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Canadian ports weathered stormy conditions 
during 2016
BY ALEX BINKLEY

Considering the turmoil in global
marine shipping and a drop in Canadian
imports and exports last year, there are
some bright spots in the 2016 tonnage sta-
tistics for the 18 Canadian Port Authorities.

The port of Montreal handled 35.2
million tonnes compared to 32 million

tonnes in 2015, which was a record per-
formance for Canada’s second busiest port.
Quebec City, Halifax, Nanaimo, Toronto,
Belledune and Port Alberni also reported
traffic gains over 2015. St. John’s, Saint
John, Sept Iles, Hamilton, Windsor, Thun-
der Bay and Oshawa came within 100,000

tonnes or less of their 2015 results.
The port of Vancouver, the country’s

busiest port by far, hasn’t released its final
statistics for 2016 yet. However, to the end
of November it was 800,000 tonnes below
its 2015 numbers, which might suggest it
finished the year at less than the 138 mil-

2010-2016 Port Tonnages (all CPAs)

PORTSRECAP

CANADIAN

2016
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CPA 2010 2011 2012 2013 2014 2015 2016 2016 over
2010

Nanaimo 2,358,368 3,171,624 3,042,016 3,779,771 4,145,035 4,850,327 5,389,937 128.5%
Port Alberni 1,009,597 1,475,152 1,571,766 1,819,774 1,662,201 1,568,804 1,645,556 63.0%
Oshawa 267,215 283,917 472,553 291,613 357,125 378,365 373,301 39.7%
Montreal 25,919,667 28,534,264 28,422,003 28,156,971 30,445,984 32,028,741 35,200,000 35.8%
Thunder Bay 6,862,467 7,608,692 7,843,228 6,530,204 9,341,250 8,915,607 8,830,414 28.7%
Toronto 1,537,363 1,668,085 1,861,082 1,556,000 2,000,000 1,650,990 1,832,000 19.2%
St. John's 1,487,210 1,421,988 1,360,165 1,783,962 1,669,098 1,803,306 1,725,589 16.0%
Prince Rupert 16,417,303 19,339,236 22,289,980 23,060,096 20,691,536 19,695,883 18,923,265 15.3%
Vancouver 118,450,134 122,499,631 123,875,996 135,008,952 139,628,826 138,227,872 135,500,000 14.4%
Quebec 24,500,000 28,900,000 32,500,000 27,065,994 24,000,000 21,000,000 24,800,000 1.2%
Trois-Rivières 2,956,000 3,000,000 3,357,000 2,694,294 3,700,000 3,000,000 2,800,000 -5.3%
Belledune 2,149,656 2,081,132 1,872,057 1,693,924 1,655,790 1,774,965 2,027,431 -5.7%
Sept-Îles 25,070,234 26,000,000 28,000,000 27,712,654 23,786,335 22,714,607 22,942,361 -8.5%
Windsor 5,327,256 5,072,574 5,456,464 6,029,393 5,433,000 5,642,042 4,767,948 -10.5%
Halifax 9,517,243 9,486,612 9,490,961 8,608,044 7,831,883 7,569,286 8,272,345 -13.1%
Saint John 30,450,000 31,760,000 26,960,000 27,661,153 23,944,323 26,435,882 26,438,301 -13.2%
Hamilton 11,472,831 10,024,418 10,303,190 10,024,418 10,526,732 9,237,912 9,277,282 -19.1%
Saguenay 384,000 324,000 295,000 267,000 280,097 340,000 300,000 -21.9%
Total tonnage 286,136,544 302,651,325 308,973,461 313,744,217 311,099,215 306,834,589 311,045,730 8.7%
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lion tonnes it handled during 2015.
Still, it appears that total CPA tonnage for 2016 will be in

the 311 million tonne range, which is an improvement over last
year’s 306.8 million tonnes and in line with 2013 and 2014
shipments.

Saint John, the third busiest port, handled 26.44 million
tonnes, unchanged from 2015, but off its recent peak of 31.7
million tonnes reached in 2011. Volumes handled by the port of
Quebec rose to 24.8 million tonnes from 21 million tonnes in
2015 but remained well below the 32.5 million tonnes handled
in 2012. Sept-Iles achieved a nominal increase, but remained
well below its recent peak of 28 million tonnes in 2012. At 18.9
million tonnes, Prince Rupert volumes declined from 2015 vol-
umes, and remained well below the 23.1 million tonnes it
handled in 2013.

To put some context to the results, Canada’s trade deficit
widened to $26.1 billion last year from $23 billion in 2015, as
exports fell 0.7 per cent to $521.1 billion and imports edged

down 0.1 per cent to $547.2 billion. While those figures do not sep-
arate land shipments to the United States and Mexico from
water-borne or airborne overseas exports and imports, it is evident
that 2016 was a year of stagnation. In fact, total 2016 ACPA port vol-
umes exceeded 2012 volumes by only 0.6 per cent.

Montreal spokeswoman Melanie Nadeau said the port’s “grain
and liquid bulk sectors performed especially well last year. The unau-
dited results represents a 10 per cent upswing in traffic.” Jim Quinn,
President & CEO of Port of Saint John, said it experienced drops in
the dry bulk sector and increases in liquid bulk and breakbulk. Con-
tainer traffic dropped slightly compared to 2015. “We are in a
transitional phase in the next steps of modernizing this port,” he
added. “As we start 2017, we are particularly excited that our new
partner DP World Saint John is now in operation. This partnership
blends their global reach and influence together with our terminal
modernization plan to achieve the common objective of continued
growth and a bright future for the Port and its supporting port service
community.” 

Port of Quebec spokeswoman Sarah Sutton said, “Cement
cargo reached a 20-year high with over 670,000 tonnes, represent-
ing a 14 per cent increase, which accounts for the majority of the
increase in overall 2016 tonnage. Stone, aggregate, sand and salt
cargo levels covered the balance of the increase for 2016.”

Pierre Gagnon, President & CEO of Port Sept-Iles, is optimistic
that a deal struck in late 2016 to encourage port expansion and rising
world iron prices means “we can view next year much more posi-
tively and with more excitement than the previous year.” New
developments should bring more business. In 2016, IOC Rio Tinto
increased its shipments with 18.6 million tonnes in 2016 versus 17.8
million tonnes the previous year. Tata Steel Minerals Canada shipped
1.6 million tonnes in 2016 compared with 2.3 million in 2015.
Gagnon noted that “With the difficult conditions that arose in the
iron market in 2016, Port of Sept-Iles had to deal with lower revenue
and take steps to limit its operating and investment expenses, as well
as its community assistance program.”

Prince Rupert saw its total tonnage drop mainly because of a 10
per cent decrease in container movements through Ridley Terminals,
a 2 per cent drop at Prince Rupert Grain, and a 29 per cent decline
in empty containers moved from the Fairview Container Terminal,
spokesman Kris Schumacher said. The actual number of laden con-

St. John’s
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Montreal

tainers handled rose by 2 per cent. The Port was also among those
hit by the bankruptcy of Hanjin container lines last year. On the
upside, shipments of grain and coal picked up in November and
December.

Hamilton Port Authority noted its 0.4 per cent increase in traf-
fic came despite a 3 per cent drop in shipments through the St.
Lawrence Seaway. The agri-food sector continues to deliver positive
results for the port, says Ian Hamilton, its President and CEO.
“We’ve seen terrific momentum in the past several years, as new ter-
minal investments have increased our capacity to get crops from
Ontario farms to global markets efficiently. With these new develop-
ments on the horizon, we expect the growth trend to continue.”

The picture isn’t as bright with steel. The ongoing decline in
tonnage at Hamilton’s Stelco facility is being balanced by positive
performance among other steel players, such as ArcelorMittal
Dofasco and Federal Marine Terminals, the Port says. At the same
time, though, imports of finished steel reached their highest volume
in the past five years, with 509,087 tonnes transiting the port in
2016.

The port of Thunder Bay witnessed an unprecedented late
season grain shipping surge but it wasn’t quite enough to pull it even
with 2015. With its grain terminals filled, it hopes for a quick start
this year. “This marks the third consecutive season of above-average
cargo volumes, thanks to strong grain shipments as well as increases
in coal and project cargo shipments,” the port noted. Grain ship-
ments slipped to 7.5 million tonnes last year from just over 8 million
tonnes in 2015 while coal shipments rose to 778,419 tonnes from
406,563 tonnes in 2015. However, potash, dry bulk, liquid bulk and
general cargo all showed healthy increases. Project cargo and gen-
eral cargo volumes were very strong in 2016. Keefer Terminal
handled 14 shipments, which included electrical transformers, wind
turbine components, wood pellets, mining equipment, and an OSB

plant. As a result of the strong performance in project cargoes,
Keefer’s cargo volumes hit a 19-year high in 2016.

Port of Halifax is coming off two years of significant declines,
reaching 8.3 million tonnes compared to 7.6 million tonnes in 2015,
notes spokesman Lane Farguson. In 2009, the port handled 9.7 mil-
lion tonnes. “Several factors have come together over the past 18
months to contribute to the positive results we are seeing through
the port this year,” Farguson added. “The port community in Halifax
is working together to minimize transit times, reduce operating
costs, mitigate risks and add value to those customers moving goods
through Halifax.” Driving the port’s 2016 surge in container traffic
was the addition of a new route by a huge consortium of shipping
lines called the THE Alliance and a new service by one of its rivals,
Ocean Alliance. The result should be increased traffic for both the
Fairview Cove and South End container terminals in the coming
years. 

Among the smaller ports, Port Alberni’s two principal com-
modities are lumber and logs for export to Asian markets. Lumber
predominantly goes to Japan and a small volume to China, while
logs go to China, Korea and some to Japan. 2016 saw an increase of
8 per cent in lumber exports, while log exports were up 2 per cent
over 2015. Asian markets maintained their strength while expecta-
tions had been for softer markets. 

Nanaimo posted an 11 per cent tonnage gain to 5.4 million
tonnes from 4.9 million tonnes in 2015. Spokesman David Mailloux
attributed the strong showing, part of a steady increase in traffic
since 2009, to a 22 per cent increase in container traffic and 61 per
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cent rise in log shipments.
The port of Windsor dropped to 4.8 million tonnes from 5.6

million tonnes in 2015 and its recent peak of 6 million tonnes in
2013. David Cree, President and CEO, said the near completion of
the preliminary work for the new Gordie Howe Bridge caused a drop
of almost 30 per cent in aggregate deliveries. He expects the situa-
tion will reverse once work on the actual bridge begins. Then port
also handled increased steel and grain shipments. 

Trois-Rivieres recorded 2.8 million tonnes last year compared to
3 million in 2015 and 3.7 million tonnes in 2014, its best recent
year. Port of Belledune handled just over 2 million tonnes, up from
1.8 million tonnes in in 2015 and close to its peak of 2.1 million
tonnes in 2010. Marketing Director Jenna MacDonald credited the
arrival of six new commodities over the course of the year for most

Sept-Îles

of the increase.
Toronto reached 1.8 million tonnes in shipments, up from 1.7

million tonnes in 2015 but below its 2014 peak of 2 million tonnes.
Port Alberni handled 1.64 million tonnes last year, up from 1.59 mil-
lion in 2015 but below its 2013 peak of 1.81 million tonnes. 

St. John’s handled 1.7 million tonnes, down from 1.8 million in
2015 but close to its 2013 and 2014 peak results.

Despite increases in grain, steel and project cargo shipments,
Port of Oshawa recorded 373,301 tonnes down from 378,365
tonnes in 2015 and below its recent peak of 472,553 in 2012. Port
of Saguenay dropped to 300,000 tonnes from 340,000 in 2015, well
below its recent peak of 384,000 tonnes in 2010.

Saint John
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Ports disappointed with handling of federal
privatization study
BY ALEX BINKLEY

The study of port privatization prospects by investment bank
Morgan Stanley Canada left the country’s 18 federal Port Authorities
in the dark about what is being considered. A Finance Canada
spokesman said in January that it and a parallel examination by Credit
Suisse of the potential privatization of Canadian airports were com-
plete. However they wouldn’t be released until the federal budget is
presented to Parliament later this month or in March.

In November, the government revealed circuitously that it hired
Morgan Stanley to provide financial advice based on concepts
advanced in the Emerson report on the Canada Transportation Act
Review. That process was to include “receiving proposals from institu-
tional investors or private equity investors.” The Ports were excluded
from the discussions.

Both Robin Silvester, Port of Vancouver’s CEO, and Jim Quinn,
his counterpart at Port of Saint John, are highly critical of the ports’
exclusion from the discussions. Silvester warned privatization could
cripple future capacity-increasing investments in ports while Quinn
said the Port Authorities have plenty of ideas about governance they
would have liked to share with the Morgan Stanley and the govern-
ment.

Meanwhile, Wendy Zatylny, President of the Association of
Canadian Port Authorities, says a trip to Australia at the invitation of
that country’s port association left her convinced Canada doesn’t have
much to learn from that country’s port privatization process. Prior to
the start of privatization, the status of the Australian ports was compa-
rable to the Canadian ports prior to the Canada Marine Act reforms in
1998 that established the Canadian Port Authorities (CPAs), she said
in an interview. While Transport Canada operated the ports here, “the
Australian ports were connected to state agencies and were basically

just government entities. They had trouble with competition and had
no commercial discipline.”

On the other hand, CPAs “are effective commercial corpora-
tions,” she adds. Ottawa needs “to look at the entire context of what
CPAs are, what they’re responsible for and what kind of oversight they
operate under.” While the Australian ports mostly serve the hinterland
within 50 kilometers, Canadian ports “have extended supply lines that
stretch across the country.”

Last fall, Transport Minister Marc Garneau said the privatization

Windsor
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studies would be released for discussion before any decisions were
made. In late January comments to the Greater Vancouver Board of
Trade, Garneau insisted the studies were simply a matter of exploring
different possibilities. “Please do not make the assumption that
because you hear about it in the papers that this is a done deal,” Gar-
neau said. “It is just a new government exploring different
possibilities.”

He didn’t say why the studies were being kept under wraps until
the budget is released. Transport Canada couldn’t answer that ques-
tion either. Robin Silvester said in a speech to the Greater Vancouver
Board of Trade in December that the port is working well as a feder-
ally owned and operated facility. He later told reporters that other
Canadian port managers share his frustration. “There is a degree of
concern about the prospect of privatization. I am not alone in the view
that the current governance model works well,” he said.

Quinn said in an interview that Canadian ports “are better off
than before 1998. The review should have involved the people who
manage the assets on the government’s behalf. We should have had a
dialogue on the potential options. Instead, we faced a lot of uncer-
tainty and a lack of clarity.” He says the concept of regional port
authorities needs to be fully discussed to answer both the potential
and pitfalls of privatization and possible private-public partnerships.

As a follow-up after the report is released, “the government
should set up a roundtable process for discussing the report so we can
talk with senior government officials about what direction it should
take. In the end this would put the government in a much better posi-
tion.”

Maritime industry figures note that Morgan Stanley is best
known for privatizing government assets and questioned whether it’ll
consider the recommendations in the Emerson report for a share-cap-
ital structure for the ports and regional amalgamation of the smaller
ones. The Emerson report called for movement toward more commer-
cial, market-based operation of ports to reduce their dependence on
government funding but did not use the term privatization.

The report noted that Port Authorities have “been able to strike
a reasonable balance between commercial disciplines and public inter-
est in ports as enablers of trade development.” However the current
federal control funding model is making “it increasingly difficult for the
Port Authorities to respond to evolving trade demands.” That’s espe-
cially evident when it comes to access to capital for future expansion.

One of the challenges facing Morgan Stanley will be how to treat
the port of Vancouver, which in 2015 handled nearly 45 per cent of
total Canadian port volumes. Saint John, Montreal, Sept-Îles and
Quebec City were the only others to surpass 20 million tonnes. Twelve
ports, including Halifax handled less than 10 million tonnes that year.

Silvester says he wonders “what problem the federal government
is trying to solve? Things can always be improved and we are open to
that discussion. “But if the problem they are looking to solve is simply
how do they find some money, the problem my organization could end
up being faced with is suddenly an amount of money we’ve been using
to increase capacity in the gateway is now going toward servicing debt
for a lot of money some entity has paid the government to take over
the port.”
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Federal Port Review, 2014-2015
BY THEO VAN DE KLETERSTEEG

Canadian Sailings has recently com-
pleted another annual study comparing
financial and other performance data
related to federally-operated Canadian Port
Authorities from 2014 to 2015 (Data for
2016 will not be available until July or
August). Port of Toronto was not included
in the study because its financial state-
ments include the operations of Toronto
Island Airport, and are therefore not com-
parable to those of other ACPA ports. 

Total federal Port industry
In calendar year 2015, ACPA Ports

produced aggregate revenues of $ 549.6
million, up 4.0 per cent from $528.4 mil-
lion in 2014. Operating income of $165.2
million represented an increase of 3.5 per
cent over 2014 aggregate operating
income of $159.6 million.

By way of comparison, Statistics
Canada reported that for the calendar year
ended December 31, 2014, Canadian-con-
trolled corporations doing business in

Figure 1CANADIAN PORT AUTHORITIES
PORT REVENUES 2015

Total revenues
$549.55 million

Thunder Bay
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Canada reported revenues of $2.78 trillion
(up 6.2 per cent from $2.62 trillion in
2013) and operating profits of $310.4 bil-
lion (up 7.2 per cent from $289.6 in
2013). Foreign-owned corporations doing
business in Canada increased their rev-
enues in 2014 to $1.12 trillion (up by 4.2
per cent), and increased their operating
profit in 2014 to $78.3 billion (up by 7.7
per cent).

The port industry is a capital-intensive
industry. In Canada, federal Port Authori-
ties own assets with a total depreciated
cost of $3.4 billion, from which the indus-
try generates annual revenues of some
$550 million. The industry declined pre-
cipitously in 2009 as the financial crisis
reduced global trade, but recovered in
2010.

Since 2010, annual port revenues
have grown steadily by an average of 5.5
per cent, compounded annually, from
$418.8 million in 2010 to $549.6 million
in 2015. Port volumes, on the other hand,
have grown by only 1.5 per cent com-
pounded annually, from 286.1 million
tonnes in 2010 to 307.5 million tonnes in
2015. In fact, port volumes declined in
both 2014 and 2015, before rising slightly
in 2016.

Port volumes depend primarily on
non-U.S. international trade. Exports con-
sist primarily of commodities destined for
overseas markets, while imports primarily
consist of consumer goods for domestic
consumption. Additional opportunities
exist for Canadian ports to service markets
traditionally serviced by American ports,
both with respect to exports and imports.
Canadian west coast ports have been suc-
cessful attracting higher volumes of
U.S.-bound shipments, and it appears that

Figure 2A

Average (6.13%)

CANADIAN PORT AUTHORITIES
ANNUAL REVENUE GROWTH, 2010-2015, PER CENT

Figure 2

Average (4.01%)

CANADIAN PORT AUTHORITIES
Y/Y REVENUE GROWTH 2015 VERSUS 2014

Nanaimo

Oshawa
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similar developments are now taking place
at east coast ports.

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

There is no “typical” ACPA Port
because each port is significantly different
from the next, resulting from geographic
location, size and economic opportunity.
Moreover, with Vancouver handing some

45 per cent of all Canadian federal Ports,
and responsible for almost two thirds of
the comprehensive income generated by
all ACPA ports, Vancouver’s stats swamp
everyone else’s. Recognizing those limita-
tions, an “average” ACPA port handled
18.0 million tonnes of cargo in 2015,
down 1.0 per cent from 2014, producing
revenues of $32.3 million, up 4.0 per cent
from 2014, and an operating profit of $9.7
million, up 3.5 per cent from 2014. At

Figure 3

Average ($0.41)

CANADIAN PORT AUTHORITIES
EMPLOYEE COSTS TO MOVE ONE TONNE OF CARGO, 2015

Figure 3A

Average (9.90%)

CANADIAN PORT AUTHORITIES
ANNUAL INCREASE IN EMPLOYEE COSTS TO MOVE
ONE TONNE OF CARGO, 2010-2015, PER CENT

$10.6 million, 2015 “comprehensive”
income was well above 2014’s comprehen-
sive income of $9.05 million. At
$322,426, CEO pay was up 3.1 per cent
from the 2014 average of $312,804.
“Comprehensive” return on assets stood at
5.3 per cent in 2015, up from 4.7 per cent
in 2014. “Comprehensive” return on
equity was a healthy 7.1 per cent in 2015,
up from 6.5 per cent in 2014.

If we were to exclude Vancouver’s
numbers from the calculations, average
tonnage handled by the remaining Ports
declined from 10.6 million tonnes in 2014
to 10.5 million tonnes in 2015.

Smallest and largest
Saguenay, the smallest in terms of ton-

nage, produced $387,038 of
“comprehensive” net profits on revenues
of $2.8 million in 2015. At $8.29, its rev-
enue per tonne of cargo was the highest,
and enabled it to afford the highest
employee cost per tonne of cargo, $2.57.
By contrast, Vancouver, the largest in terms
of tonnage, produced “comprehensive” net
profits of $105.6 million on revenues of
$239.2 million. Its revenue per tonne of
$1.73 was 3.9 per cent below the national
average and at 27 cents per tonne, its
employee cost per tonne of cargo was 34
per cent below the nationwide average of
41.1 cents per tonne.

Highest returns on assets and
equity

In this category, top marks for the
highest comprehensive return on equity
went to Prince Rupert (19.8 per cent),
Montreal (13.1 per cent) and Vancouver
(8.0 per cent each). Top marks for the high-
est return on assets went to Prince Rupert
(12.6 per cent), Montreal (10.6per cent),
and Vancouver (7.0 per cent).

Highest and lowest revenue
growth rates

With a revenue growth rate of 14.68
per cent, Saguenay underwent the most
robust growth of any Canadian federal Port
Authority in 2015, well above the national
average of 4.0 per cent. Oshawa (10.7 per
cent), Montreal (9.1 per cent) and Hamil-
ton (8.6 per cent) also showed strong
growth. Six Port Authorities reported
declining revenues.

Employee cost to move one
tonne of cargo, and “all-in”
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In 2015, employee cost to move one
of cargo ranged from $0.09 (Windsor and
Thunder Bay) to $2.57(Saguenay), with
the average being $0.41, unchanged from
2014. The “all-in” cost of moving a tonne
of cargo ranged from $0.21 (Windsor) to
$7.15 (Saguenay). The average “all-in”
cost in 2015 was $1.20, unchanged from
2014. 

Net income
There were very significant differ-

ences between Ports in terms of income
performance. Four Ports (Quebec,
Nanaimo, Port Alberni and Oshawa) pro-
duced negative operating income in 2014,
up from three in 2013. Those Ports also
produced negative comprehensive net
income. Nonetheless, combined compre-
hensive income produced by all the Ports
increased significantly from $153.8 million
in 2014 to $180.7 million in 2015. Van-
couver produced by far the highest
comprehensive income ($105.6 million),
followed by Montreal ($39.8 million) and
Prince Rupert ($26.1 million), “Compre-
hensive” losses result mostly as a result of
a re-evaluation of the value of the
employer’s pension assets in relation to its
pension obligations. 

Revenue per tonne and
operating income per tonne

At $1.80 average revenue per tonne
of cargo handled was up from $1.71 in
2014. 

Average operating income per tonne
of cargo increased between 2014 and
2015 from $0.52 to $0.54/tonne. How-
ever, results for individual Port Authorities
varied widely.

Figure 4CANADIAN PORT AUTHORITIES
“ALL-IN” COSTS TO MOVE ONE TONNE OF CARGO, 2015

Average ($1.20)

Figure 4A

Average (5.78%)

CANADIAN PORT AUTHORITIES
ANNUAL INCREASE IN “ALL-IN” COSTS TO MOVE ONE

TONNE OF CARGO, 2010-2015, PER CENT
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Investment income
Whereas some Ports formally carry an

“investments” account on their books, not

all do. However, most Ports do carry sub-
stantial cash balances on their balance
sheets which, to the extent that they repre-
sent cash not generally regarded as needed

PORTS
Figure 5

CANADIAN PORT AUTHORITIES
REVENUES PER TONNE OF CARGO, 2015

Average ($1.80)

to conduct their operations, represent an
investment. For each Port, we have made a
subjective assessment of such “excess”
cash, and classified it as “investment capi-
tal”. Generally, this amount was the greater
of the amount labelled “investments” by the
Port’s auditor, and the amount by which the
cash on hand exceeded the cash needed to
maintain a working capital ratio of 1.0. On
that basis, aggregate investments of $172
million at the end of 2015 were up substan-
tially from $127.4 million at the end of
2014. Combined year-end 2014 invest-
ments represented 5.0 per cent of Ports’
total assets. 

Comparing 2015 to 2014, aggregate
investment income fell from $5.0 million
to $4.3 million. With investment income
of $1.1 million, Port of Montreal generated
by far the highest investment income, fol-
lowed by Port of Thunder Bay ($630,000).

Capital expenditures
In 2015, aggregate net capital expen-

ditures by all federal ports declined sharply
from $319.5 million to $188.9 million. It
should be noted that the reported capital
expenditures are only those that, from an
accounting point of view, were paid for or
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Figure 6CANADIAN PORT AUTHORITIES
OPERATING INCOME PER TONNE, 2015

Average ($0.54)

Figure 7CANADIAN PORT AUTHORITIES
ASSETS REQUIRED TO EARN $1,000 OF REVENUES, 2015

Average ($6,198)

Trois-Rivières

were the obligation of individual Port
Authorities, and do not include capital
expenditures paid for by way of grants or
contributions from federal or provincial
governments. The largest capital expendi-
tures were undertaken by Vancouver
($69.7 million), Montreal ($34.6 million),
Sept Iles ($18.0 million), and Halifax
($12.3 million).

Salaries, wages and benefits 
During 2015, salaries, wages and ben-

efits jumped by 7.2 per cent. On a per
tonne basis, compensation remained
unchanged from 2014.

CEO pay and Board
compensation

Average CEO pay rose from $312,804
in 2014 to $322,426 in 2015. Aggregate
CEO compensation for all of the federal
Ports in the study in 2015 was
$5,481,239. Lowest CEO compensation
was $150,000, while the highest paid CEO
earned $900,000. CEO pay per tonne of
cargo ranged from $0.0062 per cent (Van-
couver) to $0.44 (Oshawa). The average
was $0.018.

Ports, like all other business organiza-
tions, are governed by a Board of Directors.
At Canadian Port Authorities, the smallest
Board consisted of five members, while the
largest consisted of twelve. The average
was eight, unchanged from 2014. Aggre-
gate Board compensation in 2014
amounted to 57.6 per cent of CEO compen-
sation. Saguenay reported the lowest Board
compensation in 2014 ($57,075), while
Vancouver’s Board was by far the most gen-
erously compensated ($669,493) in 2015.
In addition to Vancouver, Ports whose
Board compensation exceeded $200,000 in
2015 included Montreal, Prince Rupert,
Quebec, Saint John, and Halifax.

Belledune

Ph
ot
o: 

Be
lle

du
ne

 Po
rt 
Au

th
or
ity



20 • Canadian Sailings • February 20, 2017

What’s behind a number?
People. People like Jaime Lobo. Professionals committed to the highest
level of service. Whether it’s vessel planning, operations, stowage or
ensuring vessels remain on schedule, a top-notch team is in place to
deliver what you need when you need it.

Review all of our fresh KPI results at CountOnMOL.com.

TARGET: 100%

Jaime Lobo
Director, Panama Operation Center
MOL (Panama) Inc.

ASIA - U.S. WEST COAST • JULY - SEPTEMBER 2016

PERFORMANCE
VESSEL ON-TIME
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Eastern ports ramp up projects
BY MARK CARDWELL

The Port Authority of Saint John is
doing it. So are its counterparts in Mon-
treal, Sept-Îles, Halifax and other major
ports in Eastern Canada. They’re rushing
to expand and upgrade their facilities with
multi-million-dollar projects that aim to
attract and retain new and existing busi-
ness.

Port of Saint John’s $205-million
West Side Modernization Project passed
an important milestone in January when
two post-Panamax-sized   gantry cranes
went into operation at its container termi-
nal. Operator DP World paid for the
cranes as part of the public/private capac-
ity-enhancing infrastructure project,
which is slated for completion in 2021.

For its part, the Port Authority in
nearby Halifax is in the assessment phase
of an infrastructure improvement project
that would enable two ultra-class vessels
capable of carrying more than 10,000
TEUs to be simultaneously berthed and

serviced. The project is being touted
against the backdrop of a massive project
announced last month by a potential com-
petitor on the same seaboard turf: a
privately-owned, billion-dollar container
facility in Sydney, N.S.

“We are competitive and we are
trying to be strategic,” Marlene Usher,
CEO of the municipally-owned, non-CPA
member Port of Sydney, said about the
project, which is currently a greenfield
site.  If built, she added, the highly auto-
mated facility would offer both an
alternative to Halifax and Montreal, and
added capacity for the anticipated increase
in container traffic under the new CETA
trade deal between Canada and Europe.

The Ports America-led consortium
behind the Sydney project announced in
early December that it wants to create
both the ability and the capacity for the
port to handle the same ultra-large gener-
ation of container ships.

