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Canada Port Authorities pass the COVID stress test,
look to the future
BY WENDY ZATYLNY
What a year it has been. Epic. One
for the books. And one that tested all
of us, individuals and institutions
alike. The good news: collectively, we
rose to the occasion, in ways that we
probably couldn’t have conceived of
before all of this started. Almost a
year to the date of writing this piece,
the ACPA team went home on a Friday, saying we would see each other
on Monday and would figure out next
steps. On Sunday afternoon, I
emailed them to say that we would
be working from home for the foreseeable future. We haven’t really seen
each other in person since then. Every
one of you reading this article has had
virtually the same experience. The effects have been far-reaching, as almost every piece of our daily lives has
been re-engineered. What was true
for people and households also holds
true for institutions, as government,
commerce, trade, and supply chains
had to pivot quickly to adapt to this
new reality.

dian Port Authorities (CPAs) did just
that to continue operations, move
cargo, employ people, and support
communities in a sustainable, safe
and innovative manner, all with remarkably little disruption.

Throughout the pandemic, Cana-

From the onset, CPAs adapted

Montreal

quickly by building on their commitment to innovation. The port of Halifax, for instance, launched its
“Fastlane” initiative to help identify
and fast track the delivery of critical
COVID-19-related cargo such as
PPEs. With similar technologies in
place at other ports, CPAs successfully continued to do their part to
keep food, pharmaceuticals and
other everyday necessities flowing to
Canadian homes.
This positive response was thanks,
in part, to good planning. CPAs have
spent years investing in new technologies and improving operations to
develop a national ports network that
is fully integrated into an inter-modal
supply chain that spans every continent and reaches into every Canadian
home.

Vancouver

But there is more to port activities
than just moving goods. CPAs also responded to the human side of the
pandemic, acting quickly to help
those most affected in their communities. For example, with the cruise industry on hiatus, Port of Quebec
realigned tasks for some of its emMarch 22, 2021 • Canadian Sailings • 7
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ployees towards other areas of operation, as well as community involvement during COVID-19. When it
offered assistance to local organizations in Québec City, many responded to the call, which led to Port
employees providing support to a
community centre by delivering
meals to families living in low-income
housing.
In Windsor, the Port Authority purchased locally-produced face masks
for all of its port workers. In Saint
John, physical space was donated to
an emergency food program to carry
out its work. Similar activities took
place at every Port Authority in
Canada, as they looked for ways to
help their communities weather the
storm. This commitment to communities began long before the pandemic,
and will continue long after it has
ended.
As we begin to emerge from that
scary, epic year and start to look to
the future, the COVID-19 recovery
represents a unique opportunity to
catapult Canada into the position of
a global leader in green, inclusive,
digital, and resilient supply chains.
CPAs are well-positioned to facilitate
this and help drive Canada’s economic recovery. First, the recovery will
require economic development heft.
Ports are powerful generators of
wealth for Canada — directly and in-

Oshawa

directly —through the tonnage they
move, the people they employ and
their role connecting Canada to
global supply chains. An OECD study
has shown that for every additional
million tonnes of cargo moved at a
port, 300 jobs are created in the port’s
hinterland. With a direct economic
impact of $36 billion, CPAs maintain
more than 200,000 direct and indirect
jobs and handle more than $200 billion in goods annually.
The recovery will require innovation and CPAs are innovators. As
managers of data as much as they are

movers of cargo, Canada’s ports are
part of a global logistics movement to
apply new technologies such as artificial intelligence and internet of things
to move cargo and people in a
greener, safer and more efficient manner. Lastly, the recovery will require a
commitment to safety, environmental
protection and sustainability, which
CPAs prioritize. CPAs seek sustainability and take many steps to reduce
emissions and support safe and green
infrastructure and operations, all of
which are a source of competitive advantage for ports and the country.
Having withstood the pressures of
COVID-19, ports have emerged resilient and ready to move forward as
true partners and key players in
Canada’s economic evolution: innovative, responsive and sustainable. With
the support of government and by
working together, we can achieve unprecedented heights and improve the
lives of all Canadians.
Wendy Zatylny is President of the
Association of Canadian Port
Authorities

Prince Rupert

This article was submitted for
publication by ACPA, which is solely
responsible for its contents
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Port Authorities Association seeks
more federal cash
BY KEITH NORBURY

However, ACPA didn’t say how much
money would be adequate, only that
“with many projects not yet submitted, there is a clear need for the government to fill and expand this
funding.” The association and partners have many more shovel-ready
projects that meet the fund’s criteria
“and can place Canada at the forefront of global trade and supply
chains.” The submission says such
projects “have been deferred to
maintain liquidity in the face of declining revenues as a result of the effect of the pandemic.” It also says
“infrastructure will be a key source of

In a pre-budget submission to the
federal government, the Association
of Canadian Port Authorities is asking
for more money on behalf of the ports
it represents from the National Trade
Corridors Fund, although the association won’t specify how much. The submission
also
seeks
increased
borrowing limits for infrastructure projects as well as more funding for green
technologies, including electrification
of port operations.
In response to questions from
Canadian Sailings, the association
said that the trade corridors fund is already over-subscribed by $1.2 billion.

stimulus with immediate and longterm benefits.”
As for the borrowing limits, ACPA
says they were established on a portby-port basis over 20 years and set
too low. However, the association
didn’t specify an amount. Rather it regards the enhanced NTCF funding
and higher borrowing limits as “complementary changes that will add up
to infrastructure development.”
The association didn’t have a specific figure either for green technologies “as it would be hard to put a
price or limit on these investments.”
So ACPA is encouraging the government to fund “programs that encourage sustainability and innovation,”
calling that “a competitive imperative.” The submission can be found
under news and events on the association website, acpa-aapc.ca.

PROTOS SHIPPING LIMITED
HEAD OFFICE TORONTO
TEL: (416) 621-4381

MONTREAL
TEL: (514) 866-7799

HALIFAX
TEL: (902) 421-1211

VANCOUVER
TEL: 1 (866) 446-4441

ESTABLISHED & OPERATING INTERNATIONALLY SINCE 1951
CHARTERING

prochart@protos.ca
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protoslogistics@protos.ca
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sales@protos.ca

VESSEL HUSBANDRY

protops@protos.ca
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www.protos.ca
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Transportation veteran
has witnessed
sweeping changes
BY ALEX BINKLEY
In 60 years in the transportation business, Bob Ballantyne has had a front-row seat to watch sweeping changes
reshape of the operations of the railways and their customers.
Bob started with Canadian Pacific in 1960 when railways
still controlled both freight and passenger transportation in
North America. That dominance drained away as the building of major highway systems opened the door to massive
growth in long-haul trucking.
“It changed a lot for the railways and shippers,” Ballantyne says. During the same period, airlines scooped up
much of the passenger business. With the erosion of freight
and passenger traffic, many rail lines and stations were
abandoned across the country.
During his 40-year career, he worked in CP’s engineering, signal, operating and marketing departments. In 1976,
he became Vice-President of Canadian Pacific Consulting
Services which got involved in advising on railway and
transportation projects around the world.
In 1988, Ballantyne became President of The Railway Association of Canada, a post he held until his retirement in
2000. He switched hats and went to work in 2002 at Freight
Management Association of Canada (FMA) to give shippers
a stronger voice in dealing with the carriers and the federal
government.
He helped found Coalition of Rail Shippers, a group of
18 industry associations whose member companies represent a major segment of the customer base of CN and CP.
Ballantyne also served as the Canadian representative on
the Board of Directors of Global Shippers Forum, including
a stint as Chairman.
While he retired from FMA in late 2020, he remained a
special advisor to it. He was succeeded by John Corey who
joined FMA in January 2020 as Vice-President after more
than 20 years at the Canadian Transportation Agency.
FMA selected Ballantyne as its Supply Chain Executive
of the Year in 2020. “Bob has demonstrated a long-term
commitment and sustained leadership in the transportation
and logistics industry in Canada throughout his long career,” said FMA Chair Gary Fast, Vice-President of Transportation for Canadian Tire. “The Board felt that there is
not a more worthy recipient of the 2020 Supply Chain Executive of the Year than Bob, in recognition and in honour
of his achievements. Bob’s encyclopedic knowledge of the

BOB BALLANTYNE

transportation industry, his reputation and his ability to
work with diverse groups are respected in the transportation community, both in Canada and around the world.”
To appreciate the scope of change Ballantyne has witnessed in transportation, it’s worth noting that steam engines had just been phased out when he joined CP. The
diesel locomotives that replaced them would seem puny
compared to today’s powerhouses, as would most of the
freight cars, and cabooses are long gone. The steel shipping container was yet to come, as was the integration of
computers and digital technology into the everyday operation of the railways and other businesses.
Ballantyne recalled CP’s acquisition of its first computer
in 1965 and it was the size of a truck. “There’s more computing power in a phone today than the 1965 mainframe.”
But it was the beginning. The introduction of Centralized
Traffic Control on the railways “really changed the operational control of trains across the country,” he recalled. He
was involved in the installation of CTC from Calgary to
Toronto.
Another major change was lengthening sidings to accommodate the longer freight trains that modern locomotives could handle.
Through mergers and acquisitions, the number of remaining mainline railways in North America has dwindled
to a handful, which tend to have geographical regions to
themselves, Ballantyne said. Over time, shippers have
learned to work together in dealing with the railways and
government regulators. Shippers take a long-term view of
transportation and “make the case for the kinds of
changes they need.”
FMA’s more than 65 members include large and small
companies based across the country which purchase approximately $3 billion in freight services.
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Transport Canada’s port management review
appears headed on an uncertain course
BY ALEX BINKLEY
Transport Canada’s port modernization review has
reached its second anniversary with no indication of when it
might make recommendations to the government. Last October, the Department released a summary of the ideas collected from the ports, shipping lines, shippers and
community groups since the review was launched in March
2018. It will continue to study them. Any changes in port governance would likely require legislation and the drafting of
regulations, a process that will further delay any changes.
Transport said among the ideas it received were developing more accountability between Port Authorities and the
federal government to ensure the ports “consistently and responsibly manage strategic public assets.”
Keeping the ports competitive “should be a key goal of
the government’s economic and transportation policy.” That

12 • Canadian Sailings • March 22, 2021

should include an updated federal gateway and corridors
transportation strategy. The Port Authorities should have the
financial flexibility to deal with volatile trade markets and respond to time-sensitive business proposals. There was broad
consensus that expanding port infrastructure is vital to meeting future demand and that more diverse funding sources
are essential to ports meeting future needs, the review said.
Since Port Authorities vary considerably in size, operations, resource capacity and local context, there were calls
for that situation to be reflected in their legislated mandate.
“A regionally-integrated approach to capacity planning and
strategic development, including inter-port cooperation and
amalgamations,” could encourage ports to work together to
fill gaps and benefit from each other’s strengths.
The Association of Canadian Port Authorities said the re-
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view made clear that Canada’s ports play a key role in supporting the economy and global trade. ACPA President
Wendy Zatylny said her members have “have been quick to
introduce and adopt new digital technologies to optimize
operations and quickly identify critical supplies during Covid19. We are eager to work with government and stakeholders
to continue this forward-looking approach. As Canada moves
towards a post-pandemic recovery, we look forward to continuing to help power Canada’s economic recovery in a safe,
sustainable and inclusive manner.”
Mike Broad, President of the Shipping Federation of
Canada, said his members want the government to consider
ports from a trade corridor perspective to guide investment
and infrastructure decisions, provide for greater accountability in CPA fees (there is no appeal process/forum to object
to question or oppose fee increases), create incentives for
Green Shipping and digitizing trade data and the complete
supply chain. Broad said it was encouraging to see the review’s comments on infrastructure investment, technology,
Canada’s trade policy, big data and climate change.
John Corey, President of Freight Management Association of Canada, said the review is a good start for the future
of all Canadian ports, which are essential to the growth of
Canada as a trading nation. It is looking “at a wide range of
factors, innovation, communities, the environment, safety

and others because any development of ports going forward
must be done in a manner which reflects Canadian values related to economic growth; working smarter not harder, sharing the wealth generation, protecting the environment and
ensuring safety is paramount.” At the same time, ports have
issues that need solutions today and Transport is proceeding
with a study into the transportation needs of the New Westminster Rail Bridge (NWRB) in Vancouver. “The NWRB is a
choke point for traffic going to and coming from the north
shore.” While the issue should have been tackled sooner, “I
look forward to the NWRB study and the options it will bring
forward, because frankly the current situation looks unsolvable.”
Emile De Sanza, Chair of the Canadian Institute of Logistics and Transportation in North America, said that the review
“has been a comprehensive undertaking, supported by studies and considerable input by stakeholders. As with other interested parties, we await further developments arising from
the review process.”
Canada has 17 Port Authorities, which handle about 60
per cent of Canada’s marine commercial cargo tonnage.
Since the current port system was launched 20 years ago,
“the operating landscape has changed a great deal … and
it will continue to evolve quickly. “There is a greater need for
ports to be competitive, efficient and sustainable, while

March 22, 2021 • Canadian Sailings • 13
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maintaining a high degree of safety and security. As hubs
connecting ocean going vessels with landside operations
and transportation (rail, trucking, inland transloading facilities, etc.) in an increasingly integrated global economy, ports
are more important than ever. “These operations need to be
coordinated across the supply chain to optimize port, rail and
road activities and speed trade to its ultimate destination –
whether in Canada or around the world.”

The review said industry and the Port Authorities “raised
the issue of competition among ports for funding. They
asked for a more coordinated approach such as a national
strategic plan to guide investments in ports and intermodal
infrastructure to make sure we are making good investments
now, and in the future. “They said that having supply chain
actors work together would help them use the available industrial land in the best way possible, balance the needs of
their communities, and make the movement of goods
through the port and local jurisdictions more seamless.”
Collaboration would encourage investment in projects
that could improve capacity beyond the port, increasing supply chain fluidity while focusing on common user projects, it
said. “Using inland ports was also seen as a way to address

YOUR
PROVEN
PARTNER
We offer a nationally accredited marine security
training program, and provide a full suite of marine
security services on both the east and west coasts.

1 877 322 6777 commissionaires.ca
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port land constraints and capacity issues.”

Other steps include using technology “to improve the efficiency, capacity, reliability, resiliency and competitiveness
of Canada’s supply chains. They would include data gathering, blockchain and distributed ledger systems, artificial intelligence, autonomous vessels and vehicle automation in
terminal facilities, and radio frequency identification. This
could enable enhanced inter-port cooperation. Ports need
to adopt more environmentally sustainable practices and
work to reduce greenhouse gas emissions to address climate
change and promote resilient port infrastructure.”
Safety and security are also crucial as “the marine sector
is not immune to organized criminal activities,” the review
said. “Action is needed to address vulnerabilities that might
arise within Port Authorities. Participants underlined that
sharing information, responding to crises and ensuring port
safety and security were vital to maintain effective operations
at Port Authorities. “Many believed the Port Authorities need
to adapt to growing commercial demands and that there is
value in better coordination at a system level to make operations more efficient.”
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Another Montreal port strike would stick a knife
into the Canadian economy, forwarders say
BY ALEX BINKLEY
The prospect of another strike by
Port of Montreal dockworkers is a serious threat to the Canadian economy
and should be ringing alarm bells in
Ottawa, say Canadian International
Freight
Forwarders
Association
(CIFFA) and Freight Management Association of Canada (FMA).
Negotiations between the Canadian Union of Public Employees,
which represents the workers, and
Maritime Employers Association broke
off in mid-February. Operations will
continue until a truce on work stoppages ends March 21, and a strike or
lockout could begin three days later.
It was negotiated to end a 19-day
strike last year that disrupted shipping
through the port, Canada’s second
busiest. “We have still not fully recovered from the strike in the Port last August, which according to Statistics
Canada cost wholesalers $600 million
in sales,” said Bruce Rodgers, CIFFA’s
Executive Director. “To have another
interruption now will really stick a knife
in the Canadian economy.”
Shippers have already begun to
reroute their traffic to other ports in
anticipation of a new strike, he said.
“This is very serious for Montreal since
some of that traffic may not return. But
it’s worse for importers and exporters
who depend on the port – alternative
routes are not capable of meeting the
demand. If the strike goes ahead, we’ll
see delays and lost business at a very
significant level.”
FMA President John Corey said the
failure to negotiate a new labour
agreement should not lead to “a total
cessation of service at the port. The
shutdown of an essential element of
the Canadian supply chain is not an
acceptable consequence of a failed
labour negotiation. “We recognize the
right of workers to collective bargaining but that right does not extend to

holding Canadian shippers’ hostage
and hurting the Canadian economy as
a whole,” he said in a letter to Prime
Minister Trudeau and other key cabinet ministers.
FMA is concerned “with the widespread damage that will result from an
interruption in service in the event the
parties cannot resolve their differences. We are looking to the federal
government for leadership in these
types of labour disputes which interrupt the supply chain which is essential to a healthy Canadian economy.”
A strike would hurt Quebec, Ontario
supply chains in the U.S. Midwest,
and lead to many ocean-going vessels discharging their cargoes at other
ports in Canada and U.S. “The implications for reliable delivery are enormous, as the rail capacity is
significantly less and trucking distances much greater.
Rodgers said, “Port activities are
essential to keep the economy running smoothly and for the supply of
food, PPE and vaccine supplies. Maritime transportation workers have
been deemed to be essential worker
providers and this labour impasse
cannot be allowed to hold the supply
chain hostage.”
Montreal Port Authority has found
that several Quebec and Ontario
businesses that use the services of the

port, including some that move critical cargo to combat COVID-19, are already diverting containerized goods
to other ports, and that others are
planning to do so if a new work stoppage occurs soon.
Rodgers said, “The port is an essential service. Port activities are essential to keep the economy running
smoothly and for the supply of food
and other basic goods, among other
things. A halt in port operations and
the diversion of goods to competing
and more distant ports have direct
and serious repercussions for the
economy of Greater Montreal, for
Canadian businesses that depend on
international trade and, ultimately, for
the supply of goods and products to
citizens.”
Labour Minister Filomena Tassi
says two senior department officials
were added to the team assisting in
the negotiations. “After seven days of
meetings, the mediators suspended
face-to-face meetings with the parties
after determining that the gap between the parties is too significant at
this time to conclude a collective
agreement. I have asked the mediators to continue to be in close contact
with the parties. If their positions
change in a way that is likely to lead
to an agreement, the federal mediators will reconvene the parties as soon
as possible.”
March 22, 2021 • Canadian Sailings • 15
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Ports persevered through
a bumpy 2020
BY ALEX BINKLEY

HISTORICAL ACPA PORT TONNAGES
CPA
Vancouver

2011

2012

2013

2014

2015

122,499,631

123,875,996

135,008,952

139,628,826

138,227,872

Montreal

28,534,264

28,422,003

28,156,971

30,445,984

32,028,741

Saint John

31,760,000

26,960,000

27,661,153

23,944,323

26,435,882

Quebec

28,900,000

32,500,000

27,065,994

24,000,000

21,000,000

Prince Rupert

19,339,236

22,289,980

23,060,096

20,691,536

19,695,883

Sept Iles

26,000,000

28,000,000

27,712,654

23,786,335

22,714,607

Hamilton

10,024,418

10,303,190

10,024,418

10,526,732

9,237,912

9,486,612

9,490,961

8,608,044

7,831,883

7,569,286

Halifax
Thunder Bay

7,608,692

7,843,228

6,530,204

9,341,250

8,915,607

Nanaimo

3,171,624

3,042,016

3,779,771

4,145,035

4,850,327

Windsor

5,072,574

5,456,464

6,029,393

5,433,000

5,642,042

Trois Rivieres

3,000,000

3,357,000

2,694,294

3,700,000

3,000,000

Toronto

1,668,085

1,861,082

1,556,000

2,000,000

1,650,990

Belledune

2,081,132

1,872,057

1,693,924

1,655,790

1,774,965

St. John's

1,421,988

1,360,165

1,783,962

1,669,098

1,803,306

Port Alberni

1,475,152

1,571,766

1,819,774

1,662,201

1,568,804

Oshawa

283,917

472,553

291,613

357,125

378,365

Saguenay

324,000

295,000

267,000

280,097

340,000

302,651,325

308,973,461

313,744,217

311,099,215

306,834,589

Total tonnage
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Saint
John
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John
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Robin Silvester, President and CEO of Vancouver Fraser
Port Authority, probably spoke for many in the marine sector when he reflected on the past year. “In many ways,
these last twelve months have felt as eventful as the last
twelve years. 2020 has been one for the history books.”

