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Making
Connections
For more than 100 years PortsToronto
has worked to make connections.
In the early 1900s we connected
the land and the lake to build
the waterfront and establish the
successful Port of Toronto.

More than 625 extra-wide slips.
Heated boat storage.

2.2 million metric tonnes of cargo.
5,600+ cruise ship passengers.

In 1939, PortsToronto built the
Billy Bishop Toronto City Airport so
Torontonians could connect with the
world, and the world could connect
with Toronto and all it has to offer.
Since then, PortsToronto has
continued to invest in the airport
to build it to be the ninth largest
in Canada, serving more than
20+ destinations and welcoming
approximately 2.8 million passengers
per year; grown the Port of Toronto to
be an integral inland port supporting
the city’s food and construction
industries; opened the Outer Harbour
Marina to provide boaters with an
oasis in the city; and continued to
protect and maintain the Toronto
Harbour and the Leslie Street Spit for
the enjoyment of all.
We are PortsToronto and we are
making connections.

PortsToronto.com
20+ destinations.
2.8 million passengers.
Less than 3 kms from downtown.
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SEAWAY OPENING
Seaway upbeat about 2018 season
BY ALEX BINKLEY
There was an upbeat mood in the air as the March 29
official opening of the St. Lawrence Seaway approached,
fueled by a nearly 9 per cent growth in business during
2017, and warm February temperatures that cooled fears
of extensive ice coverage on the Great Lakes as in 2014.
However, threats by President Trump to impose hefty
tariffs on imported steel and aluminum cast a shadow
over the optimism. Bruce Hodgson, the Seaway’s Director of Market Development, said it had become difficult
to offer any certainty in predicting 2018 traffic levels.
The Seaway handled just over 38.1 million tonnes of
cargo in 2017, an increase of 3.1 million tonnes over
2016. Iron ore increased by 29 per cent to just over 8 million tonnes, dry bulk rose almost 18 per cent to 10.5 million tonnes and general cargo climbed by 30.4 per cent
to 3.4 million tonnes. Liquid bulk edged up 2.9 per cent
to 3.8 million tonnes and coal posted a meagre 0.4 per
cent increase to 2.3 million tonnes. The one negative result was grain shipments which fell 10.7 per cent to 10
million tonnes. The number of transits through the system rose 9.1 per cent to 4,119. The 2017 results were
ahead of the five-year average of 37.5 million tonnes,”
Hodgson said. “The result was positive overall and a welcome rebound from 2016.
Both the Canadian and American economies are running on all cylinders.” The tonnage would have even better if drought hadn’t reduced the size of the American
grain crop available to ship through the Seaway. “Canadian grain was stable, iron ore responded to growing domestic and international demand while dry bulk was a
solid contributor,” he said.

The dry bulk sector includes imported steel and aluminum, which increased in 2017 and all signs were of
continued growth this year, he said. For now, the future
of that business is uncertain.
Once a major commodity, coal has steadily declined
and demand for it now is mostly metallurgical coal for
making steel, he said.
While this year is the Seaway’s 60th anniversary, it isn’t
planning any celebrations as it did for the 50th anniversary. However, shipping lines, ports and other Seaway
partners are welcome to mark the occasion.
Prior to Trumps’ tariff threats, the Seaway was forecasting a 40 million tonne season for 2018. “The Thunder Bay grain terminals are full and if the international
demand is there, there could be a lot of early season traffic,” he said. Iron ore shipments are expected to remain
healthy this year and the Seaway is ready to handle it.
One unknown is whether the Canada-Europe free
trade deal will generate any uptick in trans-Atlantic commerce this year. “We’ve done a couple of reviews that
concluded the deal can only be positive,” Hodgson said.
“However, a lot of it will likely be transported in containers. There are some opportunities with special crops
grown in Ontario and with the auto sector.” Growing
trade with Middle Eastern countries and North Africa is
another possibility for boosting the Seaway’s business.
The Seaway went into overtime before it wrapped up
its 2017 navigation season on Jan. 11. Frigid late December-early January temperatures created unexpected ice
problems for the locks. The cold lingered and by early
February the Great Lakes were almost 70 per cent cov-
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ered by ice and on their way to matching conditions in
2014, the U.S. National Oceanic and Atmospheric Administration (NOAA) said. That year it took well into April
for enough ice to be cleared to allow navigation. However, an unexpected mild spell in mid-February of this
year and strong winds brought ice coverage back to the
50 per cent range toward the end of the month, NOAA
said. The Seaway, ports and shipping lines will be watching the March weather closely as well as how the snow
melt affects water levels in the Lakes.
Bruce Burrows, President of the Chamber of Maritime
Commerce, said the 2017 traffic increase was “a nice finish to a year of recovery and new business. We saw some
impressive cargo gains this year, with more diversity of
types of cargo as well.” The traffic increase “underscores
how vital the Great Lakes Seaway system is as a gateway,” he said. The cargo increases were fueled “by
global economic recovery and new business wins by our
members. I see this as new momentum, so we need to
build on this and advance our ambitions to deliver both
economic and environmental progress for inland and
coastal shipping.”

and resilient marine transportation system that advances
our ambitions to deliver both economic and environmental progress.” Reliable icebreaking is also important
when the Seaway is closed because ships are busy for as
long as possible during the winter delivering “vital supplies such as road salt, heating oil and construction materials in the winter to cities across the Great Lakes and
in the lower St. Lawrence River,” he said.
Ongoing negotiations between Chantier Davie and
the federal government about converting four icebreakers originally built for the U.S. Coast Guard for service in
Canada are being closely watched. While it won’t solve
any problems this year, it could be important for the future.

Mike Broad, President of The Shipping Federation of
Canada, said, “The Seaway depends on the U.S. economy and international traffic was up last year because of
the strength of the U.S. economy.” One obvious concern
is that the Trump Administration could make changes to
American import tariffs or rules that disrupt shipments
through the waterway, he said. “As long as there are no
restrictions or tariffs on imports, the Seaway’s growth will
continue.” Even though the Seaway system is running at
only 50 per cent of its capacity, it remains an important
conduit for grain exports and steel imports, he said.
The Seaway has announced a 1 per cent increase in
tolls and wharfage charges for the start of the 2018 navigation season. The New Business Incentive and the
Gateway Incentive programs will continue for the 2018
navigation season and provide examples of the corporation’s efforts to keep costs down to encourage business
development.
The Incentive programs have generated $36.3 million
in new business during the last decade, Hodgson said.
They are “part of ongoing efforts to diversify our commodity base. The recently introduced Gateway Incentive
provides a stimulus for shippers to save by switching the
movement of their cargo to the Great Lakes.”
Burrows said the ice conditions at the closing “underscore the urgency of upgrading and expanding Coast
Guard icebreaking resources. Governments on both
sides of the border have made public infrastructure investments a prominent part of their political platforms
during the past two years. Now is the time for marine to
secure its fair share.”
The late closing “reminded us that challenges can
arise even in the good years,” he said. “It underscored
the importance of having a competitive, well-resourced
March 12, 2018 • Canadian Sailings • 9

Delivering More
Rand Logistics, Inc. is a leading provider of marine bulk freight shipping and logistics services
throughout the Great Lakes region. Through our fleet of fourteen U.S. and Canadian flagged
vessels and our team of dedicated professionals, we provide unique and comprehensive
supply chain solutions to the marketplace. We take pride in our world class safety record,
exemplary maritime and technical expertise, and the unmatched efficiency and flexibility of our
operations. We are the only carrier that offers significant domestic port-to-port services in both
Canada and the U.S. on the Great Lakes, and due to the versatile and diverse makeup of our
fleet, the only carrier that can access every commercial port in the region. Contact us for more
information about how Rand Logistics and our subsidiary companies can help you with your
supply chain needs.

Lower Lakes Towing, Ltd.
517 Main Street
Port Dover, Ontario, CA N0A 1NO
Phone: 519-583-0982

R AND
LOGISTICS, INC.

Grand River Navigation Company
1026 Hannah Avenue, Suite D
Traverse City, Michigan, USA 49686
Phone: 231-642-4622

Rand Logistics, Inc.
333 Washington Street, Suite 201
Jersey City, New Jersey 07302
www.randlogisticsinc.com

SEAWAY OPENING
Port of Johnstown quietly building a steady business
BY ALEX BINKLEY
The Port of Johnstown has quietly
built up its presence in Eastern Ontario
transportation since becoming a municipally-owned enterprise in 2001
when Transport Canada transferred the
facility to the Township of Edwardsburgh/Cardinal on the St. Lawrence
River between Kingston and Cornwall.
Formerly known as the Port of
Prescott, it was renamed the Port of
Johnstown in 2013 and underwent a
$35 million expansion, funded by municipal, provincial and federal governments, to expand its wharves and
storage areas. A grand opening was
held in June 2015.
Last year it handled 1.21 million
tonnes of traffic, its second best result
yet. General Manager Robert Dalley
said in an interview the traffic during
the last decade has increased by about
50 per cent and he is confident the upgrades to the Port’s signature grain terminal and other facilities will bring in
more business in the future. Salt for
municipalities and highways in Eastern
Ontario remain its No. 1 commodity
followed by export grains, Dalley said.
More than 574,000 tonnes of salt were
delivered by ship to the port in 2017,
the highest amount in the last decade.
The grain terminal no longer stores

specialty crop last year, up from 6,231
tonnes in 2016. “The customer was
satisfied with the way its corn was handled, and with the level of service provided, to the point where it expressed
an interest in an expanded storage
agreement to secure additional space
at the Port,” the Johnstown year-end
review said.

Western grain but ships soybeans,
corn and wheat from Eastern Ontario’s
growing cash crop sector.
The 2017 weather-hindered crop
meant 60,000 fewer tonnes of grain
for the terminal than in 2016, its best
year. But the 200,416 tonnes handled
in 2017 is on par with the average
grain movement during the previous
ten years. As well, there is about
37,000 tonnes of soybeans remaining
in storage for shipment when the St.
Lawrence Seaway reopens.

Other bright spots last year were
hefty shipments of calcium chloride
and breakbulk cargo with steel beams
arriving from Europe for the construction industry, utilizing the port’s newly
expanded laydown areas, he said. The
Port welcomed 53 ships last year, Dalley said. The Port pays an annual divi-

A potential growth business is handling shipments of non-GMO corn.
The Port received 16,871 tonnes of the

Eastern Ontario’s Premier Port
Tel.: 613.925.4228
www.portofjohnstown.com

generalinfo@portofjohnstown.com
@portofjohnstown.com
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PAVING THE WAY
ON THE H20 HWY.
McAsphalt Marine Transportation Limited (MMTL) specializes
in providing marine transportation that goes the extra mile.
We pride ourselves in offering our customers the safest, most
environmentally friendly and efficient means of transportation
“on time, every time”.

Operating two Articulated
Tug/Barge (ATB) units, the
“Everlast/Norman McLeod”
and the “Leo A. McArthur/
John J. Carrick”, on the Great
Lakes, St. Lawrence Seaway
and Eastern Seaboard.

mcasphalt.com

SEAWAY OPENING
dend to the township and invests the
rest of its cash flow to keep the facilities on the 18 acre property up to date.
The Port finished 2017 with the second highest financial surplus since the
Township acquired the port. “Although we experienced a 3.5 per cent
decrease in revenues compared to
2016, this was more than made up for
through a 9 per cent decrease in expenses, resulting in a surplus that was
8.3 per cent over that of 2016. We
make quite an economic contribution
to the community.”
CN has tracks near the port which is
also close to Highway 401 between
Montreal and Toronto and Highway
416 to Ottawa. “We’re a multimodal
operation. We send and receive by
ship, road and rail.”
The transition to cash cropping in
Eastern Ontario has been a boon for
the port, he said. “We serve a nice big
area by truck and it keeps our elevator
quite busy.”

Among the upgrades to the Port
are two new 5,000 tonne grain bins,
which increases the storage space of
the elevator, which can hold 170,000
tonnes, and opens new possibilities for
receiving grain and specialty products
such as non-GMO corn without reducing the storage capacity available for
regular corn. It has also purchased of
an oil boom for port slips alongside the
elevator.

The Port review said its overall performance “continues to receive excellent feedback from our customers on
the changes that have been made, and
this is further demonstrated by the
same customers returning to the port
year after year. We owe a lot of our success to our loyal customers who continue to utilize our facility and provide
us with feedback so we can become
better at what we do.”
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SEAWAY OPENING
New ships are showing their worth, Great Lakes-Seaway
operators say
BY ALEX BINKLEY
The new freighters that have joined the fleets of Great
Lakes shipping lines in recent years are showing their
worth and even leading to consideration of additional orders.
Canada Steamship Lines has its state-of-the-art Trillium
class ships and Algoma Central its Equinox vessels. Built
to take advantage of new technology and designs, the
vessels address shipowner needs to stress efficiency in
their operations.
Louis Martel, President and CEO of Canada Steamship
Lines, says the Seaway-Great Lakes is a very mature market. “The best thing we can do for our customers is improve our efficiency. We need new technology and
innovation to secure our customer base.”
He doesn’t expect new cargoes in the future that will
require ships other than self-unloaders and bulk carriers
like the six Trillium class ships working the Lakes. Since the
arrival of the first, Baie St. Paul in 2012, the new ships
“have been very good to CSL,” he said. In fact, the company is looking into building a new series of Trillium ships
in response to growing Great Lakes business volumes.
“While they will be the same type of ship as the original
Trilliums, there are a lot of improvements we can make to
them with today’s technology,” he said.
CSL says the new vessels offer rapid discharging and
high environmental standards that make bulk cargo shipping an effective and attractive solution to keep costs
down and minimize environmental impacts.

