienced. From a national perspective,
excessive debt will prevent our govern-
ments to deal with adversity, and will
prevent us from doing what needs to be
done to re-build competitiveness. Needless
to say, ultimately our healthcare, pensions
and other social programs will be at risk.
Never mind allowing politicians to com-
pare Canada with other countries in terms
of debt-to-GDP ratios, or other nonsense to
suggest that we are in far better shape than
other countries. Politicians use these com-
parisons to justify borrowing even more
money.

Lastly, we must ask what the root
cause of our budgetary deficits is. Clearly,
governments feel they can no longer raise
taxes, for fear of creating a taxpayers’
revolt. Instead of asking taxpayers to pay
higher taxes to enable the added expendi-
tures, politicians simply borrow the funds
to enable the expenditures, and chalk the
debt up as a responsibility and obligation of
the taxpayers, without their approval.
Imagine that, at a corporate level, the CEO
would deliberately spend more than the
Board-approved budget, and saddle the bal-
ance sheet with unauthorized debt. Such a
CEO would not last long, but in govern-
ment, there is little accountability because
voters are busy making a living, rather than
following what the party in office is up to.
Besides, governments borrowing exces-
sively and without accountability has gone
on for so long that is has practically
become a privilege for the party in power
to go on a spending spree.

We should insist that our govern-
ments live within their means or, better
yet, produce budget surpluses to enable
debt repayments, which will ultimately
make it possible for taxpayers to receive
services at lower cost. Given that Canada
faces serious economic and competitive
challenges, we should insist that govern-
ments prioritize spending to improve
productivity and competitiveness, and
reduce spending on other, lower priority
items. We should question whether pro-
grams that were designed decades ago are
still relevant today, and we should insist
that social programs be funded in a sustain-
able manner to reflect the expectation that
these programs will cost more in the
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future, and that there will be fewer taxpay-
ers to pay for them. We should ask why
governments carry out activities that could
be outsourced or sold to private enterprises
to lower the cost of delivering the services.
In other words, we should insist that gov-
ernments think like businesses, eliminate
unnecessary activities, and reduce the cost
of necessary activities. Achieving such effi-
ciencies will go a long way toward
responsible government financial manage-
ment, and should ultimately result in the
elimination of budget deficits and debt
reduction.

We should ask why successive federal
governments have deliberately allowed
CMHC to remain undercapitalized, thus
creating a financial risk to taxpayers.
CMHC should charge more for its insur-
ance services, so that its business risk is
ultimately properly carried by the clients it
services, not taxpayers. In addition, raising
its rates would level the playing field with
privately-owned Genworth MI Canada
Inc., which competes for the same cus-
tomers.

In addition to insisting on outsourcing
and business simplification, we should also
insist that governments dispose of the
numerous corporations they own. Some, if
they no longer serve a useful purpose,
should be wound up. Others, if their activ-
ities are not in pursuit of some essential

government policy, should be privatized.
History has taught us that privatized
Crown corporations do much better after
they have been released from the less-than-
optimum processes and procedures that
are inherent in government operations. For
example, privatization (along with “find-
ing” Hunter Harrison) allowed CN to be
turned into North America’s most efficient
railway, after a lengthy history of being
almost irrelevant. Other names associated
with transformations from bureaucracy to
first class business performance include
Petro Canada, Potash Corp, Alberta Energy
and Cameco.

The citizens of Ontario are now dis-
covering that past reckless behaviour of
their provincial governments has compro-
mised the province’s future. Ontario finally
has a Premier who is willing to tackle the
problem head on, but his will be a thank-
less task as he will create a lot of seriously
disgruntled citizens who thought the gravy
train would never end. However, tackling
the deficit and the debt can no longer be
delayed, if the province is to have a future.
We should all take Ontario’s example to
heart, and restrain our provincial and fed-
eral governments from getting in over their
heads. Our children will thank us for it.

(With files from RBC Economics
Research)
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Chamber of Marine Commerce agenda for 2019
Chamber of Marine Commerce

(CMC) President Bruce Burrows
unveiled a 2019 wish list for legislative
and policymakers designed to make Great
Lakes-St. Lawrence and coastal shipping
more competitive and build on the
remarkable growth of the 2018 season. St.
Lawrence Seaway cargo volumes
increased almost 7 per cent in 2018,
reaching 40.9 million metric tonnes for
the first time since 2007.

“Despite an unpredictable business
environment of tariff wars and trade nego-
tiations, many of our Canadian and U.S.
port members reported increased volumes
in grain exports, road salt, construction
materials and petroleum products under-
lining the importance of the Great
Lakes-St. Lawrence waterway as a domes-
tic and international trade gateway,” says
Bruce Burrows, President of the Chamber
of Marine Commerce.   “There is great
opportunity in 2019 to build on this eco-
nomic momentum and work with
legislators and policymakers to make sig-
nificant progress on shipping’s most
enduring challenges.” 

Legislative and policy priorities 
for 2019 

CMC will press for the adoption of
the Pilotage Review recommendations
and support the Government’s commit-
ment to introduce legislative change to
the Pilotage Act before the 2019 Cana-
dian federal election.

New legislation (Vessel Incidental
Discharge Act) recently passed in the
United States will provide a platform for
CMC and its industry partners to move
closer to their goal to have a common bal-
last water management standard for the
region. CMC will be working hard with

policymakers to ensure that the new
regime is harmonious with Canadian
rules under development – and most
importantly operationally and economi-
cally achievable.

CMC will be advocating for marine-
related investments as Canadian/U.S.
governments advance their infrastructure
plans and supporting creative solutions for
additional ice-breaking capacity, e-naviga-
tion and ports’ needs. 

CMC will collaborate with partners
to inform policymakers of capabilities and
constraints around environmental con-
cerns related to Canada’s Oceans
Protection Plan, including underwater
noise and whale protection.

As the shipping industry works hard to
further reduce its carbon footprint, CMC
will advocate for regulatory, policy and pro-
gram measures that encourage increasing
the use of inland shipping, incentivize tech-
nology development and reflect the
operational realities of its members. 

CMC kicks off 60th anniversary
celebrations

Chamber of Marine Commerce
kicked off its 60th anniversary celebrations
at its Annual Marine Club Luncheon in
Toronto, a signature event during a week
of industry meetings which attracts a
crowd of more than 200 Canadian and
U.S. shipping, industrial and agricultural
executives along with federal, provincial
and local government representatives.

The Chamber was formed in 1959 to
provide a voice for the customers and ship
operators moving goods on the newly
opened St. Lawrence Seaway. Today, 60
years later, this bi-national industry associ-
ation represents more than 130 members
along the entire marine transportation
supply chain advocating for policy that
recognizes inland and coastal shipping’s
significant advantages in the broader
Great Lakes, St. Lawrence, Coastal and
Arctic regions.

Chamber of Marine Commerce comments on 
new government measures to protect whales

Bruce Burrows, President to the Chamber of Marine Com-
merce, said: “We are pleased that the government has made some
refinements to this year’s mitigation measures that will continue
to protect the endangered right whales and at the same time
increase the efficiency of deliveries of supplies to the surrounding
communities that depend on marine transport. The changes will
allow ships to travel without speed restrictions in two additional
shipping areas, but only if surveillance continues to show that no
whales are present.”

“Collaboration between industry, academia and government
on this important issue has proven very successful so far. There
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were no sightings of whales in the dynamic shipping zones during
the 2018 shipping season and no known vessels collisions with
right whales. We are continuing to work together to monitor the
progress of these measures and to improve whale surveillance
methods.  We look forward to seeing the results of the govern-
ment’s trials of drone surveillance and acoustic gliders this
coming season.”

Slowdowns were in effect within one or more of the
dynamic zones for approximately 20 per cent of the time last year
mainly because surveillance could not take place due to weather
or other reasons – a percentage the Chamber of Marine Com-

merce and other maritime organizations hope can be reduced in
the future. “Slowing down unnecessarily comes at a significant
cost and challenge, especially for the schedule-dependent vessels
supplying Quebec’s North Shore communities, but also other
transport – everything from just-in-time bulk shipments to cruise
itineraries,” Burrows explains.

The slowdowns not only make journeys longer but can
launch a domino effect. “If ships miss scheduled pilotage, steve-
doring or other port-related services, they encounter further
delays, as well as possible late fees and/or overtime charges.”

CN signals intermodal ambitions with takeover bid for
port of Halifax terminal
BY IAN PUTZGER IN TORONTO

Canadian National Railway (CN) is
poised to break last year’s record invest-
ment with a larger splurge on its network,
equipment and technology this year. The
rail giant also has lofty ambitions, involving
the port of Halifax, to replicate the block-
buster growth of Prince Rupert. A major
focus of CN’s strategy is expanding its inter-
modal business, underlined in October
when it acquired transport operator TransX.
Two months later, CN moved in for another
acquisition: with an unidentified partner it
put in a preliminary offer to buy the largest
container terminal in eastern Canada, the
30 hectare Halterm facility in Halifax.

Citing due diligence, management has
not unveiled any details of the offer. If the
bid is successful, CN intends to expand the
terminal’s capacity so it can handle two
large vessels as well as trains with a mini-
mum length of 3,700 metres, said Chief
Executive Officer Jean-Jacques Ruest.

The bid for the container facility is
driven by a bold vision for Halifax, he said.
Mr. Ruest and his team view Canada’s
fourth largest port as a possible “Prince
Rupert of the east”, with the potential to
emulate the rapid growth that Canada’s
west coast container port has achieved
since its Fairview container terminal
opened in 2008. Last year it passed the one
million-TEU mark.

During an investor call following CN’s
2018 financial results, Keith Reardon,
Senior VP of consumer product supply
chain growth, said CN’s top brass felt Hali-
fax had “the exact same attributes”. Their
vision is based on increased volumes of con-
tainer traffic from Asia reaching North
America via the Suez Canal. As manufactur-
ing increasingly shifts from China to
South-east Asia that route will grow in
importance, CN management argue. As the
sole major rail operator serving Halifax, this
development would be a huge catalyst for

CN’s intermodal traffic. In the event that
CN is rebuffed in Halifax, Ruest and his
team have two other ports in their sights:
one in Nova Scotia and one on the St
Lawrence river.

The immediate future is unlikely to
produce the type of growth Prince Rupert
has enjoyed, but it is still bright. CN projects
high single-digit volume growth this year in
terms of revenue ton-miles. Management
announced its intention to continue its
investment drive, with $3.9 billion bud-
geted for this year. In 2018, the company
spent $3.5 billion.

“In 2019, our record capital pro-
gramme of $3.9 billion will be focused on
investing in the renewal of a more efficient
and reliable locomotive fleet, adding net-
work capacity to accommodate our solid
pipeline of growth in diverse markets and
bringing technology to our precision sched-
uled railroading,” said Mr. Ruest.

Last year, CN poured over $1.2 billion
into its infrastructure, partly to cope with

problems that had surfaced in the early part
of the year that saw capacity shortages to
move grain and crude oil.  To boost its
rolling stock, the carrier ordered 350 box-
cars, 350 lumber cars and 60 locomotives.
Mr. Ruest said CN would also acquire 100
grain hoppers over two years.

While the rail company has seen
growth in its grain and oil volumes over the
past year, there is still concern about rail
problems. On 14 January the Canadian
Transportation Agency announced an inves-
tigation into “possible freight rail issues in
the Vancouver area”.

