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A new dawn for Port of Sept-Îles
BY MARK CARDWELL

Pierre Gagnon is no stranger to the
business of mining iron ore. A mining
engineer by trade, he worked several
years for Quebec Cartier Mining (now
part of ArcelorMittal) in the town of
Fermont before joining Port of SeptÎles as President and Chief Executive
Officer in 2002. Since then, Gagnon
has been working to help the Port’s
major clients deal with the challenges
of reaching global markets with the
80 billion tonnes of high quality iron
ore reserve known to exist in the
Labrador Trough.

Since the 1950s, when iron ore
started being mined from the
Labrador Trough and shipped south
to Sept-Îles via the Quebec North
Shore and Labrador Railway from first
Shefferville, then the Wabush and
Labrador City, NL areas, the mineral
has been both the backbone and the
lifeblood of the community on Quebec’s North Shore.

“It is one of the purest iron ore
sources in the world with the fewest
contaminants,” Gagnon says about
the ferrous deposits in the trough, a
160-kilometre-wide, sausage-shaped
landform that starts 400 km north of
Sept-Îles and stretches 1,200 km
north to Ungava Bay. “It is highly
prized for its qualities, which adds a
premium value and increased price.”
Quality, together with several critical
infrastructure developments at his fa-

Iron ore comprises more than 90 percent of the roughly 25 million tonnes
of cargo that are shipped from the
port each year. Though Sept-Îles is a
small player on the world stage, accounting for only 2-3 percent of world
supply, Gagnon says that many steelmaking facilities, notably in China, are
blending high-quality iron ore with
the lower-quality material supplied by
world-leading producers like Australia
and Brazil. Blending helps to produce

cility over the past year, have Gagnon
feeling bullish about the prospects of
the Port of Sept-Îles in the not-toodistant future.
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better steel products with better efficiencies and less of an environmental footprint.
“China buys 60 per cent of all minerals in the world,” says Gagnon.
“But they have recently brought in
policies to reduce greenhouse gas
emissions in their steel production
industry.” Those policies, he adds,
are driving up both demand and
premiums for top-quality iron ore
like the kind that ships through his
port. Premiums have more than
doubled in recent years from between $5 and $6 USD a ton to between $12 and $15 USD a ton. That
is on top of the current world price
of roughly $60 USD a ton for iron
ore, which has been quite volatile
since the beginning of the year with
a high of $89 USD in March, compared to a low of $38 USD in late
2015. Though double what it was
when Gagnon joined the Port, the
current world price for iron ore is
still only a third of the record $193

USD a ton it reached briefly in 2008.
While he has no control over the supply-and-demand driven world price
for iron ore, Gagnon is feeling confident about the Port’s ability to both
maintain and enhance its role as the
main gateway to the global market
for Canadian iron ore producers. In
addition to the growing popularity
and environmental advantages of
blending, which he says is providing
“a nice bump” in revenues for the
Port’s current iron ore producers,
Gagnon says several recent and imminent developments have set the
stage for a major upswing in the
Port’s fortunes in the immediate and
near future.
One was the signing in late 2016 of a
long-term commercial agreement between the Port and its new partner
and client, the Quebec government-

backed Société ferroviaire et portuaire de Pointe-Noire (SFPPN). The latter is a limited partnership that was
created to own and operate assets
purchased from Cliff’s Natural Resources operating under protection
from its creditors. These assets include rail lines, access to port facilities, rail yards, a pellet plant,
administrative offices and about 1200
hectares of land. The Port itself was
successful with the acquisition of 400
hectares of land to unlock the future
growth of the sector.
For years, Cliff’s refusal to negotiate
service on its rail network giving access to the port stymied development in the sector and led to years of
acrimonious relations and highly-publicized lawsuits. “Assuring accessibility and potential capacity growth at
Port of Sept-Îles responds to the
needs of businesses in the area and

PIERRE GAGNON
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is a priority action in Plan Nord for
2015-20,” Pierre Arcand, Quebec’s
minister of economy, science and innovation, said when SFPPN acquired
Cliff’s assets. “Thanks to this acquisition, companies engaged in the mining of iron ore on the North Shore
can benefit from the access they will
now have to the new multi-user dock
in the port of Sept-Îles.”
Based on the same approach that inspired the 2012 agreement for the
construction of the multi-user wharf,
the agreement between the Port and
SFPPN called for a sharing of the
SFPPN’s loading equipment, storage
and handling facilities at PointeNoire, and the construction of a 300-

SINCE
1972

GO FULL
FORCE
Over the years, thanks to its acquisitions, its strategic development and diversi cation of its activities, Ocean has become one
of the main suppliers of integrated marine solutions in Canada and a leader in the Canadian marine industry.
With 34 tugs, 7 pilot boats, 30 work boats and 6 dredges, Ocean has one of the largest specialized eets in Eastern Canada.
Ocean is a leader in the marine industry with close to 850 highly skilled employees and is
committed to realizing its vision of the future:
Becoming a world-class company and a trusted business
partner for its customers.
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metre-long galleried conveyor belt
that would finally link the multi-user
wharf with the laydown area for users’
stockpiles. The Quebec government
also promised to provide $15 million
in financing to ensure those final links
were built and operational.
“With the iron market in recovery
mode and our region in need of diversification projects, these agreements come at the perfect time to
give our mining industry a shot in the
arm,” Gagnon said at the press conference to announce the deal last December. “The Port wishes to
acknowledge the leadership of the
Quebec government in the creation
of this innovative business model that
creates a North American shipping
and handling terminal that is unique
for its structure and multi-user mission,” Gagnon said then.
At a follow-up press conference at the
Port in April, the government announced that two producers – Tata
Steel Minerals Canada and Quebec
Iron Ore Inc., a subsidiary of Champion Iron Limited – had joined SFPPN
to manage and develop the industrial
facilities at Pointe Noire, including the
pellet plant. The partnership’s first priority will be to build a conveyor to
connect the Pointe Noire facilities
with the Port’s multi-user wharf. In
July, it hired a local firm, Groupe G7,
to the build the long-awaited missing
link between the storage facilities and
the multi-user wharf. That work is expected to be completed before year’s
end.
More good news has also been announced of late by Port partner Quebec Iron Ore Inc. a subsidiary of
Champion Iron Limited. One of the
five original partners in the multi-user
wharf project – along with Tata, the
only one currently operating and
shipping, Labrador Iron Mines, which
has liquidated its assets and ceased
operations, and New Millennium and

Alderdon, which like Quebec Iron
Ore Inc. are not yet producing – the
Montreal-based junior iron ore mine
developer and explorer has secured
its financing as mentioned in its October 16 press release and will now
reopen the massive Bloom Lake mine
it acquired from Cliff’s in the Labrador

Trough. “Investment is always a telltale sign of good things to come,”
says Gagnon.
He says if Quebec Iron Ore Inc.’s
plans pan out, it will be the first company to flow iron ore out to the global
market through the multi-user wharf
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in Sept-Îles in March or April, 2018.
By then, the proverbial cherry will
have been placed on the Port’s sundae: the start-up of the galleried conveyor that is now being connected to
the two shiploaders on the multi-user
wharf.
“The two largest shiploaders in
Canada on the deepest wharf in
North America will finally begin filling
the biggest ships in the world,” says
Gagnon. “That will be a historic day
in the life of the Port, and definitely
be cause for celebration.”
Once in full operation, Gagnon says
the new multi-user facility could triple
the port’s capacity from 30 million to
90 million tonnes a year. A new era
has definitely dawned for the Port of
Sept-Îles.

WAGENBORG SHIPPING NORTH AMERICA

CONTACT: 507 Place d’Armes, Suite 2100 H2Y2W8 Montréal, Canada
Tel. +1514 288 8282 \ Fax +1514 842 2744 \ info@wagenborgna.ca \ www.wagenborg.com
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Quebec Stevedoring a powerhouse in Eastern Canada
BY BRIAN DUNN

Although the town of Sept-Îles has a population of only
25,000, it punches above its weight in maritime shipping
and is one of the bigger terminal operations for Quebec
Stevedoring Co. Ltd. (QSL) which has 30 port facilities,
stretching from St. John’s in the east to Chicago in the
west.

offer tailor-made services to clients and we build our own
warehouses. When we call a customer, we can offer them
technical and logistics expertise in addition to our other
services.” QSL has a strong culture of innovation, developing its own software tracking and bulk inventory tracking systems, among other initiatives.

It’s not only mining that drives QSL, although it accounts
for the bulk of its business in Sept-Îles, according to QSL
CEO Robert Bellisle who noted the company will be celebrating its 40th anniversary in 2018.

The company has been active in the Côte Nord region
since 2009 handling project cargo and construction materials at its terminals in Sept-Îles, Havre-Saint-Pierre,
Port Cartier and Baie Comeau. One of its major mining
clients is Aluminerie Alouette which announced plans in
2011 to boost capacity by more than 60 per cent (to
930,000 tonnes from 575,000 tonnes per year) over the
next 10 to 15 years after signing a new low-cost power
deal with the Hydro-Québec.

Privately-owned QSL has a total of some 1,300 employees throughout its network, including about 80 in SeptÎles. Total annual tonnage handled is around 22 million
tonnes of bulk and break-bulk cargo on 1,000 vessels
serviced. Sept-Îles accounts for close to 8 per cent of the
totals in both cases, or roughly 1.7 million tonnes on 80
vessels. “We’re a logistics company that offers stevedoring and terminal services,” Mr. Bellisle pointed out. “We
also have our own engineering department so we can

“A large percentage of our business is in mining and mill
services such as operating storage facilities and programming of robotics for inventory planning,” said Mr.
Bellisle. “We handle raw materials, semi-finished and finNovember 20, 2017 • Canadian Sailings • 11
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ished products and bulk cargo for mining companies. We
consolidate the bulk cargo to get it to the mines in a
timely matter. We’re looking at the consolidation of logistics, because while shipping is an important component of operations, it’s not the only one.”
Since Sept-Îles is an important terminal for the shipment
of minerals, QSL is working closely with Plan Nord
subsidiary Société ferroviaire et portuaire de
Pointe-Noire (SFPPN) by offering technical and engineering solutions to improve their operations. SFPPN is a limited partnership that operates a 38 kilometres railroad
linking the railroad from Pointe-Noire near Sept-Îles to
Labrador and owns storage facilities near the port as well
as a six million tonne iron ore pellet plant, among other
operations. Other opportunities may arise under Quebec’s Plan Nord which is beginning to take shape. Last
April, for example, Tata Steel Minerals Canada and Quebec Iron Ore Inc., a subsidiary of Champion Iron Limited,
became partners in SFPPN to manage and develop the
industrial facilities at Pointe-Noire. And in September,
the government published the results of a feasibility
study for a third rail link from Sept-Îles to improve access
to the Labrador Trough, Canada’s largest iron ore production region. The report concluded that the line would
be viable if a minimum of 40 million tonnes of minerals
were extracted from the trough annually.

QSL is also active in the local Chamber of Commerce and in SODES (St.
Lawrence Economic Development
Council) where Mr. Bellisle sits on
the Board. In addition, the company
hopes to benefit from Quebec’s Maritime Strategy which aims to create
more than 30,000 new jobs and encourage public and private investments of roughly $9 billion by 2030.
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QSL continues to stay on top of
health and safety issues throughout
its network which is paramount to
the success of the company, said Mr.
Bellisle. “We’re not successful unless
workers leave at the end of the day
the way they came in. On the business side, our focus is to continue to
grow and offer more and more services to our customers.”
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Cruise ship season 2017
BY MARK CARDWELL

The port of Sept-Îles is quickly becoming a popular international cruise ship destination in Eastern Canada.
Eight years after its inaugural cruise season, when it welcomed three ships with 5,000 passengers, the port was
visited eight times by five different ships carrying a total
of 8,000 passengers during the 2017 sailing season.
The last and most notable visit was an unexpected
stopover by the Queen Mary 2. The 350-metre-long ship
was scheduled to make its inaugural visit to Sept-Îles on
Sept. 28, 2018. However, the Cunard-owned transatlantic ocean liner made an unscheduled stop on October 2, and berthed there from 9 a.m. to 5 p.m. The
8-hour stop was booked just two weeks earlier to replace a visit to the port of Gaspé that Cunard cancelled
over the speed limit that Canada imposed in a section
of the Gulf of the St. Lawrence to protect endangered
right whales.
According to Port officials in Sept-Îles, the joy and excitement they felt when they first learned about the
Queen Mary 2’s last-minute visit quickly turned to planning and organizing. An ad hoc organizing committee
was quickly struck. Comprised of people from the Port,
Destination Sept-Îles Nakauinanu, Tourisme Sept-Îles,
Ville de Sept-Îles and the Innu Band Council, the com14 • Canadian Sailings • November 20, 2017

mittee decided to organize several Native and FrenchCanadian cultural activities near the dock, within walking
distance of the ship. “The idea was to turn the Monseigneur Blanche terminal (in the port’s city sector downtown) into a festive zone for passengers, crew members
and the local population ,” recalls the Port’s Director of
Corporate Affairs, Patsy Keays.
The committee then issued a public call to the 26,000 residents of Sept-Îles “to provide their habitual warm wel-

come to our very special visitors.” It also invited people
“interested in taking part in this special day in any capacity” to contact them. The community’s response was
as outstanding as it was overwhelming. Activities organized for the Queen Mary 2’s passengers included Folk
singing and dancing, traditional Innu dancing, 3 o’clock
tea time, a bonfire with roasted marshmallows, free hotdogs, local crafts for sale, a classic car show and a recycled metal sculpture exhibition.
For Keays, the highlight of the day was the presence of
Mylène Paquette, the first person to row across the Atlantic from west to east. A high point of her 2013
odyssey was a mid-ocean meeting with the Queen Mary
2, which responded to a distress call from Paquette’s
team, which had lost contact with her.
Port of Sept-Îles bought Paquette’s boat – Hermel – and
has it on display in the marina. Paquette recounted her
now-famous voyage at a morning conference on board
the Queen Mary 2 to a crowd of 500 passengers and
then spent the afternoon mingling with locals and cruise
ship passengers at the marina in the presence of her
boat, Hermel. The Port hopes to have Paquette back for
the Queen Mary 2’s return trip next fall.

made the day a huge success. “The cruise industry provides an incredible opportunity for the community to
come together and promote this beautiful region and the
warmth and spirit of the people who live here.”
The Queen Mary 2’s visit marked an unexpected but successful end to a record cruise ship season for the North
Shore port. The season got underway in July with the arrival of two ships - Seven Seas Navigator (Regent Seven
Seas Cruises) and the MS Insignia (Oceania Cruises). In
July, the port also hosted Rendez-vous 2017, a major tallship event to commemorate the 150th Anniversary of the
Canadian Federation. Some 15,000 people visited the
half-dozen tall ships that spent a weekend Sept-Îles. In
September, the cruise ships MS Marco Polo (Cruise &
Maritime Voyages) and MS Saga Sapphire respectively
made their third and second visits to the port of SeptÎles.
Seventy-five per cent of the port’s 8,000 cruise ship visitors in 2017 were from the United Kingdom. Americans
accounted for 20 per cent, with 2 per cent from both
Australia and Asia.

Keays also noted that a whopping 80 per cent of the
ship’s passengers and crew came ashore on Oct. 2. “I
think all of them had a fantastic time,” she says. “Not
only were the activities really amazing, thousands of local
people came down to the dock. That really added some
fun and colour to everything.”
For his part, Port of Sept-Îles President and CEO Pierre
Gagnon issued a public thank-you to the community.
“Everyone sprang into action for the Queen Mary 2’s unexpected visit,” said Gagnon. “(This is) the kind of community where people roll up their sleeves and get to
work. Everyone really went above and beyond and
November 20, 2017 • Canadian Sailings • 15

Sept-Îles’ 5 à huîtres maritime event

The 8th edition of the “5 à huîtres maritime”, organized
jointly by Port of Sept-Îles, Club Richelieu and HMCS Jolliet Naval Reserve has raised just over $41,000 for the coffers of L’Elyme des Sables, Sept-Îles’ palliative care centre.
More than 280 people contributed to this event by participating in this popular oyster fest. Door prizes, animation
and various drawings added to the festive atmosphere of
the evening.