In addition to its Equinox acquisitions, Algoma Central
surprised many with its acquisition late last year of four
used U.S.-flag lakers from American Steamship Company
for registering under the Canadian flag. Algoma CFO
Peter Winkley said the company expects 2018 to see a
continued resurgence of cargoes that will test the company’s capacity. Algoma has decided to scrap American
Victory, the oldest ship acquired from American
Steamship Co. Algoma is still studying the best reconfiguration for American Valor, built in 1953. However, Buffalo
and Adam Cornelius will be in service this year hauling aggregates, salt and other commodities on the Great Lakes
under the Algoma banner, he said. The company said the
acquisition of the two vessels strengthens its market position in the dry bulk business where it sees many opportunities.
Winkley said the price for the four vessels was attractive
enough to make the purchase a useful stop-gap measure.
“We’re dealing with delays in receiving our new ships, and
we are managing our older capacity as well as we can.”
Meanwhile the company is also welcoming brand new
additions to its fleet to replace much older ships. Algoma
Innovator, the first of two new Equinox Class 650’ self-unloading dry-bulk freighters being built in a Croatian shipyard, is expected to arrive in Canada for the start of the
Seaway season. She will be joined by Algoma Sault this
spring, bringing the number of new Equinox class vessels
to seven—four gearless bulkers and three self-unloaders.
Five additional vessels are under construction in China.
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SEAWAY OPENING
Winkley said Algoma is “very happy with the Croatianbuilt ship. They clearly pay a lot of attention to building
ships.”
Fednav has added 15 new Lakers to its fleet in recent
years, and 2017 became an exceptional year because no
new ships were added, says Marc Gagnon, Director of
Government Affairs and Regulatory Compliance. “However, this year we’ll receive five of an order for ten more
ships from Japan.”
Fednav’s vessels are built to bring import cargoes into
the Great Lakes and take shipments like grain and other
commodities to export markets, he said. The holds of the
new vessels are designed for improved general cargo carriage, compared to earlier ships, he said. In total, 45 of
Fednav’s 76 ships are able to enter the St. Lawrence Seaway locks.
The addition of the new ships shows Fednav’s “long
term optimism about business on the Great Lakes,” he
said.
Spliethoff’s Cleveland Express is celebrating its fifth year
of transatlantic service by adding a call this year at a new
Logistec terminal at Ramey’s Bend near Port Colborne,
which will be included in its twice a month service from Europe to Cleveland with a stop at Port of Valleyfield. Bart
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Peters, the head of Spliethoff Marine’s Atlantic Division,
said the extension of its container service to Ramey Bend
will allow it to offer service to customers in the Greater
Toronto Area as well as throughout the Niagara Region,
Southwestern Ontario and upstate New York. The terminal
is near the Lake Ontario end of the Welland Canal.
Spliethoff will work with stevedoring company Logistec
to load and unload vessels at the ports of Johnstown,
Toronto, Ramey’s Bend (Welland Canal) and Thunder Bay
in Ontario, and Cleveland, Ohio. At Valleyfield in Quebec,
it will utilize the services of Valport Maritime Services. The
first vessel is due in Valleyfield on March 30, the day after
the scheduled opening of the Seaway. Valleyfield is Spli-

ethoff’s gateway to serve customers in the Montreal region.“This year we expect more cargo from the United
States due to the weaker U.S. dollar against the euro, so,
hopefully this will result in a bit more balanced cargo flow,
Peters said.
In 2017, cargo volumes from Europe to North America
“were considerably higher than the volumes eastbound.”
While the voyages will commence in Antwerp, stops can
be made in Hamburg and British ports if there is sufficient
volume, he said. “Our intention is to maintain at least two
sailings per month.”
Ken Bloch Soerensen, President and CEO of Algoma,
says, “With the addition of the new class-leading vessels
to our domestic fleet, the 2018 navigation season is already turning out to be an exciting one. Algoma Innovator
will be a leader in the river-class segment and we look forward to being able to offer more flexibility to our customers.”
Algoma’s Equinox Class vessels bring new technological advancements in fuel efficiency, reducing its environmental footprint and its forward-thinking design has made
Algoma a frontrunner in the marine industry. Algoma
Sault, the second Seaway-max Equinox Class self-unloading bulk carrier built by Yangzijiang Shipyard in China is
expected to arrive in Canada in late March. “The addition
of Algoma Sault to our domestic fleet will further
strengthen our position on the Great Lakes and we look
forward to her arrival,” Soerensen said. The 740-foot selfunloader will join her sister ship, Algoma Niagara.
In addition to those, Algoma Conveyer, acquired by Algoma in 2017 at auction from the failed Nantong Mingde
shipyard, is undergoing refurbishment and completion of
construction and is expected to be delivered in early
2019.
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Arctic shipping
Closing Canada’s icebreaker gap
BY K. JOSEPH SPEARS
Canada is both an Ocean and Arctic Nation. Canada has
operated government-owned icebreakers for well over a
hundred years. For example, the museum ship CHS Acadia
moored in Halifax was built to chart Hudson Bay as part of
the development of the port of Churchill in the early 1900s.
A number of sources have raised concerns about Canada’s
impeding “icebreaker gap”, which was first addressed three
years ago in a Canadian Sailings article entitled Canada’s
Icebreaker Gap. Little, if anything, has been done to alleviate this problem during the past years, which has now assumed critical proportions.
Prime Minister Trudeau announced on January 19, 2018
that he was ordering his officials to commence negotiations
with Chantier Davie of Lévis, Quebec which, via a subsidiary,
Federal Fleet Services Inc., had proposed Project Resolute
which is a P3 proposal to provide Canada with four existing
foreign flag icebreakers that were to be modified in Davie’s
facilities for service in Canada. Federal Fleet had been successful with Project Resolve which delivered an AOR (resupply) vessel to the Royal Canadian Navy.
In 2016 Canada had issued a Request for Proposals (RFI)
that cast a global net for vessel owners and operators to
provide information and costing to provide icebreakers on
a chartered basis. The Finnish icebreaker company Arctia

was prompt in responding to the PM’s announcement and
issued a press release the next day. Since the initial flurry of
press coverage, the subject has gone quiet and there have
been no further announcements by Canada on this subject.

Canada’s Icebreakers
Canada’s icebreakers are an integral part of Canada’s marine infrastructure and any gaps in capability have the potential to impact the Canadian economy negatively.
Although Canada’s icebreakers do seasonal work in the Arctic, Canada’s Canadian Coast Guard (CCG) icebreakers were
designed for breaking ice in southern waters – on the Great
Lakes and in the Gulf of St. Lawrence – to keep Great Lakes
and Seaway commerce to the Port of Montreal open as long
as possible. Our largest and oldest, CCGS Louis S. St-Laurent, commissioned in 1969 is now 49 years of age, and has
been worked hard in Southern and Arctic waters.
Canada presently has 15 icebreakers in operation along
with two air cushion vehicles that are utilized for icebreaking
and flood control along the Saint Lawrence River. These are
set out in the chart on the following page. CCG currently
has two (2) Heavy Ice Breakers (HI), four (4) Medium Icebreakers (MI), and nine (9) Multi-Task Light Icebreakers in its
inventory. CCG deploys these vessels in Canada’s Arctic wa-
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Arctic shipping
ters during the late-June to mid-November period (the Arctic season), and
South of 60° latitude from the December to May period (the Southern season). The vessels are based in Quebec
City, Quebec; Dartmouth, Nova Scotia;
Victoria, British Columbia and Argentia
and St. John’s, Newfoundland and
Labrador.
It is important to note as set out in
the RFI, that these icebreakers are
multi-mission and not tasked solely for
icebreaking. They are an integral part
of the CCG fleet. While operating in
the Arctic, the vessel’s primary functions include: conducting ice escort,
supporting northern resupply, providing a platform for scientific research
and delivering CCG programs such as
Aids to Navigation and Search and
Rescue. Once these vessels return to
port after Arctic operations, they undergo maintenance and deploy for
Southern icebreaking operations
throughout Eastern Canada, the St.
Lawrence River and the Great Lakes
from December until early May. During
this period, the icebreakers provide
vessel escort, route assistance, harbour
breakouts, flood control and ice reconnaissance services for a variety of commercial shipping, fishing and public
transportation activities. Again, the icebreakers also support other CCG programs such as Aids to Navigation,
Environmental Response, Fisheries Enforcement, Maritime Security and
Search and Rescue.
Upon completion of the Southern
icebreaking season, these vessels undergo additional maintenance prior to
deployment back to the Arctic. They
have a high operational tempo, with
vessels constantly in for repair and refit
in commercial shipyards. As the vessels
age, operational efficiency is impacted.
Icebreaking-capable vessels that are
approaching the limit of their notional
operational life are undergoing Vessel
Life Extensions (VLEs) to keep them in
service until replacement vessels can
be built and delivered. VLEs are scheduled to take place until 2023, with up
to three vessels undergoing repairs
each year. While efforts are being
made to minimize work that would
occur during an icebreaking season,
VLE work will remove some vessels

from service for a significant period of
time.

industry to determine commercially
available options to:

Replacement of the 15 vessels falls
outside National Shipbuilding Strategy
(NSS), and none is presently scheduled to be replaced under NSS, except CCGS John G. Diefenbaker,
which is a proposed Polar class icebreaker to be built by Seaspan as part
of NSS. CCGS Ann Harvey was the last
icebreaker built in Canada in 1987.
The average vessel age is over 30
years.

i. Deliver an interim icebreaking capability1 in order to address potential
icebreaking capacity gaps for the
Canadian Coast Guard (CCG) on
the East Coast (wintertime operations in southern Canada) and in the
Arctic (summertime operations in
the Arctic navigable season).

Canada’s icebreaker problems are
both age and capability-related. While
construction of CCGS John G. Diefenbaker, a new Polar Class icebreaker,
was announced with great fanfare by
Prime Minister Harper, it is unlikely that
this vessel will be operational before
2028, and even that date is optimistic.
That vessel to be built is solely for Arctic operation for fall, spring and summer months.

Request for Information (RFI)

b. The Government of Canada is
seeking information regarding the
potential pricing and availability of
interim measures to provide icebreaking and towing services. It
also seeks to understand how the
proposed solutions by Industry
might provide economic benefits
and support to the shipbuilding
and broader marine industry in
Canada. Consistent with the Buyin-Canada Shipbuilding Policy, it is
the Government of Canada’s intent
that the repair, maintenance and
refit of vessels will be conducted in
Canada.

1. Objective

Due to age and reduced availability
of the icebreaking fleet, CCG anticipates that it may require additional
icebreaking capacity provided by one
to five icebreakers (Heavy, Medium, or
Light) at various times over the next
number of years. Accordingly, CCG
must investigate potential bridging
strategies to address potential gaps in
service.

a. The Department of Fisheries and
Oceans (DFO) with the assistance
of Public Services and Procurement
Canada (PSPC) intends to consult

It is clear that the CCG wishes to
explore cooperative solutions to help
Canada avoid the so-called icebreaker
gap, within the formal purchasing

The government’s Request for Information and Industry Consultation
for Interim Icebreaking and Towing
Capability for the Canadian Coast
Guard was issued in 2017. The RFP
stated:
Request for Information and Industry Consultation
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process consisting of an RFI followed by an RFP under federal procurement guidelines.

Canada’s Heavy Icebreakers — CCGS Terry Fox
CCGS Louis S. St-Laurent and CCGS Terry Fox transited
to the North Pole in 2014 and 2015 to perform work in support of Canada’s claim to the North Pole seabed as part of
her continental shelf which has continued in recent years on
scientific and oceanographic missions. CCGS Terry Fox was
built in B.C. for Gulf Canada as an ice-strengthened offshore
supply vessel for use in the Beaufort Sea and was world
leading technology when she was designed and built. Dur-

ing the days of Beaufort Sea exploration (1970-80’s), Canada
led the way in the development and design of icebreaker
technology. Much of that technical expertise went to Finland
which has subsequently become a world leader in icebreaker design and development. CCGS Terry Fox was
bought by the Canadian government after the collapse of
the Beaufort Sea oil exploration in the early 1980s, and has
proven to be a highly successful acquisition that has served
Canadian interests well. With new propulsion, and a mid-life
refit, if cost- effective, this vessel may well have many good
sailing years ahead. Officially, CCGS Terry Fox is slated to
be decommissioned in 2020.

List of icebreakers and air cushion vehicLes that May be utiLized for icebreaking operations
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the icebreaker gap and give both
Canada and the United States muchneeded capability in the Arctic and
standardization for Arctic operations.

Photo: D. Gordon E. Robertson

We can work with the United States
with which we have historically had a
long-standing shared interest in the region. This is an opportunity for our two
countries to work together towards a
common good and protect the Arctic
environment, which has various spinoffs on a number of fronts. This will
take leadership on the part of Canada.

Icebreaker Gap Identification
The Shipping Federation of
Canada has been vocal on Canada’s
icebreaker gap. It called on the government to ensure that there is sufficient icebreaking capability within the
Great Lakes System to allow for commerce to take place. This is a shipping
infrastructure problem that affects
Canada’s economy, but also impacts
Arctic operations and capability. The
Federation stated in 2015 that “The
past two years have demonstrated the
limits of CCG’s icebreaking fleet as it
dealt with icebreaking in the Arctic,
the Great Lakes, the St. Lawrence
River and Eastern Canada. Already
operating with a limited and aging
number of assets over a very large geographical area, the conditions
demonstrated the breaking point for
the system and the need for more icebreakers as soon as possible to meet
adequate levels of service and safety.”
A similar approach was raised by
the Emerson report entitled Pathways
Connecting Canada’s Transportation
System to the World. The report
tabled in February 2016 pulled no
punches and painted Canada’s Coast
Guard fleet as the oldest in the world.
The report stated: “At that rate, the
median age of the fleet will not decrease. Other strategies, such as outsourcing or leasing, are not part of the
strategy and thus cannot be deployed
to meet short-term requirements.”
The report warned that coast guard
icebreaking capability in Arctic is decreasing, while vessel traffic in the re-

gion is increasing. It blames the number of breakdowns on underfunding of
maintenance by the Conservatives
and a general neglect by politicians in
Ottawa. “Indeed, for such a critical
piece of transportation infrastructure,
the Canadian Coast Guard is not receiving the political attention, or the
administrative and financial resources
it requires,” the report said.
The Shipping Federation proposes
to consider alternative service delivery
either through chartering and/or purchasing vessels from other nations,
and to modify NSS to build smaller,
but more numerous vessels that can
be used in icebreaking capabilities
and final waters.

Working with the United States
The United States has just issued an
RFP to five shipbuilders for a new
heavy icebreaker. It proposes three
heavy and three medium icebreakers,
with the first to be delivered in 2023.
Canada shares common waters with
the United States. Our strategic interests are very much aligned in the Arctic with those of our best friend and
ally, the United States. There is therefore an opportunity for Canada and
the United States to work together to
build a class of polar icebreakers
based on the design of CCGS John G.
Diefenbaker to be built under NSS
while a date for commencement of
vessel construction has not yet been
committed to. Collaboration with the
U.S. on the design and construction of
polar icebreakers would help alleviate

Moving Forward to Close the
Icebreaker Gap
It’s time for a rethink of Canada icebreaker capability in light of rapid
changes in the Arctic. While there has
been no formal RFP issued, the Prime
Minister’s comments concerning opening discussions with Project Resolute is
a good start. The chartering of icebreakers provides short to mediumterm capability in a cost-effective
manner, while providing a chance for
Canada to examine new technologies
and options including hull designs, to
maximize operational effectiveness in
southern waters and in the Arctic,
when it decides to secure icebreakers
to meet its long-term requirements.
CCGS Terry Fox, a commercial icebreaker, has proved to be a highly successful multi-mission CCG icebreaker
and allows midlife refit with residual
icebreaking capacity for Canada. Closing the icebreaker gap is a necessary
investment in Canada’s future as an
Ocean and Arctic Nation.
K. Joseph Spears, principal of
Horseshoe Bay Marine Group, has a
long-standing interest in Canada’s Arctic and marine capabilities. He has participated in many policy dialogues in
the development of marine practices
for the government of Canada. He assisted in the strategic environmental
assessment of Canada’s polar icebreaker under contract to the Canadian Coast Guard via Norstrat
Consulting. He can be reached at
joe.hbmg2@gmail.com.
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China’s Arctic rising
BY K. JOSEPH SPEARS

China’s presence in the Arctic, like recent winter temperatures, continues to increase. China considers itself a
near-Arctic power, even though it has no territory in the region. It is playing the long game in the region on many
fronts: commercial, academic, political and philosophical.
China has continued to expand into the region for the last
decade which has surprised many. Many China watchers
have speculated about its objectives, and there is a great
deal of concern about what China’s true intentions are in
the region. Given its complex internal political processes,
is difficult to determine, as its intentions have never been
stated. On January 26, 2018 China released a formal white
paper on its Arctic policy which, combined with recent research expeditions, commercial and diplomatic efforts,
show China’s continued interest in the Arctic and its directed focus on commercial shipping in the Arctic Ocean
basin. China recognizes that as sea-ice continues to diminish, the Arctic will impact its people.

Northwest Passage. China is presently building a second
research icebreaker, and continues to engage in the Arctic
Council’s work as a participant in the various working
groups including Arctic research. It also two Arctic research
stations in Salvbard (Norway) and Iceland.
It should not be forgotten that the Arctic Ocean Basin
is a potential source of protein from the undeveloped fisheries in the region. These fisheries have the potential to
be a major sustainable protein source for the world if they
are properly managed. However, presently there is very little information on these fish stocks.

A near-Arctic State

China is dependent on international shipping for its
economic development. Ninety per cent of China’s exports are carried by sea. It is also dependent on seaborne
imports for energy (hydrocarbons) and foodstuffs. It is the
world’s third largest commercial shipowner. Any changes
to world shipping routes will have a direct impact on
China’s economy and potential imports and exports.