Trade, he added that many ports also took a revenue hit in
the cancellation of ocean cruises, which will continue into
2022. Despite the turmoil, Vancouver is expecting its 2020
tonnage to slightly exceed its 2019 result of 144.2 million
tonnes, Silvester said. Although his port saw reduced auto
import volumes due to decreased consumer spending, on
the plus side, grain exports ran 25 per cent over normal
years.

The pandemic, broad lockdowns, railway blockades,
and shipping disruptions were just some of the challenges
Canada Port Authorities faced last year. Speaking in December at a gathering of the Greater Vancouver Board of

Somewhat surprisingly under the circumstances, total

HISTORICAL ACPA PORT TONNAGES
2016

Compounded
Growth
annual growth
2020 over 2019
2020 over 2011

2017

2018

2019

2020

135,538,055

142,067,698

147,093,000

144,168,000

145,500,000

2.3%

0.9%

35,357,575

38,041,530

38,925,026

40,590,176

35,101,433

3.5%

-13.5%

26,438,301

30,458,422

25,069,918

25,372,180

25,984,654

-1.5%

2.4%

24,800,000

27,500,000

27,600,000

28,994,440

27,000,000

1.0%

-6.9%

18,925,643

24,172,515

26,677,503

29,840,121

32,400,000

9.7%

8.6%

22,942,361

24,231,000

25,362,602

29,291,530

33,076,352

3.2%

12.9%

9,277,282

9,870,211

11,628,318

10,580,000

10,600,000

-0.8%

0.2%

8,272,345

8,902,348

8,990,289

8,622,250

8,273,457

-1.3%

-4.0%

8,830,414

8,819,270

8,734,931

9,297,373

10,198,270

4.9%

9.7%

5,389,937

5,568,982

5,306,600

4,646,330

3,425,667

4.5%

-26.3%

4,767,948

5,080,936

5,179,933

4,716,495

4,530,917

-1.5%

-3.9%

2,800,000

2,600,000

3,800,000

4,200,000

3,300,000

1.2%

-21.4%

1,832,000

2,172,750

2,179,795

2,300,000

2,208,358

4.4%

-4.0%

2,037,546

2,039,201

2,900,000

2,600,000

1,736,994

-1.9%

-33.2%

1,723,625

1,702,028

1,662,920

1,734,502

1,519,455

0.2%

-12.4%

1,645,556

1,342,947

1,516,754

983,804

570,566

-4.3%

-42.0%

372,301

408,567

508,157

0

0

296,000

326,000

369,020

645,200

550,000

4.3%

-14.8%

311,246,889

335,304,405

343,504,766

348,582,401

345,976,123

2.1%

-0.7%
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CANADIAN PORTS RECAP
2020 port volumes of 346 million
tonnes as reported by the 17 Canadian Port Authorities declined by only
0.7 per cent from the record tonnage
of 348.6 million tonnes set in 2019. Average annual volume growth during
the past ten years was 2.1 per cent.
In addition to the pandemic and
other disruptions, Port of Montreal
was hit by strikes by dock workers. As
a result, its tonnage fell 13.5 per cent
to 35.1 million tonnes. Talks between
and the workers’ union broke off
again in mid-February raising the
danger of renewed strike action in
March 21 if mediation efforts are unsuccessful.

Sept-Îles

Container shipments dropped by
5.7 per cent while liquid bulk shipments dropped 24 per cent and bulk
goods declined 10 per cent except
for grain exports. The Port said “the
last quarter of 2020 was marked by an
encouraging recovery, notably in containerized trade with Asia and in the
handling of certain dry bulk commodities such as iron ore and grain.”
Port of Sept-Iles said 2020 handled
33.1 million tonnes of cargo, its best
year since 1974 and it expects to
come close to 38 million tonnes in
2021 as demand for iron ore grows.
Buoyed by a nine per cent traffic
increase, Prince Rupert Port Authority
handed 32.4 million tonnes of cargo
compared to 29.8 million tonnes in
2019. President and CEO Shaun
Stevenson said increased exports of
coal, propane, pellets and propane
led the way. “Factory shutdowns in
Asia and locked down economies in
North America caused a 19 per cent
drop in container traffic in the second
quarter. However, volumes rebounded and DP World’s Fairview
Container Terminal finished a mere
six per cent below 2019 with 1.1 million TEUs.
Port of Quebec handled 27 million
tonnes of freight, down 7 per cent
from its 2019 total, which was mostly
due to reduced petroleum product
consumption associated with lockdowns and the economic slowdown.
Volumes were relatively stable for iron

Halifax
Photo: Steve Farmer

Vancouver
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Thunder Bay

ore, and new records were set for gypsum handled and cement imports. Dry bulk linked to the agrifood industry
jumped 54 per cent. The new Sollio Agriculture grain terminal started operations in 2020.
Port of Saint John posted a two per cent increase in
cargo to just under 26 million tonnes, said Port President
and CEO Jim Quinn. Container traffic rose by 19 per cent,
the fourth consecutive year of growth in the port’s container volumes. Both liquid bulk and bulk cargoes rose as
well last year.
Hamilton-Oshawa Port Authority said with the extra
week of operations through the Welland Canal, it recorded
a total tonnage of 10.6 million tonnes in its first official year
of combined operation. HOPA President & CEO Ian Hamilton said after a slow start, the ports recorded an extremely
busy 4th quarter and closed the season on a decidedly optimistic note. The Hamilton operation saw declines in
steelmaking and petroleum traffic offset by strong showings in commodities like grain, fertilizer, salt and gypsum.
Oshawa had its best ever year driven by strong trade in

Windsor
fertilizer, grain, steel and cement.
Port of Thunder Bay recorded its most successful year
in more than two decades with 10.2 million metric tonnes
due in large part to strong exports of Prairie grains. Overseas demand drew more than 150 foreign vessels to the
port for grain, the second-highest tally since the Seaway
opened in 1959.
Port of Halifax handled 8.3 million tonnes, a drop from
2019 but not as severe as originally expected. Several factors affected cargo volumes in 2020 including reduced
wood pulp exports, rail disruptions early in the year, industrial action at other ports, and the ongoing global pandemic which continues to disrupt supply chains but led to
a surge in the second half.

Hamilton
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Port of Windsor handled 4.5 million tonnes, down 3.9
per cent from 2019, but traffic picked up during the final
months of the year. “Overall, the impact of COVID on economic activity within the port largely reflects trends in the
Canadian economy,” said President Steve Salmons who
acknowledged significant decreases in the first two quar-
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ters of the year that were substantially
reversed in the last two quarters of
2020. Calls by foreign vessels were up
20 per cent as ships arrived to collect
grain for export.
Port of Trois Rivieres handled 3.3
million tonnes, down from its record
of 4.2 million tonnes set in 2019 but
in line with the average of the last five
years. Dry bulk traffic represented 85
per cent of the total tonnage, liquid
bulk with 300,000 tonnes and general
cargo 170,000 tonnes. “As we all
know, this past year has been difficult
for everyone, we have all had to adjust to new realities,” said Gaetan
Boivin, President and CEO.
Port of Nanaimo reported about
3.4 million tonnes of traffic with major
declines in shipments of forest products, and smaller declines in containers and petroleum products and
modest growth in chemicals.
Ports Toronto recorded more than
2 million tonnes of freight, said President and CEO Geoffrey Wilson. “We
saw an increase in imports of sugar
and cement, as well as an impressive
33 per cent increase in steel cargo, including steel coils, rebar, plates and
rail from Sweden, Spain and Turkey
transiting through the port to
Toronto’s booming construction sites.”

Toronto
over 1.7 million tonnes from 2.6 million tonnes in 2019 due mainly to the
shutdown
Glencore
Brunswick
Smelter in 2019 and NB Power’s six
month shut down, which accounted
for about two-thirds of the cargo
drop. The port ended the year on a
high note recording the highest traffic
month in its 53-year history in December, said Vice-President Jenna
MacDonald.
Port of St. John’s dropped about
200,000 tonnes to 1.5 million tonnes
with container shipments and offshore energy supplying affected by
the economic slowdown.

Port of Belledune dropped to just

Carl Laberge, Director General of

Saguenay Port Authority, said that
while his Port’s 2020 volumes were
down by 15 per cent from 2019’s
record of 645,200 tonnes, there some
bright spots including an increase in
shipments of wood pellets to UK
power plants.
Port Alberni’s tonnage dropped to
571,000 tonnes in 2020 from 984,000
tonnes in 2019, said Mike Carter, Director of Operations. The decline can
mainly be traced to a labour dispute
between Western Forest Products
and its workers that curtailed harvesting. A depressed global market for
wood added to the low prices and reduced production.

Project cargo gateway for Western Canada



Furthest inland port in Canada



Largest Export Port on the Great
Lakes— St. Lawrence
Seaway System

www.portofthunderbay.ca



Backhaul Cargo Available

(807) 345-6400

March 22, 2021 • Canadian Sailings • 21

ports recap 2021.qxp 2021-03-22 11:12 AM Page 22

PORTS & TERMINALS
CANADIAN

Grain exporters seek Port governance reforms

Photo: Vancouver Fraser Port Authority

BY KEITH NORBURY

Cargill’s terminal in the Port of Vancouver.
An association representing major grain exporters is
calling for changes to how Canada’s marine ports are governed. The Western Grain Elevator Association argues that
maritime port governance lacks the checks and balances
and accountability of similar systems that govern air or rail
transportation. Wade Sobkowich, the Winnipeg-based association’s Executive Director, said the federal government
needs to address those shortcomings — which he said include inadequate appeal and dispute resolution mechanisms and lack of “effective input” in nominating Port
Authority Directors — in its port modernization review. The
association represents such companies as Cargill, G3
Canada, Parrish & Heimbecker, Paterson GlobalFoods,
Richardson International, and Viterra. Collectively they
handle more than 90 per cent of Western Canada’s bulk
grain exports, according to the association.
In an interview, Mr. Sobkowich called Canadian ports
“statutory” monopolies that are in conflicts of interest.
“They make decisions that are supposed to be for the
good of Canada,” Mr. Subkowich said. “But the decisions
they are making are not always best for Canada, or what’s
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best for the grain sector, or what’s best for the western
Canadian economy. And there is no recourse.”

ACPA RESPONDS
The Association of Canadian Port Authorities responded to many of Mr. Sobkowich’s complaints. For example, ACPA said port users do have input in nominating
Directors, as set out in the Canada Marine Act that governs
Port Authorities. “The final decision regarding appointments falls under the responsibility of the Minister of Transport,” ACPA said.
Mr. Sobkowich said that the Canada Marine Act works
well in that it gives Port Authorities the right to regulate
operations in the ports. “But when they’re the developer
and the regulator, it doesn’t work,” he said. ACPA said that
overall, the Canada Marine Act works well, but “there is
room for improvement.” In its own submission to the ports
modernization review, ACPA makes several recommendations, including ensuring that Board members “reflect the
evolving nature of CPAs as trade enablers, data managers
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and supply chain integrators.”

Most of the grain association’s criticisms, however, are
directed at Vancouver Fraser Port Authority. Mr. Sobkowich
accused Port management of interfering with the Board of
Directors’ nomination process, of charging double-digit
rent hikes, and of implementing high infrastructure fees.
He said that “the changes we’re proposing to legislation
in broad terms would only affect those Ports who are not
acting in the best interest of the Canadian economy.”

BALANCING COMPETING INTERESTS
Duncan Wilson, the Port of Vancouver’s Vice-President,
Environment, Community and Government Affairs, countered Mr. Sobkowich’s criticisms, sometimes using similar
wording. For example, Mr. Wilson acknowledged that the
Port has a mandate under the Canada Marine Act to facilitate Canadian trade “while protecting the environment
and considering local communities.” That means balancing the needs of competing interests, “ultimately making
decisions that are in the best interests of Canadians, not
of any particular business.”
He pointed out that making such decisions can be difficult for a Port that is Canada’s largest and which handles
more volume than the next five largest ports in the country
combined. The Port also encompasses 16 municipalities
and many First Nations communities. “No other Port in the
world operates in that complicated stakeholder environment,” Mr. Wilson said. “So expanding and growing an industrial port in that context is very challenging. We’re also
doing it with a shortage of trade-enabling industrial land
in the region.”
Mr. Wilson said flatly, though, that it isn’t true that Port
Authority management interferes with the Director nominating committee. He said the nominating committee consists of port users, including from the grain sector. “The
nominating committee runs a competitive process, does
advertise for Board member vacancies, and individuals can
apply to that process,” Mr. Wilson said. “We would welcome having greater participation on the Board from candidates from the Prairies for sure. That’s not a barrier.”

GRAIN SECTOR NOT REPRESENTED
Seven of the eleven Board members are chosen
through that nomination process. The other four are appointed, including one representing the three Prairie
provinces. At present, though, none of the user Directors
represents the grain sector, although they do include a
First Nations Chief and someone from financial services.
“If the federal government wants to bring a First Nations (rep), they can do that on their seat because it’s a
user-nominating committee,” Mr. Sobkowich said. “The
user seat should be represented by users.”
According to his association, grain represents about 24
per cent of bulk cargo tonnage through the port, and 28

per cent of all outbound container tonnage. (Mr. Wilson,
however, countered that grain only accounts for two per
cent of the dollar value of cargos through the port.)

As for rent increases, Mr. Wilson said terminal operators
can and do challenge fees through such mechanisms as judicial reviews and third-party arbitration. “That’s something
that’s pretty typical in terms of a commercial lease,” Mr.
Wilson said.
Mr. Sobkowich also took issue with the Port’s rents reflecting the overheated Vancouver real estate market. “But
that doesn’t recognize that we’re talking about one component of a long supply chain that starts with a farmer and
ends with a customer somewhere overseas. Tying a major
export facilities rent to what’s going on locally, while it’s operating globally, is inappropriate,” Sobkowich said.

VANCOUVER RENTS SOARING
He said the annual rent increased 30 per cent for a
North Shore tenant recently. Mr. Wilson did acknowledge
occasions of “significant adjustments to rents at one point
in time because they were way below where they should
be in relation to the other benchmarks.” Over the last 20
years, however, grain terminal rents have only risen an average of three or four per cent annually, he said. And the
Port’s rents are “significantly below” the average for industrial land in Vancouver.
“If Canadians want us to subsidize the businesses that
locate on Port property, it wouldn’t be a level playing field
with other businesses,” Mr. Wilson said. “And frankly, it
doesn’t drive the investment in terms of densification of
those lands and making the most efficient use of the few
lands that we have.”
The real test of whether the rent regime is working is investment, he said, citing several billions of dollars in terminal expansions at the port in recent years. “In the grain
sector alone in the last ten years, we’ve doubled capacity,”
he said. Much of that has been enabled by infrastructure
projects that the Port has helped finance through fees it
collects from its users. Those fees, however, are another
bone of contention for the grain terminal operators.
“We’re seeing gateway infrastructure fees double and
triple,” Mr. Sobkowich said. “And we don’t have transparency as to what the funds are being used for.”
Mr. Wilson said the Port pre-funds its one-third share of
infrastructure projects on behalf of Port users and collects
that money over time. But they (Port tenants) receive a
healthy return on that investment of 30 cents on the dollar,
he said.
As far as transparency goes, the Port consulted on gateway fees in 2009 and plans a new round of consultations
in 2022, Mr. Wilson said. “But right now, they’ve actually
been pulling out of things that would be helping them,”
he said. “And we’re not sure if they’re doing themselves
any favours by doing that.”
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Atlantic cruise update
BY TOM PETERS

Saint John
The federal government’s ban on cruise ships entering
the country’s ports for the second straight year indicates an
obvious need for diversification of revenue streams for
some ports in Atlantic Canada, especially those that depend heavily on dollars generated by the cruise sector, including four in the Maritimes.
Halifax is the premiere destination for the Canada/New
England itinerary. The latest figures, reported in 2019,
stated the cruise industry in Halifax had an overall economic
impact of approximately $165 million, said Lane Farguson,
Manager, Media Relations for Halifax Port Authority (HPA).
In 2019 Halifax welcomed over 323,700 passengers on
179 vessel visits. Although the number of ship visits was
fewer than in 2018, the ships are getting bigger, carrying
more passengers and generating more revenues at the
ports for fuel, vessel fees and supplies.
Saint John was gearing up for a best-ever cruise season
in 2020 expecting over 90 vessel calls from 15 different lines
and over 200,000-passengers. That obviously did not happen and even though Port Saint John did not discuss economic impact in its recent statements, there were obvious
declines in revenue.
“This year would have been a similar year, but the sched-
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ule was never announced and we did not budget for cruise
revenues being part of our 2021 year based on the pandemic situation,” said Paula Copeland, the Port’s Director,
Communications and Social Responsibility. “Fortunately, we
are a diverse port and weathering any impacts on our revenue is manageable. The greater impact would be to tour
operators and suppliers (restaurants, activities, retailers, and
attractions),” she said.
Port Saint John, said in a statement it is working closely
with the Association of Canadian Port Authorities (ACPA)
Cruise Committee. Together our industry is optimistic that,
when the time is right and it is safe to do so, cruise will be
back. At that point we will look forward to welcoming cruise
lines, their guests and crews back to our port cities and local
communities,” the statement said.
Port of Sydney took a major hit with the loss of cruise
revenues, says Marlene Usher, CEO, Port of Sydney Development Corporation. In 2020 lost revenue to the port was
$2.2 million, with the same number forecast for 2021. “This
represents approximately 68 per cent of our revenue,” said
Usher. “In 2020 we anticipated 116 ships and in 2021 we
had anticipated 131 ships to call on our port. Bookings for
2022-2026 are strong,” she said. “The economic impact,
direct and indirect, that benefits our region is in the range
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of $60 million annually depending on
the year. Besides the port there are
many other groups who are impacted
by the loss of two cruise seasons such
as bus suppliers, tour operators, museums, crafters, retail shops, restaurants and many others,” Usher added.
In 2019 Charlottetown had a record
breaking year receiving over 128,000
passengers and 55,000 crew generating over $21 million in direct economic impact. This was a 31.5 per cent
increase over 2018 numbers, says
Mike Cochrane, CEO, Charlottetown
Harbour Authority. “For 2020, we
were expecting another record breaking year for Port Charlottetown with
155,000 passengers and 75,000 crew
generating in excess of $25 million in
direct economic impact. This would
be a 21 per cent increase over 2019,”
Cochrane said, adding 2021 was also
expected to be a big cruise year.
Cochrane said Charlottetown’s
South Berth expansion project
reached substantial completion in the
fall of 2020. The expansion allows the
port to berth two large vessels simultaneously. “For Port Charlottetown,
cruise and cruise related revenue account for more than 60 per cent of our
business and we are always looking at
ways to diversify,” Cochrane said. “As
the marine gateway to Prince Edward
Island, the port remains an efficient
mode of transportation for importation of commodities such as gravel,
stone, fertilizer and petroleum,” he
added.
In response to the COVID-19 pandemic, Charlottetown has a voice in
the ACPA cruise committee and will
be ready to welcome the reopening of
cruise activity when the time is right.

per cent of its container cargo when
the Northern Pulp mill in northern
Nova Scotia was closed in January.
That was followed in February by the
challenges brought on by rail blockades across the country.
“We were getting through that
when Covid started to rear its head,”
Farguson said. “Overall, the pandemic
created a slowdown in containerized
cargo in the first half of 2020 with reduced manufacturing and port activity
in Asia and in other parts of the world.
Then in second half we saw the surge
as supply chains started to come back.
Overall, we were anticipating a decline
in cargo in the 10 per cent range and
the same thing in revenue, but we actually wound up a little bit better than
that, closer to an overall drop of 7.2
per cent on the container cargo. So we
finished stronger than expected,” Farguson said.
In 2020 HPA completed the major
$38 million, 134-metre extension to its
Southend container terminal and saw
the installation of a new, super Panamax ship-to-shore container crane by
terminal operator PSA Halifax. The
crane can span 24 containers and easily handle the 15,000 TEU (20-foot
equivalent units) ships that are now
calling the port.
“Completion of the extension and
the crane came at an opportune time
when cargo blossomed again,” Farguson said. “Certainly being able to

complete those projects in that time
frame has been very beneficial and
gives us flexibility going forward,” he
said.
MSC’s ultra-large ships will benefit
from Halifax’s upgrades, as the line recently announced upgrading its West
Mediterranean-Canada service with
the addition of a double port call at
Halifax. The addition of Halifax will
offer Canadian exporters the possibility to export cargo to anywhere in the
Mediterranean, as well as to the Middle East, Indian subcontinent, Asia
and Oceania via Barcelona and Valencia, two key Mediterranean transshipment hubs.
HPA also faced real estate challenges this past year with the closure
of the Halifax Seaport Farmers Market
mainly because of the pandemic. “We
had a phased-in reopening and have
had it open since, but that did create
some challenges and impacted the
plans we had for the market to find an
independent tenant/operator,” Farguson added. “We had to revise our
plans so that, starting in March, it will
be a weekend only market,” he
added.
HPA has committed to reducing
the number of trucks that move
through the downtown core headed
to and from the Southend container
terminal. To that end, there are two infrastructure projects underway, a new
Marine Container Examination Facility

Halifax

HALIFAX ACTIVITIES
Fortunately for Port of Halifax,
cruise is just one of three main revenue streams with cargo, specifically
container cargo, and real estate being
the other two. Spokesman Farguson
said 2020 was shaping up to be a challenging year even prior to the pandemic. The port lost approximately 4
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Curtis Doiron, General Manager at
the port’s terminal operator, DP
World, said, “We are pleased to welcome CP Rail, Hapag-Lloyd, and its
partners to our port community in
2021. Attracting another major group
of global container line carriers is
aligned with our long term growth
strategy and we look forward to working closely with Hapag-Lloyd in establishing a successful product
offering here in Saint John.”