“That possibility doesn’t exist today
with the existing port structure,” said
Peter Ford, Chief Strategy Officer for Ports
America, the largest terminal operator
North America. “Here we have a great
deepwater port opportunity close to the
European trade lanes where these ultra-
large ships are operated.”

A similar project is also being dis-
cussed for Port Hawkesbury. It may be
interesting to note that the new highly
automated facilities might have a sustain-
able competitive advantage if and when
union-led activities on the U.S. east coast
(see article on page 28) should be success-
ful in thwarting the march to automate
container terminals.

Though the size, focus, and timeta-
bles of all these projects vary, one
common driver is the ports’ desire to dif-
ferentiate themselves from the
competition.

In Montreal, for example, the $197-
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million Viau container terminal project is
designed to help retain the city’s position-
ing as the leading container port in
Eastern Canada. Inaugurated in 2016 and
featuring the Montreal model on-dock rail
intermodal service, the facility will add
600,000 TEU to the port’s total capacity
over the next few years, raising it to 1.5
million. “Containers are a key driver for
us,” said Sophie Roux, Vice-President,
Public Affairs for Port of Montreal. “We’re
smaller but we offer an efficient inter-
modal chain with CN and CN right in our
yard, and we’re are only two train days
from the American Midwest.”

To ensure handling capacity, Roux
said the port is now considering a project
to build a new 1.2-million-TEU container
terminal 50 kilometres downriver in
Sorel. “Thinking ahead is the only way we
can compete with giants like the port of
New York City,” she said.

Though the expansion bug can be
contagious, it does carry risks. Just ask
Pierre Gagnon, President and CEO of Port
of Sept-Îles. In 2012, when iron ore prices
were at record highs, the port announced

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

www.logistec.com

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

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

manner.

the building of a $220-million multi-user
wharf in conjunction with government
and five mining companies. Prices later
tanked, however, pushing port partner
Cliffs Natural Resources into creditor pro-
tection and putting development into a
deep freeze at the Pointe-Noire sector
where the new wharf was built. Delivered

in late 2015 and now operational with a
shipping capacity of more than 50 million
tonnes of iron ore – more than double the
port’s current capacity of 40-45 MT – the
new facility has seen little use. However,
with iron ore prices on the rebound,
Gagnon is looking forward to the fall of
2017 when the first Chinamax bulk carrier

Port of Quebec
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“In addition, we shared the risk with

the miners,” said Gagnon. “It was a very
clear-headed decision to build the infra-
structure needed to supply the world’s
largest ships with iron ore well into the
future.” The abundance of port projects in
Eastern Canada, he added, is essential for
the development of more short and long
maritime transportation,  like in Europe.
“They are far more advanced than we
are,” said Gagnon.  “We need more infra-
structure because ports are the primary
points of development for natural resource
exports and imported goods.”

He added that there is little fear of
infrastructure overlap and “no competi-
tion” between the federally-run ports in
Eastern Canada because their Presidents
work together through their regional cau-
cuses. “Our development efforts are
complementary,” said Gagnon. “Everyone
has to adapt to their region and make proj-
ect decisions that are based on their
markets with input from their stakehold-
ers. “At the end of the day we are working
together to increase our capacity as a
whole.”

ties up at the new world-class facility to
take on a load of the mineral for Tata Steel.

“Canadian iron ore producers are
small players who represent only 2 or 3 per
cent of global demand,” he said. “But the
quality of product from the Labrador
Trough is higher and has less contaminants,
meaning it’s easier to process, which pro-

vides our produces with some premium.
“Being able to accommodate Chinamax
vessels - something our competitors in Aus-
tralia and Brazil can’t do - will add to that
premium by reducing travel costs from 30
to 40 per cent.” That thinking was key, he
added, when the decision to invest in the
new wharf was made.

Port of Sept-Îles
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Port and container terminal consolidation can mitigate
the impact of ULCVs
BY MIKE WACKETT

Port and terminal consolidation is the
“only long-term answer” to mitigate the
impact of fewer calls of ultra large con-
tainer vessels (ULCVs), argues Drewry.
Neil Davidson, senior analyst at Drewry’s
ports & terminal practice, said  that more
M&A activity, “both operationally and
financially”, was desirable to match that of
its liner customers.

Mr. Davidson was presenting
Drewry’s Terminal Operators Annual
Review, and in its assessment of the new
east-west alliance networks launching in
April, Mr. Davidson expected “limited fur-
ther impact” to North European ports,
although he noted that THE Alliance was
still to confirm its UK and Baltic hub ports.

He said that disruption at container
terminals since the introduction of ULCVs
was “starting to level off”, and he thought
the “ceiling” had been reached on the size
of newbuilds at around 20,000 TEUs.
“Ship sizes are not going up in leaps and
bounds as before,”t he said, given that the
extra port costs were beginning to negate
the unit cost reduction of the larger ves-
sels.

However, Mr. Davidson was con-

and no room to grow” was the catalyst for
the agreement designed to “find new ways
to better use both the container terminals”
to serve larger ships and larger shipping
alliances. “These larger vessels and larger
alliances create pressure on port space and
productivity at a time when few port oper-
ators are prepared to invest hundreds of
millions in new ports and port upgrades,”
said an APMT spokesman. Nevertheless,
Mr. Davidson said, there was “still room
for a well-run small operation” in the port
and terminal sector that could compete for
niche business.

Meanwhile, on the subject of tran-
shipment, Mr. Davidson said it was
“difficult to say” whether it would
increase or decline as a result of the new
alliance structures. He said the deploy-
ment of ultra-large ships should, in theory,
lead to fewer port calls and more relay traf-
fic; but on the other hand he noted that
alliances were still making multi-port calls
in North Europe, which he believed would
continue as long as there was an abun-
dance of tonnage and low bunker costs.

And there will be no shortage of con-
tainerships in the immediate future.
According to the latest data from Alpha-
liner, some 1.69 million TEUs of new
capacity is stemmed for delivery this year.
It is forecasting the industry will
create  another new scrapping record,
750,000 TEUs, this year and that 250,000
TEUs due for delivery will be postponed to
next year, but there will still be a capacity
growth of 3.4 per cent, creating “havoc”,
and “hampering any substantial rise in
containership charter rates”.

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

cerned at the unrelenting cascading of dis-
placed tonnage since the introduction of
ULCVs, with ever-larger vessels being
squeezed into smaller trades and into ter-
minals not equipped to efficiently handle
them. He expected that there would be
more deals, such as that sealed recently at
the port of Miami between neighbouring
terminal operators SFCT and POMTOC,
which have signed up to the Miami
Marine Terminal Conference Agreement,
receiving  the regulatory blessing of the
U.S. Federal Maritime Commission.

APM Terminals, which holds a 49
per cent stake in SFCT, told The Loadstar
that the problem of “one continuous berth
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Era of container terminal alliances nears after 
FMC approves Miami operator agreement
BY GAVIN VAN MARLE

The recent decision by the U.S. Federal Maritime Commission
to authorize two terminal operators in the port of Miami to create a
“conference agreement”, allowing them common pricing and oper-
ational practices, paves the way for others to form alliances that
mirror their shipping line customers.

FMC commissioners agreed not to prevent the Miami Marine
Terminal Conference Agreement taking effect on 31 December. It
allows two of the port’s three container terminals – Port of Miami
Terminal Operating Company (Pomtoc) and South Florida Con-
tainer Terminal (SFCT) – to seek “cooperation and commonality in
both business and operating matters”. An FMC statement added:
“…the companies may establish a variety of common rates, rules,
and practices as well as to meet to discuss these matters.”

During a speech to the North Atlantic Ports Association in Vir-
ginia at the beginning of December, FMC commissioner William
Doyle suggested the Miami operators’ filing could form a template
for terminal alliances to construct framework service agreements
with liner alliances. And FMC chairman Mario Cordero argued that
allowing terminal operators to cooperate ought to be to the benefit
of shippers. “These two facilities are located in very close proximity
to one another and allowing the entities that operate them the abil-
ity to communicate on a number of topics creates an opportunity to
achieve efficiencies that potentially can benefit both the port of
Miami and the shipping public more broadly,” he said.

While discussion agreements among ocean carriers are com-
monly filed at the FMC, agreements between terminal operating
companies have been less common to date, the organisation said.
“We are always interested in receiving well-crafted proposals that
seek discussion agreement authority that is narrowly tailored to
achieve efficiencies,” Mr. Cordero added.

However, Neil Davidson, Director of Ports at Drewry Maritime
Advisors, told The Loadstar that the agreement was also a response
to the growing consolidation among shipping lines, and the FMC’s
green light could pave the way for it to take place in other jurisdic-
tions. “I think this is a really significant trend,” he said. “As to
whether it could happen elsewhere in the world, I suppose each
case would need to be considered by the relevant competition
authorities. But you’d have to say that if the FMC is comfortable
with the concept, then other regulators may well be too.”

Mr. Davidson also agreed that container terminal alliances
were likely to work best for adjacent facilities. The Pomtoc terminal
is owned by the Port Authority, while SFCT is managed by APM Ter-
minals.

He said: “As to whether it could work across ports, I think the
value of such alliances diminishes with distance. Terminals will find
it progressively harder, the further apart they are geographically I
think. “Having said this, if they are in the same market and are sub-
stitutes for each other as far as shipping lines are concerned, then
alliances still make sense,” Mr. Davidson added.The more diverse the
terminal ownership within a port, the greater benefits that terminal
alliances could bring. The stand-out example is the Los Angeles-Long
Beach port complex, which has 13 different terminals.

Mr. Davidson said there were other contenders. “I’ve done

some research into which ports are most fragmented and besides LA-
LB, good examples are Buenos Aires, Kobe, Osaka, Tokyo, Laem
Chabang, Kaohsiung, Xiamen, Tianjin, Busan and Ningbo. “Note
though, that it’s not always the case that every terminal in each port
has a different operator.”

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

Where tomorrow arrives today.

globalterminals.com

Our innovation is 
your growth.

Whether you’re upsizing vessels, expanding Whether you’re upsizing vessels, expanding 
your market, or broadening your reach, 

GCT Canada is ready to help you 
confidently move forward. With two 

gateway terminals in the Port of Vancouver, 
our industry-leading efficiency, innovative 
operations, and world-class service ensure 
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Crunch time approaching fast for ports and terminals
as shipping alliances look to cut costs
BY ALEX LENNANE  

and cheaper. People tell me they are cutting
costs – but where? It’s in maintenance and in
training, and they are not updating proce-
dures.”

TT Club statistics show that 73 per cent
of accidents come from operational errors –
which could be mitigated by training, Lack of
maintenance leads to 16 per cent of acci-
dents, while lack of contingency planning for
events such as poor weather make up the last
11 per cent. “So where can you cut costs?”
he asked. “A quay crane costs a lot of money,
up to $10 million. If you spend $8 million or
less, you didn’t buy the right one. If you buy
cheap, you pay twice.”

He said 26 per cent of all operational
claims came from crane malfunctions, mostly
bumping into ships. “It costs $15,000 to
install technology on a crane which prevents

The next big losers in the shipping
industry crisis are likely to be ports and termi-
nals, leading to a decline in safety and
services. 

At TOC Middle East, held in December,
shippers, analysts and forwarders urged the
sector  to halt  the price  race-to-the-
bottom across the supply chain, to protect the
remaining players. “The Hanjin episode
served as a wake-up call – this is not a sustain-
able way of doing business,”  Alessandro
Menezes, Associate Director, transportation
sourcing, at petrochemical shipper Vinmar,
told delegates. “There is a risk factor for ports,
with 80 per cent of the world’s fleet in
alliances. If alliances squeeze prices too tight,
terminals can’t invest.” He added that ship-
ping lines should re-evaluate their own
pricing structure to mitigate the risks down
the chain. “Freight rates should be based on
value, not cost.”

But Praveen Joseph, Regional VP, Ocean
Freight for DHL Global Forwarding, said part
of the problem was customer behaviour.
“Low freight rates are not just caused by over-
capacity, but customer behaviour. Customers
have saved about $23 billion since 2010 – but
have they considered the high cost of low
prices?” he asked. “Lines have to cope with
extra costs like repositioning and no-show
bookings. They no longer control cargo flows
and carriers then have to cut costs, and that
leads to blanked sailings. Which leads to far
higher supply chain costs. A commoditized
product leads to service decline.”

In the ports industry, a squeeze on prices
would lead to a decline in safety, according to
the TT Club. Director Julien Horn noted that
alliances had been formed to cut costs and fill
ships, putting greater pressure on ports and
terminals. “Ports are being asked to be better
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this,” he advised, adding that while most acci-
dents  could be covered by insurance, there
were other costs, such as reputational
damage. “Be better, not cheaper,” he said.

Mohammed Al Mualiem, Managing
Director of  DP World’s UAE region, said
working with partners across the supply chain
would alleviate some of the challenges, along
with investment in new technologies. “How
can we improve in the face of these challeng-
ing times?” he asked. “We need to look and
be creative… It’s a matter of survival. The
world is under stress.

“For us, the way forward is very clear:
collaboration, technology and optimizing
resources.” He called on the industry to work
better together for the benefit of all. “We need
to be together at every supply chain link. We
should look at areas where we can improve,
be more productive and efficient and remove
barriers so we can help each other go for-
ward.”

But Lars Jensen, CEO of SeaIntelligence,
told The Loadstar on the sidelines of the con-
ference  that some ports could face financial
hardship in a few years, leading to the possi-
bility of a previously unheard of event: a port
bankruptcy.

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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DP World and Quebec pension fund link up to create
$3.7billion port investment platform
BY ALEXANDER WHITEMAN

DP World and Canadian fund man-
ager Caisse de Dépôt et Placement du
Québec (CDPQ) are to provide $3.7 bil-
lion of investment in global ports, with
the terminal operator transferring a 45 per
cent stake in its Vancouver and Prince
Rupert operations to CDPQ to help fund
the platform. 

DP World will have a controlling 55
per cent stake in the investment platform,
with CDPQ holding the remaining 45 per
cent. The partners said 25 per cent of the
fund would be reserved for investment in
greenfield sites.

DP World will also maintain control
of its operations in Vancouver and Prince
Rupert, despite handing over assets with a
combined value of $640 million. Chair-
man and Chief Executive Sultan Ahmed
Bin Sulayem said the partial monetization
of the group’s Canadian assets
would strengthen its balance sheet.

“The opportunity in the port and ter-
minal sector remains significant and this
partnership offers us greater flexibility to
capitalize on these opportunities while
maintaining a strong balance sheet and
retaining control,” added Mr. Bin
Sulayem. “By combining our in-depth
knowledge of container handling and
CDPQ’s expertise in infrastructure invest-
ing and long-term horizon, we can
continue to develop the port and terminal
sector globally,” he said.

The Loadstar reported earlier on the
increasing financial pressure on terminal
operators from  a combination of rising
costs, pricing pressure from carriers and
increasing risks – many experiencing 10-
20 per cent higher opex and capex costs
due to the introduction of larger vessels
sizes.

Michael Sabia, President and CEO of
CDPQ, added that the investment plat-
form with DP World would provide
“access to high-quality transactions” and
the opportunity to invest in the best port
infrastructure worldwide. “As a first step,
we are pleased to announce two key
investments in British Columbia,” said
Mr. Sabia – referring to the investments,
subject to regulatory approval, in Prince
Rupert and Vancouver. “We look forward

to leveraging our in-house infrastructure
expertise and DP World’s strong track
record in the port sector to deliver attrac-
tive long-term returns for our clients,” he
added.

In the past two years, DP World has
made several significant expansions and
acquisitions in Canada, including
buying the Fairview Container Terminal in
Prince Rupert and announcing it is looking
to further grow the terminal’s capacity
beyond the 1.3 million TEU expansion
due for completion next year.

Earlier this year, its attention
switched to Canada’s Atlantic seaboard
when it took a lease on the Rodney Con-
tainer Terminal at Saint John Port in New
Brunswick. DP World intends to create a
350-metre deepwater berth, an enhanced
stacking area and an intermodal rail yard
capable of handling full trainloads. “We
are delighted to have a presence on the
east coast of North America for the first
time, and we see great growth potential,”
said Mr. Bin Sulayem. “We will be making
a major effort to grow the business, which
will, in turn, have positive economic
impact in the region.”

The decision by DP World followed

news of a $154 million investment from
the federal and provincial governments
together with Port Saint John that would
seek to revitalise the port, with main berth
and container channels deepened by
2023. Speaking at the time of the
announcement, Jim Quinn, CEO of Saint
John Port Authority, said he was delighted
to welcome DP World as the new operator
of the Rodney Container Terminal and to
share in the expansion project for the ter-
minal. “The commitments that DP World
has made to invest in equipment and sys-
tems, commercial promotion and
sustainability are critical for the long-term
success of the project,” added Mr. Quinn.

DP World said that the port’s focus
would be on growing Canadian trade with
Europe and Latin America, as well as
increasing sector competition in the east-
ern part of the country, while industry will
be witching to see whether it can replicate
the success experienced at Prince Rupert
in winning a share of hinterland cargo into
the northern and midwest regions of the
United States.

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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U.S. dockers’ union says automated terminals are a
barrier to smooth contract negotiations
BY GAVIN VAN MARLE

The leader of the International Long-
shoreman’s Association (ILA), the labour
union that represents the 65,000 dock-
workers on the east and Gulf coasts of the
U.S., says another sustained row between
employers and employees may be on the
way in advance of a new round of master
contract negotiations.

In a letter to members, ILA President
Harold Daggett said informal talks
between union leaders and the U.S. Mar-
itime Alliance (USMX), which represents
the container terminal operators and ship-
ping lines that collectively sign the master
contract, were set to begin on 13 Febru-
ary.

The current six-year agreement will
expire in September 2018, “giving us 20
months to negotiate a new master con-
tract at Atlantic and Gulf Coast ports or
extend the current agreement”, Mr.
Daggett says. However, he fired a warning
shot across the bows of ports and termi-
nals looking to invest in greater
automation as a way of increasing produc-
tivity and reducing the congestion that
periodically cripples container supply
chains, especially at the major east coast
gateways. “I predict the issue of automa-
tion will dominate our contract talks,” he
wrote, adding that he would not allow his
members to be subject to the same forces
that hit the steel industry.

Mr. Daggett quoted a New York
Times article which claims  400,000 jobs
were  lost in the U.S. steel industry
between 1962 and 2005, primarily as a
result of automation rather than outsourc-
ing to China. “The ILA will not allow
automation to rip apart our livelihoods
and destroy our jobs and families. Right
from the outset, the ILA intends to let
management know that we are totally
opposed to fully automated terminals. I
announced this position this past summer
at the 7th Annual International Dockers’
Council Convention in Miami and at
recent meetings of my ILA Local 1804-1,
where we welcomed a number of officers
from the International Longshore and
Warehouse Union. Their President, Bob
McEllrath, and I both know that fully
automated terminals spell the end of long-
shoring jobs, no questions asked,” he said.

The stance echoes the contentious
ILA position adopted during the fractious
2012 negotiations between the two sides,
which sailed perilously close to a labour
action. The previous contract had to be
extended twice, beyond 2012, as talks
repeatedly broke down over issues includ-
ing automation and ultimately required
the help of the Federal Mediation and
Conciliation Service to bring the two sides
to a deal.

However, in the intervening four
years, there have been several semi-auto-
mated terminal developments in the U.S.,
the most recent being OOCL’s new facility
in Long Beach and by Global Container
Terminals at Bayonne, in the port of New
York & New Jersey.

Indeed, it was fears,  many  mired in
confusion, over the Bayonne project –  in
its initial stages during the last round of
ILA-USMX talks  – that sparked  a great
deal of union consternation at the time.
That would appear to be have been allevi-
ated since, according to Mr. Daggett’s
latest comments.

“The ILA has no problem with semi-
automated terminals – we know that we
cannot stop progress,  and many forms of
new technology help our workers do their
jobs more efficiently  and  more safely, but
without the threat of job elimination. We
will continue to press for training and

retraining for our ILA members,” he wrote.
However, his stance has come in for

considerable criticism from industry
observers.

Lars Jensen, partner at SeaIntelli-
gence Consulting, responded in a
LinkedIn blog: “Have [sic] the union
learned nothing from the past 200 years of
history? The Luddites’ fight against the
first industrial revolution was doomed to
fail for the textile workers, just as the
modern-day luddites’ fight against the
fourth industrial revolution will ultimately
fail. It is not a matter of ‘if’ but only a
matter of ‘when’. He added: “Fighting the
tide might seem heroic, even attract sup-
port from worried workers, but is
ultimately not in the same workers’ inter-
ests as that removes focus from the
challenge that will truly help those same
workers: helping to re-school to new jobs
where possible, and helping to generate a
safety net for those who are more unfortu-
nate.”

The trouble is, as discussed by World-
Cargo News editor Paul Avery in a recent
podcast  on  The Loadstar, there appear
few alternatives to automation if ports are
to ramp up productivity levels to deal with
ever-increasing container volumes.

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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There’s nothing like good news to start off a new year. Port of
Montreal handled a record 35.2 million tonnes of cargo in 2016, up
9.3 per cent per cent from 2015. This year could well be another
record breaker with the help of the official opening of the 350,000
TEU-capacity Viau Terminal.

“Last year was a record for us in terms of volume. With Viau
in full operation, we expect 2017 to be even better,” said Julian
Dubreuil, General Manager of Termont Terminal. “Trade with the
Mediterranean has increased, because MSC has increased the size
of the vessel used on that route.”

Termont isn’t planning any major capital investments this year,
following the $44 million investment on equipment and container
handling services to support strategic growth at Viau. The terminal
can increase capacity to 600,000 TEUs if new business warrants it.
“Phase II will be based on market demand and it’s hard to say when
that would take place, but I expect it to happen within the next five
years,” said Mr. Dubreuil.

Volume was down slightly last year compared to 2015 at
Empire Stevedoring, according to president Andrew Chodos, which
he attributed to an energy sector “hit hard” in Newfoundland. The

Montreal area marine logistics industry looking for
improved 2017
BY BRIAN DUNN

overall commodities market was also tough which impacted steel
and copper imports. “We’re a little more optimistic this year,
because we’re handling about four times more copper than last year
due to imports from Chile and we still think there will be a decent
amount of steel imports.”

There’s not much happening in capital investments after
spending “a lot” in 2015, but the company is renewing a portion of
its on-dock rail tracks. “Last year saw the culmination of our equip-
ment upgrade program as Empire had completed its acquisition of
new equipment and specialized handling gear of $6 million over the
previous years in order to upgrade its container handling capacity
and its general cargo handling capacity, most notably for steel prod-
ucts.”

Logistec was a bit of a construction site last year with work to
complete the Viau terminal which was encroaching on its bulk
operations, said company President and CEO Madeleine Paquin.
“There are opportunities for project cargo for the construction of
the Champlain Bridge for all Montreal terminal operators as
opposed to Valleyfield or [The Port of] Côte-Sainte-Catherine. And
Viau is now fully operational. We just need customers, because now
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we can handle more cargo.”
The new Champlain Bridge represents one of biggest worksites

in North America. It will cost $4.2 billion to build and is expected
to be completed by December, 2018. Just connecting the bridge to
the South Shore of Montreal will require 18,500 tonnes of steel and
17,000 cubic metres of concrete, according to project manager
SNC Lavalin, which doesn’t yet have a total figure for the com-
pleted structure. 

This year is more encouraging, following a weak 2016 with
container carriers struggling, suggested Ms. Paquin. “The economy
was down and a lot of projects didn’t happen, but commodity prices
are firming up which should help exports. In the last two years,
we’ve invested heavily in MtlLINK  (an intermodal warehousing
facility close to the Port of Montreal) and in both Contrecoeur and
Montreal.”

Logistec is also improving its environmental footprint, particu-
larly in Contrecoeur where it is installing sheds and dust
minimization equipment. “We’re also investing a lot of time to
work with (logistical and transportation cluster) CargoM and the
port to develop the distribution business and to encourage
importers to establish themselves in the Greater Montreal region.
We’re all trying to make Montreal an attractive place to do business,
but trying to copy Savannah is not easy. We’d just like a piece of
that business.”

Montreal Gateway Terminals (MGT) has been very active
under its new owners, a consortium led by Fiera Axium Infrastruc-
ture Inc. The consortium comprises Fiera Axium Infrastructure
Canada II L.P., Desjardins Group, via its insurance subsidiaries and

its Pension Plan, Manulife, Fonds de solidarité FTQ and Industrial
Alliance. “We have a very engaged Board. There is more optimism
that was definitely not there last year and more positive thinking,”
said  Michael Fratianni, President and CEO of MGT. Last year was
flat compared to 2015, but the terminal operator is projecting about
three per cent growth in 2017 from a general improvement in the
Canadian and European economies. “We’re expecting more organic
growth as some lines are using bigger vessels calling at Montreal. I
think we’ve hit rock bottom in terms of freight rates and capacity is
tightening up a bit.” Business will also get a boost from the EU-
Canada free-trade deal, Mr. Fratianni added.

MGT is first Canadian container terminal facility to convert
two rubber-tired gantry cranes from diesel to electric power, Mr.
Fratianni noted. The retrofit will reduce MGT`s greenhouse gas
emissions, noise and fuel consumption as well as improve opera-
tional efficiency.

Globally, container shipping has gone through a never seen
before transformational cycle. Over the last twelve to eighteen
months there have been a number of mergers and acquisitions,
three new mega alliances were formed and a mammoth carrier
went bankrupt. Hopefully all this change will lead to a much
needed sustained recovery, for an industry that some experts are
saying will have lost close to $10 billion last year. “There still
remains some level of unpredictability and unknowns, both beyond
our control. So we will stay focused on improving operating per-
formance by investing in new equipment and through modernizing
processes,” Mr. Fratianni said.
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On November 18, Termont Montréal Inc. and Mediterranean
Shipping Company S.A. (MSC) joined Marc Garneau, Canada’s Min-
ister of Transport; Laurent Lessard, Quebec’s Minister of Transport;
Jean D’Amour, Quebec Minister for Maritime Affairs; and Montreal
Port Authority to inaugurate the Viau container terminal at the port
of Montreal in the presence of approximately 75 guests and digni-
taries.

The redeveloped site at Viau terminal provides container capac-
ity for an additional 350,000 TEUs at the port. It features two new
state-of-the-art post-Panamax cranes, five rubber-tire gantry cranes,
electrically-powered reefer stations, a modern automated truck-mar-
shalling gate, an efficient intermodal service using on-terminal rail
operations, and a high-density container yard.

“Viau terminal is an excellent example of how the public and
private sectors can work together to develop world-class facilities for
the benefit of businesses and communities alike,” said Madeleine
Paquin, President of Termont and President and CEO of Logistec
Corporation. “Termont has invested approximately $44 million on
equipment and container handling services to support strategic
growth for customers of both Port of Montreal and MSC. Our com-
bined investments have created the most modern and efficient
container terminal along the St. Lawrence River, serving the north-
eastern part of the continent.”

Termont and MSC inaugurate 350,000 TEUs of new
container capacity at the Viau terminal at the port of
Montreal

ans buy at any retail point, along with manufacturing within Canada,
is traded with countries worldwide,” said Sokat Shaikh, President
and CEO of MSC Canada. “The 350,000 TEUs of new capacity is
great news for Canadians because it means that more retail goods
can be imported and more natural resources can be exported to
countries around the world. MSC’s commitment to simplify Cana-
dian trade and support our customers as they continue to expand
internationally is at the core of our decision to operate at the new
Viau terminal.”

In addition to Termont’s contributions, Montreal Port Authority
and Infrastructure Canada, via the New Building Canada Fund, are
investing approximately $83  million in developing the terminal’s
berth and permanent infrastructure.

“We are proud to inaugurate our fourth international container
terminal and share this occasion with our partners at Termont and
MSC. The last time we inaugurated a container terminal was at
Maisonneuve, nearly 30 years ago.  We thank the government of
Canada and Termont for their financial contributions to this wonder-
ful project. Port of Montreal continues to reinvent itself and adapt to
the needs of the market and its partners to maintain its role as a
driver of economic growth and a leader in sustainable develop-
ment,” said Sylvie Vachon, President and CEO of Montreal Port
Authority.

Construction of the Viau terminal will be completed in two
phases. In the coming years, Montreal Port Authority and Termont
expect to add a second berth and develop a supplementary container
reception area. This will add another 250,000 TEUs of capacity and
complete the second phase of the construction project with a total
terminal capacity of 600,000 TEUs.

The port of Montreal is a strategic connection for container
shipping in North America and benefits from MSC’s four weekly
services using the Montreal gateway: one North Atlantic service,
two services to the Mediterranean, and one service to the Caribbean
and South America.

Viau terminal has the largest cranes at the port and on-dock
access to the region’s intermodal networks. The facility can also
stack containers up to six units high and is expected to have the
highest container density at the port.