Established at the initiative of Port of Sept-Îles, the activity
stands out for its originality! During eight years, nearly $
610,000 has been donated to L’Élyme des Sables. It is an
event that requires the involvement of more than 50 volunteers and many collaborators. Poissonnerie Soucy has
been an integral part of the event since the beginning,
lending its kitchen to the chefs who prepare the different
oyster entrées, assisted by Club Richelieu members. As for
HMCS Jolliet Naval Reserve, its gym and mess facilities
were made available for the occasion. In addition, the participation of its reservists and cadets greatly facilitated the
logistics of the event.
For the Honorary President, Ms. Sherri-Anne Fequet, this
was her first official appearance as part of her “2017-2018”
mandate, which will run until Sunday, April 8, 2018, day of
the Teleradiothon for the palliative care centre.
The “5 à huîtres maritime” organizing committee is already thinking about the next event. Respecting the tradition of the 4th Thursday of October, the 9th edition of
the “5 à huîtres maritime” will be held on October 25,
2018.
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Railway to Churchill closed as parties fight over who should
fix the flood-damaged line
BY KEITH NORBURY
The Hudson Bay Railway line proved
no match for the uneven, boggy terrain of the Hudson Bay Lowlands this
spring. On June 9, a news release from
OmniTrax Inc., its owner, said it had
suspended service indefinitely on the
railway from Amery, 29 rail miles northeast of Gillam, to Churchill — a section
it had been unable to operate since
May 23. A preliminary assessment by
an independent engineering firm
found the flooding had washed the
track bed away in 19 locations, the release said. The flood “visibly damaged” five bridges with another 30
bridges and 600 culverts needing further assessment.
“The damage is unprecedented and
catastrophic,” the release quoted
Peter Touesnard, Chief Commercial
Officer at OmniTrax. “While the Hudson Bay Railway requires significant
seasonal maintenance, the extent of
the damage created by flooding this
year is by far the worst we have ever
seen. According to subsequent news
reports, OmniTrax is claiming that the
flooding is a case of force majeure —
or an Act of God — something the
company argues releases it from its
contractual obligation to repair the
line. The federal government, however, isn’t buying that argument and
has given the company a deadline of
Nov. 12 to fix the problem or face an
$18.8 million lawsuit.
Legal action commenced
On November 14, OmniTrax Canada
Inc. said it planned to file a claim under
the North American Free Trade Agreement, arguing that the federal government sabotaged efforts to repair the
rail line and transfer ownership, according to a CBC report. The same day,
Transport Minister Marc Garneau announced that the federal government
was moving ahead with legal action
against Omnitrax by filing a statement
of claim for breach of contract.
“We are disappointed that it has come
to this, after having attempted count-

less times over the past several months
to find a viable long-term solution to
the challenges faced by the HBR (Hudson Bay Railway) and the Port of
Churchill,” CBC quoted a statement
from OmniTrax Canada President Merv
Tweed. “We believe we have exhausted all available options to facilitate the repair and transfer of the HBR,
port and related assets. At every turn,
our efforts have been stalled, obfuscated or ultimately sabotaged by the
federal government. We view this
NAFTA claim as a last resort.”
Impact on communities along
the line
CBC reported earlier, citing unnamed
sources, that OmniTrax has been cutting service, raising fees and moving
equipment out of Manitoba and reduced staff “to a bare minimum.”
Meanwhile, Via Rail has reduced its
service on the railway but was still running three times a week between
Thompson and Gillam, and twice
weekly between Thompson and The
Pas. Via has several sign post stops between Gillam and Churchill. However,
11 of those were “serving travellers
who spend a few nights in camps to

go hunting and fishing,” said Via
spokesperson Mylene Belanger via
email. Three other stops on that section of the railway had no activity in
2016 or 2015, while four others each
recorded no more than 20 stops. The
two most active stops were Bird, which
in 2016 had 197 passengers get on
the train and another 273 get off, and
Chesnaye, which in 2016 had 103 passengers get off and 99 get on.
Bird served the Fox Lake Cree Nation.
That station is now called Fox Lake,
said Donna Lundie, transportation and
medical clerk for the First Nation. The
closure of the line has caused difficulties for people wanting to visit relatives in Churchill, she said. However,
they can travel by road to Gillam,
which is about 55 kilometres away.
A 200-year event
An August 18 report on the flooding
prepared by engineering firm AECOM
Canada Ltd. found that “the 155-mile
long portion of the Herchmer subdivision north of Amery and leading to
Churchill washed out in more than 20
locations and the receding waters uncovered extensive damage to the rail-
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way at approximately 130 locations, including bridge damaged locations,
culvert separation locations and other
locations of concern.” The report outlined an “ambitious” 60-day plan to restore service. It estimated total cost of
“all essential repairs identified to date”
at $43.5 million. It noted, however, that
only immediate repairs are necessary
to reopen the line, and that “the plan
is to complete at a minimum all immediate work in 2017 with the goal of reopening the line for safe passage of
light loaded trains in early November
2017. However, there are several factors, such as contractor availability,
procurement delays, equipment availability, or early freeze-up that may prevent this from happening.”
A subsequent AECOM report in October estimated a temporary fix of the
line would cost $5 million to $10 million but would allow only light loads of
freight and no passenger traffic, according to news reports. In his Oct. 16
statement, Merv Tweed, President of
OmniTrax Canada said the threat of
legal action by the federal government
made it clear to Omnitrax that the federal government has “no intention” of
constructively solving the problem. “It
appears from their collective indecisiveness, dysfunction and lack of lead-

ership on this critical issue that both
Canada and the Province of Manitoba
are content to leave Churchill as a remote, fly-in community for the first
time in over 100 years.”
Transport Canada senior communications advisor Annie Joannette reiterated that “The government of Canada
takes the loss of the rail link seriously
and is deeply concerned that OmniTrax Inc. has not yet commenced repairs.”
In his Oct. 16 statement, Mr. Tweed
said that in August the company “entered into an agreement with Grand
Chief Arlen Dumas of the Assembly of
Manitoba Chiefs and a new coalition of
First Nations buyers” but that the deal
“now hinges on the federal government and its willingness to provide the
requisite approvals and financial support.” He also said the transfer of the
railway and the necessary repairs require government resources. “The federal government said it would help and
it has not helped. In fact, it has stood
in the way of both the transfer and the
repair,” Mr. Tweed said.
Transport Canada, however, said the
Canadian government is supportive of
a plan to transfer ownership of the line,
provided that the assets are transferred

18 • Canadian Sailings • November 20, 2017

at a reasonable price and take into account OmniTrax Inc.’s obligations; that
the new owner has support from First
Nations and other communities along
the route; and that the new owner has
a viable business plan to operate the
line reliably and cost-effectively.
Plenty of blame to go around
Mr. Tweed, meanwhile, blamed recent
federal government measures, including termination of Canadian Wheat
Board’s single desk in 2012, the abandonment of the Churchill Gateway Development Corporation in 2013, and
“the termination of grain shipping
support programs” as undermining
the viability of the railway. He added
that OmniTrax has invested over $100
million in the enterprise “without any
return” since it acquired the rail line
and port in 1997. It’s the view of OmniTrax that the rail isn’t commercially
viable “and should be regarded as a
public utility,” he said.
Despite Mr. Tweed’s protestations,
OmniTrax has often been painted as
the villain in this drama. Ms. De
Meulles, co-owner of Churchill Home
Building Centre, said she blames OmniTrax for the problems, saying that the
federal government should take back
control of the line and “not give them

a red penny because all the money
that the government gave them, they
didn’t use it to fix our line anyway.”

note that is going to be difficult to sell
a rail line that is in such a serious state
of disrepair.

A National Post report published in
early May, just before the line was
wiped out, supports that accusation.
“Employee accounts and documents
obtained through freedom of information requests suggest the company
has backed away from the financial
promises it has made,” the Post reported. It added that OmniTrax “effectively undermined the government’s
efforts to protect the port by raising
fees” after the government granted
$25 million in grain subsidies over five
years to shippers following the dissolution of the Canadian Wheat Board’s
single desk.

First Nations proposal praised

A duty to perform
Elden Boon, President of the Hudson
Bay Route Association, also blames
the current dilemma and the closure of
the port largely “on Omnitrax and
their lack of wanting to do business.”
“It seems like they got to a point that
they didn’t want to do this any more,”
Mr. Boon added.
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Dr. Barry Prentice of the University of
Manitoba said Omnitrax’s force majeure argument might have some
merit but he pointed out that a railway
charter also carries serious obligations.
“You have to perform,” said Dr. Prentice, a professor of supply chain management at the university’s I.H. Asper
School of Business, and a former director of the Transport Institute at the
university. “You can’t just decide I feel
a little tired and I’m not going to run
any more. You have an obligation to
the public as a public utility. So if you
don’t perform, then one of the things
the government can do is lift your
charter.” Dr. Prentice did, however,

Both Dr. Prentice and Ms. De Meulles
voiced support for potential First Nations ownership of the rail line, although Dr. Prentice pointed out, “We
always have to look around and ask
where the First Nations are getting this
money.” That said, he noted that First
Nations have shown they can run a
short line railway, such as the Keewatin
Railroad that runs from The Pas north
to Mathias Colomb. “It’s not a bad
idea,” Dr. Prentice said. “It gives First
Nations work, and it helps build their
villages and society.”
Twenty-three kilometres to the east of
the town of Churchill, on the site of a
former rocket research range is the
Churchill Northern Studies Institute. It
is also feeling the effects of the railway
closure. “For a lot of the researchers
that did come and use our facility, as
well as for university field courses,
those people are all getting hurt by
the rail line not running,” said
Stephanie Puleo, the centre’s interim
Executive Director. For example, a
group of students from Thompson
cancelled their trip because they
couldn’t afford the airfare. Whereas
the round-trip fare on the train was
about $100, a round trip by plane
would run close to $800, including
taxes and fees.
Moving freight has also become much
more costly. When the railway was still
running, the centre would spend
about $4,000 a year on materials and
supplies. Now it is spending about
that much each month.

Churchill train station, shown here in 2015,
hasn’t had any service since a flood in late May.

Solid business plan needed
Mr. Boon said First Nations ownership
is key to reversing the railway’s fortunes. But, for the railway to succeed
under new ownership, it needs a solid
business plan and a vision for the future, he said. “This living on the shirttails of the taxpayers of this country is
not an option in my opinion,” said Mr.
Boon, an all-seed grain farmer based
in Virden, Man., about 80 kilometres
west of Brandon.
He also favours maintaining Churchill
as a grain port, especially in the
event of another bumper crop such
as occurred in 2013. “Churchill’s always been a surge area,” he said.
“We still need it there, and we need
to build on that.”
Tim Heney, CEO of Thunder Bay Port
Authority, said that shortly before the
flood took out the line, his port
shipped some transformers along it to
northern Manitoba. A worker on that
project told Mr. Heney that he could
walk faster than the train was moving
because the load was causing a “bow
wave” in front of the train. He said,
‘the rail actually goes up as the train
compresses the rail bed. It forms like a
wave of rail in front of you.’. That
fragility leads Mr. Heney to suspect
that a road in the region might be easier to repair and maintain.
No match for Thunder Bay
Nevertheless, Mr. Heney is hoping that
the rail line to Churchill will be repaired
and that his port might even handle
the steel rails needed to rebuild it. Still,
he doesn’t see much future for
Churchill as a grain terminal. “I think
those days are pretty much gone and
in many ways never really existed,” Mr.
Heney said. “It was a heavily subsidized route. I hope they’ll come up
with something other than grain to
keep it viable next time.”
Going back to the hay days of the
Wheat Board, the port of Churchill
handled around 500,000 tonnes annually, which is only a fraction of the grain
Thunder Bay handles each year (7.5 –
8.5 million tonnes). “Like I used to say,
‘We could do everything Churchill did
in their season in a long weekend
here.’ So, really why are you spending
all this effort on it?” Mr. Heney said.

November 20, 2017 • Canadian Sailings • 19

Churchill’s future up in the air but remains
perpetually promising
BY KEITH NORBURY
Churchill Home Building Centre put in a big order for about
$1 million of stock early this spring in anticipation of a good
year, said Dale De Meulles, a lifelong resident of the remote
Manitoba town who co-owns the store with his wife Rhoda.
Buoying his optimism were a flood of inquiries from customers in even more remote communities in Nunavut to
buy much of that stock. The good news was that the store
received its stock before severe flooding in late May wiped
out sections of the Hudson Bay Railway, the sole land-link
connecting Churchill with the rest of the continent. The bad
news is none of those inquiries from Nunavut turned into
orders. As Rhoda De Meulles explained, the northern customers didn’t bother sending barges to Churchill because
the railway wouldn’t be able to deliver their other supplies.
Instead, those Nunavut communities turned to shippers in
Montreal.
“Even though I had merchandise here, they said it wasn’t
feasible for them to come because we didn’t have enough
to justify the cost of every shipment,” Ms. De Meulles said.
While their store is overstocked for the winter — its inventory included 327 car batteries for a community of fewer
than 900 people — many products, noticeably food, are in
short supply and now have to be shipped in by air at huge
cost. A four-litre jug of milk, which had already been expensive by southern standards, now fetches about $18, Ms. De
Meulles said. As another example, the air freight cost for a
hot water tank is $176 compared to $33 by train.
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Such costs are something Churchill residents are going to
have to bear for the foreseeable future. The railway’s Denver-based operator, OmniTrax Inc., and the federal government were engaged in a Mexican standoff over repairing
the rail line and getting it running again. (See related story.)
Transport Canada has threatened to sue OmniTrax Canada
for $18.8 million if it doesn’t repair the line by Nov. 12.
Meawhile, OminTrax is claiming that force majeure — an
“act of God” — frees it from its contractual obligations. In
early October, the company said it planned to spend $5
million to $10 million to temporarily open the line within 30
days to handle light loads of freight, CBC reported at the
time. At deadline, those repairs had yet to begin. The federal government “takes the loss of the rail link seriously and
is deeply concerned that OmniTrax Inc. has not yet commenced repairs,” a Transport Canada spokesperson told
Canadian Sailings on November 7.
“We fear that nothing’s going to happen for awhile,” said
Ms. De Meulles, who for 35 years has worked at the hardware store, which she and her husband bought 15 years
ago. “And that’s a horrible feeling.”
Flood revives talk of Churchill’s prospects
Aside from causing a lot of finger-pointing about who is responsible for fixing the rail line, the flood has revived discussion about Churchill as a strategic Arctic port and
transportation hub. In recent years, Churchill has been promoted as a gateway to Europe and Asia — and as a means

to move minerals from mines yet to
be developed in Nunavut, oil and bitumin from Saskatchewan and Alberta, and grain from Prairie farmers.
Of those, only grain shipments have
ever been realized, and they stopped
in 2016 when OmniTrax shut down
the port. Various studies in recent
years have examined Churchill’s potential as a transportation hub for
northern Canada. Among them was a
2007 analysis of an ambitious proposal to build a $1.4 billion allweather road network linking Nunavut
as far north as Rankin Inlet with
Churchill and southern Manitoba.
Such a network would ultimately connect with the national highway system. While that study identified a
technically feasible route, and while
such a road had widespread support
from First Nations in the area, a subsequent analysis found that the road’s
costs would outweigh its economic
benefits, CBC reported in 2012.
A 2013 Future of Churchill federalprovincial task force report reached a
similar conclusion: “While significant
public benefits could accrue from the
development of an all-weather road,
the significant cost — currently estimated at $1.4 billion — and the very
long planning and construction horizon of more than 20 years make this
project challenging to undertake in
current economic circumstances.”
If there’s a prevailing view among
those who’ve examined Churchill’s future, it’s that climate change is expected to make the town more viable
as a port by adding up to two months
to the shipping season. On the downside, the same forces that will melt
Hudson Bay ice will also wreak havoc
on the permafrost, making land links
more difficult to build. Catastrophes,
like the flood that shut down the rail
line this spring, would also become
more likely. In any event, it appears
doubtful that Churchill will ever revisit
its glory days of the 1950s and 1960s
— when it had five times the population of today and was supported by a
nearby military base and rocket research range.
Alternative transport ideas floated
Dr. Barry Prentice of University of

Manitoba said a revival of Churchill
isn’t a moribund idea, given the potential prospect of a six-month shipping season and its ability to handle
larger ships — up to Panamax size —
much larger than the handysize vessels that are the largest capable of traversing the St. Lawrence Seaway and
Great Lakes. “I think these things have
their day and they go in cycles and
certainly the warming of the climate
favours the port,” Dr. Prentice said of
Churchill. “It doesn’t necessarily
favour the railway.”
What he favours is an all-weather road
to connect Churchill. “The truth is that
you don’t have to have a railway to
have a port,” said Dr. Prentice, a professor of supply chain management at
the university’s I.H. Asper School of
Business, and a former Director of the
Transport Institute at the university.
“Two of the biggest ports in the world
are Hong Kong and Singapore and
neither has a railway.”
On the other hand, a railway without
freight isn’t feasible because of the
expense of maintaining it, Dr. Prentice said. A year-round road connection to Churchill would also break up
the monopoly of the railway because
trucking companies using the road
would compete for freight. It would
also enable tourists to drive to
Churchill to see the polar bears, beluga whales, and other wildlife. “It’s
what we call rubber-tire tourism,” Dr.
Prentice said. “People drive all the
way to Alaska. Surely, Churchill’s a lot

closer for most people.”
The Alaska Highway is paved all the
way to Fairbanks, just 190 kilometres
from the Arctic Circle in the heart of
the Alaskan peninsula, where it connects with another paved highway
south to Anchorage.
When he first arrived in Manitoba 45
years ago, Dr. Prentice looked at a
map, saw a road to Gillam, and wondered why the road wasn’t pushed all
the way to Churchill. “And the answer
I got was, well, it’ll kill the railway,” he
said. Today, the road to Gillam also
needs upgrades. “And that leaves a
gap of about 300 kilometres to
Churchill.”
Then again, as he has done in the
past, Dr. Prentice floated air ships as a
cheaper and more efficient way to
bridge that gap and move freight into
the north. “Cargo airships is what we
need to open the north up and it
would reinforce a place like Churchill,”
he said, envisioning Churchill as a way
station for airship cargo that would
also arrive and depart by ship or rail.
Rather than taking a short-term view,
Canada’s leaders need to imagine
what the transportation needs will be
far into the future, he said. “We expect Canada to go on forever. So you
have to ask yourself, where are we
1,000 years from now?”
Polar bear seekers not dissuaded
One the main bright spots in recent
years for Churchill has been tourism,
most famously in the form of well-
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heeled visitors flocking to the area to catch a glimpse of
polar bears. So far, the loss of the rail line hasn’t dissuaded
those tourists. It’s an open question, though, if Churchill’s
tourism industry can sustain that momentum — and sustain
the town — without a land transportation link. Churchill’s
population stood at 899 according to the 2016 Census.
That was up from 813 in 2011. But the 2016 Census was
taken before OmniTrax closed the grain terminal in July
2016. And since the railway was shut down, Ms. De Meulles
said she knows of about 20 people who have already left
town because of a lack of work and the soaring cost of living. She and her husband used to employ 12 to 15 people
at the hardware store, but had to lay all of them off.
“They’re not able to find other jobs,” said Ms. De Meulles
who came to Churchill 38 years ago to find work. “They
have to go on Unemployment Insurance - that’s the only
way they can survive right now until, hopefully, things will
pick up.”
No shortage of studies
In recent years, researchers, engineers, and governments
have examined Churchill’s potential as a northern transportation hub. Chief among them was a task force established in 2012 by then Prime Minister Stephen Harper, a
Conservative, and Manitoba Premier Greg Selinger, a New
Democrat. It focused “on commercially-viable opportunities that are not contingent on additional public sector
spending” and that “the private sector should be the principal driver in pursuit” of the opportunities the task force
identified, noted its 60-page final report released in January 2013.
Opportunities cited in that report included the following:
• maintaining the viability of the Hudson Bay Railway,
• pursuing extensions of the shipping season to enable
larger volumes of grain and other commodities,

haven’t already poured cash into such efforts. From 1997
to 2017, the two governments had spent or were spending
a total of $197 million on Churchill. Of that, the feds paid
$124.9 million. Of the overall total, $50.5 million was for
the port and rail transfer to Omnitrax, and another $48 million was for rail line rehabilitation and port upgrades. Grain
shipping incentives accounted for another $25 million. Railand port-related expenditures (including the grain incentives) added up to $129.4 million.
Of all the opportunities, those involving oil are likely to
prove the most controversial. Ms. De Meulles said she
would welcome an oil pipeline to Churchill as would most
residents. That’s the opposite of what Churchill Chamber
of Commerce President and owner of Wapusk Adventures
Dave Daley told CBC News this summer after Jeff Callaway,
a candidate for the leadership of Alberta’s United Conservative Party, proposed that his province buy the Port of
Churchill and make it a terminus of a pipeline. “He’s the
only one who feels that way,” Ms. De Meulles said of Mr.
Daley. “Everybody else here in Churchill seriously thinks if
that happens, Churchill will get back on the map again …
because right now we don’t feel like we’re on the map.”
As far as oil is concerned, OmniTrax was exploring that as
well. The task force report noted optimistically that the railway might begin trial shipping of light sweet crude in the
summer of 2013. “The potential further exists to pair outbound oil movements with backhaul import of diluent to
the Alberta oil sands region.”
A barrier to that is the draught of the port, which at low tide
isn’t deep enough for oil tankers, the task force report
noted. Oil shipments also require heavier cars than the railway is suited for. Then again, the report said, “the price differential between ‘land-locked’ crude oil versus east coast
refinery points may serve as an enticement for the private
sector to invest in the Port to facilitate this opportunity.”