Sydney

NEW OPPORTUNITIES IN
SYDNEY?

(MCEF) and associated access route to
Fairview Cove Container Terminal and
a rail shuttle project to move more containers between the Southend and
Fairview Cove terminals at the
northend of the port.
An appropriate MCEF within the
port is required to optimize rapid and
reliable container inspections by
Canada Border Services Agency
(CBSA). The Port, in collaboration with
Halifax Regional Municipality, CBSA, its
container terminals, CN, municipal
planners and key stakeholders, envisions building a new MCEF on port
land next to the Fairview Cove terminal. This project would reduce container truck movements and the time it
takes between the existing facility
across the harbour in Burnside Industrial Park. This project would also reduce truck movements through
downtown Halifax.
The rail shuttle plan could reduce
truck traffic through the city by as much
as 70 per cent. The project will utilize
the present CN rail cut to connect the
two terminals and have containers
moving to the Southend terminal
loaded and unloaded from truck to rail
in a marshalling area in the Fairview
Cove area.

PORT SAINT JOHN BUSY
Despite the pandemic, Port Saint
John’s overall cargo tonnage in 2020
increased to 25,984,654 metric tonnes
26 • Canadian Sailings • March 22, 2021

(MT), a 2 per cent increase over 2019.
In the container sector, volume increased to 79,179 TEUs (a 15 per cent
increase over 2019) and tonnage increased to 580,279 MT (a 19 per cent
increase over 2019), making it the
fourth consecutive year of growth in
the port’s container activities. In addition to the increases in cargo, a number
of
major
developments
contributed to the port’s positive outlook. Construction of the $205 million
West Side Modernization Project continued throughout the year. The project was launched early in 2020 and is
due to be completed in 2023.
CP Rail launched its East Coast Advantage strategy. CP, through the acquisition and improvement of the
former Central Maine and Quebec
Railway (CMQR) solidified Port Saint
John’s position as the only Atlantic
Canadian port with two Class I national
rail providers. In addition to CP’s new
presence in the port, Hapag-Lloyd will
begin a container service at Port Saint
John this year. Hapag-Lloyd is a leading global liner shipping company with
234 modern ships and 12 million TEUs
transported per year. “We are extremely pleased with Hapag Lloyd’s
decision to join the suite of container
services that is building at Port Saint
John and we are looking forward to establishing a long-term relationship with
another global container service
provider,” said Jim Quinn, CEO, Port
Saint John.

Because of the temporary loss of
its cruise business, Port of Sydney realizes the need to be open and to develop other opportunities. “Retail
shops who are tenants will be open
for the 2021 summer/fall season despite the lack of cruise activities,” said
Marlene Usher. “Currently, Port of
Sydney is developing a waterfront
plan for residents and tourists which
will increase retail, food and community gathering opportunities both at
the port and along the boardwalk.
The Port recognizes the need for
growth outside of cruise revenue and
to improve upon the Sydney waterfront and downtown core. Development plans are advancing,” Usher
added. “In addition to attracting
cruise, this plan will enhance the
downtown and waterfront areas by
being more welcoming to residents
and tourists and provide the boating
community a more attractive waterfront to visit,” Usher said.
“A redevelopment of Pittman Hall
(in the Joan Harriss Cruise Pavilion)
will bring the community and port together. This neighborhood emporium
will have an international market
which will support the Nova Scotia
Community College student population and residents and visitors,” Usher
said. With the addition of the now
complete second port berth named
Liberty Pier, the port has double the
capacity, and is working to broaden
the supply of services which will attract other non-cruise vessels for
cargo and or service.
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Laurentia Terminal opposed despite strong
economic benefits
BY BRIAN DUNN

An ambitious $775 million expansion project at the port
of Quebec is facing a lot of push back from several organizations. The project, backed by CN, is a deep-water container terminal known as Laurentia terminal. It is being
reviewed by the federal government for national security
reasons, since one of the partners in the project, Hutchison
Ports Canada, is a subsidiary of Hong Kong-based C.K.
Hutchison Co. Hutchison is the largest container port operator in the world, overseeing 57 container ports in 27
countries, with the equivalent throughput of 86 million
TEUs in 2019.
CN and Hutchison will inject $505 million into the terminal. Under the agreement announced last year, the terminal will be operated by the two major partners for 60
years. The terminal is expected to be completed by 2024
and have an annual capacity of 700,000 TEUs.
Laurentia’s Managing Director is Don Krusel who used
to be CEO of Prince Rupert Port Authority two decades
ago, and spearheaded development of what is now the
Fairview Container Terminal.
Like any project that involves foreign investment, Laurentia is subject to the provisions of the Investment
Canada Act, providing for a review independent of political intervention, according to Treasury Board President

Jean-Yves Duclos. But, like many major investments in
Canada, politics are never far removed. Now, environmentalists are piling on.
On the other hand, Port of Québec says it has received
the support of 170 municipalities and regional municipalities in the province. “There’s a huge potential in these
communities in this region to build upon the supply chain
that’s going to be created by Laurentia to expand economic opportunities in this region,” Mr. Krusel said. The
port has already drawn interest from major exporters for
such products as Prairie grain but also forest, agricultural
and high-tech products from Quebec, and a two-way trade
in automobile parts with Europe. The port even received
a testimonial from Port of Rotterdam, one of seven major
partners to sign memoranda of understanding with
Québec Port Authority. “The opportunities are endless,”
Mr. Krusel said.
The project has also received a formal letter of support
from Grand Chief Konrad H. Sioui of the Huron-Wendat
Nation. The letter, copies of which were sent to the federal
and provincial governments, noted that the project “offers
environmental commitments” and “will be able to respond
to contemporary issues of the economy and integration
through a Huron-Wendat perspective,” said a news reMarch 22, 2021 • Canadian Sailings • 27
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lease from Québec Port Authority.
The Huron-Wendat occupied the area
stretching from the Great Lakes to the
Gulf of St. Lawrence when European
explorers first arrived in the 16th century. The First Nation’s territory included the large village of Stadacona,
now the site of Québec City. “It is extremely important to engage with
First Nations groups that are impacted right from the start, and that’s
what the Port of Québec did for the
last many years,” Mr. Krusel said.

Conservative MP Pierre Paul-Hus
told the Journal de Québec he suspects the project is being delayed because Liberal members from the
Montreal region do not want the Quebec expansion to take place. Quebec
City mayor Régis Labeaume feels the
same way, noting he never heard any
concerns about national security until
now. Even Quebec Premier François
Legault has weighed in, urging the
Trudeau government to give the
green light to the project. He noted it
will provide 1,200 construction jobs
and offer employment to 1,000 workers to operate the terminal once completed.
Port of Quebec spokesperson
Frédéric Lagacé pointed out Hutchison already has a presence in Canada
as a shareholder of Husky Energy, in
addition to investments in Adrien
Gagnon natural health products, Park
N’Fly airport parking lots operator
and through the (Hutchison founder)
Li Ka Shing Foundation which is incorporated in Canada.
“We are aware of the existence of
this legislation. It is up to Hutchison
Ports Holdings to initiate the (review)
process with the Government of
Canada,” said Mr. Lagacé. He added
that he doesn’t believe the review
process will delay the projected 2024
completion date. Neither CN nor
Hutchison would comment on the review.
While the local business community is solidly behind the project and
its economic benefits, others are not.
Even if the project does get past the
review process, it must then contend
with environmental groups which
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seem to be growing by the week. In
mid-November, the Impact Assessment Agency of Canada, a division of
Environment Canada, said the Laurentia project will have “significant adverse environmental effects [direct
and cumulative].” And that it is now
up to the federal government to
judge whether these are “justifiable.”

The Port Activities Vigilance Committee (CVAP), representing citizens
and groups affected by port activities,
issued a report in late November that
stated that, “due to the facts that
have been documented by the expert
assessors on the negative impact that
the Laurentia project will have on the
air quality in the neighbourhoods and
the quality of life in the central neighbourhoods of Quebec City, CVAP is
opposed to the realization of the expansion project of Port of Quebec.”
In early December, a report by the
Quebec Ministry of Environment’s environmental and strategic assessment
branch, said that due to the already
high concentrations of nickel in the
air, Port of Quebec must reduce its
“current and future” nickel emissions
if it wishes to carry out the Laurentia
project. Even members of Quebec’s
cultural community have opposed the
project, claiming it will destroy wildlife
habitats and be harmful to human
health. Several Quebec City council
members are having second thoughts
about the project which has also
faced opposition from both University
of Laval professors and students.
As opposition to the Laurentia
project grows, Mr. Legault said he
wants his own government to be able
to assess the environmental impact of
the terminal.
In response to all the opposition,
the Port claims the environmental impact from the expansion will be minimal, because it will handle containers
and not bulk cargo and 90 per cent of
the containers will be transported by
rail and not trucks.
The Port has submitted its followup brief to the interim report issued
by the Impact Assessment Agency
of Canada. The Port’s position is that

the brief, which is based on the most
current and complete scientific data
available, demonstrates that the Laurentia project presents no dangers to
human health, is environmentally responsible, and will shape the economic development of Eastern
Quebec and the province as a whole.
“We believe that our brief, produced with the assistance of known
experts, effectively and comprehensively addresses the key issues raised
in the Impact Assessment Agency
of Canada’s interim report,” said Port
of Québec President and CEO Mario
Girard. “Our position is based on
sound research, modern science and
hard data. Over the past eight years,
the Port has done a considerable
amount of work assessing Laurentia’s
potential impacts on the environment
and the community.”
“The bottom line is that Laurentia
is a necessary piece of infrastructure
in order for Canada to remain competitive on the East Coast, and to not
only regain the market share that has
been lost over the last couple of
decades, but to actually increase its
market share,” Mr. Krusel said. According to the Port Authority, the Laurentia project will create the
equivalent of 1,750 full-time jobs
each year during construction, and
“1,000 indirect, induced, and highpaid direct jobs in Canada once commissioned.” Mr. Krusel predicted that
when it begins operation, Laurentia
“will be the most technologically advanced terminal in North America.” It
will also be among the most environmentally friendly “because it will be
run on electric or hybrid electric
equipment throughout.” By the Port
Authority’s estimates, each container
flowing through the terminal will have
a greenhouse gas footprint that is
18.5 per cent less than for existing
terminals.
It would be a major blow to
Hutchison if the Laurentia project is
rejected. In the past two years, the
multinational was rebuffed twice,
once by Israel and again by Australia
where it had proposed major investments.
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Review of Quebec port terminals
BY BRIAN DUNN

Montreal

PORT OF MONTREAL
When the pandemic hit last March,
any hope by anyone connected with
the port of Montreal that it could surpass the records of 1.75 million TEUs
and 40.6 million tonnes of total cargo
that it set in 2019 evaporated. The
pandemic, coupled with the rail blockade in February, 2020 and a 17-day
strike by longshoremen last summer,
removed any doubt. The three events
which Tony Boemi, Vice-President,
Growth and Development, Montreal
Port Authority, called the “Triple
Crown,” combined to see a 13 per
cent drop in overall business at the
port in 2020, from 40.6 million tonnes
in 2019 to 35.1 million tonnes. He also
doesn’t expect to hit the 40 million
tonne mark this year either.
About 19,000 direct and indirect
jobs depend on the port, ministers
from Quebec and Ontario said in a
joint letter written last summer. Ac-

cording to Statistics Canada, the backlogs and delays caused by the strike
deprived wholesalers of $600 million
in sales over a two-month period. In
addition, a survey conducted by the
Canadian Federation of Independent
Business reported that 40 per cent of
Quebec small and medium-size businesses suffered negative impacts due
to the work stoppage. And over 20
container ships were diverted to competing ports, affecting 80,000 TEUs. It
took a total of more than three months
to bridge the delays and return to normal operations. On a positive note,
container traffic only decreased 5.5 per
cent and has recently bounced back
significantly, according to Mr. Boemi.
Breaking down the different sectors
reveals that container traffic dropped
from 1.75 million to 1.60 million TEUs
last year, bulk was down 11 per cent
and liquid bulk off 22 per cent. Grain
was down 18 per cent at the begin-

ning of the year due to the rail blockade, but recovered to end the year
down only 1.1 per cent. Cruise operations were non-existent in 2020 due to
Covid and will not resume until 2022
at the earliest, according to the federal
government.
“Nobody expected a strike during
the pandemic and it took 85 days to
recover from the 17-day work stoppage,” said Mr. Boemi. “Early indications for the current year see most
sectors bouncing back quickly except
for liquid bulk, but the labour truce
ends March 21 and a lot of shippers
and importers, fearful of yet another
strike, have already deviated cargo.”
Business destined for the U.S. Midwest, mostly automotive, saw doubledigit growth in 2019, but declined 17
per cent last year due to the port
strike.
In June, work is expected to begin
on increasing the port’s rail network by
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20 per cent as part of a three-year
project, at a cost of $55 million. The
upgrade includes increasing tracks
and creating a larger apron. The project will have a positive impact on
grain shipments and intermodal operations, according to Mr. Boemi.
Three consortiums have been
shortlisted for the design and construction of the port’s new Contrecoeur container terminal. The
qualifiers are: Ancre Contrecoeur, represented by Dragados Canada, with
which AECOM Consultants is associated; CAP Contrecoeur, composed of
Eurovia Québec Grands Projets, Janin
Atlas, Soletanche Bachy International
and VINCI Infrastructure Canada, with
which GHD Consultants, COWI North
America and CH2M Hill Canada are
associated; Kiewit-Pomerleau, composed of Construction Kiewit and
Pomerleau, with which CIMA+, Englobe, Hatch and Solmatech are associated.
Construction of the estimated $750
million project is expected to begin in
the fall. Once completed in 2024, the
terminal should be able to handle
1.15 million containers annually.

MONTREAL GATEWAY
TERMINALS
The Triple Crown that Tony Boemi
alluded to naturally impacted all port
operators, including Montreal Gateway Terminals (MGT) which celebrated its 50th Anniversary last year.
But the terminal has mostly recovered
from those challenges, according to
Michael Fratianni, President and CEO.
“The operating systems in Montreal
are pretty resilient and the recovery
would have occurred earlier had it not
been for the port strike. There is a
level of optimism for at least the next
six months, but it depends on the
world economies.”
The strike shouldn’t have any longterm impact on the port’s reputation
or business, suggested Mr. Fratianni,
“All strikes have some lingering effects, but Montreal has natural advantages and we need to help shippers
regain their confidence in us.”

Bécancour

Last year, MGT handled between
950,000-975,000 TEUs. Mr. Fratianni
hopes to get back to that level at some
point this year, helped by the increased delivery of medical and pharmaceutical supplies along with
agriculture and temperature sensitive
cargo. In 2019, the company announced investments of $100 million
for new equipment and technology
improvements through to this year.
About $35 million of new equipment
has already been delivered, including
ten Liebherr electric rubber-tired
gantry cranes. Yet to be delivered are
four postpanamax ship-to-shore cranes
which will account for most of the remaining $65 million investment. The
four ship-to-shore cranes will be able
to handle 21 containers across the
deck compared to 14 on existing
cranes with a capacity of 65 tonnes of
payload. The ship-to-shore cranes will
allow MGT to handle larger vessels
such as OOCL St. Lawrence which
docked at MGT last October, one of
the largest ships to call at the port with
a capacity of about 4,500 TEUs. It replaced the smaller OOCL Belgium on
shipper’s service between Montreal,
Antwerp, Bremerhaven, Le Havre and
Liverpool.
Mr. Fratianni remains optimistic
about the current year with all the fundamentals in place and despite the
protectionist rhetoric. “Our number

one priority is gaining back the luster
we had. We need to work collectively
together to achieve that.”

TERMONT MONTREAL
Like MGT, Termont Montreal was
impacted by Covid, a rail blockade and
a longshoreman’s strike last summer,
but managed to recover any lost business by the fourth quarter of 2020.
How 2021 will shape up is still up in the
air, according to Termont General
Manager Julien Dubreuil.
While Covid vaccines will certainly
be a plus for business optimism going
forward, the threat of another strike by
longshoremen has some shippers already opting to move cargo through
other ports. “There was a shortage of
rail cars during the August strike, because they were sent to other ports,
while several vessels waited upriver
which created congestion once the
strike ended. Some shippers who were
burnt once are looking to temporarily
move discretionary cargo through
other ports. I’m concerned the temporary move could become permanent.”
Work to expand capacity at its Viau
Terminal is expected to be completed
by the summer, said Mr. Dubreuil. It will
add 250,000 TEUs of capacity, brining
total capacity up to 600,000 TEUs. Termont is investing $30 million in the
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final phase of the project that will enable the development
and growth of services for shipper MSC which accounts for
most of Termont’s business.Part of the investment is for a
ship to shore (STS) container crane and one Liebherr rail
mounted gantry (RMG) crane. The new cranes will join five
Liebherr STS cranes and eleven Liebherr RTGs already in operation at Termont.

EMPIRE STEVEDORING
After being operated as a family-owned business for 90
years, Empire Stevedoring was acquired earlier this year by
QSL (previously known as Compagnie d’Arrimage de Quebec Ltee, or Quebec Stevedoring Limited) which specializes
in port terminals operations, stevedoring, marine services
and transport. The acquisition will allow Quebec City-based
QSL to round out the range of services it offers by adding
the extensive container handling expertise developed by
Empire Stevedoring and increasing its geographic footprint
in the Canadian and U.S. markets, said Robert Bellisle, President and CEO of QSL.
Having operated in Chicago for more than 15 years, QSL
made inroads into the Gulf of Mexico market last year by
acquiring facilities in Houston. Empire also operates in Houston, and in New Orleans, in addition to maintaining a strong
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presence in Canada, including Montreal, the Great Lakes
and the Atlantic provinces. “In addition to increasing our
presence in the U.S., this transaction, subject to regulatory
approvals, will allow QSL to become the only port terminal
operator and stevedoring company to have such a significant presence in both the Port of Quebec and Port of Montreal,” said Mr. Bellisle.
Founded in Montreal in 1931, Empire Stevedoring is a
4th generation family business, now run by Andrew Chodos
who will remain President and CEO of the Empire Stevedoring division which will keep its name. The two companies
have had a 40-year relationship after Empire acquired shares
in QSL in 1980.

BÉCANCOUR
The port of Bécancour handled 3.8 million tonnes of
cargo last year from 168 vessels, up almost 10 per cent from
2019 and representing the largest volume since the port was
created in 1968. It received an unexpected boost in business when NEAS Group announced in January it will be
serving its Arctic customers from a new expanded cargo
service centre and bigger marine terminal at the port, ending a 20-year relationship with the port of Valleyfield where
NEAS accounted for about a third of the port’s business. The
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arrival of NEAS will account for about
20 dockings a year, according to Maurice Richard, President and CEO of
Parc Industriel et Portuaire de Becancour.
The decision by NEAS to leave Valleyfield reportedly resulted from a
breakdown in negotiations to renew a
contract between NEAS and the terminal operator, Valport Maritime Services. Neither side would comment.
Suzanne Paquin, President and CEO,
NEAS Group said, “NEAS customers
will immediately benefit from efficiencies, improved cargo drop-off, enhanced packaging and innovative
container services, expanded warehousing options, faster loading and
mid-season ship turnarounds.”
The new cargo service centre at the
port includes 113,000 square feet of
secure warehousing (10 per cent
heated) and over 1.5 million square
feet of secure yard and lay down
areas. The new marine terminal at the
port boasts gated access to five
berths, with drafts necessary for the
current and future NEAS fleet. NEAS
will be joining Desgagnés Transarctik
which also uses the port for its northern operations.
Other developments in the Bécancour area including the construction of
a $350 million plant by Nouveau
Monde Graphite to produce anode
materials for lithium-ion batteries,
while Premier Tech and Virentia are in-

vesting $45 million to build a new alfalfa processing plant in the Industrial
and Port Park.
After an “investment of several tens
of millions of dollars”, French multinational Air Liquide has doubled its hydrogen production in Bécancour. With
a capacity of eight tonnes per day, the
Quebec facilities will be able to produce enough hydrogen to supply the
growing market in Northeastern North
America.
Not everything is positive, however.
The suspension of the Keystone XL
pipeline means Canadoil Forge, which
supplies parent TC Energy with
pipeline elbows and fittings, faces an
uncertain future. Last October,
Canadoil temporarily laid off 50 of its
120 employees due to the uncertainty
surrounding the outcome of the U.S.
election. With the cancellation of Keystone XL by the Biden Administration,
it’s impossible to speculate on a possible recall.