China continues to position itself as a near-Arctic state
and has an ambitious Polar research program working in
both the Arctic and Antarctic. One of the stated reasons is
to understand climate change processes that originate in
the region. This past season its research icebreaker Xue
Long circumnavigated the Arctic, including Canada’s

The Arctic Ocean is in a state of rapid flux that scientists
have not seen in recent times. This winter, for example, the
air between Greenland and Iceland was in fact warmer
than over the Mediterranean. The northernmost weather
station in Greenland saw temperatures soar above freezing
for a record period of nine days in February, which was the
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longest period of above freezing temperatures in February since weather
records have been maintained commencing in 1958. Sea-ice near there
disappeared which has stunned climate scientists. This is unheard of for
February when there is total darkness.
In addition, Arctic sea ice in the
Bering Sea and to the north of Greenland actually declined during February, a time when sea ice usually
expands toward its seasonal maximum in early to mid-March.

(China News Service, March 5, 2010).

China’s growing global reach

On June 20, 2017, China’s National Development and Reform
Commission and State Oceanic Administration published the “Vision for
Maritime Cooperation under the Belt
and Road Initiative” (the Vision). The
Vision officially incorporates the Arctic
into China’s Belt and Road Initiative
(BRI). It is a far reaching plan with
three economic routes to embrace

Centuries ago, China had global
maritime reach which it is reviving in
the 21st century. China enjoyed a
lengthy maritime history with the
prosperous maritime Silk Road during
the Eastern Han Dynasty (AD 25-220)
and the “treasure voyages” commanded by Zheng He during the
Ming Dynasty (1368-1644).
In 2015 a five-ship task group of
the People’s Liberation Army’s Navy
(Chinese Navy) navigated through
U.S. territorial waters located at the
far western end of the Aleutian Islands chain. While this was done in
accordance with the Law of the Sea
Convention’s right of innocent passage, it highlights China’s increasing
maritime capability. In addition, China
recently conducted joint exercises
with Russia in the North Pacific.
Clearly, China sees the Bering Strait as
an international strait and entrance
into the Arctic Ocean for transpolar
shipping.

Ice Silk Road
China has a long stated ambition
to recreate the Silk Road and a string
of pearls (overseas bases) to facilitate
trade, and for military purposes with
a focus on the Indo Pacific region.
The Silk Road would mirror early
trade routes. Trade and shipping are
key to China’s rapidly developing
economic might, as evidenced by
China’s being the world’s largest exporter and commercial shipowner.

shipping infrastructure and trade.
Some have called it China’s Marshal
Plan.
Chinese Vice-Foreign Minister
Kong Xuanyou spoke during a press
conference at the State Council Information Office in Beijing, Friday, Jan.
26, 2018 when it announced a formalized Arctic plan. China is seeking to
allay concerns about its increasingly
prominent activities in the Arctic, saying it won’t interfere in the actions of
nations in the region. The Chinese
government formally added the Arctic sea route to its Belt and Road initiative in June as one of three “blue
economic passages” linking China to
Europe, Africa and the South Pacific.
In July, Xi said China and Russia
should cooperate on the Northern
Sea Route to realize an ‘Ice Silk Road’.
The Ice Silk Road can be seen as a
further step in shaping China’s Arctic

A number of years ago, China
stirred up international concern when
one of its senior admirals claimed that
China had a right to some of these resources in the Arctic Ocean basin.
Rear Admiral Yin Zhin stated in 2010
“The United Nations Convention on
the Law of the Sea (UNCLOS), the
North Pole and surrounding area are
the common wealth of the world’s
people and do not belong to any one
country.” He went on to say “China
must play an indispensable role in
Arctic exploration as we have onefifth of the world’s population.” He
went on to criticize some countries for
contesting sovereignty over the region, which impacts other nations
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policy. The three main elements of
this policy are: respect, cooperation,
and sustainability. Moreover, the BRI
now officially extends to the Arctic,
which could help achieve the objectives of China’s Arctic policy. It is now
very clear that China is keen to play a
role as a user of the Northern Sea
Route.
As elaborated in the Vision:
China is willing to work with all parties in conducting scientific surveys of
navigational routes, setting up landbased monitoring stations, carrying
out research on climatic and environmental changes in the Arctic, as well
as providing navigational forecasting
services. China supports efforts by
countries bordering the Arctic in improving marine transportation conditions, and encourages Chinese
enterprises to take part in the commercial use of the Arctic route.

Northern Sea Route
Chinese state-owned shipping
company Cosco was the first in the
world to navigate a container ship
through the Northern Passage in
2013. Given its dominant role in international trade, it is clearly in China’s
26 • Canadian Sailings • March 12, 2018

interest to pursue international Arctic
shipping routes, and China therefore
continues to engage in a variety of
commercial Arctic shipping activities.
Cosco is bullish on continued Arctic
shipping.
Specialized trades like the transportation of LNG are receiving investment consideration. For example,
three major Chinese and Greek shipping firms are in talks to build five
vessels worth $1.59 billion that will
ship liquefied natural gas (LNG) from
the Arctic, Chinese media report. The
ships plan to transport gas from the
Yamal LNG project, a $27 billion joint
venture under construction by Russia’s Novatek, France’s Total group
and China National Petroleum Corp.
China sent a record five ships
through the route in 2016, contributing to a total of 19 vessels that made
the full route from Asia to Europe, or
vice versa, that year.

Canada’s Northwest Passage
China has shown interest in
Canada’s Northwest Passage. China
recently released the Chinese-language Arctic Navigation Guide
(Northwest Passage), consisting of

365 pages of charts and detailed information on sea ice and weather,
which had been compiled by ocean
and shipping experts as a way to help
mariners plan voyages through
Canada’s Northwest Passage. It appears that there was no direct input
by Canada. This now appears to part
of its Silk Road plan to invest in shipping infrastructure. The release of this
Navigation Guide is part of a larger
plan.
Last summer, the Chinese research
icebreaker Xue Long (Snow Dragon)
proceeded with Canadian permission
through the Northwest Passage with
a Canadian ice navigator on board,
Rear Admiral (Retired) Nigel Greenwood of Martech Polar. Canadian scientists were also embarked for the
transit through Canadian waters.
While this voyage for the most part
flew under the radar, many felt that
this was more than simply a scientific
and oceanographic cruise, representing an effort to examine these waters
for the purpose of international shipping. Very little oceanographic research was conducted. This was
subsequently demonstrated in Chinese comments reported in the

Arctic shipping
Globe and Mail after the voyage.
China’s official government news
agency says Beijing used a scientific
icebreaker voyage through Canada’s
Northwest Passage to test the viability of sailing Chinese cargo ships
through the environmentally fragile
route that links the Atlantic and Pacific oceans. Xinhua News Agency,
often used to deliver messages on
behalf of the Chinese state, lauded
the Sept. 6 completion of the firstever Chinese voyage through the
Arctic waterway, saying the Snow
Dragon icebreaker “accumulated a
wealth of experience for Chinese
ships going through the Northwest
Passage in the future.”
After the voyage, the Globe and
Mail reported:
Xue Long gathered data on underwater features and water depth as it
sailed through the Northwest Passage, details that are “very decisive
factors in judging the fitness of a passage for commercial use,” Mr. He
said. Acquiring that information “we
feel will push forward the commercialization process and contribute to
safety improvements in that area,” he
said. From an academic perspective,
“The navigation potential of the
Northwest Passage is quite considerable,” he said.

ministers but that China claims as its
own. There can be little doubt the Arctic figures prominently in China’s
strategic plans.
The economies of the Indo-Pacific
region are growing rapidly, resulting in
vastly increased waterborne trade of
raw materials as well as consumer
goods. Shipping routes are an integral
part of the global economy and China
recognizes the importance of these
waters in its BRI Silk Road concept.
China has a free trade agreement with
Iceland and has forged trade agreements with Finland. It has been active
with mining in Greenland. In Canada,
Chinese companies have been active
in natural resources plays in the Arctic
region. China conducts wide-ranging
scientific programs which it carries out
in conjunction with bilateral agreements in the Arctic region to
strengthen relationships, and considers itself to be an active player in the
Arctic. This has been showcased by

China officials as “a proactive, responsible, constructive, and peaceful contributor to global order.”
China is seen by many nations as a
threat in the Arctic. Its intentions are
difficult to fathom as it has made no
clear statements on the subject. China
continues to develop a presence in the
Arctic with a trade and shipping focus
as has been seen in 2017. China is
likely intent on exploiting a warming
Arctic for economic and strategic advantage, and its profile continues to
rise in the Arctic like Arctic temperatures. Both are here to stay.
Joe Spears is the Principal of Horseshoe Bay Marine Group and has been
a keen observer of China’s action in
the arctic for the last 30 years and has
contributed articles to the China Brief
published by the Jamestown Foundation of Washington, DC and participated in China Arctic workshop on
SAR at Dalhousie University. Joe can
be reached at joe.hbmg2@gmail.com

Strategic Arctic
China’s Navy has been increasing
and developing a more robust over
the horizon and blue water capability.
The Arctic will undoubtedly grow in
strategic importance. China is increasingly asserting itself underwater, and
has increased its submarine capability.
According to the U.S. Department of
Defense, China currently has five nuclear attack submarines and 54 diesel
submarines, and its fleet may grow to
nearly 80 submarines by 2020. Chinese submarines have reportedly penetrated rings of escorting destroyers
and closely shadowed U.S. aircraft carriers operating in the western Pacific in
both 2006 and 2015. In January of this
year, a Chinese nuclear attack submarine sailed through the contiguous
zone of the disputed Senkaku islands
in the East China Sea, which Japan adMarch 12, 2018 • Canadian Sailings • 27
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The United States – a reluctant Arctic power—making it
great again
BY K. JOSEPH SPEARS
The 21st century has been called
a maritime century as well as an Arctic century. A rapidly changing Arctic
has brought the world to the Arctic.
The United States is a key Arctic
player and an Arctic neighbour of
Canada’s. America has long recognized the strategic importance of the
region, a key hotspot during the
Cold War. The Arctic has the potential to become another hotspot as
both China and Russia exert their
power. However, America has never
thought of itself as an Arctic nation.
Trying to read the signals on recent
U.S. Arctic policy from the Trump
White House is like trying to predict
sea-ice conditions in a warming Arctic. Both the ice and presidential positions are constantly in flux.
President Trump’s sole public comments about the Arctic have been in
a bemusing interview stating “The
ice caps were going to melt, they
were going to be gone by now. But
now they’re setting records. They’re
at a record level.” The best we can
do is make an educated guess on
American Arctic intentions. The
overall goal from the Trump White
House that remains constant is the
2016 Trump campaign slogan—
“Make America Great Again”.

The Setting
The United States, like its northern neighbour, Canada, is an Arctic
nation. The state of Alaska whose
shoreline abuts against the Bering
Sea is home to 735,000 residents.
Alaska is why the United States is an
Arctic nation. Alaska became the
49th state in 1959, after it was purchased from Russia in 1867. The waters of the Bering Strait between
Russia and North America are the
western chokepoint through which
all Arctic shipping must transit between the Pacific Ocean and the Atlantic, regardless of which Arctic
shipping route is used. Marine activity is increasing in American Arctic
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waters because of melting sea-ice,
which is also affecting Alaskan
coastal communities. Offshore
drilling was banned during the
Obama Administration. What America does in the region affects
Canada and impacts the Arctic generally.

U.S. Coast Guard Icebreakers
The U.S. Coast Guard (USCG) operates the United States icebreakers.
The operational U.S. polar icebreaking fleet currently consists of one
heavy polar icebreaker, Polar Star,
and one medium polar icebreaker,
Healy. In addition to Polar Star, the
Coast Guard has a second heavy
polar icebreaker, Polar Sea. Polar
Sea, however, suffered an engine casualty in June 2010 and has been
nonoperational since then. Polar
Star and Polar Sea entered service in
1976 and 1978, respectively, and are
now well beyond their originally intended 30-year service lives. USCG

polar icebreakers perform a variety
of missions supporting U.S. interests
in polar regions. USCG participates
and supports the U.S. National Science Foundation in its Antarctic research
mission,
resupplying
Antarctic bases.
A Department of Homeland Security (DHS) Mission Need Statement (MNS) approved in June 2013
states that “current requirements
and future projections … indicate
the Coast Guard will need to expand its icebreaking capacity, potentially requiring a fleet of up to six
icebreakers (3 heavy and 3 medium)
to adequately meet mission demands in the high latitudes….”
The current condition and age of
the U.S. polar icebreaker fleet has
raised concerns among some observers about whether the United
States has the capability to operate
in the Arctic to defend American interests. This concern has focussed
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Congress on when to acquire one or more new heavy
polar icebreakers as replacements for Polar Star and
Polar Sea. The Commandant of the USCG, Admiral Paul
A Zukunft, has been very vocal in expressing the need
for polar icebreakers publicly, as well as before Congress.
It is not a secret that there is a capability gap and an
aging icebreaker fleet. There have been many proposals
concerning chartering and foreign construction.
The United States is moving forward. On October 19,
2017, the Navy, in collaboration with the Coast Guard
under an integrated program office for the polar icebreaker project, released a draft request for proposals
(RFP) for the detail design and construction of one heavy
polar icebreaker with options for two additional such
ships. Industry responses to the draft RFP were due by
December 11, 2017.
A congressionally mandated July 2017 report on polar
icebreakers from the National Academies of Sciences,
Engineering, and Medicine recommends using a block
buy contract to procure a single class of four scienceready heavy polar icebreakers so as to meet (along with
continued operation of Healy) U.S. needs for both heavy
and medium polar icebreakers. It is reported that the RFP

for up to six (4 heavy and 2 medium) icebreakers is pending shortly.
The Department that ultimately funds the icebreaker
acquisition program, either Homeland Security or Defence, will determine the final numbers to be procured.
This RFP is moving ahead with one polar icebreaker by
2023.

Offshore Drilling
The Interior Department announced on January 18,
2018 plans to offer blocks in the Arctic, Atlantic and Pacific oceans for oil and gas exploration in an ambitious
new five-year offshore lease plan. Interior Secretary Ryan
Zinke said the draft proposal for offshore leasing between 2019 and 2024 would offer about 90 per cent of
the U.S. outer continental shelf, the largest lease sale
ever, including the Arctic.
President Trump and congressional Republicans
opened another controversial area, Alaska’s Arctic National Wildlife Refuge, to drilling as part of last year’s tax
bill. While many argue that drilling in ANWR makes sense
because Alaska has existing pipeline infrastructure in
place there, this will surely lead to legal challenges as
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plan, it has not invested in the resources needed to meet the challenge. One thought is to design
USCG icebreakers to be equipped
with weapons systems such as cruise
missiles that can be added on a
modular basis. The United States remains secretive of its underwater
naval Arctic capability.

this unfolds.
The Trump Administration announced a draft proposal to offer
offshore blocks to oil and gas drillers
in almost all of the U.S. outer continental shelf. It remains to be seen
whether there is any interest in arctic
drilling based upon economic factors. Shell abandoned its Arctic offshore drilling program in September
2015. It has been commented that
the activity under difficult operating
conditions, and imposing regulatory
requirements, rendered these efforts
uneconomical. Shell invested over
$7 billion drilling in Alaskan waters,
and was prepared for the long term
with specialized marine assets.