• diversifying shipments to include potash,

Coast Guard presence lacking

• increasing trade with Nunavut,

Given the history of recent oil pipeline proposals in
Canada, one destined for Churchill is bound to encounter
stiff opposition. And for ammunition, opponents can turn
to a recent University of Manitoba report on climate
change in the Hudson Bay complex that called the bay
“particularly vulnerable to a potential oil spill.” That report,
by the university’s Centre for Earth Observation Science,
also said the port’s shipping operations are “vulnerable to
adverse weather” and that those operations “may be rendered more vulnerable by a lack of hydrographic data” as
well as the limited search and rescue capability of the
Canadian Coast Guard in the area. “There is some concern
that Canada is not equipped to handle the increased traffic
volume in Arctic waters. Specific attention has been focused on the Coast Guard’s fleet of icebreakers and
whether they are capable of meeting current and future
user needs in the Arctic,” the report said, citing a 2014 report from the Auditor General of Canada. Among the roles
of Canada’s six ice-breakers in the Arctic is to assert Canadian sovereignty in the region. But during winter, the nearest ice-breaker to Hudson Bay is stationed off the

• shipping light sweet crude by rail to Churchill,
• exploring the feasibility of supplying liquefied natural gas
to the north,
• developing an “Arctic safari experience,”
• assessing the potential for an all-weather road linking
Manitoba with Nunavut, and, subject to environmental
risk assessment,
• building a pipeline to carry oil and bitumen to Churchill
for export.
The report also pointed out the giant challenges in developing Churchill and the north, such as “insufficient infrastructure to meet the expected demands of economic
development”, and that addressing those needs “will require a concerted effort involving the public and private
sectors.”
Or government spending
It’s not as though the federal and Manitoba governments
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Newfoundland coast, the report said.

Serving new mining operations in
Nunavut presents another opportunity, the report said, noting that “a
single gold mine, for example, can require between 40,000-50,000 tonnes
of materials annually during construction, and 20,000- 25,000 tonnes
thereafter during the life of the mine.”
In comparison, the average annual resupply that Churchill has handled for
Nunavut in recent years totalled
around 10,000 tonnes.
Unfortunately, supply chain service issues damaged the reputation of the
port’s owner, which “resulted in loss of
business” to Nunavut, the report said.
A “dearth of surface transportation infrastructure” and volatile commodity
prices will mean that only the richest
finds will become commercially viable
because the mining firms will have to
pay for “their own transportation infrastructure,” the 2013 task force report said. Even building a winter road
would be costly and “require commitment from both the private sector and
governments over several years” to
assess its benefits.
The case for an all-weather road
But, a road from Gillam to Churchill
is feasible, said University of Manitoba engineering professor Dr.
Marolo Alfaro. He estimated that
such a road would cost about $2 million per kilometre — or about $600
million for its 300-kilometre length.
That’s less than the nearly $3 million
per kilometre for a 130-kilometre allweather road between Inuvik and
Tuktoyaktuk that was due to open to
traffic on November 15.
Dr. Alfaro wasn’t involved in designing
the Tuktoyaktuk route. But for the last
two and half years, he has been un-
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Churchill has the potential to serve as
a port for bulk potash shipments,
given its proximity to mines in
Saskatchewan. One barrier to that is
the major mines already own Canpotex, a network with its own terminal in
Vancouver. “Any opportunity to export potash may have to exist with independent mines that would operate
outside the Canpotex network,” the
2013 Churchill task force report said.

dertaking measurements of synthetic
reinforcing material that were placed
on parts of road. Data from those
measurements, which looked at such
things as sloughing and drainage of
the road bed, could help improve the
design of a future road to Churchill.
One key difference between a proposed Churchill road and the one out
of Inuvik is that the northern route has
the benefit of continuous permafrost
for its entire length. A road south out
of Churchill would cover continuous
permafrost for only its northern half.
In the southern part, the permafrost is
intermittent. That means parts of the
route would go over terrain that becomes unstable as it thaws. “Another
problem in northern Manitoba is that
we have peat bogs,” said Dr. Alfaro.
“Northern Manitoba is underlain by
peat or muskeg that is very compressible and low strength. So it just sinks
if it’s not frozen.”
Dr. Alfaro has also been using instruments to measure roads built over
peat in another part of Manitoba. For
that, he has adapted a 16th century
technique, know as a corduroy road,
which uses timber to support the
roadbed. In his case, however, rather
than placing the timbers underneath
the roadbed, they are positioned at

the toe of the road to contain the fill
material. Dr. Alfaro is hopeful his research will aid in designing roads in
the north that take into account the
effects of climate change.
“That’s why we are taking measurements, temperature measurements,
both in the foundation and the fill material. We want to calibrate the model
that we’ll be developing. Once we
have confidence in our numerical
model, we can use that model to design highways that take into account
climate warming in different scenarios,” said Dr. Alfaro, who has also
been researching ways to improve the
reliability of the Hudson Bay Railway
line.
Stephanie Puleo, interim Executive Director of Churchill Northern Studies
Institute, 23 kilometres to the east of
Churchill, sounded lukewarm to the
idea of a permanent all-weather road,
however. “I know there would definitely be a lot of concern it because
maintaining a road would be a lot of
trickier than maintaining a train rail
line,” Ms. Puleo said.
Road would “dramatically alter” the
community
According to an interim Sustainable
Churchill report prepared following a
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November 2010 Arctic Gateway Summit in Winnipeg, many Churchill residents feel that a road would inevitably
alter the community of Churchill dramatically. Younger people tended to
be more in favour, the report said.
Benefits cited included economic development associated with mining,
the port, and tourism. Concerns included “making Churchill more vulnerable to gangs and drugs.”
For many residents, though, the port
is Churchill’s greatest asset, Sustainable Churchill said. Dredging the
Churchill River in the vicinity of the
port would allow vessels of deeper
draughts to enter the channel, “potentially broadening the market
served.”
People would also like to see a marine
biology lab built on Hudson Bay. It
was also suggested that the former
naval base could be made into a fish
farm to rear arctic char, pike, and
other species.
Residents also recognized “the importance of and their essential dependence on the railway,” although
some expressed criticism and dissat-

isfaction with foreign ownership of the
line and the port, the report said.
Elden Boon — President of the Hudson Bay Route Association, a nonprofit organization that advocates for
the railway as regional asset — said
building a road would simply be too
costly compared with the cost of repairing the railway. “I just don’t see
the merit around that when you’ve
got a rail line that just needs to be repaired and you’re back in business,”
said Mr. Boon, a farmer from Virden,
Man.
Transport Canada spokesperson Annie
Joannette skated around questions
about a proposed all-weather road to
Churchill, saying Transport Canada is
committed to the restoration of rail
service. She also acknowledged a proposal to build a winter road to ship
supplies into Churchill. Mark Kohaykewych, President of Winnipegbased Polar Industries, the company
proposing to build the road, didn’t respond to an interview request. However, he told CBC News in October
that his company — which would develop the road in partnership with the

Fox Lake Creek Nation and Churchillbased Remote Area Services — would
use tracked- or large-tired vehicles
such as tundra buggies to haul supplies on enormous sleighs. “This is a
primitive form that was used in the ’70s
by many companies to transport
goods to remote communities and
we’re going to go back to that, pulling
cat-trains and sleighs into Churchill,”
Mr. Kohaykewych told CBC.
Ms. De Meulles said in early November that her preference would be for
a proper ice road to be built to enable
all vehicles to use it over the winter. At
present there is no such road.
The fundamental challenge
The big question then is how does
Churchill realize its potential as an international shipping destination,
transportation hub for the north, and
conduit for commodities exports
when building the necessary infrastructure might cost billions of dollars?
“That’s the fundamental challenge,”
said Dr. Jino Distasio, director of University of Winnipeg’s Urban Studies
Institute. “But the rail line has for
decades provided that critical link.

Churchill’s history featured fits and starts
BY KEITH NORBURY
That Churchill became a port town at all was an accident of
history. In 1912, the federal and provincial governments in
western Canada decided to develop an ocean port, Port
Nelson, on Hudson Bay at the mouth of the Nelson River,
according to a 2013 Canada/Manitoba Task Force Report on
the Future of Churchill. A rail line was even started to connect
to Port Nelson but work on the line was halted in 1918 when
it was found that the location silted up.
Churchill proved to be a superior location for the port. So,
work on the rail line resumed from where it had stopped,
with the link to Churchill completed in 1927.
“They just took a dogleg north into Churchill,” said Elden
Boon, President of the Hudson Bay Route Association. “The
best place to build it would have from Thompson northeast
to Churchill because that’s on a rocky ridge. But that’s hindsight.”
Dr. Barry Prentice of University of Manitoba said that a more
easterly route over the Canadian Shield would have been far
superior than the chosen route, which traverses the deep
peat bogs of the Hudson Bay Lowlands. “When you’re on
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the shield, it doesn’t matter if the permafrost melts because
you’re on rock,” said Dr. Prentice, a professor of supply chain
management at the university’s I.H. Asper School of Business, and a former director of the Transport Institute at the
university. “Building a railway through the Canadian Shield,
you take a deep breath because you’re blasting rock and
forging water courses and other things,” Dr. Prentice said.
“So it’s not like it’s ever going to be inexpensive. But it would
be permanent.”
Cold War peak
In the 1961 Census, Churchill registered a population of
3,932. At its peak during the Cold War, the town and surrounding area was home to nearly 7,000, according to some
sources. That was attributed to Canadian and U.S. military
personnel at an U.S. air base established during the Second
World War, and at the Churchill Research Rocket Range established during the sixties.
Both grandfathers of Dale De Meulles, who co-owns the
town’s Home Building Centre with his wife Rhoda, came to
Churchill during the 1940s. He himself was born in Churchill

Yes, we had a catastrophic event, and we’re at a critical
stage where those repairs do need to take place. But we
do still have the infrastructure there.” Once that’s back in
operation, energy can be directed to upgrading the line as
well as re-establishing resupply links to Nunavut, said Dr.
Distasio, who participated in the 2010 Arctic Gateway Summit and co-authored the interim report. Losing that business to Quebec ports resulted in “a huge economic
impact” for Churchill as it has tried to diversify its economy,
Dr. Distasio said. “It’s going to be hard to win that back.”
One of the big ideas the summit explored was an Arctic
shipping bridge to connect Churchill with Russia port of
Murmansk, a city of 300,000 people on the Arctic Ocean.
A few years ago, OmniTrax was also promoting Churchill as
a gateway for moving project cargo between Canada and
Asia. But references to that scenario have since been
scrubbed from the OmniTrax website.
In 2011, Dr. Destasio’s institute prepared a Churchill Sustainability Planning Framework that outlined the challenges
of the community in detail. “Many of the issues related to
the town’s economic and social sustainability relate to the
fact that in some ways it is no longer the hub that it once
was: it is no longer a military base and its loss of population
has occurred at the same time that other northern communities have developed larger populations and capacities of
their own,” the report said. “At the same time, Churchill
still remains an important shipping node and major tourist
destination, and both of these major functions stand to be
affected by climate change.”

The town also faces “several pressing environmental issues,”
including a threat that climate change will wipe out the polar
bears and the tourism that they attract. Also of concern is an
Aboriginal population that “is still recovering from a legacy
of displacement, residential schools and isolation.”
The report recommended a “holistic approach” to Churchill
sustainability even as it recognized the broad scope of the
challenges. “Whatever the future may bring, a strong and
resilient community that understands its needs and resources, and whose members know how they can work together, is in a better position to deal with threats and gain
benefits from opportunities,” were the report’s last words.
Dr. Distasio expressed similar sentiments himself, informed
by long ago visits he made to Churchill, which he described
as “a jewel” of Manitoba and Canada. “It’s not just a place
where people come to see polar bears but is a place that
can have immense commerce and immense potential,” Dr.
Distasio said. “But,as a country, where is that we’re going
to invest strategically? I think in the north, and Churchill
presents one of those important options.”
For third-generation Churchill resident Dale De Meulles,
the community is “like a planet” of its own. Like many of
his fellow residents, he doesn’t care for city life, preferring
instead the joys of the vast outdoors, such as snowmobiling
to his cabin. And no matter what happens to Churchill’s
transportation networks, he doesn’t plan to leave. “Like I’ve
said a hundred times, I’m not going to quit.”

and his dad even worked briefly at the rocket range. Since
the early 1960s, though, Churchill’s population has steadily
declined, notwithstanding that recent bump. “I’ve got to say
we’re pretty tough birds up here,” Mr. De Meulles said. “Especially when you live here all your life, you see so many ups
and downs. Right now, all I do is say, ‘Throw some more because we can take it.’ We’re going to be here no matter what
you do to us.”

and the presence of cruise ships in the region. “I think
Canada needs to be there to protect its interest,” Mr. Boon
said.

At least Churchill residents can fly in and out of their town.
One legacy of the military’s presence is the airport, which is
the former site of the U.S. military base. The airport boasts a
runway 2,804 metres long — about 9,200 feet — capable of
handling Boeing 747s and 777s.

Whether or not the De Meulles become prisoners of a fly-in
only community — should the flood-damaged Hudson Bay
Railway not be repaired — their town is a prisoner of geography. Just below the 59th parallel, it is farther south than
Oslo, Stockholm, or Helsinki. Churchill is even around 1,000
kilometres farther from the North Pole than the Arctic Norwegian port of Narvik which, despite being inside the Arctic
Circle, is ice-free year-round courtesy of the Gulf Stream.
Hudson Bay, however, freezes over for most of the year, acting like a giant ice box.

The 2013 federal-provincial task force report on Churchill’s
future noted that many polar nations “have begun to re-examine their military capabilities to operate in the Arctic.”
However, it did not volunteer any opinions of whether or not
Canada should do that or if the military should return to
Churchill.
Warming anticipated
Mr. Boon, however, said Canada needs a greater presence
in the north and that returning a military base to Churchill
would be appropriate because of increases in Arctic shipping

Sustainable Churchill, prepared following a 2010 Arctic Gateway Summit in Winnipeg, similarly acknowledged that the
military helped shape Churchill and that with a threat to Arctic sovereignty “it may be prudent to bring them back.”

Churchill’s shipping season has averaged about 11 weeks annually — typically early August to late October — from 1997
to 2014. However, climate model projections prepared by
researchers at University of Manitoba’s Centre for Earth Observation Science call for a season of closer to 30 weeks by
2050.
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How a tangled web of new rules could transform
North American supply chains
BY ALAN M. FIELD

With the completion of the fourth round of talks to modernize
the North American Free Association in late October, the governments of Canada, the United States and Mexico are hoping to ﬁnish
the entire series of seven rounds by the end of 2017. Whether or not
the renegotiation process drags on for an additional few months in
2018, it’s clear that the net result will mark a turning point in the
relationship between Canada and its North American trading partners. But what kind of turning point, and to what effect? What
impact will the NAFTA renegotiation process have on the Canadian
economy – and on the trading patterns and supply chains of
Canada’s exporters and importers?
In 2015 U.S. exports to Canada accounted for only 18.3 per
cent of overall U.S. exports, while Canada’s exports to the U.S.
amounted to 77 per cent of Canada’s total exports in 2016, according to Statistics Canada. That year, exports of U.S. goods to Canada
totaled $266.0 billion, while its imports of goods from Canada
totaled $278.1 billion; thus, the U.S. goods trade deﬁcit
with Canada was $12.1 billion. Although the balance of trade was
nearly even in dollar terms, for Canada, the bilateral relationship is
signiﬁcantly more vital than the relationship is for the United States,
given the much larger size of the U.S. economy. At $544 billion in
2016, two way Canada-U.S. trade in goods amounted to a much
smaller percentage of Canada’s GDP of $1.53 trillion, than it did for
the U.S., which recorded a GDP of $18.57 trillion, or more than ten
times the total for Canada. As 2018 approaches, what is the current
status of the talks – and what impact is their outcome likely to have
on Canada’s status as an industrial supply chains and corporate competitiveness?

Fundamental contrasts in U.S. and Canadian
viewpoints
When the NAFTA negotiations were launched in Washington,
D.C., United States Trade Representative (USTR) Robert Lighthizer’s
remarks underscored “the huge trade deﬁcits, the lost manufacturing jobs, the businesses that have closed or moved” that allegedly

resulted from NAFTA. In sharp contrast, both Canada and Mexico
framed the talks as an opportunity to modernize the agreement to
better respond to the twenty-ﬁrst century economy.
Despite USTR Lighthizer’s politically inspired critique of
NAFTA, politicians from Canada and Mexico agreed that the text of
the 23-year old agreement needed to be ‘modernized’ to reﬂect signiﬁcant changes in intellectual property, digital trade, anti-corruption
practices, technical standards, and trade in ﬁnancial services. Canadian Foreign Minister Chrystia Freeland and Mexico’s Secretary of
Economy Ildefonso Guajardo both asserted that NAFTA has beneﬁted all three partners. Secretary Guajardo not only called NAFTA a
“strong success for all parties,” but stressed that Mexico is not the
problem but rather “the solution to the region’s competitiveness.”
Given such diametrically opposed viewpoints, many trade experts in
all three of the NAFTA member-states are pessimistic about the likelihood of forging a revised NAFTA text that serves the interests of
Canada and Mexico, not just the political needs of the Trump
Administration.
A year after Trump took ofﬁce, Joy Nott, President of the Canadian Importers and Exporters Association, said that the reaction of
her membership “has evolved since the victory of Trump. The consensus then was that while NAFTA was about to be renegotiated, it
would be a modernized; and that ‘NAFTA was not going to go away,
and hopefully it would be made better for their particular industry
sector. “There was not panic and optimism; only mild concern that
the changes might not be all that great for their sector.”
However, concern about Trump grew after he pulled the
United States out of the Trans-Paciﬁc Partnership, in which Canada
and Mexico remain members. “Now, after round four [of the NAFTA
renegotiations], it is starting to sink in for almost all of our members
that there is a possibility that NAFTA will go away. And that if
NAFTA goes away, what then?” Nott said.
On the positive side, Nott argues, “No matter what happen
with NAFTA, the economies of Canada and the United States are so
intertwined, going beyond automotive sector into others including
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sector in the U.S. But I don’t see how the
negotiations are going to bring them back.”