PORT OF TROIS-RIVIÈRES
In 2020, the port of Trois-Rivières
handled cargo totalling 3.3 million
tonnes. Although down from the
record 4.2 million tonnes handled in
2019, it’s in line with the most recent
five-year average. Shipments of 2.9
million tonnes of dry bulk, down from
3.6 million tonnes in 2019, accounted
for 85 per cent of total shipments. Liquid bulk of 300,000 tonnes represents

ten per cent of the total and general
cargo with 170,000 tonnes represents
five per cent. A total of 209 vessels
docked at the port in 2020, down from
260 vessels in 2019, which included 25
cruise ships.
Last fall, the federal government
announced a grant of $33.4 million for
the construction of the $130 million
Terminal 21. The terminal is part of the
port’s “On Course for 2030” development plan and will increase capacity
by nearly 50 per cent. Some 100,000
square metres of surface area and 716
metres of dock frontage will be added
to the existing infrastructure with completion scheduled for early 2024. The
project will allow the port to handle an
additional 1.5 million tonnes of cargo
annually.
The partnership between Ports of
Trois-Rivières and Montreal, signed in
2018, reached an important milestone
in 2020 with the deployment of three
projects that will improve the maritime
operations of both ports: the implementation of a common extranet portal to manage vessel arrivals, the
harmonization of practices and procedures and the implementation of a
common port access card for workers
and visitors.

PORT OF QUEBEC
Port of Quebec maintained a significant business volume last year despite
the slowdown in many parts of the
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economy. The 27 million tonne volume
of merchandise handled was down
seven per cent from the 2019 total of
29 million tonnes. The minor decline
was due mainly to reduced petroleum
product consumption associated with
lockdowns and the economic slowdown. Volumes were relatively stable
for iron ore, and new records were set
for gypsum and cement imports.

Dry bulk linked to the agrifood industry
jumped 54 per cent, offsetting the
2019 shortfall in merchandise traffic,
which took a harder hit from the pandemic and other issues. Also part of the
mix was the Port’s new partner Sollio
Agriculture, which continued work on
the grain export terminal that started
operations in 2020. “The agrifood business was up significantly across the
country,” said Port President and CEO
Mario Girard. “It was up an average 27

per cent on the Seaway alone.”

Before the cruise ship season was
cancelled, the port expected to welcome about 250,000 passengers and
crew members in 2020. The Port continued construction of its $30 million
cruise terminal at Dock 30 in the Estuary sector and a mobile bridge between the dock and the deck will be
added in 2021.
The port and port operators invested about $125 million in infrastructure additions in 2020. The Sollio
Terminal, the second cruise terminal
and the repairs, restoration, and upgrades to the docks were the principal projects, all of which took some of
the sting out of the region’s pandemic-related
economic
slowdown. The port also continued to
move ahead with its Laurentia container terminal project, with the last
phase of the Canadian Impact Assess-

ment Agency’s public consultations
winding up in December. (See separate story)
A decision by the Minister of the
Environment is expected at the end
of June and Mr. Girard is confident of
a favourable response.

PORT OF SAGUENAY
A $9.5 billion liquefied natural gas
plant being planned near the Port of
Saguenay will have to find new backers after Warren Buffett’s Berkshire
Hathaway pulled its $4 billion funding
from the project. The decision was
partially blamed on the “instability”
created by last winter’s rail blockades,
according to GNL Québec, the company behind the project. But the loss
of Berkshire Hathaway’s backing
won’t kill the project, said Tony Le
Verger, Interim President of GNL
Québec, because “Canadian and in-

The Montreal Port Authority (MPA) is pleased to announce the appointment of Martin lmbleau to the position
of President and Chief Executive Ofﬁcer.
Mr. lmbleau held several senior management positions at Energir, where he developed extensive experience
in such various ﬁelds as energy, environmental and major infrastructure project management. More recently,
he held the position of Vice-President, Corporate Strategy and Business Development at Hydro-Québec.
Mr. lmbleau holds a Master’s degree in Law from Université de Montréal, is a member of the Quebec Bar and
the author of several books on international human rights law. He started his new position on January 1, 2021
at the Port of Montreal, the largest port in Eastern Canada and the second largest in the country.
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ternational investors who have supported the project since 2014 are still
firmly committed to its development.”

Granule 777, a division of BarretteChapais of Chapais, QC, shipped
100,000 tonnes of wood pellets to England through Saguenay last year. That
figure is expected to double once full
production is reached in the next few
years. The pellets are designed to replace coal for power generation. Barrette-Chapais has also invested $ 18
million in its storage complex. Another
10,000 tonnes of pellets from Granules
LG of St-Félicien were shipped to Italy
from Saguenay.
Rio Tinto continues to be an important customer for the port, with imports
of anodes and exports of aluminum
products from four smelters in the
Saguenay-Lac-St-Jean area, generating
the movement of some 1,000 rail cars
through the port annually.
BlackRock Metals wants to build a
vanadium-titanium-magnetite concen-

Photo: Saguenay Film Commission

In addition to construction of an
LNG liquefaction “train”, storage facility and marine terminal, the project also
involves the construction of a pipeline
across a 782-kilometre stretch of the
province from northern Ontario to
Saguenay to transport natural gas from
Western Canada. The goal is to export
11 million tonnes of LNG per year to
overseas markets.

Saguenay
trate processing plant in La Baie. It
hopes to complete financing for the
$1.3 billion project this year.

Carl Laberge, President and CEO,
Saguenay Port Authority. “We’ve
spent over $50 million over the last 10
years to improve our cruise infrastructure and we have seen strong growth
year after year. In 2019, we welcomed
59,000 passengers.”

The port saw its revenue drop by
$500,000 last year due to Covid-19
and the loss of the cruise ship season.
Cargo handled in 2020 dropped 15
per cent from the record 645,200
tonnes of goods that transited the
Grande-Anse terminal in 2019.

PORT OF SEPT-ÎLES
After surpassing 33 million tonnes
of shipments in 2020, the highest
since 1974, the port of Sept-Îles expects another good year. Demand for
high purity iron has continued to climb
since the start of 2021, and prices
have continued to rise. Although iron

Saguenay is among the top three
cruise ship markets in Quebec along
with Montreal and Quebec City. The
federal government’s decision to cancel the 2021 cruise season will be a
major blow to the port, according to
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the Port. CEO Pierre Gagnon anticipates strong results again
this year, with projected shipments of 38 million tonnes. Currently, 50 per cent of the iron ore leaving the port goes to
China and Japan. High-purity iron from the Labrador Trough
sells for over U.S. $170 per tonne in Asia, up $20 since the
start of the year. The price increase is attributed to a number
of factors, including unprecedented demand in China for
high purity iron, a decrease in supply from Brazil, and a political dispute between China and Australia.

Sept-Îles
ore is the port’s principal commodity, port volumes also benefitted from a nearly 16 per cent increase in production at
Alouette Aluminium’s smelter.
The rise in iron exports is associated with three iron ore
miners, namely Tacora which operates the Scully mine,
Champion Iron at the Bloom Lake mine and Rio Tinto
IOC. Iron represents 92 per cent of the tonnage handled at
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In December, the Quebec government announced funding of $120 million to the Pointe-Noire Railway and Port
Company in order to increase the capacity of its facilities.
The funding is in the form of subsidies and loans and is directly linked to Champion Iron’s plan to double production
of its Bloom Lake mine in the Labrador Trough by May, 2022,
from 7.5 million tonnes to 15 million tonnes. This expansion
will require investments of several hundred million dollars
and add an estimated 375 jobs to the current workforce.
There’s more good news for the region. In late January,
Labrador Iron Mines announced plans to reopen its Houston
iron mine near Schefferville which closed in 2013 due to low
commodity prices. The mine still contains 40.6 million
tonnes of iron ore and the company plans to operate it for
the next 10 years.
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Federal Port Review, 2018-2019
BY THEO VAN DE KLETERSTEEG
Canadian Sailings has recently
completed another annual study
comparing financial and other performance data related to federallyoperated Canadian Port Authorities
from 2018 to 2019 (Data for 2020 will
not be available until July or August).

CANADIAN PORT AUTHORITIES

Figure 1

PORT REVENUES 2019

Toronto Port Authority
Because its financial statements
include the operations of Toronto Island Airport, they are not comparable to those of other ACPA ports.
Accordingly, Port of Toronto was not
included in the study (except as
noted).

Total federal Port industry
In calendar year 2019, ACPA Ports
produced aggregate revenues of $
711.4 million, up 8.1 per cent from
$657.9 million in 2018. Comprehen-

Total revenues
$711.40 million

Vancouver
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Figure 2

CANADIAN PORT AUTHORITIES
Y/Y REVENUE GROWTH 2019 VERSUS 2018

Average (8.05%)

Figure 2A

CANADIAN PORT AUTHORITIES
5-YEAR REVENUE GROWTH, 2014-2019, PER CENT

Average (35.03%)

sive income of $358.5 million was up
by 51.5 per cent from 2018 aggregate comprehensive income of
$236.6 million.
By way of comparison, Statistics
Canada reported that for the calendar year ended December 31, 2018
(table 33-10-0161-01), corporations
doing business in Canada reported
38 • Canadian Sailings • March 22, 2021

revenues of $4.327 trillion, and operating profits of $434.0 billion. This
suggests that in the aggregate,
Canada’s federal ports (exclusive of
the revenues produced by terminal
operators) produce revenues in the
order of 0.02 per cent of aggregate
corporate revenues produced in
Canada.

The port industry is a capital-intensive industry. In Canada, federal Port
Authorities own assets with a total
depreciated cost of $4.5 billion, from
which the industry generates annual
revenues of some $711 million. The
net assets recorded on the books of
the Ports do not account for federal
and provincial grants they have received over the years to subsidize the
cost of infrastructure additions or renewals.
Surprisingly, given the impact of
the Covid-19 pandemic, total 2020
port volumes of 346 million tonnes as
reported by the 17 Canadian Port
Authorities declined by only 1.6 per
cent from the record tonnage of
348.6 million tonnes set in 2019.
Since 2010, annual port revenues
have grown steadily by an average of
just over 6 per cent, compounded
annually, from $418.8 million in 2010
to $711 million in 2019. Port volumes
(including Toronto), on the other
hand, have grown by just less than
2.0 per cent compounded annually,
from 286.1 million tonnes in 2010 to
346 million tonnes in 2020.
Port volumes depend primarily on
non-U.S. international trade. Exports
consist primarily of commodities destined for overseas markets, while imports primarily consist of consumer
goods for domestic consumption.
Additional opportunities exist for
Canadian ports to service markets
traditionally serviced by American
ports, both with respect to exports
and imports. Canadian west coast
ports have been successful attracting
higher volumes of U.S.-bound shipments, and it appears that similar developments are now taking place at
east coast ports.

What is the profile of a “typical”
ACPA Port?
There is no “typical” ACPA Port
because each port is significantly different from the next, resulting from
geographic location, size and economic opportunity. Moreover, with
Vancouver handing some 42 per cent
of all Canadian federal Ports, and responsible for almost 70 per cent of
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the total comprehensive income generated by all ACPA ports, Vancouver’s
stats swamp everyone else’s. Recognizing those limitations, an “average”
ACPA port handled 21.6 million
tonnes of cargo in 2019, up 1.6 per
cent from 2018, producing revenues
of $44.6 million, up 8.0 per cent
from 2018, and an operating profit of
$16.1 million, up 9.7 per cent from
2018. At $22.4 million, 2019 “comprehensive” income exceeded 2018’s
comprehensive income of $14.7 million by more than 50 per cent. At
$376,382, CEO pay actually declined
from 2018’s $389,889. At 7.9 per
cent, comprehensive” return on assets for 2019 was well above the 5.9
per cent achieved in 2018. At 7.3 per
cent, “comprehensive” return on equity in 2019 remained unchanged
from the prior year.
The above suggests that Canadian
federal ports performed generally in
line with the Canadian economy. In
2019 they raised prices and managed
to achieve substantially higher operating and comprehensive incomes. In
terms of returns on equity and returns
on assets, the top performers were
Vancouver, Sept Iles, Montreal, Prince
Rupert and Halifax.

Smallest and largest
Saguenay, the smallest in terms of
tonnage, produced $1,524,603 of
“comprehensive” net profit, and an
operating income of $1,762,548 on
revenues of $4.6 million in 2019. That
performance represented significant
improvements over 2018. At $7.11,
its revenue per tonne of cargo
topped that of all other ports by a
wide margin, which enabled it to produce the greatest operating income

CANADIAN PORT AUTHORITIES

Figure 3

EMPLOYEE COSTS TO MOVE ONE TONNE OF CARGO, 2019

Average ($0.41)

CANADIAN PORT AUTHORITIES

Figure 3A

5-YEAR INCREASE IN EMPLOYEE COSTS TO MOVE
ONE TONNE OF CARGO, 2014-2019, PER CENT

Average (9.28%)

Nanaimo
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CANADIAN PORT AUTHORITIES

Figure 4

“ALL-IN” COSTS TO MOVE ONE TONNE OF CARGO, 2019

Average ($1.02)

per tonne of cargo ($2.73) as well as
incur the second highest employee
cost per tonne of cargo ($1.38). By
contrast, Vancouver, the largest in
terms of tonnage, produced “comprehensive” net profits of $245.5 million on revenues of $301.3 million. Its
revenue per tonne of $2.09 was a hair
above the national average of $2.05,
and at 32 cents per tonne, its employee cost per tonne of cargo was
22 per cent below the nationwide average of 41 cents per tonne.

Highest returns on assets and
equity

Figure 4A

CANADIAN PORT AUTHORITIES
5-YEAR INCREASE IN “ALL-IN” COSTS TO MOVE
ONE TONNE OF CARGO, 2014-2019, PER CENT

Average (-15.70%)

Trois-Rivières
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Top marks for the highest comprehensive return on equity went to Sept
Iles (13.8 per cent), Prince Rupert
(10.7 per cent), Vancouver (7.7 per
cent), Halifax (7.6 per cent), and Montreal (7.5 per cent). Top marks for the
highest return on assets went to
Prince Rupert (8.5 per cent), Vancouver (11.2 per cent), and Montreal (6.2
per cent).
It should be noted that these returns have been artificially inflated
because federal and provincial grants
and subsidies which over the years
have added up to very substantial
numbers, have not been accounted
for on the Ports’ balance sheets. Had
these grants instead been accounted
for as “equity contributions”, the
value of the assets would have been
greater and, therefore, the return on
these assets would have been lower.
It is not clear why federal contributions to them are not recorded as
“equity contributions”, as they would
be in private industry, when existing

Belledune
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investors contribute new investment
capital.

Figure 5

CANADIAN PORT AUTHORITIES
REVENUES PER TONNE OF CARGO, 2019

Highest and lowest revenue
growth rates
With a revenue growth rate of 29.5
per cent, Sept Iles underwent the
most robust growth of any Canadian
federal Port Authority in 2019, well
above the national average of 8.0 per
cent (see figure 2). Saguenay was second (20.0 per cent), and was followed
by Quebec (16.8 per cent), and
Prince Rupert (11.2 per cent). Four
Port Authorities reported declining
revenues.
Referring to figure 2A, measured
over a five-year period, the “average” Port increased its revenues by
35 per cent (7 per cent annually). The
Port with the highest revenue growth
rate from 2014 to 2019 was Saguenay
(86.6 per cent), followed by Sept Iles
(59.4 per cent) and Saint John (50.3
per cent).

Average ($2.06)

Figure 6

CANADIAN PORT AUTHORITIES
OPERATING INCOME PER TONNE, 2019

Employee cost to move one
tonne of cargo, and “all-in”
costs
In 2019, employee cost to move
one of cargo ranged from $0.07 (Sept
Iles) to $2.01 (Port Alberni), with the
average being $0.41, unchanged
from 2018. At $0.08 per tonne, Thunder Bay came in a close second. The
“all-in” cost of moving a tonne of
cargo ranged from $0.21 (Sept Iles) to
$4.74 (Saguenay) in 2019. The average “all-in” cost in 2019 was $1.02,
down from $1.24 in 2018. At $0.28
per tonne, Thunder Bay and Windsor

Prince Rupert

Average ($0.74)

Montreal
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came in as close seconds.

Figure 7

CANADIAN PORT AUTHORITIES
ASSETS REQUIRED TO EARN $1,000 OF REVENUES, 2019

Average ($6,364)

As shown by figure 3A, from 2014
to 2019 the average employee cost
to move one tonne of cargo increased by 9.3 per cent during the
five year period, or 1.8 per cent per
annum. Over this period of time, six
ports (Saguenay, Nanaimo, Montreal,
Quebec, Belledune and Sept Iles) actually reduced such expenses. Others
still have work to do to reduce these
expenses, some more than others.
Similarly, as shown by figure 4A,
from 2014 to 2019 the average “allin” cost to move one tonne of cargo
decreased by 15.7 per cent during
the five-year period, or 3.1 per cent
per year. Best performers were Vancouver, Saguenay, Sept Iles, Belledune, Montreal, Quebec, Nanaimo
and Prince Rupert.

Net income

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

Figure 8

There were very significant differences between Ports in terms of income performance. Although no
Ports produced negative operating
income, one (Nanaimo) did produce
negative comprehensive income.
Nonetheless, combined comprehensive income produced by all the Ports
increased from $236.9 million in 2018
to $358.5 million in 2019. Vancouver
produced by far the highest comprehensive income ($245.5 million, down
from $129.2 million in 2018), followed
by Montreal ($35.3 million) and Prince
Rupert ($27.1 million.)

Revenue per tonne and
operating income per tonne
Referring to figures 5 and 6, average revenue per tonne of cargo rose
from $1.93 in 2018 to $2.05 in 2019.
Average operating income per tonne
of cargo rose significantly between
2018 and 2019 from $0.69 to
$0.74/tonne.
However, results for individual Port
Authorities varied widely. Windsor
produced the lowest operating income per tonne in 2019 ($0.00), followed by Thunder Bay ($0.11). The
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highest operating margins were produced by Saguenay ($2.73), Halifax
($1.17) and Vancouver ($1.07).

Investments and investment
income
While some Ports formally carry
“investments” on their books, not all
do. Assets classified as investments
represented an aggregate value of
$243.7 million at the end of 2019, as
compared to $181.6 million at the
end of 2018. However, most Ports
do carry substantial cash balances
on their balance sheets which, to the
extent that they represent cash in
excess of levels regarded as needed
to conduct their operations, represent an investment. To better measure the value of financial assets
owned by Ports, we aggregated net
working capital. On that basis, in
2019 Ports owned net working capital of $292.0 million, as compared
to $408.6 at the end of 2018. In the
aggregate, working capital levels
held by the Ports appear entirely
reasonable. However, some Ports
carry working capital on their books
that is clearly well beyond their
needs.

in second place.

Salaries, wages and benefits
During 2019 salaries, wages and
benefits paid increased from $138.9
paid in 2018 to $143.3 million. Ports
whose costs decreased by more than
10 per cent included Thunder Bay
and Windsor (both 12.4 per cent).
Ports whose payroll costs increased
the most included Belledune (38.2
per cent) and Saint John (11.0 per
cent).
On a per tonne basis, employee
costs remained unchanged from
2018 to 2019, at $0.41/tonne. Port
Alberni’s employee costs per tonne of
cargo increased the most of any Port.

CEO pay and Board
compensation
In 2019 average CEO pay declined
from $389,889 in 2018 to $376,382.
Lowest CEO compensation was
$199,000, while the highest paid
CEO earned $1.17 million. Three
CEO positions had their compensation reduced in 2019.
Ports, like all other business organ-

izations, are governed by a Board of
Directors. At Canadian Port Authorities, the smallest Board consisted of
six members, while the largest consisted of fifteen. The average was
7.9, up from 7.3 in 2018. Aggregate
Board compensation in 2019
amounted to 54.4 per cent of CEO
compensation, up from 52.0 per
cent in 2018. Saguenay reported the
lowest Board compensation in 2019
($49,200), while Vancouver’s Board
was, not surprisingly, the most costly
($728,325). In addition to Vancouver,
Ports whose Board compensation
exceeded $200,000 in 2019 included (in order of declining compensation) Prince Rupert, Halifax
and Montreal. Port Alberni incurred
the highest Board cost of any port
per tonne (8.1 cents), closely followed by Quebec and Saint John
(8.0 cents each). Vancouver’s expense was the lowest per tonne (0.5
cents).
At $3.3 million 2019 Board compensation was, in the aggregate, 7.4
per cent above the cost of 2018
Board compensation. In addition,
2019 was characterized by a noticeable trend toward larger Boards.