“We live in a global economy and the majority of what Canadi-
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Laurent Lessard, Minister of Transport, Quebec; Jean
D’Amour, Minister for Maritime Affairs, Quebec; Sylvie
Vachon, President and CEO, Montreal Port Authority; Marc
Garneau, Minister of Transport, Canada; Madeleine Paquin,
President and CEO, Logistec Corporation; and Sokat Shaikh,
President and CEO, MSC Canada Inc.
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Viterra Inc.’s Vancouver Cascadia and Pacific
Terminals   

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

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

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

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

Employees: 127

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

Cargill’s Vancouver Terminal

Cargill’s North Vancouver Terminal was built in 1968 by
Saskatchewan Wheat Pool and purchased by Cargill in 2007. The ter-
minal has a load out capacity of 2,200 MT/hour. Products handled
include wheat, barley, canola and peas. In 2016, the company com-

pleted improvements which involved the addition of a dedicated lead
track from the CN yard, and reconfiguring the existing rail track with
additional switches to increase average car unload capacity from 125
to 175 cars per day. The project decreased noise, improved safety and
increased plant efficiency.

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

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

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

Employees: 165

The terminal handles all types of grain, except for oats and flax.
The terminal employs a 1,600 tonne per hour High Roller belt and a
secondary back-up system, rated at 600 tonnes per hour. Cargill’s ter-
minal has conveyor belts running to each of the three storage
annexes.

DP World’s Fairview Terminal in Prince Rupert  

Prince Rupert’s Fairview Terminal, a state of the art container
handling facility was acquired in 2015 by DP World. Strategically sit-
uated on the great circle route from Asia, Prince Rupert is also North
America’s deepest natural harbor. Under the previous operator, the
Fairview Terminal had received environmental approvals for a further
terminal expansion. The proposed expansion would increase capacity
to 2.3 million TEU’s.

Capacity: Operational capacity: 750,000 TEU’s. Container Yard
able to handle 9,000 TEUs, 72 Reefer plugs. Four
cranes give Fairview capacity from 750,000 contain-
ers to 850,000 TEU’s.

Berths: One 18.7-metre berth depth can accommodate con-
tainer ships with a capacity of 12,500 containers

Rail access: CN Rail; seven working tracks, six storage tracks
5,182 metres (17,000 foot) train capacity 

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

West coast terminals
BY R. BRUCE STRIEGLER
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DP World agreed to further feasibility studies on the southern
portion of the expansion, which has had federal environmental
approval. Construction moved ahead for the Phase II North expan-
sion, which by December 2016 had reached the 75 percent
completion point. The project will increase annual capacity at Prince
Rupert’s container terminal to over 1.35 million TEUs and expand
the wharf to 800m in length. In anticipation of the entire expansion,
in 2014, CN Rail completed a 12,000 foot siding which will have an
on-site storage capacity of 28,560 TEUs at five high. The next signifi-
cant milestone for the project is expected in March 2017 with the
arrival of three Malacca-max dock gantry cranes to make Prince
Rupert big ship ready. Each crane is equipped with a reach of 25 con-
tainers wide and is capable of working the largest vessels in the
world with a carrying capacity of 20,000- plus TEUs.

GCT Deltaport

Thirty kilometres south of Vancouver, the largest container ter-
minal in Canada continues construction on its $280 million
Deltaport Intermodal Yard Reconfiguration project. The 85-hectare
(210-acre) facility is designed to handle the largest container vessels
in service and employs state-of-the-art computer systems. GCT
Canada says the upgrade, when complete in April 2017, will densify
operations and increase rail capacity by 50 per cent to 1.9 million
TEUs. The Roberts Bank operation is located on the Canadian side
of U.S. border.

Current Capacity: 1.8 million TEUs annually 
2017 Capacity: 2.4 million TEUs annually
Berths:          One contiguous berth totaling 1,100 metres (3,609

feet), with ten post Panamax gantry cranes. 

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

Employees & Workforce: GCT Canada 2,000+ FTEs

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

Terminal 2: The Vancouver Fraser Port Authority is proposing
the construction of a new greenfield facility, Terminal 2, also located
at Roberts Bank. The Project is a proposed new three-berth container
terminal which would provide 2.4 million TEUs (twenty-foot equiv-
alent units) of container capacity and is forecasted to meet demand
for trade of goods in containers. The Project is undergoing a federal
environmental assessment by an independent review panel, under
the Canadian Environmental Assessment Act. Subject to regulatory
approvals and permits, market conditions and a final investment
decision, construction of the Project would begin in 2018 and would
take approximately five-and-a-half years to complete. This would
allow the Project to be operational by the mid-2020s, when its
capacity will be required.

Richardson International Vancouver Terminal

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

Capacity: 178,000 tonnes
Berths: One berth - 2 PECO loaders - each rated at 1800

metric tonnes per hour
Rail access: 2 rail yards - East - 90 cars, West 220 cars, serviced by

CN rail only. 
Employees: 114 combined union and management

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

Western Stevedoring’s Lynnterm East and West Gate

Western Stevedoring’s 33-hectare Lynnterm East and 17-hectare
West Gate terminal facilities are located on the waterfront of North
Vancouver City in the Port of Vancouver. Beginning life more than 60
years ago as McKay Stevedoring and Contracting Company, loading
lumber in Port Alberni, B.C. the company became Western Stevedor-
ing in 1950. Lynnterm East Gate is a consolidation centre for
containers, forest products, steel and breakbulk. Immediately adja-
cent, Lynnterm West Gate handles wood pulp, lumber, wood panel
products, logs, steel products, project cargo and machinery. Together,
the facilities handle 12 million tonnes of cargo annually.

Capacity: Outside storage capacity of 59 hectares (145 acres) on
heavy-duty pavement and eight warehouses totaling
81,750 square metres (876,000 square feet) designed
to store forest products, general cargo and steel. The
warehouses are serviced by rail trackage and have
covered loading aprons for trucks and railcars. 

Berths: Seven all-concrete berths are 1,516 metres in length
(4,974') have a depth of 12 to 15 metres at low water.

Rail access: CN Rail and access to rail interchange offering service
to all the major rail carriers. An approximate 9 km
(5.6 miles) of track on-site offers direct access to ware-
house and storage areas, providing direct transfer to
and from railcars and rail shunting equipment is avail-
able on-site.

Employees: Approximately 300 to 350

In December 2016, G3 Terminal Vancouver, an affiliate of G3
Global Holdings (G3), announced that it will build a state-of-the-art
grain export terminal at Lynnterm West Gate. This will be the first
new grain terminal constructed at the Port of Vancouver since the
1960s. Construction will commence in March 2017, with the termi-
nal slated for completion in 2020. G3’s Vancouver terminal will
feature a rail loop track that will be capable of holding three 134-car
trains, unique to grain exporting terminals in Canada.  The terminal

includes over 180,000 metric tonnes of storage and will be able to
handle cereal grains, oilseeds, pulses and special crops, much of
which will be supplied via a throughput agreement with G3 Canada
Limited.  This will allow trains to travel to Vancouver, unload while
in continuous motion, and travel back to G3 Canada’s primary eleva-
tors, including four recently constructed primary elevators, without
detaching from their locomotives, critical to increasing supply chain
efficiency.

Prince Rupert’s Ridley Terminals Inc.

Established in 1984, Ridley Terminals Inc. was a joint venture
between the Federal Government and Federal Commerce and Navi-
gation, in support of coal developments in northeast British
Columbia. In 1991 the Federal Government became sole owner of
the terminal, making Ridley Terminals Inc. a Federal Crown Corpo-
ration. Market conditions continue to present significant challenges
to North American coal producers, with sustained low prices for coal
prevailing throughout 2015 and 2016. In the third quarter of 2016,
Ridley Terminals Inc. (RTI) continued to experience lower volumes
at the terminal during the first two months of the quarter, but was fol-
lowed by a slight increase in throughput volumes to end the month
of September. This late quarter increase in terminal volumes is attrib-
utable to market prices showing a drastic increase in the same time
horizon. As well, a new coal customer has been brought to RTI, with
significant increases in contracted volumes across its long-term con-
tract.

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

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

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

Employees: Not available

RTI has undertaken diversification initiatives to insulate itself
from exposure to the coal and petroleum coke markets. One initiative
has been met by securing an agreement with AltaGas Ltd. to sublease
a specific area of RTI’s footprint in order for AltaGas Ltd. to unload,
store and load LPG for export. This project is currently in its final
engineering and feasibility stages, as well as finalizing regulatory and
consultation efforts.
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Coal volumes accounted for 85.15 percent of total terminal
shipments in the third quarter of 2016, with petroleum coke cover-
ing the balance at 14.85 percent. A total of nine vessels loaded
product at the terminal during the third quarter of 2016 compared to
12 vessels in the third quarter of 2015. In November 2016, Ridley
Terminals Inc. announced the appointment of Marc Duludeas Presi-
dent and Chief Operating Officer (COO) effective December 5, 2016,
succeeding David Kirsop, who had been Interim President and COO
since January 1, 2016.

Westshore Terminals at Roberts Bank

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

Capacity:         30.6 million tonnes 
Berths:            Two; each berth peak loading capacity, 7,000 tonnes

per hour through four stacker reclaimers and seven
kilometres of high-speed conveyor systems.

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

Two rail loops and two twin rotary dumpers, each have an unloading
capacity of 63 cars per hour.
Employees:      300

The terminal has been engaged in a $270 million capital
improvement project, which continues on plan and on budget. To
date, the new office and shops have been completed, and the new
shiploader for Berth 1 has been delivered and is operational. The first
of three new stacker reclaimers is on site and is being commissioned
and is due to be operational during the first quarter of 2017. The
second new stacker reclaimer is due to arrive in late 2017 and be
commissioned and operational during the fourth quarter of 2017.

Kinder Morgan’s Vancouver Wharves

Located east of the Lions Gate Bridge in the Port of Vancouver,
the 139-acre marine bulk terminal Vancouver Wharves handles wood

pellets, mineral concentrates, sulphur, agricultural products and liq-
uids. Owned by Kinder Morgan Canada Terminals Ltd.; Vancouver
Wharves has been in operation since 1959. By revenue, concentrates
and sulphur comprise the largest share, followed by agri-products, liq-
uids, and other commodities.

Capacity: Handles more than three million tonnes of inbound or
out-bound cargo annually. Capable of handling Pana-
max size vessels, with significant rail infrastructure,
dry bulk and liquid storage capacity of nearly one mil-
lion tonnes including up to 250,000 barrels of
petroleum products along with material handling sys-
tems.

Berths: Five berths; one with a length of 185.5m handles
exports and imports of concentrates. Berths two and
three, each at 317 metres, handle distillates; berth
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four, 161.3 metres long, is for sulphur and the 239-
metre-long berth five handles grain products.

Rail Access: CN Rail, Burlington Northern and Santa Fe, CP Rail
Employees: Management approximately 42; Longshore workforce

varies depending upon the cargoes and ship sizes.

The terminal operates a dual-purpose (rotary/bottom-dump) rail
car dumper, conveying system and two quadrant ship loaders at one
berth servicing the sulphur industry with storage of over 165,000
tonnes. A separate bottom discharge rail car dumper, enclosed spe-
cialized airveyor conveying system and ship loader at another berth
handles agri-products such as food-quality wheat, canola and malt,
also providing storage of approximately 30,000 tonnes.

With approximately 25 acres of available land on the site, the
terminal continues to investigate new proposals.

Neptune Bulk Terminals

Since 1970, Neptune Bulk Terminals (Canada) Ltd., has handled
potash, coal, bulk vegetable oils, fertilizers and agricultural products
from their location on the City of North Vancouver waterfront.  Consid-
ered one of the largest multi-bulk terminals in North America, Neptune
has since 2013, been upgrading its terminal infrastructure to increase
capacity from nine million tonnes of metallurgical coal exports to 18.5
million tonnes. Neptune has also upgraded its potash system in recent
years to include a new storage shed, surge bin, railcar dumper and
upgrades to the berth and associated conveyors.

Capacity: Approximately 24 million tonnes per year steelmaking

coal, potash and phosphate rock
Berths: Three berths with depths ranging from 12.0 metres to

15.24 metres
Rail access: CN Rail network. Neptune has 14.5 km of continuous

looped track on-site reducing noise from shunting. Rail
capacity for four unit trains, one coal, three drybulk
(potash, other)

Employees: Approximately 350 full-time positions.

In recent years, Neptune Terminals have completed expansion
work to increase its steel-making coal loading capacity to 18.5 million
tonnes. Facilities include a second enclosed railcar dumper, on-site rail
track relocation, new conveyors for product transport from the second
railcar dumper and the replacement of the ship loader boom as well
as foundation reinforcement at Berth One. These improvements coin-
cided with work Port of Vancouver has completed on the Low Level
Road, a realignment and elevation of about 2.6 kilometers of water-
front road access that provides space for two new rail tracks while
eliminating three existing rail and road crossings and provides direct
access to terminals.

DP World Centerm Terminal

Located on the south shore of Vancouver’s inner harbour, Centerm
is one of three primary container terminals at the Port of Vancouver
which handles approximately one-fifth of the goods shipped in contain-
ers through the Vancouver Pacific Gateway. Owned by DP World, the
terminal began as Vancouver Stevedoring in 1923, became Casco Ter-
minals in 1968 operating Centennial Pier, which is where the current
designated name originated. (Centerm). In February 2003, P&O Ports
acquired Canadian Stevedoring and Casco Terminals to form P&O Ports
Canada Inc. In March 2006, DP World acquired P&O Ports to become
one of the top marine terminal operators in the world. DP World’s Cen-
term is part of an international network of 70 terminals across six
continents.

Capacity: 800,000 TEU’s annually 
Berths: Two 717m berths with capacity of 30 gross moves per

hour (GMPH)
Rail access: CN Rail and CP Rail
Employees: 160 plus 

As part of its ongoing investment in modern container handling
equipment, DP World Centerm will be receiving delivery of a new
ZPMC Super Post-Panamax quay crane in early February 2017. The
terminal is working with the Port of Vancouver on an expansion proj-
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ect for the container terminal as well as off-terminal road and rail
expansion, which will increase the number of containers handled by
two thirds. The preliminary cost estimate for the Expansion Project is
approximately $454 million, including approximately $106 million in
terminal operating systems and equipment improvements. When fully
operational, the project will create opportunities for up to 40 full-time
staff and 290 equivalent full-time unionized jobs at the terminal. The
project is under review and approval by Port of Vancouver. Should it
be approved, construction of the project is anticipated to start in early
2017 and be completed in late 2019.

Fraser Surrey Docks

Approximately 27 km from downtown Vancouver, on the south
bank of the Fraser River, is the multi-purpose marine terminal of
Fraser Surrey Docks. (FSD). Located in the Metro Vancouver munic-
ipality of Surrey, Fraser Surrey Docks handles significant volumes of
packaged lumber exports, together with a large volume of steel plate,
coil, pipe, wire, rod, beam and other structural products. The facility
has been called the largest, most up-to-date multi-purpose marine ter-
minal on the West Coast of North America.

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

Berths: Six berths able to accommodate vessels with a draft of
up to 11.7 metres. A hydraulic ramp provides service
for barge traffic at a separate berth. Four dock gantry

cranes with up to 80 tonnes of lifting capacity service
container vessels.

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

Employees: Between 200 and 400.
Fraser Surrey Docks also handles project cargoes, and ship steve-

doring is available through a wholly owned subsidiary, Pacific Rim
Stevedoring. Each year FSD handles 300 to 400 deep-sea vessels,
including Panamax size. In November 2015, Fraser Surrey Docks
received approval from Port of Vancouver to amend its previously
approved proposed U.S. coal transfer project. Challenges to the proj-
ect on a variety of issues including air quality will be heard in Federal
Court in Vancouver in May 2017.
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Operating the largest multi-purpose marine
terminal on North America’s West Coast
For the benefit of shippers of all sizes and cargoes, Fraser Surrey
Docks handles ~400 vessels each year (up to Panamax-size) from
our location near Vancouver, BC, Canada.
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Port of Halifax is weighing its operational and
strategic options
BY TOM PETERS

Port of Halifax is developing a new master plan that will be its
road map for years to come as it prepares for the next generation of
container ships and other critical aspects of the port’s overall devel-
opment. “We are looking 10 to 15 years down the road, maybe
longer. It really depends on what comes out of the plan,” said Paul
MacIsaac, Senior Vice-President, Halifax Port Authority (HPA).

The Port began the process well over year ago and after some
preliminary assessment of port assets, engaged WSP /Parsons
Brinckerhoff, a global firm offering specialized services in project
delivery and strategic consulting, to lead the process.

Although larger ships are a significant aspect of the plan, con-
sultants will also consider large scale industrial mega projects, the
increasing size of cruise ships, and how the Halifax Seaport District
can complement the urban growth and revitalization currently
underway in downtown Halifax and Dartmouth.

MacIsaaac said the consulting firm’s first task was to “validate
our thoughts with regards to volume projections over the next 5 to
20 years to see if they were in agreement with us, and if we were
at a point where we really should continue to invest in infrastruc-
ture to be ready for the changes happening in the industry, and
there have been quite a few changes in the past couple years with
respect to ships getting larger.”

“The other big change, which I don’t think anybody really
foresaw, was the change in alliances and consolidation of shipping
lines and the efficiencies they are trying to achieve through capacity
sharing agreements and larger ships. So, in order to address that, we
felt we had to continue to invest in infrastructure so that was really
behind the master plan,” he said.

There has been a buzz around the port for several months that
the Port Authority was looking to build a mega container terminal
on the Dartmouth side of Halifax Harbour. But MacIsaac was quick
to point out that a new terminal in Dartmouth is just one of several
options available.

“The primary objective of the first phase of the master plan is
to ready the port with the ability to simultaneously service two ultra
class ships (13,500 TEUs and over),” he said. The port can
presently handle the largest ships afloat, but only one at a time, at
its southend terminal, operated by Halterm. It has the water depth
and no air gap restrictions. But the Fairview Cove terminal, oper-
ated by Ceres, has constraints with ships getting too large (high) to
go under the Macdonald and MacKay bridges.

In order to change that scenario, the bridges would have to be
raised substantially “and anything can be done with enough time
and money. But based on feedback we have received, we’ve looked
with more depth at other options. Two major options were to invest
in our current assets at Halterm and we looked to see where we
could build a bigger terminal. There was nothing on the Halifax side
(land) so the other option was Dartmouth,” he said.

“So the mandate we gave the master planners wasn’t to look at
one option or the other but was really to look at a blank page and
come back with what might be feasible and not to be constrained by
land ownership and that sort of thing because we really didn’t want
to narrow their focus. We wanted them to look broadly and if there
was a compelling case to build a new terminal somewhere, then we
would follow that path and if there was not a compelling case we
would follow a different path,” he said. MacIsaac said it is important
to remember “this is simply not our plan. We have to really be cog-
nizant of how port assets operate within the city and the region.”

If there is a decision made to do something different at Hal-

term “we have to look at the long term impact on land side connec-
tions,” whether it be by truck or rail, he said. The master planners
have come up with various concepts that are being evaluated. An
inland terminal is a possibility and various uses of the rail cut that
now serves the port. “But nothing has been determined,” MacIsaac
said.

There have also been recent discussion within the port com-
munity of a merger between Halterm and Ceres. However, a merger
wouldn’t necessarily mean all container operations would go to one
terminal. 

“It is conceivable we would build in Dartmouth and run all
container operations over there. It is unlikely we would run con-
tainer operations out of both sides of the harbour but that is still to
be determined. If we build out Halterm further, it is conceivable we
could consolidate at Halterm or continue to use Fairview for ships
that could still transit under the bridges. All those things are on the
table,” he said.

MacIsaac anticipates the larger ships will start arriving on the
East Coast when the raising of the Bayonne Bridge, in the Port of
New York and New Jersey, is complete. “We used to be in a secure
place here given our bridges were higher than the Bayonne, but the
bridge there is going to be higher than ours to about 65 metres and
we are at the 50-to-51 metre range. So that will mean all terminals
in New York and New Jersey will be able to handle the largest ships
and we think that will make a change on East Coast deployments.
We think it is important that we be ready for that, and we think we
will start to see those ships in the 2018-2019 range,” he said.

During the process so far there has been consultation with the
public and all the key stakeholders and port users. “We are a signifi-
cant economic generator within the city and region, and we need
partners to do this and to ensure that the logistics supply chain
works well. In that regard I have nothing but positive things to say,
our key partners like the two term operators and CN have been
very helpful working through this process with us,” he said. The
city, province and federal officials have also been involved. “We
have also tried to make it clear to public the economic impact of the
port, That’s a substantial piece of the economy,” MacIsaac said.

The Port Authority hopes to get some initial feedback from
consultants by the end of the first quarter 2017. MacIsaac said the
process of this magnitude, once consultants are engaged, takes 12
to 24 months. 
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Grunt Club
celebrates

82nd Annual Dinner



GRUNT CLUB
celebrates

Grunt Club President Oksanna Fleming (right) presents
donation cheque to Mario Minotti, Mariners’ House of
Montreal President.

HEAD TABLE GUESTS GRUNT CLUB PRESIDENTS PAST AND PRESENT

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

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

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

GRUNT CLUB PRESIDENTS PAST AND PRESENT

More than 1,100 people – members of shipping/mar ine commu-
nity and transportation industry and their guests – attended the Grunt
Club’s 82nd Annual Dinner in Montreal on December 2.

Grunt Club President Oksanna Fleming presided over the event.
Among the highlights of the evening was the presentation of

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

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

82nd
Annual 
Dinner
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Shipping Federation ready to face new initiatives 
in 2017
By Brian Dunn

Last year was a busy and productive one for the Shipping Fed-
eration of Canada on a variety of fronts and Federation President
Michael Broad expects more of the same in 2017. “From pilotage
to marine infrastructure to trade to the environment, there are
many issues which the international shipping industry was con-
sulted on this past year and our involvement in these subjects will
continue to form a key part of our agenda in 2017 and beyond.”

According to Mr. Broad, one of the Federation’s major initia-
tives during the year was the development of a brief on the
government’s long-term vision for the transportation sector, enti-
tled “Transportation 2030 – A Strategic Plan for the Future of
Transportation in Canada.”  

Among the brief’s key recommendations is its call for a gov-
ernment-led review of the pilotage system in Canada and the
Federation is pleased to see that such a review will indeed be part
of the recently-announced Oceans Protection Plan. “Pilotage con-
tinues to be a major expense for our members,” said Mr. Broad,
“and we believe there is room for innovation and technology to
provide for a more efficient system. Last year, our members
objected to increases in pilotage services through the Canadian
Transportation Agency, however withdrew the objection after the
authority agreed to reduce some of their cost increases.”

Federation members also objected to increases imposed by the
United States Coast Guard (USCG) for pilotage services in the U.S.
Great Lakes. “In 2016, the U.S. tariff increased by over 50 per cent
and since the Coast Guard dismissed our objections, we, along
with our members and other U.S. based trade associations turned

to the Courts to mitigate the damages caused by such a large
increase in costs. Furthermore, USCG has proposed additional
increases of 14 per cent for 2017, ensuring that employing an
American pilot in the Great Lakes will cost substantially more than
a Canadian pilot for the same work.  All of these increases mean
higher costs for North American exporters.”

The Federation also used the brief as an opportunity to reiter-
ate its longstanding call for the government to adopt a concrete
plan for renewing the Canadian Coast Guard’s fleet of medium and
heavy icebreakers and that it renew the multi-year agreement
between Transport Canada and The St. Lawrence Seaway Manage-
ment Corporation, which sets out the guidelines for capital
expenditures and maintenance costs.  

Another key recommendation urges Canadian Transportation
Agency to reduce the impact of marine user fees by strengthening
the mechanism for reviewing user fees established by Canada Port
Authorities under the Canada Marine Act “by establishing new
grounds for appealing such fees.”

A further issue that remains high on the Federation’s agenda
is the push for targeted changes to Canada’s coasting trade regime
that would allow ocean carriers to reposition their empty contain-
ers between Canadian ports on board their own (or a consortium
partner’s) vessels on a non-revenue basis. Although the Compre-
hensive Economic and Trade Agreement (CETA) between Canada
and the European Union provides some liberalization of this activ-

Top left to right: Sonia Simard, Mario Minotti, Chad Allen.
Lower left to right: Karen Kancens, Farah Ahmad, Mike
Broad in the Federation’s Montreal office.

MICHAEL BROAD

Ph
ot
o: 
Ni
ch
ola

s P
og

ue

Ph
ot
o: 
Ni
ch
ola

s P
og

ue



February 20, 2017 • Canadian Sailings • 43

NATIONAL SHIPPING COMPANY OF SAUDI ARABIA
VESSEL               VOY      SAILING        SAILING           SAILING           SAILING
                                          HOUSTON   BALTIMORE    SAINT JOHN      HALIFAX

BAHRI HOFUF      13           24-Feb           08-Mar              12-Mar                  –
BAHRI ABHA       13          29-Mar           08-Apr               12-Apr                   –
BAHRI YANBU     10           16-Apr           26-Apr                   –                  01-May

DIRECT
Ro/Ro, B/Bulk & CNTR 
Service to:
Jeddah, Dammam, Dubai,
Karachi, Mumbai
Additional FCL Service
to other Middle East
destinations.

LCL TO CUBA

SINCE
1951PROTOS SHIPPING LIMITED

Please visit our website at www.protos.ca for updated schedules & services

HEAD OFFICE TORONTO
TEL: (416) 621-4381
FAX: (416) 626-1311

MONTREAL
TEL: (514) 866-7799
FAX: (514) 866-7077

HALIFAX
TEL: (902) 421-1211
FAX: (902) 425-4336

VANCOUVER AGENT:
ACGI SHIPPING LTD.
TEL: (604) 683-4221
FAX: (604) 688-3401CUBA CUBA/MELFI LINES

   VESSEL                             VOY.                   MTL/
                                                                        TOR.                           HALIFAX                         MARIEL                      VERACRUZ                   ALTAMIRA                  PROGRESSO
FRITZ REUTER                27               09-MAR                  14-MAR                    19-MAR                        –                              –                            –
VERA D                            23               24-MAR                  31-MAR                    05-APR                         –                              –                            –
MACAO STRAIT               20               04-APR                   07-APR                     12-APR                         –                              –                            –

General Cargo

ity, its framework is restricted to ships
owned by EU enterprises. Therefore, the
Federation is also encouraging the govern-
ment to consider the repositioning issue in
a broader context, like through the intro-
duction of an amendment to the Coasting
Trade Act that would allow all interna-
tional marine carriers to reposition their
empty containers, regardless of their
nationality. “This is allowed in the U.S.
and other countries and we feel it is impor-
tant for our members to be able to do the
same. Right now, ocean carriers reposition
their empties via truck or rail, or more
commonly, by exporting them from one
Canadian port to another. Liberalizing this
activity would render Canadian trade
routes more logistically efficient and com-
petitive, while also providing Canadian
importers and exporters with additional
opportunities by lowering the costs of
using the trade route and offering addi-
tional export capacity at the Canadian
ports where empty containers are being
repositioned at a lower cost than under the
current regime.”

On the environmental front, the
industry will be monitoring the implemen-
tation of the Ballast Water Management
Convention, which will enter into force on
September 8, 2017. “We’re seeing some
movement with USCG starting to approve
ballast water treatment systems (BWTS).

Since December, USCG has issued type
approvals for three BWTS and this will
hopefully create momentum for getting
more treatment systems that will be recog-
nized for operation in the U.S.,” explained
Sonia Simard, the Federation’s Director of
Legislative and Environmental Affairs.  She
came on board about a year ago, one of

three new hires, along with Chad Allen,
Director of Operations and Scott Galloway,
Director of Strategic Initiatives in the Fed-
eration’s Vancouver office.

“On the international side, we’re
monitoring a proposal that was made by
some delegations at the last meeting of
IMO’s Marine Environmental Protection

Bill McKinstry (left) and Scott Galloway in the Federation’s Vancouver office. 
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Services & Global Destinations

VIA HALIFAX

ZCA Service
MEDITERRANEAN/AFRICA/INDIAN SUBCONTINENT
Tarragona – Ashdod – Haifa – Piraeus – Genoa – Tarragona

ZCP Service
FAR EAST/CARIBBEAN/SOUTH AMERICA
Kingston – Vostochny – Qingdao – Ningbo – Shanghai – Pusan

SAS Service
FAR EAST
Laem Chabang – Singapore – Colombo

VIA VANCOUVER
FAR EAST/INDIAN SUBCONTINENT

NP1 Service
Pusan – Kaohsiung – Singapore – Laem Chabang – Shenzhen (Da
Chan Bay) – Hong Kong – Yantian

NP2 Service
Yokohama – Pusan – Kwangyang – Hong Kong – Yantian – Kaohsi-
ung – Shanghai – Pusan

NP3 Service
Tokyo – Nagoya-Aichi – Kobe – Qingdoa – Ningbo – Shanghai –
Pusan

Canadian
Offices

MONTREAL
Tel 514-875-2335
Fax 514-875-2746

TORONTO
Tel 416-703-7301
Fax 416-703-7310

HALIFAX
Tel 902-422-7447
Fax 902-429-1515

VANCOUVER
Tel 604-693-2335
Fax 604-693-0094

FIXED-DAY WEEKLY SAILINGS

Service from 
A to ZIM

Committee (MEPC) to modify the compli-
ance dates for installation of BWTS,” said
Ms. Simard. “This proposal will be dis-
cussed again at the next MEPC meeting in
July. In the meantime, we’re still faced
with challenges regarding the availability
of treatment systems in the U.S. and the
type of systems that will be approved
under revised IMO G8 guidelines. What it
means for shipowners is that hopefully at
one point soon, there will be a greater
prospect of having a sufficient number of
BWTS that will satisfy both IMO-approved
revised G8 guidelines and U.S. require-
ments to be able to operate ships in North
America and abroad. MEPC is also dis-
cussing a phase-in period during the first
few years of implementation of the Con-
vention in order to gather data on how
requirements under the Convention are
being met, and evidence to support
amendments, if needed. As part of this
‘experience building phase,’ there has
been some discussions on adopting a lim-
ited non-penalization approach in the
event of occasional exceedance of the dis-
charge standards, so long as there is a
system onboard that has been operated
and maintained diligently.”