The agricultural lobby finally
exerts its influence

food…. And supply chains cannot turn on a
dime. People know that in the short term
their lives are not going to change, but
there is a lot of number-crunching happening now in back rooms [in Canada], where
people are trying to crunch the what-if scenarios of ‘no NAFTA’ and ‘no free trade
with the United States.’”
Along with that number-crunching,
anxiety about the post-NAFTA era has risen
in Canadian corporate boardrooms. “A lot
of people said at the beginning that, even if
NAFTA goes away, Canada has the CanadaU.S. Free Trade Agreement to fall back on.
But after doing due diligence about that
treaty, most Canadian companies have realized that it is of no help to us. It’s a really
old agreement; it goes back to 1987-88.”
Moreover, the consensus view now is that
the U.S. will also back out of the U.S.Canada FTA if the U.S. backs out of
NAFTA. “But even if they don’t [back out],
it won’t do much for most Canadian companies. In essence, it’s like they would have
no free trade with the United States.”
Nott wonders what will happen to
Canadian supply chains if NAFTA remains,
because some of the American demands
during the latest rounds of negotiations
enacted – such as the Sunset Clause. She
asks, “Would companies be willing to do
the requisite amount of investments in
Canadian supply chains, knowing that the
deal [the revised NAFTA] would have this
ﬁve-year clock that runs down all the time.
That’s a very short span of time in which to
justify making substantial investments.”
Many people are skeptical about that, not
just in Canada.
Although Nott is still not sensing
panic, she believes “there is almost tradedrama fatigue now” in Canada. “Shortly
after the U.S. election, there were a lot of
things perceived as being very alarming
because they were unconventional. Now

there is a mental exhaustion about the
drama about trade…. But the rationality is
taking place in the Board rooms. The Plan
B’s are being constructed in the what-if scenarios. No one is making the assumption
that NAFTA is going away; but there is the
widespread realization that it is a potential,
very viable scenario and it needs to be
planned for.”
Luz Maria de la Mora Sanchez, a
former ofﬁcial of the Mexican Foreign
Affairs Ministry, argues, “While a NAFTA
modernization has been long overdue, this
renegotiation was motivated by the wrong
reasons; that is to say, to address the United
States’ concern regarding its trade deﬁcit
with Mexico and to return lost jobs to the
U.S. manufacturing sector.”
Sanchez added, “I am not very optimistic about how these trade negotiations
are going to evolve because we are coming
from very different perspectives. It is hard
for me to say that this is a traditional trade
agenda or negotiation, because the objectives that the U.S. has set for these
negotiations are very far away from what
we expected” – which were to reduce the
U.S. deﬁcit with Mexico, and bring back
jobs to the manufacturing sector of the U.S.
In view of the U.S. demands, “It is
extremely difﬁcult for Mexico to satisfy
what the U.S. has decided has to be done.
There is a real mismatch between our
objectives. Mexico wants to modernize the
trade agreement; recognizing that the
agreement is already 23 years old” and that
the (completed) Trans-Paciﬁc Partnership
talks – which involved U.S.-Mexico trade
— would have provided a route for modernizing the NAFTA. But while “Mexico
wants to deepen international trade; attract
more investments and modernize the
agreement for the 21st century,” the U.S.
under Trump is focusing, instead, on
“bringing back jobs to the manufacturing
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Between 1993 and 2016 U.S. agricultural exports to Canada and Mexico rose by
more than 400 per cent, from $8.9 billion
to $38.1 billion. Mexico and Canada are
now the most important overseas markets
for U.S.-grown commodities including corn
and soybeans, apples and high-fructose corn
syrup. And yet, in the latest talks, the
Florida fruit and vegetable industry have
demanded a whole series of protective
measures that were rejected during the
original NAFTA negotiations, but which the
Trump Administration appears to be
embracing. And the textile industry wants
restrictive rules to keep Asian fabric out of
the U.S. market again,” all that was hashed
out the ﬁrst time around, when a compromise was reached; but the Trump
administration is reopening it, said Ted
Alden, senior fellow at the Council of Foreign Relation. That’s why Alden thinks the
rosy scenario that NAFTA will merely have
to be updated is “far too sanguine.”
What would be the consequences for
Canada and Mexico if the Trump Administration got its way on those issues? The fruit
issue “would hit Mexico a lot more than it
would hit Canada,” argues Alden. “The
short version is that Mexico is very competitive in winter fruits and vegetables that are
otherwise supplied by the United States out
of Florida and California.” Generally speaking, costs and wage rates are little lower in
Mexico. The Florida fruit and vegetable
industry fought this issue very hard during
the NAFTA talks of years ago; they didn’t
like NAFTA for exactly this reason. And
they were by and large right; Mexico has
displaced a lot of U.S production of fruits
such as avocados.” Alden notes that the
decision was reached, at the time of initial
talks, that under NAFTA, “there were going
to be losers and winners but it would be
offset by the other sectors of the economy
that would gain.” Now “the initial bargains
are getting reopened again. The Florida
industry is asking for a special safeguard
measure that will allow them to block Mexican exports.”
Alden argues that a multifaceted trade
agreement on the scale of NAFTA “is a sort
of grand bargain: ‘We in Mexico and
Canada will open up our markets in these
areas; and you will open your markets in
these areas and, hopefully, as the end of the
day, the outcome will make us all a little
wealthier.’” However, the Trump Administration is saying that the outcome will be
unbalanced because of the large trade
deﬁcit of the U.S. The really hard part of
that, argues Alden, is that normally countries “come into a free trade agreement at
sort of the same level and you look for a bal-

ance of concessions. Each country will open
a similar amount and will have sectors that
win, and others that lose. But the Trump
Administration is going into this [particular
process of] negotiation with the premise
that the United States got screwed by
NAFTA. And therefore, that the purpose of
this negotiation is to rebalance those concessions in favour of the United States. That
is virtually an impossible thing for Canada
and Mexico to agree to do.”
Why is that? First, because it is impossible for them to agree that the U.S. was the
loser, and that they were the winners” in
the NAFTA relationship, argues Alden.
“They don’t agree either on what the current condition is, or on the kinds of changes
that need to be made.” Alden adds, “There
is a fundamentally different concept”
between the views of the Trump Administration and everyone else who is a
recognized specialist in this area. That other
view is that the trade deﬁcit is “largely the
result of larger economic forces and policies, and that trade rules can affect trade
deﬁcits at the margins, but not fundamentally. The Trump Administration really
disagrees on that. They believe that if you
rewrite the trade rules, it will have an
impact on the trade deﬁcit. So far, the evidence is the opposite.”

A ‘very aggressive agenda’ that
could leave little room for
compromise
For his part, Lawrence Herman, a
Toronto-based international trade lawyer,
agrees that ‘the negotiations [between
Canada and the U.S.] are getting increasingly contentious.” The U.S. has been
pursuing “a very aggressive agenda, which
is part of President Trump’s America First
policies. Herman adds that “there is an
emerging view [among Canadian negotiators] that the U.S. is not interested in
seeking some sort of accommodation, but
rather is pursuing negotiations to further its
America First priorities – or possibly seeing
the negotiations collapse.”
Herman said that the most difﬁcult of
those demands involve government procurement, which would be “almost
impossible for Canada and Mexico to
accept.” Those demands would set a ﬁrm
limitation on the value of any U.S. government procurement projects that Canada
and Mexico could bid for. “That essentially
rolls back the arrangements in the current
NAFTA; I’d call that kind of a ‘red-line’
[unacceptable] issue.” Herman is a member
of the Board of the Canada-U.S. Law Institute, a non-proﬁt, multidisciplinary
organization that sponsors conferences and

forums about the Canada-U.S. relationship.
The government procurement provisions in the current NAFTA text, explains
Herman, allow Canada, Mexico and the
U.S. to compete for procurement projects in
each of the three countries. However, “The
U.S. wants to roll back any commitments,”
which would signiﬁcantly cut back the U.S.
obligations to allow bidders from Canada or
Mexico to compete. That’s a very aggressive
position that changes signiﬁcantly the threeparty arrangements in the NAFTA.” It
would result in diminished opportunities for
Canadian and Mexico companies in the
U.S., where government procurement projects could play a signiﬁcant role in any
upcoming effort by the Trump administration to invest in the modernization of the
U.S. infrastructure.
There are also a whole lot of other
things “that are expected to be equally
aggressive” in the ﬁnal bargaining stance of
the U.S,” adds Herman. One of these is
NAFTA’s ‘binational panel review system,’
which is “under assault” by the United
States, he asserted. Herman explained that
Canada fought hard for the creation of
NAFTA Chapter 19 during the 1980s, so
there is a ‘neutral body to assure that the
laws are applied, and that the facts reasonably support the conclusions.’ Opposition to

November 20, 2017 • Canadian Sailings • 29

Chapter 19 is nothing new. U.S. steel and
lumber have long suspicious of binational
panels. “The binational panel system allows
for the appointment of a neutral body composed of three panelists, which review ﬁnal
decisions on trade-remedy matters. Currently, the Canadian softwood lumber
industry is caught up in a major countervailing duty case; while Boeing has ﬁled a
complaint against Bombardier. Those major
industry sectors would be affected if they
couldn’t have recourse to a binational panel
review system.”
Eliminating the binational panel
system would have both an immediate and
a long-term impact, says Herman. The
immediate impact would be that it would
potentially eliminate the binational panel in
the softwood lumber case, “although I
would assume that any cases underway
would still have access” to such a panel.
However, the softwood panel producers of
Canada would not have access to the panel
in the current dispute, nor would Bombardier have access to that panel in the
current dispute with Boeing. “These binational panel proceedings are seen by the
Canadian side as a way of assuring that they
do not have to deal with the U.S. court
system” with its delays and expenses, but
rather that they can “have a neutral body
dealing with the review. This is deemed to
be vitally important for the Canadian side,”
he says.
Christopher Wilson, deputy Director
of the Mexico Institute at the Wilson
Center, a think tank based in Washington,
D.C., adds that under the Trump Administration’s proposals, “The U.S doesn’t want
state-to-state disputes to be enforceable.
Right now, if there is a disagreement about
the implementation of a state-to-state agreement, then there is an ability to form an

international panel and have that decision
reviewed – and have a binding arbitration.
The U.S. is now proposing to make that
decision non-binding in a strange way, it
means that every country could implement
NAFTA to the degree they see ﬁt.”
Despite the Trump Administration’s
criticisms of Chapter 11, the “U.S. has done
pretty well under that chapter,” argues
Wilson. “ISDS (Investor State Dispute Settlement) is the area where the U.S. has
clearly been the winner. The U.S. has a perfect record. I think the ISDS can be ﬁxed
rather than scrapped. I think U.S. companies want to have investor protection,
particularly when they invest in Mexico.
And certain sectors such as energy are
adamant about that because they are starting to invest billions of dollars in Mexico’s
economy following that country’s energy
reforms, so there are strong reasons to save
ISDS; to improve it and ﬁx it; to make sure
that there are safeguards in there, so that
legitimate regulation isn’t misconstrued as
an action tantamount to expropriation.”
However, when talks resume in January
2018, “if the U.S. is serious [about its
demand regarding ISDS], that could become
a serious sticking point in the negotiations.

Proposals that would transform
the automotive sector
Christopher Wilson is particularly critical of the U.S. proposal that would
introduce the concept of a speciﬁcally U.S.based content requirement in the
automotive sector. Right now, NAFTA rules
require that for an automobile to receive
NAFTA relief from tariffs, at least 62.5 per
cent of its content must be made within the
NAFTA ‘region’ (i.e., within Canada, the
U.S. and Mexico combined.) “That’s
already as high as you ﬁnd in any free-trade

30 • Canadian Sailings • November 20, 2017

agreement,” says Wilson. Not satisﬁed, the
U.S. negotiators have been “talking about
increasing that ‘regional content’ standard
to 85 per cent, while also introducing a 50
per cent U.S. content requirement. From
that starting point, “there could still be a discussion of increasing some North American
requirements.” As aggressive as those U.S.
demands are, “that’s a very different idea
from introducing this idea of [ﬁfty per cent]
‘domestic U.S. requirements’ – leaving little
room for Canadian or Mexican components
in the ﬁnal product.”
Nott says that the 50 per cent U.S.
content requirement is “a non-starter in
Canada. I have not heard a single member
[of Parliament] who is willing to live with
that…Or heard a single government person
who is willing to accept that. The whole
concept is not acceptable….it doesn’t
matter if it is 50 per cent or 20 per cent” or
another ﬁgure. “It is not the number, but
the concept” of identifying any percentage
ﬁgure as a requirement for NAFTA treatment.
Forcing automakers to source at least
50 per cent of their value in the U.S.
“would require a signiﬁcant reworking of
American supply chains to meet those standards,” says Wilson. More bizarrely, “from a
Mexican or Canadian perspective, the idea
of a free trade agreement that would not
give free access for one of the countries [for
vehicles] built in one of the other countries
is unthinkable.” Even more oddly, if the
new rules call for 50 per cent U.S. content,
“you could theoretically have an automobile
made 100 per cent in Mexico –or 100 per
cent in Canada—which would [thus] be
made 100 per cent within North America –
but which [nevertheless] would not get
tariff-free access to the U.S because such a
vehicle wouldn’t have 50 per cent U.S. content.”
Ironically, Caroline Freund, a senior
fellow at the Washington-based Peterson
Institute for International Economics,
argues that if Canada and Mexico accede to
the U.S. proposals on local content, the
resulting NAFTA text could damage the
competitiveness of the entire North American automotive sector; not just that of
Canada. “If, for example, you increase the
domestic U.S. local content requirements,
[U.S.-based] auto companies will be
required to replace cheaper parts [that are
imported] with parts that are Americanmade [and are therefore more expensive.]
As a result, [all] cars produced in North
America that are imported through NAFTA
are going to cost more. And so, they will all
become less competitive with cars produced
in other places. The difﬁculty is that we live
in a world with global supply chains, where
some countries specialize in different stages
of production” or specialize in speciﬁc components that go into the assembly of the car,

Freund explains. “How much impact this has would depend on how
strict these [new NAFTA] rules are. If the rules are too strict, that
completely unravels NAFTA” because at some point, companies can
calculate that it’s not worth adhering to these strict new rules, and
that it might be in their best interest to pay the tariffs rather than
avoid them, just to be able to source products from anywhere.

How much damage would result?
Not everyone is convinced that this ‘unraveling’ of the relationship between the NAFTA and its automotive sector would be a
disaster. Christopher Wilson is not convinced that the North American economy would even suffer a recession if the U.S. pulled out of
NAFTA. “Despite the importance of NAFTA, the U.S. auto industry
would continue to be strong if NAFTA disappeared because there is
only a 2.5 per cent tariff for cars entering the U.S. under WTO
rules,” which would go into effect on U.S. automotive trade if
NAFTA were dismantled. “In such a case, the worst that happens is
that [North American automakers] give up their NAFTA preference
altogether, and they go ahead and import [by the old-fashioned WTO
rules].”
Take, for example, the case of a Toyota plant that does some
ﬁnal assembly in both the United States and Mexico. Currently, to
qualify for NAFTA preferences, they have to prove that 62.5 per cent
of their content comes from a North American supply chain; that is
to say, the combined supply chains in any of the three NAFTA members. “If the NAFTA rules of origin were tightened to 85 per cent, as
U.S. negotiators have proposed, these automakers could pay the
extra amount to relocate those parts plants to North America to
meet the new rules of origin, but that would raise their cost of doing
business by more than 2.5 per cent, so they’re simply not going to
do that. They’ll simply say: ‘When we send that [fully assembled]
car across the border to the U.S., we’ll just pay a 2.5 per cent tariff
on it,’ rather than apply NAFTA rules to them.”

The gap between the politicians and
professional negotiators
Some experts remain optimistic that the professional negotiators will have a major say in the ﬁnal details of these talks, even if
their role is publicly overshadowed by statements from the politicians. Cyndee Todgham Cherniak, an international lawyer at
LexSage PC, a Toronto ﬁrm, says: “The political folks, including President Trump and USTR Lightizer have their political agenda – and
are, for the most part, outside of the room — and some of their
views enter into the discussion. But the bureaucrats, who have also
negotiated other free trade agreements, do their job inside the room,
[where] everybody is working productively to improve NAFTA.
There are many areas where NAFTA can be improved, and the negotiators are working to come up with a trade agreement that we can
take back to our three leaders, and discuss the improvements and
merits of signing this particular deal.”
Christopher Wilson sounded an optimistic note often ignored
by press reports about the NAFTA talks. “Many of the topics and
mechanisms – including [those involving] labour, environment, stateowned enterprises and trade in digital products — have essentially
already been agreed upon by all three countries through the TransPaciﬁc Partnership (TPP) negotiations. The more that can be rescued
from the text of the TPP [abandoned by Trump], the more likely that
the NAFTA negotiations will be concluded quickly and successfully.”
Susan Kohn Ross, an international trade lawyer at Los Angelesbased Mitchell Knupp & Silberberg, added, “The reason we don’t
know what’s going to happen is that there is so much chaos within
the U.S. Administration. It’s unknown whether it is being run by
Gary Kohn, the ﬁnance advisor, or Robert Lightizer, the USTR. Who
runs the negotiation is going to dictate a lot about what is going to
happen” – including whether stricter NAFTA country of origin rules
will require somewhere about 75 per cent U.S. content. Such a pro-
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posal would be “totally ridiculous,” adds Ross.

A turnaround on government procurement
Equally startling is the Trump Administration’s repudiation of
NAFTA provisions to open up government procurement opportunities. Cherniak explains that in the current text of NAFTA, “they are
actually supposed to become more liberalized over time... But [under
Trump], they are thinking of backing up; no more state and no more
local procurement at all.” If that proposal makes it into the revised
text of NAFTA, Canadians will have “to keep track of how much
U.S. companies receive in terms of Canadian government contracts
– and we’re going to match that with how much Canadian companies can get on U.S. government contracts…The U.S. is not going to
award contracts to Canadians if [Americans] think that they aren’t
getting the same amount of money from Canadian government contracts.”