2019 aggregate investment income of $6.7 million represented a
very low return on investment assets, indicating that investment
funds were all invested in very lowrisk assets.

Capital expenditures
At $339.8 million aggregate net
capital expenditures by all federal
ports in 2019 represented a new
record. It should be noted that the
reported capital expenditures are
only those that, from an accounting
point of view, were paid for or were
the obligation of individual Port Authorities, and are net of capital expenditures paid for by way of grants
or contributions from federal or
provincial governments. By far the
largest capital expenditures were
undertaken by Vancouver ($197.4
million). Montreal ($47.5 million) was

Hamilton
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Roberts Bank’s Terminal 2 timelines extended

Photo: Vancouver Fraser Port Authority

BY KEITH NORBURY

Construction on the proposed multi-billion-dollar Terminal 2 container terminal on Roberts Bank south of Vancouver
isn’t likely to begin until 2024 at the earliest, an executive
with the Port of Vancouver said in early March. Duncan Wilson, Vice-President of Environment, Community and Government Affairs for Vancouver Fraser Port Authority, said the
terminal is expected to begin operations in 2030. A year
ago, the port anticipated construction would start in 2022
and the terminal’s first phase, capable of handling the equivalent of 1.6 million TEUs, would commence operations in
2028. “All of this depends on many things that are outside
of our control,” Mr. Wilson said in an interview. They include
the COVID-19 pandemic, delays in the environmental assessment process, Fisheries Act authorizations, and the federal government’s ultimate decision on the project.
“So we’re intent on doing everything we can to build it in
time to support Canadian importers and exporters. But ultimately, it’s going to depend on the timing of those government decisions,” Mr. Wilson said.
Terminal 2 is proposed to be a three-berth project built
on reclaimed land to the southwest of Westshore Terminals
Ltd.’s Roberts Bank coal terminal, which is itself southwest of
the existing Deltaport container terminal. The causeway that
connects the existing terminals, also built on a peninsula of
reclaimed land, would be widened to handle additional traffic. The estimated cost of Terminal 2 is $2 billion although
Port of Vancouver CEO Robin Silvester has been quoted as
44 • Canadian Sailings • March 22, 2021

saying it could cost up to $3.5 billion.

PANEL REPORT NOTES ADVERSE
EFFECTS
In March, a review panel, appointed five years earlier by
the federal environment minister, issued its 627-page report
on the project. The panel found that the construction and
operation of Terminal 2 “do not pose major technical challenges,” noted a summary of the key findings. However, the
panel also concluded the project “would result in numerous
adverse residual and cumulative effects.” They include “significant adverse and cumulative effects on Dungeness crab”
and juvenile Chinook salmon, as well as “significant cumulative effects” on barn owls.
The proposal has run into plenty of opposition. Opponents include the environmental group Against Port Expansion; Global Container Terminals Inc., which operates
Deltaport and has a proposal to expand that operation; and
the City of Delta, which is the municipality nearest the Terminal 2 site.
In July 2020, Delta city council voted to send a letter to
Prime Minister Justin Trudeau and federal Environment Minister Jonathan Wilkinson requesting that Terminal 2 “not be
approved,” according to minutes of the meeting. The motion, which only one council member opposed, cited federal
review panel report findings such as the potential effects on
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the ecosystem, killer whales, fish, birds,
and humans as well as on First Nations
cultural heritage and land use.
Canadian Sailings requested comment from Delta Mayor George
Harvie, who supported the motion, but
didn’t receive a response by deadline.
That November, Richmond Mayor
Richard Brodie wrote a letter to Delta’s
mayor and council supporting their opposition to Terminal 2.

PORT’S MANDATE IS
FACILITATING TRADE
“Our mandate is to act in the best
interest of Canadians overall and do
what’s right in terms of facilitating
Canada’s trade,” Mr. Wilson said.
“Sometimes there will be disagreements with local governments, which
may or may not want to be the host of
that infrastructure. But ultimately, we
need to do what’s right for Canada.”
Nevertheless, he added that the port
is committed to working with municipalities, “and everyone, frankly.” The
port meets regularly with staff in Delta
and Richmond “and will continue to do
so,” he said.

ELECTRONIC PETITION
FILED
In December 2020, Against Port Expansion submitted an electronic petition to the House of Commons calling
on the federal government to deny approval. A press release announcing the
petition reiterated APE’s beefs with the
project, including that it will put at risk
migratory seabirds that rely the
Roberts Banks wetlands. However, APE
also blamed Vancouver Fraser Port Authority for the delay in the environmental assessment process. APE says the
Port Authority has pushed out until
summer of 2021 a deadline for responding to a request from the environment minister.
“The environmental assessment for
this project has been ongoing for
seven years,” APE’s news release
stated. “If the Port cannot finally get its
own story complete, then surely it is
time for the government to say
enough is enough and close the project down.”
Mr. Wilson said the Port Authority is
working diligently with the Impact Assessment Agency of Canada to provide that requested information. “And
we’re confident that we can build the

project and mitigate for its impacts,”
Mr. Wilson said. “We’re doing the
heavy lifting now so that we can put
the government in the position to be
able to make a favourable decision
later this year.” Meanwhile, he noted
that the Port now has in place 19
agreements with Indigenous communities, about twice as many as a year
earlier. However, the port still hasn’t
reached an agreement with the
Tsawwassen First Nation.
“I can’t speak to individual agreements,” Mr. Wilson said. “But obviously Tsawwassen is particularly
important because they are host to
where the terminal will be located and
it is immediately adjacent to their
Treaty lands.” Mr. Wilson said he
couldn’t discuss the status of negotiations with the Tsawwassen First Nation
but called the relationship “positive.”
Nevertheless, in its 48 pages of closing
remarks to the environmental assessment review panel in August 2019, the
Tsawwassen First Nation said the project “has created real concerns” for its
members about “potential adverse impacts to the connections, values and
way of life that support their distinctive
cultural identity as the ‘People facing
the sea.’”
And more recently, Tsawwassen
Chief Ken Baird, who had last year declined an interview request from Canadian Sailings, told The Narwhal online
news site, “It’s becoming harder to be
stewards of the Salish Sea.” Among
the concerns raised are that Terminal 2
would reduce the abundance of Dungeness crab, a staple for the
Tsawwassen people.

Image: Vancouver Fraser Port Authority

In response to the news of Delta’s
opposition in July, the Port noted that
port activity produces $8 million in annual property taxes for the city as well
as $1 billion in economic activity and
4,800 well-paying jobs, The Delta Optimist reported at the time. According
to the Terminal 2 website, during construction the project would create
12,700 person years of employment,
and contribute $300 million in taxes to
all government levels. “In this particu-

lar case, we’re trying to grow the gateway in the interests of Canadians, in
one of the most densely populated if
not the most densely populated areas
of the country, adjacent to 16 municipalities,” Mr. Wilson said. “It’s a challenging job. And sometimes, it means
that we’re not going to always be able
to agree.”
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SHIPPING SOLUTIONS AT TWO DEEP SEA
TERMINALS LINKING VANCOUVER ISLAND’S
ECONOMY TO THE WORLD.
• The Port of Nanaimo ships 18 di昀erent Vancouver Island
products to 25 ports in 14 countries.
• Short-sea shipping to Vancouver with capacity to handle
containers, bulk, break bulk, heavy lift and project cargoes.
• Enhanced infrastructure providing versatility and
e ciencies for diverse cargo and vessel solutions and to
meet a growing container business both locally and globally.

LOCAL BENEFITS — GLOBAL REACH

www.npa.ca
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Nanaimo deal will enable container ships to call

Photo: Nanaimo Port Authority

BY KEITH NORBURY

Port of Nanaimo and terminal operator DP World signed a 50-year
lease agreement in February that
marks a major step in an estimated
$105 million container terminal expansion. Design work can begin immediately on expanding the port’s Duke
Point terminal, a project that will enable container ships to call there, said
Ian Marr, the Port’s President and CEO.
Those ships would add to an existing
barge container service that began
operation in 2012.
“The container ships will come later
but the dock is designed so that you
could get a container ship and barge
in there simultaneously,” Mr. Marr said
in an interview. Funding for the project
includes $46.2 million from the federal
government’s National Trade Corridors Fund and $15 million from the
B.C. provincial government’s Economic Recovery Plan.

BERTH EXTENDED TO
325 METRES
The project will extend the existing
berth at Duke Point to 325 metres
from the present 182. A new administration and maintenance building will
be built as well as a new warehouse
and truck gate. A main feature of the
terminal will be two new electric-powered gantry cranes each capable of
reaching 16 container widths. They will
replace an existing diesel-powered
gantry crane.
The new cranes will give the terminal an annual operational capacity of
280,000 TEUs. That capacity would be
more than ten times the 22,329 TEUs
Duke Point handled in 2020, which
was a down year because of the pandemic. In 2019, the port handled
29,762 containers. But that was down
considerably from 44,891 in 2018 — a
drop attributed largely to a slump in

IAN MARR
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MAKSIM MIHIC
forest products. Before that, container
volumes had risen steadily since the
service started in 2012.
Mr. Marr said the new terminal
would likely handle smaller container
ships, at least initially. “We have good
depth there,” he said. “So it just depends what the service requires, and
what the service wants to use.”

AGREEMENT SIGNED
ONLINE
Donna Hais, who chairs the Board of
Nanaimo Port Authority, and Maksim
Mihic, DP World (Canada) Inc.’s CEO,
signed the agreement during a Feb. 24
virtual press conference that was
posted to Vimeo.
“Currently, Vancouver Island has
three days of food,” Ms. Hais said during the press conference. “This is
going to provide future opportunities
for logistics hub that are going to provide sustainability in terms of food.
And it’s also going to provide highly
paid jobs to our local communities.
This project really makes Nanaimo Vancouver Island’s port.”
Mr. Mihic said during the virtual
event that the expanded terminal
would handle vessels of up to 6,000
TEUs. “So it’s a very good economic
generator for the Island,” said Mr.
Mihic, who noted earlier that Vancouver Island has 20 per cent of B.C.’s
population but only 14 per cent of its
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DONNA HAIS
economic output. The expanded
Nanaimo terminal would also benefit
B.C.’s Lower Mainland, “which is already logistically challenged because
of the lack of industrial land,” Mr. Mihic
said. He also acknowledged the “great
support” of the International Longshore Workers Union, who “are very
eager and motivated to do those jobs”
that the project will enable. “The ILWU
on the Island is one of the most cooperative locals on the west coast of
America,” Mr. Mihic said.

SHORT-SEA SHIPPING
SUPPORT
The agreement “will provide a longterm port-to-port solution for short-sea
shipping between Nanaimo and Vancouver, as well as expand direct access
from Nanaimo to global import/export
markets via direct calls to Asia,” said a
news release outlining the deal. “The
project will enhance DP World’s coastto-coast Canadian footprint which includes
terminal
operations
in
Vancouver, Surrey, Prince Rupert, and
Saint John.”
The virtual press conference
opened with remarks by Chief Michael
Wyse of the Snuneymuxw First Nation
and Snuneymuxw elder Jerry Brown.
“We used to dig clams, hunt ducks,
hunt deer, all in this area,” Mr. Brown
said. “Especially Duke Point was a sacred area.” Chief Wyse also acknowledged the Snuneymuxw people’s

“deep connection” to the land as he
noted that the Snuneymuxw recently
concluded a relationship protocol
agreement with Nanaimo Port Authority via a virtual signing in December 2020. “To have Snuneymuxw at
the table is very important to our
community, to our people,” Chief
Wyse said, noting later that the
Snuneymuxw had provided a support
letter years ago to move the Duke
Point expansion project along. “Implementing the conditions in the support letter is very important to us
moving forward,” Chief Wyse added.
“Opportunities are significant for
shared decision making, creating an
economy that is inclusive of the
Snuneymuxw people.”

UP TO 1,000 JOBS
Also praising the project during the
Feb. 24 press conference were Rob
Fleming, B.C.’s Minister of Transportation and Infrastructure, and Nanaimo
Mayor Leonard Krog. Mr. Fleming predicted the project could support up to
1,000 well-paying jobs in the Nanaimo
region but also help the entire
province. “This is one project that is a
great example of how we’re going to
do things differently with a lower carbon intensity and reduce greenhouse
gas emissions,” Mr. Fleming said.
Mr. Krog noted that Nanaimo recently surpassed 100,000 population.
“The kinds of jobs that this project
brings are incredibly impressive,” he
said. “It means money in people’s
pockets. It means prosperity for all
sorts of small businesses.”
Construction would probably take
two years, once permits are issued,
such as from Impact Assessment
Agency of Canada, Mr. Marr said later.
He doesn’t expect that to be too timeconsuming because much of the waterfront has already gone through the
assessment process. “It’s an existing
facility,” Mr. Marr said. “So really, we’re
working from the front berth-face
back.” He expects the project will be
a design-build endeavour, which he
described as “probably the best and
most cost-effective” approach.
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Pipeline marine terminal making progress
BY KEITH NORBURY

“The main purpose of the Trans
Mountain expansion project is to
provide our resource developers in
Canada access to world markets,”
Capt. Kanjilal said. “And, frankly
building a pipeline without the dock
wouldn’t provide that access.”
The Canadian government,
through a Canada Development Investment Corporation subsidiary,

Photo: Trans Mountain Corporation

Work on the expanding the
Westridge Marine Terminal in Burnaby, B.C., is running slightly ahead
of the rest of the controversial Trans
Mountain Pipeline expansion project. Capt. Bikram Kanjilal, Trans
Mountain’s Director of Marine Development, said in an interview in
late February that the overall project is between 20 and 22 per cent
complete. The terminal expansion
is part of one of several “spreads”
that the pipeline expansion project
has been divided into. Spread 7 includes the terminal and about 35
kilometres of pipeline between
Burnaby and Langley. The Spread 7
contractor is Kiewit Ledcor Trans
Mountain Partnership.
purchased the existing pipeline and
the in-progress expansion project
from Texas-based Kinder Morgan in
2019 for $4.5 billion.
Work on the terminal, which
would add three new berths, began
earlier than the rest of the pipeline
project. However, like the rest of the
project, work shut down following a

2018 Federal Court of Appeal decision that required a do-over of the
consultation process. Work on the
terminal resumed in 2019, although
it shut down in December 2020 after
a worker was seriously injured on the
terminal construction site. That and
another serious workplace incident
caused Trans Mountain to halt work
for a voluntary review of its safety
practices. It began a “staged remobilization” the week of Feb. 8, the
company said in a news release at
the time. “We want to make sure
that things are done safely and no
one gets hurt in building this massive undertaking, which is, obviously,
so important to Canada,” Capt. Kanjilal said.

Photo: Trans Mountain Corporation

COMPLETION SET FOR
LATE 2022
The entire $12.6 billion project is
now scheduled for completion in
December 2022. Cost of the Lower
Mainland spread, which includes the
Westridge terminal, will be about
$1.1 billion.
Berths 1 and 2, which straddle the
March 22, 2021 • Canadian Sailings • 49

ports recap 2021.qxp 2021-03-22 12:13 PM Page 50

PORTS & TERMINALS
CANADIAN

Photo: Trans Mountain Corporation

150,000 bpd when it began operating in 1953. “The existing pipeline
provides the vast majority of fuel
requirements for British Columbia,”
Capt. Kanjilal explained. That includes refined products like diesel
as well as crude oils.

same dock, will be completed before Berth 3 is finished, according to
a November 2019 video on the
Trans Mountain website. After the
third berth goes into service, the existing berth will be decommissioned.
All berths, including the existing
one, are capable of loading Aframax
tankers, which Capt. Kanjilal described as “the workhorse of the
tanker industry.” He should know: a
master mariner for 40 years, Capt.
Kanjilal has piloted oil tankers, including much larger VLCCs, or very
large crude carriers.
The three new berths combined
with the second Trans Mountain
pipeline which will run alongside the
original line from Edmonton to
Burnaby, will more than triple the capacity at Westridge. The upgraded
facility will be able to handle up to
34 tankers and three barges each
month. That’s an increase of the average of five tankers and one barge
at present.
“We are capable of accommodating Aframax tankers, and we do get
those,” Capt. Kanjilal said. “But
when we said five tankers, these
would be Panamax size.” Afraxmax
tankers, however, leave the terminal
only partially laden. That’s in part
because of restrictions at the Second Narrows Bridge, under which
50 • Canadian Sailings • March 22, 2021

the tankers must pass as they leave
the port of Vancouver’s Burrard Inlet.
A present, “a significant portion”
of those tankers are bound for California. Trans Mountain spokesperson Ali Hounsell pointed out that
last year a tanker even carried crude
from Westbridge via the Panama
Canal to an Irving Oil refinery in
New Brunswick. (An item on boereport.com went into more detail, noting that the tanker carried an
estimated 450,000 barrels from Calgary-based Cenovus Energy on the
12,000-kilometre trip.)
“It was probably a unique situation or perhaps a test situation,”
Capt. Kanjilal said. “But we will
know more I guess once the (expansion) project actually comes into
play.” In any event, he expects the
expanded terminal will continue
shipping products to California.
“But, that said, this additional capacity will provide opportunities for
accessing other markets as well
around the Pacific Rim.” Those potential markets include China,
Japan, and Korea.

The new pipeline will be assigned primarily to export products, the majority being diluted
bitumen from Alberta’s oil sands.
That oil will be stored at Trans
Mountain’s Burnaby Terminal,
about three kilometres inland from
Westridge, and a new 3.2-kilometre
pipeline will connect the Burnaby
and Westridge terminals. It will replace a longer pipeline that wends
through residential areas. The
Canadian Energy Regulator approved the relocation in May 2020.
As for the Westridge expansion,
an early piece of its construction involved using 1,900 sheet piles “to
create eleven circular-shaped cells
and ten half cells,” noted a Trans
Mountain video. After they’re filled
with aggregates and other materials, the cells would form the foundation for new safety and
operational equipment at the terminal. The construction project also
involves driving in 160 steel piles
into the seabed, using a large crane
barge called D.B. General and
other floating equipment “to form
the foundation of the new docks
and shipping berths.”
Other project features include
creation of a new rock fish reef and
a $20 million vapour recovery system to capture up to 95 per cent of
emissions during vessel loading.
Such efforts haven’t been enough
to address the concerns of opponents of the project, such as environmentalists, though.

890,000 BARRELS A DAY

ENVIRONMENTALISTS
OPPOSED

According to Trans Mountain, the
expanded pipeline will have a capacity of 890,000 barrels per day
compared with 300,000 bpd at present. The system had a capacity of

Peter McCartney, climate campaigner with Wilderness Committee, said that aside from “big
picture” concerns like Indigenous
rights and climate change, most
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people are “worried about an oil spill directly in the heart
of one of the most populated areas in Western Canada.”
Compounding that worry is that evidence from diluted
bitumen spills elsewhere such as in Kalamazoo, Michigan, show that it can’t be cleaned up, he said. “It’s not
something we can allow,” Mr. McCartney said. “That increased risk to our coastline is for an industry that is polluting the planet and ultimately killing people through
climate change all over the world.”
Capt. Kanjilal said Kinder Morgan is investing about
$150 million in West Coast Marine Response Corporation, an industry-funded organization to provide rapid response to an oil spill. “Trans Mountain is not responsible
for shipping, but we appreciate that the project will increase ship movements, which then has an impact on the
local waterways and things of that nature,” Capt. Kanjilal
said.
Among Trans Mountain’s other anti-spill initiatives are
assigning a loading master, who is a mariner with previous tanker experience, to each vessel and the practice
of putting a boom around the vessel each time before
transferring oil. The boom is not there because we are
expecting an oil spill or anything like that. It’s just there
as a preventative measure,” Capt. Kanjilal said.

they can put toward infrastructure projects such as
water purification systems. “I don’t have drinking
water here,” the Chief said. “We’re not even supposed
to bathe in our water.”
At present the Western Indigenous Pipeline Group
represents about 20 communities. However, Chief
LeBourdais, expects that number to grow to more than
70. Ms. Hounsell noted that Trans Mountain already
has agreements with about 60 communities and that
about 1,000 of the 8,000 workers on the project are
Indigenous people.
Mr. McCartney, however, countered that half of
B.C.’s First Nations haven’t given consent to the
pipeline expansion project. Those holdouts include
the Tsleil-waututh Nation, whose traditional territory
includes Burrard Inlet. “If they want to build half the
pipeline, they’re more than welcome to build half the
pipeline,” Mr. McCartney said. “But that doesn’t make
it a very good pipeline.” Chief LeBourdais, however,
said it’s unreasonable to expect First Nations to agree
100 per cent on a project. “In my own family, I don’t
have 100 per cent,” he said.