Moving Forward
The United States has always
been a reluctant Arctic power. Unlike
other Arctic nations, the United
States has invested minimum
amounts into its Arctic infrastructure
and Arctic resources – it has no substantial ports along Arctic Alaska, little military presence, and very little
diplomatic engagement with other
Arctic nations. While U.S. interest in
the Arctic grew during President
Obama’s tenure, (he was the first
President to visit the Arctic, and
Chairmanship of the Arctic Council
was provided by Secretary of State
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John Kerry), it appears that American interest to the Arctic has returned to its historic low level. The
State Department has not retained
an Arctic Special Envoy, or replaced
the recently-retired Deputy Assistant
Secretary, Bureau of Oceans and Environmental and Scientific Affairs,
who had been responsible for Arctic
relations. While the Department of
Defence recently updated its Arctic

U.S. interests in the Arctic remain
murky. However, with China’s increasing presence and diplomatic
engagement and investments, this
may see American interest growing.
Spending billions of dollars on new
icebreakers will focus increasing attention on the region. President
Trump’s family can trace its roots to
the Klondike Gold Rush. His grandfather ran a hotel and restaurant in
Canada’s Yukon at the turn of the
century. A changing Arctic may
cause the President to shift his gaze
to follow his grandfather’s into the
Arctic.
Joe Spears has a longstanding interest in Arctic policy and economic
development and has assisted Arctic
ports with their development and interaction with the marine insurance
requirements of the London marine
insurance market. Joe can be
reached at joe.hbmg2@gmail.com

Arctic shipping
Cooperation in the Arctic is critical
BY K. JOSEPH SPEARS

Canada’s Arctic embraces both land and oceanspace,
which taken together, makes up 40 per cent of Canada
landmass of 9,900,000 square kilometres. In addition, the
region represents 75 per cent of Canada’s 244,000 kilometres of coastline, and contains 36,000 islands. The Arctic
Ocean Basin is a unique international zone involving a semienclosed sea with five coastal nations, a portion of the high
seas not controlled by any coastal arctic nation, waters
poised to become international shipping routes (either the
Northern sea route, Northwest Passage or a transpolar
open water route across the top ). In addition, it is a region
rich in natural resources, both living and non-living. All activities in the Arctic require international cooperation between governments, the Inuit and industry to develop a
practical results-driven regime, to serve as a cornerstone of
economic development by Arctic and near-Arctic nations.
China considers itself a near-Arctic state because of its national interests and future potential in the region.

Overarching Framework: the Arctic Council.
While there are many competing interests in the region
and potential disputes between Arctic states, the Arctic has
proved to be a reasonably stable place to conduct diplomacy and cooperation between states. Earlier this year, this

prompted a council of polar academics to nominate the
Arctic Council for a Nobel Peace Prize. The nomination papers summed this up well: “The Arctic region has always
been a place where co-operation between and amongst
groups was not only desirable, but in many cases necessary
for survival. This philosophy has continued into the 21st
century.”
The Arctic Council is a unique international organization
made up of all the Arctic nations, six international organizations representing Arctic Indigenous Peoples with permanent participant status, and includes a number of nations
including China, India, Japan, Singapore, South Korea and
Italy as permanent observers. The desire of these nations
to seek observer status shows the global importance of
the Arctic Council and its ongoing activities.
The Arctic Council serves as a high-level forum to deal
with a broad range of Arctic issues and has a variety of
working groups that deal with various broad issues including shipping and the Arctic environment. The Arctic Council
has six main areas of interest, namely:
• Arctic Contaminants Action Program (ACAP)
• Arctic Monitoring and Assessment Programme (AMAP)
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• Conservation of Arctic Flora and Fauna (CAFF)
• Emergency Prevention, Preparedness and Response
(EPPR)
• Protection of the Arctic Marine Environment (PAME)
• Sustainable Development Working Group (SDWG)
Increased commercial shipping in the Arctic is a concern
for the Arctic Council, but the Council does not have any
formal international legal status over the governance of
Arctic shipping which is within the purview of the International Maritime Organization (IMO), a United Nations mandated agency. There is overlap with respect to shipping
governance and operation which is within the ambit of the
IMO as shipping potentially has a major impact on the Arctic. Ultimately, it is the Arctic coastal states that govern
shipping activity in the Arctic under article 234 of the Law
of the Sea Convention – the ice-covered water provision.
The goal internationally has been to create one uniform
standard for ships operating in the Arctic.

The Polar Code
The IMO has adopted the International Code for Ships
Operating in Polar Waters (Polar Code), and related amendments to the International Convention for the Safety of Life
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at Sea (SOLAS) to make it mandatory and has now come
into force. Canada, a leader in this area, recently adopted
the Polar Code into Canadian law. The Polar Code covers
the full range of design, construction, equipment, operational, training, search and rescue and environmental protection matters relevant to ships operating in waters
surrounding the Arctic and Antarctic. It is at best a minimum
risk management standard for vessel operations and construction. With any international agreement, consensus
needs to be reached, and shipping is no different. In many
respects, the Polar Code arguably contains less stringent
standards than the standards comprising Canada’s previous
Arctic shipping regulatory regime. The overall goal has
been to create uniformity so there is one regulatory regime
for vessels engaged in Arctic operations. It remains to be
seen how this will work in practice in the coming years as
Arctic commercial marine activity increases.

International Arctic Search and Rescue Agreement
In May 2011, Canada and the other seven members of
the Arctic Council nations signed an international Arctic
Search and Rescue (SAR) agreement. This arose because
of earlier work by the Arctic Council in the Arctic Shipping
Assessment that noted a gap with Arctic SAR in view of

Arctic shipping
Arctic Coast Guard Forum

increased shipping activities.
The Agreement calls on the signatory nations to solidify cooperation,
collaboration and research on Arctic
SAR. The Agreement specifically
holds that it is made in accordance
with the 1979 International Convention on Maritime Search and
Rescue and the 1944 Convention on
Civil Aviation, which are well established and widely recognized sources
of international law on search and rescue. It creates an additional regime
for the Arctic based upon existing
norms. The Agreement sets out that
each member state is given a particular search and rescue area for which
it is responsible, and safe and effective measures must be taken. The
overall goal is to coordinate international SAR coverage and response in
the Arctic and make use of limited
SAR resources.
It is beyond the scope of this article to undertake a detailed analysis of
the Agreement but the relevant section to this discussion states:
Article 9(3). The party shall promote mutual search and rescue cooperation by giving due consideration
for collaborative efforts including, but
not limited to:
…(i). supporting and implementing
joint research and development
initiatives aimed, inter alia, at reducing search times, improving
rescue effectiveness and minimum minimizing risk to the
search and rescue personnel.

Article 10. the party shall meet on
a regular basis in order to consider
and resolve issues regarding practical
cooperation
As part of implementing the international agreement, Canada hosted
an initial Arctic Council Search and
Rescue Table Top Exercise in Whitehorse on 5 and 6 October 2011. This
was the first of a series of international exercises that have evolved
and which spawned the Arctic Coast
Guard Forum. Since then, Arctic nations have continued to work together on marine response and
search and rescue. A recent exercise
in real time was held off Iceland and
brought together various coast
guards in a real time exercise involving vessels with a variety of scenarios.
On September 4-8, 2017, the Canadian Coast Guard attended the Arctic
Coast Guard Forum’s first search and
rescue exercise, ArcticGuardian 2017.
This exercise, hosted aboard
Canada’s CCGS Pierre Radisson,
tested cooperation between member
states of the Arctic Council during an
emergency response in Reykjavik, Iceland. Underpinning the success of this
exercise was the working together of
various SAR professionals, which allowed gaps in capabilities to be identified. Often coast guards from
different countries have different
training and protocols. It is useful to
exercise before a real time incident.
The Arctic Guardian exercise served
to buttress the underlying philosophy
of cooperation in the Arctic.

The Arctic Coast Guard Forum is
an annual meeting and working
arrangement established in 2015 by
the five Arctic littoral nation states
(Canada, Denmark, Norway, the
Russian Federation, and the United
States) and three nation states with
Arctic territorial claims (Finland, Iceland, and Sweden), which together
comprise the eight member states of
the Arctic Council. The objective of
this forum is to strengthen multilateral cooperation and coordination of
Coast Guard activities between the
eight member states within the Arctic
maritime domain. The member
states meet to leverage collective resources to help support and develop
safe, secure and environmentally responsible maritime activities in the
Arctic. The key ingredient is marine
professionals cooperating on Arctic
issues.

The Way Forward
The Arctic is on the cusp of
tremendous economic development. The Centre for International
Governance Innovation calls for the
development of smart and strategic
transportation infrastructure in the
Arctic – in other words, shipping infrastructure that includes a SAR response. The Polar Code was silent on
the requirements of Arctic coastal
states to provide shipping infrastructure. This underlying infrastructure is
key to economic development. While
Arctic infrastructure is expensive,
equally important is cooperation. In
the Arctic, cooperation, be it domestically, internationally, commercially,
involving nongovernmental agencies,
the Inuit, and academic institutions, is
the foundation of a stable Arctic future and sustainable future economic
development. Canada as an Arctic
Nation needs to sustain these activities and engagement for the long
term.
Joe Spears of Horseshoe Bay
Marine Group has worked with governments, the Inuit on arctic issues
and contributed to the Arctic Council’s Arctic Shipping Assessment. He
has seen firsthand cooperation in the
region. He can be reached at
joe.hbmg2@gmail.com
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Report on 12th Arctic Shipping Summit,
Montreal, February 21-22
BY BRIAN DUNN

PETTER MEIER

SUZANNE LALONDE

The University of Manitoba is
building the largest sea-ice research
institute in the world in Churchill to
detect the effects of oil spills in Arctic
waters. The facility, called the
Churchill Marine Observatory (CMO)
& Network on Oil Spills in Ice-Covered Arctic Waters, is being headed
by Feiyue Wang, Canada Research
Chair in Arctic Environment Chemistry, University of Manitoba.

CMO is being built at a cost of $44
million is to observe a controlled oil
spill in a pool of ice water. The facility
is expected to be operational next
December and will involve 170 partners from 16 countries. The observatory is also designed to generate
scientific knowledge, develop effective technologies, and support decision-making for an evidence-based
policy to reduce the risk of and response to oil spills in ice-covered Arctic waters, said Mr. Wang.

“We have been extremely lucky
there has not been a major oil spill in
the Arctic,” he said at the 12th Arctic
Shipping Summit held in Montreal
Feb. 21-22. “If one species is affected, it could impact the entire eco
system.”
There has been a 90 per cent decline in older (over four years) ice between 1982-2017, while the mean
thickness is down 65 per cent from
3.6 metres to 1.2 metre, during the
same period, he added. And much
remains unknown about oil-ice interaction, and the main reason why
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Improved access to the Arctic
Ocean facilitates potential oil and gas
development, since 13 per cent of
the world’s undiscovered oil reserves
are located in the Arctic, according to
the United States Geological Survey,
and increased exploration activities
enhance the risk of oil spills in the
area. “There are very few people that
have knowledge of sea-ice dynamics
and oil-spill technology. We are developing a comprehensive response
model as well as highly-qualified personnel who will be next generation

ANITA PARLOW

specific.”
Major components of CMO consist of an Oil-in-Sea-Ice Mesocosm
(an outdoor experimental system that
examines the natural environment
under controlled conditions) with
movable roofs, an environmental observatory along the main shipping
corridor in Hudson Bay, a coastal vessel for field studies across Hudson
Bay and a petroleum environmental
research lab at the University of Manitoba.
CMO partners include eleven
Canadian universities, eight federal
departments and agencies, two indigenous communities, three industries (including shipper Groupe
Desgagnés) and 17 international collaborators.
The Year of Polar Prediction
(YOPP), which kicked off last May, is a
ten-year initiative by the World Meteorological Organization to improve
polar weather and sea ice forecasts.
It involves 21 countries at both the
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North and South Poles. “Why is it important? It’s in our backyard and
113,000 people call it home. And 40
per cent of our land mass is in the
Arctic,” noted Paul Pestieau, Environment and Climate Change Canada
Coordinator, YOPP, Government of
Canada. “It also builds on Canada’s
leadership and investments and the
anticipated increase in commercial
ship transits.”
Some of the challenges for YOPP
are that few Arctic forecasts are automated, forecasting is outpacing service delivery (the Coast Guard rarely
gets all the available info) and the vetting of automated outputs is slow due
to poor observations, said Mr.
Pestieau. “We expect ice forecasts
will be available over the internet like
weather forecasts within the next five
years. There is full daily coverage of
Arctic ice on Radarsat, but it’s too
much information for most mariners.”
All ice charts and iceberg charts
are currently available on the Canadian Ice Service website. It won’t necessarily show the exact location of
every iceberg, but will show the number of icebergs. Weather satellites will
improve the info, said. Mr. Pestieau.

vessel has gone trough the Northwest
Passage, while China has gained observer status at the Arctic Council, he
noted.
Canada is not interested in blocking ships in Arctic waters, it just wants
it done properly, suggested Suzanne
Lalonde, professor of International
Law, Université de Montréal. “Unfortunately, the U.S. regards the Northwest Passage as international waters.
I believe in Canada’s legal position
that those waters are ours.”
Canada is trying to develop Low
Impact Marine Shipping Corridors
(formerly Northern Marine Transportation Corridors) to strengthen the
safety of marine navigation in the Arctic and to offer an efficient planning
guide for future Arctic investments. It
will also provide Ottawa with the
framework needed to prioritize and
deliver its programs and services, including nautical charts and products,
aids to navigation, icebreaking services and marine safety regulations.
“Primary corridors capture 77 per
cent of marine traffic. Everybody is on
board with the consultation process,”
said Ms. Lalonde. “The corridors will

be implemented when the funding is
available. Maybe the OPP (Oceans
Protection Plan) will be the impetus
needed to get the primary corridors
initiative launched.”
Canada is always good at making
announcements, but bad at following
through, added Peter Pamel, Partner,
Borden Ladner Gervais. He’s happy
that money ($1.5 billion over five
years) is finally being invested
through the OPP. “The corridors are
based historically where major traffic
is going. But you can’t make them
mandatory, because some resupply is
done in remote communities.”
Transport Canada has introduced
new Arctic Shipping Safety and Pollution Prevention Regulations which incorporate the Polar Code into
Canada’s domestic legislation. “Basically, we’ve kept some Canadian regulations to go along with the
implementation of the Polar Code,”
said Mr. Pamel who discussed the
Polar Code as a component of risk assessment.
The two main types of marine insurance are hull and machinery insurance and P & I insurance. In terms of

There is a need for improved sea
ice data collection and recent agreements such as the Polar Code (which
incorporates the International Code
for Ships Operating in Polar Waters)
should improve cooperation, added
Anita Parlow, Founder, A.L. Parlow &
Associates, Washington, D.C.
“One year, a region could be ice
free and not the next. Canadian law
is far more stringent than the Polar
Code. A major challenge is the lack of
people with cold climate experience,
especially on cruise ships. As sea ice
melts, the development potential accelerates. China is building ships that
are ice capable, so we expect to see
a large increase in Arctic traffic.”
A Chinese research icebreaker
transited the Northwest Passage last
September which could pave the way
for Chinese cargo vessels to sail the
route on a regular basis, said University of Calgary professor Rob Huebert. It’s the first time a Chinese

PETER PAMEL

JULIE GASCON
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risk distribution for ice damage, it could be shared between the two groups. Risk assessment could include physical risks to ship and crew, infrastructure risks or human risks
due to a lack of training and experience of officers and
crew.

the removal of derelict and abandoned vessels and to implement regional response plans to improve oil spill preparedness. Towing kits will also be added to Coast Guard
vessels and all icebreakers are undergoing retrofits which
will add another 10-15 years of service.

The Polar Code outlines a list of potential hazards like
ice, cold weather and navigational challenges that vessels
must be aware of when operating in Arctic regions. It doesn’t really apply to big vessels that operate regularly in the
north such as Fednav, but more for cruise ships or one offs
like a ship picking up cargo at a northern mining site for a
customer in Europe, Mr. Pamel suggested. The code essentially establishes a framework of regulations and standards for the safe operation of ships and enhanced
protection of the polar environment. For insurers, uniform
international rules and regulations are essential.

Two icebreakers were equipped to collect modern hydrography during the 2017 Arctic navigation season. The
plan is to have five equipped vessels by the 2019 season,
said Ms. Gascon.