“The details of this experience-build-
ing phase are still being worked out and
will be further discussed at MEPC’s next
meeting in July. On the Canadian side, it’s

possible that Transport Canada will not
have completed its revision of Canada’s
BW regulations before the Convention
comes into force this fall. However, what-
ever approach IMO comes up with when it
comes to an experience building phase
approach and limited non-penalization, we
expect that it will be adopted in Canada,
“said Ms. Simard.

In terms of sulphur emissions, IMO
has finalized the date of 2020 for the
implementation of the 0.5 per cent global
sulphur cap for sulphur content in fuel,
down from the current 3.5 per cent. How-
ever, vessels coming to designated coastal
areas of Canada and the United States
under the North American Emission Con-
trol Area (North American ECA) are
already required to burn fuel with a lower
sulphur content and this regime will con-
tinue to apply. “What that means is that
when you’re coming to Canada, you have
to burn fuel that has no more than 0.1 per
cent sulphur content. There also have
been representations by some interests to
extend the North American ECA require-
ments to the Arctic, because right now, it
doesn’t apply to the Canadian Arctic,” Ms.
Simard explained. 

With respect to the Federation’s
agenda for 2017, many of the year’s initia-
tives will be a continuation of projects
from 2017. However, a new file this year

concerns the government’s Oceans Protec-
tion Plan introduced in November. 

`We’re looking for the government to
come up with concrete steps to fulfill some
of the commitments with respect to
marine safety. We think it should be a
process of continuous improvement,” said
Mr. Broad.

One of Prime Minister Trudeau’s
mandates to Transport Minister Marc Gar-
neau is to apply a moratorium on tanker
traffic on the North Coast of B.C. which
goes against international law, according to
Mr. Broad. As a result, Ottawa will attempt
to enact legislation that allows it to estab-
lish a moratorium acceptable to the
international shipping community.

“One of the good things coming from
government is that it would like to come
out with more data on marine transporta-
tion, which we support. Having a
centralized set of accurate and comprehen-
sive data on marine transportation is
crucial to working towards a common
understanding between the marine indus-
try, the government and the public of the
levels of risk associated with commercial
navigation in Canadian waters.”

“The Federation continues to try and
control shipping costs, because everybody
seems to think ships are ATM’s. Govern-
ment mandated fees continue to rise (by an
average of more than five per cent per year
over the last fifteen years), yet the shipping
business has been very difficult since the
credit crisis in 2008.”

There are some positive signs the
industry may have bottomed out, sug-
gested Mr. Broad. In some areas, the
situation is better than it has been in some
time and freight rates have “firmed.” How-
ever, excess capacity continues to be
problematic everywhere and until demand
meets capacity, the industry will continue
to struggle.  

The industry underwent a similar dif-
ficult period in the late 1980s and early
1990s, but this time around there are dif-
ferences. “For instance, in the container
industry back then, you had several
smaller shipping companies that had finan-
cial difficulties and went out of business.
Today, you have fewer but larger compa-
nies (like Hanjin) that went out of
business, so I guess scale would be the
major difference. And back then, interest
rates were higher and you didn’t have the
same credit facilities that you have today.

“It’s a bit like the airline business and
in fact we have seen similar developments
in both industries with a move towards
consolidation to address excess capacity.
You don’t get paid for an empty container
slot or cargohold in shipping, just like an
empty airline seat.”
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Chamber readying for busy government agendas 
in Canada and the U.S.
By alex Binkley

Bruce Burrows has been working
since his appointment in December as
President of the Chamber of Marine Com-
merce to get to know all the players in the
marine sector.

His long experience in transportation
means he’s familiar with many of the
issues it faces. His experience in govern-
ment relations should also help him steer
the Chamber, bolstered by the merger
with the Canadian Shipowners Associa-
tion last year, during a period of potentially
major policy changes in both Canada and
the United States.

In an interview, Burrows stressed
CMC’s binational role and his wish to
create closer ties with carriers, ports and
shippers to promote the shipping sector.
He listed the St. Lawrence Shipoperators,
SODES and Green Marine among them.
“It’s important we connect regularly.”

In light of the new Administration in
the United States, Canadian and American
marine groups “need to present a united
front,” he added. The U.S. Lake Carriers
Association and other Great Lakes-Seaway
groups are on his list of organizations to
reach out to.

Many old issues remain major vexa-
tions to the industry, including ship ballast
rules, pilotage costs, the length of the
Seaway season and icebreaking capacity,
he notes.

In addition to employment with
Canadian Pacific Railway and the Railway
Association of Canada, Burrows was

evolve. I not only recognize the impor-
tance of reaching out to members to
understand their needs and priorities.”

He wants to tap into the experience
and expertise of industry leaders as the
Chamber charts a future course. “I invite
you to play an active role in shaping the
Chamber’s promising future as we put
marine back at the forefront of national
transportation strategies.

“You will hear more about my vision
in the coming months. I’ll be putting a
sharper focus on branding, communica-
tions and government relations to ensure
this great story gets out.”

He wants to make sure government
decision makers are familiar with the
marine sector. One priority, also identified
in the Emerson report, is strengthening
“our data collection and research and
analysis capabilities to see if we can better
stay on top of industry trends. This will
help members seize new opportunities as
they emerge while also supporting our
advocacy goals.

“I think this sector has enormous
untapped potential that can be unleashed
to create more marine traffic at lower
cost,” he said. “I’m convinced that inland
and coastal shipping in Canada and the
U.S. has tremendous capacity to grow.
And current economic and political condi-

involved in multimodal transportation
with the old Transportation Association of
Canada.

He supports the push of the Emerson
report on the Canada Transportation Act
Review to break down the modal silos that
dominate too much of current transport
policy. “We need to impress on policy
makers that, as an industry, we’re talking
about our customers whose main interest
is to get their products distributed at a
good price and in good condition.”

There also needs to be a new strate-
gic plan for the St. Lawrence Seaway that
draws on the vision for short sea shipping
in the Emerson report, he adds. Industry
should take a lead role in developing and
articulating the policy. “We need to make
our sector more competitive.”

Great Lakes shipping could get a
boost from the ambitious infrastructure
development plans of the new administra-
tion in Washington, he points out.

In the keynote speech to the annual
membership luncheon during the Marine
Club meetings in Toronto in January, Bur-
rows said transportation and government
relations “are in my wheelhouse so I
expect to have my sea legs quickly. Given
the connectivity of today’s multi-modal
transportation world, there’s a lot that ties
the various transportation modes together,
which has helped prepare me for the work
we’re doing here.”

He stressed that he has no “precon-
ceived notion of how the Chamber should

BRUCE BURROWS
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tions are conducive to realizing this goal. We’re in the best place
in years to foster a harmonized and efficient regulatory climate on
both sides of the Canada/U.S. border that promotes greater com-
petitiveness, new investment and continued growth.

“We hope the new American Administration and the govern-
ment here in Canada can work together to streamline the
hodgepodge of regulations that currently govern the bi-national
waters within which we operate,” he continued. “With our
united and stronger voice, we can better advocate for harmo-
nized, practical, science-based environmental regulations.

“Equally important, we have a Canadian government com-
mitted to major infrastructure investments, which are desperately
needed across all sectors,” he pointed out. “This could generate
increased volumes of materials being shipped for those projects.

“South of the border, the new Administration is set to roll out
a trillion dollars in infrastructure spending – if the President deliv-
ers on campaign promises. This means there could be a whole lot
more cargo being shipped on the Great Lakes, St. Lawrence and
our coasts to deliver these projects.”

In addition to better icebreaking capability, Burrows men-
tioned upgrades to waterways, locks and portside infrastructure
and more efficient delivery of marine navigational services.”

At the same time, governments need to recognize marine’s
green advantage “that other modes of transportation can only
envy. With our fuel-efficient ships, we have a lower carbon foot-
print than road or rail. And we enjoy low congestion relative to
other major trade corridors. Marine shipping is an attractive alter-
native for governments committed to a sustainable transportation
future, with the capacity to do even more to accelerate both eco-
nomic and environmental progress,” he said. The industry needs
to more aggressively communicate its environmental benefits as

well as its great safety story.
“We have a fantastic track record in moving oil and gas prod-

ucts to market, problem-free,” he noted. The industry has
embraced technological innovations to maximize efficiencies and
minimize costs. “Things like hands-free mooring and remote oper-
ations at St. Lawrence Seaway locks and new 3D navigation. Both
are having a positive impact on both productivity and profitability.
Added to that, we have new ships continuing to come on-stream
that are at the cutting edge of safety technology and eco-effi-
ciency.”

The industry needs to work with the Seaway and the Cana-
dian Coast Guard to “find ways to keep our waterways open to
optimize the shipping season.”

It’s encouraging that the Canadian industry is “actively pur-
suing new markets,” he stated. “Many of our Great Lakes ports
are chasing more project cargo – and even some container – busi-
ness with their shipping partners. And passenger cruising is a
burgeoning market that is bringing in more customers and rev-
enues.”

The Chamber “is an incredible asset in and of itself,” he
added. It’s unique in the transportation world because it “brings
all the key players together, including our shipper customers.
There’s value-added in listening to the views of end users and
working with them to develop a system that helps everyone grow
and prosper. Most significant, speaking with one voice on behalf
of so many industries that intersect with the marine sector is a
tremendous advantage.

“It’s remarkable from a government relations standpoint,
believe me, having worked closely with rail and more recently air.
My goal is to ensure that government, the media and our stake-
holders see what I see – a very bright future for our sector.”
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E. Hunter Harrison retired from CP Rail – Keith Creel
appointed its new President

       Canadian Pacific Railway Limited
announced that Keith Creel has been
appointed President and Chief Executive
Officer of the company effective January 31,
2017 following E. Hunter Harrison’s deci-
sion to retire from CP. 

“Hunter has made enormous contribu-
tions to CP, and we are forever grateful for
his years of service,” said Andrew F. Rear-
don, Chairman of the Board. “We have a
tremendous CEO-in-waiting in Keith Creel.
Keith and his team are ready to formally
take the reins.”

“Leaving CP is bittersweet,” said Mr.
Harrison. “I have had a wonderful experi-
ence and depart with many friends and
with full confidence in Keith’s ability to
build on the great success we have
enjoyed.”

Mr. Harrison had approached the
Board to discuss his retirement from CP and
potential related  modifications to his
employment arrangements that would
allow him to pursue opportunities involving
other Class 1 Railroads.  A special commit-
tee of the Board oversaw discussions with
Mr. Harrison. Following negotiations,
receipt of independent legal advice, and
careful deliberation, the special committee
recommended to the Board that CP enter
into a separation agreement with Mr. Harri-
son.

Under the terms of the separation
agreement, CP has agreed to a limited
waiver of Mr. Harrison’s non-competition
obligations.  In consideration of the waiver
Mr. Harrison has agreed to terminate all
roles he has with CP and forfeit substan-
tially all benefits and perquisites he is
entitled to receive from CP going forward,
including his pension. In addition, Mr. Har-
rison has agreed to surrender for
cancellation all of his vested and unvested
equity awards, except for a portion of his

vested options he was granted upon arrival
at CP in June 2012. The total value of ben-
efits and awards forfeited by Mr. Harrison is
approximately C$118 million, with the
value of the equity awards surrendered cal-
culated based on their in-the-money value
relative to the current trading price of CP’s
shares.

The previously-agreed consulting
agreement between CP and Mr. Harrison
will not take effect and Mr. Harrison will
not be providing any consulting or other
services to CP following his retirement. CP
has also reinforced Mr. Harrison’s non-solic-
itation obligations with respect to senior CP
employees. Mr. Harrison has agreed to sell
all of his CP shares by May 31, 2017. CP
will have no role in Mr. Harrison’s future
endeavours. 

       Keith Creel was appointed President
and CEO in February, 2013 and joined the
CP Board of Directors in May of 2015.
Creel previously served as the Executive
Vice-President and COO of Canadian
National Railway Company.

“This transition has been planned
since Keith’s arrival back in 2013 and we
are confident in his abilities to lead the com-
pany,” said Andrew F. Reardon, Chairman
of the Board. “Under Hunter Harrison’s
leadership, CP built a strong foundation for
future success; that foundation, together
with Keith’s passion for railroading, opera-
tional expertise and commitment to
customer service and safety, positions the
company well for many years to come.” 

For eleven consecutive years, CP has
been the safest Class 1 railroad in North
America, measured by train-accident fre-
quency. “As a result of our dedication to
safety, in 2016 we celebrated our lowest
train accident frequency ever,” Creel said.
“Still, we acknowledge that one incident is
too many and we will continue to hold our-

KEITH CREEL

selves and others accountable when it
comes to safety.”

Under Creel’s leadership, CP will con-
tinue to find safer, more efficient ways to
connect customers to domestic and global
markets, and will continue to play a promi-
nent role in connecting communities in
both Canada and the U.S. “To be leading
such an iconic company as Canada cele-
brates its 150 anniversary, is truly special,”
Creel said. “CP has a proud history and I am
privileged to stand alongside today’s rail-
roaders to build an even brighter future. I
am excited to connect with employees, cus-
tomers and communities across the
continent as we continue to safely move the
North American economy.”
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CSL and McKeil receive awards from 
International Bulk Journal

CSL was awarded the 2016 Bulk Ship
Operator of the Year award at the Interna-
tional Bulk Journal (IBJ) gala dinner held in
London, England on November 21, 2016. 

“I am honoured to accept this award
on behalf of CSL’s ship and shore employ-
ees who every day help us deliver
exceptional service to our customers and
motivate us to always aim higher,” said Rod
Jones, President and CEO of The CSL
Group. “New ideas and new technologies
are propelling us forward and the IBJ award
is a great validation that we are heading in
the right direction, that is, the future of
shipping.”

Presented to the year’s most outstand-
ing operator of dry bulk vessels, the award
recognizes recent achievements in safety,
efficiency and environmental protection, as
well as contributions to world trade. IBJ
judges selected CSL for the company’s over-
all achievements and made notable mention

named after our founder, Evans McKeil,
win this prestigious international award,”
said Steve Fletcher, President and CEO of
McKeil Marine. Acquired by McKeil in
2015, Evans Spirit is a cargo ship with the
shallow draught characters of a tug and
barge; however, compared to a tug-and-
barge unit, she can transport
approximately 40 per cent more cargo
about 50 per cent faster on a very similar
amount of fuel. She is in service through-
out the Great Lakes and St. Lawrence
River.

Evans Spirit was shortlisted for the
2016 Ship of the Year award competing
with two other vessels: CS Bright, Mitsui
OSK Lines, Japan and MN Baroque, Swiss
Marine, Switzerland, and one shipyard,
namely Damen Shipyards of the Nether-
lands. The award is presented to the
owner, operator or builder of an outstand-
ing individual bulk ship. Judged on
operational efficiency, design innovation,
safety and environmental protection,
Evans Spirit was selected the winner.

of CSL’s industry leading sustainability
efforts. “CSL’s environmentally responsible
approach, research collaborations and com-
prehensive reporting impressed our judges
and highlight the progressive approach
taken by CSL to improve business sustain-
ability and elevate industry standards,” said
Jon Culshaw, host of the IBJ gala dinner.

Every year, the IBJ Awards salute
excellence and achievements by individuals
and organizations involved in the world-
wide maritime bulk industry. 

Evans Spirit named 2016 Ship of
the Year by International Bulk
Journal 

McKeil Marine’s  Evans Spirit won
International Bulk Journal’s 2016 Ship of
the Year Award during the IBJ’s Salute to
Excellence in the Maritime Bulk Industry
gala awards ceremony in London on
November 21.

“It’s a fantastic way to closeout our
60th anniversary year: having a vessel
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Canada’s largest supply chain expo, Cargo Logistics Canada,
returned to the Vancouver Convention Centre this February 8 and
9, for its fourth annual conference and trade show. Discussions con-
cerning industry and market trends within today’s uncertain
economic environment led to cautiously optimistic predictions for
2017 and beyond.   

The Outlook on Ocean Shipping
Paul Bingham, Vice-President, Trade & Global Logistics, Eco-

nomic Development Research Group, presented a pragmatic
overview of the current economic climate and its effect on today’s
trade industry. “If we look at the world economy as a whole, the
forecast is for a continuation of the same pattern we’ve been experi-
encing since the great recession in 2008, which is relatively weak
growth.” Bingham reminded audience members that weak growth
is still growth, and that however moderate the upticks, the world-
wide economy is in a better position today than it was at this same
time last year. The consensus among several major indices is that
2017 will see an approximate 3.4 per cent growth rate, worldwide,
in GDP. 

“Faster growth in emerging markets is still the story around the
world,” said Bingham. While predictions for growth within the
North American composite – Canada, US, and Mexico – barely sur-
passes 2 per cent, the Association of Southeast Asian Nations,
(ASEAN), is expected to outpace every other region in the world,
presenting tremendous potential for trade along the Trans-Pacific.

The outlook for China is more complicated. Growth this year is
still impeded by sectors of the economy experiencing serious prob-
lems on the credit side, along with pockets of weakness in
manufacturing, problems in currency flight, and potential US action
on recent punitive threats. On the other hand, explicit policies
handed down by Chinese leaders designed to promote greater
domestic consumption will lead to an increase in demand, which in
turn can be satisfied by exporting countries. 

The Outlook on the North American Economy
Dan North, Chief Economist, Euler Hermes North America,

echoed much of what Paul Bingham said about the state of global
trade by predicting steady yet moderate growth. He described
Canada as resilient adding, “Canada is doing OK. Services have been
steady, ex-energy has been stable, and exports are expected to accel-
erate thanks to a weaker dollar and an accommodating monetary
policy.”  

Contrary to ubiquitous headlines featuring certain doom and
gloom, however, North delivered a relatively upbeat and positive pic-
ture of President Trump’s effect on the US economy. Coining the
term “Trumponomics,” North attributed strong potential for US
growth to a pervasive sense of increased confidence within business
communities. “Trump’s policies are perceived as pro-growth,” he
said, “which, in turn, is expected to bump GDP up throughout
2018.”

In stark contrast to Mr. North’s comments and predictions, Jack
O’Connell, International Trade Advisor with Beacon Economics,
said, “a whole fabric of what’s going on in the US, as well as a very
large chunk of container ports in Vancouver and Prince Rupert, are
directly tied to trade that has flourished over time. And now that is
under threat by the new US Administration.”

Regarding Trump, O’Connell did not hold back. “We are now
faced with ad hoc policy-making in Washington by an individual
who has a fairly cartoonish idea of the way the economy works, the

Highlights of the 2017 Cargo Logistics Canada Expo &
Conference: Moderate Growth is the New Normal
By karin rego

way manufacturing works, and the way supply chains work. He has
a very simplistic approach to some very complex problems. In order
to provide the jobs for displaced factory workers, he’s going to
remove the benefits of free trade for everybody else. And he’s doing
it in a very casual way.” When it comes to predictions concerning
international trade under a Trump Administration, O’Connell said
“we should default to a worst-case scenario.”

Logistics and Container Trade – Industry Updates
Wolfgang Schoch, Vice President, Hapag-Lloyd Canada, pre-

dicted worldwide trade will continue to grow between 2 – 4 per
cent over the next few years. “The days of 9 per cent growth are
behind us” he said, “and they won’t be returning any time soon.” 

As trade flattened out, so too did a once robust shipbuilding
sector. According to Schoch, 6.8 million TEUs of capacity were on
the books in 2007 compared to 300,000 TEUs in 2016. Schoch did
not expect any new orders to materialize this year. 

On the scrapping side of the equation, Schoch reported that
levels are at their highest. 665,000 TEUs were scrapped in 2016
with a combined 1,200,000 TEUs forecast to be scrapped between
2017 and 2018. 

By 2019 Schoch expects supply and demand curves will level
out around the 3.4 per cent mark, paving the way to a brighter
future. “For me, it’s like a long hike,” he said. “There will be one
more big hill in 2018, and then things will get better.”

The Effects of Digitization in the Shipping and
Container Industry 

Digitization in the shipping industry will impact three key areas
in the future: container sensor technology, which is slated to meas-
ure conditions inside individual containers while also providing GPS
information to both shippers and customers; the option for contract
negotiations, quotations, and dynamic pricing to take place on pro-
prietary websites; and, consumer buying behaviours as more and
more brick and mortar outlets lose ground to the convenience of
online shopping.    

Goods Movement Strategies and Intermodal Rail
Projects

Mark Szakony, Executive Editor at JOC.com, opened talks on
intermodal rail strategies by saying that, despite the challenges faced
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in both international and domestic intermodal transport last year,
this year should be the turning point. Truck capacity is expected to
tighten, while at the same time the industry is beginning to see some
interesting dynamics in the intermodal segment, especially with
Class 1 railroads becoming far more integrated with the ports, and
seeing themselves as part of the full supply chain and not just a link. 

In support of this outlook, improvement and development proj-
ects designed to increase Canadian and US market share are now
underway. 

Keith Reardon, Vice President, Intermodal Services, CN, says
CN has been working hard to innovate, collaborate, and evolve to
become more competitive. With the purchase of the EJ&E line, CN
now offers a competitive advantage to customers looking for efficient
and cost-effective transportation routes from Canadian ports to the
southeast of the United States. “Although Canada is where we do a
lot of business, the growth has been toward the US Midwest. CN
now touches three coasts: The West, the East, and the US South-
east.”

Fellow panel member Matthew Hoag, Americas Region Opera-
tions and Commercial Director with DP World, talked about DP
World’s efforts to assist in enabling global trade. With a presence in
Prince Rupert, Vancouver, Saint John, and the Dominican Republic,
along with connections with North American railroad systems, DP
has set its sights on penetrating the mid-west, and creating more
alternatives for the efficient movement of goods.

The Port of Saint John has embarked on a $205 million mod-
ernization project designed to meet the demands of a changing
market. “As a tidal port we have an 8.5-meter tide twice per day,”
said Jim Quinn, President & CEO of Port of Saint John. “To service
larger container ships, cruise ships, and petroleum vessels we
needed to increase tidal windows for existing customers while main-
taining tidal windows for larger ships as they begin to call into our
port. New developments along the port will bring the low water
depth to 10 meters – an increase of 1.6 meters – which is a signifi-
cant increase.” 

Quinn also noted that Saint John offers outstanding accessibility
by road. New Brunswick has a four-lane, congestion-free highway
system which means trucks can leave the port and proceed directly
onto the highway. 

The Melford Atlantic Gateway is currently being developed in
the industrially significant Strait of Canso, a body of water that sep-
arates Cape Breton and Nova Scotia. Home to several industrial
activities centred around water access, and many natural products
such as gypsum, pulp and paper, petroleum, and coal, this port hopes
to add to intermodal efficiencies by moving cargo inland and into the
US markets using an operating plan similar to Prince Rupert.

Is Privatization of Our National Ports and Airports in
Canadians’ Best Interests?  

Martin Crilly, Director of the Chartered Institute of Logistics

and Transport, opened discussions on this very hot topic with a
quick refresher on the nature of non-profits, pointing out that
investors cannot buy shares in seaports or airports because they are
both non-share, non-profit entities. 

Crilly then reminded audience members that in 2014, Dr.
David Emerson and a panel of five advisors conducted a review of
Canada’s Transportation Act and related legislation and policy. The
resulting document is now referred to as The Emerson Report,
which has led to significant debate within the seaport and airport
sectors. “On seaports,” said Crilly, “Dr. Emerson had two different
recommendations. He said the government should examine the fea-
sibility of adopting a share-capital structure for ports, including
receiving proposals from institutional investors or private equity
investors, and went on to suggest there should be a new regulation
of the charges that ports make to their users.”

Regarding airports, instead of saying the government should
examine certain feasibilities, the Emerson Report recommended the
government begin laying the groundwork to allow airports to tap
into equity financing from large institutional investors. 

“If there was privatization, where would the proceeds go?”
Crilly asked.

Tasked with debating the privatization conundrum were panel
members Mike Tretheway, Chief Economist and Chief Strategy Offi-
cer, InterVISTAS Consulting Group, and Brad Eshleman, Chair, BC
Marine Terminal Operators Association.

Mr. Tretheway, who focused on the airport side of the issue,
said that well before the Emerson review took place, Canada’s
senate looked at some of these same issues and came out with a
report in 2012 called The Future of Canadian Air Travel, Toll Booth
or Spark Plug?

Comparing the privatization option with the toll booth
approach, Tretheway warned that a one-time sale of land and assets,
although it would be estimated to yield between $25 and $35 bil-
lion, would not bode well for investors, and would lead to a
long-term decrease in business for Canadian airlines, caterers and
freight forwarders. Tretheway called for a spark plug approach to air-
port economics instead, organizing airports as engines of growth to
ignite local commercial activity and provide favourable catalytic
effects. 

Mr. Eshleman, who focused on the seaport side of the issue,
explained that the ports are an agency of the government, meaning
the government is within its right to sell the ports should it decide
to act in accordance with the Emerson report.  

Appearing to agree with Tretheway’s concerns, Eshleman com-
pared Canada’s Asia Pacific Gateway and ports to the housing
market in Vancouver. “Would you have wanted to sell your house 10
years ago?” he asked, suggesting that the sale of Canada’s seaports
would be a significantly shortsighted move that could leave billions
on the table.

With both panel members questioning the benefits of privatiza-
tion, a member of the audience played devil’s advocate. 

David T. Fung, Chairman and CEO of the ACDEG Group, and
featured speaker at this conference, said, “I’m really surprised to
hear two experts who are from the private sector speaking against
privatization. We in the private sector, we pride ourselves on making
decisions that maximize profits. I’m hearing you say we should leave
this in the government’s hands, and expect the government to make
the best decisions, when, in fact, the government is highly politi-
cized, and favours Montreal over Vancouver. ou argue that if you put
things in the hands of the private sector then all the good things the
government is doing would stop. I would argue against that. If,
under a privatized model, the government wanted the Pacific Gate-
way to do more, and the private sector said they weren’t interested,
the government could say ‘here’s a hundred million dollars, do it for
me.’ The government always has the ability to provide the necessary
incentives for the private sector to do something according to poli-
cies that are in the best interests of Canadians.”
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Canada Logistics Conference reviews current state of
transportation 
By Christopher Williams

Will the transportation sector become
a network of mobile data centres with
robots steering ships, trains, planes and
trucks? Virtually speaking, yes, said speak-
ers at the Canada Logistics Conference for
supply chain logistics professionals, pre-
sented by CITT (Canadian Institute of
Traffic and Transportation) and hosted by
Port Saint John, October 26-28. A multi-
modal panel spoke of tech-rated
developments that could close the hatch on
traditional transportation methods.  

Air cargo is top gun for speed
Stephen Phillips, Senior Strategic

Account Manager, Air Canada Cargo, said
that in his 15 years in the airline’s cargo
division, he has seen “unprecedented
growth”. “We’re a belly carrier, so new pas-
senger flights add more cargo capacity,”
Phillips said.  Global airlines carried 51.3
million tonnes of goods in 2014 which is
only one per cent of total cargo, but tallies
35 per cent of cargo value.  He noted
emerging trends include 3D printing, a shift
from B2B to B2C, and the presence of
online retail giants Alibaba and Amazon—
the latter which recently became an active
participant in the air cargo business. 

Lithium batteries were noted as a
recent air security embargo due to last
year’s catastrophes and accidents resulting
from spontaneous combustion of such bat-
teries. Phillips said air cargo also faces
terrorist threats, drone interference and reg-
ulatory challenges. “We want to eliminate
the bottlenecks. For example, we are look-
ing at perishable customers like fishermen
becoming known consigners at the packag-
ing stage who are fully accredited in a
supply chain that is secure and efficient.” 

Louis Bergeron, Energy East Vice-Pres-
ident for Quebec and New Brunswick with
TransCanada, was on hand with current
observations about fuel supply security. “I
can’t remember the last time I had to do a
presentation without fighting my way
through opponents and big signs,” quipped
Bergeron, who recapped the benefits of the
proposed $15.7 billion Energy East project,
which would bring 1.1 million barrels per
day to major oil refineries in Montreal, Levis
and Saint John. “Oil will be here a long time
for our clothes, our phones and the tools we
use on a daily basis,” noting that Canada
currently imports 50 per cent of its oil from
the US, Venezuela and the Middle East.
“We can reach energy independence,”
insisted Bergeron. 