Trans Mountain also has an enhanced tug escort requirement that ensures tugboats accompany tankers all
the way to J Buoy at the entrance to Juan de Fuca Strait,
“almost at the territorial water limits of Canada,” Capt.
Kanjilal said.

Photo: Trans Mountain Corporation

Among the other environmental worries are ship noise
and ship strikes harming endangered orcas. “Everybody
is very conscious of the southern resident killer whales
and their status,” Capt. Kanjilal said. To help address
that, Trans Mountain contributed $1.6 million to Port of
Vancouver’s ECHO program, which stands for Enhancing
Cetacean Habitat and Observation, includes voluntary
ship slowdowns in Salish Sea waters.

FIRST NATIONS AIM TO BUY PIPELINE
Meanwhile, a group of First Nations along the pipeline
route is negotiating with the federal government to buy
Trans Mountain. Among them is the Whispering
Pines/Clinton Indian Band near Kamloops, B.C. Band
Chief Michael LeBourdais admitted that in 2007 he opposed the pipeline. “Then every lawyer I talked to said
they’re going to get their certificate from the National
Energy Board. And so what’s the next best thing? Owning it,” Chief LeBourdais said. First Nations aren’t against
resource development, such as forestry or oil and gas,
he said. “We’re against irresponsible development, and
we’re against being excluded.”
At present, the existing pipeline runs right through his
reserve and the band receives nothing in return. By owning the pipeline, First Nations will secure revenue that

And he isn’t worried about the prospect that Trans
Mountain will become a white elephant should the world
shift suddenly from a reliance on fossil fuels, as Mr. McCartney says is inevitable. “I’ll take that off your taxpaying hands,” said Chief LeBourdais, who is also chairman
of the Tulo Centre for Indigenous Economics. “Because
it’s a crock. We are going to be a fossil fuel economy —
my generation, your generation and probably your
grandchildren.”
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Upgrade of North Vancouver coal terminal
nears completion
An approximately $1 billion upgrade
to the coal terminal at North Vancouver’s Neptune Terminals was “in the
final stage of construction” and 90 per
cent complete by the end of January
2021, according to Teck Resources
Ltd.’s fourth quarter 2020 financial report. Teck, which is a partner in Neptune Terminals, noted that all major
equipment had also been installed and
“significant new facilities have been
placed into operation and are performing to plan.” However, the report
added that issues related to the
COVID-19 pandemic have added $80
million to $100 million to the cost of the
project, which had already suffered
from a cost overrun of about 10 per
cent. The first coal through the upgraded facility is expected in the second quarter of 2021.
Teck Resources and Canpotex, one
of the western world’s largest potash
exporters, are the two partners in Neptune Terminals. All of the coal that goes
through the facility is metallurgical coal
used in making steel. It is shipped to
steel mills in such countries as Korea,
Japan, China, Poland, Germany, and
the Czech Republic.

STEELMAKING COAL
“One of the things that’s most visible
from the road is our new tandem railcar
dumper, which is used to unload trains
of Canadian steelmaking coal,” the
Neptune Terminals post said. “This
equipment helps us do this much more
quickly because it can unload two railcars at once. It connects to the new
conveyors, which transport the product
to either our stockpile or directly to a
vessel waiting to be loaded for export.
The new dumper is fully enclosed and
mitigates dust, noise and light, protecting our employees, community and
local environment. You can also see our
new wet scrubber, which filters air be52 • Canadian Sailings • March 22, 2021
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BY KEITH NORBURY

fore it is released into the dumper or
the atmosphere, ensuring we always
meet or exceed air quality standards
set by Metro Vancouver.”

MAJOR EQUIPMENT ALL
INSTALLED
Teck expects to spend about $310
million in 2021 through to the project’s
completion. That’s on top of $150 million in capital costs in the fourth quarter of 2020. “All major equipment is
now installed and work activity is focused on final mechanical installations
and completion of electrical and control systems. Significant new facilities
including the replacement of the existing dumper and the stacker-reclaimer
have been fully constructed, tested
and successfully placed in operation
with train dumping and ship loading
performing as planned,” that report
said.
The report also noted a 35-day
scheduled outage in the first quarter of
2021 that involved the removal of an
existing shiploader “and installing a
new high capacity shiploader and as-

sociated material handling systems.”
By the end of the quarter, the company expected construction would
wrap up on the terminal’s in-bound
coal facilities that include a new tandem railcar dumper “with first deliveries of steelmaking coal early in the
second quarter and commissioning
and full ramp up to follow.”
Teck envisions that the money will
be well-spent. As the fourth quarter report noted, “Once completed, the upgrade project will significantly increase
terminal-loading capacity and improve
our capability to meet delivery commitments to our customers while lowering our overall logistics costs.”

FIVE-MONTH HIATUS
Construction did include a planned
five-month shutdown of terminal operations, which concluded in September
and enabled operations to resume
ahead of schedule. “Commissioning of
the upgraded single dumper, stackerreclaimer and the existing shiploader
were ahead of plan with unloading of
railcars and loading of vessels occur-
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ring in the month of September,” the
quarterly report said.
A key element of the upgrade is a
new stacker-reclaimer, designed by
EMS Teck in Ontario and built by Ramsay Machine Works and United Engineering of Victoria, B.C.
The 30-metre high stacker-reclaimer, which weighs 1,200 tonnes,
entered Vancouver harbour on the Dynamic Giant crane barge in August
2020, noted the North Shore News at
the time. The machine was the culmination of 100,000 hours of labour involving 50 companies, the report said.
“Which was awesome. We are big promoters of purchasing local,” the news
report quoted Duana Kipling, Neptune’s acting President. As its name
suggests, the stacker-reclaimer has two
functions: it stacks coal into a stockpile,
and a huge bucket loader at the end
of the machine’s 45-metre boom
scoops the coal onto a conveyor belt
that feeds a shiploader.
The new stacker-reclaimer will boost
capacity from 12.5 million tonnes to
about 18.5 million tonnes. That’s equivalent to one extra unit train each day
at the facility and about one more ship
every three weeks.

NEW SHIPLOADER

The new shiploader meanwhile replaces one of two existing shiploaders
at Berth 1 of the terminals. “This new
equipment means we can load large
Capesize ships more efficiently, as we
don’t need to move the shiploader up
and down the dock to reach all the
ship’s holds,” the company says.
On average, Neptune loads about
330 ships a year, including Handymax,
Panamax, and Cape-size vessels. On
average it takes about three days to
load a ship with coal, and two days to
load one with potash.
The facility receives about two trains
a day on average. It takes about 7.6
hours to unload a coal train, and 10.5
hours to unload a potash train. An
electronic indexer is used to move coal
trains through the dumpers for unloading. A continuous loop track design,
and because the unit trains carry single
commodities, helps reduce noise from
separating and reconnecting the railcars. The tracks are also lubricated to
minimize squealing, notes the FAQ.
The trains arrive by Canadian National
Railway from across the Second Narrows Bridge.
“Neptune has three berths at which
we can load ships: berth 1 is used exclusively for steelmaking coal loading,
and berths 2 and 3 are used for

potash,” notes the Neptune website.

CAPACITY INCREASED
The facility, which opened in 1968,
operates around the clock, seven days
a week. The upgraded project will increase total capacity (coal and potash)
from 23.5 million tonnes to 30 million
tonnes.
Other features of the coal system
project include a dust-suppression system upgrade, which increased the
number of mist spraying nozzles to 220
from 36 previously. “The new system
will maximize coverage of the coal
stockpile and further enhance our ability to prevent dust from leaving the
site, particularly during high wind
events. It will also be fully automated
to optimize water usage,” said a construction update the Neptune Terminals website in August 2020.
Neptune Terminals has about 350
full-time equivalent employees, including 50 staff with the remaining 300
being unionized workers, who include
longshoremen and foremen with the
International Longshore and Warehouse Union. The terminal expects to
add more jobs when the upgraded
coal system goes into operation.

Prairie farmers happy about new North Vancouver
grain terminal
BY KEITH NORBURY
A new grain terminal at the port of
Vancouver will be a boon for Prairie
grain farmers, says the General Manager of Saskatchewan Wheat Development Commission. “This is an
incredibly good development for
prairie producers of all grains but in
particular for wheat producers,” Harvey Brooks said in a recent interview.
“We are very happy to see these investments take place in the West
Coast terminal facilities,” referring to

G3 Terminal Vancouver, which went
into full operation on the North Vancouver waterfront in the summer of
2020.

“STATE OF THE ART”
The terminal is a “state of the art”
facility that promises to save time and
money for farmers in Western Canada
“by keeping their grain moving to
market and ensuring overseas cus-

tomers have fast and reliable access
to high quality Canadian crops,” said
a news release from G3 Canada Limited at the time. A limited partnership
between G3 Global Holdings and
Western Stevedoring Company Limited, the terminal is on the site of
Western Stevedoring’s former Lynnterm West Gate breakbulk terminal.
Peter Chura, corporate communications specialist with G3, said the
grain company didn’t wish to provide
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an update, noting that the terminal is still in the early stage
of operation. Mr. Brooks, however, indicated that demand
for the terminal will be high. Prairie farmers have been producing crops at a record or near record pace for at least
five years, he said. So they require more primary and terminal elevator capacity, as well as rail capacity “in order to
get our products to market.”
G3 Global Holdings is a joint venture of Bunge Canada
and SALIC Canada. (SALIC an acronym for Saudi Agriculture and Livestock Investment Company.) U.S.-based
Bunge and SALIC are also partners in G3 Global Grain
Group, which is a shareholder in G3 Canada Limited along
with the Farmers Equity Trust that represents western
Canadian Grain Farmers. G3 Canada Limited operates
grain elevators in Western Canada and port terminals in
Eastern Canada.

REMAINS OF THE WHEAT BOARD
Headquartered in Winnipeg, G3 Canada also represents the remnants of the Canadian Wheat Board, which
had for decades controlled the Canadian market for milling
wheat and barley. G3 Global obtained a 50.1 per cent
stake in the Wheat Board in 2015, combining its assets
with Bunge’s Canadian assets, Reuters news agency reported back then. The sale came three years after the then
Conservative federal government stripped the Wheat
Board of its “single desk” monopsony over western Canadian wheat sales. The monopsony, as opposed to monopoly, had effectively made the Wheat Board the only buyer
for western Canadian wheat and barley.
“G3 began with the vision of building a more efficient
path from farmers’ fields to global markets,” a July 8, 2020
news release quoted Don Chapman, President and CEO
of G3. “We are very proud to see this vision become reality
at G3 Terminal Vancouver, thanks to the safe and efficient
work of our contractor Peter Kiewit Infrastructure Co. and
54 • Canadian Sailings • March 22, 2021

with the help and cooperation of Vancouver Fraser Port
Authority.” The new grain terminal’s loop track, which the
company says is unique among Canadian grain exporting
terminals, can receive up to 150 cars. They unload in motion while attached to their locomotives and then return to
the company’s Prairie grain elevators.
Construction on the terminal began in 2017. It included
four dozen 14-storey grain silos and a 264 feet high work
building, noted a North Shore News article.

FIRST IN 50 YEARS
The terminal, which receives and ships various grains
and oilseeds, can store 180,000 tonnes, said the G3 news
release. The dock can handle ships as large as Cape-size.
Its three large ship loaders can move as much as 6,500
tonnes an hour, “a new industry standard,” according to
the company. The exact cost of the project wasn’t available. However, a 2016 estimate pegged the cost at over
$500 million.
It is the first new grain terminal at the Port of Vancouver
in more than 50 years. Other grain terminals in the port include Richardson International, Viterra, and Cargill. “We
do recognize that a lot of Western Canadian wheat wants
to flow west,” Mr. Brooks said. “And if it can flow there in
a way that is timely and consistent and allows for smooth
contracting and handling, that is the best outcome for
everybody.”
Despite the cause for celebration, the COVID-19 pandemic forced G3 to postpone the grand-opening of the
new terminal. “We will miss the opportunity to celebrate
with our customers, partners and other guests but ensuring
health and safety is of prime importance. Staff is working
at the facility with physical distancing and hygiene measures in place,” Mr. Chapman said in the July news release.
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Seaway expects 2021 to be a continuation
of a winning streak
BY BRIAN DUNN
During pandemic-stricken 2020,
traffic through the Seaway declined
by less than two per cent, with the
corridor handling 37.7 million tonnes
in 2020, compared to 38.7 million
handled in 2019. “Considering the
impact of the worldwide pandemic,
we are very pleased with these results,” Terence Bowles, President and
CEO of The St. Lawrence Seaway
Management Corporation (SLSMC)
said in an interview before the official
opening of the 2021 season on March
22. CSL Group’s Baie St. Paul, a Trillium-class Laker, was the first ship
through the St. Lambert Lock in a virtual opening ceremony attended by
a number of dignitaries, including
Omar Alghabra, the Canadian Minister of Transport, and Pete Buttigieg,
U.S. Secretary of Transportation.

Photo: The CSL Group Inc

“While the economic volatility
from COVID-19 impacted the marine
industry, we had a pandemic response committee in place to deal
with it. We also worked with carriers
and shippers to maximize cargo opportunities,” Mr. Bowles added. “The
Seaway’s resiliency and agility in operating allowed it to handle numer-

ous shipments of steel slab, and to
ship a record grain crop in 2020.”
The impact of the pandemic differed by cargo type. Liquid bulk saw
the sharpest decline, from 4.6 million
tonnes to three million tonnes, a drop
of 34.4 per cent, followed by iron ore,
down by 27 per cent, from 6.9 million
tones to six million tonnes. Dry bulk
shipments of 10.5 million tonnes were
down 9.4 per cent. “Liquid bulk includes jet fuel and automotive fuel
which was way down because travel
was way down,” noted Mr. Bowles.
“Dry bulk includes cement and stones
for construction which was also
down.”
On the plus side, grain shipments
rose 27 per cent to 13.3 million
tonnes from 10.4 million tonnes. General cargo shipments of 2.2 million
tonnes were up 3.2 per cent from
2019, while coal shipments of 2.4 million tonnes were up almost two per
cent. “Grain did extremely well, because we had a strong inventory built
up in silos in Thunder Bay. Moreover,
poor harvests in Russia and Latin
America created strong demand. And
wind turbine business was strong out

TERENCE BOWLES

of Duluth and Toledo.”
The current shipping season
should see a vast improvement as
economies are picking up. “A month
ago, the pandemic was still rampant
and things were not looking good.
But vaccinations are picking up speed
globally and the U.S. GDP (gross domestic product) is projected to increase by 6.5 this year, along with
Canada at five per cent and the EU at
four per cent. So we are bullish for
the current year.”
SLSMC has several toll incentive
programs to attract new or increase
existing business, including the New
Business Incentive, Volume incentive,
Service Incentive and the latest initiative, the Gateway Incentive, offering
shippers reductions in toll rates to attract business from alternative routes.
All told, these programs brought in
$2 million of additional business last
year.
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Healthy 2020 finish has Great Lakes ports
optimistic about 2021 despite lingering
COVID-19 fears
BY ALEX BINKLEY
Last spring, with a delayed start to the shipping season caused by high water levels and the economic uncertainty created by the pandemic, 2020 was looking
grim for the Great Lakes ports. Yet Thunder Bay recorded
one of its best years, Hamilton-Oshawa Port Authority
(HOPA) and Windsor saw encouraging finishes to the
season while Toronto and Johnstown turned in credible
performances under the circumstances.
Thunder Bay shipped over 9.2 million tonnes of Prairie
grain along with another million tonnes of freight for its
best result since 1997. “The grain story bucks the downward trend” of every other cargo on the Seaway in 2020,
said Port CEO Tim Heney. The surge was due to hefty
stocks from a large 2019 harvest and worldwide stockpiling of staple foods during the pandemic. Canola and
soybean orders from Europe grew at a higher rate than
those for durum wheat.
Overseas grain demand drew over 150 foreign vessels

Photo: SLSMC

to Thunder Bay for grain in 2020, the second-highest
tally at the port since the Seaway opened in 1959. The
port also received its first delivery of phosphate fertilizer
for Prairie farmers and expects to see more shipments
this year, adding to its diversification mix.
Ian Hamilton, HOPA Ports President & CEO, said,
“There was a point this past spring when things were
looking rather bleak due to COVID shutdowns, and our
tonnage was down by over 30 per cent. Since then, the
reopening of the economy made for an extremely busy
fourth quarter and we closed out the season on a decidedly optimistic note.” HOPA recorded a final tonnage
total of 10.6 million tonnes, virtually matching its 2019
results. While Hamilton experienced lower levels of steelmaking and petroleum products shipments, this was offset by increased shipments of grain, fertilizer, finished
steel, salt and gypsum. Oshawa posted its best season
ever with 672,000 tonnes produced by a strong trade in
fertilizer, grain, steel and cement.
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Hamilton has more than $21 million in infrastructure
projects underway, aimed at growing port capacity and
improving efficiency. In Oshawa, a Sollio Agriculture
grain terminal completed its first full season handling
soybeans, wheat and corn grow in the surrounding
Durham Region.
Port of Windsor saw a 4 per cent decline in cargo to
4.5 million tonnes but, in addition to higher grain volumes, saw a pick up of salt, aggregates and general traffic in the second half of the year, said CEO Steve
Salmons. “Much of this surge relates to the increase in
grain shipments that were processed through our port
bound for Europe. This increased activity offset the more
significant decrease of 45.5 per cent in vessel traffic by
U.S. ships and ferry activity.” The construction of the
Gordie Howe International Bridge linking Windsor and
Detroit will bring a lot of activity to the port as it is constructed during the next few years. Salmons hopes it will
also lead to the development of an integrated, international transportation hub in the region.
The port of Toronto moved 2.2 million tonnes of
cargo, bringing road salt, sugar, cement, aggregate and
steel directly into the city’s core.
Johnstown handled 1.2 million tonnes of traffic, its
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third best year since being taken over by the Municipality
of Edwardsburg-Cardinal 22 years ago. Salt shipments
were down by more than 110,000 tons while grain was
up by 18 per cent, to 235,230 in 15 ships.
Grain cargos increased across the board in beans,
corn and wheat; corn volumes included two incoming
vessel loads and 100 railcars for one local processor. Several capital improvements were undertaken in 2020 for a
total investment of $4.2 million, notably nine new ship
loading spouts, replacement of rail ties, completion of a
16,000-ton storage bin, dust collection system improvements and a new cargo conveyor belt.
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Canada should work with new U.S. administration
to resolve a host of Seaway related issues
BY ALEX BINKLEY
There are some long-standing issues affecting transportation on the
Great Lakes that the federal government should be pushing the Biden
administration to resolve, says Bruce
Burrows, President and CEO of
Chamber of Marine Commerce
(CMC). Doing so would “build on marine transportation’s significant public
interest benefits, and at the same
time create jobs, boost our trade potential and protect the environment,”
Burrows says.
There are some long-standing
matters like Ballast Water Management Regulations and pilotage reform as well as some environment
issues such as safe high-water management in the Great Lakes, greenhouse gas emission reductions and
better Coast Guard icebreaking.
Burrows said the ballast water
management regulations in both
Canada and the U.S. are likely to be
finalized in 2021 after years of uncertainty. “It will be critical that Canada
and the U.S. work together on an
aligned and pragmatic approach for
their domestic fleets.” A level-playing
field approach is being sought that
ensures that Canada and the U.S.
regulate ballast water in a similar
fashion among both fleets, with a
timeline that is feasible, achievable
and equal, he said. Both the U.S.
Coast Guard and the Environmental
Protection Agency are involved in developing the American rules while
Transport Canada is working on a
Canadian version. Canada joined a
2017 international ballast water
agreement while the U.S. didn’t.
However, the U.S. generally follows
its rules. Ballast rules on the Great
Lakes became even more complicated when individual states began
making rules.
The two countries need harmonized and practical ballast water regu-