How Canada could benefit from some modernization
measures
From the Canadian view, Cherniak notes, “the purpose of any
free-trade agreement is to improve the trade relationship.” But the
position of the Trump Administration goes in the opposite direction.
Assuming it survives the talks, “NAFTA will no longer be the North
American free trade agreement; it will [in effect, if not in name] be
the North American protectionist agreement,” laments Cherniak.
She adds that the U.S. is “backtracking from where we are in NAFTA
and from where we are at the WTO [World Trade Organization].
And when you compare NAFTA to all the other free-trade agreements that the U.S. has entered into, Canada is going to be worse off
than every other WTO member-country with which the U.S. has
signed an agreement, except Mexico.”
Nevertheless, there is plenty of room for modernizing the
details of NAFTA, so that it works more effectively not just for the
U.S. but Canada and Mexico, argues Cherniak. “We developed rules
of origin during the 1980s, and some of them are not working. The
economy has changed, or we thought [at that time] that we needed
more restrictive rules of origin but [now we realize that] they don’t
need to be that restrictive.” Cherniak cited rules three exemplary
product areas:
Protein powders and drinks: According to current NAFTA
rules, if the protein that goes into a protein powder does not originate in the United States, the concoction [say, drink] made with that
powder “does not legally originate from the United States, even if
everything else mixed in it comes from the U.S.” Thus, a concoction
does not qualify for NAFTA tariff beneﬁts even if only the powder
comes from New Zealand.
Life preservers: Under current NAFTA rules, life preservers
manufactured in the United States are not considered U.S.-origin
goods so long as their fabrics originate in China. Ironically, “that kind
of fabric is actually something that no one in the U.S makes [any
more]. There are many types of fabric that are not manufactured in
the U.S at all nowadays. What to do? We have ﬁber-forward and
yarn-forward rules and they can be adjusted to reﬂect which of these
ﬁbers, yarns, etc. are not manufactured in the U.S.”
Theater curtains: When a company that manufactures theater
curtains does all of its work in the U.S., those curtains are considered
to be of NAFTA origin. But under current NAFTA rules, a lot of those
curtains aren’t considered to be of NAFTA origin, “because of the
restrictions on those ﬁbers, yarns in the NAFTA agreement for treating those materials.”
Concludes Cherniak, “These are three examples where NAFTA
hasn’t worked the way it should. And if its rules of origin are
improved, there will be [imports] into Canada [of those products]
from the United States, which would mean that there are more manufacturing jobs in the U.S. in protein drinks; and life preservers and
all kinds of fabric-related products. Because under current NAFTA
rules, Canadian companies are saying they might as well supply their
markets entirely from China; not from the United States, because
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none of these products, whether actually made in the U.S or not, are
considered of NAFTA origin.
Such examples also illustrate that changes in rules of origin can
be win-win propositions, for the industry NAFTA members, rather
than a zero-sum game. “There would then be a cost beneﬁt for Canadian companies to buy in the United States. And this would not hurt
Canada either,” insists Cherniak. “It is not a zero-sum game because
we have to buy these goods anyway,” so why not buy them from the
U.S., rather than, say, China?
Ted Alden, argues while there are some issues that will be
“really, really hard to resolve,” there is a second basketful of rules
whose impact will be more difﬁcult to assess. “There are lots of
things in NAFTA that can be updated, and where there will be some
signiﬁcant agreements among the three countries,” he says. “The
rules for digital trade are probably the easiest basket there. A lot of
this was hashed out during the Trans Paciﬁc Partnership negotiations. There’s this sort of technical updating on which you’ll get
pretty broad agreement. The second category is much more fundamental to the challenges underlying NAFTA – the Trump
Administration’s desire for American-only content rules in some sectors. That’s the reconsideration of whether there should be binding
dispute settlement; and the desire to strengthen Buy America laws
under NAFTA. All of these represent a fundamental philosophical
challenge to what NAFTA was supposed to be about. Those are far
more difﬁcult issues to resolve. And then, there’s a third category
that nobody is paying attention to – and which could be the hardest
in some ways. Any trade deal creates winners and losers. And all of
the industries that see themselves as the losers from NAFTA now
have another kick at the can. They are trying to rewrite rules that
were agreed to, twenty or twenty-ﬁve years ago, just because they
didn’t like the outcome.” It remains to be seen how many other
people get damaged during the process.

Scenarios for success and failure
With the next round of negotiations scheduled to begin on
November 17, three weeks later than originally scheduled, the
entire NAFTA renegotiation process is likely to continue well into
2018. During the next rounds of talks, negotiators Mexico and
Canada will have an opportunity to respond more thoroughly to the
U.S. demands, and to consider which issues are ﬁghting for, and
what negotiating tactics are likely to yield the best results. Economist
Freund is skeptical about the likelihood of signiﬁcant success. “They
are trying to complete the negotiations before the end of the year. In
my mind, that’s not going to work because they don’t have enough
time between meetings to rethink and go back to industry and ﬁgure
out what to do – and go back with a new offer. So, very little is being
accomplished on the difﬁcult issues with these rapid-ﬁre rounds, so
they are going to end up at the end of the year not having completed
a comprehensive renegotiation. And with the elections in Mexico
and mid-terms approaching in the U.S. [both in 2018] the negotiation could drag on for quite a long time.”
Freund argues that her research shows that comprehensive
trade agreements generally take a lot longer to complete. The only
agreements that have been done in under a year are agreements
where they have used a template. Where they have a text ready and
they say, this is our standard agreement – which is what the U.S did
with Jordan, Bahrain, and Dominican Republic. “But for a serious
agreement, especially such a controversial agreement as NAFTA, I
do not see any way it can be done in the time-frame that they have
allotted.” Echoing such sentiments, Ross said, “Even the simplest of
trade agreements takes many years to get right. The sign of a good
agreement [or other legal deal] is that the two parties walk away feeling that they can live with the deal, both sides feel that they have
given away more than they should have.”
A major wild card is the position of the United States, which
could turn out to be rigid in its demands, or more ﬂexible. On the
one hand, Alden notes, that the U.S could announce it will abrogate

NAFTA, and say ‘screw you,’ in effect, to Canada and Mexico.
“Trump came very close to doing that last April, and he was talked
out of it by industry folks.” Another complexity, notes Alden, is that
it’s not certain whether NAFTA “would go puff because Trump says
so, or whether the U.S. Congress has to act” for that to happen. After
all, “Congress passed the NAFTA-implementation legislation” in
1993 and its approval for the dismantling of NAFTA might be
required now.
In all, one of the following high-level outcomes seems likely.
First, Canada, the U.S. and Mexico get a deal that ‘modernizes’
or reforms NAFTA and the U.S. Congress approves it. Alden considers that possibility the “least likely,” while Freund, gives this a “one
percent possibility.”
Second, the parties conclude a deal, but it dies in the U.S. Congress. “There is a distinct possibility of this because you can be sure
that the Democrats, virtually as a block, will be opposed to that
deal,” says Alden.
Third, the U.S. pulls the plug on NAFTA, following its inability
to pressure – or bully – Canada and Mexico into supporting positions
that are harmful to their interests. Alden says, “There are lots of
signs indicating that the Mexicans are trying to prepare themselves
for that possibility.” One key indicator is that both Canada and
Mexico are diversifying their trade; “looking at what U.S. tariff rates
would do under the WTO agreement in the absence of NAFTA.” In
neither case, would such diversiﬁcation be either a quick or easy
process, say analysts.
Fourth, there is a possibility that no one is talking about. In
such a scenario, “Everybody quietly agrees to live with the current
NAFTA – and continue to negotiate indeﬁnitely.” Thus, the Trump
Administration decides not to pull the plug, while pretending that it
is approaching an agreement that remains elusively around the
corner. There’ll be a lot of pressure on the Trump Administration for

this to happen, say some observers. For her part, Freund argues that
the ‘nothing happens’ scenario is “the most likely scenario because
that’s in Canada’s interest, Mexico’s interest, and U.S. industry’s
interest to keep negotiations going slowly [and indeﬁnitely] rather
than to get a bad agreement.”
Both Canada and Mexico depend on in a very signiﬁcant way
on market access to the U.S. – so both have a lot on the line. “In
gross terms, the U.S. probably has much in stake as anybody, but we
have an economy that is about ten times larger,” says Wilson. But
the U.S. does not have “limitless” leverage, he asserts. A strategic
dilemma for Mexico and Canada is that “they cannot be seen as
walking away from the negotiations because that plays right into the
justiﬁcation that this Administration needs to pull out of NAFTA, and
that’s not in the interest of Canada or Mexico,” argues Wilson.
Therefore, Canada and Mexico must stay at the table, “no matter
what the U.S. says. The U.S. can put some pretty outrageous proposals on the table, and Mexico and Canada have to sit there and keep
negotiating. But that doesn’t mean that Mexico and Canada have to
give in. If they say, for national interest, ‘This is something we
cannot accept,’ then, people in Mexico and Canada understand that
is because there’s no desire in Canada or Mexico to negotiate away
the deal that they currently have. They may even accept something
along the edges in order to make this agreement politically viable for
the Trump Administration.“
Fifth, in conjunction with the failure to renegotiate a new
NAFTA text, the parties conclude a ‘side agreement’ between the
three NAFTA parties that is not really part of NAFTA – or a direct
repudiation of NAFTA — which Trump would sell as a major victory.
Unlike NAFTA, such a deal would be limited in its scope, and would
be voluntary, says Freund. “It wouldn’t have to go through Congress.” The Trump Administration would say, “We are still working
on NAFTA, which is more complicated than we thought, so it’s
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going to take longer… In the meantime,
we’ve got this sort of side agreement that
maintains current levels of U.S. content,
rather than expanding it” as the Trump
negotiators had insisted.
American attorney Ross argues that
“all of the above scenarios are reasonable.
The only thing we know for sure is that the
ﬁrst reaction of the Democrats [to a revised
NAFTA text] will be – no matter what the
change is — that it’s terrible. Because from
the Democrats’ perspective, in the absence
of really strong labour union rules, they’re
not happy and they view just about every
free trade agreement as horrible.”
If the Trump Aministration decides to
pull the plug on NAFTA, how much damage
would that inﬂict on Canada and Mexico?
Alden says, “It does real damage in some
industries; the damage in the auto industry
is not insigniﬁcant, particularly in the light
truck segment because U.S. tariffs are so
high [for that product]; the U.S. has a 25 per
cent tariff. For cars, however, it is less of a
big deal because tariffs are lower. But there’s
no question it would be disruptive, depending on what the Mexicans do; it would be
disruptive in agriculture. Why? A lot of
Mexico’s tariffs before NAFTA were high
and if they were to revert [to WTO levels],
that would do some real damage to U.S.
exports” to Mexico, argues Alden. However, some experts argue that WTO tariffs
are so low that U.S. exports to Mexico
would not suffer much.
Apart from economic damage, Alden
argues, “I think the real damage would be
to relations between the U.S., Mexico and
Canada. People forgot how poisoned U.S.Mexico relations were for years and years.
NAFTA was a real turning point in that.
You’re now seeing inklings of that old relationship. The next Mexican election is
going to be fought on terms of which Mexican presidential candidate is more
anti-American. The economies will adjust at

one level or another. It will be more painful
for some sectors than for others…. One of
the central themes will be who can stand up
to Donald Trump.”

Making contingency plans: What
will Canadians do if NAFTA
disappears?’
What kinds of contingency plans are
major Canadian companies making in the
event that Trump pulls the plug on U.S.
membership in NAFTA, and the NAFTA
comes to an end?
According to Nott, a lot of companies
are asking questions about what it would
take to set up new supply chains – either
inbound or outbound — in Asia and
Europe. “If NAFTA goes away, it would
completely ﬂatten the world.” In the
absence of NAFTA, “the United States is no
more competitive than Indonesia or
China,” she says. “If there is no advantage
[for Canadian ﬁrms] to select the United
States [to invest in or buy from]; then, I
might as well look at China” or Vietnam
and Indonesia. “You counter-argue that
your transportation costs will be much
higher, but the hourly wage you pay workers in Indonesia will be much less than
what you pay in America. Those are the
numbers that are being crunched by Canadian ﬁrms. And if you’re talking high-tech
and highly specialized industry sectors,
where it is not just a commodity skill set
you need –where you need highly educated
workers – that’s where [the Canadian companies] are looking at Europe. Take the
Canadian dollar against the euro — and we
have that Canadian trade agreement with
Europe which eliminates duties with
Europe – and you look at our currency
versus the euro and versus the U.S. dollar –
and you look at transit times, and at the sustainability of the supply chain. So, if you are
looking at making long-term investments, a
relationship with Europe is very steady.
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There is no reason that any sort of investment would be in jeopardy, whereas right
now there are so many things up in the air
in the United States.”
Nott says there are two reasons why
Canadian ﬁrms have few qualms about
investing in Europe, despite Brexit. First,
Canada and the UK are already talking
about striking a bilateral free trade agreement. “And while [the EU] is less than ideal
after the UK actually leaves the EU, there
are still some very interesting [other] markets [for Canada] within the EU – such as
Germany and France; and still lots of opportunity. In Canada, because of our
longstanding history, we have already
started talking with the UK about a freetrade agreement. And there’s no reason to
believe that won’t be quickly negotiated –
and resolved. No, Brexit is not causing any
hiccups here at all. People wish there were
no Brexit; but the fact that there will be is
not changing the dynamics.”
South of the U.S. border, all political
parties are united in their denunciations of
the Trump trade policy. However, some
Mexican pundits are trying to put the best
face on the possible demise of NAFTA, arguing that NAFTA’s existence has had lasting
positive effects on Mexico that will survive
NAFTA if NAFTA ceases to exist. Luis de la
Calle, Vice-President of the Mexican Council on Foreign Relations (Comexi), says,
“The U.S. didn’t open up in NAFTA; it was
Mexico” that opened up itself. “The U.S.
economy was already wide open, but it was
in Mexico that made a big effort to open up,
to cement the idea that Mexico was serious…. The temptation that many in Mexico
will have is to say that if the U.S. is closing
up [by shutting down NAFTA], that we
[Mexicans] should do likewise.” But Mexico
has to commit itself to doing all the things
that Mexico should be doing anyway, he
added.
NAFTA or no NAFTA, Canada and
Mexico aim to further diversify their export
markets, now that their trust in U.S. global
leadership has been damaged. In the case of
Mexico, the diversiﬁcation out of the U.S.
orbit will include strengthening its membership in the Paciﬁc Alliance, which also
includes Colombia, Peru and Chile; and further strengthening Mexico’s ties with
Europe – with which Mexico recently
signed a free-trade agreement. De la Calle
argues that the recent electoral victory of
Japan’s Prime Minister Shinzo Abe was
“crucially important” because it signaled
Japanese public support for proceeding with
its membership in the Trans-Paciﬁc Partnership, which will advance along despite the
withdrawal of Trump – and with the continued hope that the next U.S. Administration
will repudiate Trump and his America First
policies

OPINION

Further possible unintended consequences
BY THEO VAN DE KLETERSTEEG
because the cost of accessing U.S. markets for Canadian businesses will go up, and may become more difficult. Some
Canadian businesses may find that the “Canadian advantage” has
been diluted, and that operating a business from a U.S. or Mexican location offers greater advantages. Canadian businesses
(including branch plants of foreign-owned businesses) will take
note and calculate the benefits and costs of exporting from
Canada vis-à-vis the benefits and costs of moving all or part of
their operations to the U.S. or Mexico. Overseas businesses that
had planned to establish a North American presence and that had
decided, in part because of CETA and NAFTA, to establish themselves in Canada, might well have second thoughts. Canada’s
energy companies have been particularly active recently making
significant acquisitions in the U.S. (for example, Enbridge & Spectra Energy, AltaGas and WGL Holdings). In such a scenario, it is
reasonable to expect that investment outflows will continue,
whereas investment inflows will decline. For the record, Foreign
Direct Investment into Canada has dropped from US$59.06 billion in 2014, to $41.5 billion in 2015, and then to only $33.7
billion in 2016.
In the aggregate, Canada can no longer expect to gain anything from ongoing NAFTA renegotiations. At best, our losses
will be minimal, but there are not many that currently expect
Canada’s losses to be minimal. We cannot give up, and must continue to make our points. However, we also need to recognize
that our trade with, and our relations with the U.S. will never be
as easy again as they were in the past.
Perhaps the root cause of the malaise is best explained
through the cover of The Economist of November 11-17:
“Endangered – America’s future as a global power”. Feeling
threatened, America wants to make itself great again in part, it
believes, by establishing new rules that suit itself, but not so
much others.
Going forward, the question will be what Canada will do as
a nation to recover from these setbacks.

As is explained in the adjoining article, business and personal relationships among North Americans will likely be among
the casualties of a NAFTA renegotiation process that fails or that
produces unsatisfactory results.
In many respects Canada has taken open U.S. borders and
free trade for granted. By and large, Canadians were able to
move across the border with very little formality. However, ever
since 9/11 and the creation of Homeland Security, things have
become more difficult, little by little. Admittedly, when it
appeared that business began to be affected negatively, bi-lateral
discussions were successfully conducted to ease restrictions and
facilitate the movement of goods and people.
However, this year signs were beginning to emerge that the
progress of the past might not go on forever. First, there was
another softwood lumber trade dispute, another one in a series of
such disputes spanning decades. Then, after President Trump
made it clear that, in his opinion, the NAFTA Agreement had
been a bad deal for America, negotiations started to “modernize”
it. At this time, although negotiations are still being conducted,
it is probably fair to characterize them as “not going well”, from
Canada’s point of view. Finally, in September, Bombardier was
targeted for trade retaliation.
Incidents such as those above have consequences. In the
case of softwood lumber, many Canadian producers have stepped
up their investments in the U.S. so that when prices rise because
of trade disputes, their U.S. lumber mills are highly profitable and
will more than offset any negative consequences from exporting
Canadian lumber, subject to duties, to U.S. customers. Bombardier got around punitive tariffs, at least for now, by forging an
alliance with Airbus, which will see much of the production of
CSeries aircraft intended for delivery to U.S. customers transferred to Airbus’ U.S. plant.
These actions have negative consequences for Canada
because they generally result in the migration of Canadian jobs to
the U.S. If NAFTA negotiations fail or produce undesirable results
for Canada, more jobs will migrate to the U.S. and/or Mexico
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Tanker ban bill contrary to the Law of the Sea and
ignores the reality of maritime transport
BY ALEX BINKLEY
Federal legislation to ban oil tankers
from the northern section of the British
Columbia coast is inconsistent with provisions of the U.N. Law of the Sea and
should be subject to regular reviews,
shipowner groups say.
In submissions to the Commons
Transport Committee study on the bill,
the Chamber of Shipping and the Shipping
Federation of Canada called the bill an
unjustified move that interferes with maritime commerce. Meanwhile the
International Chamber of Shipping (ICS),
which represents the world’s national
shipowner associations and 80 per cent of
the world merchant fleet, warned, “Such
a draconian step could lead to serious concerns being raised by Canada’s
international trading partners.” Simon
Bennett, ICS’s Director of Policy and
External Relations, said, “We would
instead encourage Canada to continue its
strong history of environmental protection
and support for responsible global trade
through the implementation of practical
measures consistent with international
best practices. This includes respecting
IMO’s’s role in developing safe and sustainable shipping regulations and
recommendations that might address any
concerns that Canada may have.” The
global shipping industry “fully recognizes
the importance of robust environmental
protection measures, and is committed to
the goal of zero pollution, consistent with
the comprehensive global regulatory
framework adopted by the IMO in accordance with the U.N. Law of the Sea to
which Canada is a State Party,” he said.
Robert Lewis-Manning, President of
the Chamber of Shipping, told a Commons Transport Committee hearing the
bill is inconsistent with the U.N. Law of
Sea convention that requires coastal states
not to interfere with the right of innocent
passage. It also shows a lack of understanding of maritime transportation, he
said.
The government has only recently
released the study used to determine
which products would be covered under
the law, he said. If shipowners had been
consulted for the study, they would have
explained ships usually carry cargo destined for several ports on each voyage.
The bill’s provision to limit the quantity of scheduled commodities to 12,500
tonnes “could result in unintended consequences such as increased freight charges

or a complete disruption in the supply
chain,” he said. “In this manner, a ship
owner leverages efficiencies through multiple orders of a single or similar product.”
As well, the bill “establishes a precedent
in Canada for managing our national
supply chain and is another layer of complexity on the already multi-faceted supply
chain thereby making Canada a more
complex country in which to operate,” he
said. It does not provide “a constructive
framework for properly reviewing the
maritime transportation supply chain of
B.C.’s north coast.”
ShipFed President Michael Broad
said that Transport Canada concluded five
years ago “that the existing regulatory
regime, combined with the implementation of enhanced safety measures, could
support the safe movement of oil through
the northern coast of B.C.” No reason is
offered for “a complete reversal of this
position, or to support an outright conclusion that the risks of transporting oil
through the north cannot be mitigated by
means other than a moratorium.” The
moratorium “does a disservice to our
industry and to the public by creating
doubt about the effectiveness of the
framework that governs shipping activity
and marine safety in Canadian waters,” he
said. More than 100 million tonnes of oil
and petroleum products have moved
annually off the East Coast of Canada
during the last decade without a major
spill.
ShipFed is also concerned about “the
legal and diplomatic questions related to
Canada’s ability under international law to
deprive tankers of the right of innocent
passage and freedom of navigation,” he
said. “The government appears to have
attempted to circumvent this possible conflict by crafting the moratorium as a
prohibition on loading, unloading or
anchoring at certain ports and marine
installations – rather than a prohibition on
the passage of tankers per se (thereby
using the back door to accomplish what
could not be done through the front door).
Under the Law of the Sea, coastal
states can “designate particularly sensitive
areas, in which they can apply stricter
measures (such as areas to be avoided or
routing requirements) after having completed an informed risk assessment
process,” he said. The moratorium needs
“to take place within the context of this
international framework, which is where
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it properly belongs.”
The Shipping Federation also called
for a periodic review of the need for the
moratorium to ensure it’s “based on an
appropriate assessment of risks in response
to evolving circumstances.” The ban was
promised during the 2015 national election campaign but the legislation wasn’t
presented to Parliament until this past
May. Fines as high as $5 million could be
imposed for violating the law. Exemptions
are available for ships resupplying northern communities with heating oil and fuel
or carrying further refined petroleum
products.
Lewis-Manning said the bill’s drafters
should have copied proposed amendments
to the Oceans Act and the Canada Petroleum Resources Act that require a
precautionary approach including “analysis and an evidence base to support a
longer term management plan.” That
would require “a risk assessment to be
conducted at a minimum of every five
years such that it could inform the regulatory process of scheduled products,” he
said. It “would be grounded in an evidence-based analysis that would engage
effective stakeholders collaboratively, and
would also provide a responsible legislative framework that could be sustained
over the long term.”