For 2018, CN reported revenues of
$14.32 billion, up 10 per cent on 2017,
while operating income increased 5 per
cent. After some difficulties in the first quar-
ter, momentum picked up. In the fourth
quarter, revenues advanced 16 per cent and
operating income 19 per cent, with the
operating ratio down to 61.6 per cent.

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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Halterm Container Terminal orders additional
equipment to strengthen its Halifax capabilities

Halterm Container Terminal has
announced it has acquired a ZPMC Super
Post-Panamax ship-to-shore container
gantry crane and associated lifting equip-
ment, together with container yard
equipment, including two Rubber-Tired
Gantry Cranes and nine Terminal Tractors
and Trailers, with an option to extend pro-
curement to a further Ship-to-Shore crane
in 2019.

The new Super Post-Panamax ship-
to-shore crane, due to arrive June 2020,
will offer enhanced outreach (24-wide)
and height, capable of spanning the
largest vessels being deployed on North
America’s east coast and will be added to
Halterm’s main berth alongside four exist-
ing Super Post-Panamax units and one
Panamax unit.

“We have re-focused the terminal to
ensure that we not only meet existing cus-
tomer requirements, but have a credible
plan to realize future growth.” said Kim
Holtermand, CEO & Managing Director at
Halterm. “Today, we demonstrate again
that we will deliver on our plans at the
waterfront, in concrete and steel, to
ensure that Halterm Container Terminal
stays ahead of customer demand and
maintains the flexibility at three deep-

water berths to deliver world-class service
for vessels from feeders to the Ultra-class.”

The equipment further supports Hal-
ifax Port Authority’s on-going
development of Halterm Container Termi-
nal’s deep-water main berth to 800 metres
in length. Holtermand adds, “For exam-
ple, the new berth extension will allow
Halterm to handle two Ultra Class vessels
, while recent container yard expansion
and inland rail initiatives with CN provide

highly efficient low impact through-port
container movements. The cranes and
support equipment are key to the termi-
nal’s unique position as Eastern Canada’s
‘Ultra-vessel’ container gateway.”

On 12th January, 2019 Halterm Con-
tainer Terminal received Halifax’s largest
container ship to date, 364m long,
11,400 TEU CMA CGM Libra, on its
Ocean Alliance South Asia-Halifax weekly
service.

DP World aims for 30 per cent in cut ULCV handling
times with new terminal concept
BY GAVIN VAN MARLE

Port operator DP World is set to develop an innovative new
container storage system at its under-construction fourth con-
tainer terminal in Dubai. It has come together with German
industrial solutions developer SMS Group, whose AMOVA sub-
sidiary has designed the racking-based High Bay Storage System,
which has also gained traction in the air cargo industry. The two
companies claimed the new design would offer terminals some
200 per cent more capacity in comparison to existing terminal
yard arrangements, as well as cut time to unload and load
ULCVs by as a much as 30 per cent – potentially cutting the
common two days that the largest box ships stay in port to
under a day and half.

The design, which has been borrowed from the steel indus-
try’s practice of storing 50-tonne metal coils in “racks as high as
50 metres” would see the boxes transferred from ship-to-shore
cranes directly into the racking system, thereby eliminating the
need for horizontal transport between the quay and terminal
yards.

Burkhard Dahmen, SMS Group Chief Executive,
explained: “Our subsidiary AMOVA has optimized this technol-
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ogy in industrial applications for the metals industry over several
decades. “The application for container terminals is a direct
result of our “New Horizon” strategy, in which SMS transfers
technology from the metallurgical sector to other industries.”

A similar concept has been developed for the air cargo
industry, which last year saw SMS Group’s air freight handling
subsidiary ACUNIS build the largest automated terminal in
Africa at Addis Ababa airport for Ethiopian Airlines. The heart
of this $125 million installation are two automatic warehouses
with space for 1,000 10-ft for ULDs and four elevating transfer
vehicles (ETVs). It has an initial annual throughput capacity of
600,000 tonnes per year, which will double with the addition
of a second phase. ACUNIS is building a similar facility at

Nairobi airport.
In Dubai, DP World group Chairman and Chief Executive

Sultan Ahmed Bin Sulayem said the terminal would be com-
pleted in time for the Dubai Expo 2020 world fair. “DP World’s
experience and expertise in moving cargo coupled with the
technology of AMOVA will ensure the system is remarkably effi-
cient and relevant for present and future operations. As a world
first in our industry we are tremendously excited by its potential
and ground-breaking features. Our engagement in new tech-
nologies is a major priority and we have become known for
seeking ways that transform the way goods are moved across
the world,” he said.

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

IMO 2020 fuel rule will be a ‘game-changer’ for ‘top-
heavy’ container charter market
BY MIKE WACKETT

With 1.15 million TEUs of new-
builds expected to be delivered,
including 46 ULCVs, 2019 is set to be
another “interesting year” in container
shipping, according to Alphaliner. Due to
the “top-heavy” orderbook, the consult-
ant is predicting a tighter outlook for
tonnage in the 10,000-TEU and under
sector and a more modest global fleet
expansion of around 3.5 per cent than
the 5.7 per cent growth of last year.

At the end of the year, the world’s
cellular fleet stood at 5,284 ships, for
22.3 million TEUs. Alphaliner said an
11.2 per cent fleet increase in ships of
10,000-23,000 TEUs this year was likely
to be tempered by a shrinkage of some
2.5 per cent in the 4,000-10,000 TEU
range, and an “anaemic” 2.5 per cent

growth in the very smallest containership
sizes.

ULCVs of 13,800-21,400 TEU hit
the water at an average rate of one a
week last year, totalling 901,000 TEUs –
35 of the 52 were deployed between
Asia and Europe. Their arrival triggered
cascading and service restructures
“purely implemented to make good use
of smaller tonnage”.

Most analysts expect containership
scrapping to pick up again this year,
driven by preparation for next year’s
IMO 0.5 per cent sulphur cap regula-
tions, which will make older
fuel-guzzling vessels much more expen-
sive to operate. Only around 60 vessels,
equating to just over 110,000 TEUs,
were sold for demolition in 2018 – a

seven-year low – compared with 151
ships for 431,000 TEUs scrapped in
2017. Alphaliner estimates containership
deletions will be around 300,000 TEUs
this year, with the number of ships sold
for scrap accelerating in the second half
as operators weed out the more uneco-
nomic vessels from their fleets.

At a cost of around $9 million per
vessel to retrofit exhaust gas cleaning sys-
tems (scrubbers) to ships to enable the
vessels to continue to consume cheaper
heavy fuel oil post-IMO 2020, Alphaliner
said it expected only chartered ships of
10 years and younger would be consid-
ered, given the requirement to recover
the scrubber investment by way of
higher daily hire fees. “IMO 2020 will be
a game-changer, as it will bring fuel costs
to the forefront,” said Alphaliner, “It
should lead to a massification of volumes
on all trades that will benefit the larger
ships at the expense of smaller ones.”

Consequently, the consultant’s char-
ter market outlook for 2019 is heavily
influenced by the pre-IMO 2020 prepara-
tions, which could also increase
short-term demand as ships are temporar-
ily taken out of service for tanks to be
cleaned, or scrubbers to be fitted, and
some are scrapped.

What is certain, however, is that the
low-sulphur regulations will have a sig-
nificant impact on the container liner
industry and, if not recovered, the associ-
ated higher fuel costs could prove to be
extremely damaging for the financially
weaker players.

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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Maersk quits dry box construction to focus 
on reefer market
BY GAVIN VAN MARLE

AP Møller-Maersk’s box building arm,
Maersk Container Industry (MCI), has quit
the dry container manufacturing sector to
focus on the reefer market. The Copen-
hagen-headquartered firm explained that
while the dry container manufacturing
business had “been under considerable
pressure for some time, reefer volumes
continue to grow, due to global demand for
fresh produce and other commodities”. It
will formally close its dry box manufactur-
ing facility in Dongguan, China, which has
lain idle since the start of December. MCI
Chief Executive Sean Fitzgerald said: “Re-
grettably, our decision to focus on the cold
chain business will impact our factory in
Dongguan which has been idle due to the
tough market conditions.

“We are committed to taking care of
our colleagues that are impacted by this
difficult decision and we thank them for
their dedication and hard work over the
years.” The company added that none of
its other manufacturing facilities would be
affected in the switch in focus to the reefer
market. It claimed some 30 per cent of all
reefer containers currently in operation are
equipped with its Star Cool technology.

MCI’s latest reefer investments were
marked by the launch of its Sekstant data
reporting tool which utilizes Internet of
Things (IoT) technology to allow shipping
lines and other reefer operators, such as
leasing firms and large perishable goods
shippers, the ability to receive real-time

data, including GPS location, temperature
readings and alarms.

“Our strategy is to grow in cold chain
where our Star Cool technology is a clear
leader. This growth requires focused invest-
ment in the best products and services,”
said Mr. Fitzgerald. “Putting all of MCI’s
resources on the cold chain business will
ensure sustainable growth and continued
investment in the best products and serv-
ices for our customers.”

MCI’s reefer operations were consoli-

dated last year when it closed a production
facility in San Antonio, Chile, just three
years after its opening. This was due, it
said, to the twin challenges of overcapacity
of global reefer production and the higher
costs of sourcing raw materials and devel-
oping a local supply chain. All its reefer
manufacturing now takes place in Qing-
dao.

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

2M and Zim extend vessel-sharing agreement 
to transpacific and Asia-Med
BY MIKE WACKETT

2M alliance and Zim are to extend
their cooperation to include services from
Asia to the U.S. west coast and to the
Mediterranean in what the Israeli carrier
called a “game-changer agreement”.
Maersk Line and MSC’s “new strategic
operational cooperation” with Zim fol-
lows the vessel sharing agreement
between Asia and the U.S. east coast that
commenced in September. Zim President
and Chief Executive Eli Glickman said
the new agreement with 2M would see
Zim operate four vessels and 2M three

ships on the TP9/Maple loop to Seattle
and Vancouver, and take slots on the
TP8/Orient string to Prince Rupert, as
well as getting access to slots on Maersk
and MSC’s Asia-Mediterranean services.
It would “support Zim’s growth and prof-
itability”, he added.

“We will significantly increase our
ability to provide the ‘best of both worlds’
– top-level line coverage combined with
our exceptional customer service and per-
sonal touch.” Maersk and MSC
confirmed that there would be no sched-

ule changes as a consequence of the VSA
with Zim.

“Having successfully implemented
our strategic cooperation, we are pleased
to expand the partnership with Zim into
additional geographies,” said Soren Toft,
Chief Operating Officer at Maersk. He
added that the agreement would deliver
“mutual benefits to both parties”, with
Maersk Line gaining “operational efficien-
cies” from the new cooperation expected
to begin in March after regulatory
approval.
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MSC said: “The new arrangements
will enhance MSC’s products across these
regions and offer competitive and reliable
schedules to our customers.” 

2M already has a strategic coopera-
tion in place with HMM on the Asia to
U.S. west coast trade, however. The
Loadstar understands that since the
agreement was signed in December
2016, slot exchanges have been rare,
with one insider saying he thought the
contract had “already been torn up”.