Rail Service Improvements
Ryan Ratledge, COO, Central Maine &

Quebec Railway (CMQR), the successor to
infamous Montreal Maine & Atlantic Rail-
way (MMA), says “It was a challenging
period in the wake of the Lac Megantic dis-
aster that took place under previous
ownership. “Having bought the assets of
bankrupt MMA in 2014, we are now going
to have a higher presence in Saint John, and
we’re building brick and mortar customers
along the railway with a concentrated focus
on our ports.” He said there is now a
stronger, faster rail service in the region and
said it wasn’t always that way. “CN was
dominant out of Saint John, and NB South-
ern and MMA had a connection with CP,
but it was it was a 10-mph network. Now,
after $30 million in infrastructure invest-
ments (mainly rails, ties and ballast) since
2014, it’s a 25-mph system.”   

CMQR won the 2016 Regional Rail-
way of the Year award from Railway Age
magazine. The Class 3 short-line freight rail-
way runs through Brownsville, Maine and
interchanges with CP outside Montreal.
Searsport, Maine and Saint John are the key
ports along the route. Rail cargo from Saint
John is now arriving in Montreal within 38
hours, or less. 

Another panelist for the “current
state” was Matthew Hoag, Director, Opera-
tions and Commercial, DP World Americas
Region, the fourth largest container opera-
tor in the world which services 77 ports,
including Saint John starting January of

2017. Started up in Dubai in 1972, DP now
holds nine per cent of the world container
market share and has eight new major
developments underway. In addition to new
operations in Saint John, DP recently
acquired the highly automated London
Gateway terminal in England and the
Fairview container terminal at the Port of
Prince Rupert, BC.  

Saint John goes Post-Panamax
“We are investing in modern handling

equipment in anticipation of larger ships,”
said Hoag, who a few days later welcomed
the addition of two post-panamax gantry
cranes in Saint John Harbour. DP World in
partnership with Port Saint John, the gov-
ernments of Canada and New Brunswick,
will be embarking on a $205 million infra-
structure modernization program expected
to be completed in 2021. 

“The cranes will significantly enhance
container handling capacity in our Port in
the short-term,” said Jim Quinn, President &
CEO, Port Saint John. Andrew Dixon, Port
Saint John, said DP and “our major con-
tainer terminal modernization project, will
position Saint John as a fully equipped deep-
water port.” 

Panelist Hoag predicted there will be
further consolidation of the major container
shipping lines. He also sees the “arms race
to build the largest ships” subsiding which,
combined with mergers and alliances will
eventually stabilize container shipping
prices. “In the short-term we will see some
more casualties as we are two to three years

Futurist panelists: Louis Bergeron, Andrew Dixon, Stephen Phillips, Ray Ratledge,
Matthew Hoag, and Wayne Power.

Ph
ot
o: 
Ch

ris
to
ph

er 
W
illi
am

s



52 • Canadian Sailings • February 20, 2017

away from stabilization in the container shipping industry,” Hoag
submitted. “These cranes in Saint John will help put us in a good
position for the future.”

Let those Data Centres roll
Wayne Power, Group VP, Transportation and Logistics Division,

J.D. Irving, Limited, said his local company employs 15,000 and
operates a diverse portfolio of forest products, offshore vessels, trans-
portation companies, even french fry exports. “We are big believers
of moving away from trucks, trains and ship transportation—toward
rolling data centres,” said Power. “These are intelligent assets and
we need to figure out how to take this data and optimize our oper-
ations. We are also working at deeper integration with our
customer’s planning and seek future logistics talent such as those
with BBA degrees with majors in logistics, to compete globally.”

Questions for the panel segued into “uberization” which is
clicking rapidly across all transportation sectors, putting traditional
business into the hands of “rogue providers”. “Oh, I think there will
soon be Uber trucking,” prophesied Power. “There is a niche part of
the market that works for taxis and couriers, and it makes sense that
it would go into some level of trucking.”

The Uberization of Trucking
Moderator Joel MacKay, President of Mactrans Logistics Inc.,

pointed out that Garret Camp, Uber Co-Founder and a Canadian, is
now third wealthiest person in Canada at $9.18 billion. “Every
industry is now a tech Industry,” MacKay reinforced.

Panelist Justin Bailie, Co-Founder and CEO, Rose Rocket of the
San Francisco Bay area, automates everything except trucks. “With
taxies, Uber has eliminated the dispatcher creating a disruptively
cheap go-to-market strategy where they are about 50 per cent of the
cost of taking regular taxis, so that is the core of what uberization is
about.”  

Who will be the Uber of trucking?  “Just in the time since we
started talking about doing this presentation, there have been new
companies getting in on this,” said MacKay. “They buy market share
even if they lose money, just to gain market share, and they are great
at recruiting people. Technology can help fill an empty mile and
solve a lot of problems. Amazon can do all of this today but I find
their apps are shipper-side, so how do you know where the trucks
are in real time? This is lacking.”  

Dwayne Johnson, Director, Omni Retail Solutions, SCI, Canada
Post, agrees when there is more technical play on the driver side to
see everything on one dashboard, “someone will grab onto this and
people will tend to follow. I don’t know when, but there is a
groundswell. It is happening stateside right now.” But Johnson pre-
dicts it will be tougher for Canada with its lower population density
and a wider landscape.

Beer me “Otto”
In August, Uber purchased logistics provider Otto for $680 mil-

lion—for the tech, not the trucks. The panelists showed a video of a
Budweiser beer delivery shipped via “Otto” autonomously.  Johnson
said Uber is interested in the autonomous truck “as it could then
eliminate the driver, gaining even higher revenues.” He added that
liability “is something that happens to the product” and as a broker
he assumes companies and carriers have insurance certificates.
“People should watch out for this,” Johnson cautioned. “They need
to centre their model on this brokerage aspect.”

Bailie has pitched ideas in the “Silicon Valley” where he per-
ceives a higher risk tolerance and a determination to win.
“Depending on your idea and who you are, these things are doable
and the people in the Silicon Valley understand trucking better than
I thought.” 

About 27 tech start-ups that match truckers with loads—both
full load and less than truckload—have raised more than $180 mil-
lion in venture backing since 2011, according to research firm
Armstrong & Associates. Asked, “Why are there not more Canadian
companies doing this?  Bailie answered “It’s about taking one’s head
out of the sand and just saying it’s real and happening, it will happen
to you, or with you.”  

Transportation Buying Trends
Lou Smyrlis, Editorial Director, Canadian Shipper, estimated

there are almost a million people in the transportation and ware-
housing sector, representing 4.2 percent of Canada’s GDP. “If you
include private fleets like Sobeys, it’s over six per cent, not including
couriers, and that’s larger than paper, metal manufacturing, more
than arts and entertainment, clothing and the alcoholic beverage
industry.  

Smyrlis said short-term “freight-o-nomics” trends indicated
freight volume growth in 2016 was disappointing. “Only 34 per cent
of shippers actually increased freight volumes in 2016 while 31 per
cent actually decreased freight volumes and 31 per cent kept vol-
umes about the same. Only 54 per cent expect freight volume
increases in 2017 with 41 per cent expecting flat freight volumes in
2017. Only 30 per cent of Eastern Canadian shippers expect to
increase freight volumes next year, his data revealed. He expects LTL
truckload carriers and couriers to grow revenues by 27 per cent in
2017, compared with growth of 48 per cent in 2016. The survey
said most shippers believe the cost of the latter services will increase
moderately next year— between two and five percent—depending
on the tightening of capacity. “Because the economy has slowed,
there is less than balanced capacity which puts downward pressure
on rates. However, Smyrlis expects that a growing US economy will
provide greater export opportunities for Canadian firms next year.

Put on your 3D glasses now
Smyrlis described witnessing the 3D printing of an actual car in

less than 48 hours at the Detroit Auto Show. “Think of the impact
on transportation. Cars today have 30,000 parts that need to be
moved to the assembly line. The 3D car has only 50 components

A few days after the Saint John
hosted the CITT conference,
two new post-panamax cranes
arrived aboard the MV Zhen
Hau 14, as part of the port’s

container terminal
modernization project. 

Ph
ot
o: 
Sa
int

 Jo
hn

 Po
rt 
Au

th
or
ity



February 20, 2017 • Canadian Sailings • 53

and was made right there in front of us. It reduces the need for stor-
age and remote locations, and transportation. All they need to do is
download the parts from the internet and produce it right there with
no need to transport it.” He estimates a fifth of manufacturers are
now using this technology and 50 per cent are considering it. He
considers transportation of footwear, toys, electronics and plastics
have the most potential for disruption. Some 3D printers are already
available for home use under $2000,” added Smyrlis. 

Concurring with earlier panelists, Smyrlis counts Uber trans-
portation and autonomous vehicles among his top long-term buying
trends. “With Uber and its competitors coming, we will probably
experience a quantum shift in delivery and automated warehousing
and procurement, probably within the next ten years. To be realistic,
it needs density of freight (like Johnson pointed out) and I only see
this happening in centres like New York and Toronto.”  

Smyrlis also described driving in a state-of-the-art truck.
“When the driver switched to autonomous mode, he turned
around and started talking to us. It was a freaky feeling. There was
a heck of a lot of traffic on the road with a lot of wind, but this
truck handled it perfectly. You hear that the public will never go
for it, but I don’t think that’s true because we are already getting
used to cars that park and put on the brakes for you.” He acknowl-
edged there are also consequences of software bugs making a
40-tonne truck veer out of control a terrifying image to the public
and legislators.

Other discussions at the Conference included Succession Plan-
ning, Improving the RFP Process and Power Pitching. Port Saint
John facilities tours were held while two cruise ships were in port,
and a Maritime Kitchen Party was hosted by the CITT Saint John
Area Council.

Report on BLG Annual Maritime Law Conference
By Brian Dunn

The $1.5 billion national Oceans Protection Plan (OPP)
announced by Prime Minister Trudeau on Nov 7 will result in a
“fundamental shift on how shipping will operate in Canada,” accord-
ing to Gillian Grant, Senior Counsel Legal Services, Transport
Canada. OPP was largely driven by concerns on the West Coast, Ms.
Grant added during Borden Ladner Gervais’ 28th Annual Maritime
Law Seminar in Montreal on December 2.

The plan has four priorities, namely the creation of a world lead-
ing marine safety system, including new prevention and response
measures; restoring and protecting marine ecosystems and habitats;
strengthening partnerships and launch co-management practices with
Indigenous communities and investing in spill cleanup and research
methods to ensure response decisions are evidence based. The Plan
will be rolled out over several years and includes increased funding
for the Canadian Coast Guard, including the leasing or purchase of
ships capable of towing large commercial vessels. “One of the more
transformative initiatives are measures to allow Indigenous and
coastal communities to create local vessel control areas to help mini-
mize safety and or environmental risks,” said Ms. Grant.

New legislation will also be introduced to address abandoned
and derelict vessels, including making owners responsible and liable
for cleanup by incorporating the Nairobi Wreck Removal Conven-
tion into Canadian law. In addition, amendments will be made to the
Marine Liability Act to remove the per incident liability limit for the
Shipsource Oil Pollution Fund and to recapitalize the fund. 

And with the new Polar Code coming into force January 1,
three years behind schedule, Canada is also entering a new era of
shipping and shipping consciousness, added Ms. Grant. The IMO
sanctioned Polar Code is designed to reduce the safety and pollution
risks associated with navigation in Polar waters. Transport Canada
has developed a draft proposal to implement the Polar Code within
Canada’s existing Arctic shipping regime through a new regulation
called the Arctic Shipping Safety and Pollution Prevention Regulation.
Among some of the proposals, the safety provisions apply to cargo
vessels of 500 gross tonnes or more, other than fishing vessels or
pleasure craft and passenger vessels that are certified in accordance
with Chapter I of SOLAS (Safety of Life at Sea) treaty. Canada, how-
ever, will maintain the requirement to have an ice navigator onboard
specific vessels not subject to the Polar Code, such as vessels of 300
gross tonnes or more, or vessels carrying potential pollutants or haz-
ardous goods, or vessels pushing or towing another vessel if the
towed or pushed vessel carries potentially polluting or hazardous
goods, or if the combined tonnage of the towing or pushing vessel
and that of the vessel being towed or pushed exceeds 500 tonnes.

In terms of integrating existing Canadian pollution prevention
measures into the Polar Code, Transport Canada proposes to main-
tain the existing prohibition for the discharge of waste under the
Arctic Water Pollution Prevention Act and the implementation of
structural requirements such as double-hulls. Canada hopes to pub-
lish the new regulations in the Canada gazette in early 2017.

The Ballast Water Convention is expected to take effect on

Jean-Marie Fontaine and Jeremy Bolger

Dino Rossi
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Gillian GrantBill Kirrane (left) and Matthew Moore 

Sept. 8, 2017. It was signed by 53 countries, including Canada, but
not the U.S., and represents 53 per cent of the global merchant ship-
ping tonnage. Since the U.S. hasn’t signed on, it will present a
challenge for Canadian shippers operating on the Great Lakes, Ms.
Grant pointed out. “Incompatibilities between U.S. requirements
and the Convention could introduce delays in the regulatory process
needed to align Canada’s regulations with the Convention.”

Since regulatory amendments are needed to bring the Conven-
tion into force in Canada, Transport Canada will continue to apply
the existing regulatory regime which already allows the use of ballast
water treatment, said Ms. Grant. In addition, Canada will continue
to “engage the U.S. and bring solutions to the IMO to improve tech-
nology and the Convention regime.”

Tanker traffic on the West Coast is expected to increase signifi-
cantly if and when LNG production facilities should be constructed
in British Columbia, the seminar was told by Dino Rossi, Partner,
BLG Vancouver. There are twenty proposed LNG terminals in the
province and nine have export licenses to serve Japan and Korea ini-
tially and China over the long term. With investments pegged at
between $190 billion and $280 billion for just three fully operational
plants, the projects would represent the largest private investment
proposals in BC’s history, he added. And with Ottawa’s approval of
the $6.8 billion Kinder Morgan pipeline expansion project in
November, traffic is expected to increase from 100 oil tankers to 440
tankers annually. The expansion will increase oil exports from
300,000 to 895,000 barrels per day.

While a popular view is that Canada has missed the boat on
LNG terminals compared to other countries, especially Australia,
there are plenty of opportunities to catch up, noted Mr. Rossi. Global
markets for LNG are pegged to grow by more than five per cent com-

pounded annually between now and 2025 as more countries opt for
LNG due to its lower emissions and relatively low price compared to
other fossil fuels, he pointed out.

The day’s seminar was led off by a panel discussion entitled
Claims Management and Response from P&I Legal Perspectives,
using a fictitious scenario created from various cases BLG has
worked on. This particular “incident” involved the M/V Ever
Unlucky, a Seaway size bulk carrier of 43,000 Gross Weight Tons
with a Chinese crew and officers. The language of communication
on the bridge was English, although the officers’ command of the
language was not perfect. The vessel was carrying a cargo of steel
coils from Antwerp to Montreal with a harbour pilot onboard for the
berthing operations. As the vessel approached the dock, the pilot
noticed a cargo crane close to where the vessel was to dock but the
Master and pilot concluded they had enough leeway to come along-
side without requesting the crane be moved. The French-speaking
pilot gave instructions in English to the crew who thought the pilot
said go hard to port instead of hard to starboard and to go full ahead
instead of half ahead. As a result, the vessel bumped heavily into the
dock and the bridge wing clipped the crane, resulting in serious
damage to both the dock and crane. Once the vessel was docked,
the captain contacted the ship’s agent to request assistance and the
agent passed the request along to a BLG lawyer. The “accident” was
further complicated when lawyer Findem, representing the terminal
operator, slipped on ice on the gangway while boarding without per-
mission and suffered serious injury.

The panel consisted of BLG Partner Jean-Marie Fontaine,
Matthew Moore, Admiralty Director, The North of England P&I Lim-
ited and Bill Kirrane, Syndicate Management Claims, Steamship
Insurance Management Services Ltd., London. The moderator was
BLG Partner Jeremy Bolger.

Panellists were asked how they would respond to different
steps in the investigation of the mishap, namely shore damage, per-
sonal injury, cargo damage, pollution and financial claims from the
terminal operator for damage to the crane and from the port for
damage to the dock. It was agreed that the first step should be to col-
lect as much information as possible from logbooks and security
cameras to determine what caused the incident, which may also
require interviewing crew members, establish if there were any
onboard injuries and figure out what were the potential liabilities for
the P&I clubs. The investigation may also require local engineers,
surveyors and navigational experts to establish the extent of damage. 

There was a discussion on how to protect the ship’s captain
from liability and whether the pilot could be sued. And if it had been
a major incident, the idea of hiring a PR firm was debated to control
the story and make sure all facts were accurate since “everyone
thinks all ships are oil tankers,” noted Mr. Kirrane.   

t Global Freight Forwarding
t Chartering
t Sea - Air - Land
tWorldwide Network
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CMC’s Burrows: Increased infrastructure investment
would boost growth opportunity for 
Great Lakes – St. Lawrence shipping

In a speech in Toronto, new Chamber of Marine Commerce
President Bruce Burrows called the Great Lakes and St. Lawrence
Seaway a vital engine of sustainable growth that would benefit
from increased infrastructure spending in Canada and the U.S.

“I believe this sector has enormous untapped potential that
can be unleashed to create more marine traffic at lower cost. I’m
convinced that inland and coastal shipping in Canada and the U.S.
has tremendous capacity to grow. And current economic and
political conditions are conducive to seeing this goal realized,”
said Burrows at the Chamber’s annual luncheon. “Shipping is effi-
cient, safe and sustainable. Shipping is vital to growth, trade and
new jobs.”

Burrows, who took up his new post in December, pointed to
promises from incoming President Donald Trump, and the plans
by the government of Prime Minister Trudeau, to invest heavily in
infrastructure spending. “New infrastructure investment will gen-
erate increased volumes of materials being shipped on the Great
Lakes, St. Lawrence and our coasts. Investments in icebreaking
resources, waterways, locks and portside infrastructure, and more
efficient delivery of marine navigational services would unleash
the full sustainable potential of shipping.”

Burrows noted that all signs indicate reduced red tape and
business fees under President Trump and that he hoped the U.S.
administration would work closely with the Canadian govern-
ment to address the “hodgepodge of regulations that currently
govern the bi-national waters that we work within.” 

He also emphasized that marine shipping’s green advantage
bodes well in today’s environmentally- and climate-conscious
world. “With our fuel-efficient ships, we have a lower carbon foot-
print than road or rail. And we enjoy low congestion relative to
other major trade corridors. Marine shipping is an attractive alter-
native for governments committed to a sustainable transportation
future, with the capacity to do even more to accelerate both eco-
nomic and environmental progress.”

CMC Chair Wayne Smith also addressed the audience,
noting that the Chamber’s recently completed merger with the
Canadian Shipowners Association was perfectly timed. Smith

explained: “In the current climate of increasing transportation reg-
ulation and cost, it is clear that we need to better coordinate and
strengthen our industry advocacy efforts and to build new partner-
ships while strengthening existing relationships among North
American business, government and marine industry stakehold-
ers.”

The luncheon, a signature event during a week of industry
meetings, attracted a crowd of more than 200 Canadian and U.S.
shipping, industrial and agricultural executives along with federal,
provincial and local government representatives. Stuart Rothen-
berg, one of Washington’s most highly-respected political analysts
and commentators, was the keynote speaker. Rothenberg is the
founding editor of the Rothenberg Political Report, a weekly
columnist with the Washington Post and a regular guest on
national network television.

Chamber President
Bruce R. Burrows
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L’ADMINISTRATION DE PILOTAGE DES LAURENTIDES (APL) est une
société d’État fédérale chargée d’administrer et fournir des services
de pilotage maritime efficace pour la sécurité de la navigation sur
le fleuve St Laurent et la rivière Saguenay.

The Laurentian Pilotage Authority (LPA) is a federal Crown 
corporation responsible for administering and providing efficient
marine pilotage services for the safety of navigation on the St.
Lawrence and the Saguenay Rivers.

L’APL est à la recherche d’un / The LPA is seeking a : 

DIRECTEUR(TRICE) PRINCIPAL(E) À L’EXPLOITATION
SENIOR DIRECTOR OF OPERATIONS

Le ou la titulaire du poste a le mandat d’assurer la gestion efficace
et efficiente de la direction principale à l’exploitation notamment
les services de pilotage, l’affectation, la station de pilotage et les
services de transbordement ainsi que tout dossier en lien avec la
sécurité de la navigation. Le ou la directeur(trice) principal(e) est
responsable de répondre aux plus hauts standards en matière de
qualité de services, sécurité, fiabilité, rentabilité et respect de l’en-
vironnement.

The incumbent is responsible for the effective and efficient man-
agement of the direction of operations, including pilotage serv-
ices, assignments, the pilot station and transshipment services,
as well as all safety related navigation issues. The Senior Director
is responsible for meeting the highest standards in terms of safety,
quality of service, reliability, cost-effectiveness and respect for
the environment.

Exigences / Qualifications :

•    DEC en navigation ou BAC en administration (est un atout); 
•    Brevet de capacité, Capitaine au long cours, voyage intermédiaire

ou équivalent; 
•    Minimum de 10 années d’expérience en gestion et 

en navigation; 
•    Bilinguisme parlé et écrit. 

•    College Diploma in Navigation or a Bachelor’s degree in 
Administration (is an asset); 

•    Certificate of Competency, Master Mariner, intermediate 
voyage or the equivalent; 

•    Minimum of 10 years of experience in management 
and shipping; 

•    Bilingual spoken & written. 

Pour de plus amples informations, veuillez nous contacter au : 
For more information, please contact us at:

(514) 864-5459 ou/ or
cv@leadersinternational.com 

Leaders & Cie est une firme spécialisée en recrutement de dirigeants et en
recherche fondamentale sur le capital humain. 

JF Hillebrand, a company established in Germany since
1844 and the World leader in the beverage logistics.
Based on the south shore of Montreal, JF Hillebrand
Canada is looking for someone dynamic, motivated and
with a minimum of 3 years of experience in the freight
forwarding/maritime shipping industry to fill our full-time 
IMPORT AND EXPORT COORDINATOR position.

Benefits (after 3 months)
Health Care • Pension Plan • Minimum 2 weeks’ vaca-
tion • Potential Bonus

Requirements:
Bilingual • Team player • Able to work with Word, Excel
and Power Point • Good Computer skills • General
knowledge of the shipping language • Good customer
service skills • Able to perform under pressure
Please send your résumé to Jean Sébastien Bédard at 
J.S.Bedard@jfhillebrand.com

OCEAN EXPORT DOCUMENTATION CLERK
Small freight forwarding company located near Toronto’s Pearson
airport seeks an ocean export documentation clerk with minimum 3
years experience. Responsibilities include timely coordination of
documentation, prepare all documents as required under letters of
credit, obtain bookings from carriers and coordinate delivery of
containers with the truckers.

REQUIREMENTS:

Minimum 3 years experience • Proficient in Microsoft Office 
• Excellent computer skills • Speaking Mandarin considered an
asset • Excellent organizational skills • Able to work in a team
environment • Ability to multi task in a fast paced environment

Please send your resume with salary expectations to:  
shippingjobs2016@gmail.com 

To place a career ad posting in the
Career Centre contact 
France Normandeau: 

france@canadiansailings.ca
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Ports America to develop a new Canadian Atlantic
‘gateway for next-generation ULCVs’
By gavin van marle

A new privately-owned port initiative in the East to
compete with federally-owned ports?
By tom peters

Ports America’s decision to partner
with Sydney Harbour Investment Partners
(SHIP) in a major marine container terminal
project in the port of Sydney, Nova Scotia,
is a significant step in moving the project
forward, said Peter Gillis, President, ILA
Local 1259, Sydney.

The terminal, called Novaporte, has
been proposed for a 500-acre, greenfield
site. A 1,200- acre logistics park called
Novazone, will be built next to the termi-
nal. Montreal-based Canderel Group will
build the park. The estimated total comple-
tion price for both the terminal and park is
$1.6 billion. Start of construction is contin-
gent on the developers finding carriers to
commit to moving sustainable amounts of

US container terminal operator Ports America has signed an
agreement with Sydney Harbour Investment Partners (SHIP) to
develop a new deep-water box port on Canada’s east coast. Known
as Novaporte, a 500-acre area in the port of Sydney, Nova Scotia, the
project surrounds the construction of a greenfield container terminal
capable of handling 18,000 TEU vessels and hands Ports America a
40-year operating contract.

The development could turn Canada’s Atlantic seaboard into a
new area for port competition – Nova Scotia is also home to the port
of Halifax, which last month launched public consultation on a new
masterplan to develop its container facilities which would allow two
ultra-large container vessels (ULCVs) to berth at the port simultane-
ously.

Earlier this year,  in the adjacent province of New Brunswick,
DP World signed a 35-year lease agreement with Saint John Port
Authority to operate and develop its Rodney Container Terminal. It
took over operations on 1 January and has committed to an expan-
sion plan that will see a new 350-metre deepwater berth at the
facility by 2021.

However, these development prospects have been thrown into
doubt following an announcement from Ports America and Nova-
porte. Peter Ford, Chief Strategy officer at Ports America, said:
“Novaporte is a uniquely located deepwater port able to handle the
largest of the next generation of ultra-large container vessels. “Geo-
graphically, it is the first stop for vessels on the Great Circle Route
from Europe and Asia via the Suez. It has abundant land, an adjacent
1,200-acre logistics park and is located in a foreign trade zone. Add
to that abundant power, road and rail, as well as a skilled work force,
and you have the makings of an east coast gateway for the next gen-
eration of super ships.”

Albert Barbusci, founding partner of SHIP, said, “We are excited
about partnering with Ports America, the largest terminal operator
and stevedore in the United States. In all our partnerships including
financial, construction, engineering, marine equipment and technol-
ogy relationships, we have looked for industry leaders. Ports
America fits this description exactly. “Its experience covers all
aspects of marine operations from containers, to bulk, breakbulk,
world-class cruise terminals, intermodal and ro-ro facilities.”

The terminal is expected to take two years to build, although
Ports America added that construction would  only begin “after
establishing sufficient customer volume commitments”, a policy that
could be affected by the ports of Halifax and Saint John also compet-
ing for the same business.

Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)
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cargo over the facility.
Gillis is confident Ports America, which operates 80 terminals

in 40 ports, will get the carriers. Ports America, he said, deals exclu-
sively with the ILA for labour and “they already have significant
contracts with all of the major carriers through the U.S. I believe that
even before this announcement was made, they had dialogue with
the carriers. They knew this was coming.” Gillis said “Ports America
is committed to coming here to do this in Sydney. They believe in
Sydney and they want this to be the gateway (to North America).”

The ILA spokesman alluded to the Melford proposal to build a
mega terminal in the Strait of Canso which is also looking for carri-
ers. “I think this is a race to the wire with these two entities,” he
said.

There have been concerns expressed within the marine indus-
try that a Sydney terminal would impact other ports in the region
such as Halifax and Saint John. But Albert Barbusci, a founding part-
ner of SHIP, (formerly Harbour Port Development Partners) has said
in past interviews that the Sydney facility will not impact the port of
Halifax. Sydney is going after the very large container ships, 14,000
TEUs and up that will be too large to get into several East Coast
ports. He said he wants Novaporte to be a transhipment terminal
where large vessels can unload boxes and have those containers
reloaded onto smaller ships for delivery down the East Coast. “Hali-
fax is talking about a possible merger between Ceres and Halterm
but we still don’t see the opportunity for them to turn it into a super
hub. We don’t see it because where are they going to get the land?”,
he said. “I know there are rumours about moving across to Dart-
mouth, but when is that going to happen? Are you talking in about
a decade? They haven’t put together a master plan and no time
lines,” he said.

“Regardless, Halifax will survive somehow. They have traffic
today and they will have traffic tomorrow, whether they go across
the harbour or not. So it comes down to the Melford or Sydney site,”
he said. But regardless of what happens in Melford or Halifax, Bar-
busci said, “We are focused on our own game plan. Halifax doesn’t
interfere with, or impact our plans.”

Halifax and Port of Saint John, which has launched its own ter-
minal expansion project, had little to say about development in

Sydney.
Saint John’s Paula Copeland said the port is not concerned

about a Sydney terminal. “Our plan is well underway for moderniza-
tion and the detailed engineering and design work is about to start.”
DP World Saint John will take over terminal operations in January.

Lane Farguson of the Halifax Port Authority, said, “It would be
inappropriate for us to comment on another port or proposed devel-
opment. We will continue to focus on maintaining and growing
business through Halifax.”

A major factor in the development of Novaporte will be rail
access. The Cape Breton and Central Nova Scotia Railway, owned by
U.S. rail company Genesee and Wyoming (G&W), connects Sydney
to CN’s main line in Truro. However, G&W closed the section of line
in Cape Breton from St. Peter’s Junction to Sydney a few years ago
because of lack of business. Their plans were to abandon that section
of rail line. To revive that section to carry doublestack rail cars and
also build a required spur from the CBNS to a new terminal, would
require a multi-million dollar investment. There have also been
reports that the line from St. Peter’s Junction to Truro would also
need upgrading.