Coal survives in a market full of change and
consolidation
BY R. BRUCE STRIEGLER
Centred on a theme of “A Sustainable Future: Coal and the Environment”,
the 2017 conference of the Coal Association of Canada, held in Vancouver in late
September, heard keynote speaker Ernie
Thrasher say, “I was here in June last year,
and I think most of us were sitting here
praying we were at the bottom of the
price curve, and there were presentations
about the demise of the U.S. coal industry.
One of the topics was how there were no
U.S. coal mines that could survive in an
$84 (per tonne) coking coal market and
the debate was whether anyone could survive.” Thrasher outlined how many of
those companies in the U.S. and Canada
were undergoing financial restructuring,
and how capital markets were closed to
the coal industry, with large mining companies having decided that coal was not
the place to be. With more than 40 years
in the coal industry, Thrasher is the
founder of XCoal, the largest exporter of
U.S. coal to Asia, and has held various
positions in mine operations and mine
management, as well as marketing.
What has changed these past twelve
months? According to Thrasher and other
industry figures at this year’s conference,
the changes include a surprising upset of
many western economists’ predictions of
China’s financial collapse which would
have led to years of stagflation – high
inflation, economy slowing with high
unemployment - and the ultimate demise
of the resource industry. “Surprisingly,
China didn’t collapse, but the government
undertook a policy to restrict working
days at the mines and instituted a very
stimulative monetary policy to inject
credit into the system. The result of that
was a 13-week spike in coal prices which
we hadn’t seen since perhaps 2013.” He
added that while it was good news, “If
you were on vacation, you missed most of
it.” The actions brought capital markets
back into business, and for good or bad,
kept a number of companies from finally
closing, rationalized supply and brought a
number of new companies back into the
business.
Noting the U.S. election, Thrasher
says, “The new President took a very
favourable stance on the coal industry,
and while he hasn’t found a way to
change the price of coal, he has found a
way to rescind a lot of the Environmental
Protection Agency’s directives from the
previous Administration which were

restricting the production of coal.” In spite
of these actions, the good times apply only
to steel and the metallurgical coal used to
make it, not to thermal coal, which is used
to produce power. As reported recently by
Bloomberg, “Coal’s share of the power
mix is declining, and wind and solar
remain the fastest-growing U.S. sources of
electricity.” A stunning example can be
found in British Columbia, where in
August 2016, exports of metallurgical coal
through Prince Rupert’s Ridley Terminals
totalled zero. A year later, Prince Rupert
Port Authority reported exports of metallurgical (“met”) coal had increased 1,341
percent in 2017’s first eight months compared with the same period in 2016 rising
from 165,141 tonnes to 2,379,698
tonnes.

China’s demand for steel good
news for metallurgical coal
producers
Jose Alfaro, President of Rio Fuerte
Ventures LLC, a U.S. firm that provides
market analysis, commercial, and strategy
consulting to the energy and mining
industries, told conference delegates that
coal had outperformed other commodities
in 2016-17, as policy supply disruptions
drove the basket price down last year to
around $77 per tonne, from where it had
climbed to about $177 per tonne today.

China’s steel value chain is the main
driver, with iron-ore and metallurgical
coal imports steadily rising. He pointed
out that Chinese demand had tipped the
balance, pushing prices up over the past
12 months. Alfaro noted that the principal
American coal-producing basins have
showed varying degrees of recovery, with
the North Appalachian and Powder River
basins performing the best. Central
Appalachia and the Illinois basins lag
behind, but show steady progress.
According to Alfaro, the U.S. coalfired power industry has lost about a third
of its capacity, as more gas and renewables
came on line. He noted the astonishing
speed with which alternative gas sources,
such as the Marcellus and Utica shale formations, came to market, shooting from 0
per cent to 30 per cent of generation in
only a few years. Production in Canada is
sourced from 24 mines, primarily located
in the West. B.C. leads with ten mines,
Alberta has nine, Saskatchewan has three
and Nova Scotia claims two. About half
the coal produced in Canada is thermal,
used in power generation which is
expected to see a steady decline as the
country moves to phase out coal-fired
plants by 2030. The majority of Canadian
metallurgical coal is exported to Asia.
Canada’s National Energy Board expects
that by 2040 coal production will drop to
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34 million tonnes, with almost all remaining production focused
on higher-quality metallurgical coal used to make steel. In March
of this year, Teck Resources Ltd. said that it still expects to produce 27-28 million tonnes of met coal this year to make up the
bulk of Canadian production.
Alfaro believes that the industry has “rightsized” in response
to a significant decline in thermal coal demand. Coal-fired generation will continue to face challenges from gas and renewables
going forward, with gas prices globally influencing thermal coal’s
trajectory going forward. He cautioned that while 2017 could be
seen as a recovery year, more price volatility is to be expected,
with the big unknown being what the next market disruption
could be.

Continuing the global review of coal, Wood Mackenzie
senior research analyst for the Americas and Russia, Natasha
Tyrina, noted that, at current prices, based on about $90 per
tonne Newcastle coal, almost the entire pipeline of 600-million
tonnes of thermal coal projects could be incentivised, with the
outlook for the 200-million tonnes of met coal projects remaining
flat until growth in India’s steel sector starts to take off. Tyrina
noted that Australia and Indonesia were the new-project heavyweights for new coal projects, along with supply from Canada, the
U.S., Colombia and Russia, and she agreed that China will remain
a key market driver for many years to come. “Chinese coal sector
policies and supply outages elsewhere have given a new lease on
life to coal markets in recent months. Prices are high and margins
strong after several years of losses and under-investment. The current price levels, as well as the focus on supply diversity can
incentivise new project development in the seaborne market,” she
stated.
H&W Worldwide Consulting principal Dr. Neil Bristow says,
“Following a “decade of misery” for steel markets, the “good
times” are now, though how long it will last is debatable.” Bristow
noted that, assuming “business as usual” continues, the global
steel industry could see a sustained period of prosperity. “Twentyeighteen looks positive and trends suggest 2019 could see more of
the same. There is more uncertainty in 2019, but a continuation
of benign policy settings and a lack of disjointed policy changes
could lead to an extension of further ‘good times’,” he said.
According to Bristow, the steel industry is experiencing stronger
demand and better pricing based on improving fundamentals.
“Not unexpectedly, China has been one of the major drivers,
though the rest of the world has also picked up and trends show
a continued positive outlook,” he says.
However, and surprisingly so, Indian demand has been disappointing. Bristow says the outlook for 2018 to 2020 seems
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“Following a decade of misery,
the good times are now”

encouraging, suggesting that the ‘good times’ can continue
despite risks, both structural and unpredictable, and he noted,
“Highlighting consolidation, meeting environmental targets,
ensuring a licence to operate, efficiency and cost reduction, as
some of the current trends in the industry.”
How long the good times will last for steel and met coal producers depends on a host of global factors, several speakers at the
conference said, and how much Canadian producers will benefit
from improved prices and demand will depend on things like new
mines being built in Australia. Metallurgical coal is one of B.C.’s
most important exports. It’s an industry that has come through a
half-decade-long contraction that saw coal companies go bankrupt
and close mines – including three owned by the now-bankrupt
Walter Energy. Two of them reopened last year when Conuma
Coal Resources Ltd. bought the three idled Walter Energy mines,
which explains how steelmaking coal exports through Ridley Terminals went from nothing in August 2016 to 294,125 tonnes in
August 2017.
The Coal Association of Canada used the occasion of the conference to honour industry pioneer and researcher Ross Leeder
with its 2017 Award of Distinction. Dr. Leeder was recognized for
his research and advocacy contributing to the coal industry.
Throughout his career, Dr. Leeder worked to develop better International Standards for Canadian coals. In his work with Canada
Centre for Mineral and Energy Technology (CANMET), Dr.
Leeder’s research established the value of Canadian coal, which
improved international trade, and contributed to the growth and
development of Canada’s metallurgical coal trade. He worked
with many coal mining companies in western Canada on all
aspects of mining, processing and beneficiation technologies, but
specifically to improve technologies to upgrade Canadian coals.
Over the past 30 years, Dr. Leeder worked for several coal companies, always championing Canadian coals in international
markets.
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BigLift and Rolldock to end cooperation
Netherlands-based BigLift Shipping
and Rolldock Shipping have decided to terminate their joint venture BigRoll Shipping
as of 1st January 2018. From then on, the
heavy transport vessels Biglift Barentz and
Biglift Baffin will be added to the BigLift
ﬂeet. Biglift Barentz and Biglift Baffin are
two identical state of the art Module Carriers, which enhance BigLift’s shipping
capabilities by offering a large ﬂush deck for
ro-ro cargoes. “The broader range of vessels
will enable BigLift to offer clients even
better customised shipping solutions of ever
larger and heavier cargoes, both in large
projects as in single shipments,” stated
BigLift, part of the Spliethoff Group.
With Finnish/Swedish 1A ice class,
powering and steering redundancy and a
strong, ﬂush deck of 125m x 42m, the MC
Class vessels can handle large module shipments, cranes and other voluminous cargo.
The vessels have already carried out multiple challenging voyages “in which they
demonstrated their low fuel consumption,
excellent service speed and reduced vessel
motions.”
Ongoing contracts and tenders of
BigRoll Shipping will still be executed in cooperation with Rolldock Shipping.
BigLift Shipping is one of the world’s
leading heavy lift shipping companies, specialized in the worldwide ocean
transportation of heavy lift and project cargoes. The company strives for operational
excellence and reliability, and adherance to
strict time schedules.
Know-how and experience are vitally
important in heavy lift transportation,
which is the reason why BigLift has an Engineering & Operations Department with

experts who tackle any challenge.
Given its 40 plus years in heavy lift,
the company has many long-standing
clients, which regularly place their trust in
BigLift. With a modern ﬂeet of 15 speciallybuilt heavy lift vessels, BigLift serves the
oil & gas, mining and power generating
industries, amongst many others. Vessels
have lifting capacities of up to 1,800 mt and
a third Happy S-Type vessel will be added to
the ﬂeet in 2018. Additionally, as of January
1, 2018 BigLift will add Biglift Barentz and
Biglift Baffin, two MC-Class Module Carriers for the transportation of ultra large and
heavy modular cargoes, to its ﬂeet.
The Spliethoff Group is one of the

largest shipping companies in the Netherlands. With almost over a century of
maritime expertise behind it, the Amsterdam-headquartered Group has a broad
portfolio of specialized services in sectors
including dry cargo, breakbulk & project
cargo (Spliethoff ) project & heavy lifts
(BigLift Shipping), container & Ro-Ro cargo
and other shipping related activities.
The Spliethoff Group operates a large
and modern ﬂeet of more than 100 vessels
ranging in size from 2,100 to 23,000
tonnes. The company is used to operate in
challenging areas – to that end, almost all
vessels have Swedish/Finnish Ice Class 1A
and some even 1A Super classiﬁcation.

Pressure building for government to reform National
Shipbuilding Strategy and act to contract for second
supply vessel
Quebec’s National Assembly unanimously adopted motion calling on the Trudeau government to amend the National Shipbuilding
Strategy to include Quebec. “The federal government is going to
invest almost $100 billion dollars over the next 20 to 30 years on its
ﬂeet renewal. Quebec represents 50 per cent of Canada’s shipbuilding capacity and 23 per cent of Canada’s tax base, yet is receiving
less than 1 per cent of federal spending on shipbuilding,” said Alex
Viceﬁeld, Chairman, Davie Shipyard. “Today, Quebec is at risk of
losing a signiﬁcant number of middle-class jobs due to bureaucratic
intransigence and roadblocks within a broken procurement system,
despite the clear and obvious need for Canada to urgently renew the

entirety of its ﬂeet.”
Spencer Fraser, CEO Federal Fleet Services, added “We are
pleased that Premier Couillard and all parties within Quebec’s
National Assembly are unanimously imploring Ottawa to include
Canada’s largest shipbuilder in its long-term shipbuilding strategy in
order to add desperately needed capacity to renew the federal government’s ﬂeet in a more expeditious and cost effective manner. This
is a critical step in securing the 1200 highly skilled jobs at Davie and
supporting its 996 suppliers in the province of Quebec and throughout Canada for the next 20-30 years.”
In a separate move, Opposition critics James Bezan (National
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Defence), Tony Clement (Public Services
and Procurement) and Todd Doherty (Fisheries, Oceans and the Canadian Coast
Guard) urged the government to take action
with respect to the commissioning of a
second supply vessel, and issued the following statement:
“Conservatives believe in acting
quickly to supply Canada’s Armed Forces
with the equipment they need to get the
job done. The Royal Canadian Navy desperately needs a second interim supply
vessel to ensure our fleets on both the
Pacific and Atlantic coasts can be supplied
at sea. The Davie shipyard has already
delivered MV Asterix on time and on
budget. Given the needs of our men and
women in uniform, the federal government should award a contract to Chantier
Davie Canada to build MV Obelix as well.
“If the Liberals do not act now to build a
second interim supply ship, our naval fleet

on at least one of Canada’s coasts will have
to continue to rely on our allies for resupply. For Canada, the nation with the

Seaway cargo up 10 per cent
year to date

Year to date St. Lawrence Seaway
cargo volumes to date are ahead of equivalent 2016 numbers by 10 per cent, as the
shipping season enters its busiest ﬁnal
months. According to The St. Lawrence
Seaway Management Corporation, total
cargo tonnage from March 20 to October
31 reached 28.7 million metric tonnes –
2.5 million metric tonnes more compared
to the same period in 2016.
“The star performers this year have
been North American mined products such
as iron ore and salt and high-value goods
such as specialty steel imported from
Europe,” said Terence Bowles, President
and CEO of The St. Lawrence Seaway Management Corporation.
“We’re now
entering what are traditionally the busiest
months of the Seaway shipping season, as
our domestic customers stockpile raw materials for winter production and Prairie and
Ontario grain harvests are loaded onto ships

for export.”
Year-to-date Seaway iron ore shipments (from March 20 to October 31)
reached 6.6 million metric tonnes, an
increase of 44 per cent driven primarily by
U.S. iron ore pellet exports to Asia. Dry bulk
shipments (including products such as road
salt, stone, gypsum and coke) topped 7.7
million, up 12 per cent. General cargo
(which include steel, aluminum, project
cargo) shipments via the Seaway totalled
2.7 million metric tonnes, up 34 per cent.
At the port of Hamilton, imports of ﬁnished steel help supply southern Ontario’s
manufacturing sectors, such as automotive,
appliances, and heavy equipment. Ian
Hamilton, Hamilton Port Authority’s CEO,
said: “Steel volumes transiting the port of
Hamilton are trending 35 per cent higher
than this time last year, a strong indication
of the health of Ontario manufacturing.
More than 80,000 metric tonnes of ﬁnished
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world’s longest coastline, to rely on others
to re-supply our Navy for an extended
period is simply unacceptable.

steel was handled through the port in October alone.”
Canadian ship operators are also
reporting much-improved demand for their
services.
Algoma Central Corporation, which is
the largest domestic ship operator in the
Great Lakes-St. Lawrence region, reported a
nearly 20 per cent increase in its domestic
dry-bulk business revenues for the nine
months ended September 30, 2017 compared to 2016.
Gregg Ruhl, Chief Operating Ofﬁcer of
Algoma, said: “We’ve seen strong volumes
in many of our cargoes, but particularly iron
ore pellet exports from Minnesota that our
ships are carrying to the Port of Quebec for
transshipment overseas. We expect those
exports to continue in the fourth quarter.
Our ships are fully booked for the rest of the
2017 shipping season.”
Algoma was able to bring its newlybuilt vessel Algoma Niagara to Canada at
the beginning of November — several
months early – to help with the workload.
Ruhl added: “Algoma Niagara has
already delivered its ﬁrst cargo of iron ore
from Port Cartier to Hamilton and is moving
on to its next jobs carrying other products
such as Canadian grain exports. Algoma
Niagara has all of the operational and environmental advances of our other Equinox
gearless bulker vessels but is our ﬁrst newbuild Equinox self-unloader. Being able to
provide these beneﬁts to customers in our
self-unloading trades is something we have
been looking forward to.” Algoma Niagara
is 45 per cent more energy efﬁcient per
tonne of cargo and the sixth company vessel
to be equipped with a closed-loop exhaust
scrubber system, which eliminates more
than 97 per cent of sulphur emissions.