In order to get the deal with the
South Korean carrier approved by the U.S.
Federal Maritime Commission (FMC),
both Maersk and MSC had to agree that
2M cargo would only be loaded onto
HMM vessels “with customers’ express
agreement”. The stipulation came after
shippers’ voiced concerns to the FMC
about containers being loaded on board an
HMM vessel in the aftermath of 500,000-
plus boxes left stranded on ships around
the world following the Hanjin Shipping
bankruptcy in September 2016. Zim, itself
the subject of a financial restructure in
2014, was left out when the alliances

Fewer mega-containerships arriving will help balance
supply and demand in 2019
BY MIKE WACKETT

A “reduced appetite” for ordering
ultra-large container vessels (ULCVs) and
carriers instead aspiring to become global
logistics integrators could finally balance
container capacity supply with demand,
according to new analysis from Drewry.
Indeed, at the end of last year Maersk’s
Chief Executive, Soren Skou, told The

Financial Times: “We for sure have to do
some acquisitions in the logistics space,
primarily to gain capability and scale.”

Currently, Maersk Line has just three
ships on order and appears unconcerned
that 2M partner and rival MSC is narrow-
ing the capacity gap and South Korean
HMM has returned to the shipyards in a

restructured in April 2017, obliging it to
operate independently on the transpacific.

For the first nine months of last year,
Zim recorded a net loss of $74 million,
following a return to the black in the pre-
vious year with a profit of $50 million.
Commenting on Zim’s third-quarter
results Mr. Glickman said its cooperation

with 2M on the Asia to U.S. east coast
trade was “beginning to contribute to our
overall results, and we expect more in the
coming quarters”. Zim is the world’s 11th

largest carrier, with an operating fleet
capacity of 337,000 TEUs.

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

big way. “Aside from feeder ship replen-
ishment, there has been no reaction from
other lines to HMM’s mega-ship order and
as such we have greatly reduced our pro-
jected orders for 2020 onwards,” said
Simon Heaney, Senior Manager, container
research at Drewry and editor of the Con-
tainer Forecaster.

In September, HMM placed an $2.6
billion order with South Korean yards –
underwritten by funds from the state-
owned Korea Ocean Business Corporation
– for 12 23,000 TEU and eight 15,000
TEU ships for delivery from the first quar-
ter of 2020.

Weaker global macro-economic driv-
ers have contributed to a downgrade in
Drewry’s port throughput forecast for this
year to growth of approximately 4 per
cent, but it said the “softening trend
should be mitigated by changes made on
the supply side to better balance the
market”. It said that since its last forecast,
the delivery of several newbuilds has been
pushed back to 2020 and, with an
expected increase in scrapping this year,
the net addition to the container fleet this
year is expected to be less than half that of
2018, at just 2.5 per cent. According to
Alphaliner, the global cellular fleet as at 31
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December 2018 stood at 5,284 ships for 22.3 million TEUs, rep-
resenting a year-on-year growth of 5.7 per cent, which included
165 delivered during the year, equating to 1.3 million TEUs,
while only 66 vessels, representing 111,000 TEUs, were
scrapped.

Most analysts are predicting demolition levels this year will
increase, back to levels seen in recent years, as older, high fuel-
consuming vessels are taken out of service ahead of IMO’s 1
January 2020 low-sulphur regulations. Drewry also expects
capacity curbs associated with IMO 2020, as ships are temporar-
ily taken out of service for the retro-fitting of scrubbers that will
enable the vessels to continue to bunker with less-expensive
heavy fuel oil. Moreover, it said that wider use of slow-steaming
to lessen the impact of higher fuel costs would also help absorb
new supply. “This subsequently feeds into a much brighter
supply-demand index forecast for carriers through 2022,” said

Drewry, adding that, notwithstanding the slowing demand
growth, the change in supply dynamics would contribute to
“better freight rates and profits” for the container lines.

“Last year was one of the most unpredictable container ship-
ping industry has faced,” said Mr. Heaney, adding that he
expected this year to be “similarly volatile” due to uncertainties
associated with the U.S.-China trade war and the new fuel regu-
lations.

However, in an upbeat conclusion to its review, Drewry is
predicting “another solid year for the market”. And so far the evi-
dence is that carriers are taking no chances that excess capacity
will promote a new damaging “race to the bottom” for freight
rates, by blanking a number of voyages on their east-west net-
works in the softer demand weeks around the Chinese new year
holiday.

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

Maersk to begin random container inspections 
over safety fears
BY GAVIN VAN MARLE

Maersk Line is set to begin physically inspecting container
contents as part of its efforts to stem the increasing numbers of
fires that break out inside boxes during transit, as well as boxes
in which cargo moves or is damaged due to not being lashed
correctly. Initially, the project will focus on shipments into and
out of the U.S., it said.

“We have recently implemented a Physical Container
Inspection Pilot within North America. We are currently per-
forming inspections for import and export cargo into the ports
of Newark Berth 88, Houston Bayport, Miami POMTOC and
New Orleans Ceres terminals,” it explained. The checks will be
undertaken by the National Cargo Bureau and initially paid for
by Maersk, and the containers will be selected at random.

“We will endeavour to have the inspections completed as
quickly as possible to reduce the delay in the intended trans-
port of the container, however if a container is discovered to be
inadequately stuffed, lashed, and secured, or found to contain
mismatching cargo compared to the given declaration, it may
be necessary to take corrective actions for onward transporta-
tion. “Such corrective actions may involve reworking the
container to ensure it is compliant with given regulations. “The
cost for such reworking actions to resume transport of the con-
tainer will be charged to the Shipper/Consignee (depending on
direction of the container).

“Since the inspections are being performed in the United
States, a container that has already made sea transit may be
selected for inspection,” it said in a statement. Maersk
explained that the aim of the exercise is to collect data to
develop “procedures that better ensure the accuracy of cargo
descriptions provided to Maersk”, as well as improve the use of
IMO’s Code of Practice for Packing of Cargo Transport Units
(CTU Code), which is a guide for loading cargo in containers,
but not yet mandatory.

“By performing these container inspections, we hope to
remove some of the risk from mis-declared or incorrectly
stuffed containers for all parties involved in handling and trans-
porting cargo, as well as work towards an overall industry
improvement of safety and reliability in the containerised mar-
itime supply chain,” it added.

The Maersk initiative comes as global shipping insurer TT

Club has launched its #Fit4Freight campaign in conjunction
with the Global Shippers Forum, the World Shipping Council
and ICHCA. “TT Club statistics indicate that as much as 66 per
cent of incidents related to cargo damage in the intermodal
supply chain can be attributed in part to poor practice in the
overall packing process, including not just load distribution and
cargo securing, but also the workflow from classification and
documentation through to declaration and effective data trans-
fer,” the Club’s Risk Management Director, Peregrine
Storrs-Fox, noted in a commentary. “Critically, many low level
incidents could be avoided by adherence to the principles set
out in the Code and similarly positively impact the occurrence
of major maritime casualties, such as MSC Flaminia. “The over-
all economic cost to the industry is estimated to amount to
billions of dollars each year. Furthermore, the human cost is
substantial, with deaths and injuries regularly reported,” he
added.

Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)
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U.S. shipper fury as container lines announce 
‘insane’ street turn fees
BY ALEX LENNANE

U.S. agricultural shippers and forwarders have lashed out
at “insane” and “appalling” “huge mistake” by shipping lines,
which will impose a “street turns” fee starting in February. Car-
riers including  Zim  and HMM have announced that, from
February 4, they will impose charges of between $40 and $75
for containers which are fully used in both directions. 

Round trips, or street turns, reduce congestion, emissions,
demand for container and chassis supply and cut costs. But, in
an addendum to the Uniform Intermodal Interchange and
Facilities Access Agreement sent out to trucking
participants, Zim ruled that anyone wanting to deploy its equip-
ment for an import and export booking, must
obtain authorization and pay a $40 fee. In a similar addendum,
HMM pointed to a new $50 fee, while SM Lines reportedly is
charging $75.  

Their customers are furious at what appears to be a back-
ward step by shipping lines, which they say should be looking
to reduce emissions and congestion.  The U.S. Agriculture
Transportation Coalition (AgTC) said: “The fees imposed on
street turns must be one of the least constructive, poorly con-
sidered steps conceivable. “It injures all, including the carriers
themselves, by adding to congestion and delay, which already
makes marine terminals at some of our largest ports the great-
est challenge to the U.S. export/import supply
chain. “Penalizing street turns threatens one of the only meas-
ures available to shippers, carriers, terminals and truckers to
address the unending congestion.” 

Maersk has opted for a different tactic. It said it would
offer a street turn service on its Avantida online platform in the
U.S. and Canada, cutting “administrative hassle”. 

Avantida  said: “Through the automated request process

offered by Maersk, dispatchers and planners requesting street
turns will get an accurate, reliable response in a matter of min-
utes.  “Not only will they enjoy the time and cost savings of
carrying out street turns, they will also benefit from a fully dig-
ital process and, undoubtedly, aid in reducing CO2 emissions as
these efficiencies help cut unnecessary truck miles.” 

Maersk will be charging a fee for the service,
confirmed  Avantida. “There is indeed a fee involved in the
request to reuse an empty container on  Avantida. This fee is
deducted only when the street turn has actually been carried
out. If the request has been declined by the shipping line or
cancelled by the transporter (even on the day it’s to be reused),
the amount will not be removed from their balance.” 

One  AgTC  member said the new fees were “absolutely
insane” and believed they would harm the lines’ business.
“We have a few carriers that make it very difficult to street turn
containers, so we actually charge a premium to handle their
imports and we give discounts to importers that will utilize the
carriers that do make it easy for us to street turn. 

“In the end, the ocean carriers that don’t want street turns
will lose import business over this, assuming other truckers will
charge accordingly.”  Another member agreed: “It’s appalling.
It’s still not clear if the trucking company will be responsible to
pay the street turn fee, or if it will be added to the booking fees
for the customer to pay.  We know the shipping lines often tend
to bill the trucking companies, so time will tell. Obviously the
carriers which have announced this fee, Hyundai, Zim and SM
lines, have created a disincentive to perform street turns. This
is just another revenue stream for the [box] lines. When the ter-
minals are not accepting or restricting empty returns, it will
increase per diem when we can’t in-gate empties. As you
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know,  per diem is very difficult to dispute and get cancelled
without tons of documentation. It’s a battle we continue to
fight every day with every per diem invoice.” 

Another  AgTC  member complained: “The extra key
strokes the steamship lines have to do are the same as for many
other things… everything is a manual process and they are just
looking at another way to generate some revenue.  This is
absolutely wrong.” 

One member pointed to severe congestion in Portland,
Tacoma and Seattle and said street turns were very hard to
implement, but when they  worked,  they saved money, fuel,
emissions and congestion. “Ironically we ultimately reduce the
cost on the line for “touching” the container fewer times.
Think about that. We can do something one time for the cost
of two times! There is no reason for shipping lines to charge the
customer when they are saving money by our work in trying to
utilize street turns.”

AgTC is urging the shipping lines: “Ocean carriers would
do well to understand the consequences of this, and other ini-
tiatives, before imposing them. “We have offered to assemble a
committee of some of the most well-informed, experienced
shipper members of the AgTC, including exporters, importers,
and truckers, to meet constructively with the carriers on this
initiative. We are reaching out to port authorities, marine ter-
minal operators, environmental organizations and government
agencies to participate in this effort to prevent further deterio-
ration of the ag export supply chain, which is already so
challenged by the ongoing trade disputes with China and other
countries, and tariffs imposed on our U.S. ag and forest prod-
ucts exports.” 