G&W, however, appears ready to invest if new cargo volumes
are forthcoming. G&W spokesman Michael Williams said in an
email, “Our freight railroads are always prepared to invest in infra-
structure to support sufficient committed volumes and have a long
history of doing so.”

Cape Breton Regional Municipality Mayor Cecil Clarke, said
“We are seeing the positive progress of a Cape Breton-led develop-
ment effort through the municipality and First Nations partners, the
development team in Montreal and our global associates. With our
new terminal operators, Ports America, the port of Sydney is in a
strong position to realize this transformative opportunity.” 

First Nations communities are also part of the development
equation. They own 250 of the 1,200 acres set aside for the logistics
park, Novazone. This land will be among the first sites developed.
The focus of Novazone, situated within a foreign trade zone, will be
to manage both imports and exports including those with value-
added components. 

Sydney, NS, getting closer to decision on new
container terminal and expansion of cruise terminal
By tom peters

Sydney Harbour Investment Partners
(SHIP) is continuing the process it hopes will
lead to the development of Novaporte, a
modern, mega marine container terminal
capable of handing the world’s ultra large
container ships. SHIP recently received a
five-year extension to an agreement with
Cape Breton Regional Municipality (CBRM)
to exclusively market and develop the port.
CBRM’s  council voted 9 to 4 in favour of
extending the agreement. SHIP, formerly
Harbour Port Development Partners, has
proposed the marine project calling for con-
struction of a terminal on a 500-acre
greenfield site, owned by the municipality,
with an adjacent 1,200-acre logistics park
called Novazone. The Canderel Group of
Montreal is to build the park. New Jersey-
based Ports America, the largest terminal

operator and stevedoring company in the
U.S., recently signed an agreement with
SHIP to be the terminal operator.

SHIP’s plans call for a semi-automated,
deep-water terminal with capabilities to
handle vessels with capacities of 13,000
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DP World inaugurates operations in Saint John, NB
By tom peters

TEUs (20-foot equivalent units) and greater. SHIP wants Novaporte
and Novazone to become a transportation hub for the region with
transshipment and transload facilities. Private financing is in place to
build the terminal and Chinese Communication Construction Com-
pany (CCCC) says it will build Novaporte. 

At a public session in December, it was announced that the esti-
mated cost to construct Novaporte is $970 million including an
estimated $50 million to upgrade the railway and $2 billion to com-
pletely build Novazone.

SHIP founding partner Albert Barbusci said in an email that Ports
America will “assist us in securing the minimum volume (container)
commitments required to start our development.” He said Ports Amer-
ica will decide what the minimum requirement is “but my best guess
is 200,000 TEUs. (annually). “SHIP is one giant step closer to realizing
its strategic goals and objectives in order to launch the development,”
Barbusci said.

Peter Ford, Chief Strategy Officer at Ports America, said, “Nova-
porte is a uniquely located deep water port able to handle the largest
of the next generation of ultra-large container vessels.” The site has
abundant power, road and rail, as well as a skilled workforce and Ford
said it could be “an East Coast gateway for the next generation of
super ships.” Novaporte will employ the latest technology to become
the greenest, most cost efficient port on the continent, he said.

Marlene Usher, CEO of the Port of Sydney Development Corp.,
said having Ports America onboard is significant because, “they have
key and deep relationships with all the major shipping lines and they
handle over 14 million TEUs annually.”

Barbusci said a feasibility study on the proposed terminal was car-
ried out by CCCC and “is now being validated by our new partners. I
personally feel very confident that we will drop the last anchor in
2017 which will lead us to a ground breaking event.” 

A major requirement in becoming a transportation cargo hub is
rail connection. The Cape Breton and Central Nova Scotia Railway,

which connects Sydney to the CN main line in Truro, NS, is owned
by Genesee and Wyoming (G&W) which presently does not operate
the section of the line from St. Peter’s Junction to Sydney (Sydney Sub-
division). 

The railway stopped operating that Cape Breton line a few years
ago because of a lack of business. G&W actually has plans to abandon
that section. Various reports have stated it would cost in excess of $30
million to upgrade the Sydney Subdivision to handle doublestack rail
cars – in addition, a spur line to a new terminal would be required.
G&W is keeping a watch on the Sydney proposal and has indicated
that if the cargo volumes were there, they would be prepared to invest
in the line.“Our freight railroads are always prepared to invest in infra-
structure to support sufficient committed volumes, and have a long
history of doing so,” G&W’s Michael Williams said in an email.

In addition to the proposed container terminal, funding has been
announced for the construction of a second berth for the port’s cruise
industry. The $20-million project will be funded equally by the three
levels of government. Design and engineering for the 287-metre berth
is expected to get under way immediately. The project could be com-
plete by the fall of 2018 depending on weather. 

In 2016 cruise ships brought over 82,000 passengers to Sydney
and generated significant economic impacts to Sydney and surround-
ing region. In 2017, Sydney is projecting 90 cruise calls, and 137,500
passengers.

“The second berth is an investment in the future prosperity of
our island,” said Cecil Clarke, Mayor, Cape Breton Regional Munici-
pality. “A growing, working port is crucial to our economy.  We are
moving forward by sustaining and creating jobs while welcoming hun-
dreds of thousands of visitors to Cape Breton Island,” he said.

Bernadette MacNeil, the port’s Manager of Marketing and Devel-
opment said, “As cruise ships are being built larger in size, the second
berth will enable the port of Sydney to not only grow the industry but
more importantly, will provide the ability to sustain it.”

DP World’s success in the port of Saint John will be a twofold
strategy, taking a value-added approach while building container vol-
umes, says Curtis Doiron.

Dubai-based DP World, which operates over 75 marine and
inland container terminals on six continents, officially took over the
operation of Saint John’s Rodney Terminal, under a 30-year lease, in
January, 2017. The terminal is in the early stages of a multi-year,
$205-million expansion which, when complete, will allow for the
berthing of larger ships. In addition to the container facility, DP
World also took over the operations of Saint John’s Navy Island Ter-
minal, which at one time handled various breakbulk cargoes and
now handles bulk products such as salt and petroleum coke (pet-
coke) for NB Power. 

Doiron, DP’s Terminal General Manager in Saint John, sees
opportunity for the Navy Island facility, which has 450,000-square
feet of covered storage space and on-dock rail service “that will meet
the needs of miscellaneous breakbulk opportunities that may present
themselves” plus it will serve “quite nicely” for other operations
such as warehousing, container consolidation, stuffing and other
services, he said. 

The contract in Saint John gives DP World a presence on the
East Coast and is its fourth location in Canada. It has terminal oper-
ations in Vancouver, Prince Rupert and Nanaimo, all in BC. 

Doiron said DP World’s interest in Saint John stemmed from
the fact the company didn’t have “an East Coast installation within
the DP network, and if we are successful it will not be just another

container terminal. That market perhaps is a bit of a supply and
demand issue, heavily weighted on supply and less on demand in
Atlantic Canada, especially when you factor in development projects
in Nova Scotia,” he said, referring to proposed mega container ter-
minals for Sydney and Melford. 

In Saint John, Doiron said DP World will take an added-value
approach “to the marketplace beyond just containers, reaching fur-
ther into the supply chain to supply ancillary services which will
ultimately result in more container movements through the port. We
think what Saint John has is a unique value proposition in that there
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Saint John Port Authority Board appointments

Saint John Port Authority announced the appointment of
Donna Gates as a new Director to its Board. She joins the Board as
a federal appointee for a term of three years. She is Executive Direc-
tor of Living SJ, a network of government, non-profit, business and
neighbourhood organizations to help end generational poverty in
Saint John.

Additionally, the Board elected a new Chair, Philip Brewer, and
Vice Chair, Kathy Craig, who were each appointed for a two-year
term. Mr. Brewer has been a Board member since 2011, which he

served in various capacities. He was the owner and President of Cox
Electronics and Communications for more than 30 years, and has
served on a number of corporate and community Boards.

Kathy Craig has been a Board member since 2014. Ms. Craig
holds an MBA from University of New Brunswick, and has served
on the Boards of a number of other local organizations. She is former
Executive Director of FacilicorpNB, receiving the designation of one
of Atlantic Canada’s Top 50 CEOs in 2003.

KATHY CRAIGDONNA GATES PHILIP BREWER

is infrastructure (Navy Island) directly in the
port.”

Doiron said Saint John also has “an
extremely engaged and reliable workforce
in the ILA” with a skill set that is very well
versed in all types of cargo. “The workforce
here, just by virtue of the evolution of the
business, understands the dynamics of
working with different types of cargo and
do it very productively,” he said. An addi-
tional plus to the port’s infrastructure is its
rail access provided by CN. “If I look at
what is available to grow our business
today, it is CN,” said Doiron. There may be
other rail opportunities in the future, he
added, but for now “CN is the product and
certainly they provide an excellent service.” 

Before DP World began operations in
the port, Saint John lost one of its major cus-
tomers, Tropical Shipping, which moved its
vessels to the port of Halifax. Tropical,
which maintains its administration in Saint
John, moved over 40,000 TEUs over Saint
John annually, approximately half the port’s
container volume. 

Doiron said DP World had no real indi-
cation that Tropical was leaving and it was
“disappointing” to see them go. “They
would have been a good customer to work
with here but, having said that, it doesn’t

change our game plan in terms of growing
the business. It means the starting point is a
bit further back than we would have liked,
but it’s full steam ahead and we are fully
engaged and we think there are growth
opportunities,” he said.

Although Doiron said the company
will pursue a value-added services strategy,
DP World’s core business is containers. The
fact that Saint John could potentially be in a
market with major new container terminals
in Sydney, Cape Breton, Melford, Nova
Scotia and possibly a new major terminal in
Halifax won’t necessarily be a bad thing,
said Doiron.

If the Sydney and Melford projects do
happen, “it certainly will present an inter-
esting dynamic to the marketplace. From
what has been said in the media about their
strategies, I understand they want to go
after big ships and certainly we are not a big
ship terminal for a variety of reasons,” with
one being the fact the port has tidal restric-
tions, he said. “So from our perspective, it
could work to possibly enhance our service
offering. If a Melford or Sydney or even Hal-
ifax has a long-term strategy to go after big
ships and establish a marine hub and spoke
type concept, I think a terminal like Saint
John could be a critical piece to that supply

chain solution,” he said.
The hub and spoke strategy mentioned

for Sydney, for example, would see vessels
with capacities of 13,000 TEUs and greater
unloading containers and then loading them
back onto smaller ships destined for ports
that can’t take the deeper draft vessels.
Those smaller ships of 1,500 to 2,000 TEUs
or even 5,000 TEUs, small by today’s stan-
dards, “are still going to need a home” and
DP World feels it could play a key role in the
hub and spoke world. 

“But there are a lot of things that have
to happen and it wouldn’t be real fast. We
will watch it with interest and will adjust
our strategy along the way, if need be. But
we also have to be realistic in the port com-
munity as to what we can offer in the
marketplace and focus on that,” Doiron
said.

DP World, which will have an admin-
istrative staff in Saint John of twelve, has
already backed up its commitment to the
port with the purchase of two post Panamax
cranes. The cranes, purchased in Charleston
for over $10 million, are used but in excel-
lent condition, said Doiron. They have a
reach of 16 containers wide and seven con-
tainers high and designed to handle vessels
up to 6,500 TEU capacity. 
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CN and CP announce Q4 and 2016 year-end results
Both of Canada’s major railways

announced results for the period ended
December 31, and for the second year in a
row, the effects of a sputtering economy
were well in evidence.

Although fourth quarter revenues
were up 1.6 per cent, CN’s revenues for the
year declined by 4.5 per cent to $12.03 bil-
lion. However, because of tight control over
expenses, operating income for both the
quarter and the year were up. In fact, oper-
ating expenses as a percentage of revenues
declined steeply from 58.2 per cent to 55.8
per cent during the year, a new record, as
far as we can tell. Net income for the year
rose 2.9 per cent to $3.64 billion. Cash flow
from operations increased by 1.2 per cent to
$5.20 billion. “Free” cash flow, the amount
remaining from operating cash flow after
subtracting net investments made during
the year and dividends paid to investors,
declined slightly to $1.43 billion.

During the year, CN repurchased 27.1
million shares at a cash cost of $2.05 bil-
lion. Shareholders’ equity declined from
$14.95 billion as at the end of 2015 to
$14.84 billion as at the end of 2016. As at
the end of 2016, 60.0 per cent of CN’s total
assets were financed by short-term and
long-term debt, a slight deterioration over
the year-end 2015 ratio of 58.9 per cent.

CP’s revenues declined 7.2 per cent
during the year, to $6.23 billion. At 58.6
per cent, operating expenses, as a percent-
age of revenues, were significantly reduced
from 60.0 per cent recorded in 2015, and

represented a new record. As a result of
tight cost control, net income during the
year increased from $1.35 to $1.60 billion.
Cash flow from operations declined from
$2.46 billion in 2015 to$2.1 billion in
2016. “Free” cash flow declined from $1.1
billion in 2015 to $768 million in 2016. 

During the year, CP repurchased
shares at a cash cost of just over $1.2 bil-
lion. CP’s balance sheet as of December 31,
2016 shows that 75.9 per cent of its total
assets were been financed by short and long

term debt. By way of comparison, as at the
end of 2015 this number stood at 75 per
cent, while the number as at the end of
2014 was 66.1 per cent.

For CN, the bright spots in 2016 were
forest products and automotive, which pro-
duced the largest revenue gains (4 and 6
per cent respectively). Revenue tonne miles
declined by 5 per cent during the year,
while freight revenue per revenue tonne
mile declined slightly from 5.3 cents in
2015 to 5.28 cents in 2016. Carloads fell by

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

CN CN CP CP
2016 2015 2016 2015

Revenues $3,217 $3,166 $1,637 $1,687 
Less: operating expenses $1,822 $1,812 $920 $1,010 
Operating exp as % of revenues 56.64% 57.23% 56.20% 59.87%
Operating income $1,395 $1,354 $717 $677 
Other expenses and (income) $32 $103 $190 $221 
Net income before income taxes $1,363 $1,251 $527 $456 
Less: income taxes $345 $310 $143 $137 
Net income  $1,018 $941 $384 $319 
Net income as % of revenues 31.64 29.72 23.46 18.91
Comprehensive income $491 $1,157 $18 $955
Cash  flow from operations $1,378 $1,293 $768 $623
Capital expenditures, net $581 $642 $251 $414
Dividends paid $287 $246 $73 $54
"Free cash flow" $510 $405 $444 $155
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Results for the year ended December 31
(in millions of C$)

CN CN CP CP
2016 2015 2016 2015

Revenues $12,037 $12,611 $6,232 $6,712 
Less: operating expenses $6,725 $7,345 $3,654 $4,024 
Operating exp as % of revenues 55.87% 58.24% 58.63% 59.95%
Operating income $5,312 $5,266 $2,578 $2,688 
Other expenses and (income) $385 $392 $426 $729 
Net income before income taxes $4,927 $4,874 $2,152 $1,959 
Less: income taxes $1,287 $1,336 $553 $607 
Net income $3,640 $3,538 $1,599 $1,352 
Net income as % of revenues 30.24 28.05 25.66 20.14
Comprehensive income $3,049 $4,198 $1,277 $2,094
Cash  flow from operations $5,202 $5,140 $2,089 $2,459
Capital expenditures, net $2,610 $2,706 $1,066 $1,127
Dividends paid $1,159 $996 $255 $226
"Free cash flow" $1,433 $1,438 $768 $1,106

5 per cent during the year, but increased by 3 per cent during the
fourth quarter. Freight revenues per carload during the year were up
slightly from $2,170 to $2,176. 

During the year, CP recorded 135.9 billion revenue tonne
miles, representing a drop of about 6 per cent compared to 2015.
Freight revenues declined in all categories, except fertilizers and sul-
phur, forest products and chemicals, which were up, respectively, by

4, 10 and 1 per cent. CP suffered its steepest decline in revenues
from the carriage of crude oil, which was down by 66 per cent from
2015. 

However, train miles decreased by 11 per cent to 8.4 million.
And average train weights, train lengths and train speed all rose,
indicating that CP managed to make the best of declining traffic vol-
umes. 

EDC: Confidence in America
By peter g hall, viCe presiDent anD Chief eConomist

To say that world confidence in Amer-
ica has taken a bit of a hit in the last year is
likely an understatement. Moreover, in the
‘grey zone’ between the end of the election
and Day 1 of the presidency, that confi-
dence has likely drifted lower. But
confidence within America could hardly be
more different. Indicators show a post elec-

tion surge in the ‘feel-good’ factor south of
the border that really seems to defy belief.
What is going on down there?

Well first off, if the rest of us are all
feeling the opposite, why do we care? Pre-
cisely because consumers and businesses
that are upbeat tend to spend and invest a
lot more than when they’re gloomy. And

stateside, we’re talking about consumers
that make up almost 70 per cent of the
world’s largest economy, directly account-
ing for 12-13 cents of every dollar spent
worldwide. If something is stirring this pow-
erful group, just about everyone feels the
positive effects, either directly or indirectly.
Businesses aren’t as large a chunk of the
economy, but their influence has a very
global reach. If their view of things has
brightened, there could be a sea change in
investment behavior in the offing. Why?
First, after years of under-investment, they
are generally cash-rich. Second, outside of
the resource sector there are some pretty
tight capacity constraints that need to be
addressed. In the past, this has generally
benefited the world economy.

How dramatic is the up-shift in senti-
ment? According to the Conference Board,
consumer confidence leapt almost 13 Index
points in November and December, reach-
ing a height last seen in mid-2001. That’s
really saying something. This is a variable
that has traced out the major movements in
the US economy with precision over the
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Truckers bite into the rail operators’ share of North
American intermodal traffic
By alexanDer Whiteman

Intermodal traffic on North America’s
railways lost out to cheaper trucking alter-
natives last year. More haulage capacity
opened up,  pushing  full-year revenues at
intermodal operators down across the
board. Of the six major North American rail-
roads, only Norfolk Southern (NS) and
Canadian National (CN) reported volume
growth. Warren Buffet-owned BNSF does
not report its numbers.

Union Pacific (UP) experienced the
biggest dent in its  intermodal revenues,
which tumbled 9 per cent year-on-year. At
Canadian Pacific (CPR) and Kansas City
Southern (KCS), the declines exceeded 5
per cent; while CN, CSX and NS declines
were more muted, at around 1 per cent.

A UP spokesperson declined to provide
any further explanation than that offered by
Chief Marketing Officer Beth Whitehead at
the company’s full-year results. She said
total intermodal volumes would have been
up 2 per cent  instead of down 6 per cent
were it not for the collapse of Hanjin.

CN saw volumes rose 2 per cent year-
on-year against declining revenues, and
Chief Marketing officer Jean-Jacques Ruest
said international volumes had remained
flat following Hanjin’s bankruptcy. “But we
are well on our way to recovering the vol-

past economic cycle. From pre-recession heights, nationwide confi-
dence plunged to depression-like levels in 2009, a terrifying chasm
that was mercifully short-lived. Confidence rebounded – but to
recessionary levels, where it parked stubbornly for five years. Finally,
confidence moved steadily into the ‘normal’ zone, but then parked
at that plateau for another two years. Decent, but hardly recovery-
style performance. Then, an uptick that began in June – capped by
the October-November surge.

It’s not alone; the other major gauge of consumer coziness is
the University of Michigan survey. A slightly different measure that
doesn’t always agree with the Conference Board’s marker, this one
is currently singing out of the same song book. It too saw a two-
month vault that put it at its highest peak since a one-month wonder
in early 2004, and more importantly since a sustained peak in 2000.
Like its rival, this Index’s new high came primarily from a surge in
the future expectations component.

Is it just consumers? Hardly. The NFIB has been conducted
since mid-1975, and since then there has never been a surge in con-
fidence like the November-December movement. The rise was
meteoric, instantly catapulting the series back to 2004 levels.
Although less dramatic, the Duke-Fuqua CFO survey posted a 4th
quarter result on optimism that is the highest since early 2007.

Confidence is no guarantee of higher GDP growth. However,
when lined up with decent underlying fundamentals, the index does
tend to reflect stronger economic growth. In the early 1970s and
again in the early 1980s, surging confidence was consistent with

impressive increases in GDP. The same was true in the mid-late-
1990s, but we haven’t really seen a similar recovery-style rally this
time around. What we’re now seeing could be it.

What might it mean? While others may be doubting America,
all evidence of self-doubt stateside seems to have been erased. It
stands in stark contrast to their election’s acrimony, but if sustained,
it marks the return of this cycle’s great ‘missing ingredient’, and
could be the most refreshing change to the economic picture that
we’ve seen in this dubious decade.

The bottom line? Pummel an economy, then dash hopes of a
return to growth for seven long years, and you create a downcast
and disillusioned population that becomes increasingly difficult to
revive. Strange as it seems, America seems to have rustled up the
remedy this summer. If so, the economy could go into a higher gear
by itself – without the need of a policy potion.

This commentary is presented for informational purposes only. It is
not intended to be a comprehensive or detailed statement on any
subject and no representations or warranties, express or implied,
are made as to its accuracy, timeliness or completeness. Nothing in
this commentary is intended to provide financial, legal, accounting
or tax advice nor should it be relied upon. Neither EDC nor the
author is liable whatsoever for any loss or damage caused by, or
resulting from, any use of or any inaccuracies, errors or omissions
in the information provided

umes with other shipping lines, especially
with the DP World terminal expansion [in
Prince Rupert] coming in July and the
reshaping of the world’s shipping alliances,”
he said.

While not openly admitting the impact
of trucking on its  results in 2016, Ms.
Whitehead said UP expected to benefit
from tightening truck capacity this year, a
view echoed by her opposite number at NS,
Alan Shaw, where a modest upturn in vol-
umes did little to prevent declining
revenues. “We expect intermodal volumes
and revenue per unit in 2017 to benefit
from tightening capacity within the truck-
ing market, particularly, later in the year,”

said Mr. Shaw.
Increasing revenue per unit did little to

salvage CSX’s year, with both revenues and
volumes down 1 per cent year-on-year in
stark contrast to average annual growth of 7
per cent over the last decade. A spokesper-
son told The Loadstar that a cycle of
international account loss had been  partly
responsible. Available truck capacity, com-
bined with specific short-haul losses, led the
domestic volume declines in the fourth
quarter.

KCS chief marketing officer Brian Han-
cock said the Mexico-US cross-border
operator had seen a similar trend. “Our
intermodal business continued to see signifi-
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cant competition from inexpensive trucking and industry consolida-
tion among major ocean shipping lines.”

According to DAT, which supplies trucking volumes and rates
data, volumes carried by road hauliers in the US increased for the
sixth straight month in December, up 8 per cent on November and
almost back to a June-high. Rates also edged up 1 per cent compared
with December 2015.

Data from the American Trucking Association depicted a year
of yo-yo fortunes for road hauliers – although it was a year in which
volumes closed 2.5 per cent up compared with  2015, despite a
depressed end-of-year performance with December volumes margin-
ally down 0.7 per cent on 2015.

ATA Chief Economist Bob Costello said: “I don’t recall a year
with so many large swings on a month-to-month basis [month-on-
month, November volumes increased 8.2 per cent, while December
volumes declined 6.2 per cent]. “Looking ahead, there are some pos-
itive signs for truck tonnage, including the continued spending by

consumers, larger wage gains and solid home construction,” he
added.

CP President and Chief Commercial Officer Keith Creel said
the company would be further focusing its efforts on taking back the
trucking sector’s share of the intermodal market. “I am talking about
competing with truck share and taking trucks off the road and put-
ting them on the rail,” said Mr. Creel.

Similarly, CSX expects a strong demand for its intermodal prod-
uct long-term, and will focus on its highway-to-rail conversion
scheme this year, which aims to tempt shippers away from trucks to
rail. “The addressable market for highway-to-rail conversions
remains about 9 million truckloads in the eastern US,” the
spokesperson told The Loadstar. “Longer term, we expect domestic
intermodal growth in the 5-10 per cent range, and on the interna-
tional side, we are experiencing growth with several customers.”

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

Container shipping needs huge wave of redundancies
to get back to profitability
By mike WaCkett

The global container shipping industry needs to reduce its land-
based workforce by 31,000 to improve efficiency, according to
SeaIntelligence Consulting CEO Lars Jensen. In a November issue of
SeaIntel Sunday Spotlight, he claims the lines’ land-based staff had
improved efficiency in the past year, but more needs to be done to
regain profitability. He said: “There is no strong correlation between
size and employee efficiency, indicating that this competitive advan-
tage is related to business process management, not the size of ships
or networks.” Mr. Jensen argues that all liner shipping companies
need to become as efficient as the best performer, and SeaIntel analy-
sis places Hapag-Lloyd marginally ahead of Maersk Line.

Indeed, Hapag-Lloyd and niche operator Wan Hai are the only
top-20 container lines to report a net profit in the third quarter of a
year that could see cumulative industry losses exceed $10 billion.
The German carrier reported a $9 million net profit and $73 million
of EBIT, compared with Maersk Line’s $116 million loss and $153
million negative EBIT.  Mr. Jensen commented: “Productivity
improvements lie at the heart of this result.”

He identified three key developments in Hapag-Lloyd’s above-
par performance:

• transported volumes up by 4.6 per cent, against a marginal 0.7
per cent increase in capacity – hence vessel utilisation increased
by 3.9 per cent;

• the fleet decreased by 5.4 per cent, meaning equipment usage
increased by 10 per cent;

• productivity, measured as the number of TEUs handled per
land-based employee, increased by 5.7 per cent.

Mr. Jensen suggested that if every shipping line wanted to
increase the productivity of their land-based staff to the same degree,
the global workforce would need to be reduced by around 31,000.

Meanwhile, third-ranked carrier CMA CGM was the latest car-
rier to post a third-quarter loss as its trading deteriorated during the
period, resulting in a $268 million quarterly loss and a nine-month
loss of $496 million. The French carrier’s bottom line was not
improved by its acquisition of Singapore’s NOL, which contributed
to the group loss with a negative result of $66m during the three
months. CMA CGM said the “reorganization of APL (NOL’s con-
tainer arm) and CMA CGM lines” would be completed in time for
the carrier’s launch of the Ocean Alliance next April, which is in

partnership with Cosco, Evergreen and OOCL.
Notwithstanding that CMA CGM has vowed to keep the APL

brand alive, there will no doubt be a number of operational and back
offices synergies available following the acquisition that will result in
a downsizing of the combined workforce.

In a similar vein, the proposed merging of the container busi-
nesses of Japanese shipping lines, K Line, MOL and NYK will also
substantially reduce the number of employees required. Although
the Japanese container line merger is not scheduled to be completed
until April 2018, The Loadstar understands that plans are already
advanced to reduce the consolidated head count substantially while
existing staff from the three carriers are being ‘invited’ to apply for
jobs in the new organization.

This is further depressing news for liner staff and follows the
bankruptcy of Hanjin Shipping which resulted in hundreds of
directly employed staff being dismissed and perhaps many more indi-
rectly employed also losing their jobs.

Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)
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Warning to shippers that delay signing contracts with
container lines: rates could jump 40 per cent
By mike WaCkett

Shipping charter market set to sink lower with more
ULCVs due to be delivered
By mike WaCkett

Larger containerships are increasingly being consigned to hot or
cold lay-up in harbours around the world as more new ultra-large
container vessels (ULCVs) are delivered. In November of 2016
alone, MSC received 19,462 TEU MSC Mirjam and 19,437 TEU

Ocean carriers were in confident mood, with most container
lines announcing increased FAK (freight all kinds) rates from 1 Feb-
ruary. 

The dilemma for those Asia Europe shippers out of contract – in
a tradelane where contract rates generally run from 1 January to 31
December  –  is whether to hold off signing new higher rate deals
until after the Chinese New Year. In recent years it has been a smart
tactic for shippers to hang on until the holiday, which this year starts
on 28 January, when demand traditionally weakens. But, analysts
have warned that this year postponing rate negotiations with carriers
comes with a health warning. And in a chilling message for shippers,
Drewry said that in “worst case scenarios” contract rates could leap
by as much as 40 per cent this year. It added that it expected average
contract rates to rise by 12 per cent and by 14 per cent on the main
east-west routes.

Patrik Berglund, CEO of container freight pricing platform
Xeneta, said: “I think it is a big risk that shippers / BCOs have post-
poned their contract negotiations.” He believes  it might now be
better for them to wait until the end of the first quarter to resume
rate negotiations, to see what happens  post-CNY. However, he
added: “I’ve got to stress that this is a risk, because, if the rate
increase related to the CNY stays, then shippers will be worse off.”

Meanwhile, there was no significant movement in container
spot rates ahead of the Chinese new year holiday. The Shanghai
Containerized Freight Index (SCFI) recorded spot rates for Asia-
North European and Mediterranean ports at $1,052 and $1,004 per
teu respectively, both ticking down marginally on the week. And for
the transpacific, SCFI spot rates were off just 2.3 per cent on the
week for the US west coast, at $2,167 per 40ft, while for east coast
ports, rates were up 1.5 per cent to $3,647 per 40ft.