Global e-commerce boom a great opportunity for
logistics and ocean freight
BY ALEX LENNANE IN MIAMI

E-commerce offers significant opportunities to the logistics industry, including
ocean carriers, according to retailers.
Frank Diaz, Executive Vice-President of
Price Smart, a U.S. warehouse chain and
retailer and one of the top 50 container
exporters in the U.S., urged the logistics
industry to help it compete with etailers.
“E-commerce is generally difficult to
make profitable,” he told delegates at Air
& Sea Cargo Americas in Miami on
November 1. “You have to do all the
things the customer used to do – go to the
store, drive home. The challenge is to
make that profitable, and we are relying
on the logistics industry to help us with
that. Etailers have capitalized on one thing
– a customer preference to shop online
with 24/7 access to shops. That has
changed the overall landscape and
changed the bar. Prices must be complemented with the right shopping
experience.”
He also questioned whether some of
the tactics used by etailers may be “disruption or distortion”. “Free shipping?
Someone is paying. Disruption is the challenge presented to retailers but in logistics
it is about how to deliver goods faster and
cheaper, while retaining the strengths we
already have.”
While Mr. Diaz acknowledged that
the air cargo industry was in pole position
to reap the benefits, he also believed that
there were opportunities for shipping
lines, especially for larger and less urgent
purchases.

Much of the e-commerce volumes so
far have benefited air cargo at the expense
of ships, but with growing middle classes
globally, the consumer market itself is getting bigger – and there is no reason for
ocean not to benefit too, despite the long
lead times. “In ocean, every day is going
to matter. Carriers have an opportunity
with track and trace – it could be owned
by the carrier all the way through the
delivery.
“Generally, it’s small packages but
companies should prepare for increased
demand for consolidation, with more visibility and lower landed costs. It’s about
customer-centricity, and the most successful companies have focused on that. If we
collaborate as an industry, we have the
opportunity to improve the customer
experience.”
SeaLand CEO Craig Mygatt confirmed that customers were requesting
more of shipping lines than simply the
port-to-port sector. “They are asking us for
different things than they used to,” he
said. “We are more open to partnering
with people outside our core business,
because customers are asking for it.”
Diana Najera, international business
manager for Mexican express company
Estafeta, said e-commerce had brought the
company into more contact with its customers and helped it understand their
behaviours. “Customers want an integrated service. And there are also
customers that have their own customers
– and that means you have to maintain

one and cater for the other.”
E-commerce has “changed everything”, the panel agreed.
Michael Steen, COO of Atlas Air,
which has seen its customer base shift
from scheduled airlines to express and
ecommerce deliveries, said: “This is a true
paradigm shift and we haven’t seen anything like it before. Chinese consumers
are buying Latin American perishables,
that’s something we haven’t seen in the
past. The size of packages is changing, and
that has an impact on the entire supply
chain.”
He noted that, as a result of the new
market, one of the greatest challenges was
forecasting. Citing a clothing manufacturer in China which had expected
180,000 unique orders on a single day
within seven hours, but in fact reached
that within an hour, he said: “How do you
plan for that? And that’s just one company,
in one day, in one country.”
Romaine Seguin, President, Americas
for UPS, argued that the companies which
controlled the last mile would be the winners. “Customers own the market now –
ten years ago, retailers did. It’s all about
how, where and when you want your
goods.” She added that forecasting had
become an essential part of the business.
“Most business have peaks and valleys
and you have to understand those projections.”
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

November 20, 2017 • Canadian Sailings • 41

Chicago Rockford Airport targets larger rival’s
ecommerce and express traffic
BY ALEX LENNANE IN MIAMI
Chicago Rockford Airport (RFD) has
set its sights on the express and ecommerce market, having seen volumes rise
44 per cent in the past year. Flight movements have risen 150 per cent since UPS
expanded its operations at the airport, and
ABX, Atlas Air and ATI – all part-owned by
Amazon – began 767F operations there.
UPS has increased to 13 flights a week
since July and the airport expects some 60
daily flights during the pre-holiday peak.
RFD now hopes to further capitalize
on express and parcel movements, and is
in
talks
with
Chinese
express
companies that have the potential of
moving into cross-border ecommerce markets. “We are working with a number of
Chinese companies with the idea of directto-consumer shipments,” said Ken Ryan,
Cargo Director.
The airport is in the process of doubling the size of the ramp, which will be
completed this month, with further expansion providing capacity for another three
747-8Fs scheduled for the spring. “All the
growth has been in ecommerce, and we
are looking to become specialists in it. We
want to create a specific Customs point for
it,” said Mr. Ryan. “The ecommerce
market is going crazy, and we’d like to be
part of it.”
The airport aims to form a Customs
group specific to small shipments. “They
are a low priority for Customs at Chicago
O’ Hare, and it can take weeks to get

freight out. We want to start test runs for
Customs for ecommerce business,”
explained Mr. Ryan. “Yes, we are trying to
poach traffic from O’ Hare. “One of our
advantages is that we are very fast and efficient, in part because we have less cargo.
We are also able to make decisions, and
act, very quickly, which ecommerce companies like. That has given us an advantage
over other airports in winning new business.” He also cited easy road access from
the airport to “all points of the compass”,
with no traffic congestion in the area.
RFD managed to build offices for one
customer in just one month, he added. It is
also significantly cheaper than O’Hare,
with landing fees three to four times lower
than its larger rival.
The airport last year also welcomed
maintenance provider AAR, which has
added to traffic, and helped establish a

school for mechanics. But Mr. Ryan has his
eye on the ecommerce prize. “Ecommerce
is so significant now. Retailers are going
down the tubes because of etail. We
believe there will be very strong growth
and we expect to see a substantial increase
in the next year. And if the barriers to
international ecommerce come down,
there is no end in sight.”
Airport businesses are currently
recruiting more than 2,000 people to
handle small packages, he said. “The best
workers are middle-aged women,”
added Mr. Ryan. “They are bright, they
like the hours, can handle the small packages and are very reliable. Workers are
being offered good bonuses to ensure they
work over the peak season.”
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

E-commerce will benefit the smaller, local forwarders
that can deliver
BY ALEXANDER WHITEMAN
`E-commerce has become the biggest driver of change
for freight forwarders –some seeing estimates of 30 per cent
growth, year on year. Head of the WCA e-commerce network,
Alex Allen, said the sector had mushroomed over the past five
years, far exceeding the growth of traditional freight movements.
“Growth has been happening over the past ten years, but gaining
real traction over the last five, with incremental growth as a
global aggregate roughly 30 per cent,” said Mr. Allen.
“The emergence of cross-border e-commerce will provide
opportunities to all players in the field, provided they have made,
or are making, the necessary changes required to evolve.” However, Mr. Allen said with the majority of a complex cargo industry
“quite fragmented”, it tended to be reactive to changes.
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He believes this will lead to supposed “slow movers” being left
behind in what he describes as the race to enter the new economy
that will lead to longer-term survival.
“The biggest challenge the industry faces is understanding
the exact needs of the clients – the guys causing the shift and generating new e-commerce volumes,” explained Mr. Allen. “The
e-tailers measure success around the first delivery, especially
when it comes to the likes of Amazon Prime which talks of delivery within hours of receiving the order.” This presents smaller
operators with opportunities, while Mr. Allen suggested that
the more mature providers were still struggling to understand the
market.
In particular, he said, there is a chance for forwarders to pro-

Photo: Tonyv3112

vide cross-border solutions with a “local
flavour” and expertise in their own
regions to capture gaps in the market.
“They are closest to customers in a majority of cases and can provide flexibility in
scale and service better than the big players,” he added. “This will have a positive
impact when e-tailers and industry seek to
engage with a logistics provider in specific
markets in an effort to better service their
customers. “In turn, this creates an opportunity for all kinds of cross-border
shipment-processing requirements for a
forwarder to provide as value-adds to
grow ecommerce business.”
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

Carriers tighten their grip with rate hikes underpinned
by capacity cuts
BY MIKE WACKETT

Ocean carriers are taking full advantage
of late demand for holiday season goods to
move from Asia to Europe and the U.S. to
successfully implement FAK and GRI rate
hikes. Moreover, Asia-Europe carriers are
tightening the screw by cancelling advertised
voyages on the route. “During the ﬁrst week
of November, to cash in on the expected
uptick in demand before the Christmas holidays, the carriers implemented GRIs on the
east-west routes originating from Asia,” says
Drewry in its World Container Index (WCI)
commentary.
Forwarders and NVOCCs have received
notiﬁcation of non-contract November rates
from carriers for the ﬁrst half of the month
which, in the case of Asia to North Europe,

appears to be averaging out at around $150
per TEU, with the likelihood of another wave
of increases for 15 November. Meanwhile,
The Loadstar has received from OOCL, a
member of the Ocean Alliance, the ﬁrst ofﬁcial notiﬁcation of a blanking programme on
the Asia-Europe tradelane: the Loop 3 sailing
of the CSCL Uranus from Ningbo, China, to
North European ports scheduled for 18
November. Our sources suggest that the
other two alliances, 2M and THE, will shortly
announce similar blanking programmes.
Carriers, particularly on the Asia to
Europe tradelane, need to protect recent spot
rate gains, and if possible push the market
rates up higher, as they prepare for a fresh
round of annual contract negotiations. After

dipping below $700 per TEU in mid-October,
spot rates from Asia to North Europe have
recovered in the past few weeks. The North
Europe component of the Shanghai Containerized Freight Index (SCFI) gained a
further 4.7 per cent this week to $779 per
TEU, and for Mediterranean destinations,
rates ticked up by 3.1 per cent to $660 per
TEU.
There was no repeat of the double-digit
spot rate gain of the previous week on the
transpaciﬁc, as the market took a slight
breather. Nevertheless, rates on the route are
still trending up, boosted by robust demand,
with the SCFI showing a gain of 2.4 per cent
for Asia to the U.S. west coast, to $1,548 per
40ft, and rates to the east coast edging up
slightly to $2,089 per 40ft.
Ocean carriers are scheduled to receive a
further 13 ultra-large container vessels
(ULCVs) of 18,000 TEU+ before year-end,
according to data from vesselsvalue.com, but
it is thought that many of these deliveries will
be rolled over into next year. They will then
combine with the 28 other 18,000 TEU vessels stemmed for delivery next year,
potentially heightening the overcapacity situation in the liner industry.
However, the container lines have
become more judicious in managing their tonnage since the formation of the new alliances
and to mitigate the impact of the arrival of
newbuild tonnage they will continue with
their proven strategy of off-hiring chartered in
ships to compensate for the new arrivals.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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Shipping lobby groups slammed for ‘blocking global
progress’ on emissions reduction
BY GAVIN VAN MARLE
The shipping industry was accused of blocking international efforts
to curb pollution and greenhouse gas levels rising globally on a level
unseen in other industries. InﬂuenceMap is an environmental watchdog that assesses, “ranks and communicates the extent to which
corporations are lobbying climate and energy policy worldwide”. In a
report, it claims shipping’s lobby groups – principally identifying the
International Chamber of Shipping (ICS), Baltic and International Maritime Council (BIMCO) and World Shipping Council (WSC) – have
penetrated the UN’s International Maritime Organization and shaped its
regulations to keep the industry free of environmental regulations
agreed at the Paris climate talks.
Last year, IMO approved a roadmap that delayed an agreement on
reducing the greenhouse gas (GHG) emissions of shipping until 2023.
This included the adoption of an interim strategy on GHG emission
reductions in 2018.
Earlier this year, after the European Parliament voted to include
shipping in the EU emissions trading system from 2023, unless the IMO
adopted adequate climate legislation for global shipping by 2021, IMO
secretary-general Kitack Lim led the industry’s opposition, saying the
EU’s policy “signiﬁcantly risks undermining efforts on a global level”.
InﬂuenceMap’s Corporate capture of the IMO report states: “Corporations have unmatched access and inﬂuence at the IMO compared
to other UN bodies, providing the shipping industry with a clear avenue
to shape policymaking.
“An analysis of other UN agencies indicates that while trade associations are typically granted access to committee meetings, similar to
IMO, at no other UN agency researched do corporations attend committee meetings as formal state representatives.” It found that some 31
per cent of nations at the UN’s last Marine Environment Protection
Council (MEPC) were represented by business and corporate ﬁgures
rather than government ofﬁcials, adding: “IMO appears to be the only
UN agency to allow such extensive corporate representation in the
policy-making process.
“Progress on regulation has been stalled by powerful shipping
trade associations, with the International Chamber of Shipping (ICS)
leading efforts to oppose action on climate change at the IMO. It adds
that ICS, BIMCO and the World Shipping Council “have collectively
lobbied to delay implementation of any climate regulations until 2023
– even then refusing to support anything but voluntary regulations that
may not reduce the sector’s overall greenhouse emissions”. Inﬂu-

enceMap said all three groups opposed GHG emissions and energy efﬁciency regulations, with ICS presenting a “mixed” position on carbon
pricing policies – something the WSC remains opposed to, while
BIMCO had no formal position on it whatsoever.
Sifting through submissions to the IMO between 2015 and 2017,
InﬂuenceMap found that 11.2 per cent of all identiﬁed non-secretariat
climate-related submissions at MEPC meetings came from ICS,
BIMCO and WSC – “a ﬁgure higher than every state except Japan, Germany and Denmark”. “Such a high percentage suggests industry
associations are active and inﬂuential contributors to IMO negotiations
on climate change,” it says.
Responding to the report, Paul Dickinson, Chairman of the
Carbon Disclosure Project, said: “This research highlights how lobbying by the shipping industry has led to the UN’s International Maritime
Organisation failing in its responsibility to act on climate change. “If
more pressure is not placed upon the industry to act, its increasing
emissions will hamper the world’s capacity to meet the climate ambition agreed under the Paris Accord.”
There was, however, praise for some shipping entities, with
Maersk and Stena Line named as companies with transparent GHG
policies “appearing to support ambitious action on climate change”.
Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)

Shipping lobbies hit back at claims they don’t support
emissions reduction
BY ALEXANDER WHITEMAN
Shipping lobby groups have fought
back against claims they are obstructing
efforts to ﬁght climate change. The World
Shipping Council (WSC) has rejected a
report by InﬂuenceMap that claimed it,
Bimco and the International Chamber of
Shipping had “aggressively” lobbied against
climate regulations. WSC said the Corporate Capture of the International Maritime

Organisation (IMO) study “seriously misrepresents” its approach to reducing carbon
emissions in the shipping sector. “Contrary
to InﬂuenceMap’s assertions, WSC has
offered concrete proposals for both shortand long-term carbon reductions,” it said.
“In April, WSC co-sponsored submittal
MEPC 71/7/4, which proposed three core
approaches to reducing CO2 emissions
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(including research, reviews, and emission
reductions).”
However, InﬂuenceMap said while the
WSC supported “periodic” review of energy
efﬁcient standards, it failed to “explicitly”
support increasing the strength of these
standards. “Further, our research suggests
the WSC has actively lobbied against introduction of operational energy efﬁciency

standards for shipping (as evidenced by archived documents),” it
added. “This is despite a 2016 study revealing current EEDI targets
are so weak they will only deliver a 3 per cent greenhouse gas emission reduction by 2050, compared with a scenario without the EEDI
in place.”
Alongside accusations of lobbying, the report also claimed that
at the recent IMO environmental committee meeting, 31 per cent of
nations were represented in part by direct business interests. IMO
Secretary General Kitack Lim said “the make-up” of IMO delegations was a matter for the countries. “Neither the IMO Convention,
nor any of the rules of procedure limits in any way member states’
ability to structure their delegations as they consider most appropriate.”
InﬂuenceMap’s report claimed the “extensive inﬂuence” shipping had over IMO suggested the balance was clearly tilted in the
favour of “industry interests. Our research also shows the positions
these corporate interests take suggests they actively work to oppose
meaningful policy progress to address shipping’s impact on global cli-

mate change.” it said.
Environmental charity Seas at Risk appeared to back the report,
noting that at the meeting the ICS opposed “every reduction” measure put forward, and expected talks on slow-steaming to be
“challenging”.
The Director of Aviation and Shipping at campaign group Transport & Environment, Bill Hemmings, said shipping remained the
only international sector yet to commit to global emissions reduction
targets or measures. “Talks at the IMO are expected to be challenging, as ICS is on record as opposing every reduction measure so far
put forward,” said Mr. Hemmings. “These include binding reduction
targets, the need to tighten design standards or have operational efﬁciency measures.”
While Bimco and the ICS declined to comment, Bimco argued
that its on position carbon reduction was “fully transparent” and
demonstrated it “welcomed” a roadmap for reduction.
Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)

Remaining South Korean lines making waves to
restore faith after Hanjin crash
Following the catastrophic failure of
Hanjin Shipping last year, the other South
Korean ocean carriers still need to work hard
to regain the conﬁdence of shippers and
counter parties. That was the view of many
delegates attending the 11th annual World
Ocean Forum (WOF) in Busan last week.
Money owed to approved Hanjin creditors, which includes shipowners, ports,
terminals, container leasing companies and
other service providers, has passed the $10
billion mark, and the ﬁnal total could double
that. However, even at $10 billion, the liquidators expect to be only able to return
$0.02 in the dollar to the creditors.
There was much discussion during conference sessions and on the sidelines on the
reasons for the collapse of the world’s seventh-largest carrier, South Korea’s biggest,
and the damage inﬂicted on the reputation of
the maritime nation. Attendees The Loadstar
spoke to generally felt the crash could, and
should, have been avoided, and were critical
of the lack of government intervention, given
the signiﬁcance of the company to South
Korea’s international trade. The view of one
Busan-based senior logistics manager was
that all the parties must have been aware of
the chaos that would be caused by entering
receivership. He said: “It was really irresponsible of Hanjin and [major creditor,
state-owned] Korean Development Bank
(KDB) not to keep talking… it has impacted
so many people.” Negotiations between
Hanjin Group, which also owns Korean Air,
and KDB reached an impasse over the bank’s
insistence that the group offer more ﬁnancial
support to its subsidiary. After a game of bluff
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BY MIKE WACKETT IN BUSAN

and counter-bluff, the plug was eventually
pulled by Hanjin Shipping’s board and it
applied for receivership on 31 August 2016.
The implications were immediate, and
immense, for the global supply chain: some
500,000 TEUs of cargo, worth an estimated
$14 billion, was stranded on around 100
Hanjin-operated containerships worldwide.
Major shippers, such as Samsung and
LG, were caught up in a desperate attempt
by creditors to arrest ships and containers as
a means of recompense. Even shippers that
thought they were not impacted by the collapse, having booked with other carriers,
were shocked to learn that their containers
were affected by Hanjin’s membership of
the CHKYE alliance and its many slot charter agreements with other carriers on
various trades.