A spokesperson for ZIM said: “ZIM is affording truckers of
its cargo the option of street turn moves as this helps reducing
congestion and emissions. “The related charge is charged due
to the additional logistic and administrative burden on the car-

rier. The trucker who is charged enjoys substantial savings from
using this option.” He added: “No charge is made to the cargo
shipper.” 

Maersk is offering a slightly different service from the
other lines, by charging for street turns over its Avantida plat-
form, automating what is otherwise a burdensome process, as
shippers admitted. And it argued that the move would help it
to manage its equipment inventory flows.  Maersk told  The
Loadstar it  would charge “$30 for all approved requests
received through the Avantida platform”, against ZIM’s  $40,
HMM’s $50 and SM Lines’ reported $75. Maersk added that
“any street turn performed, but not approved by Maersk, will
be subject to a $100 fee for misuse of our equipment”.

A spokesperson for Avantida explained: “Avantida offers an
online platform that facilitates, digitizes and simplifies the
whole process. The speed, accuracy and ease in which these
requests are processed allow for a reliability and peace of mind
that transporters will not easily have when having to request,
process and follow up manually.” 

A Maersk spokesman denied street turns reduced its own
costs as well as port congestion: “This is not true. This platform
will actually increase efficiency of street turns by providing
instantaneous approval.  It also allows us more control over
which containers are being returned to the locations we need
the equipment to flow to and to get the equipment to the cus-
tomers asking for it.”  He added: “The main issue here
is that truckers have been used to doing whatever they prefer
with our equipment, without first asking our approval. Truck-
ers are not allowed to re-use and load our equipment without
our approval – this is designed to manage our container equip-
ment  inventory,  balance equipment flows better and improve
visibility.” 

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

ZIM partners with Avantida to offer street turn services
in the U.S.

Avantida, headquartered in Antwerp,
Belgium, announced that ZIM has part-
nered with it to offer street turn services
in the United States through Avantida’s
platform that facilitates services offered by
ocean lines to transport and logistic com-
panies for optimized container transport
planning. ZIM is joining Maersk to offer
this service to U.S. transporters. Maersk
introduced the Avantida platform to the
U.S. and Canada last month.

Avantida’s platform facilitates empty
container triangulation, or the reuse of an
import container for an export booking
(street turn). The process offered by ZIM
not only provides dispatchers and plan-
ners requesting street turns with an
accurate, reliable response, it also reduces
time, transport costs and CO2 emissions
as truck miles are reduced.

In less than a month since Avantida
launched in the U.S. and Canada, it has
welcomed over 130 transport and logis-

tics companies to its platform. Adding
ZIM to the Avantida network allows end
users to experience the benefits of con-
necting with multiple shipping lines on
one single platform.

“We are quickly gaining traction in
the U.S.  The partnerships with Maersk
and now ZIM reflect the market’s eager-
ness to embrace the Avantida
platform,”  said Luc De Clerck, CEO,
Avantida.  “We hope to soon offer the
transport community in the U.S. a central
hub for requesting optimizations to all
major shipping lines.” 

The Avantida platform is active in
Belgium, The Netherlands, Germany,
Austria, France, Spain, Italy, Portugal,
Poland, Lithuania, Scandinavia, Switzer-
land, the UK, Mexico, the United States
and Canada. Overall, the platform counts
on over 4,000 registered companies and
facilitates an average of 2,000 transac-
tions a day.

LUC DE CLERCK
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Containership scrapping set to spike as 
IMO 2020 looms
BY MIKE WACKETT

The containership demolition
market is set to rebound this year as
owners weed out the oldest and dirtiest
vessels from their fleets ahead of the
IMO 2020 low-sulphur regulations.
According to London shipbroker Brae-
mar ACM, ten container vessels have
been scrapped so far in 2019, compared
with just one ship at the same time a
year ago, and a total of only 54 container
vessels that were sent to the breakers
yards in the full 12-month period.

Higher charter hire rates in 2018,
resulting from a strengthening in
demand, persuaded owners to postpone
their plans to recycle their ships and
instead reactivate idled tonnage. This
was no more evident than in the classic
panamax segment of 4,000 – 5,300 TEU
ships that saw hire rates double to about
$10,000 per day.

However, with the market cooling
by the year end, the most recent data
from Alphaliner has recorded 20 pana-
max vessels at anchor seeking
employment, with some 12 ships likely to
join this redundant fleet within the next
month as their charter parties expire.

Indeed, a broker told The Loadstar
that many of the enquiries he was now
getting for longer-term fixtures were stip-
ulating interest in either young
fuel-efficient vessels, or ships that would
have exhaust gas-cleaning systems
(scrubbers) installed.

From 1 January 2020 ships trading
around the world will be required to con-
sume fuel with a maximum sulphur
content of 0.5 per cent, or have a scrub-
ber system installed that will refine the
less expensive heavy fuel oil (HFO).
Moreover, in practice vessels without a

scrubber system fitted will need to
replenish their tanks with low-sulphur
fuel oil (LSFO) before the end of the year
in order to be compliant by 1 January.
Most analysts predict that the difference
between HFO and LSFO will be in the
region of $200 per tonne.

Assuming that scenario to be the
case in January 2020, shipowners could
in theory recoup the cost of their invest-
ment in scrubbers within a few years,
depending on the size of ship and its
trading pattern. But these same scrubber
economics will not apply to elderly ships
with asset values that are not signifi-
cantly in excess of the cost of installing
the onboard refining systems, which
could be up to $10 million a unit. It is
therefore expected that non-operating
owners of older tonnage will renew their

interest in scrapping as the year pro-
gresses, thus providing a boost to the
demolition market. And scrapping will
also be on the agendas of ocean carriers
as they brace themselves for IMO 2020.

Evergreen, which has the largest
orderbook in the sector, and is also one
of the container lines that is favouring
scrubbers, has recently sold its 5,364
TEU Ever Ultra and 1,164 TEU Ever
Able for scrap and has two further 5,364
TEU ships and another 1,164 TEU vessel
currently inviting offers in the demoli-
tion market. Prior to its sale,
vesselsvalue.com put the asset value of
the 1996-built Ever Ultra on a par with
its scrap value at $10.5 million.

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

Ocean Group acquires Techsol Marine
Ocean Group has acquired Techsol Marine, a Quebec-

based specialist in electro-mechanical marine systems. Techsol
designs, installs and commissions automation systems used to
monitor and control machinery on ships operating on all kinds
of ships around the world. Its installed base represents more
than 400 vessels operating worldwide. The acquisition, which
complements Ocean Group’s existing expertise, will allow
Ocean Group to expand its operations in Canada and to con-
tinue its global expansion. 

“We are pleased to contribute to the development of this

company with a real know-how, while bringing back the own-
ership of the company in Quebec. We are convinced of the
great potential of Techsol Marine and want to invest in growing
its market share in Quebec, Canada and internationally”, said
Jacques Tanguay, President and CEO of Ocean Group.

Techsol Marine designs, produces, installs and commis-
sions integrated ship automation and control systems, electrical
distribution systems, and integrated propulsion systems. Until
its acquisition by Ocean Group, Techsol was owned by RH
Marine B.V. of the Netherlands.
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CN and CP announce Q4 and 2018 year-end results
2018 was a great year for both of Canada’s railways. 
For the fourth quarter CN’s revenues were up 16 per cent,

and for the year revenues were up by 9.9 per cent to a record
$14.3 billion. Operating income rose during the fourth quarter to
$1.45 billion from $1.3 billion, resulting in a gross margin of
38.8 per cent. For the year, CN’s operating income rose to $5.5
billion from $5.25 billion, resulting in a gross margin of 38.4 per
cent. Net income before taxes for the year rose 11.6 per cent to
a record $5.7 billion. Cash flow from operations increased by 7.3
per cent to $5.9 billion. “Free” cash flow, the amount remaining
from operating cash flow after subtracting net capital expendi-
tures made during the year and dividends paid to investors,
decreased from $1.6 billion to $1.25 billion.

During the year, CN repurchased 19 million shares at a cash
cost of $2.0 billion. Shareholders’ equity rose from $16.66 billion
as at the end of 2017 to $17.64 billion as at the end of 2018. As
at the end of 2018, 42.8 per cent of CN’s total assets were
financed by equity, a slight deterioration over the year-end 2017
ratio of 44.3 per cent.

CP’s revenues increased a record 12 per cent to $7.3 billion

during the year and, after having revised its 2017 gross margins
as a result of a change in accounting rules, its gross margin for
the year rose to a record 38.7 per cent, demonstrating that the
management has gained firm control over expense levels. Net
income before taxes during the year rose from $2.5 to $2.6 bil-
lion. Cash flow from operations rose strongly from $2.2 billion in
2017 to $2.7 billion in 2018. “Free” cash flow, residual cash flow
after capital expenditures and payment of dividends, rose from
$577 million in 2017 to $891 million in 2018. 

During the year, CP repurchased 4.7 million shares at a cash
cost of just over $1.1 billion. CP’s balance sheet as of December
31, 2018 shows that 68.8 per cent of its total assets were been
financed by short and long term debt, up slightly from the year
before period, but down considerably from 2016’s 75.9 per cent.

During the past six years, CN’s revenues grew at a com-
pound annual rate of 6.4 per cent, while those of CP grew at 4.8
per cent. However, whereas CN’s gross profits grew at a rate of
8.2 per cent, CP’s accelerated at a rate of more than 55 per cent,
albeit from a low base. In addition, CP’s rate of cash flow gener-
ation grew by a robust 12.5 per cent annually during those years.

Results for the three months ended December 31 CN CN CN CN
(in millions of C$$) 2018 2017 2016 2015
Revenues $ 3,808 $ 3,285 $ 3,217 $ 3,166 
Less: operating expenses $ 2,356 $ 1,984 $ 1,822 $ 1,812 
Gross profit $ 1,452 $ 1,301 $ 1,395 $ 1,354 
Gross margin 38.13% 39.60% 43.36% 42.77%
Other expenses and (income) -$ 44 $ 113 $ 32 $ 103 
Net income before income taxes $ 1,496 $ 1,188 $ 1,363 $ 1,251 
Less: income taxes $ 353 -$ 1,423 $ 345 $ 310 
Net income $ 1,143 $ 2,611 $ 1,018 $ 941 
Net income as % of revenues 30.02 79.48 31.64 29.72
Comprehensive income $ 828 $ 2,349 $ 491 $ 1,157 
Cash flow from operations $1,917 $1,349 $1,378 $1,293
Capital expenditures, net $1,264 $892 $581 $642
Dividends paid $331 $307 $287 $246
"Free cash flow" $322 $150 $510 $405

Results for the year ended December 31 CN CN CN CN
(in millions of C$$) 2018 2017 2016 2015
Revenues $ 14,321 $ 13,041 $ 12,037 $ 12,611 
Less: operating expenses $ 8,828 $ 7,798 $ 6,725 $ 7,345 
Gross profit $ 5,493 $ 5,243 $ 5,312 $ 5,266 
Gross margin 38.36% 40.20% 44.13% 41.76%
Other expenses and (income) -$ 189 $ 154 $ 385 $ 392 
Net income before income taxes $ 5,682 $ 5,089 $ 4,927 $ 4,874 
Less: income taxes $ 1,354 -$ 395 $ 1,287 $ 1,336 
Net income $ 4,328 $ 5,484 $ 3,640 $ 3,538 
Net income as % of revenues 30.22 42.05 30.24 28.05
Comprehensive income $ 4,263 $ 5,058 $ 3,049 $ 4,198 
Cash flow from operations $5,918 $5,516 $5,202 $5,140
Capital expenditures, net $3,337 $2,673 $2,610 $2,706
Dividends paid $1,333 $1,239 $1,159 $996
"Free cash flow" $1,248 $1,604 $1,433 $1,438
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The essential difference between the two carriers was that
whereas CN had a lengthy record of tight cost control, CP’s num-
bers did not really start to improve until 2014. Starting in 2013,
CP slashed operating expenses with a vengeance and actually pro-
duced a gross margin in 2018 of 38.7 per cent, which exceeded
CN’s 38.4 per cent for the first time in its history.