“You can check all the boxes, but it doesn’t necessarily
mean your ship is seaworthy. Under the Polar Code, a ship
can no longer pick up spot cargo in the Arctic without
being Polar Code compliant. The effect will be more barriers to entry and it focuses one’s mind on elements relevant in remote environments,” concluded Mr. Pamel.
The transportation sector contributes 6.3 per cent to
Canada’s GDP and marine transportation accounts for two
per cent of that sector, according to Julie Gascon, Assistant
Commissioner Central and Arctic Region Canadian Coast
Guard. Up to seven million vessels travel through Canadian
waters each year, with Arctic vessel traffic doubling in the
last 40 years, led by ecotourism.
Part of the funding for the OPP will be used to support
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None of the eight Arctic countries, including Canada,
has the capacity to handle a major oil spill on their own.
That’s why international cooperation is paramount, according to Petter Meier, Deputy Director General, Norwegian
Ministry of Transport and Communications. “Maritime traffic in the Arctic is on the rise. Approximately 80 per cent
of all commercial maritime traffic in the Arctic takes place
in Norwegian waters. By 2040, that traffic is expected to
increase by 41 per cent.” Accidents will happen and there
is a need for a robust preparedness and response system,
added Mr. Meir and the choice of strategy and methods
should be based on assessments of environmental impact.
Some of those responses could include chemical dispersants for bunker oil, mechanical recovery or in-situ burning.
During questions at the end of the conference, it was
suggested that the Marine Exchange of Alaska in Juneau,
might be a good model for Canada to emulate. Established in 2000, the exchange’s five major areas of focus are
providing vessel tracking service, regulatory compliance,
maritime database and information, charts and publications and maritime career advocacy.

PRESIDENT PAUL O’REILLY
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Peter L. Kelly,
Marine Club President

Club Dinner

HEAD TABLE

The 79th Annual Marine Club dinner,
which took place January 19, 2018, in Toronto,
was presided over by Marine Club President
Paul O’Reilly. The more than 1,000 guests
attending the dinner this year enjoyed the
keynote address by Rear-Admiral Gilles Couturier, Deputy Commander of The Royal Canadian
Navy.
Rear-Admiral Couturier joined the Navy in
1983 and has served in ships of both the east
and west coast ﬂeets.
Rear-Admiral Couturier commanded
HMCS Fredericton. In 2006 he deployed to the
coast of Africa for Operation Chabanel, a RCMP
operation that resulted in the seizure of 22.5
tonnes of hashish bound for the east coast of
Canada.
Rear-Admiral Couturier was the Maritime
Component Commander for the Navy’s support
to the RCMP-led Integrated Security organization during the Vancouver 2010 Olympics. After
he was assigned to U.S. Central Command in
Tampa, Florida for two years.
During the summer of 2014 Rear-Admiral
Couturier performed the duties of Maritime
Component Commander for RIMPAC 2014, the
largest maritime exercise in the world that took
place off the coast of Hawaii and included 22
nations, 47 ships and over 20,000 participants.
He returned to Esquimalt and assumed
command of the West Coast Navy from summer
2015 to 2016.
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1

2

Awards
1. Navigation Cadet Dakota Birkenheier with
Second Vice-President Oliver Hiltebrand.

2. Marine Engineering Student Dwane Valenzo
accepts bursary from First Vice-President
Gabrielle Ross.

3. Gold Medal winner CP01 Erin Marsden accepts
plaque from Gabrielle Ross
4. First year Marine Engineering Technician Cadet,
Bernard Brammell with Gabrielle Ross.

3

4
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5. Marine Management student Tristan Harmsen,
with Gabrielle Ross

5

Reverend Judith Alltree,
Chaplain

Immediate
Past-President
Capt. Farrokh Kooka
(left) accepts
Honorary Member
plaque from Marine
Club President Paul
O’Reilly.

Head Table
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Capacity increases may put transpacific container rates
under more pressure
BY GAVIN VAN MARLE

Photo: Atomazul

As shippers and carriers on the transpaciﬁc prepare for the annual contract
negotiating season – which kicked off with
the Journal of Commerce’s Transpaciﬁc
Maritime (TPM) convention in Long Beach
– industry analysts have predicted planned
capacity increases on the trade could bring
long-term rates under further pressure.
Alphaliner has calculated that capacity
between Asia and the U.S. west coast is
likely to increase by 8 per cent by July, with
new services already announced by APL
and South Korea’s SM Line. In addition, the
Ocean Alliance is expected to increase
capacity by around 10 per cent across its
services as it cascades larger vessels onto
the trade, with one service – the PSW6 –
expected to see ship sizes increase from
8,000 to 13,000 TEUs. The analyst said
THE Alliance had been upgrading its vessel
sizes by a similar magnitude over the past
year and, while the 2M partners have yet to
ﬁnalize their transpaciﬁc ﬂeet deployment,
Alphaliner believes Maersk and MSC could
“phase newbuildings of 10,000-15,000
TEU into the trade, as well as ships of
13,000-15,000 TEUs, cascaded from the
Asia-Europe routes where more ‘megamax’
ships of 18,000 TEU-plus will come
onstream and set tonnage free for redeployment”.
Volumes on the route are expected to
grow by a healthy 5-6 per cent, it added, following 2017 growth of 4.4 per cent as the
U.S. economy continues its strong upward
trajectory, but the higher increase in addi-

tional slots could prove to be a key bargaining chip for shippers as they sit down with
carriers to set this year’s annual rate levels.
“The planned capacity increases will
have an impact on the rate negotiations for
the new annual transpaciﬁc service contracts from 1 May and spot freight rates are
expected to come under pressure as vessel
utilization falls,” it said. “After the brief
recovery of January and February, SCFI spot
rates are expected to register falls in the
coming weeks as demand slows after the
lunar new year holidays in the Far East.
Spot rates could once again test the key
$1,000 per FEU level to the U.S. west coast
and the $1,600 per FEU level to the
USEC,” it added.

However, shippers are being presented
with a more diverse service array. APL’s
Eagle Express service due to launch in July
will offer an 11-day transit time between
Shanghai and Los Angeles, which will be
second only to Matson’s 10-day China-Long
Beach service in terms of speed. Meanwhile, SM Line will introduce a link
between Asia and the U.S. Paciﬁc northwest in May with the launch of its PNS in
May, and is expected to deploy six ships of
4,000-4,600 TEUs, adding to its only existing service between Asia and southern
California.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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Ro/Ro, B/Bulk & CNTR
Service to:
Jeddah, Dammam, Dubai,
Karachi, Mumbai

Additional FCL Service to other Middle East destinations.
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Carriers drop price hike plans as container rates plunge
after Chinese holiday
BY MIKE WACKETT
Container spot rates from Asia fell sharply as the full impact of
China’s annual new year factory closures was felt. This should come
as no surprise, however, given the reduced load factors following
the holiday, said one analyst. The Shanghai Containerized Freight
Index (SCFI) saw all its components fall during the ﬁrst week of
march, its combined index plunging almost 10 per cent to 772.45.
Spot rates to north Europe declined by 9.7 per cent, to $827
per TEU, and rates to Mediterranean ports dropped by 9.5 per cent,
to $721 per TEU, as the planned FAK 1 March rate increases were
binned by carriers in favour of trying to hold onto existing prices.
Transpaciﬁc carriers saw spot rates plunge, the SCFI recording an
11.3 per cent decline from Asia to the U.S. west coast, to $1,252 per
40ft, and to U.S. east coast ports slumping 12.3 per cent to $2,375
per 40ft.
“This week, the factory closure effect has genuinely kicked in,
but this should not be surprising,” Neil Dekker, consultant at ClipperMaritime, London, told The Loadstar today. “Industry load
factors to Europe will drop to well below 90 per cent, which has triggered a 10 per cent decline in the rate to north Europe. The impact
on the transpaciﬁc trade has been felt even more.
“Spot rates are between 15 and 20 per cent lower than 12
months ago and this is not the position ocean carriers would like to
be as they enter early discussions for annual contracts with BCOs.”
And carriers will need to build into new contract rates compensation for the increase in fuel costs and the probability of another
spike in the price of oil later in the year. In fact, Maersk Line revealed
that its negotiators’ “success” in achieving a $106 per FFE average
rate increase last year had been tempered by a $93 per FFE fuel cost
hike.
Andrew Scorer, senior container pricing specialist at S&P Global
Platts, told The Loadstar there were concerns that rates from Asia
could fall further, quoting a logistics source suggesting spot rates
were “heading down to December levels”. Mr. Dekker said his feedback suggested carrier discipline on the transpaciﬁc had “faltered a
little this week”, with some smaller lines offering rates “well below
$1,250” per 40ft to the U.S. west coast. But, he added: “On a positive note, spot freight rates in the Asia to Europe and transpaciﬁc
headhauls have been surprisingly stable this year with relatively little
erosion since 1 January.”

Meanwhile, European exporters to Asia and the Middle East
are becoming increasingly concerned about the knock-on effect
of the number of blanked headhaul sailings around the CNY period,
which will result in cancelled eastbound voyages in April. One contact told The Loadstar he feared that European exporters “are going
to have a problem worse than last year”.
“I’ve never seen that many cancelled schedules,” he added,
noting that there were normally seven sailings a week between Singapore and Jebel Ali, but there are none scheduled between March
3 and March 11.
Following last year’s CNY, carriers cancelled a signiﬁcant
number of backhaul sailings, resulting in a substantial backlog of containers to be shipped, causing severe supply chain delays and a big
spike in rates. Although prices eventually fell back, carriers successfully held onto many of their gains, with rates still some 15 per cent
higher than a year ago. However, a signiﬁcant factor in the disruption
last year was the restructuring of the alliances from April, and one
carrier told The Loadstar recently he did not expect “anywhere near
the same level of problems this year”.
Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)

Tight capacity and strong demand conspire to push
U.S. trucking contract rates to new highs
BY IAN PUTZGER IN TORONTO
Recent rises in trucking prices in the U.S. show no signs of abating, and despite the onset of the slack season, hauliers remain keen to
increase contract rates even further.
“Since the middle of last year, we have seen truck capacity and
rates impacted due to several factors, including cost of operations and
labour, chassis shortages, holiday backlogs and inclement weather conditions,” noted David Goldberg, Chief Executive of DHL Global
Forwarding USA, adding that he does not see rates decreasing in 2018.
The steep climb of trucking rates during the peak season played
havoc with shippers’ transportation budgets. Faced with buoyant

demand, they found themselves paying more than 20 per cent higher
rates for ad hoc trucking capacity. And the upward pressure continued
into January, partly due to adverse weather conditions.
According to freight exchange DAT Solutions, ﬂatbed rates averaged $2.39 a mile in January, up 7 cents from a year earlier, while van
rates surged 59 cents to $2.26 a mile and reefer rates shot up 71 cents
to $2.66 a mile.
Some relief came in early February when the average spot rate
for the most common type of big rig dropping from $2.26 a mile in
January to $2.17, although this was still around 30 per cent up
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from February 2017.
And trucking ﬁrms are continuing to try
to push up contract rates, setting targets that
are up are from the fourth quarter, when contract rates were more than 5 per cent higher
than a year earlier. ABF Freight achieved an
average increase of 6.2 per cent on contract
renewals and deferred pricing agreements
during the fourth quarter. By some estimates,
contract rates may go up as much as 10 per
cent this year.
YRC Worldwide announced a 5.9 per
cent increase in its base rates effective 19 February. In an earnings call with analysts,
President and Chief Operating Ofﬁcer Darren
Hawkins stated: “Considering the current
capacity and rate environment, we intend to
continue our emphasis on solid pricing gains
throughout 2018 and also set the pace for
upcoming contracts.”
When it tabled its results for the fourth
quarter, J.B. Hunt’s top brass revealed that it
expects its operating income to increase by at
least 14 per cent going forward.
Speaking at the Stifel 2018 Transportation & Logistics Conference on 13 February,
Derek Leathers, Chief Executive of Werner
Enterprises, was in no doubt shippers will
have to pay more to secure capacity. “We are
moving our guidance from a previous range
of 4 per cent to 8 per cent to a new range of
6 per cent to 10 per cent, and we believe 7
per cent to 10 per cent if we were dialing it

further,” he said. “Those are re-investable
levels that we need to get to. Those are
rates that customers need to pay in order to
lock down their capacity in a market that is
as short as it is today,” he continued.
According to the FTR Trucking Conditions
Index, capacity utilization currently is in
the high 90 per cent range.
The strength of the U.S. economy and
the recent tax changes are conducive to
investment in new equipment, but so far
there has been little movement in that
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direction. While some ﬁrms may be waiting
for clearer signals about the new tax rules
before they make a move, capacity expansion
is hampered by the driver shortage, which
remains a major challenge for the trucking
industry. Rather than invest in trucks, several
large ﬁrms – including Old Dominion Freight
Line, Ryder System and FedEx – responded to
the new tax regime with wage increases or
one-time bonuses for their staff.
Short-term capacity is not increasing.
YRC is taking delivery of 450 trailers in the
ﬁrst half of this year, but they will replace old
equipment. “We see on the supply side ongoing constraints as we look forward into 2018
and 2019. They are going to be difﬁcult to
overcome,” commented Mr. Leathers, who
described the current market conditions as a
long-awaited opportunity for the industry to
return to margins that can sustain investment. “The trucking industry hasn’t had
re-investable returns for a while, and the
need, the necessity to do that is here, and it’s
here now,” he stated.
YRC Chief Financial Ofﬁcer John Steele
added that lifting contract rates is high on the
agenda. “Our margins on the contractual side
of our business have been squeezed, and the
big emphasis right now is getting our pricing
on the contractual business raised,” he
declared.
Wall Street is bullish on the trucking
industry. Morgan Stanley recently raised its
target price on shares in Schneider from $28
to $35, following several other ﬁnancial ﬁrms,
while a number of hedge funds acquired or
boosted their positions in the trucking ﬁrm.
For trucking’s customers, it is a game of
trying to alleviate the impact of rising rates.
“We are adjusting to the current market
accordingly by expanding our trucker capacity and coverage, as well as working with our
customers to help them navigate industry
changes,” remarked Mr. Goldberg.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

Sea freight becomes more realistic option for fragile
fruit, as new packaging extends shelf life
BY ALEXANDER WHITEMAN
New packaging has the potential to
preserve fruit for up to two months, making
the prospect of ocean transport more realistic as shippers look to reduce their costs.
Speaking to The Loadstar at Fruit Logistica
this month, Paclife agronomist Cristian
Parra said the company’s polyethylene bags
could be customised to accommodate the
respiratory rate of individual fruits. Though
not alone in the polyethylene bag market,
Mr. Parra said that what sets Paclife apart
from its competitors is its use of a “thermoactive membrane” within the ﬁlm of the
bag. “Bags are customized to individual
fruits to accommodate varying respiratory
rates, meaning rather than lasting just a few
days the fruit can survive ocean crossings –
and then some,” he said.
“Presently, the bags on the market
only accommodate blueberries (giving
another 60 days of life) and cherries, adding
an extra 40-45 days of shelf life when combined with reefer transport.” The
membrane expands or contracts depending
on the temperature of the fruit, allowing
gas concentration management, and comes
after 12 years of research.
Mr. Parra said Paclife has also been
helped by the fact it was awarded a worldwide protected patent for its membrane
technology. “Gaining the patent was difﬁcult to achieve for the bag but what secured
it was the additive used within them to
extend shelf life,” he said. “There are about
ﬁve other companies working with modi-

ﬁed atmosphere bags in Chile, but we are
the only one using a properly thermoactive
membrane, which is safest for packaging
fruits.”
It makes sense that the Chilean company focused ﬁrst on these fruits as they
make up a signiﬁcant part of the country’s
exports, but other fruits such as kiwis,
pomegranates and stone fruits could also
ﬁnd their shelf life extended by the bags.