Traditionally spot rates fall during the lunar holiday  and the
immediate period following, due to soft demand, but this year could
buck that trend due to high load factors on export vessels ex Asia,
resulting in a significant rollover of cargo. 
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Anecdotal reports coming into The Loadstar indicate that most
voyages bound for Northern Europe are overbooked, and that carri-
ers are being “selective” over  the containers they load, leaving
low-rated contract cargo on the quayside. As a consequence, one
senior manager of an Asia-UK NVOCC told The Loadstar he had
been obliged to pay higher spot rates to secure space, despite having
a rolling contract in place with a number of carriers.

Meanwhile, Westbound Shipping Services, an NVOCC based at
DP World London Gateway, said this week it had been approached
by many companies who had hitherto enjoyed sub-economic freight
rates, but were now experiencing major service issues.

Commenting further on the low rates still being touted in the
market, Westbound warned: “The catch simply is: the vessels are
full so low rates are not worth the digital screen they are typed on!”

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

MSC Erica, while Evergreen took delivery of 14,424 TEU Taurus
and NYK received 14,026 TEU NYK Crane.

MSC Mirjam has joined the Asia-North Europe Shogun/AE1
loop of the 2M alliance, replacing 16,810 TEU Eugen Maersk.
Eugen Maersk and sister vessel Edith Maersk are expected to be
redeployed onto the 2M’s Europe-Asia-US west coast AE6-TP6/Lion-
Pearl pendulum service in a strategic upsizing move on the
tradelane.

This relentless cascading creates severe headaches for carrier
operations staff tasked with redeploying displaced owned and long-
term chartered tonnage onto other trades.

According to Drewry Maritime Research, there are 34 contain-
erships of 8,000-10,000 TEU in lay-up; 13 of 10,000-12,000 TEU
and 21 ULCVs of over 12,000 TEU idled. “Prospects for these large
ships are expected to remain dim until the spring, when the launch
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of the Ocean and THE alliances, scheduled for April, will spur char-
tering activity,” said Alphaliner.

The spike in the number of redundant bigger containerships is,
in part, also a result of the demise of Hanjin, as a third of the South
Korean carrier’s fleet of 622,000 TEUs consisted of ships of 10,000
TEUs and over. Alphaliner adds that there are 10 former Hanjin-con-
trolled ships of 8,500-10,000 TEUs lying idle, yet to enter the spot
market.

According to Alphaliner, the number of idle containerships at
28 November reached 357 units, 1.5 million TEUs, equating to 7.4
per cent of the global cellular fleet. It said: “The container charter
market continues to battle through a depressed environment….over-
supply remains at a substantial level for most ship sizes.”

However, it is the classic panamax sector of 4,000-5,100 TEU
ships that continues to suffer most: 75 are currently seeking employ-

ment around the world. The segment “remains chronically oversup-
plied”, said Alphaliner, and the consultant expects the situation to
get worse by the end of the year, as a number of panamax vessels are
due for redelivery in the next few weeks.

Nevertheless, a moribund containership charter market is good
news for carriers which are able to pick up tonnage very cheaply,
and with no long-term commitment. For example, a broker notes
that Maersk Line recently snapped up 5,039 TEU CSL Manhattan at
$4,100 per day on a two-month time charter with options  for 12
months, including free positioning. In January 2015, Maersk would
have paid $15,000 a  day for the same ship, for a 12-month time
charter plus options, and would have been required to take the
vessel on hire from its spot position.

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

Port of Antwerp bucks regional trend as it passes 10
million TEU marker in 2016, and appoints new CEO
By alexanDer Whiteman

In 2016, the port of Antwerp will have handled more than 10
million TEUs for the first time in its history, according to its end-of-
year 2016 forecast. Figures released by the Port suggest container
traffic  exceeded 117.9 million tonnes over the 12-month period,
equating to more than 10 million TEUs. While final figures have yet
to be confirmed, this would indicate growth of 4.2 per cent, follow-
ing on from 2015’s 7.5 per cent upswing, which saw Antwerp
usurp Hamburg’s position as the region’s second largest port, after
the port of Rotterdam.

The number of ships visiting the port also increased, albeit by
an unremarkable 0.7 per cent year-on-year. However, the size of the
ships increased notably, with more than 450 calls from ships
exceeding 13,000 TEUs, compared with  just 320 of that size in
2015.

Looking ahead, Antwerp said the situation among interna-
tional container shipping companies had altered dramatically in
recent years as shipping firms sought to achieve cost savings and
efficiencies of scale through collaboration and entering alliances.
“In 2017, the shipping scene will be dominated by 2M, Ocean
Alliance and THE Alliance, making it more important than ever for
ports to secure their place in the respective sailing schedules,” said
the Port. “So far Antwerp has managed very well in this respect.”

Though yet to release results or end-of-year forecasts for 2016,
by the mid-point of 2016 Hamburg was not looking likely to retake
its position despite having stemmed the rate of decline from 9.6 per
cent in 2015 to 1.2 per cent.

The region’s largest port, Rotterdam, struggled to find any
growth in 2016. Over the nine months to September, the number
of containers handled dropped by 0.4 per cent year-on-year. Despite
this, Rotterdam is unlikely to lose its top ranking  to the Belgian
port, which by September had handled 9.6 million TEUs compared
with Antwerp’s 7.5 million TEUs for the nine-month period.

A statement from Port of Antwerp said “excellent growth” had
allowed it to further expand its market share in the Hamburg-Le
Havre range, and added: “Antwerp has also managed to consider-
ably improve its position in the Far East trade over the past few
years, at the expense of its direct competitors, Rotterdam and Ham-
burg.”

There were, however, some weak spots in the Port’s forecast
for last year, with ro-ro volumes expected to have fallen by 1.9 per
cent year-on-year in response to declining exports – notably to
Africa and the near east, down 15 per cent and 18 per cent respec-

tively. Though it does expect a 9.5 per cent increase in imports.
Conventional breakbulk volumes are also expected to have

contracted by 2.4%, due to lower volumes of non-ferrous metals,
paper and fruit.

Meanwhile, Port of Antwerp has appointed Jacques Vander-
meiren as its new Chief Executive. Mr. Vandermeiren’s
appointment – which will also see him take over as President of the
Executive Committee – follows the retirement of Eddy Bruyninckx.
Mr. Vandermeiren brings more than two decades of experience,
having served as Chief Executive of network operator Elia until
2015, after which he went on to form Belgian sustainability plat-
form The Shift and co-invest in Qpinch, which generates energy
from waste heat.

Prior to his 14-year stint at Elia, Mr. Vandermeiren spent 11
years as a senior strategy advisor for energy firm Electrabel. In addi-
tion to these posts, he has also held various directorships with the
Federation of Belgian Energy Companies and the Federation of Bel-
gian Enterprises. Away from his logistics activities, Mr.
Vandermeiren serves as Director of the Vascobelo Group, a Belgian
coffee brand based in Antwerp.

Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)
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Container shipping sets sail for historic volume of
consolidation in 2017
By mike WaCkett

CMA CGM and Cosco are most likely takers for OOCL, 
say analysts
By gavin van marle

CMA CGM and China Cosco are the two most likely carriers to
buy OOCL, should its main shareholders decide to sell the company,
according to Drewry Financial Research Services (DFRS). DFRS
claimed the acquisition of Hong Kong-headquartered OOCL and its
parent company Orient Overseas International Ltd (OOIL) could rep-
resent “the final piece for CMA CGM” following its acquisition of
Singapore’s NOL last year. 

“CMA CGM is the likely candidate in our view: We believe
both CMA CGM and Cosco Shipping are capable of bidding for OOIL
but we are more inclined to believe that CMA CGM is in a better
position to acquire OOIL, if it were to be sold or merged. “Could
OOIL be the final piece for CMA CGM after NOL? Before NOL was
bought by CMA CGM, most analysts and investors have for years
maintained the view that OOIL and NOL are best suited for a merger

The number of container lines with an
operating capacity of over 200,000 TEUs
has reduced to 17 from 20 in the past year,
and is set to shrink to 13 in the next 18
months as the industry experiences
unprecedented consolidation. CMA CGM’s
acquisition of APL and the integration of
Chinese carriers CSCL and Cosco, together
with the demise of Hanjin, accounted for
the contraction in 2016.

The proposed merger of Hapag-Lloyd
and UASC, the takeover of Hamburg Sud by
Maersk and the joint-venture between K
Line, MOL and NYK will cut the “premier
division” ranks this year. According to
Alphaliner, the overall operated capacity of
the current 17 main carriers shrank by 1.3
per cent between January 2016 and Janu-
ary 2017, after taking into account the
removal of Hanjin’s tonnage. The consult-
ant calculated that collectively the top 17
container lines control 81.2 per cent of
global capacity, down from the 83.7 per
cent controlled by the top 20 a year ago.

Notwithstanding Hanjin, which was
the seventh largest carrier and operated
around 572,000 TEUs of capacity at the
time it entered receivership, there were five
carriers that reduced their capacity year-on-
year. Israeli carrier Zim recorded the largest
cut, 14.8 per cent, while MOL and K Line
lost 10.6 per cent and 7.7 per cent respec-
tively.

Soon-to-be-acquired Hamburg Sud was
also forced to rationalize its fleet, due to
weak trading in its core South American
trades, and cut back its tonnage by 6.6 per
cent. CMA CGM added to its operating
capacity by 17.3 per cent, following the
acquisition of APL, but saw its  aggregated

combined capacity fall 9.3 per cent
after  outsourcing a substantial part of its
feedering service.

Maersk, including its Safmarine,
Sealand, MCC and Seago brands, with a
total cellular capacity of 3.3 million TEUs
remains comfortably at the top of the tree,
and will further be boosted by Hamburg
Sud’s 604,000 TEU fleet – although the
Danish carrier could opt to off-hire surplus
ships when it takes over the business.

Second-placed MSC last year “took on
a massive amount of new ships”, noted
Alphaliner. New aggregate capacity of
303,000 TEUs represents a 6 per cent
increase in its operated fleet and includes
ten additional 19,000 TEU ultra-large con-
tainer vessels. With a “minor clear-out” of
its oldest tonnage to the scrapyard and the
off-hiring of some chartered-in tonnage,
MSC gained 160,000 TEUs last  year, and
now operates a fleet totalling 2.8 million
TEUs. Interestingly, all of new ships are

leased and underpinned by long-term char-
ters – it now has 62 per cent of its fleet on
charter, compared with  Maersk’s 46 per
cent. Maersk grew its owned tonnage after
receiving newbuilds and MSC off-hired
more short-term chartered ships to make
way for the new long-term charters.

In third place in the rankings is CMA
CGM, with an operating capacity of 2.1 mil-
lion TEUs, followed by Cosco in fourth
place with 1.6 million TEUs.  Evergreen is
currently fifth at 993,000 TEUs, but the Tai-
wanese carrier will be demoted  after
Hapag-Lloyd and UASC complete their
merger, which will give the combined entity
1.5 million TEUs.

Outside the  top carriers, the X-Press
feeder group, with an operating capacity of
158,000 TEUs, now ranks as the world’s
18th-largest container line.

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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in the industry given their similar size, international work cultures
and significant synergies. There were numerous rumours, and
[OOIL] chairman CC Tung had commented on the possibility of a
merger with NOL,” DFRS said in a research note yesterday.

A CMA CGM spokesman told The Loadstar:  “CMA CGM
notes the recent media speculation. As a matter of company policy,
we do not comment on rumours or speculation.”

Much will depend on whether Mr. Tung, who continues to
hold a controlling 68 per cent stake in the firm, decides to sell the
company that he has so assiduously navigated through both good
times and bad, and as The Loadstar explained last month, this has
given the company considerable breathing space in which to choose
the right deal. As DFRS pointed out, in previous interviews he has
certainly not ruled out the possibility of merging with another line –
in April 2015 he thought it most likely to be one of OOCL’s G6
alliance partners.

However, DFRS argued that none of its present partners are in
a position currently to embark on such a course, while in April it will
transfer to the new Ocean Alliance and begin operations with a new
set of partners. “None of its current G6 partners – NOL, Hapag-
Lloyd, HMM, NYK and MOL – fit the bill to acquire OOIL due to
reasons ranging from stressed financial health, recent acquisitions (as
in the case of Hapag-Lloyd) and ongoing mergers, among other
things.

“Its new members from Ocean Alliance, which is going to
commence operations from April 2017, are worth considering in our
view. Ocean Alliance members include CMA CGM, Evergreen
Marine and Cosco Shipping,” it said.

DFRS argued that CMA CGM remains in the best position to
scoop up OOCL after it strengthened its cash position following new
financing “through a freight securitization programme and from
eleven vessels via seven-year operating leases” which has given it
another $140 million in cash, while its liquidity is now around $1.8
billion – although that includes an “anticipated $1 billion cash injec-
tion following NOL terminal business sale, which CMA CGM is
already out for a buyer. It also includes the excess debt proceeds and
the impact of deferral of $1 billion of short-term debt”.

It also suggested that rather than the takeover route that CMA
CGM routinely chooses for its consolidation activity, it might use the
opportunity of a tie-up with OOCL to push through an initial public
offering. “CMA CGM could select any one of the three options
including merger, reverse merger or outright purchase of OOIL, but
the most likely outcome in our view is a merger, with OOIL share-
holders to be given shares in the new combined entity. OOIL’s
acquisition could also provide CMA CGM with a listing on the Hong
Kong bourse and fulfil its long-standing ambition to be a listed com-
pany,” DFRS said.

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

Red flag for Yang Ming as container line is weighed
down by billion-dollar losses – carrier acts to reduce
costs and raise new capital
By mike WaCkett

Following the bankruptcy of
Hanjin,  Taiwan’s  Yang Ming is now the
container line in the greatest financial
danger, according to a research paper pub-
lished today. Drewry Financial Research
Services (DFRS) says the line has the indus-
try’s most leveraged balance sheet, with a
net gearing of a massive 437 per cent at the
end of Q3. The figure soars above the
industry average of 124 per cent and is
nearly five times that of its closest regional
peer, Evergreen.

The report says: “Yang Ming’s high
debt is a great cause for concern for us,
given the heightened financial risks.  Even
with recovery in the underlying freight
market, the debt burden without a restruc-
turing is a red flag and a clear sell signal for
us.”

DFRS noted that Yang Ming had accu-
mulated NTD38.4 billion ($1.2 billion) in
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Hamburg Süd, to be acquired by Maersk, gets closer to
Maersk with new east-west slot charter agreement
By mike WaCkett

Ahead of Maersk’s acquisition of Hamburg Süd, a deal has
been reached for the German carrier to purchase slots on Maersk
vessels for its east-west volumes from 1 April. This will coincide
with the termination of Hamburg Süd’s current slot agreement with
UASC.

“We are pleased with this agreement. Accommodating these
additional volumes enables improved utilisation in our fleet and pro-
vides  opportunities to enhance our customer offering on select
trades,” said Søren Toft, COO, Maersk Line. The agreement is sub-
ject to maritime filing requirements and covers Asia-North Europe,
Asia-Mediterranean, transatlantic and transpacific tradelanes.

In December 2014, Hamburg Süd and UASC concluded a
“global co-operation agreement”, which involved slots on four
UASC Asia-US west coast loops and one US east coast service, two
Asia to North Europe strings and one Asia-Med service  and  a

losses since 2009, with its net loss for 2016
at around $400,000 by the end of the third
quarter.

The analyst believes the carrier’s high
cost structure, combined with its debt
mountain, will “keep Yang Ming in the red
in 2017”, despite an improved outlook for
freight rates. In November, Yang Ming’s
Board announced it would slash execu-
tives’ pay by 50 per cent and the salaries of
senior line managers by 30 per cent, among
a raft of measures to stop the rush of red
ink. The Taiwan government owns a 33 per
cent stake in Yang Ming and will need to
support the debt-ridden carrier, suggests
DFRS.

It noted that talk of a merger between
Yang Ming and compatriot carrier Ever-
green was unlikely, given that the latter is
privately owned. However, there had, it
said, been talk in government circles of a
merger with state-owned Taiwan Interna-
tional Port Corp (TIPC).

According to Alphaliner data, Yang
Ming is currently the ninth-largest ocean
carrier, operating a fleet of 101 ships for
579,048 TEUs, giving it a 2.8 per cent
global market share. Fifty-five of its vessels
are chartered, including eight 14,000 TEU
ultra-large vessels on fixed-rate long-term
lease from Seaspan.

It is possible that, to reduce its vessel
operating costs, it may endeavour to rene-
gotiate the terms and daily hire rates of its
chartered-in tonnage, along similar lines to
Hyundai Merchant Marine and Hanjin.

Yang Ming, founded in 1972, is a
member of the CKYE east-west vessel
alliance, but in April it will join with Hapag-
Lloyd and the soon-to-be-merged container
businesses of K Line, MOL and NYK in
THE Alliance. Its dire financial health will

be of great concern to the other members.
THE Alliance is the first vessel-sharing

agreement to include safeguards for ship-
pers in case of a failure by one of the
partners. According to US Federal Maritime
Commissioner William P. Doyle, THE
Alliance’s filing with the FMC includes
“framework language” to allow other
members to take over the operation of the
affected party to avoid a repetition of the
supply chain chaos caused by the sudden
collapse of Hanjin, which left some $12 bil-
lion of cargo stranded on 100
containerships around the world. Shippers
are understandably nervous about the
financial health of ocean carriers. 

That said, Yang Ming sought to reas-
sure customers and suppliers on its
solvency as a global container carrier by
stating that “Yang Ming is not in default of
any obligations and suggestions otherwise
are patently false. As we head into the new
year, Yang Ming assures its customers that
it will remain absolutely committed to stay
competitive in the industry.”

Following the sudden collapse of
Hanjin last August, shippers have
been  increasingly concerned about the
financial stability of the carriers they
use. Moreover, claims from Hanjin’s credi-
tors have reportedly reached some $26
billion, making it by far the biggest con-
tainer line bankruptcy in the industry’s
60-year history. Suppliers worried that
about getting caught out again are review-
ing the credit terms of weaker carrier
customers.

DFRS welcomed Yang Ming’s state-
ment and said: “We believe  the
company has been forthcoming and trans-
parent and are appreciative of the
company’s quick and clear response. This

should  likely  soothe both the customers
and investors’ nerves. However, we await
further actions to review our stock recom-
mendation on Yang Ming,  expecting a
highly dilutive and large equity injection.”

Yang Ming explained the details of its
financial recovery plan in a customer advi-
sory released January 23. The first stage of
its recapitalization was an injection of fresh
capital, designed to “pare down accumu-
lated loss” via a stock consolidation plan,
which had been approved at a sharehold-
ers’ meeting held on 22 December, and an
injection of fresh funds from new investors.
It said the funds would come from “various
government and private entities, including
banks and financial institutions” and would
take the stake owned by the Ministry of
Transportation and Communications
(MOTC) “well beyond the current 33.3 per
cent”. In November, MOTC announced it
was creating a $1.9 billion fund for the
country’s shipping groups to access in the
event of them entering the sort of financial
difficulties that spelt the end of Hanjin.

“Yang Ming will continue to take a
conservative approach in its actions, but
Yang Ming is fully aware of and prepared to
exercise on its option to draw on the $1.9
billion in government-backed funding
should circumstances in the market arise
requiring for such assistance,” the line said. 

“Yang Ming has never approached its
creditors with any demands to restructure
any part of its debt, and has no intention to
do so going forward. Yang Ming has never
failed to deliver in difficult times, even in
the wake of the largest carrier bankruptcy,”
it added.

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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number of Hamburg Süd’s South American services.
According to reports at the time, Hamburg Süd had an alloca-

tion of around 1,700 slots a week between Asia and the US and
some 1,000 between Asia and Europe. However, it found the Asia-
North Europe market particularly challenging, with freight rates in
freefall, and struggled to fill its allocations – slots it was obliged to
pay for, used or not.

Since the Maersk takeover announcement in December, Ham-
burg Süd has not been especially active in these markets, according
to The Loadstar sources, and has conceded much of its market
share gain from the slot charter agreement with UASC.

Board member Frank Smet said: “Hamburg Süd is very satis-
fied with  the agreement with Maersk. Our customers will benefit
from extended port coverage, best transit times, and an increased
number of loops in the east–west trades.”

The two lines said they would advise on any network changes
“in the coming week”.

Maersk said the agreement was “not related” to its acquisition
of Hamburg Süd, announced Dec 1, which is subject to a satisfac-
tory due diligence, final agreement and subject to regulatory
approval in amongst others China, Korea, Australia, Brazil, the
United States and the EU. Maersk Line expects the regulatory
process to last until the end of 2017. Until then, Hamburg Süd and
Maersk Line will continue business as usual.

With the acquisition, Maersk Line will have container capacity
of around 3.8 million TEUs, representing approximately 18.6 per
cent of global capacity. The combined fleet will consist of 741 con-
tainer vessels with an average age of 8.7 years.

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

New China-Europe rail services on track to steal air and
sea freight volumes
By alex lennane

2017 will be the year that China-
Europe rail services shift supply chain
patterns. As the first train from China rolled
into London on January 17, having left on
New Year’s day, the CEO of Kazakhstan’s
dry inland port, Khorgos Gateway, told The
Loadstar the services would eat into sea and
air freight volumes. “We now have two
trains per day, with about 80 TEUs and 41
containers per train,” explained Karl Ghey-
sen. “It runs three times a week to
Duisburg, but we also have services to the
Netherlands, Madrid, Iran and now the UK.
“The capacity is 540,000 TEUs a year, but
we could make it a million.”

Khorgos Gateway was built by the
Kazakhstan government where the rail
gauge changes – making it a good point for
transhipment. There are now some ten rail
lines from the gateway, opening almost lim-
itless options around Europe, the CIS and
Asia.

Forwarders are increasingly using the
service, while DHL has plans to build ware-
houses for its customers at the dry port.

“Its real advantage is 15 days’ transit
over 45 days for sea freight,” said  Mr.
Gheysen. “And exports are starting – we
have requests for backloads now.” The
service  costs roughly twice as much as
port-to-port sea freight, but about half the
cost air.

Some estimates suggest  the rail con-
nection could take as much as 10 per cent
of sea freight volumes on the relevant trade-
lanes, but Mr. Gheysen disputed this:  “it
could take maybe 3-5 per cent. That would
be the maximum.”

Hewlett-Packard (HP) was one of the
first shippers to use the service  and  now
accounts for 30-40 per cent of total capacity.

Mr. Geysen explained that the
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rail advantage over sea was not just time. “It
is cost-effective for some products, but not
all. It’s more expensive than sea, but HP, for
example, manufactures more than 1,000km
from a seaport. If you add inventory costs
during transport, and first and final mile, sea
becomes less cheap, especially for higher-
value goods. It’s the perfect middle ground.
And there are different product groups that
fit in that pitch.” But, he warned: “Air
freight will be more affected than ocean
shipping.” 

One analyst concurred. “It does seem
like a near-fatal threat to areas of the air-
freight sector.”

Shippers now see the route as a viable
alternative to air freight  and  air-sea freight
into Dubai-Singapore-China, he added.
Meanwhile, postal services are increasingly
taking notice  of the rail services, while
Alibaba is thought to be “very interested”.

The service was hampered in its early
days by extreme weather conditions in
winter. Mr. Gheysen revealed that Toyota
had tested it for car transport, but found
that the viscosity of brake fluid changed in

sub-zero weather conditions. In response,
the Kazakh government invested in more
than 1,000 reefer containers, for both
summer perishables  and winter use. The
containers also have GPS monitoring,
which reassures shippers with concerns
over the security of the route.

There have also been concerns over
lack of competition on the routes, with
national railways offering services and a
single company, UTLC, managing the rail
tracks in the CIS region. Geodis and DB
Schenker have been keen users of the serv-
ice, but Mr. Gheysen said: “Anyone can
organise their own train or book on one.”
He added that while some companies were
starting to offer LCL services, this was not
quite ready yet.

“A single container booking is not very
efficient,” he said. “It’s all about block
trains. Block trains have priority. Schedules
are set, they have their slots. The frequency
is there now. By 2020 it will be at full capac-
ity.”

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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UK Institute agrees to fund development of wind-
power systems to cut cargo ship emissions
By alexanDer Whiteman

Zim keeps faith with the transpacific with launch of
new service, including calls on Vancouver
By gavin van marle

Israeli shipping line Zim has announced the launch of a new
standalone express service. It’s a further sign that the carrier is set
to focus much of its attention this year on developing its transpacific
business. The  Zim North Pacific (ZNP) service  will launch in
April and connect a series of Chinese export gateways, as well as
the southern Vietnamese port of Cai Mep and the Malaysian tran-
shipment hub of Port Klang, with just one call on the west coast of
North America, Vancouver.

Containers destined for both the Canadian and US Midwest
markets will be served by rail from the port. The full service rota-
tion is: Port Klang-Cai Mep-Da Chan Bay-Yantian-Xiamen-Qingdao-
Ningbo-Shanghai-Pusan-Vancouver-Pusan-Qingdao-Shanghai-
Ningbo-Da Chan Bay-Port Kelang. The line’s two other Asia-North
America services, the Zim Container Service Pacific and Zim Seven
Star Service, both miss the west coast entirely and service US east
coast gateways – one via the Panama Canal and one via Suez,

Britain’s Energy Technologies Institute
(ETI) will fund development of flettner
rotor systems for cargo vessels, arguing that
wind power represents the only credible
way to cut shipping’s CO2 emissions. A flet-
tner rotor system uses a spinning cylinder to
convert wind force into thrust that helps
propel a ship.

ETI is a public-private partnership
between global energy and engineering
companies and the UK government  and
acts as a conduit between academia, indus-
try and Whitehall  to accelerate the
development of low-carbon technologies.

In its report HDV Marine Insights, ETI
says non-fossil fuels, including nuclear,
don’t present a credible power source in the
medium-to-long-term to cut the industry’s
emissions, which International Maritime
Organisation (IMO) forecasts could increase
250 per cent on 2011 levels by 2050. IMO
said that reducing fuel consumption, rather
than trying to eliminate fossil fuels alto-
gether, was more a plausible way for
shipping to reduce its emissions.

Stuart Bradley, ETI strategy manager
and the report’s author, told The Loadstar
that a combination of flettner rotors, waste
heat recovery and high-efficiency propul-
sion systems could result in 30 per cent fuel
saving, to which flettner rotors could con-
tribute 17 per cent. “Shipping emits
significant amounts of CO2 which, without
intervention, will rise as a proportion of our
national emissions as other sectors become
less carbon dependent,” said Mr. Bradley.
“Unlike the power and heat sectors and
other forms of transport, there does not
seem to be a credible alternative to fossil
fuels to power vessels. So in the medium-to-
long-term, the best potential to achieve

substantial CO2 reductions is by reducing
fuel consumption.” 

The Netherlands’  University of Delft
also released a report, commissioned by the
EC, on wind powered systems that suggests
flettner rotors could save as much as 23 per
cent, depending on speed. Its report, Analy-
sis of Market Potentials and Market Barriers
for Wind Propulsion Technology,  says  four
barriers would have to be overcome for any
system to succeed: carriers must be able to
retrofit the technology to ships; the system
must offer cost efficiencies; the shipowner
must be assured of these efficiencies; and
shipowners must be able to finance the
acquisition and installation of any system.

Mr. Bradley agreed, saying the technol-
ogy must be demonstrable if the industry is
to have the confidence to make the required
investment. Gavin Allwright, secretary gen-

eral of International Windship Association
(IWSA), told The Loadstar that Finnish
operator Viking Line’s decision to retrofit
two Norsepower rotor sails – an update on
the flettner rotor – to one of its cruise liners
indicated the industry was coming to terms
with wind-powered systems.

The deal was announced in late Janu-
ary, and Ulf Hagström, Senior
Vice-President, Marine operations & New-
buildings at Viking Line, said: “Our cruise
vessel is the first to use a combination of
alternative clean fuels, modern rotor sails,
electric propulsion and a hydrodynamically
optimised hull. We believe the technology’s
ability to enhance our ship’s performance by
enabling significant reductions in fuel burn
and costs, as well as carbon emissions.”

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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which includes a call at Colombo.
Zim’s transpacific trade Vice-President

Nissim Yochai said: “The upgraded struc-
ture allows Zim a broad operational and
commercial flexibility to comply with our
customer’s needs, and enables a fast
response to changing market needs. Zim’s
outstanding record of schedule reliability
and ongoing focus on customer service will
be further enhanced in the framework of
this improved structure,” he said.

Zim remains outside the three deepsea
alliances of  2M + Hyundai, Ocean and
THE Alliance,  which are set to begin for-
mally operating in April. Recent
announcements about Zim’s  reformed
transpacific network flew in the face of
rumours it was looking to sell its deepsea
services and focus on being a regional
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Mediterranean player.
Alphaliner noted that the company

had a largest fleet capacity reduction of any
major line last year, reducing its operated
capacity by 14.8 per cent in response to the
dramatic declines in freight rates. Its total
slots at the beginning of this year stood at

305,211 TEUs, Alphaliner reported, down
by 53,000 TEUs from the 358,264 TEUs in
January 2016, due to the return of char-
tered vessels to shipowners.