During the fourth quarter, CN did well in all of its business
units. However, the truly bright spot in 2018 was petroleum and
chemicals, with revenues up 50 per cent to $815 million,
achieved solely on the back of a 50 per cent increase in revenue
tonne miles, since rail freight revenue per RTM actually declined
slightly. Revenue tonne miles decreased for metals and minerals
(11 per cent) and automotive (11 per cent), but increased by 12
per cent overall during the quarter.  Total carloads increased by 4
per cent during the year, as compared to an increase of 10 per
cent the year before. For 2019, CN anticipates mid-single digit
volume growth.

At CN, crude volumes rose to 232,000 barrels/day in the
fourth quarter, up from 129,000 in Q3. Volumes averaged
133,000 barrels/day for the full year 2018, still quite short of the
2014 record of 209,000 barrels/day. Negotiations continue with
the government of Alberta to start shipping more crude-by-rail by
the end of 2019 or early 2020.

CN continued to make progress with respect to efficiency

measures, such as labour productivity, average train weight, train
length, and train speed, average terminal dwell time and fuel effi-
ciency. 

During the fourth quarter, CP recorded gains in all of its busi-
ness segments, and carried record volumes of Canadian grain,
potash and domestic intermodal. Energy, chemicals and plastics
showed a 49 per cent gain in revenues, fueled by a 16 per cent
growth in freight rates and a 29 per cent increase in category rev-
enue tonne miles. Carloads in the category were up by more than
16 per cent. Although intermodal is still by far CP’s most impor-
tant segment (37 per cent of carloads and 20.6 per cent of
revenues), energy, chemicals and plastics are rapidly catching up,
and may well become CP’s most important revenue earners by
the end of 2019. In October of 2018, Keith Creel, CP’s CEO said
CP might match or exceed its record 2014 shipments of 110,000
carloads of crude oil in 2019, the equivalent of about 210,000
barrels per day. Actually, CP handled about 25,000 carloads of
crude in the fourth quarter, and is well on its way to shattering its
2014 record in 2019.

Importantly, CP did well on all the usual efficiency measures,
such as labour productivity, average train weight, train length,
and train speed, average terminal dwell time and fuel efficiency.
The management guided for mid single-digit volume growth in
2019.

CN CN CN CN CP CP CP CP CP CP CP
2015 2014 2013 2012 2018 2017 2016 2015 2014 2013 2012
$ 3,166 $ 3,207 $ 2,745 $ 2,534 $ 2,006 $ 1,713 $ 1,637 $ 1,687 $ 1,760 $ 1,607 $ 1,502 
$ 1,812 $ 1,947 $ 1,778 $ 1,612 $ 1,132 $ 1,031 $ 920 $ 1,010 $ 1,052 $ 1,493 $ 1,442 
$ 1,354 $ 1,260 $ 967 $ 922 $ 874 $ 682 $ 717 $ 677 $ 708 $ 114 $ 60 
42.77% 39.29% 35.23% 36.39% 43.57% 39.81% 43.80% 40.13% 40.23% 7.09% 3.99%
$ 103 $ 81 $ 93 $ 91 $ 135 $ 61 $ 190 $ 221 $ 88 $ 76 $ 72 

$ 1,251 $ 1,179 $ 874 $ 831 $ 739 $ 621 $ 527 $ 456 $ 620 $ 38 -$ 12 
$ 310 $ 335 $ 239 $ 221 $ 194 -$ 363 $ 143 $ 137 $ 169 -$ 44 -$ 27 
$ 941 $ 844 $ 635 $ 610 $ 545 $ 984 $ 384 $ 319 $ 451 $ 82 $ 15 
29.72 26.32 23.13 24.07 27.17 57.44 23.46 18.91 25.63 5.10 1.00

$ 1,157 $ 116 $ 1,865 $ 156 $156 $958 $18 $955 -$336 $1,112 -$143
$1,293 $1,135 $1,098 $724 $931 $733 $768 $623 $657 $659 $469
$642 $947 $788 $610 $405 $434 $251 $414 $487 $399 $329
$246 $202 $179 $161 $93 $81 $73 $54 $60 $61 $61
$405 -$14 $137 -$31 $433 $218 $444 $155 $110 $199 72

CN CN CN CN CP CP CP CP CP CP CP
2015 2014 2013 2012 2018 2017 2016 2015 2014 2013 2012
$ 12,611 $ 12,134 $ 10,575 $ 9,920 $ 7,316 $ 6,554 $ 6,232 $ 6,712 $ 6,620 $ 6,133 $ 5,695 
$ 7,345 $ 7,510 $ 6,702 $ 6,235 $ 4,484 $ 4,035 $ 3,654 $ 4,024 $ 4,281 $ 4,713 $ 4,746 
$ 5,266 $ 4,624 $ 3,873 $ 3,685 $ 2,832 $ 2,519 $ 2,578 $ 2,688 $ 2,339 $ 1,420 $ 949 
41.76% 38.11% 36.62% 37.15% 38.71% 38.43% 41.37% 40.05% 35.33% 23.15% 16.66%
$ 392 $ 264 $ 284 $ 27 $ 243 $ 21 $ 426 $ 729 $ 301 $ 295 $ 313 

$ 4,874 $ 4,360 $ 3,589 $ 3,658 $ 2,589 $ 2,498 $ 2,152 $ 1,959 $ 2,038 $ 1,125 $ 636 
$ 1,336 $ 1,193 $ 977 $ 978 $ 637 $ 93 $ 553 $ 607 $ 562 $ 250 $ 152 
$ 3,538 $ 3,167 $ 2,612 $ 2,680 $ 1,952 $ 2,405 $ 1,599 $ 1,352 $ 1,476 $ 875 $ 484 
28.05 26.10 24.70 27.02 26.68 36.70 25.66 20.14 22.30 14.27 8.50

$ 4,198 $ 2,590 $ 4,019 $ 2,262 $1,649 $2,463 $1,277 $2,094 $760 $2,140 $452
$5,140 $4,381 $3,548 $3,060 $2,712 $2,182 $2,089 $2,459 $2,123 $1,950 $1,328
$2,706 $2,124 $1,921 $1,420 $1,473 $1,295 $1,066 $1,127 $1,161 $1,163 $1,003
$996 $818 $724 $652 $348 $310 $255 $226 $244 $244 $223

$1,438 $1,439 $899 $988 $891 $577 $768 $1,106 $718 $543 $94
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CSX cuts away the ‘crazy stuff’ and intermodal revamp
starts to pay dividends
BY ALEXANDER WHITEMAN

U.S. railroad CSX has reported growth
in intermodal activities a year after the
dismal fourth quarter that followed   turn-
around king and CEO Hunter Harrison’s
unexpected death. But these gains will
likely be soured by plummeting profits,
despite upturns in revenues. Volumes for
the container business climbed 2 per cent
for both the final quarter and the full-year
2018, with divisional revenues up 4 per
cent (to $492 million) and 7 per cent (to
$1.9 billion), respectively. Despite the
seemingly weak growth figures, Chief
Executive James Foote was surprisingly
upbeat and optimistic for the year ahead.

“We are entering 2019 on a new tra-
jectory, with significant opportunity to
improve across all aspects of our business,”
he said.  “I expect CSX to deliver even
better service to our customers and drive
significant shareholder value.” 

After Mr. Harrison joined CSX in
2017, the carrier implemented his “preci-
sion scheduled railroading” concept, and
his loss has not hindered this project, said
Mr. Foote. He has “pushed full-steam-
ahead” with the plan, which initially saw
CSX drop some 7 per cent of its business –
seen as a necessary for long-term growth.
Mr. Foote described intermodal as the
“growth engine” of the railroad industry
and stressed that CSX was focused on re-
engineering this division to capitalize on its

potential. “We came out of the year 2 per
cent up, so this plus 7 per cent means
recurring about 9 per cent, which I would
say, under the circumstances, is pretty
good.” He pointed to “muted” intermodal
growth in a market he said had been
impacted by rationalization.

Executive Vice-President of Sales and
Marketing, Mark Wallace, urged investors
to bear with the company, stressing that it
was a necessary measure. “When we
began this journey to get away from a
broken hub-and-spoke model, the impact
to those changes was about 7 per cent of
our intermodal business” said Mr. Wal-
lace.  “Despite that, we grew our
intermodal volumes last year 2 per cent,
and in the middle of 2018 we decided to
do another round of rationalization. “These
changes took 3 per cent of the business,
alongside other changes that took effect

this year, on 3 January, impacting roughly
another 5 per cent.”

Mr. Wallace said the lost business had
been “bad business”, describing it as “crazy
stuff” that had been driving down prof-
itability. He added that while there was still
some way to go, intermodal operations
were “improving substantially”. “Some of
our customers actually agree with what we
are trying to achieve, and clearly we are
competing in the lanes where we think we
can do a better job of serving them,” he
said.  “We had a great peak season into
Christmas and we are doing so at lower
cost.”

Looking forward, Mr. Foote believes
the carrier will return to “normalized”
intermodal growth in 2020, while this
year’s goal remains to “best in service”.

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

Capturing more freight from trucks gives North
American railroads a boost
BY ALEXANDER WHITEMAN

North American  intermodal  is continuing  its  rapid growth,
with the main carriers recording record box-carrying revenue.  

The Loadstar  recently reported on rail operator
CSX’s bumper fourth quarter, which brought to a close a year to
forget, following the death of CEO Hunter Harrison.  Canadian
Pacific (CP) and Union Pacific (UP) numbers show equally
healthy returns, while  for Kansas City Southern the gains were
more muted. For the three months to December, CP’s intermodal
revenue climbed 12 per cent, hitting $405 million on the back of
a 7 per cent rise in volumes, leaving Chief Marketing officer John
Brooks  optimistic for 2019. “I’m extremely pleased with the
strong growth we’ve had,” Mr. Brooks told investors.  “On the
domestic front, we had a record year on top of a record year [in
2018]  and I expect continued growth as we move into
2019.” Full-year numbers were equally strong for the Canadian

railroad, with intermodal up 13 per cent to more than $1.5 billion
and a 10 per cent increase in volumes.  

This quarter the carrier will start operations for its latest cus-
tomer, Dollarama, which Mr. Brooks said would bring in $30
-$50 million, adding he was confident of more road traffic shifting
to CP intermodal trains.  “On the international side, we’re also
projecting growth in 2019 as we leverage service and capacity
brought on by GCT at Deltaport to grow both new and existing
customers at the port of Vancouver. And we have recently
extended our transport agreement with our largest intermodal
customer, Hapag Lloyd.” 