Paclife has been active in increasing the
bag’s visibility to global customers, with
plans to roll out into Canada, China, Colombia, the EU, Mexico, Peru, and the United
States. “With these new markets in mind,
we are also in the early stages of investigating the bag’s use for grapes, passion fruit,
rambutan, mangos and so on,” he added.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

DHL Express admits Amazon could become a
competitor in logistics arena
BY ALEXANDER WHITEMAN
There are industry concerns over Amazon’s ventures into logistics, with one operator admitting it could ﬁnd itself competing with
the e-commerce giant. Chief Executive of DHL Express, Ken Allen,
stood ﬁrm on his belief Amazon posed no threat to his company’s
future, but told The Loadstar there was a potential threat on the
domestic front. “It could compete with Deutsche Post in Germany,
but I don’t see it – at least immediately – offering a service from, say,
Australia to Nigeria,” said Mr. Allen. “Therefore, entering the
express market would be difﬁcult for it because it does a lot domestically, but express is an international business, and the bulk of our
volumes are global.”
FedEx and UPS share prices both took a hit after Amazon

announced it would be taking greater control and handling more of
its customers’ deliveries.
And Mr. Allen is not the ﬁrst CEO to voice – admittedly muted
– concerns over an Amazon encroachment into the logistics
arena. This month, Maersk Chief Executive, Soren Skou, told
Bloomberg he was worried that the likes of Alibaba and Amazon
could become competitors within “just a few years”. Mr. Skou said:
“If we don’t do our job well, then there’s no doubt that big, strong
companies like Amazon will look into whether they can do better
themselves.” Furthermore, Mr. Allen pointed to unwillingness, or
inability, among traditional delivery companies to scale-up when the
e-tailer faced peak periods and surging demand. He said: “Amazon
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is changing the way people buy goods, and
if it cannot get the volumes from traditional
operators it will end up doing things itself.
In fact, if I was a domestic-only player I’d be
looking at the synergies it could offer – perhaps in terms of capacity utilization.”
Controlling the entire supply chain
would not only improve Amazon’s ﬂexibility, but give it greater levels of data to
increase efﬁciency processes. Historically,
Amazon has been written off by legacy players when entering new markets, many
laughing-off its prospects in fresh produce
prior to its $13.7 billion acquisition of
Whole Foods.
When pushed, Mr. Allen reiterated his
belief that Amazon’s only interest would be
on the domestic front, with a spokesperson
noting this is a small market for DHL Express.
“Domestic operations are not a major
focus for DHL Express, which is why we
exited the big markets,” said the spokesperson. “Our last results showed it accounted
for around just a 6 per cent share of revenue, as our focus remains on the
cross-border business.”
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

Fire ravages Maersk mega-containership – four crew
members unaccounted for – misdeclared cargo likely
cause
BY MIKE WACKETT
More than 23 crew members have
been evacuated, but four seafarers are unaccounted for, after a ﬁre in the hold of the
15,262 TEU Maersk Honam could not be
contained.
Maersk Line said the ship was “still on
ﬁre” on March 7, and the situation “critical”.
The vessel (pictured above on its
maiden voyage) was on a loop of Maersk
Line and MSC’s 2M Asia-West Mediterranean service carrying 7,860 containers.
According to Maersk, the ﬁre on the 2017built vessel was ﬁrst reported on March 6
in the Arabian Sea, with the ship en route
from Singapore to Suez. The carrier said the
crew had sent out a distress signal after ﬁreﬁghting efforts were unsuccessful. The
Indian coastguard service swiftly responded
and said that MRCC Mumbai coordinated
the immediate rescue of 23 out of 27 crew
through merchant vessels in the area.”
Soren Toft, Maersk’s Chief Operating
Ofﬁcer, said: “We received the news of
Maersk Honam and the four missing crew
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members with the deepest regret and are now doing our upmost to
continue ongoing search and rescue operations.” Maersk said the
cause of the ﬁre was currently unknown, but it is likely to have
emanated from a container of misdeclared cargo.
Maersk Honam is the biggest containership so far to have been
the subject of a serious ﬁre, but the industry has suffered a number
of such incidents, including 6,750 TEU MSC Flaminia which in July
2012 claimed the lives of three crew members.
And as containerships have almost trebled in size in the past 20
years, insurers have become increasingly concerned at the risk from
rogue containers. Indeed, such is the limited transparency of the
container industry that nobody, including shipping lines and the
masters of vessels, knows for sure what has actually been loaded into
the millions of boxes being transported around the world every year.
Moreover, speaking to The Loadstar recently, TT Club risk
management director Peregrine Storrs-Fox said that beside the serious risk of the non-declaration of hazardous cargo, there was a
secondary threat that had been identiﬁed. “Counterfeiting is adding
further risk, with issues surrounding composition, declaration and
packaging of cargo,” he said.

And of course, how to deal with a ﬁre in a container buried
deep in the hold of an ultra-large container vessel (ULCV) is a concern that has been voiced many times in the past few years by the
International Union of Marine Insurance (IUMI). Noting that containerships “have changed quite drastically over the past few years”,
IUMI has ﬂagged up the increased difﬁculty of ﬁghting ﬁres on
ULCVs. It said that as opposed to other shipping sectors, CO2
cannot be used to ﬁght ﬁres on container vessels as there is no direct
access to the cargo. “Fireﬁghting operations on container vessels are
limited to allowing the containers to burn out in a controlled manner
in such a way that the ﬁre cannot spread further,” said IUMI. “This
approach is still correct and reasonable, but in view of the rapid pace
of development towards ever-larger ships, new technical solutions
are also required.” said IUMI. The union has called for further dialogue with the IMO, classiﬁcation societies, shipbuilders and
shipping lines “to further improve ﬁreﬁghting capabilities onboard
containerships”.
Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)

Shippers fear huge surge in costs if IMO rules box ships
must slow down
BY GAVIN VAN MARLE IN LONG BEACH
a weekly Asia-U.S. east coast service. If service speed was forced to
decline by 10 per cent, you would need 11 vessels; if it was 20 per
cent, you would need 12, and so on…“It is obvious that demand
would outstrip capacity and for the shipper, the costs are going to go
up,” Mr. Kayser said.
Mr. Wood-Thomas said the IMO and national governments
were looking at vessel speeds because there was already a general
agreement among governments that emissions had to be reduced.
“Although this is likely to be highly controversial within the shipping
industry, there are now some very inﬂuential governments that say
emissions of all sorts have to be reduced, and you can do that signiﬁcantly through speed reduction, without technological changes.
“But there are tremendous complications – a 30 per cent reduction
in vessel speeds will require tremendous capital expenditure on the
part of shipping lines to move the same amount of cargo around the
world,” he said.
Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)
While shippers have been warned that low-sulphur regulations
to be enforced globally in 2020 will see bunker costs added to their
freight bill, they could also face a huge upswing in freight rates if
new proposals to cut vessel speeds, due to be discussed at the International Maritime Organization (IMO), turn into regulation.
At the TPM conference in Long Beach, World Shipping Council
(WSC) Vice-President Bryan Wood-Thomas said the IMO
would next month meet to discuss curbs on greenhouse gas (GHG)
emissions from shipping – and potentially the enforced reduction of
ship speeds.
Shipping consultant Franck Kayser, until recently Chief Operations Ofﬁcer at CMA CGM, said his “coffee pot” prediction was that
if speed limits were enforced – reductions of 10-30 per cent – shippers could be faced with freight rates increasing 25-30 per cent and
bunker adjustment factors (BAFs) rising 50 per cent. “If speed
restrictions come in, that will require a huge increase in the number
of vessels required to fulﬁl existing cargo volumes, and demand will
outstrip supply. “For example, it currently takes 10 vessels to operate
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Hapag-Lloyd hangs onto its UASC customers, but its
bottom line takes a hit
BY MIKE WACKETT
According to its preliminary annual
result, incorporating seven months of
merged UASC business, Hapag-Lloyd
achieved an operating result (EBIT) of $464
million in 2017, compared with just $140
million
the
year
before.
And
at EBITDA (earnings before interest, tax,
depreciation and amortization) level, the
company’s result almost doubled, from
$671 million to $1.2 billion. But the
German carrier is unlikely to show much
improvement on its modest nine-month $8
million net proﬁt when its full results are
released on 28 March.
Boosted by UASC, Hapag-Lloyd’s
turnover jumped 32 per cent to $11.3 million and the number of containers carried
on its network rose to 9.8 million TEUs,
from the 7.6 million TEUs loaded in 2016.
The bottom line will have been
impacted by a combination of the lower
rates for UASC – which it incorporated into
the accounts in May 2017 – and by higher
fuel costs. Hapag-Lloyd reported only “a
slight recovery” in its average rate to
$1,051 per TEU, from $1,036 per TEU in
the previous year, which is well below the
industry par. Moreover, when increases in
fuel costs are taken into account, this is
effectively a reduction.
At the Q3 results presentation
in November, Chief Executive Rolf Habben
Jansen explained why the improvement in
average rates was well below its peers. He
said it been necessary to maintain UASC’s
lower rates following the integration of the
two businesses. “It is a priority to hang onto
volume in any merger,” he explained.
In fact, one Hapag-Lloyd executive

told The Loadstar recently the carrier had
succeeded in holding onto the majority of
customers, which he credited to “marketing
efﬁciency”.
Mr. Habben Jansen had also warned of
the impact of higher fuel prices, saying
they were “the biggest risk factor in the
fourth quarter”. Year-on-year, Hapag-Lloyd’s
bunker costs spiked by 41 per cent to $316
per tonne, and oil prices are still ticking up,
the average cost of heavy fuel oil now at
around $350 per tonne. Carriers have difﬁculty obtaining compensation from shippers
for immediate increases in fuel costs, with a
delay of three months the industry norm.
Hapag-Lloyd has promised $435 million annual cost synergies from the merger
with UASC, and Mr. Habben Jansen has
said that “80 or 90 per cent of that would
be delivered this year”. Some 70 Hapag-

Lloyd and UASC ofﬁces have been closed
around the world in order to achieve the
cost synergies.
Hapag-Lloyd is currently the ﬁfthlargest container line in the world, with a
capacity of 1.5 million TEUs and a 7.1 per
cent market share, but the carrier could be
overtaken in April by the merger of its
Japanese partners in THE Alliance, K Line,
MOL and NYK, into Ocean Network
Express (ONE). Taking into account the
orderbook – Hapag-Lloyd has no ships on
order, whereas ONE has some 140,000
TEUs still to come from shipyards – the new
Japanese line will leapfrog Hapag-Lloyd.
And in this scenario, ONE will also replace
Hapag-Lloyd as the “lead” line in THE
Alliance vessel-sharing agreement.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

Disappointing Q4 sees Maersk Line miss profit target
for 2017
BY MIKE WACKETT
Tougher market conditions, due to lower freight rates and
higher fuel costs in the ﬁnal quarter, meant that Maersk Line missed
its full-year proﬁt target. Maersk Group’s guidance – which it reiterated in November – was for an improvement of around $1 billion for
the carrier, which lost $384 million in 2016. And despite the Petya
cyber attack in the summer, Maersk was conﬁdent it could still
achieve its guidance. However, requiring a modest $158 million
proﬁt in the fourth-quarter, Maersk Line surprised analysts by record48 • Canadian Sailings • March 12, 2018

ing a surplus of just $91 million on a turnover of $6.1 billion for a
very disappointing return on sales of 1.8 per cent.
Freight rates on the east-west trades tumbled to their lowest
level of the year, resulting in an average of $2,016 per FEU as the
carrier struggled to ﬁll its ships. Thus, for full-year 2017, it posted a
net proﬁt of $521 million on revenue of $23.8 billion, thereby
achieving a return on sales of 2.9 per cent.
Explaining the setback, during its annual results presentation

today, Maersk Line Chief Commercial Ofﬁcer Vincent Clerc said there had been a
$214 per FEU average rate erosion between
the second quarter and the end of the year.
Mr. Clerc added that the carrier was paying
the equivalent of $60 per FEU more in fuel
costs at the end of 2017 than at the beginning of the year.
Maersk included its Hamburg Süd subsidiary in its accounts from 1 December, but
the Latin American specialist could only
contribute a loss of $8 million in the ﬁnal
month on $458 million turnover. However,
group Chief Executive Soren Skou said it
would be wrong to read too much into one
month’s trading. He said a pro-forma calculation for the Hamburg-based carrier would
have shown a proﬁt of $85 million from
sales of $5.4 billion. Mr. Skou reconﬁrmed
expectations of cost synergies of $350-$400
million a year by 2019 from the acquisition
of Hamburg Süd. He added that although
east-west rates remained under pressure,
north-south freight rates – where Hamburg
Süd has most of its business focus – were
holding up well. However, he conceded
that Maersk expected “some retention loss”
from the merging of the businesses and that
growth in the integrated trades would be
“slightly below” the industry level.
Meanwhile, APM Terminals reported a
fourth-quarter proﬁt of $108 million, gained
from a 6.8 per cent increase in throughput

at its facilities, compared with the same
period of the year before, to 10.3 million
TEUs. Mr. Skou said that APMT had gained
from a “strong collaboration with Maersk
Line” with the synergy beneﬁt put at $100
million.
APMT saw its annual throughput
increase from 37.3 million TEUs in 2016 to
39.7 million TEUs last year. However, due
to impairments at its terminals, APMT
recorded a full-year loss of $168 million in
2017, although its underlying proﬁt was
$414 million. It said that it had “won” ﬁve

commercial contracts in the fourth quarter
and lost just one.
Maersk’s forwarding arm, Damco, lost
a further $21 million in the ﬁnal quarter, to
put it $35 million in the red for the 12month period. “It was a difﬁcult,
unsatisfactory year for Damco,” said group
Chief Financial Ofﬁcer Jakob Stausholm,
adding that the forwarding unit had taken
longer than Maersk Line to recover from
the cyber attack.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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Kuehne + Nagel investors
disappointed with 2017
results, despite profit
increase
BY ALEXANDER WHITEMAN
L’ADMINISTRATION DE PILOTAGE DES LAURENTIDES (APL) est une
société d’État fédérale chargée d’administrer et fournir des services
de pilotage maritime et services connexes dans les eaux de la région
des Laurentides notamment dans le fleuve St Laurent et la rivière
Saguenay.
THE LAURENTIAN PILOTAGE AUTHORITY (LPA) is a federal Crown
corporation responsible for administering and providing marine pilotage and related services in the waters of the Laurentian region,
including the St. Lawrence River and the Saguenay River.
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Reporting to the CEO, the Executive Director, Finance and Administration, directs, controls and evaluates financial, human resources, technology and administrative operations. He is a member
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Bachelor’s degree in business administration with a specialty in
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Despite increased proﬁts for the 12 months to December,
Kuehne + Nagel’s 2017 numbers failed to meet predictions. Full-year
proﬁts for the forwarder were up 2.1 per cent year on year, to Sfr937
million ($994 million), but a Thomson Reuters consensus suggested
investors were targeting Sfr947 million.
A ﬁrst quarter in which proﬁts declined and ﬂat results for the
six months to June were followed by just 1.3 per cent growth for the
nine months to September. While the ﬁnal quarter was up – Sfr200
million against a quarterly average Sfr180 million – they did not
meet the “sharp” Sfr220 million increase Royal Bank of Canada
called for.
During a conference call, Chief Financial Ofﬁcer Markus BlankaGraff described the ﬁrst quarter as “very bad”, with the second quarter
“playing catch up”. “So, as a comparison with 2016, it is important to
look at the performance achieved in the second half,” said Mr. BlankaGraff. “It is also important to note that during the last 12 months we
have acquired four new companies, and by the end of the year, these
will be integrated.” Full-year revenues of Sfr22.2 billion exceeded the
expected Sfr22 billion, but a 12 per cent upturn in sales was beaten by
a 16 per cent growth in third-party costs.
The Loadstar’s ﬁnancial analyst, Alessandro Pasetti, said this
matched the story for the wider freight forwarding industry. “2017’s
start was enormously difﬁcult, in an enormously difﬁcult market, and
we started on the left foot,” said Mr. Blanka-Graff. “Despite this, we
ended the year Sfr20 million up on the previous year – whether this
is big or not, I leave to you.”
The naysaying of investors aside, Chief Executive Detlef Tretzger
seemed pleased with the overall performance. In particular, he pointed
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to the “consistent implementation” of its business strategies, alongside
“strong” volume growth and “clear” proﬁt increases. “The effects of
difﬁcult market conditions in one business unit were more than compensated by increased proﬁtability in the other divisions,” said Mr.
Tretzger. “Highlights from the year include integration of our acquisitions and strengthening our leading position in perishables as well as
pharma and healthcare logistics.”
K+N also maintained its consistency in outpacing market volume
growth, and Mr. Blanka-Graff said it was targeting double-the-market
growth in 2018. Sea freight volumes were up 7.5 per cent, in contrast
with market growth of 4-5 per cent, leading to an almost Sfr1 billion
upturn in revenues. However, this could not be turned into proﬁts,
which were down Sfr31 million on last year, to Sfr445 million.
Conversely, air freight continued to build on momentum gener-

ated earlier in the year, with volumes up 20.4 per cent, signiﬁcantly
more than the market average. This generated a 20.9 per cent upturn
in revenue (Sfr4.8 billion) leading to proﬁt growth of 5 per cent
(Sfr313 million) for the 12-month period.
“Growth in air freight has for sure been driven by the surges in
e-commerce activity, and this will continue,” said Mr. Tretzger. “We
are also seeing a strong volume growth in our air freight division’s
delivery of more complex solutions.”
Big growth percentages came in the overland business, albeit
from a low starting point, with revenues up 7.2 per cent and proﬁt
soaring 75 per cent to Sfr49 million. On the contract logistics side, revenues rose 7.3 per cent to Sfr5.3 billion, leading to proﬁt growth of 9.5
per cent to Sfr161 million.
Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)