lation enforcement “that will contribute to the competitiveness of the
maritime transportation system with
fairness for all users,” Burrows said.
“Our main objective, however, is to
ensure that no new invasive species
enter the Seaway so we continue with
our ballast water inspection program.”
As part of the ongoing review of
pilotage in Canada, CMC wants Ottawa to develop new regulations that
will improve the efficiency of shipping
operations while maintaining the current high standards of safety. The
Chamber has noted “that the legislated monopoly under which pilotage
services are provided has contributed
to the system’s inability to rein in
costs or ensure adequate service levels in all areas. We also believe that
the time is ripe to modernize pilotage
in this country by addressing governance issues, while also introducing
new technologies and innovation
throughout the system.” The steadily
rising costs of U.S. Great Lakes pilotage is another long-standing issue
with shippers and shipping lines.
With both the Trudeau government and the Biden administration
committed to tackling greenhouse
gas emissions, CMC is calling for
them “to recognize that ships are the

most fuel-efficient and carbonfriendly way to move goods and an
important part of the solution to address climate change.
“As the shipping industry, which
contributes less than one per cent of
all GHG emissions in Canada, works
hard to further reduce its carbon footprint, CMC will advocate for regulatory, policy and program measures
that encourage increased use of inland shipping, incentivize technology
development and the expansion of
alternative fuels; and reflect the operational realities of our members.”
Ports and marine facilities on both
sides of the Great Lakes should be in
line for infrastructure funding to enhance their ability to handle more
cargo but also improve their “climate
change resiliency against persistent
high waters throughout the Great
Lakes.” As part of that initiative, CMC
says it “will continue to seek better
water management solutions from
the International Joint Commission
that ensure safe navigation and help
protect shoreline communities.”
The Great Lakes also needs more
Canadian and American ice breakers
while the St. Lawrence River requires
more Canadian icebreaking capacity,
CMC said.
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Industrial developments along the Welland Canal
are taking shape
BY ALEX BINKLEY
The Niagara Ports Plan developed
by Hamilton-Oshawa Port Authority
(HOPA) and a land leasing proposal
on the Welland Canal offered by The
St. Lawrence Seaway Management
Corp. (SLSMC) could mark big
changes in the way the waterway is
used.
HOPA has combined properties in
the Thorold area that it intends to develop into a new, 200-acre multimodal
facility.
The
Thorold
Multimodal Hub is intended to be the
opening development in its Niagara
Ports plan, jointly developed by
HOPA and local Niagara civic leaders,
to create a corridor of multimodal industrial hubs along the Canal. The
hubs are intended to attract industry
to the region, reduce costs for shippers and develop the Niagara trade
corridor, with HOPA contributing its
expertise in developing marine-industrial lands.
SLSMC has opened tenders for a
long-term lease for all or a portion of
the Wharf 5 & 6 facility on the Canal,
also at Thorold, and engaged PricewaterhouseCoopers LLP to manage
the offers for the facility. Proposals are
due March 31 for one or all of the six
parcels of land on the site, which offers excellent access to major markets, as it is connected to major
highways and is located about 70
miles from Toronto and 20 miles from
Niagara Falls and the U.S. border. The
facility has one commercial dock that
can accommodate full Seaway-size
vessels. SLSMC said it will select one
or more parties to operate the facility
under a long-term lease. Its aim “is for
this property to be used to promote
cargo volume growth and commodity
diversification in the Great Lakes.”
HOPA’s Thorold Hub is comprised
of a former paper mill site and the
McCleary complex, and offers outdoor storage and access to the Canal
62 • Canadian Sailings • March 22, 2021

as well as a CN rail line and highways.
It is 30 minutes from the U.S. border
and has more than 500,000 square
feet of indoor warehouse space, bay
doors, truck docking, heavy cranes,
rail-to truck cross-docking and extensive outdoor storage space including
tracks for railcar storage.
HOPA says the facility can accommodate multiple users and can be
configured to suit a wide variety of industrial cargo handling operations.
Spaces are available from 2,000
square feet to 50 plus acres and could
be used for manufacturing, warehousing, rail transload and vessel load and
unload. The Hub is the first in what
HOPA and its partners hope will become a corridor of multimodal industrial hubs along the Canal. One of the
Hub’s first tenants is Tora Inc. a St.
Catharines-based company offering
warehousing, sorting, assembly and
other services for domestic and international manufacturers. The company
will occupy 60,000 square feet of
warehouse space.
Other hubs in Port Colborne and
Welland are currently in conceptual
stages. “The model creates a cluster
that doesn’t rely on HOPA or any
other single party to purchase or con-

trol all of the industrial assets. Rather
it is a strategy to align partners in the
region around common objectives of
increasing investment, trade and employment. Through supportive zoning
and economic development promotion, local civic and business communities have been working together to
ensure Niagara’s industrial lands are
positioned for industry and employment.
Successful development of hubs
along the Canal would increase Seaway traffic, attract industry and investment to Niagara, reduce traffic
congestion on Ontario highways, diversify and expand trade capacity for
the Ontario economy, lower transportation costs for shippers and improve the carbon profile of Ontario’s
goods movement transportation network.
HOPA and Brock University signed
an MOU last month to create a partnership to boost the economy of the
Niagara region. They will work together to provide experiential learning opportunities, including co-op
placements, and to pursue research
collaborations that support marine
and industry needs.
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Groupe Océan a model of leadership in Canada’s
marine services industry

Photos: Groupe Océan

BY BRIAN DUNN

It’s a long way from Vancouver to Isle-aux-Coudres,
QC and back again if you follow the origins and growth
of Groupe Océan, one of the largest integrated marine
service companies in Canada which celebrates its 50th
anniversary in 2022. Originally called Aqua-Marine, the
company was founded by Gordon Bain in 1972 in Vancouver offering diving services. His first contract was inspecting dams for Hydro-Québec. Mr. Bain retired as
President in CEO in 2018, but remains as Chairman. He
was replaced by Jacques Tanguay, part owner and 30year veteran at Groupe Océan.
The company’s vocation changed in 1987, when Mr.
Bain, tired of commercial diving, bought Les Remorqueurs de Québec, a company that operated four
tugboats in Quebec City. It was also the same year he
hired Jacques Tanguay, a civil engineer and changed the
company name to Groupe Océan. Together, the two
went on an expansion spree, with acquisitions of tug
companies in Montreal (McAllister), Sorel and Trois-Rivières. Today, the company operates 37 tug boats and
over 500 barges, and is involved in harbour towing,
dredging, marine salvage and towing, oversize marine
transportation, in addition to barge and workboat rentals

GORDON BAIN

across the country. The company also owns and operates
a shipyard on Isle-aux-Coudres, 100 kilometres downriver
from its Quebec City head office.
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2005, Groupe Océan created Ocean
Ontario Towing, which offers harbour tug services in the ports of
Hamilton, Oshawa and Toronto. Five
years later, it began operating in the
port of Sept-Îles and opened new
workshops in the port of Quebec.
In 2013, Ocean Dredging obtained its first international dredging
contract at the port of Dos Bocas in
Mexico. In addition to Mexico, it
now does dredging work in the Dominican Republic, Cuba, Virgin Islands and Jamaica.

JACQUES TANGUAY

In all, Groupe Océan employs
more than 900 people at 21 locations in Quebec, Ontario, Alberta,
British Columbia and Jamaica. In
2018, the company ended a multiyear lease after a dispute with the
New Brunswick government in BasCaraquet where it built a 350-foot
floating dry dock and a cable ferry.
The company has three divisions
– Harbour Towing and Navigation,
Marine Work and Dredging and
Construction and Repairs. Harbour
Towing is by far the biggest division,
accounting for about 70 per cent of
undisclosed revenues. “The fastest
growing division is Marine Work and
Dredging. “We won a contract for
the expansion of the Port of St. John
and a large contract during the construction of the new ($4.5 billion)
Champlain Bridge and we recently
won another contract for the dismantling of the old Champlain
Bridge,”
explained
company
spokesperson Philippe Filion. The
latter project will be one of the
largest and most challenging civil
engineering contracts ever undertaken by Groupe Océan. The company plans to mobilize around 40
workers, 13 barges and a tug for
about two years to ensure this stage
in the deconstruction of the 3.4 km
structure.
The company is part of a consortium consisting of Pomerleau and
Delsan-AIM. The value of the con64 • Canadian Sailings • March 22, 2021

tract hasn’t been disclosed, but it
could go as high as $400 million, according to The Jacques Cartier and
Champlain Bridges Incorporated, a
Crown Corporation responsible for
the operation of the two bridges.
In 1994, the year Tanguay became a shareholder in the business,
Groupe Océan made two key acquisitions: the shipyard on Isle-auxCoudres and dredging company
Dragage St-Maurice.
Ten years later, the company
launched a $90-million fleet renewal
project, the highlight of which consisted of building eight high-tech
tugs for use on the St. Lawrence. In

Jamaica is also where the company opened its first international
operation in 2018 when its Ocean J
Towing subsidiary signed a 10-year
contract with Jamaica Port Authority
to provide harbour towing services
at the port of Kingston, using its own
tugs.
The company experienced another growth spurt after Caisse de
dépôt et placement du Québec and
Fonds de solidarité FTQ bought a
minority stake in Océan for $112 million in 2018 which it is using to expand its Canadian and international
operations and to acquire new
equipment.
In January, 2019, Groupe Océan
acquired Techsol Marine, a Quebecowned specialist in marine electrotechnology. The company installs
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and ensures the commissioning of various automated
systems used to control and monitor onboard machinery. Entirely designed and developed in Quebec, the
systems are installed on ships around the world.
Groupe Océan was granted the largest shipbuilding
contract in its history in April, 2019, when subsidiary
Ocean Industries Inc., was awarded a $100 million contract from the government of Canada to build four
large tugs for National Defence. The work will be carried out at its Isle-aux-Coudres shipyard.
The yard employs some 130 workers who are also
building a small ferry and doing a retrofit for la société
des traversiers du Québec, in addition to building several barges for Nunavut Eastern Arctic Shipping Inc. In
November, the yard was awarded a $4.15 million contract from Ottawa to build sixteen 20-cubic metre
barges for the Canadian Coast Guard as part of Ottawa’s $1.5 billion Oceans Protection Plan announced
in 2016.
Due to a lack of local qualified personnel, particularly welder-fitters in the Charlevoix region where the
shipyard is located, Groupe Océan recently hired three
Tunisians and six Moroccans from a list of 100 potential
candidates to work at the yard.
In February, 2020, the company finally returned to
its roots after being awarded several contracts in British
Columbia. Subsidiary Ocean BC Towing Inc. will pro-

vide harbour towing services in the port of Vancouver,
using two new 28-metre tugs built in Vietnam. In total,
three tugs will provide harbour towing services in Vancouver, following the signing of a service contract with
Cargill Limited Canada.
Another subsidiary, Ocean Dredging DM Inc, has
won the most important mechanical dredging contract
in company history. The work will consist mainly of marine dredging, subsea shoreline infilling, rip-rap (loose
stone used in breakwater construction) and marine
habitat compensation, including the construction of artificial reefs, for Coast Tsimshian Northern Contractors
Alliance. The alliance will construct a 5.4 km road in
Prince Rupert, BC to connect two facilities at Port of
Prince Rupert, Ridley Island and the container terminal
on Kaien Island. Ocean Marine Works Inc. made a
breakthrough in Western Canada last June by renting
about 40 container barges to various clients in British
Columbia for wharf construction projects.
In terms of growth opportunities, the company has
targeted three areas, namely BC, the Caribbean and
South America where it is doing lots of business development, according to Mr. Filion. “We bypassed the
U.S. market completely because of the Jones Act, a
protectionist Act designed to protect domestic shipping interests in the U.S. It’s too complicated and not
worth the returns.”
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Ontario grain farmers reap benefits of new
Oshawa operation
BY KEITH NORBURY

The new grain terminal at the Port of Oshawa is good
news for farmers in the nearby Durham Region, a major
agricultural area of Ontario. Zac Cohoon, who operates the
1,200-acre Twin Erin Farms Inc. near Port Perry and Lac
Scugog, said in an interview that the new terminal is only
about 25 kilometres from most of the region’s farm. That’s
about 50 kilometres nearer than the grain terminal at
Hamilton and about 300 kilometres closer than a grain terminal at Johnstown, Ont., on the St. Lawrence River. “It just
is good for transportation costs,” Mr. Cohoon said of the
new Oshawa grain terminal. “All the grain that’s produced
in the region of Durham has to go by truck to be
processed, usually two to three hours away.”
The agri-business division of Québec City-based Sollio
Cooperative Group, Sollio Agriculture, opened the new
terminal in partnership with QSL (previously Québec Stevedoring Limited). The terminal handled nearly 100,000
tonnes of grain onto six vessels in 2020, during its first
commercial season, which ran from June to December.
“We’ve been working very hard to get to end users and
more industry related uses close to where we are because
we’re kind of in the land in between,” said Mr. Cohoon,

who also chairs the Durham Agriculture Advisory Committee.

HAPPY WITH FIRST YEAR
Paul Hazzard, General Manager of Sollio Agriculture’s
Ontario grain business, said Sollio has plans to expand the
facility. “We were really happy with the first year,” Mr. Hazzard said. QSL put in the capital dollars and “we have a
long term lease to put product through it,” Mr. Hazzard
said. “It’s an exclusive arrangement.”
QSL spokesperson Claudine Couture-Trudel said that
the terminal has a capacity of 250,000 to 300,000 tonnes,
which QSL expects to reach within five years. The facility
cost $7 million — $6 million for a 10,000-tonne capacity
silo and the remainder for logistical improvements such as
conveyor systems. “We are very proud of the success of
the grain terminal and are looking forward to additional
opportunities to offer tailor-made success to our partner
and to the local farming industry,” Ms. Couture-Trudel said.
The terminal handles primarily wheat, corn, and soybeans from about 200 farmers in the Durham Region, a
2,500 square kilometre municipality that encompasses OsMarch 22, 2021 • Canadian Sailings • 67

sailings1118.qxp 2021-03-22 11:00 AM Page 68

SEAWAY OPENING
hawa and extending to Lake Simcoe
and Lake Scugog. “Actually, we produce relatively equal acres of the
crops, but there’s more tonnage of
corn,” Mr. Cohoon said. “But this
year, I think they shipped through
that point more tonnage of wheat
and soybeans than they did of
corn.”

actually went quite well.” When the
bin needs to be emptied, fewer trucks
are brought in. “So when we’re done,
we are very near empty,” Mr. Hazzard
said. The grain arrives through a combination of area farmers and other
commercial customers, some with
their own trucks. “A lot of it is thirdparty carriers,” he explained.

The terminal is a Canadian Grain
Commission-approved export facility that has modern storage, loading
and unloading equipment. That includes a “double loading system
that avoids vessels having to
change location” and “fully covered
electrical conveyor system,” according to QSL. The terminal is also
Green Marine certified. Its East
wharf is 274.3 metres long with a
depth of 8.2 metres, while the West
wharf is 201.7 metres long with a
depth of 7.6 metres. Mr. Hazzard
said the terminal has helped Sollio
increase its revenues by about 10
per cent.

Sollio owns the grain and contracts
with QSL to run the facility. “That said,
we have we have people on site
whenever a vessel is loaded,” Mr.
Hazzard said.

“Much of this was achieved despite the COVID-19 pandemic,
which had a significant impact on
the economy,” he said in the Dec.
16 Sollio news posting. “We are
proud to contribute to the export of
Ontario’s crops through our new infrastructure, which supplies food
processors around the world. With
the learnings gleaned from the
2020 shipping year, we expect results to be even better next year.
Our customers and the carriers delivering the grain to the Port gave us
valuable feedback for both shortterm and longer-term improvements, many of which have been
implemented.”

Including graders, observers and
operational crew, the terminal currently runs with about ten people.
“The long term, we need to see that
down,” Mr. Hazzard said. “We need
to make sure our operational costs
are best in practice.”
Of the six ships that loaded grain
during the 2020 season, five were lakers, Mr. Cohoon said. The other was
an-ocean-going “salty” vessel. According to QSL, the terminal can handle 12 to 30 ships annually, depending

FARMER OWNED
A farmer-owned company, Québec
City-based Sollio Agriculture, a division of Sollio Cooperative Group, handles more than 4 million tonnes of
grain annually and posted $2.57 billion in sales in 2019, according to its
website. The company, which employs
more than 1,100 people, has a network of inland grain elevators and
commercial agreements for three export ports in Ontario: Oshawa, Sarnia,
and Prescott. The company also uses
other export facilities, such as Johnstown, which is a federally owned facility, as well as Quebec City, and
Halifax. Sollio’s Ontario office is in London. “We also put products through
Thunder Bay too. That would be western grains,” said Mr. Hazzard, whose
spoke from his home in Sarnia, Ont.
Compared with major grain players
like Richardson, Viterra, and Cargill,
Sollio is “somewhat of a smaller entity
but growing rapidly,” Mr. Hazzard said.
The new Oshawa grain terminal will
even provide indirect benefits for
Prairie grain producers, said Harvey

JUST ONE BIN
Mr. Hazzard explained in an interview that the bin is filled with one
crop at a time, which is then loaded
onto a vessel, typically 12,000 to
15,000 tonnes per shipload. “And
then we just coordinate with customers and farmers in the area to be
received during loading of the vessel, loading the top,” Mr. Hazzard
said. “That part of it, transitioning
from one commodity to the other,
68 • Canadian Sailings • March 22, 2021

on the vessels. A laker, optimized for
Seaway locks, can carry up to 25,000
tonnes, while a salty has a capacity of
18,000 to 20,000 tonnes.
Mr. Hazzard said five of the ships
took the grain to a combination of
Sollio’s own facility in Québec City
and to other trading companies along
the St. Lawrence River. “One cargo
did go over to Europe,” he said.

Brooks, General Manager of the
Saskatchewan Wheat Development
Commission. “Any handling transportation capacity advancements are
good in that they may take different
routes, (and) they might release more
constrained capacity for other products,” Mr. Brooks said. “So we hope
that people do well with those investments.”
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Windsor Salt and Canada Steamship Lines partner
on construction of self-unloading vessel
K+S Windsor Salt Ltd. (Windsor Salt)
and Canada Steamship Lines (CSL)
have announced a partnership to build
a new state-of-the-art self-unloading
ship with a deadweight of 26,000 metric tons for use in the Gulf of St.
Lawrence and Great Lakes region.
Windsor Salt and CSL began construction of the vessel in August 2020
after several years of collaborative
planning. The distinctive, purpose-designed vessel was created to service
Windsor Salt’s need to deliver deicing
salt from its Mines Seleine salt mine
on the Magdalen Islands to stockpiles
in Montreal, Quebec City, and other
destinations within the provinces of
Quebec and Newfoundland.
“Through our partnership with
CSL, we wanted to prove not only that
we could – but we should strive for
better – because it’s important to
challenge the status quo, especially
when we have the opportunity to reduce our environmental impact and
improve safety while delivering the
deicing salt Canadians know and
trust,” said Tom Labash, Marine Distribution Manager for Windsor Salt.
Given the shipping route is located
in the sensitive marine environment of
the Magdalen Islands in the Gulf of St.
Lawrence, Windsor Salt and CSL
worked together to bring several innovations to enhance sustainability
and reduce the environmental footprint of the new ship, including:

Compared to the previous vessel
servicing the same salt routes, the
new ship is expected to emit approximately 25 per cent fewer greenhouse
gas emissions and 80 per cent fewer
harmful air pollutants.
The new ship also features several
innovations to enhance efficiency and
safety including:

▪ A ballast water treatment system
that is expected to reduce the
transfer of invasive species;

▪ A fixed, single point of loading
system with a single hopper into
which the salt is loaded, combined with a cargo handling system that eliminates the need for
the vessel to shift during loading, which will improve the efficiency of cargo operations and
the safety of ship and shore personnel.

▪ Quieter machinery that will reduce vessel noise to protect the
area’s North Atlantic right
whales and other marine mammals.