Fourth-quarter and full-year revenues at UP also surged, with
quarterly numbers climbing 15 per cent to $1.7 billion on the
back of a 9 per cent bounce in volumes, while full-year figures
exceeded $6.6 billion growing at 14 per cent. The company
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attributed the quarterly upswing to “another strong peak” and a
jump in international business looking to get ahead of potential
tariffs on Chinese goods.  

Chief Executive Lance Fritz commended the team’s efforts
on pricing while regaining “productivity momentum”.    He
added: “Building on this progress, we are advancing the imple-
mentation schedule for Unified Plan 2020.  “Since starting
this  initiative in October, we have improved on-time service for
our customers while at the  same time eliminating excess costs
and improving the utilisation of network resources.” 

U.S.-Mexico  cross-border  intermodal specialist Kansas  City
Southern recorded less spectacular growth, with revenue for the

year up 5 per cent to $389 million, with quarterly revenue of $98
million, equating to just 1 per cent growth. The operator’s Chief
Marketing Officer, Mike Naatz, said it had continued to see strong
growth in fourth-quarter business coming from cross-border ship-
ments  and truck-to-rail conversions.  “However, during the first
half of  the fourth quarter we were challenged by congestion in
north Mexico and this did have an impact on our business. “Inter-
modal revenue increased slightly year on year, with mixed
performance by  lane, but the cross-border franchise revenue
growth was solid at 8 per cent, driven by truck-to-rail conver-
sions.”  

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

Transpacific volumes to the U.S. hit new highs, but the
future looks more uncertain
BY MIKE WACKETT

Container imports to the U.S. from
Asia in December were 30 per cent higher
than in the same month of 2017, but the
tariff-beating rush of Chinese goods, the
main cause of the surge, has reportedly
“overwhelmed” the two main west coast
gateways. According to PIERS data, ana-
lyzed by Alphaliner, U.S. imports from
Asia exceeded 1.5 million TEUs in
December – a new high, with a new
record also set by the 1.09 million TEUS
of exports from China, 72 per cent of all
ex-Asia traffic. December’s volumes
pushed the full-year 2018 transpacific
growth to 8.3 per cent, the highest since
2010.

The port of Los Angeles said it moved
more containers last year than ever
before, 9,458,749 TEUs, helped by a 22
per cent import surge in December, while
neighbouring Long Beach said it was “vir-
tually certain” it would eclipse its record
of 7,544,507 TEUs.

“Last year’s exceptional volumes
were mainly driven by U.S. importers’
front loading efforts aimed at beating the
January 1 deadline for a 25 per cent tariff
on Chinese imports,” said Alphaliner.
However, the outlook for transpacific
cargo demand is unclear, due to the unre-
solved U.S.-China trade spat ,with the
clock ticking on the imposition of a 25 per
cent tariff on some 5,700 Chinese
imports, due on March 2.

In view of the uncertainty, and evi-
dence of softer demand so far this month,
carriers have “remained very cautious”
said Alphaliner, with for example the
Ocean Alliance’s new ‘Day 3’ network
focusing its growth strategy instead on the
Asia-North Europe, -Med and -Middle
East trades.

Notwithstanding the likely weaker
demand on the transpacific after the Chi-

nese New Year, which commenced on
February 5, the impact of the Chinese
import front loading of cargo on the U.S.
west coast port complex of Los Angeles
and Long Beach has resulted in severe
gridlock at the terminals and greatly
increased dwell times. A combination of
the import demand surge, which
prompted carriers to inject 22 extra load-
ers in the final weeks of 2018, as well as
upsizing some of their fleet, has exposed
the fragile nature of the LA/LB inter-
modal infrastructure.

Equipment, particularly chassis,
shortages have plagued the San Pedro Bay
ports for years, but anecdotal reports to
The Loadstar suggest the situation has
deteriorated significantly in the past
month. “It’s a vicious circle,” one BCO
told The Loadstar. “Containers are sitting
on the terminals much longer, aggravating
the chassis shortage further.” He said he
believed the port complex was “over-
whelmed” and complained he was getting

“stung” with additional demurrage and
detention charges, incurred through no
fault of his.

With spot rates on the transpacific
skyrocketing, at one stage as much as 100
per cent higher than a year ago, carriers
have sought ways to increase their carry-
ing capacity by increasing the size of the
vessels deployed on the tradelane. For
example, Maersk Line replaced two
13,000 TEU ships with two 17,800 TEU
ULCVs that had been temporarily idle on
the Asia-North Europe trade, while OOCL
replaced an 8,800 TEU vessel with a
13,200 TEU ship. It is understood that the
much enlarged working programmes of
these ships dumping considerably greater
volumes per call put unsustainable pres-
sure on the labour situation at the LA/LB
terminals, causing containers to be dis-
charged at alternative quays, further
exacerbating the chassis crisis.

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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LNG the fuel of the future for box ships on cost, but is
there a cleaner solution?
BY MIKE WACKETT

LNG delivers the best return on investment (ROI) for con-
tainer shipping lines, according to a new study, commissioned by
the collaborative industry foundation SEA\LNG. The study ana-
lyzed the case of a newbuild 14,000 TEU vessel deployed on the
Asia-U.S. west coast transpacific trade and compares six fuel
price scenarios, one featuring the installation of exhaust gas
cleaning systems, known as scrubbers. According to the report,
LNG delivers the best ROI, with a payback period ranging from
one to two years. 

Undertaken by Opsiana, a Scandinavian consultancy, the
study aimed to “support shipowners and operators in analysing
their investment opportunities in an informed way”, said
SEA\LNG chairman Peter Keller. Mr. Keller claimed there had
been “too many unqualified assumptions about the investment
case for LNG” and that shipowners and operators deserved “fac-
tual information”.

The SEA\LNG initiative followed a perceived lack of trac-

tion for the LNG option in the strategies of ocean carriers for
compliance with IMO’s 0.5 per cent sulphur cap. Indeed,
Hapag-Lloyd has 17 LNG-ready ULCVs inherited from its merger
with UASC, but said it only planned to convert one 15,000 TEU
ship to run on LNG in a pilot scheme.

Speaking during the carrier’s Capital Markets Day in
November, then Chief Operating Officer Anthony Firmin
claimed retrofitting the ships with gas tanks would cost $25 mil-
lion per unit, compared with the $10 million cost of a scrubber
system. But he regarded LNG as the mid-term solution to IMO
2020 over the “attractive” short-term solution of scrubbers.

CMA CGM is the first carrier to commit to LNG fuel for the
propulsion on its order of nine 22,000 TEU ULCVs due to be
delivered in 2020, while its recently acquired shortsea sub-
sidiary, Containerships, has already taken delivery of one of a
series of four 1,400 TEU LNG-powered vessels, Containerships
Nord (pictured next page).

ONE carriers continued to haemorrhage money in Q3,
but try to stay buoyant
BY ALEXANDER WHITEMAN

The Japanese carriers that make up
Ocean Network Express (ONE) are opti-
mistic they have turned a corner with the
network, despite reporting a third quarter
in which they continued to haemorrhage
money. MOL said ONE’s “operational
teething problems” had impacted the
line’s first-quarter performance, but
stressed these had “shown significant
recovery” in the third quarter. However,
MOL’s revenue fell 65 per cent, year on
year, during the third quarter. It said: “Uti-
lization, which had been sluggish in the
first half, generally showed a significant
recovery, though some Asia-Europe trades
fell short of the third-quarter target. “[We
experienced] upturn from the previous
internal forecasts due in part to strong
freight rates on the Asia-North America
eastbound trade, despite an increase in
cost regarding first-half exchange gain.”

This optimism, however, could not
disguise third-quarter revenue of ¥67 bil-
lion ($619 million) contrasting with the
¥193 billion of a year earlier, and a year-
to-date loss of ¥14.2 billion.

“K” Line reported worse figures: rev-
enue for the third quarter plummeting
79.3 per cent to ¥31.8 billion, leading to
a loss of ¥8 billion for its container busi-
ness.

At NYK, divisional revenues are not
broken down quarterly, but year-to-date
container revenue was down 59 per cent
to ¥218 billion, with nine-month profits
plummeting 42 per cent, resulting in a
loss of ¥24.7 billion. Along with MOL, it
pointed to positive performances in its
Asia-North America routes, citing “last-
minute demand” amid concerns over
higher tariffs in the U.S. on exports from
China.

One liner industry source told The
Loadstar the carriers’ optimism was war-
ranted, believing the network had now
turned a corner. “Things could only get
better for ONE and its partner carriers
after a mismanaged launch last year. They
are slowly getting their act together and
have had some luck with the demand and
lower fuel prices,” he said.

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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Despite the economics of LNG, there
are still concerns about its availability and
the need for special bunkering facilities at
ports.

Meanwhile, at the World Economic
Forum in Davos, Switzerland, a session
sponsored by Friends of Ocean Action dis-
cussed shipping emissions and how to
rapidly decarbonize the shipping industry.
A panel, which included Vice Chief Exec-
utive of Maersk Group, Claus
Hemmingsen, advocated urgent cross-
industry dialogue to dramatically cut
greenhouse gas emissions from shipping,
reaching IMO’s target of a 50 per cent
reduction by 2050 – but “preferably to
achieve Maersk’s goal of zero CO2 by that
year”. Maersk has invested $1 billion in
the last four years on research and devel-
opment, which Mr. Hemmingsen
admitted was being driven by customers,
the carrier having seen a 30 per cent
increase in tenders from shippers that
insist on the use of sustainable fuel. Mr.
Hemmingsen said that, given the average
25-year lifetime of a ship, R&D in the next
ten years would be crucial to meeting
emission targets.

Another panellist said he had spoken
to several large shippers and forwarders at
the event who claimed they had commit-
ted to be carbon-free by 2050, and

“expect their shipping lines to do the
same”. Nevertheless, LNG which emits
99 per cent less sulphur, 85 per cent less
nitrogen oxide and up to 25 per cent less
CO2 than conventional fuel oil, may not
be the long-term solution for shipping.
The panellists discussed electric power,
which they envisaged being used for

barges and coastal movements. However,
it is impractical for deepsea voyages with-
out charging points. Other options being
researched for the ships of the future
include bio-diesel and ammonia (hydro-
gen), solar and wind power.

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

Supply Chain & Freight the star performer as
UPS reports a strong final quarter
BY ALEX LENNANE

UPS reported strong fourth-quarter
results as it celebrated a strategy embracing
SMEs and improved use of technology. Q4
revenue reached $19.8 billion, up from
$18.9 billion a year earlier, and on an
adjusted basis, net income was $1.6 billion,
up from $1 billion last year. 

The operator said the supply chain and
freight business units “demonstrated contin-
ued growth as the result of greater alignment
with small and medium-sized customers”. It
added: “Coyote, brokerage and international
air and ocean freight made significant contri-
butions to operating profit within
forwarding.” 

CFO Richard Peretz said: “The Supply
Chain & Freight group produced a solid quar-
ter of financial performance, when you
consider the approximately $60 million  in
lost profit related to the contract ratification
process at UPS Freight.”  Logistics revenue
was up almost 7 per cent, with growth in
healthcare, aerospace, retail and manufactur-
ing.P
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In the fourth quarter, ocean freight produced its “best results
this year; double-digit shipment growth, great cost control and
expanding margins”, said  Mr  Peretz.  “Overall, Supply Chain &
Freight had another outstanding year, with double-digit profit
growth.” 