At last year’s WOF, several attendees
told The Loadstar they were still expecting
the government to rescue Hanjin with a bailout; but in reality it was already too late as the
carrier’s credit lines with its counter parties
had been withdrawn as a consequence of
entering receivership.
The responsibility for reviving South
Korea’s liner shipping industry now falls on
Hyundai Merchant Marine (HMM), itself still
in recovery after a KDB-led ﬁnancial restructuring, and the new SM Lines, which
purchased Hanjin’s transpaciﬁc trade from
administrators. There are signs that HMM is
starting to win back industry trust and SM
Lines appears to have made a solid start on its
single transpaciﬁc loop.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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Danaos predicts choppy waters for containership
charter market next year
BY MIKE WACKETT

Greek containership owner Danaos
has painted a gloomy picture for the box
ship charter market in 2018. It says it does
not expect a “material improvement in the
market environment”. Although the nonoperating owner (NOO) was able to ﬁnd
new charters for the vessels – once they had
been released from the clutches of other
Hanjin creditors – the daily hire rates are
thought to be at least 60 per cent lower
than those agreed with Hanjin. Danaos
owns a ﬂeet of around 55 containerships,
ranging in size from 2,200 TEU up to
13,100 TEUs.
Danaos is still reeling from the bankruptcy of Hanjin Shipping last September

when charter party agreements for 13 vessels ended with several years remaining on
the contracts. As a consequence, Danaos
remains in breach of ﬁnancial covenants on
mortgages with RBS and other banks for
loans maturing at the end of next year.
Danaos recorded third-quarter net
earnings of $30.1 million from revenue of
$117.7 million. The income was signiﬁcantly higher than the same period of the
previous year when the full impact of the
Hanjin insolvency hit its top line. The company said that, notwithstanding its covenant
breaches, it was continuing to “generate
positive cash ﬂows” and was in discussion
with lenders to reﬁnance its debt.

During a third-quarter results conference call, President and Chief Executive
John Coustas said the market for sub-4,000
TEU ships was “relatively stable”, while
panamaxes were “facing more pressure”.
With the fourth quarter typically the low
season for big ships, Dr. Coustas said
Danaos “will have more clarity on the state
of that market as we approach the peak
season in the spring of 2018”. He said
he remained pessimistic about the market.
“We do not expect a material improvement
in the market environment next year, given
the large number of deliveries scheduled for
2018.”
According to a review by vesselsvalue.com, as at the end of October
some 50 per cent of the 2017 containership
orderbook is still to be delivered – most of
which are larger vessels – suggesting that
owners are pressuring yards to delay receiving ships they currently have no
employment for. Ocean carriers will slow
deliveries of their newbuilds to give them
slack to off-hire chartered tonnage as those
time charters begin to expire.
In a recent Alphaliner report, the consultant said the NOOs were “bearing the
brunt” of the over-tonnaging in liner shipping, evidenced by the fact that they control
nine out of 10 containerships in lay-up.
Alphaliner also noted that carriers with
their substantial bargaining muscle were
able to pick up new charters “at rates that
continued a downward path”.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

APL offers ‘money-back’ guarantee on premium
transpacific service
BY MIKE WACKETT
CMA CGM subsidiary APL has launched a premium service it
says will “promise equipment and vessel space” on speciﬁc Asia to
U.S. services. Jesper Stenbak, APL Senior Vice-President for the
route explained: “Eagle Go Guaranteed seeks to address the concerns of equipment and vessel space shortages as the transpaciﬁc
trading season goes full steam. “It guarantees priority shipments on
APL services, allowing shippers to optimally capitalise on the yearend holiday shopping season.”
The money-back guarantee is applicable to 20 routes from
Shanghai, Ningbo and Yantian in China and Cai Mep in Vietnam,
including the Eagle Express (EX1), South China 1 (SC1) and Pendulum Loop 1 (PE1) services, which serve the U.S. west coast, and six
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loops to the east coast.
APL said the new product complemented premium service
offering Eagle GET and Eagle REACH, which guarantee shippers priority discharge of containers and “day-deﬁnite” arrival on nominated
transpaciﬁc services.
The priority shipment product subtitled “No roll. Sure to GO”
will be available on APL’s transpaciﬁc services effective 1 November,
with rates apparently quoted on application.
However, previous attempts to upsell services from Asia to a
premium rate guaranteed product have met with limited success,
including the much-heralded Daily Maersk on Asia-North Europe,
launched in 2011, which the Danish carrier’s executives eventually

admitted had seen a “disappointing” take
up. The product was ofﬁcially scrapped in
2015. “Shippers are just not prepared to pay
the extra,” one senior Maersk Line manager
told The Loadstar at the time.
However, several Asia to North Europe
shippers have told The Loadstar that
recently
some
carriers
have
introduced what is effectively a two-tier
pricing system: VIP rates that guarantee
equipment and vessel space, and those that
do not. And one UK forwarder said the
cheaper rates often meant shipments were
split and/or off-loaded en-route to free slots
for better-paying freight.
Meanwhile, recent SeaIntelligence
analysis of data from major carriers shows a
positive correlation between container line
proﬁtability and schedule reliability. However, the consultant admitted that it could
not be precise on where the added profitability came from, but argued that, in
general, on-time arrivals resulted in lower
operational costs for the carrier.
There were mixed signals to support
the SeaIntellligence report. Hyundai Merchant Marine (HMM), which has

consistently ranked highly in SeaIntel’s
monthly service reliability table, was the
least-proﬁtable carrier in the ﬁrst six months
of this year, recording a net loss of $227 million. In contrast, APL, since coming under
the umbrella of CMA CGM, has turned a

proﬁt this year after several quarters of negative results, contributing $116 million to
the French carrier’s bottom line.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

K+N gets back to profit growth, but to hit 2017
targets, it must do better in Q4
BY ALEXANDER WHITEMAN

Despite a return to growth in its
bottom line, Kuehne + Nagel’s nine-month
results released today failed to impress
investors. The forwarder remains some
way off analysts’ expectations for full-year
2017 targets.

Following a first quarter which saw
profits decline year-on-year, followed by
flat results for the six months to June, K+N
now reports growth in net earnings for the
nine months to September – albeit of just
1.3 per cent, to Sfr540 million ($553 mil-

lion). The weak return in profits came
despite revenue for the nine-month period,
increasing 10.4 per cent year-on-year to
Sfr13.5 billion, with gross profits climbing
4.8 per cent to Sfr5.1billion.
While the company itself issues no
forecasts (bar an EBIT growth ambition of
5 per cent annually), a spokesperson said
internal targets had not changed in
response to the latest results. However,
investment analyst Exane noted that the
third-quarter results were “marginally”
below its own estimates, but “more substantially below Bloomberg consensus”.
Royal Bank of Canada also said the forwarder would need to sharply increase
profits in the final quarter, pulling in
Sfr220 million, compared with a quarterly
average of Sfr180 million.
The Loadstar’s financial analyst,
Alessandro Pasetti, said part of the problem
appeared to stem from the increase in
third-party costs outpacing growth in revenue.
During a conference call, Chief Executive Detlef Tretzger said air freight,
overland and contract logistics had
reported strong results. “On the ocean
side, margin dilution has continued since

November 20, 2017 • Canadian Sailings • 47

the final quarter of 2015, dropping from Sfr369 per TEU in Q1
2016 to Sfr321 per TEU,” said Mr. Tretzger. “In our third quarter,
though, we have seen prices increase from Sfr321 to Sfr327 per
TEU – the first increase in almost six quarters.”
Mr. Tretzger said the recovery in per TEU pricing had created
a less volatile market, although he felt that it had taken longer than
expected. He added: “Some of our competitors read the market differently to us and went in with rates that were not sustainable in
the long term – in some cases, they opted to give business back.”
As has become usual for K+N over the past nine months, it
continued to outpace the market in terms of volume growth across
the modes. Sea freight volumes were up 8 per cent, in contrast to
market growth of 4-5 per cent, leading to a 9.5 per cent upturn in
revenues, but it failed to convert this into profit, which was down
Sfr32 million to Sfr308 million.
Conversely, air freight continued to build on the momentum
generated in the previous quarter, with volumes climbing by 19 per

cent, or 180,000 tonnes, to generate profits of Sfr227 million, up
3.2 per cent year-on-year.
Over the three-month period to September, K+N announced
the acquisitions of Kenyan perishables specialist Trillvane and
U.S.-based air freight forwarder Commodity Forwarders International (CFI). Mr. Tretzger said the performance of these two
companies would be noted in the next round of results. He added:
“In air freight, there has been growth all round, but exports from
Asia and Europe have been particularly good.” Likewise, the overland and contract logistics divisions saw volumes, revenues and
profits all climbing year-on-year. Overland revenues increased 5.2
per cent to Sfr2.3 billion, with profits doubling to Sfr36 million,
while contract logistics revenues climbed 5.5 per cent to Sfr3.5
billion leading to a 14 per cent increase in profits, which hit
Sfr114 million.
Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)

DP World reaps double-digit rewards from market
recovery and alliance reshuffle
BY ALEXANDER WHITEMAN
DP World hit double-digit growth
over the ﬁrst nine months of 2017, with a
strong third quarter assisting the recovery of
its operations in the UAE. Total container
volumes handled reached 52.3 million
TEUs over the nine months to September,
up 10 per cent from the 47.5 million handled in 2016. Group Chairman and Chief
Executive Ahmed Bin Sulayem said the
recovery in global trade had gone beyond
expectations, with economists and experts
revising forecasts upwards.
Drewry said: “The strong operational
performance has sailed far ahead of
Drewry’s growth forecast of 5.5 per cent in
2017. Barring adverse trading environment
in Q4, the company should be comfortable
in maintaining its lead over the sector’s
average.”
Double-digit rises were recorded in the
third quarter across all three core operating
regions: Europe, Middle East and Africa
(EMA); Americas and Australia; and Asia
Paciﬁc and Indian subcontinent. For the
nine-month period, EMA volumes climbed
10.8 per cent, to 21.9 million TEUs, with
its hubs in the UAE seeing 4.6 per cent
growth with more than 11 million
TEUs. Asia-Paciﬁc and Indian subcontinent
volumes were up 8.3 per cent to 23.8 million TEUs, while the Americas and Australia
saw growth of 14.1 per cent to 6.4 million
TEUs.
Mr. Bin Sulayem said DP World had
beneﬁted from the improved trading environment as a result of the new shipping
alliances. “Our global portfolio continues to
deliver ahead-of-market growth across all
three regions, and we have seen an acceler-

ation of growth rates in the third quarter,”
he added. “We are pleased to see third-quarter UAE volumes continue to grow despite
uncertainty in the region, and our performance in the Middle East & Africa, Americas
and Europe remains strong.”
During the third quarter, Mr. Bin
Sulayem said, DP World had added 1.5 million TEUs of new capacity to its Jebel Ali
terminal, while an additional 500,000 TEUs
of capacity was put into Port Rupert, BC.
“We continue to seek growth opportunities
in Latin America, Africa and Indian subcontinent where there remains signiﬁcant
structural
growth
potential,”
he
said. “Given the encouraging performance
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so far, we remain well placed to meet fullyear 2017 market expectations.”
However, Drewry warned that the
recent unsuccessful contract negotiation
with PT Terminal Peitikemas Surabaya
could “detract the shareholders’ value”.
“The margin of the 2.1 million TEU facility
could be under pressure, as evident from
the ﬁnancial reports of Pelindo III, which
reported that the terminal had an operating
margin of 57.2 per cent in FY 2016 – down
from the 58 per cent registered in FY
2015.”
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

Halterm International ContainerTerminal to invest
$10 million in Halifax

Building on increased container trafﬁc through 2016 and the
ﬁrst half of 2017, Halterm International Container Terminal, Eastern
Canada’s only facility capable to handle ‘Ultra’ class container vessels (10,000+ TEU capacity), will expand its container and reefer
handling capabilities, with $10 million of new equipment over the
next 12 months. These developments will support the terminal’s
existing ﬁve ship-to-shore crane operation, providing carriers congestion-free operations over more than a kilometer of quay, at 3 berths
between 14-16 metres draft.

Kim Holtermand, CEO, notes “Halterm provides global container carriers with fast and efﬁcient access to eastern Canada and
the U.S. Midwest.” Holtermand continues, “after signiﬁcant ship-toshore crane investments in early 2014, it is the right time to bring
on new rubber-tired gantry cranes (RTGs) which will be arriving in
February and October of next year.”
Halterm is in the process of optimizing its existing container
yard, which involves the removal of three redundant 1970’s era
ship-to-shore cranes, and the addition of new reefer capacity – an
increase of more than 25 per cent to over 600 reefer plugs.
Holtermand explains, “our ﬁve active ship-to-shore cranes, with
outreach up to 22 containers wide are in excellent working condition and still under-utilized with current berth commitments. It is
the right time to get out ahead of our customer’s service requirements, amid rising volumes and deliver in all areas of the container
facility.”
Halterm utilizes mixed equipment assets for stacking - new
Konecranes reach-stackers, RTGs and Toplift forklifts. The three new
‘1 over 5’ Konecranes RTGs are to be delivered in 2018. They will
span six lanes and allow Halterm to stack containers ﬁve-high across
import and export zones – an effective increase in yard capacity of
160,000 TEUs, up 40 per cent overall.
Halterm services vessels for Ocean Alliance partners (CMA
CGM, Evergreen, Cosco and OOCL), Zim Integrated Shipping,
Maersk Line, Tropical Shipping, Eimskip, Melﬁ, TMSI and weekly
domestic service to Newfoundland with Oceanex.
Halterm Container Terminal Ltd is owned and operated by
Macquarie Infrastructure and Real Assets, a part of the Macquarie
Group of Companies.

Ontario awards two ferry contracts to Damen
The government of Ontario and Damen Shipyards Group
have signed a contract for the design, build and delivery for two
“road” ferries to operate in the Canadian waters of the Great
Lakes. The ferries will be a 68-metre Damen Road Ferry 6819
and a 98-metre Damen Road Ferry 9819. Although one vessel is
30 metres longer than the other, they will share many design features and equipment speciﬁcations. Both will also be
hybrid-ready, enabling them to be ﬁtted with batteries when
required. Both vessels are being designed in-house by Damen
and will be fully customized for the local infrastructure.
The ferries will be based in Kingston and Loyalist Township,
Ontario, at the north-eastern end of Lake Ontario. The new ferries will be signiﬁcantly larger than the existing vessels and will
create more economic beneﬁts - helping more people, vehicles
and goods travel to and from the islands. The larger of the two
new ferries will serve the nearby Wolfe Island while the smaller
will serve Amherst Island, just a few kilometres to the west. The
new ferries are expected to make crossings faster for the one million passengers and 500,000 vehicles which travel annually
between Wolfe Island and Kingston, and the 270,000 passengers
and 130,000 vehicles which travel to and from Amherst Island
each year.
The ferries are scheduled for delivery at the end of 2019
(Amherst) and at the end of 2020 (Wolfe).

Mark Gerretsen (MP for Kingston and the Islands), Leo
Postma, (Sales Manager, Damen Shipyards Gorinchem),
Sophie Kiwala (Member of Provincial Parliament), Mike
Bossio (MP of Hastings-Lennox and Addington)
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CP Holiday Trains will be rolling again soon

The CP Holiday Train program
launched in 1999, and has since raised
more than C$13 million and four million
pounds of food for communities along
CP’s routes in Canada and the United
States.

Beginning in Montreal, Quebec, on
November 25 and 26, 2017 respectively,
two trains will make the festive journey,
travelling through both the U.S. and
Canada to bring holiday cheer to 182
communities along CP’s network. Each

event is completely free, with CP encouraging every attendee to open their
cupboards or wallets to ease hunger needs
in their community. Local food banks will
be accepting donations at each stop to
ensure those less fortunate can access adequate food this holiday season and
year-round.
“The Holiday Train program is all
about local food banks and food shelves
and the critical role they play in our communities,” said Keith Creel, CP’s President
and Chief Executive Officer. “People come
for the beautifully-lit train and stay for the
incredible show – all in the name of community. The holiday season is the best
time of the year, and we look forward to
bringing together thousands of Canadians
and Americans this season for this incredibly important cause and a great time.
The 2017 edition of the Holiday
Train also concludes CP’s Canada 150 celebrations and the Canadian train will
feature the Spirit of Tomorrow car, which
was part of the Canada 150 Train this past
summer. For a schedule of stops, kindly
visit
http://www.cpr.ca/holidaytrain/canada

Rollie Webb receives SS Beaver Medal for Maritime
Excellence
Robert Allan Ltd. recently announced
that Rollie Webb, Senior Vice-President
was presented with the SS Beaver Medal
for Maritime Excellence by the Lt. Governor of B.C. Judith Guichon on behalf of
the Maritime Museum of British Columbia
in a ceremony held on November 9th in
Victoria.
Mr. Webb joined Robert Allan Ltd. in
2008 and assumed duties as Senior VicePresident in 2015. He has over 40 years of
experience in marine engineering and
shipyard experience, starting out in ship
operations as a Marine Engineer at sea, followed by 32 years of shipyard experience
in Canada and the U.S. in ship repair and
ship construction, including Production,
Project, General and Executive Management roles. He also has extensive
experience in the operation, repair and
construction of icebreakers.
Mr. Webb graduated from the Canadian Coast Guard College in 1974.

50 • Canadian Sailings • November 20, 2017

UPCOMING EVENTS
Contact FRANCE NORMANDEAU
france@canadiansailings.ca

EVENTS
LISTED

FREE

November 23

January 31 - February 1, 2018

MISSION TO SEAFARERS SOUTHERN ONTARIO
Fourth Annual “Haul Out”
Mimico Cruising Club, South Etobicoke, Ontario
Contact: 647-295-3219, Rev. Judith Alltree
glutenfreepriest@gmail.com
www.mtsso.org

SHIPPING FEDERATION OF CANADA
Mariners’ Workshop 2018
Intercontinental Hotel, Montreal, Quebec
Contact: 514-849-2325 x221, Farah Ahmad
fahmad@shipfed.ca
www.shipfed.ca/news/59c9570cd5dd4

November 28-29

March 4-7, 2018

14TH MARITIME SECURITY AND COASTAL
SURVEILLANCE ASIA 2017,
Singapore
Contact: Hairul Borhan
info@iqpc.com.sg
coastalsurveillancemda.iqpc.sg

18TH TPM ANNUAL CONFERENCE
Long Beach Convention Center, Long Beach, California
Contact: 678-456-8530, Tony Stein
tony.stein@ihsmarkit.com
events.joc.com/tpm-2018

November 29-December 1
SUSTAINABLE OCEAN SUMMIT
Marriott Halifax Harbourfront, Halifax, NS
Contact: +33 769 019 565, Clothilde Deschamps,
media@oceancouncil.org
sustainableoceansummit.org

December 1

May 19 - 23, 2018
AAPA 2018
Ernest N. Morial Convention Center, New Orleans,
Louisiana
Contact: (800) 424-5249
aapa@experient-inc.com
www.aapa.org/conference

May 22 - 24, 2018

THE GRUNT CLUB
83rd Annual Grunt Club Dinner
Montreal Bonaventure Hotel, Montreal, Quebec
Contact: (514) 216-5086, Yolanda Boehmer
yb.operations@canfornav.mobi
www.gruntclub.org/event/82nd-annual-grunt-club-dinner/

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

December 10

May 30- June 1, 2018

THE GRUNT CLUB
Grunt Club Family Christmas Party
Mariners’ House, Montreal, Quebec
Contact: 514-869-7617, Debbie St-Onge
debbie@seamontbt.com
www.gruntclub.org

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