2017 a record year for DP World box terminals
as market share increases
BY MIKE WACKETT
Container terminal operator DP World
handled a record 70.1 million TEUs at its
global facilities last year – 10.1 per cent
more boxes than in 2016. On a like-for-like
basis, the world’s third-biggest operator
increased its container throughput by 9.7
per cent in 2017 at its 78 marine and inland
terminals. This it claimed put it ahead of
Drewry’s 6 per cent growth estimate for the
liner industry. However, on a consolidated
level, at terminals where DP World has
majority ownership or operational control,
the throughput increase was lower, at 6.2
per cent, at 36.5 million TEUs.
DP World Chairman and Chief Executive Sultan Ahmed Bin Sulayem said:
“Beneﬁting from the improved trading environment and market share gains, our global
portfolio once again delivered ahead of
market growth in 2017 and has seen a
strong performance across all the regions.”
In his Q3 report, Mr. Bin Sulayem
attributed some of the market share gain to
the carrier alliance reshufﬂe last April last
year. But the formation of three stronger
alliances, and the rush of mergers and
acquisitions among carriers, has led to
downward pressure on stevedoring rates.
And the merger this April of the container
businesses of Japanese carriers K Line, MOL
and NYK will see the new Ocean Network
Express (ONE) demand the lowest rate previously enjoyed by the trio and a further
discount for the new total volume.
DP World saw an 11.5 per cent jump
in its Europe, Middle East and Africa region
throughput to 29.4 million TEUs, but
recorded a more modest 7.9 per cent
growth in the Asia Paciﬁc and India subcontinent region to 31.9 million TEUs,
while its third and smallest sector, the
Americas and Australia, witnessed a 13.8
per cent surge in container throughput to

8.8 million TEUs.
Mr. Bin Sulayem added: “As we look
ahead into 2018, we expect to grow ahead
of the market and see increased contributions from our new developments.”
Although reiterating DP World’s strategy to
“continue to seek opportunities in complementary sectors in the global supply chain”,
Mr. Bin Sulayem said the group’s capital
expenditure discipline would be maintained
“by bringing capacity in line with demand”.
Market leader Hutchison Ports has yet
to publish its 2017 throughput, after achieving 81.4 million TEUs across its global
terminals in 2016, and PSA’s container
throughput reached 74.3 million TEUs last
year, including a 10.4 per cent increase at
its facilities outside Singapore.
The fourth-ranked operator, APM Terminals, will report its full-year numbers

later, but at the Q3 stage, it said it was 6.5
per cent ahead of the previous year, on 29.4
million TEUs, having experienced “challenging market conditions”.
Commenting on the DP World operational result, Neil Davidson, senior analyst,
ports & terminals for Drewry, said: “The
like-for-like consolidated growth was pretty
much in line with our global throughput
growth expectation for 2017.” But,
with DP World’s gross volume up around
10 per cent, he acknowledged there had
been some market share gain. “I think DP
World will have beneﬁted from strong
market growth in 2017 in locations such as
India, China, Canada and Latin America in
particular,” said Mr. Davidson.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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CMA CGM targets higher levels of customer service
to create more value
BY GAVIN VAN MARLE
CMA CGM has promised to put customer experience at the forefront of its
services as it looks to differentiate itself from
other carriers. Speaking on the sidelines of
the TPM event in Long Beach last week,
the carrier’s Senior Vice-President of Commercial and Agency Network, Mathieu
Friedberg, said it would adopt a twin
approach of using greater digitalisation and
human resources to create a more “customer-centric” culture.
“We need to have a 100 per cent digital agency that does rate quotations,
bookings and dispute resolution management, which lives alongside the traditional
method of dealing with sales executives,
and customers need to be able to move
from one to the other in a seamless way.
“But I can tell you that turning 30,000
global staff into a customer-centric organization is not an easy task – in a shipping
model of rollovers and no-shows it is a big,
big challenge, but we believe that changing
the way we interact with our customers
will bring more value to us. Customer
survey after customer survey fails to show
that we adequately differentiate ourselves
from our competitors,” he said, adding that
he wants to introduce hotel industry levels
of service to the French carrier.
“Just as the Marriott Group provides a
service that is bespoke to me on my travels,
I want our customers to get the same level
of service in Sao Paolo that they do from us
in New York. “I want our customers to be
served according to their needs – if you are
a large NVO controlling millions of TEUs, in
any other industry that would be a hell of a
prize. But in our industry, the spread
between a global 3PL compared with an
independent forwarder that is big in a local
economy – a local hero, as they say – is far
less.
“You get forwarders controlling 1,000

TEUs a year which get 45 days’ credit as
well as all the other beneﬁts we provide…
should we be treating them the same as the
NVO that ships 500,000 TEUs with us a
year globally but has real problems with
service in an emerging market where it controls only a handful of containers?”
The line has also introduced a range of
new products to help this shift in focus,
including an insurance service named
Serenity. “It takes care of cargo insurance, a
$40 premium would cover a $100,000 shipment, for example,” he said, and it is also
developing trade ﬁnance solutions for
exports out of emerging markets; while the
development of smart containers via its partowned subsidiary Traxens is being rolled out
with some customers. About 10,000 boxes
are now “smart” – “ultimately around 30
per cent of our ﬂeet would be ideal”.
It has also begun developing a pilot

programme with some shippers to help
optimize container flows through its transhipment hubs. Mr. Friedberg explained:
“We recently had one petrochemical shipper moving volumes out of the Red Sea
and Middle East gulf into South-east Asia.
“However, due to the nature of the business, they didn’t know where the end
destination of the goods would be for
some time, so we handed over an area of
one of our transhipment hubs in the region
to them, so they could manage remotely
the onward despatch of specific boxes,” he
said. “But we can’t do that unless we control the hub, so it is something we are
looking at replicating in ports such as
Tangiers, Malta and Kingston.”
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

DP-DHL has ‘another good year’, despite tighter
margins in air and ocean
BY ALEX LENNANE
Deutsche Post DHL hit its earnings target for 2017, in
“another very good ﬁnancial year”, despite challenging ﬁrst-half
margins in air and ocean. Group operating proﬁt rose 7.2 per cent
to €3.74 billion ($4.64 billion), of which 40 per cent was accounted
for by the Post – eCommerce – Parcel (PeP) division.
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Group revenue rose 5.4 per cent to €60.4 billion, while PeP
was up 6.4 per cent, to €18.2 billion. Global Forwarding revenues
rose 5.4 per cent to €14.5 billion, while EBIT rose 3.5 per cent to
€297 million.
DP DHL noted that “margins in air and ocean freight came

under appreciable pressure particularly in
the ﬁrst half of 2017 due to the considerable increase in freight rates. In the second
half of the year, the division was increasingly able to pass on the higher prices to its
customers and with this signiﬁcantly
improve earnings in the last six months”.
The company said: “Returning to former
proﬁtability levels remains our ﬁrst priority.”
It noted that its new IT system had now
completed its pilot phase and was
being rolled out.
Express revenues were up 9.5 per cent
to €15 billion, while operating proﬁt grew
12.4 per cent to €1.7 billion. The company
put the growth down to “strict yield management and continuous improvements in
the network”.
It was also announced today that DHL
Express had taken two aircraft on an ACMI
deal with Atlas Air, which is buying the two
777 freighters from LATAM. But one analyst on the earnings call with CEO Frank
Appel asked whether there was any risk of
overcapacity in the express market. “There
has been a sizeable increase in freighter
costs,” said Mr. Appel. “I don’t think there
is a remote risk of excess express capacity.”
The Supply Chain division saw the
weakest growth, with revenues for 2017 up
just 1.4 per cent to €14.1 billion – but EBIT
fell 3 per cent to €555 million. The company blamed the fall on the fact that ”the
positive effects from the expanding business
and the successful conclusion of the division’s optimisation programme were not
sufﬁcient to offset the one-off effect result-

FRANK APPEL

ing from a write-down of customer relationship assets”.
It also looked for a more positive spin,
noting that adjusted for negative currency
effects, Supply Chain revenues in fact rose
4.6 per cent. It also pointed out that it generated new business and negotiated
additional contracts worth €1.5 billion with
new and existing customers during 2017.
“Thanks to successful business development in all four divisions, especially
outside Germany, our company has registered another very good year,” said Mr.
Appel in a statement. He added: “In 2017

we took another major step on the road to
achieving our strategic and ﬁnancial goals
for 2020. With our international focus and
our ﬁrm orientation towards the fast-growing e-commerce market, we implemented
the right measures early on and are now
positioned better than ever for future
growth. At the same time, we are increasingly leveraging the digitalization
opportunities that present themselves in all
four divisions and expanding our foundation for a successful future.”
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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Record year for overall cargo movement through the
port of Vancouver
Vancouver Fraser Port Authority released the 2017 year-end
statistics for cargo through the Port of Vancouver. Overall cargo
volume through the port reached a record high of 142.1 million
tonnes, up ﬁve per cent from 2016. Sectors experiencing strong
growth include containers and bulk grain, both of which hit new
records in 2017. Overall container trafﬁc saw a signiﬁcant increase
of 11 per cent over 2016 to reach a record of 3.3 million TEUs, with
loaded imports up by 11 per cent. Volumes were driven by a global
upswing in economic activity, which boosted Canadian export sales
and overall strength in the transpaciﬁc container market.
“The record year for cargo movement and healthy growth
across the port reﬂects the strength of the Canadian economy in
2017, as well as the Port of Vancouver’s ability to accommodate the
most diversiﬁed range of cargo of any port in North America,” said
Robin Silvester, President and CEO, Vancouver Fraser Port Authority.
“Year over year we continue to see an increase in the global demand
for Canadian products shipped in containers and Canadian demand
for consumer and manufacturing goods from Asia,” continued Silvester. “To meet future demand, we are taking steps to ensure the
Port of Vancouver is ready to handle growing container volumes
through Canada’s West Coast. A number of investments in infrastructure are already underway in the port to build container capacity.”
March 12, 2018 • Canadian Sailings • 53

Strong global demand for Canadian agriculture was met with a
bumper harvest in Canada and increased exports of grain through
the Port of Vancouver. Bulk grain saw another record year in 2017
at 23.6 million metric tonnes an eight per cent increase over 2016,
making this the Port of Vancouver’s fourth consecutive year of
record grain volumes.
The auto sector saw a nine per cent increase in 2017 from
2016, boosted by a record year for auto sales across Canada and an
increase in consumer conﬁdence. This is the third consecutive year
of an upward trend in autos through the Port of Vancouver.
The breakbulk sector saw a two per cent increase over 2016
due to strong woodpulp exports and increased movement of domes-

tic consumer goods along the Fraser River and between the Lower
Mainland and Vancouver Island.
The cruise industry in Vancouver is experiencing stable growth
as demand for cruises to Alaska continues to increase. In 2017, the
port welcomed 236 cruise ships and 842,928 passengers compared
to 826,820 passengers in 2016, an increase of two per cent.
“This record year is a success shared with all the port terminal operators, many of whom have made investments in
infrastructure and technology that have increased the capacity of
the Port of Vancouver, and with the many shippers and marine
carriers whose continued confidence in the gateway we appreciate” added Silvester.

Luc Jobin leaving CN; Board appoints Jean-Jacques
Ruest Interim CEO – Ruest immediately announces
bold plan to increase grain moving capacity
The Board of Directors of CN announced on March 5 that Luc
Jobin has left CN, and has appointed Jean-Jacques Ruest Interim
President and CEO until a permanent replacement is in place. Mr.
Ruest has been with the company for twenty-two years, the last
eight as Executive Vice-President and Chief Marketing Ofﬁcer.
“The Board believes the company needs a leader who will
energize the team, realize CN’s corporate vision and take the company forward with the speed and determination CN is known for,”
said Board Chairman Robert Pace. “Mr. Ruest is well known to customers and investors, and is well positioned to focus the company
and its very experienced and proven team of railroaders to rapidly
address operational challenges during the transition.”
The Board believes that in an increasingly competitive marketplace, CN must respond with speed and innovation to retain its
leadership position. The Board also recognizes the immediate operational and customer service challenges the company has been
facing since Fall 2017 - led by high demand and insufﬁcient network resiliency, coupled with severe winter weather conditions.
“CN must accelerate execution of the innovation strategy
articulated at our Investor Day last June,” said Mr. Pace. “The
Board is conﬁdent this remains the right course to restore and
retain industry-leading metrics and best in class customer service.”
Interim President and CEO JJ Ruest said the company will
quickly improve the movement of Western Canadian grain and is
directing additional people and equipment to clear backlogs across
its network.
“We apologize for not meeting the expectations of our grain
customers, nor our own high standards,” Ruest said. “The entire
CN team has a sense of urgency and is fully focused on getting it
right for farmers and our grain customers, regaining the conﬁdence
of Canadian businesses, and protecting Canada’s reputation as a
stable trade partner in world markets. “Moving the Canadian economy is in our DNA. We can and we will do much better, and that
starts today – no excuses,” Ruest continued. “CN has taken immediate steps to mobilize our proud and dedicated team of railroaders
– the best in the business – in order to move more grain faster.”
These steps include:
• Offering incentives for key operating employees to delay retirement and postpone vacations, and for recently-retired operating
employees to return to work;
• Deploying qualiﬁed management employees to operate extra
trains;
• Adding train crews in Western Canada: about 250 conductors
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JJ RUEST

put in the ﬁeld in last three months of 2017, with about 400 conductors coming into the ﬁeld in the ﬁrst three months of 2018,
and an additional 375 from April to June;
• Leased 130 locomotives to increase capacity in Western Canada,
almost all of which are now online;
• Investing over $250 million this year to build new track and yard
capacity in Western Canada to boost supply chain ﬂuidity and
build in capacity resiliency for future grain crops.
CN delivered 4,577 empty hopper cars last week, up 35 percent from the February average of 3,400, and stated that all available
hopper cars are in service and we will show sequential weekly
improvements progressing towards 5,000 per week by the end of
March.
“Canadians can count on CN to get this job done and to get it
done safely, reliably and efﬁciently,” Ruest said. “We will provide
regular weekly tracking on our grain movements and engage our
grain customers.”