In the U.S., the domestic business saw revenue increase 6.3
per cent year on year, with revenue from Premium Next Day Air up
more than 10 per cent, while volumes grew 7.8 per cent. Revenue
was up 2.9 per cent in the international business, while operating
profit grew 9.8 per cent on an adjusted currency-neutral basis, to
$807 million. Export shipments grew 2.4 per cent  led by Europe
and the Americas. Most lanes out of Asia were positive, but exports
from Asia to the U.S. were down “due to the changing trade envi-
ronment”. 

UPS added that the peak had been good, and well exe-
cuted.  “We coordinated closely with customers for improved
forecasting, expanded air and ground capacity with higher levels of
automation, refined staffing and training plans, introduced new
technology to align incoming volume with available capacity and,
finally, we implemented pricing actions to better control shipment
characteristics,” said James Barber, COO. 

UPS said the strong 4Q performance had offset some
“labour headwinds”. Meanwhile, UPS is undergoing a transforma-
tion strategy, which has so far been successful, said Mr. Barber. “The
first major transformation strategy is growth and higher-quality rev-
enue. Our commercial actions to align pricing, volume and mix
were very successful. “We also simplified pricing and enabled our
sales force to provide small and medium-size customers with
quicker quotes, often on the spot. And we generated strong digital
marketing results with streamlined product offerings and pricing
programmes aimed at small and occasional shippers. 

“The second transformation strategy is using technology to
drive greater efficiency in operations and our back office, while
making the company more agile and flexible.” 

UPS is also focusing more closely on SMEs, a sector which
accounts for 95 per cent of U.S. companies and 50 per cent of U.S.
GDP.

Kathleen Gutmann, Chief Sales and Solutions Officer,  said
UPS’s strategy to attract SME was working.  “Our small and
medium-size business growth was the best we’ve seen in recent his-
tory in the U.S. as well as throughout the world and across different
industries. And you can see that demonstrated in our notable B2B
and B2C growth.” 

This year will see the company continue to build U.S. infra-
structure, with 18 facilities coming online and two internationally,
following the opening of 22 facilities last year, 14 of which opened
in the U.S. in the fourth quarter.  

Mr.  Peretz predicted: “We anticipate growth in the air ship-
ments to be in the mid to high single digits and ground in the low
single digit range. Operating profit is projected to grow between 10
and 13 per cent, coupled with margin expansion. “We expect the
international segment to have another strong year, with average
daily shipments up 3 per cent to 5 per cent. Product mix will
increase revenue yields. And as a result, revenue will increase 5 to
7 per cent. We will maintain our industry-leading margins and
expect to generate operating profit growth of 10 to 12 per cent 

“Finally, in the Supply Chain & Freight segment, we will con-
tinue to execute the disciplined strategy. We expect operating profit
to increase in the low to mid teen range. But he warned that there
would be “some headwinds to remain from the freight contract rat-
ification process”. 

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

DP World’s optimism is renewed as it reports growth 
in container volumes
BY ALEXANDER WHITEMAN

DP World struck a more optimistic tone as it announced its
latest results, with full-year container volumes growing 1.9 per
cent year on year. In October, the terminal operator warned of a
deceleration in the market bearing responsibility for a third-quar-
ter year-on-year decline of 1.4 per cent. But with full-year
volumes up, not to mention a marginal decline of 0.1 per cent in
Q4, CEO Ahmed Bin Sulayem appeared optimistic for the year
ahead. “We are pleased to see that our global portfolio has deliv-
ered growth on top of our strong prior year performance, and
despite the uncertainty with global trade,” he said.

“Our Europe and Americas portfolio saw strong growth with
continued ramp-up in the UK, Turkey and Canada, while per-
formance in Africa remains robust.” Full-year volumes were up
just 0.4 per cent for Europe, the Middle East and Africa, and Mr.
Bin Sulayem highlighted Dakar and Sokhna as strong African
regions. But its Q4 numbers for the region were the group’s
worst, down 3.5 per cent, with the UAE the biggest loser, down
4.6 per cent in Q4 and 2.7 per cent for the year. Mr. Bin Sulayem
said: “UAE softer volumes were due to the loss of low-margin
throughput, where we remain focused on high-margin cargo and
maintaining profitability.”

Americas and Australia was flat in Q4, with full-year volumes
up 1.9 per cent, leaving Asia Pacific and the Indian subcontinent
its strongest,group, up 3 per cent for the quarter and 3.1 per cent
for the year. Total group volumes for the 12-month period hit 71

million tonnes.
“We made good progress in strengthening our offering,

which will enable us to participate in a wider part of the supply
chain and offer smarter long-term solutions,” said Mr. Bin
Sulayem.  “Looking ahead to 2019, we expect to continue to
deliver growth and our focus remains on delivering operational
excellence, managing costs and disciplined investment. “Given
the steady volume performance of our portfolio, we are well
placed to meet market expectations.”

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

“We take this very seriously” must be among the most
overused platitudes of government and corporate PR
machines – how does it apply to GHG emissions?
BY THEO VAN DE KLETERSTEEG

With carbon taxes and concern over climate change once again
in the limelight, I thought it might be opportune to update an article
that was published in Canadian Sailings in November of 2017.

Scientists and green supporters have explained to us during the
past decade or so that global temperature increases must be kept
well below 2°C above pre-industrial levels, if we wish to avoid the
more egregious consequences of climate change. Accordingly, the
2015 Paris Agreement requires that signatories to the Agreement
implement programmes to reduce national carbon emissions to
levels that are thought to result in global temperatures to be kept in
check, and to “pursue efforts to limit the temperature increase to
1.5°C”, compared to the 0.9°C temperature rise that has taken
place since 1870.

There are three things wrong with the assumptions underlying
the Agreement, namely:

First, is there such a thing as “sustainable action to maintain
global warming to less than 1.5°C forever.”? Given our lack of
meaningful action to date to reduce greenhouse gas emissions, talk
about keeping global warming below 1.5°C seems preposterous.
Global warming occurs not as a consequence of the rate of carbon
accumulation in the atmosphere, but as a consequence of the total
amount of carbon in the atmosphere. No matter how frugal we may
ultimately become in our carbon emissions, it is almost impossible
to imagine that at some point in the future we will be able to pro-
duce “zero net emissions annually” that are necessary to prevent
temperatures from rising further.

Secondly, how do we know that a temperature increase of
1.5°C is the threshold? Based on observation of increasing numbers
of violent climate-related events, at temperature increases well
below 1.5°C, should we not be thinking far more aggressively about
implementing policies associated with lower temperature targets?

Thirdly, do we really know how many billions of tonnes of
CO2 of emissions are associated with a given temperature rise?

In September of 2017, Nature Geoscience Journal published
an article entitled “Emission budgets and pathways consistent with
limiting warming to 1.5°C.” The article, by Richard J. Millar and his
colleagues at Oxford University, suggests that it is possible that far
greater volumes of CO2 can be emitted than previously thought,
before exceeding the 1.5°C threshold level. It had hitherto been
assumed that for the globe to have a good chance of limiting its
warming to 1.5°C, so long as cumulative releases of CO2 would
remain below 2.25 trillion tonnes. As a point of reference, currently
cumulative CO2 releases stand at just over 2 trillion tonnes, with 40
billion tonnes of additional carbon being released into the atmos-
phere annually. Based on current inventories and releases, and
based on the previous assumptions of 2.25 trillion tonnes being the
threshold that would trigger global warming beyond 1.5°C, it was
thought that “time was running out” very fast indeed.

However, based on re-modelling of climate data carried out by
the Intergovernmental Panel on Climate Change and Dr. Millar’s
colleagues, the global temperature change that was actually associ-
ated with the release of 2 trillion tonnes of CO2 was “only” 0.9°C,
rather than the expected 1.2°C. Accordingly, the scientists revised
their previous estimates, and now believe that cumulative emissions
of 2.75 trillion tonnes of CO2 are associated with a global tempera-
ture rise of 1.5°C, not 2.25 trillion tonnes. Scientists then adjusted
another model to compute another set of estimates, which resulted
in a number of 2.92 trillion tonnes being associated with a global
temperature rise of 1.5°C. The upshot of the new estimates is that
it is now thought that we may have another 35-40 years of CO2
emissions at current levels before global warming reaches 1.5°C. 

I, for one, now have a better understanding of the relationship
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between past, current and cumulative emis-
sions and their associations with efforts to
limit global warming to 1.5°C. The news
appears to give the world a reprieve, albeit
for a short time. However, time goes by
quickly and each year that we fail to act
means that the following year we would
have to re-double our efforts to get to the
same objective. We must always bear in
mind that it’s cumulative emissions that
matter, not the rate at which accumulations
occur. 

According to the new studies, from
now on global emissions of some 40 billion
tonnes must be reduced annually by some
4-6 per cent to reach zero net emissions
some 40 years from now. That is an incred-
ibly ambitious task, which most would say
is impossible to attain, particularly when
there continues to be considerable discord
among nations as to whether they are “on
board” or not. Humans and animals pro-
duce CO2 naturally, just by being alive, and
human activity during the past 150 years
has created the hundreds of billions of
tonnes of CO2 presently in the atmosphere.
Until such time as mankind invents a tech-
nology to “scoop up” more CO2 from the
atmosphere than it will put in (“net zero
emissions”), the earth will continue to
warm, resulting in increasing adverse inci-
dents of related to climate change. Given
the will to succeed, we can certainly reduce
emissions and slow down the rate of
increases in global warning, but there is no
technology in sight that will actually reduce
the amount of carbon in the atmosphere, or
that will lead us anywhere near a “zero net
emissions” condition on an ongoing basis.

Where does Canada stand in all of
this? Canada represents only about 1.6 per
cent of global greenhouse gas emissions.
However, given that Canada’s population
represents only 0.5 per cent of the global
population, our per capita production of
greenhouse gases is the second highest in
the world (after Australia and on a par with
U.S. emissions). At the domestic level, by
far the largest Canadian emitters are
Saskatchewan and Alberta (69.5 tonnes of
GHGs and 64.6 tonnes respectively in

2016, per capita), while Quebec is the
lowest (9.46 tonnes per capita in 2016).
The Canadian average in 2016 was 19.9
tonnes per person per year. 

The federal government has
announced target reductions for 2020 and
2030. From actual emissions of 726.1 mil-
lion tonnes in 2013, Canada intends to
reduce emissions of GHGs to 622 million
tonnes in 2020 and 525 million tonnes by
2030. While 2016 emissions had declined
to 704 million tonnes, they will miss 2020
targets by a considerable margin. The
provinces have announced targets too, but
these are far less aggressive than the plans
by the federal government, and would add
up by 2030 to emissions that would actu-
ally exceed federal targets by about 10 per
cent.

So far, so good, although a somewhat
critical observer would wonder how such
relatively modest reductions would put us
on a path anywhere near the global objec-
tive of zero net emissions by 2060. Canada
has failed to implement successive emission
reduction plans and has not met its obliga-
tions under the Kyoto accord, will not meet
its 2020 obligations, and is not on target to
meet its 2030 objectives. Which makes
Canada part of the problem, not the solu-
tion.