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

Zim and THE Alliance to offer joint Mediterranean-US
east coast services in 2017
By mike WaCkett

THE Alliance and Israeli carrier Zim are
to combine Mediterranean-US east coast serv-
ices in April. Subject to regulatory approval,
the co-operation involves THE Alliance drop-
ping calls at Barcelona, Tarragona, Valencia
and the transhipment hub of Algeciras from
its AL6 service, which will be served by Zim’s
flagship ZCA service, branded  AL7 by THE
Alliance.

In turn, Zim will co-load on THE
Alliance’s rejigged AL6 service, marketing it
as its ZC1, which will include a call at Savan-
nah. However, THE Alliance’s AL7 won’t
include other ZCA ports Ashdod, Haifa, Izmir
and Piraeus, currently within Zim’s network.
Interestingly, while THE Alliance announce-
ment  acknowledges the co-operation with
Zim, the Israeli carrier’s own release makes

no mention. Zim’s Vice-President, cross-Suez
and Atlantic business unit, Rani Ben Yehuda,
said: “We are very pleased to launch our
upgraded Atlantic services, an improved prod-
uct with wider port coverage and better
service levels to customers.”

Zim posted a net loss of $37.6 million in
the third quarter of the year, following a loss
of $74.2 million in Q2. In September, it
agreed with its creditors to defer $115 million
of loan repayments until 2018 – 2020.

Zim’s future has been the subject of
much speculation in recent months; the car-
rier was rumoured to have been tapping
interest from rivals on  the sale of its global
network and reverting to a niche Mediter-
ranean trade operation. Indeed, one Wall
Street Journal source was quoted: “Zim is on

the market…their bankers are travelling
around the world with a sale prospectus.”

However, this was strongly denied by a
spokesman who said Zim had “been a global
player for the past few decades” and had “no
intentions whatsoever to stop”.

Regarding the third-quarter results, Zim
President and CEO Rafi Danieli said: “Our
strategy, operating as a global niche carrier
focusing on select markets, along with inten-
sive investment in customer service, will
improve Zim’s position to endure the crisis
and plan ahead for future growth.”

The agreement with THE Alliance
brings Zim in from the cold, in terms of the
new alliances, and it gives  partners Hapag-
Lloyd, MOL, K Line, NYK and Yang Ming an
advantage over rival groupings 2M and
Ocean,  which will only be offering one
Mediterranean-US east coast loop in their net-
works.

THE Alliance filed its proposed agree-
ment with the US Federal Maritime
Commission (FMC) on 10 November and
will be required to submit an amendment to
include the co-operation with Zim.

FMC Commissioner William P Doyle
revealed that that THE Alliance was the first
of the vessel-sharing groups to propose a
wording in their agreement that sets up a
“catastrophy instrument”, which could be
used if a member fails. It will be interesting to
see whether the framework language will be
extended to embrace the Med-US east coast
tie-up with Zim.

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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Davie delivers, receives
By mark CarDWell

The impact of CETA on the Coasting Trade regime in
Canada: brief analysis of Bill C-30
By nils goeteyn anD peter g. pamel 

On October 31, 2016, one day after the Comprehensive Eco-
nomic and Trade Agreement (“CETA”) with Europe was signed, the
Canadian government introduced Bill C-30 for first reading in the
House of Commons in Parliament. The Bill, which is intended to
implement CETA into Canadian legislation and to enter into force by
the end of April 2017, proposes significant changes to the Coasting
Trade Act, S.C. 1992, c. 31 (“Act”). This article provides an
overview of the most important changes Bill C-30 will bring to the
Canadian coasting trade regime.1

The Canadian coasting trade regime 
The Coasting Trade Act serves as the Canadian equivalent of

the so-called Jones Act2 in the United States. In brief, the Act pro-
tects Canadian ship owners from unfair competition from countries
that have lower wages or lower standards of safety, by forcing such
foreign ship owners (and Canadian ship owners of non-Canadian
flagged vessels (“foreign vessels”)) to obtain a coasting trade
license before being allowed to use foreign vessels in Canadian
waters. 

Foreign or non-duty paid vessels are prohibited from engaging
in any form of coasting trade activities in Canadian waters, or
between Canadian ports, either directly or by way of a port outside
of Canada, unless they obtain a so-called coasting trade license prior

It’s out with the old, in with the old at the Davie shipyard. In
mid December, the storied yard “delivered” the second of the three
vessels it was contracted to build a decade ago for Norway’s now-
bankrupt Cecon ASA.

The unfinished vessel - Hull 718 - was unceremoniously loaded
on a specialized heavy-lift, semi-submersible ship in the St. Lawrence
and shipped to an unnamed client in the Black Sea.

“By mutual agreement, Davie and (the ship’s new owners)
agreed to deliver the vessel in its current state of construction which
is approximately 75 per cent built,” reads a press release from the
shipyard. “While it is a shame the vessel is delivered not entirely fin-
ished, we all understand the constraints of the oil and gas market
and the effect on shipbuilding programs at shipyards around the
world. We look forward to building the third ship at a time when the
market returns.” 

Davie did not return inquiries as to the identity of client or the
amount of the transaction for the second vessel. However the press
release noted the deal “will allow Davie to free up dock space for

new projects, such as the refit and modernization of Canada’s polar
icebreaker – CCGS Louis St Laurent – which is due to arrive at
Davie in the new year.” The contract signing of that $14-million
upgrade and refit was announced in mid January.

Canada’s heaviest icebreaker entered the shipyard in February.
It marks the fifth refit and upgrade deal for the Coast Guard that
Davie has landed since 2012, when the current British owners
acquired the long-troubled yard. The new owners used the occasion
to both declare the yard Canada’s “centre of excellence” for federal
ship repair and maintenance work, and to restate their desire to land
federal shipbuilding contracts.

“Working with the Canadian Coast Guard has allowed us to
fully understand their needs for the future fleet,” reads a Jan. 12
press release from Davie. “This has positioned us perfectly in the
government’s current solicitation for its interim icebreakers and for
future coast guard newbuild programs.” 
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to starting the operations. Obtaining a
license under the Act is only possible after
the Canada Transportation Agency estab-
lishes that no Canadian-flagged or duty paid
vessel is suitable and available to perform
the operations. 

The definition of “coasting trade” is
contained in section 2 of the Act and
includes any type of transportation by vessel
of goods, passengers, and “any other
marine activity of a commercial nature in
Canadian waters”.3

Proposed changes under CETA /
Bill C-30 

CETA is meant to level the playing
field and break down trade barriers
between the European Union and Canada.
While the overall structure of the Coasting
Trade Act is maintained, Bill C-30 proposes
a long list of changes that will have the
effect of giving European companies access
to the Canadian coasting trade. 

Bill C-30 grants market access to both
“EU and Canadian entities”, including
third country entities that are owned or
controlled by either EU or Canadian
nationals. An “entity” under the Act is
defined in the same manner as an “enter-
prise” under CETA and includes
corporations, trusts, partnerships, joint
ventures and “other associations”. Under
the proposed legislation, such entities will
hence be able to operate foreign vessels in
Canadian waters for any coasting trade
activity which does not require a coasting
trade license. An important note is that the
draft legislation explicitly excludes entities
incorporated under the laws of the United
States. 

While the definition of “coasting
trade” is not altered as such, Bill C-30 does
exempt a number of specific marine activi-
ties from the licensing scheme, namely (1)
the “repositioning of empty containers”, (2)
“dredging activities” and (3) “feeder serv-
ices”. These activities are henceforth open
to “EU and Canadian entities”: 

(1) Repositioning empty containers 

Under Bill C-30, the licensing require-
ments of the Act do no longer apply to the
carriage of empty containers or ancillary
equipment that is affixed to the containers,
as long as the carriage is done without con-
sideration. 

This last point is especially important
given that, surprisingly, the text of Bill C-30
deviates from the text of CETA. CETA pro-
vides for unrestricted market access for the
repositioning of empty containers on a
“non-revenue basis”. The proposed text of
Bill C-30, “without consideration”, is
arguably more restrictive than what was
agreed under CETA, in that in-kind pay-
ments would also be covered by the
proposed wording. Transport Canada is cur-
rently developing an enforcement regime to

ensure that containers being carried under
this exception are indeed empty. 

(2) Dredging activities 

Private dredging activities no longer
require a coasting trade license for foreign
vessels of any registry, as long as (a) the
vessel is operated by an EU or Canadian
entity, or a third country entity under EU or
Canadian control, and (b) the dredging
activities are not pursuant to an agreement
either with the Government of Canada or a
Canadian government agency listed in
annex 19-1 of CETA. 

As a result, the proposed amendments
to the Act still require foreign vessels to obtain
a coasting trade license for government-issued
contracts. However, for contracts over a
defined threshold value4, licenses would be
much easier to obtain under the newly pro-
posed scheme, as the Canada Transportation
Agency must no longer establish that no
Canadian vessel is suitable and available to
perform the operations. 

(3) Feeder services 

Vessels registered under a national reg-
istry of an EU member state will be allowed
to provide feeder services, both on continu-
ous and single trip bases, between the Ports
of Montréal and Halifax, as long as the car-
riage constitutes either one leg of the
importation of inbound goods into Canada
or one leg of the exportation of outbound
goods from Canada. In contrast, vessels reg-
istered under a secondary or international
registry of an EU member state can only per-
form single trip feeder services. Once the
single trip is over, such vessels must obtain
a coasting trade license for any subsequent
activity in Canadian waters. 

Finally, the proposed legislation also
provides a definition of the notion of third
country entities under EU or Canadian
“control”. Control means: (1) holding the
securities of a corporate entity that account
for at least 50% of the votes to elect the
entity’s directors; or (2) holding an interest
in a non-corporate entity (i.e., a trust, part-
nership, joint venture or other association)
that is entitled to at least 50% of the entity’s
profits or of its assets on dissolution. It
should be noted that the share must be held

directly or indirectly by EU or Canadian cit-
izens — i.e., individuals. The majority share
must not be held through a subsidiary. This
condition restricts the complexity of the
structural and organizational options avail-
able to the shipping industry when setting
up their corporate structures when prepar-
ing for offering coasting trade services in
Canada. 

Conclusions 
Bill C-30 implements the negotiated

agreement under CETA between Canada
and the European Union. While substantive
changes may still be made to the text by
Parliament, it is clear that CETA will have a
profound impact on the Canadian coasting
trade regime. 

However, Bill C-30 cannot yet provide
an answer to all outstanding questions. For
one, it remains uncertain what the impact
of these changes will be on the market posi-
tion of Canadian ship owners using
Canadian-flagged vessels. At first sight, the
proposed changes appear to be to their
detriment. It is also not yet clear how Trans-
port Canada intends to monitor compliance
with the specific provisions of the amended
Coasting Trade Act. Elaborating a compli-
ance and enforcement scheme is a work in
progress — which will undoubtedly be
complicated should Parliament decide to
substantially alter Bill C-30. 

What is clear is that the existing legal
scheme will be altered significantly — and
that Canadian coasting trade will become
part of a larger, a more liberalized market. 

Peter G. Pamel  is a Partner, Maritime Law
with Borden Ladner Gervais in Montreal;
Nils Goeteyn is an Associate, Maritime Law
with Borden Ladner Gervais in Montreal.
______________
1 Assuming Bill C-30 is adopted in its current
form by Parliament. 
2 Merchant Marine Act of 1920, P.L. 66-261. 
3 Coasting Trade Act, S.C. 1992, c. 31, sec-
tion 2(1)(4)(f). 
4 In the current version of Bill C-30 the
threshold is five million special drawing
rights issued by the IMF, which is approxi-
mately $9.2 million CAD at the time of
writing. 
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Zoom Greater Montreal launched to aid Montreal’s
economic development

Christmas came early as toy drive gathered 
close to 500 gifts

A charity toy drive has led to approximately 500 toys being
donated for children in care of Batshaw Youth and Family Services
of Montreal.

On December 3, twenty MSC Canada employee volunteers
turned out to conduct MSC’s inaugural seasonal toy drive at Mon-
treal’s Place Vertu shopping mall, filling a 20-foot shipping container
with new toys that could be given to children in foster care and
group homes in Montreal throughout the holiday season.

MSC had invited staff, business partners, and the local commu-
nity to join it in donating toys, and giving back to children who
might otherwise not receive anything from Santa. As a “Thank you”
for donating, Santa was on hand, to be photographed with the chil-
dren. Coffee and hot chocolate were being served, donated by
Union Coffee.

To make sure that no child in Batshaw’s care would go without
a gift, MSC made an additional contribution, and presented Batshaw
representatives with a cheque for $10,000 to enable the organiza-

CargoM, the Logistics and Transporta-
tion Metropolitan Cluster of Montreal,
recently acknowledged the launch of the
web-based search tool ZOOM Greater Mon-
treal, produced by the Montreal
Metropolitan Community (CMM) and
designed with the help of economic devel-
opment partners Montréal International,
the Chamber of Commerce of Metropolitan
Montreal (CCMM) and CargoM itself.

Freely accessible online at
zoommtl.com, ZOOM Greater Montreal
will provide easier access to the information
that businesses interested in locating in the
metropolitan area require. This new web-
based real estate selection tool has already
made available over 2,000 sale and lease
offers for land, commercial and industrial
buildings as well as office space in the met-
ropolitan area. All through their search,
users will also be able to access a wide
range of information related to topics such
as sociodemographic data, labour force,
neighbouring businesses along with trans-
port infrastructure and logistics.

In order to promote its metropolitan
logistics hub, CargoM will also launch a
website and a guide later this year, giving
businesses access to all relevant information
concerning transports, logistics and the
numerous benefits of Greater Montreal’s
logistics chain. The ZOOM Greater Mon-
treal tool will be an integral part of these
promotional tools. 

“ZOOM Greater Montreal will be
instrumental in the implementation of

developmental projects, in building aware-
ness of Montreal as a freight transport hub
and in supporting job creation in our indus-
try’s various sectors, all in keeping with the
Maritime Strategy”, said Ms. Sylvie Vachon,
President and CEO of Montreal Port
Authority and Chair of CargoM’s Board of
Directors.

“We are fortunate to have an efficient
logistics chain, with maritime, air, rail, road
and freight forwarding sectors who are com-
mitted, day after day, to the businesses
which rely on our industry. You may rest
assured that our industry will provide
equally efficient services when attending to
the transport of the goods of these new busi-

nesses”, added Ms. Vachon.
CargoM participated in the develop-

ment of ZOOM Greater Montreal “There
are several development opportunities both
in Montreal and Laval, as well as on the
North and South Shores, all in close proxim-
ity to strategic transport infrastructures. It
was important to consolidate all available
information into a single tool to provide
businesses seeking to increase their activi-
ties in the Greater Montreal area with
everything they need to support informed
decision-making, which includes the
specifics as to transport and logistics
supply,” stated Mr. Mathieu Charbonneau,
CargoM’s Executive Director.
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tion to purchase additional gifts. “A big “Thank you” goes out to all
MSC staff, clients and business partners who joined us on Saurday
and were incredibly generous with their donations,” said Sokat
Shaikh, President and CEO of MSC Canada. “I am extremely proud
of the team’s commitment to the community, and will continue to
look for other opportunities to move help where it’s needed.”

Batshaw Youth and Family Centres have collected and deliv-
ered toys to children in foster care and group homes in Montreal for
over 30 years. In 2015 it was able to give toys to approximately
1,000 children – in 2016 it hoped to deliver toys to approximately
1,400 children.

Arrival of the first vessel of the year at 
the port of Montreal 

Montreal Port Authority (MPA) Presi-
dent and CEO Sylvie Vachon presented the
178th Gold-Headed Cane to Shipping
Agent Denis Blondeau of SMK Tanker
Agency, who accepted it on behalf of Cap-
tain Danel Ju of South Korea, master of
Chem Sirius, the first ocean-going vessel to
enter the Port of Montreal without a
stopover in 2017. Chem Sirius left
Antwerp, Belgium on December 19 and
crossed Port of Montreal’s limits at 3:16
a.m. on January 1. Sylvie Vachon
addressed the gathering, saying: “So soon
after his arrival from Antwerp, Belgium,
Captain Ju has already departed for
Charleston, South Carolina aboard Chem
Sirius. But this time when he returns
home in March, he will be bringing with
him the honour of winning the Gold-
Headed Cane, reflecting a longstanding
port tradition specific to Montreal. By
doing so, he joins an elite group of 177
other navigators who sailed, or are still
sailing the world, marked by Montreal,
port of destination and of tradition!”

Several representatives from the
marine industry, the Montreal business
community and the world of politics
attended the ceremony. Guests included
MP Michel Picard, representing Marc Gar-
neau, minister of Transport of Canada, the
Minister for Maritime Affairs for the gov-
ernment of Quebec, Jean D’Amour, and
the mayor of the City of Montréal, Denis
Coderre.

When it was implemented in 1840,
the ceremony recognized the arrival of the
first ocean-going vessel that made it
through the ice in spring to reach the Port
of Montreal. Today it reminds us that the
Port of Montreal has been open year round
since 1964.

2017 celebrations
This marine tradition is particularly

meaningful this year in light of the celebra-
tions of the 375th anniversary of the City of

From left to right: Michel Picard, MP for Montarville representing Marc Garneau,
Minister of Transport of Canada; Denis Blondeau, President, SMK Tanker Agency
Inc., representing Captain Danel Ju; Sylvie Vachon, President and CEO, Montreal
Port Authority; Jean D’Amour, Minister for Maritime Affairs, Quebec, and Denis
Coderre, Mayor of the City of Montreal.

Montreal and the 150th anniversary of the
Confederation of Canada. Ms. Vachon
said: “The port of Montreal is at the heart of
these anniversaries and I am certain that
our partners feel as strongly about history,
as the shipping trade played a leading role in
the development of the city and the coun-
try. The port was a founding component of
the City and an engine for its economic and
ethnocultural development. Furthermore,
Montreal’s port facilities are at the heart of
the settlement and development of
Canada’s industrial age. Today, the award-
ing of the Gold-Headed Cane has greater
value on the strength of this rendezvous
with history and everything epitomized by
the port of Montreal, a key player then and
now, and resolutely focussed on the future
for the benefit of all.”

Chem Sirius
Flying the flag of Liberia, Chem Sirius

is a chemical tanker commissioned in
2011 and chartered by Ace Tankers CV
shipping company. Its cargo was destined
for storage and handling company Vopak.
The tanker and its crew departed on Janu-
ary 1, after the quick unloading of its cargo
of phosphoric acid, which is used in fertil-
izers, among other things. 

2016: The growth continues 
According to preliminary statistics,

the port of Montreal handled 35.2 million
tonnes of freight in 2016. This unaudited
figure corresponds to an increase of more
than 10 per cent in freight traffic over
2015, and represents a new record for the
port. 
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Sunda first vessel of the year at the port of 
Trois-Rivières 

Port of Sept-Îles presents its 30th Cane to the first ship
of the year 

M/V AM Krakow, a Marshall Islands
registered vessel, sailing from Ghent, Bel-
gium, was the first ship to arrive in

Sept-Îles this year, at 3:50 a.m. on January
1, 2017. The vessel arrived empty and
docked on January 8 at IOC Rio Tinto

MV Sunda was the first ocean-going vessel from an overseas
port to dock at the port of Trois-Rivières in 2017. It reached the port
on Sunday January 8, at 6:51 p.m., following an 11-day non-stop
Atlantic crossing. It left the Port of Bilbao in Spain on December 28,
2016. 

During the 51st ceremony marking the arrival of the first vessel
of the year at the port of Trois-Rivières, the captain and the ship’s
chief engineer, Messrs. Ioannis Sevastou and Delfin Mendoza Do
Chavez, were presented with a giclée reproduction of the painting
À bon port, by Mauricie artist Caroline St-Pierre. 

Cléo Marchand, Chairmain of the Board of the Trois-Rivières
Port Authority (TRPA) explains that a few other vessels have docked
at the port since January 1st, but none qualified for the title as the
winning vessel must be an ocean-going vessel that departs from an

Gaétan Boivin (left), CEO of the Trois-Rivières Port
Authority, and  the captain and Cléo Marchand (right),
Chairman of the Board, present the ship's chief engineer
and its captain with a giclée reproduction of a painting.

overseas port, making a non-stop crossing to Trois-Rivières and per-
forms an unloading operation at the port.” 

Sunda flies the Liberian flag, and is operated by Seastar Ship-
management and chartered by Canfornav Ltd. During its stay in
Trois-Rivières, it was represented by Lower St-Lawrence Ocean
Agencies Ltd., while her cargo loading is handled by G3. 

Sunda and its 20 Greek and Filipino crew members are in
Trois-Rivières to load Canadian grain. The ship will remain moored
in section 16 for approximately three days. Built in 2010, the bulk
cargo vessel is 186 metres in length and 23.75  metres in width,
with a load capacity of 29,800 tonnes. 

dock Nº 2. It set sail again on January 9
with 78,580 tons of iron ore destined for
Ghent, Belgium. 

During a short ceremony, Mr. Pierre
D. Gagnon, President & CEO of Port of
Sept-Îles, as well as Mr. Thierry Martel,
Chief Operations Officer of IOC Rio Tinto
and Mr. Maurice McClure, Vice Presi-
dent, Finance and Strategy, presented
Captain Maini Ashish with the prestigious
cane bearing the Port of Sept-Îles insignia. 

This tradition, now in its 30th year,
marks the arrival of the first ship of the
year to call the port, and highlights the
importance of the maritime industry for
our region’s economic activity. To be eligi-
ble, the vessel must come directly from a
foreign port and be bound for a destina-
tion outside the country without making
any other calls at a Canadian Port.  
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2017 Belledune first ship of the year 

Ian Hamilton named new President and CEO, 
Hamilton Port Authority

The Board of Directors of Hamilton Port Authority (HPA) is
pleased to announce that Ian Hamilton will assume the role of Pres-
ident and CEO of HPA, effective January 1, 2017. Ian has served as
the Port’s Vice President of Business Development and Real Estate
since 2008. 

Ian possesses more than 25 years of experience in international
transportation and logistics in Europe and North America, and has
held progressively senior positions in the liner shipping industry,
including Transatlantic Trade Director (Europe) for CP Ships and
Business Development Manager for Hapag-Lloyd. He holds an MBA
from Aston University (UK) and a BSc. in Business Administration
and Economics from the College of Charleston, South Carolina.

“In 1990, as an undergraduate at the College of Charleston,
South Carolina States Port Authority sponsored me to spend a week
in Rotterdam to study port operations up-close,” recalls Ian Hamil-
ton. “That opportunity sparked an interest in international
commerce and the crucial role that the shipping industry plays in our
business and private lives. It was also the catalyst that started my
career. Twenty-five years later I remain as fascinated by the industry
as I was at 21.”

Since 2008, Ian has been responsible for managing the port’s
$500 million real estate portfolio. In recent years, the port has
attracted more than $300 million in investments.

“Businesses continue to seek space for investment and growth,
with access to robust multimodal transportation options. We’ll con-
tinue to build on these strengths, fulfilling our role of facilitating
trade and economic growth, in a way that is socially and environ-
mentally responsible,” said Ian Hamilton.      

The port of Hamilton is the largest port in Ontario, and a vital
regional economic engine. Over the past eight years, the Port has
seen employment grow by 30 per cent to over 2,100 people working

Belledune Port Authority (BPA) officially greeted Captain Sergiy
Dolmatov, Master of  MV Tundra, the first ship to lay anchor at the
Port of Belledune in 2017. 

Tundra is registered in Limassol, Cyprus and her last port of call
before arriving in Belledune was Fortalexa, Brazil. The vessel’s agent
is Calypso Marine Agency (CMA), represented by Robert Lagace.
Tundra docked at the Port of Belledune on January 5, 2017, where
the vessel loaded approximately 22,000 MT of wood pellets. Her
next stop will be Hull, UK. 

BPA’s Director of Marketing & Business Development, Jenna
MacDonald, presented Captain Dolmatov with a commemorative
gift at the Port Authority’s administrative offices. 

“Wood pellets fall within our forestry sector which is a very
important sector to the Port as it contributes to the development of
its operations,” said Denis Caron, BPA President & CEO. “The
forestry sector is one of our five key sectors. The other four include
energy, agriculture, mining & minerals, and the modular sector.” In
2016 the port received a total of nine vessels that served the forestry
sector. Within that same year, the port handled 226,304 MT of
forestry cargo. 

Tundra is the first of many vessels that are expected to lay
anchor at the Port this year. Last year, the Port played host to 97 ves-

sels, which is 26 more than it received in 2015. The port also han-
dled approximately 2,027,431 MT of bulk cargo, which is up 14 per
cent from the previous year. 

“Here at Port of Belledune we are focused, and we are seeing
results,” said Caron. “We will continue our efforts to enhance our
capabilities, create new opportunities and encourage new develop-
ment at the port and in Northern New Brunswick.”

on-site at port-based companies. Port jobs are high-quality jobs,
paying 20 per cent more than the provincial average. The port’s
cargo base has diversified significantly over that time period, includ-
ing an increase in agricultural cargo from nine per cent of the port’s
total in 2009 to 20 per cent in 2015. 

“The environment in which we operate is always changing,
from global commodity trends to the evolution of Hamilton’s econ-
omy at a local level. HPA has an excellent team of committed
employees, who will be instrumental in moving us forward. We’ll
work in partnership with the City of Hamilton and other stakehold-
ers to ensure we are enhancing the Port’s role as a leading Canadian
port; one that can help port users thrive, and our community pros-
per,” said Hamilton. 
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February 26 - March 1
17TH TPM ANNUAL CONFERENCE
Long Beach, California
Contact: 516-589-0229, Mina Patel
E: mina.patel@ihsmarkit.com
events.joc.com/tpm-2017

March 8-9
10TH ARCTIC SHIPPING SUMMIT 
Montreal, Canada
Contact: +44 (0) 203 141 0606, Mohammad Ahsan 
mahsan@acieu.co.uk
www.wplgroup.com/aci/event/arctic-shipping-summit/

March 15
THE TRAFFIC CLUB OF MONTREAL
International Women Day Luncheon
St-James Club, Montreal
Contact: 514-874-1207, ext. 102, Maryna Cheroshnykova
dg@tcmtl.com
tcmtl.com/en/event/international-womans-day-luncheon/

March 22-23
SHIPPING2030/GREEN SHIP TECHNOLOGY
Technology for today, ideas for the future 
Radisson Blu Scandinavia Hotel, Copenhagen, Denmark
Contact: +44 (0)20 7017 7165, Simon Lau
simon.lau@knect365.com
maritime.knect365.com/shipping2030-global/

April 6
THE TRAFFIC CLUB OF MONTREAL
87th Annual Gala Dinner
St-James Theatre, Montreal, QC
Contact: 514-874-1207, ext. 102, Maryna Cheroshnykova
dg@tcmtl.com
www.tcmtl.com/en/event/annual-gala-dinner/

April 11-12
9th INTERNATIONAL CONFERENCE & EXHIBITION
USA 2017
The Main, Norfolk, Virginia
Contact: +44 (0)1628 820 046, Claire Palmer 
claire@mcimedia.com
www.mcimedia.com/Eventhomes/eventlist/1

April 20-21
MARI-TECH 2017 CONFERENCE & EXHIBITION 
Hotel Bonnaventure, Montreal, Quebec
Contact: 613-283-2697 Ext.1, Marie-Claude Bureau 
mc@creativerelationsplanners.com
www.mari-tech.org/mari-tech-2017

April 27
THE TRAFFIC CLUB OF MONTREAL
Inauguration and Appreciation Night
Restaurant La Verità, Dollard-des-Ormeaux, QC
Contact: 514-874-1207, ext. 102, Maryna Cheroshnykova
dg@tcmtl.com
www.tcmtl.com/en/event/inauguration-appreciation-night/

May 25
THE TRAFFIC CLUB OF MONTREAL
20th Annual Lobster & Crab Party
Berths 34-37, Alternative terminal, Port of Montreal
Contact: 514-874-1207, ext. 102, Maryna Cheroshnykova
dg@tcmtl.com
www.tcmtl.com/en/event/lobster-crab-party/

May 30- June 1
GREENTECH 2017
Hyatt Pier Sixty Six Hotel, Fort Lauderdale, Florida
Contact: 418-649-6004 # 302, Manon Lanthier 
Manon.Lanthier@allianceverte.org
www.green-marine.org/greentech/agenda/

HWY H2O hwyh20.com......................................................................... 10
LOGISTEC logistec.com......................................................................... 22
MOL molpower.com................................................................................ 20
MSC (CANADA) msc.com....................................................................... 3
NANAIMO PORT AUTHORITY npa.ca................................................. 12
ODYSSEY SHIPPING odysseyshipping.com.........................................50
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RIDLEY TERMINALS RTI.CA........................................................ 24
SEABOARD MARINE seaboardmarine.com ......................................... 46
SVITZER svitzer.com................................................................................ 8
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It feels good knowing more.
The Port of Vancouver checks all the boxes. With real-time monitoring tools, innovative supply 
chain strategies and collaborative infrastructure improvements, Vancouver is the right choice now 
and the right choice for the future. 

Go to portvancouver.com to check all the details. 
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