Algoma Central Corporation reports strong results
for the year ended December 31, 2017
Algoma Central Corporation reported
consolidated revenue for the year ended
December 31, 2017 of $451.0 million,
compared to $391.4 million for 2016. Revenue increased in the Domestic Dry-Bulk
and Product Tanker segments as a result of
an increase in volume in the majority of sectors and higher customer demand. Ocean
Self-Unloaders revenue increased as the
Algoma Integrity rejoined the Pool in 2017
after two years in domestic service. Net
earnings of $56.2 million were recorded,
well above 2016 net earnings of $33.3 million. Net earnings from continuing
operations, which excludes income from
discontinued real estate operations, was
$32.4 million in 2017 compared to $10.6
million for 2016.
The Global Short Sea Shipping segment generated revenue of $222.8 million
compared to $18 million in 2016. The
Company has a 50 per cent interest in two
joint ventures and revenue from the Global
Short Sea Shipping segment is not included
in the consolidated revenue ﬁgure. Algoma
established a second joint venture, NovaAlgoma Short Sea Carriers, with Nova Marine
Carriers, creating increased presence in
international markets.
In other news, Algoma sold seven of
the remaining properties held for sale from
the discontinued real estate segment for a
total pre-tax gain of $28.9 million.
Two new Equinox Class vessels joined

the domestic ﬂeet; Algoma Niagara, the ﬁrst
self-unloader to be delivered in the Class
and Algoma Strongfield which joined her
Equinox Class gearless sister ships.
Algoma also acquired two river-class
vessels from American Steamship Company,
expanding the domestic ﬂeet and capacity.
On December 15, 2017 the Company
announced that it had taken ownership of

Algoma Innovator from the 3 Maj Shipyard
in Croatia. The vessel is the ﬁrst of the Company’s Equinox Class 650’ self-unloading
dry-bulk freighters. Subsequent to the yearend, on February 5, 2018, the Company
took delivery of Algoma Sault from the
Yangzijiang Shipyard in China. Both vessels
are scheduled to join operations for the
upcoming navigation season.

CP improving grain deliveries daily after extreme
winter conditions
While extreme weather took its toll on the entire supply chain
through much of February, CP Rail saw grain shipments increase by
16 percent week-over-week during week 31, and is experiencing
daily improvements. CP also spotted nearly 50 percent more empties
to the country in Week 31 compared to the week prior, a further sign
of the incremental gains being made. CP’s velocity is also improving,
with train speeds up approximately 10 per cent this past week
versus mid-February.
“We are optimistic that with the weather turning in our favour,
our singular focus on delivering safely for the supply chain, and the
re-opening of the Port of Thunder Bay, that we are on the road to
recovery,” said Keith Creel, CP President and CEO. “While our challenges have been signiﬁcant, they are different than that of our
competitor’s and the success of the supply chain depends on both
railroads running at optimum levels.”
The supply chain works best when all of the players are functioning at a high level. When one railroad struggles, or a shipper is
dealing with a labour outage, or a vessel captain refuses to load in

Vancouver due to rain – the entire supply chain suffers, just as it
does when temperatures drop below -25 Celsius for long periods of
time. Extreme weather and line outages impact all commodity
movements, not just grain.
Recently CP has experienced unprecedented cold (60 percent
colder, 78 percent more days below -25 Celsius) and snow along
with some signiﬁcant outages. Additionally, CP is experiencing
unprecedented and unexpected demand being driven from dual railserved territories in the northern catchment areas of its network.
Yet, in spite of signiﬁcant weather challenges CP shipments are up
30 percent crop-year to date in this area.
“We have 550 new people, across all crafts, in various stages of
the hiring process, 100 additional locomotives, which will start
being integrated into the ﬂeet this month and into the spring and
summer, and we have earmarked between $1.35 billion and $1.5
billion in capital improvements this year that will further improve
the ﬂow of goods across North America,” Creel said.
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CP introduces TempPro one-stop-service for shipping
perishable products
As Canadian Paciﬁc Railway Limited
(CP) continues to develop its total transportation product, the company launched a
new service offering called CP TempPro™,
for customers shipping perishable products.
CP TempPro™ ensures that customers’
products are transported in a reliable, fuelefﬁcient
temperature-controlled
environment.
In 2017, CP announced the purchase
of 41 gensets to better serve its international customers. These gensets also
support the new reefer domestic repositioning program (reefer DRP), which creates
new shipping options for CP’s domestic customers and provides improved round trip
economics for its international shippers. In
2018, CP will invest in over 400 new 53’
reefers to support the growing temperaturecontrol market. CP will also be the ﬁrst to
offer Thermo King’s SLXi-DRC model which
features a slimmer design, allowing for two

additional pallet positions in a shipment.
The SLXi-DRC also utilizes a greener refrigerant, R-452A, which decreases global
warming potential over its predecessor, the
R-404A. In addition, CP is purchasing over
350 53’ heater units. Combined, these
investments will support CP TempPro™.

“CP is committed to giving its customers everything they need as one total
transportation product, which is why CP
TempPro™ is a great addition to our roster
of services,” said Jonathan Wahba, VicePresident, Sales and Marketing, Intermodal
and Automotive. “

Logistec acquires Gulf Stream Marine of Houston, Texas
Logistec Corporation announced the expansion of its network
of terminals through its acquisition of Gulf Stream Marine of Houston, Texas. This transaction will allow Logistec to establish a
stronghold in the U.S. Gulf, provide access to an experienced talent
pool, facilitate knowledge transfer between the two organizations,
and generate immediate positive beneﬁts to shareholders.
This acquisition represents a major expansion of Logistec’s network of terminals in the United States. With Gulf Stream Marine’s
ten terminals in ﬁve ports, Logistec’s cargo handling activities now
cover 58 terminals in 35 ports in North America.
Headquartered in Houston, Texas, Gulf Stream Marine operates cargo handling, stevedoring and terminal operations in the U.S.
Gulf Coast region. For the year ended October 31, 2017, the ulti-

mate parent company of Gulf Stream Marine, GSM Maritime Holdings, LLC (“GSM”), generated revenue of US$68.7 million and an
adjusted EBITDA of US$8.2 million. Pursuant to the merger, GSM
shareholders received aggregate cash consideration of US$65.7, subject to adjustments.
“Combining Logistec and Gulf Stream Marine will bring
together two complementary businesses to deliver greater value,
service and innovation to customers, building on Logistec’s longstanding track record of successful operations in Canada and in the
eastern United States, and from Gulf Stream Marine’s strong presence in the U.S. Gulf, as well as its leadership in operational
excellence,” explained Madeleine Paquin, President and Chief Executive Ofﬁcer of Logistec.

Oceanex Inc. 2018 Platinum Club Winner of Canada’s
Best Managed Companies
Oceanex was recognized for overall business performance and
sustained growth with the prestigious Canada’s Best Managed Companies designation. The 2018 Best Managed program award winners
are amongst the best-in-class of Canadian owned and managed companies with revenues over $15 million demonstrating strategy,
capability and commitment to achieve sustainable growth.
Now in its 25th year, Canada’s Best Managed Companies is one
of the country’s leading business awards programs recognizing Canadian-owned and managed companies for innovative, world-class
business practices. Every year, hundreds of entrepreneurial compa56 • Canadian Sailings • March 12, 2018

nies compete for this designation in a rigorous and independent
process that evaluates the calibre of their management abilities and
practices.
Applicants are evaluated by an independent judging panel comprised of representatives from program sponsors in addition to
special guest judges. 2018 Best Managed companies share commonalities that include a clear strategy and vision, investment in
capability and commitment to talent. “Oceanex employees are
proud to be recognized as one of Canada’s Best Managed companies
over the last seven years. To have now joined the Platinum Club is

truly a testament to their ongoing commitment to providing an exceptional service
and ensuring reliable transportation services
for our clients”, states Captain Sid Hynes,
Executive Chairman at Oceanex.
“Companies that earn Platinum Club
status, exemplify exceptional vision and
leadership and a sustained commitment to
growth and innovation,” said Dino Medves,
Senior Vice President and Head, CIBC
Commercial Banking. “CIBC is proud to
recognize these and all of the 2018
Canada’s Best Managed Companies as leaders in their industries.”
2018 winners of the Canada’s Best
Managed Companies award will be honoured at the annual Canada’s Best Managed
Companies gala in Toronto on April 11,
2018. On the same date, the Best Managed
symposium will address leading-edge business issues that are key to the success of
today’s business leaders.
The Best Managed program is sponsored by Deloitte, CIBC, Canadian
Business, Smith School of Business, TMX
Group and MacKay CEO Forums.

Rand Logistics emerges from Chapter 11, and is
acquired by American Industrial Partners

Rand Logistics, Inc., a provider of bulk
freight shipping services throughout the
Great Lakes Region, announced that American Industrial Partners (“AIP”) has
completed its acquisition of the Company.
AIP is a New York-based private equity ﬁrm
with over $4.0 billion of assets under management that has focused on buying,
improving and growing industrial businesses
in the U.S. and Canada for over 20 years.

The Company has emerged from
Chapter 11 with a materially de-levered
balance sheet and dramatically reduced
annual interest expense. By virtue of its
acquisition by AIP, Rand now enjoys its
strongest financial position in recent
years.
“We are pleased to have completed
the transaction and to be partners with a
leading private equity firm that shares our

vision for Rand’s future,” commented
Edward Levy, Rand’s Chief Executive. Mr.
Levy added, “The transaction has recast
our balance sheet and positions the Company for continued customer service and
growth.”
Through its subsidiaries, Rand Logistics operates a fleet of three conventional
bulk carriers and twelve self-unloading
bulk carriers including three tug/barge
units. The Company is the only carrier
able to offer significant domestic port-toport services in both Canada and the U.S.
on the Great Lakes. The Company’s vessels operate under the U.S. Jones Act –
which reserves domestic waterborne commerce to vessels that are U.S. owned,
built and crewed – and the Canada Coasting Trade Act – which reserves domestic
waterborne commerce to Canadian registered and crewed vessels that operate
between Canadian ports.
American Industrial Partners is a private equity firm that makes control
investments in industrial businesses. To
date, AIP has completed over 70 transactions and currently has $4.1 billion of
assets under management on behalf of
pension, endowment and financial institutions.
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Thirtieth annual cruise season at Port Saint John
predicts 19 per cent increase
Port Saint John’s 30th cruise season will start with the May 1st
arrival of Oceania Cruises’ Marina and continues to the ﬁnal cruise
ship of the season on November 2nd with Regent Cruises’ Seven Seas
Navigator. By the time the last ship casts off its lines, 75 ships will
have visited, bringing with them approximately 176,000 passengers
and 70,000 crew, for a total of 246,000 passengers and crew, representing a 19 per cent increase in passengers over the 2017 season.

“In 2018 we will experience our fourth consecutive year of
growth in cruise and a signiﬁcant increase in the number of cruise
guests who will visit, contributing to the visitor economy in Saint
John and Southern New Brunswick. With one in ten jobs in the Bay
of Fundy region attributable to the tourism sector, we are pleased to
be a crucial component of this sector’s sustainability and ability to
contribute to our economy,” Jim Quinn, President & CEO.

Photo: Damen

Damen signs contract with Groupe Océan for two
Modular Multi Cats

At the recent New Orleans Workboat
Festival, Damen Shipyards Group signed a
contract with Le Groupe Océan for the
delivery of two Damen Modular Multi Cats
1205. The vessels, which are made of standard, container sized units for easy
transportation anywhere, will serve as
dredging support vessels on an oil sands
project in northern Canada. Le Groupe
Océan is a major participant in Québec’s
maritime industry, and operates mainly in
Quebec, Ontario, and New Brunswick. The
company has nearly 850 employees and is
one of Canada’s largest providers of marine
services.
The oil sands tailings ponds on which
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the Multi Cats will work are not easily
accessible by water. The modular nature of
the vessels means that they can be easily
transported to site by truck and then quickly
assembled for operation on location. The
modularity of the design also makes any
future relocations straightforward.
Tommy Theriault, Business Development Director for Océan Marine Works and
Dredging, explained: “In addition to the
ease with which we can transport these vessels quickly and cost-effectively to
inaccessible locations, Damen’s standardized
shipbuilding process meant that it already
had one of the vessels in stock for delivery in
February, less than three months following

the signing of the contract.” The second
vessel, which is being built at Damen Shipyards in Poland, will follow a few months
later.
The Damen Multi Cat has is a versatile
workboat with an extensive track record in
tmany sectors. It is used for towing and
anchor-handling, dive support, marine engineering, offshore energy operations and for
dredging and dredging support operations.
Damen Shipyards Group operates 33
shipbuilding and repair yards, employing
10,000 people worldwide. Damen has delivered more than 6,000 vessels in more than
100 countries and delivers some 180 vessels
annually to customers worldwide.

UPCOMING EVENTS
Contact FRANCE NORMANDEAU
france@canadiansailings.ca

EVENTS
LISTED

FREE

March 15

May 19 - 23

THE TRAFFIC CLUB OF MONTREAL
International Women’s Day Luncheon
Club St-James, Montreal
Contact: 514.874.1207
info@tcmtl.com
www.tcmtl.com/en/event/femmes-en-logistique-2/

AAPA 2018
Ernest N. Morial Convention Center, New Orleans,
Louisiana
Contact: (800) 424-5249
aapa@experient-inc.com
www.aapa.org/conference

March 15

May 22 - 24

THE TRAFFIC CLUB OF MONTREAL
88th Annual Gala Dinner
Fairmont the Queen Elizabeth, Montreal
Contact: 514.874.1207
info@tcmtl.com
www.tcmtl.com/en/event/diner-gala-annuel-2/

CWC LNG FUELS SUMMIT
Novotel Amsterdam City Hotel, Netherlands
Contact: +44 20 7978 0061, Tyler Forbe
lngfuels@thecwcgroup.com
www.lngfuelssummit.com

April 4

May 30- June 1, 2018

THE GRUNT CLUB
Annual General Meeting (Members only)
Bonaventure Hotel (Bonaventure Room)
Contact: Wendy Altona
info@gruntclub.org
www.grubtclub.org

GREENTECH 2018
Vancouver Marriott Pinnacle Downtown Hotel,
Vancouver, B.C.
Contact: 418-649-6004 # 302, Manon Lanthier
Manon.Lanthier@allianceverte.org
www.green-marine.org/greentech

March 27-29
CG/LA INFRASTRUCTURE
Global Infrastructure Leadership Forum
Long Beach Convention Center, Long Beach, California
Contact: 202-776-0990, Dan Batlle
daniel@cg-la.com
www.cg-la.com/forums/gilf

June 8-10
CANADA TRADE CONFERENCE
Hotel X Toronto:, Toronto
Contact: 516-589-0229, Mina Patel
mina.patel@ihsmarkit.com
events.joc.com/2018-canada-trade-conference

Canadian Sailings is not responsible for errors. Please verify with event organizers for possible changes or cancellations.

ADVERTISERS
ALGOMA CENTRAL CORP algonet.com ................................................ 8
CANFORNAV Canfornav.com ................................................................. 14
CARGO NAVIGATORS cargonav@ica.net............................................. 50
CSL cslships.com .................................................................................. IFC
EMPIRE STEVEDORING empirestevedoring.com ................................ 13
GILLSHIP NAVIGATION gillship.ca...................................................... 18
GROUPE DESGAGNÉS desgagnes.com ................................................20
GUY TOMBS guytombs.com ................................................................. 47
HWY H2O hwyh20.com ......................................................................... 16
LOGISTEC logistec.com......................................................................... 29

MARTECH POLAR martechpolar.com ................................................... 32
MCASPHALT INDUSTRIES mcasphalt.com ........................................ 12
MSC (CANADA) msc.com ....................................................................... 3
NEAS neas.ca.......................................................................................... 25
PORT OF BELLEDUNE portofbelledune.ca ........................................... 27
PORT OF HALIFAX portofhalifax.ca....................................................... 17
PORT OF JOHNSTOWN portofjownstown.com .................................... 11
PORTS TORONTO portstoronto.com....................................................... 6
PROTOS SHIPPING protos.ca.............................................................. 42
RAND LOGISTICS randlogistics.com ................................................... 10
SEABOARD MARINE seaboardmarine.com ......................................... 49
SPLIETHOFF spliethoff.com ................................................................OBC
TURBO EXPERT turboexperts.com.......................................................... 9
ZIM zim.com .......................................................................................... 44

March 12, 2018 • Canadian Sailings • 59