By all accounts, the warnings of cli-
mate scientists of ten or twenty years ago
have proven to be correct. Yet, no country
on earth has taken any meaningful steps to
avoid what looks like the man-made
destruction of the environment in which he
lives. If no dramatic action is forthcoming
very soon, our children who are currently
teenagers will see their later lives destroyed
through a collapsing economy, long-lasting
drought and heat waves, flooding, lack of
adequate food, the collapse of social struc-
tures, and anarchy. Already we can see that
today’s wildfires, hurricanes, and floods are
more massive and intense in scope than
ever before, with devastating impacts on
local populations. Governments pretend
that “it’s business as usual”, but are
required to spend vastly greater sums than
before on disaster relief and reconstruction,

increasing budget deficits and debt. At some
point, taxpayers will no longer be able to
shoulder these increases in “operating
expenses”, and businesses will find the
additional costs and complexities of operat-
ing businesses under adverse circumstances
too much, and close down, or move. For a
perspective of how climate change will
impact national finances, consider President
Trump’s reluctance to commit the neces-
sary dollars to reconstructing devastated
Puerto Rico! As a businessman, he under-
stands that constantly throwing money at
problems without being able to control out-
comes does not achieve anything. As
destruction gets worse, and sources of taxa-
tion decline, future governments will have
very difficult choices to make.

If that’s bad enough, it gets worse:
Because we completely ignored warnings
about climate change until very recently,
and did nothing to mitigate the rise in global
warming, taxpayers will not only have to
shoulder the burden of ever-increasing dis-
aster relief and reconstruction, but will also
have to pay for the far-reaching negative
economic consequences of having to retire
or convert carbon-intensive infrastructure
to more carbon-friendly infrastructure. The
longer we wait, the heavier the negative
impacts will weigh. Coal-fired generating
plants must be retired, and our gasoline and
diesel-based transportation infrastructure
must be converted to operate on LNG,
propane, electricity, hydrogen and ammo-
nia. The technical resources to carry out the
required conversion exist. However, unlike
the resources that the country was willing
and able to muster to support the war from
1940 to 1945, Canada has become accus-
tomed to a country “run” by a massive
bureaucracy that is unable to plan for or
execute the required mobilization of
resources to achieve direct action. While
Canada has lectured other nations on envi-
ronmental stewardship, it is unable to lay
out its own environmental direction and
begin to implement a serious plan because
in our present political environment, federal
politicians feel they cannot act without
having consulted with every possible inter-
est group, and achieved absolute consensus. 

Starting with a plan to combat climate
change, even with the best intentions,
developing a plan will take years. Who will
be responsible for drawing up the plans?
Does it make sense for Canada to make its
own plans, or should be only do so in con-
junction with our largest trading partner,
the U.S.? What exactly do we wish to
achieve? Over how many years? What are
we prepared to sacrifice to achieve the
stated results? Where will the required mas-
sive financial resources come from?

We must understand that just meeting
the environmental obligations we have
agreed to sign on to is not good enough. If
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Shippers brace for costly repatriation of salvageable
Yantian Express cargo
BY MIKE WACKETT

When fire-stricken 7,510-TEU Yantian Express reached its
port of refuge at Freeport in the Bahamas, shippers with salvage-
able cargo on board braced themselves for substantial costs and
significant delays in obtaining their containers. Moreover, ship-
pers that did not take out marine insurance, which one marine
cargo insurer suggested to The Loadstar could be half of them or
more, and are unable to provide adjusters with acceptable secu-
rity, could find their cargo auctioned. This is to recover the
residual value of the cargo and the shippers may also be sued for
costs and consequences. The vessel was on THE Alliance’s East
Coast Loop 5 (EC5) service from South-east Asia to the east coast
of North America via the Suez Canal, and was some 650 miles
from the Canadian coast when the fire broke out in a container
on deck and quickly spread.

On January 10, vessel owner Hapag-Lloyd advised that
salvors had been “largely” successful in bringing the fire under
control and, with five crew members back aboard, the ship was
under tow at slow speed.

Meanwhile, alliance partner Ocean Network Express (ONE)
warned its customers that, based on the information it had avail-
able, to expect significant damage to cargo stowed in the forward
sections. It said: “We have to assume that all cargo in bay 12 on
deck and forward is directly affected by the fire, as well as all
cargo in Hold 1 (bay 1-9).” The carrier added that it expected that
all cargo in Hold 2 (bay 11-17) would also have been affected by
fire, smoke or firefighting water. ONE also said damage in adja-
cent areas was possible and that reefer containers in bays 1-24
had been without power.

Hapag-Lloyd declared general average (GA) on January 25,
and appointed UK-based Richards Hogg Lindley to determine and

collect GA and salvage security from each of the parties con-
cerned in cargo on board the ship. GA is a principle of maritime
law where damages and salvage costs are shared among the cargo
in proportion to its value.

It could be many weeks before Richards Hogg Lindley is able
to set the security amount required. In the case of 15,262 TEU
Maersk Honam, which caught fire in the Arabian Sea on March
6 of last year, the adjuster set the salvage security at 42.5 per cent
of the CIF (cost, insurance and freight) value of the cargo, with
an additional 11.5 per cent required as GA security. The 42.5 per
cent amount was to be held until the salvage remuneration was
awarded, whereas the 11.5 per cent will be held in suspense until
the final GA adjustment has been completed, which is often sev-
eral years later. Maersk Honam casualty generated the largest GA
loss on record, thought to be in excess of $100 million.

Shippers may also be required to pay the cost of the relay of
their containers to their bill of lading destination – the ship was
scheduled to call at Halifax, New York, Savannah, Jacksonville
and Norfolk. 

In the example of Maersk Honam, MSC told customers they
must pay $750 per 20ft and $1,250 per 40ft to relay their sal-
vaged containers from the port of refuge, Dubai, to their final
destinations in the Mediterranean. MSC warned that failure to
accept the cost would render cargo owners liable for storage and
demurrage charges.

So far Hapag-Lloyd, ONE and THE Alliance’s third partner,
Yang Ming, have not commented on relay costs, which would
constitute a commercial decision by each line.

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

humanity is to have any chance of surviving the looming catastro-
phe, we must do more, a lot more, than we have agreed to do. Not
just Canada, but every nation on this planet. Canada is economically
a small nation, and represents only a tiny fraction of the world’s pop-
ulation. However, as the world’s second largest per capita emitter of
GHGs, we have a special obligation to set an example. Perhaps a
good start would be the conversion of Canada’s transportation fleet
from gasoline and diesel to natural gas and propane with a “war-
like” degree of urgency. Ten years from now, there should not be a
single car or truck on the road in Canada that operates on gasoline
or diesel fuel. This would be a massive financial and operational
undertaking but, with commitment, could probably be achieved.
Canada has demonstrated in the past that, when it must, it can
muster the national commitment to do great things. Finding ways to
make meaningful reductions in GHG emissions would be an
extremely challenging task – most Canadians think they have done
their “bit” if they substitute paper for plastic bags, or don’t print
emails they receive. Since the task at hand is so massive, and will
require enormous innovation and national commitment, there
should be no further time wasted to make serious plans. I would add
“We know what needs to be done”, but that’s just it, we don’t
know. The average Canadian has absolutely no idea of the massive
undertaking that is required to merely slow down the rate of tem-
perature increases, and the heavy toll it would take on the economy.
On the other hand, continuing our ostrich policies would exert an
even heavier toll on the economy in decades to come. Perhaps the
very first priority would be for the federal government to initiate a

public education effort, to let Canadians know how serious a threat
climate change is to Canada’s well-being, and what we must do to
help arrest the worsening trends.

It is difficult to see how the present government, which
appears to be paralyzed and unable to get anything done, can take
the task of combatting climate change beyond further endless dis-
cussion. Mr. Trudeau seems to think that tinkering around the
edges with carbon taxes will be an initial, but nonetheless valuable
step in the process. It is highly doubtful, though, that Canadians
will truly curb their consumption of gasoline and other products
that, directly or indirectly, include a carbon tax. Canadians will
simply pay a little more, and grumble, but will not make lifestyle
changes. And even if they were willing to make lifestyle changes,
carbon taxes at the present levels cannot be expected to make more
than a marginal impact. What we need is radical change that will
change the way we do things. 

Mr. Trudeau made many promises during the previous election
campaign. He should realize that it is probably better to execute
one’s top priorities well, and abandon lower priorities, rather than
be a mediocre performer at all levels. In such a re-arrangement,
where would the environment stand? And after he will ultimately
be replaced, how would he prefer to be remembered: As the PM
who rolled in on a platform of protecting the environment AND pro-
tecting Canadian prosperity, or as the PM who failed to accomplish
much in either department, and left dealing with major problems to
his successor?
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March 13
THE TRAFFIC CLUB OF MONTREAL
International Women’s Day Luncheon
Contact: 514-874-1207, Maryna Cheroshnykova
info@tcmtl.com
www.tcmtl.com/en/event/femmes-en-logistique-2/

March 13
THE GRUNT CLUB
St-Patrick’s Day Curling Luncheon
Montreal West Curling Club
Contact: Chris Keays
chris.keays@groupocean.com
www.gruntclub.org

March 13-14
ARCTIC SHIPPING SUMMIT
Hotel Novotel Montreal Centre, Montreal
Contact: Mohammad Ahsan, +44 (0) 203 141 0606
mahsan@acieu.net
www.wplgroup.com/aci/event/arctic-shipping-summit/

March 19
THE GRUNT CLUB
Ski Trip
Ski Bromont
Contact: Chris Keays
chris.keays@groupocean.com
www.gruntclub.org

April 16-17
NEXTGEN SUPPLY CHAIN CONFERENCE
Chicago Athletic Association, Chicago, Illinois
Contact: 816 797 2522
reg@nextgensupplychainconference.com
nextgensupplychainconference.com

April 23-25
MARI-TECH 2019 CONFERENCE & EXHIBITION
Ottawa Conference and Event Centre
Contact: 613 599 6671 Ext 2, Cindy Hick
hick@bellnet.ca
mari-techconference.ca

May 18–22
AAPA 2019
Colorado Convention Cente, Denver, Colorado
Contact: (800) 929-3347
aapa@experient-inc.com
www.aapa.org/conference/contact-us/

June 3-5
JOC CANADA TRADE CONFERENCE
InterContinental Toronto Centre, Toronto
Contact: 418-648-6004 Ext 302, Manon Lanthier
manon.lanthier@green-marine.org
www.green-marine.org/greentech

June 5-7
GREENTECH 2019
Westin Cleveland Downtown Hotel, Cleveland, Ohio
Contact: 418-648-6004 Ext 302, Manon Lanthier
manon.lanthier@green-marine.org
www.green-marine.org/greentech

September 19
33rd ANNUAL CONFERENCE ON TRANSPORTATION
INNOVATION AND COST SAVINGS
Hotel X Toronto, Ontario
Contact:  905-319-1244, Richard Lande
www.transportconference.ca
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REACH
FARTHER.
3 coasts, 15 ocean terminals, 23 inland terminals and growing. 
For the past 100 years CN has been at the forefront of innovative service and operational strategies.  
Looking forward is how we have come this far.  So let us help you stay competitive in the global  
marketplace - reach out to us and reach farther than you thought possible.

cn.ca