▪ A modern hull design and stateof-the-art propulsion system to
enhance the maneuverability of
the vessel and increase the
safety of navigation in the shal-

▪ Diesel-electric tier 3 engines and
a unique hull design that will
contribute to cutting CO2 emissions and improve energy efficiency;

low Magdalen Island channel.
Louis Martel, President and CEO
of The CSL Group, commented: “CSL
is very excited about leading the design and construction of this pioneering ship for our customer and
introducing a new level of safety and
environmental sustainability in Canadian waters. We would also like to
thank the Ministère des Transports du
Québec for its financial contribution
to the newbuild project, as part of the
Ministry’s program to improve the efficiency of marine, air and rail transportation. Thanks to this generous
support, CSL is able to acquire and
install equipment to reduce the new
vessel’s greenhouse gas emissions.”
The keel laying ceremony for the
newbuild was held at Chengxi Shipyard in Jiangyin, China, on January
29, 2021. The vessel is expected to
commence operations in the Magdalen Islands at the start of the 2022
navigation season.
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Federal Kushiro first vessel of 2021 to arrive
at port of Trois-Rivières
Federal Kushiro was the ﬁrst vessel
to dock at the port of Trois-Rivières in
2021. The vessel, with its crew of 23
crew Indian nationals, left Alcoa’s calcined petroleum coke plant located in
Lake Charles, Louisiana, on December
19, 2020. Its cargo was destined for
Alcoa’s Deschambault Smelter and was
discharged by G3 Canada.
To receive the title of ﬁrst vessel, the
vessel must have arrived in Trois-Rivières
from an overseas port without making a
stopover at another Canadian port, and
perform a loading or unloading operation
at the port of Trois-Rivières.
On the occasion of the arrival of the
ﬁrst vessel of 2021, Gaétan Boivin, President and CEO of the Port presented
traditional celebratory gifts to the Captain, Mr. Junes Cherian, and the Chief
Engineer, Mr. Kumar Sanjay. Messrs.
Cherian and Sanjay received a giclée
reproduction of the painting Un port, une
équipe, produced by Mauricie artist Caro-

line St Pierre, as well as baskets of
regional products. Mr. Boivin also highlighted the contribution of the Port’s
workers who handled the ship’s unloading activities who, despite the pandemic,
have continued to be on the job.

Federal Kushiro is a bulk carrier built
in 2004 sailing under the ﬂag of the Marshall Islands. During its stay in
Trois-Rivières, it was represented by
Lower St-Lawrence Ocean Agencies Ltd.

Port of Sept Îles welcomes first ship of 2021
crew of 13 sailors on board. Due to the health restrictions in effect
with the COVID-19 pandemic, the prestigious cane bearing the
image of the Port of Sept-Îles was given to Captain Jaap de Boon by
Fundy Shipping’s shipping agent. Due to the pandemic, the traditional New Year ceremony at the Port, where the maritime industry
and the Sept-Îles business community usually gather to mark the
ﬁrst ship, could not take place. Now in its 34th year, the tradition
marks the arrival of the ﬁrst ship of the year to call at the port. To be
eligible, the vessel must come directly from a foreign country and be
bound for a foreign destination.
In 2012 that the traditional gold-headed cane was redesigned
as a more contemporary version of this coveted international maritime award. Since then, through the selection of its various
components and its renewed design, it has honoured and enhanced
the pillars of the region’s industries which operate through port
infrastructures. This new edition of the polished and anodized aluminum cane is stylishly reminiscent of the blue highway, whereas
the redesigned pommel supports an iron ore rock whose lustre is
reﬂected in an acrylic hemisphere. The seven stars illustrated on the
logo of the Port of Sept-Îles and recalling the seven islands in the bay
have been reproduced in 10-karat gold on the ring of the cane.

Flying the ﬂag of the Netherlands, M/V Erasmusgracht arriving
from Lake Charles, Louisiana, was the ﬁrst ship of 2021, with arrival
at 3:30 p.m. on January 2. The ship was in ballast and will be leaving
today for Barranquilla, Colombia with a cargo of 10,500 tonnes of
aluminum sows from Alouette. Owned by Spliethoff, the ship has a
70 • Canadian Sailings • March 22, 2021
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Atlantic Spirit was the ﬁrst oceangoing vessel of 2021 to cross the port of
Montreal’s downstream limit at Sorel
without a stopover on January 1. True to
a tradition dating back over 180 years,
Montreal Port Authority (MPA) is awarding the Gold-Headed Cane to her master,
Captain Oleksandr Popov.
Atlantic Spirit left the Port of Vlissingen in the Netherlands on December 18,
2020. Flying the ﬂag of the Marshall
Islands, this ABC Maritime shipping line
tanker was carrying a cargo of reﬁnery distillates (hydrocrack bottom) used as a
feedstock to produce lubricants, headed
for Vopak Terminals at Section 94 of the
port.
Ukranian-born Captain Popov has
served more than 30 years as master and
four years with ABC Maritime line. The
crossing, which was made in somewhat
rough weather with strong winds and at
times intense waves, took 14 days.
Due to the health restrictions in force

Photo: Montreal Port Authority

Atlantic Spirit awarded Montreal’s
Gold-Headed Cane

during the COVID-19 pandemic, the
Gold-Headed Cane engraved with the
name of the ﬁrst-arriving ship and her captain was awarded to him on the dock by
Port of Montreal Harbour Master Jean-

Francois Belzile. The traditional GoldHeaded Cane awarding ceremony where
the Montreal marine industry usually
gathers did not take place due to the pandemic.

Shipping industry to welcome lower emission,
methanol dual-fuel vessels
Waterfront Shipping Company Ltd. (WFS), a wholly owned
subsidiary of Methanex Corporation, has announced the addition
of eight new methanol dual-fuel vessels to its ﬂeet. These vessels
are part of the company’s ﬂeet renewal program which continuously replaces older vessels with newer more efﬁcient ones,
strengthening its commitment to safe, responsible and reliable
transport of cargo.
In partnership with Marinvest/Skagerack Invest (Marinvest), Nippon Yusen Kaisha (NYK), Meiji Shipping Co., Ltd. (Meiji
Shipping), KSS Line Ltd. and Mitsui O.S.K. Lines, Ltd. (MOL),
these vessels will add to WFS’s existing ﬂeet of 11 methanolfuelled ships, which have been recognized by the marine industry
for their use of clean-burning methanol as a lower emission fuel.
Having surpassed more than 90,000 combined operating hours,
the vessels have proven methanol as a viable marine fuel solution;
methanol is compliant with the most stringent emissions regulations without the need for exhaust gas after-treatment and meets
IMO Tier III NOx emissions standards. As a marine fuel,
methanol also reduces in-sector CO2 emissions by up to 15 per
cent when compared to conventional marine fuels.
“We are proud that approximately 60 per cent of our 30-ship
ﬂeet will be powered by lower emission, methanol-fuel technology upon delivery of this latest order,” said Paul Hexter, President,
Waterfront Shipping Ltd. “Having operated methanol-fuelled vessels for over four years now, we know that methanol is a practical,
cost-competitive and safe marine fuel for the commercial shipping
industry in the post-IMO 2020 marketplace. We are excited to be

expanding our methanol-fuelled ﬂeet with these new vessels that
beneﬁt from the latest technological advances to optimize engine
efﬁciency and performance.”
The eight, 49,999 deadweight tonne vessels will be built in
South Korea at Hyundai Mipo Dockyard and delivered to WFS
between 2021 and 2023. Designed with MAN second-generation
B&W ME-LGIM two-stroke dual-fuel engines, the vessels can run
on methanol or traditional marine fuels allowing for fuel ﬂexibility. In addition, methanol can be produced from renewable
sources offering a pathway to meet the IMO’s decarbonization
goals, without further investment or compatability issues with the
current dual-fuel engine technology.
Marinvest’s Chairman, Patrik Mossberg added, “Our ﬁrst
two methanol-powered ships were delivered in 2016, with an
additional two delivered in 2019. We have had exceptional performance from the vessels during their time in operation—both
in reliability and efﬁciency when running on methanol. As ship
owners, it is important that we, at Marinvest, spread awareness
across the industry of the success of methanol as a simple to
adopt, cost-competitive, future-proofed marine fuel.”
Methanol is one of the world’s most widely traded chemicals
and is readily available at almost 90 of the top 100 ports worldwide. As a liquid fuel, established bunkering infrastructure for
traditional marine fuels can easily be converted to use methanol.
According to the IMO, “methanol is estimated as the fourth most
signiﬁcant marine fuel used and is growing.” Waterfront Shipping’s addition of new methanol-fuelled vessels will support this
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growing global demand.
“MAN developed the ME-LGI engine concept in response to
interest from the shipping world to operate on alternatives to
heavy fuel oil,” said Thomas S Hansen, Head of Two-Stroke Promotion & Customer Support at MAN Energy Solutions. “The
ME-LGIM dual-fuel engine operates on methanol, heavy fuel oil
(HFO), marine diesel oil (MDO) or marine gas oil (MGO). When
operating on methanol, the engine uses HFO, MDO or MGO as
a pilot fuel, signiﬁcantly reducing emissions of NOx , SOx, CO2
and PM. Any operational switch between methanol and other
fuels is seamless.”
Waterfront Shipping, a wholly-owned subsidiary of
Methanex Corporation, is a global marine transportation company specializing in the safe, responsible and reliable transport of
bulk chemicals and clean petroleum products to major interna-

tional markets in North America, Asia Paciﬁc, Europe and Latin
America. Waterfront Shipping operates the world’s largest
methanol ocean tanker ﬂeet with vessels from 3,000 to 50,000
deadweight tonnes. Its ﬂeet of 30 modern, deep sea tankers forms
a seamless transportation network dedicated to keeping an uninterrupted ﬂow of methanol moving to storage terminals and
customers’ plant sites around the world. Methanex is a Vancouver-based, publicly-traded company and is the world’s largest
producer and supplier of methanol to major international markets.
Marinvest is a private shipping and investment group, part
owners and managers of product and chemical tankers. Holdings
include investments in tankers of about 80,000 dwt, chemical
tankers between 20,000 to 50,000 dwt, a developing coastal
shipping company and real estate.

CP to employ Ballard fuel cells in hydrogen
locomotive project

SHAUN STEVENSON

Canadian Paciﬁc will employ Ballard fuel cell modules in its
hydrogen locomotive program. The modules will provide a total
of 1.2 megawatts of electricity to power the locomotive. “With
this purchase from Ballard, a leader in the hydrogen fuel cell
industry, CP further demonstrates its commitment to developing
the next generation of locomotive – one that produces zero emissions,” said CP President and CEO Keith Creel. “How we power
our trains matters to our customers, employees, shareholders and
to the communities we operate in. This technology holds the possibility of eliminating emissions from freight train operations,
which already represent the most efﬁcient method of moving
goods over land.”
Through its hydrogen locomotive program, CP will develop
North America’s ﬁrst hydrogen-powered line-haul freight locomotive by retroﬁtting a formerly diesel-powered locomotive with
Ballard hydrogen fuel cells. The fuel cells will work with battery
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technology to power the locomotive’s electric traction motors.
Once operational, CP will conduct rail service trials and qualiﬁcation testing to evaluate the technology’s readiness for the
freight-rail sector. Ballard plans to deliver six of its 200-kilowatt
fuel cell modules to CP in 2021. Ballard will provide support to
enable integration of the modules into the locomotive.
Randy MacEwen, Ballard President and CEO, noted, “CP’s
hydrogen locomotive program will develop North America’s ﬁrst
hydrogen and fuel cell-powered line-haul freight locomotive. In
addition to Ballard’s work focused on powering commuter trains
in Europe and urban trams in China, CP’s hydrogen locomotive
program in North America underscores the strong ﬁt for zeroemission fuel cells to power heavy- and medium-duty motive
applications, including trains, for which it is otherwise difﬁcult to
abate emissions.”
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Ballard signs MOU with Global Energy Ventures for
development of fuel cell-powered ship
Ballard Power Systems announced
that it has signed a non-binding Memorandum of Understanding with Global
Energy Ventures (GEV), an Australian
provider of integrated compressed shipping solutions for the transportation of
energy to regional markets, for the
development of a new fuel cell-powered
ship, called C-H2 Ship, designed to
transport compressed green hydrogen.
The power required for a smallscale demonstration of the C-H2 Ship is
expected to be under 10 megawatts
(MW). At full scale, the C-H2 Ship will
have a propulsion power requirement of
approximately 26MW, and a containment system for storage of 2,000 tons of
compressed green hydrogen.
GEV will be responsible for design
approvals, development, financing, and
operation of C-H2 Ship, along with integration of the required power system.
Ballard will be responsible for design of
the fuel cell system for the C-H2 Ship,
and will assist GEV with integration of
the fuel cell system into the vessel’s
design. Ballard’s FCwaveTM system will
obtain its hydrogen fuel from the compressed green hydrogen stored onboard
and transported by the vessel.
Martin Carolan, GEV’s Executive

Artist rendering of Global Energy Ventures’ fuel cell-powered C-H2 Ship,
to be powered by a Ballard system as it transports compressed
green hydrogen

Director said, “This MOU is a significant
step in our development of the Company’s C-H2 Ship, with hydrogen fuel
cells now at the forefront of zero-emission technologies for shipping. We look
forward to working with Ballard on the
development of the C-H2 Ship’s fuel cell
system and power requirements in line

with our development program for a
compressed shipping solution for hydrogen marine transport at scale.”
Ballard zero-emission PEM fuel
cells are enabling electrification of
mobility, including buses, commercial
trucks, trains, marine vessels, passenger
cars and forklift trucks.

Ports of Trois-Rivières and Montreal collaborate
on further initiatives
Further to the Cooperation Agreement signed at the end of
2018 aimed at improving their respective and/or common port
services, the Port Authorities of Montreal and Trois-Rivières have
announced the rollout of three projects that will improve marine
operations at both ports, namely the implementation of a common
extranet portal to manage ship arrivals, the standardization of practices and procedures, and the implementation of a single security
access control system (Port Pass) for workers and visitors.
The marine operations teams of Montreal Port Authority
(MPA) and Trois-Rivières Port Authority (TRPA) have jointly developed an IT solution to standardize messages and pre-arrival
notiﬁcation forms (PANs), providing greater simplicity and efﬁciency for ship owners and crews calling at both ports. This
solution is currently being pilot-tested with shipping agencies in
both regions and will be deployed to all port clients in the coming
months. The new fully automated common portal, custom-developed by the MPA and TRPA teams, will give clients, shipowners
and crews of both ports an effective tool to document a personalized proﬁle, apply for port services and integrate data related to
vessel pre-arrival procedures, which is a mandatory procedure in

Canadian port waters. Watch this video about the common ship
arrival portal, dubbed PAN: https://youtu.be/RCy75XPEb_A.
In addition to this portal project, the Port Authorities also
managed to standardize the content of their Practices and Procedures, simplify the information transmitted to shipping partners
calling at the two ports and establish a commonality in their operating rules.
The same approach to simpliﬁcation and operational efﬁciency is behind the upcoming project for a common Port Pass: a
single process to securely access port facilities in Montreal and
Trois-Rivières. This project will be developed over the next few
months.
“The exemplary collaboration between our two teams is producing results that beneﬁt clients and crews calling at the ports of
Montreal and Trois-Rivières,” said Sylvie Vachon, President and
CEO of Montreal Port Authority. “The results of this promising
teamwork contribute effectively to our innovative and sustainable
common vision to make the St. Lawrence River system even more
efﬁcient and competitive,” added Gaétan Boivin, President and
CEO of Trois-Rivières Port Authority.
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Government of Quebec grants $55 million in
support of Contrecœur container terminal project
The government of Quebec has
announced $55 million in ﬁnancial assistance to Montreal Port Authority (MPA)
in support of its container terminal project
in Contrecœur. Montreal Port President
and CEO Martin Imbleau welcomed the
announcement and commented: “The
Government of Quebec’s backing is an
important signal for the Port and reﬂects a
shared commitment to provide local businesses with a highly efﬁcient supply
chain.”
“I am very proud to announce the
conﬁrmation of the Quebec government’s
ﬁnancial participation in the Contrecœur
project, an important step in the development of port activities in the metropolitan
region. The Contrecœur terminal will
increase the competitiveness of our St.
Lawrence River thanks to modern port
infrastructures. This project is in synergy
with our vision of developing the St.
Lawrence River into an efﬁcient economic
corridor,” said Minister of Transport and
Minister Responsible for the Metropolis
and the Montreal Region, Chantal
Rouleau. While this support remains con-

ditional on obtaining the required authorizations, this funding will be used to carry
out the start-up phase of the development
project, making it possible to undertake
site preparation and earthworks, among
other things, and to build a visual and
sound barrier. Port of Montreal’s expansion in Contrecœur is expected to lead to
the creation of 5,000 jobs during con-

struction and 1,000 jobs during its operation. The project will make it possible to
increase container handling capacity
while building on the ecosystem of 6,300
transportation and logistics businesses as
well as the existing critical mass in
Greater Montreal to further the growth
that began more than 50 years ago.

CargoM marks the retirement of its Board Chair and
founding member Sylvie Vachon
The Logistics and Transportation
Metropolitan Cluster of Montreal,
CargoM, is marking the retirement of
Ms. Sylvie Vachon, Chair of its Board of
Directors and a founding member. At its
last meeting, the Board of Directors
elected Ms. Madeleine Paquin, President
and CEO of Logistec Corporation, as its
new Chair.
Ms. Vachon successfully united the
transportation and logistics sector around
common projects to improve industry
efﬁency, building on proper identiﬁcation
of the strengths, opportunities, challenges
and issues facing the industry. Reaching
consensus on the main actions to be
taken required a ﬁgure with leadership,
such as Ms. Vachon, who could rally the
commitment of private companies, associations, sectoral committees and
university and educational centres.
“I would like to take this opportunity to congratulate Ms. Vachon for
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spearheading the CargoM initiative.
Under her leadership, we pulled together
a somewhat fragmented industry to work
on developing a more competitive, intelligent and service-oriented supply chain.
This fostered innovation and the development of a collaborative approach,
providing us with the agility and
resilience we need to survive in today’s
world. We can unequivocally state that
we have created tremendous value with
Mathieu and his team through CargoM
as we face complex logistical challenges.
We are now a model of success,
renowned across Canada and even in
Europe. In my opinion, CargoM perfectly
illustrates the culmination of a vision,
resulting in coherent projects that make
concrete measures possible,” said
Madeleine Paquin, President and CEO of
Logistec Corporation and Chair of the
Board of Directors of CargoM.

SYLVIE VACHON
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MSC Mediterranean Shipping’s new CEO
MSC Mediterranean Shipping
Company, one of the world’s largest
transportation and logistics companies, announced that Soren Toft
started in his new role as Chief Executive Ofﬁcer on 2 December 2020.
Toft will report directly to Diego
Aponte, MSC Group President, and
Gianluigi Aponte, Founder and MSC
Group Chairman.
In his role as CEO, Soren Toft
will oversee MSC’s global cargo businesses including ocean liner and
logistics. He will also be a member of
the Board of Directors of Terminal
Investment Ltd (TiL), the terminals
business which is majority-owned by
MSC.
Toft joins MSC from Maersk,
where he served as Chief Operating
Ofﬁcer since 2013 and later as a
Member of the Executive Board. His
impressive long-standing career in
shipping over more than two decades
and extensive experience in leader-

ship roles will bring signiﬁcant value
to MSC’s cargo businesses, building
on the company’s existing strengths
and boosting its development plans
even further.
Commenting on the new CEO’s
arrival, Diego Aponte said: “With his
twenty-ﬁve years of experience in
leadership roles at Maersk, and his
comprehensive understanding of the
future of the container shipping
supply chain, Soren is the ideal match
to help lead MSC into the future at
the helm of our family company,
building on the strategy which has
made MSC such a growing success
these past ﬁve decades.”
Toft added: “I am very excited
and humbled by the opportunity
given to me by the Aponte family.
Helping to preserve the MSC DNA
and lead such a successful company
into the future is a great honour and a
privilege for me.”

SOREN TOFT

Frank Vanelli, Logistec’s VP Commercial
and Business Development, retiring

FRANK VANELLI

Logistec Stevedoring Inc. has
announced that Senior Vice-President,
Commercial and Business Development, Frank Vannelli, has retired
on February 19, 2021. Mr. Vannelli
joined Logistec in 2007, bringing with
him more than 25 years of experience
in the maritime and international trade
sectors. He oversaw all of Logistec’s
sales and marketing efforts in North
America and was instrumental in identifying many new growth opportunities
for the company.
“As a key member of our leadership team, Frank has always been
known for his professionalism and for
building strong relationships with our
customers,” said Madeleine Paquin,
Logistec’s President and CEO. “His
dedication to ensuring the success of
our customers in their markets and to
elevating Logistec’s brand in the industry has had a huge positive impact on
our company. I am deeply grateful for
the signiﬁcant contribution he has

made.”
Prior to joining Logistec, Mr. Vannelli began his career with Cast
Containers in Montréal and with Montréal Port Authority, transitioning into
several vice-presidencies in Montréal, New York and Philadelphia with
Hamburg-Süd North America. “Frank’s
contribution to Logistec has been signiﬁcant and meaningful. Frank stood
out as a supportive leader, known for
his authentic values, who leaves
behind a strong team that is well positioned to meet our customers’ needs.
Building on his legacy, agility and
resilience will be at the forefront of
Logistec’s strategy to support our customers through the coming economic
recovery,” said Rodney Corrigan, President of Logistec.
Following his retirement, Vanelli
is planning to remain active in the
industry by providing maritime consulting services under the name
Van-Maritime LLC.
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The U.S. Department of Transportation’s Federal Railroad
Administration (FRA) issued a ﬁnal rule, extending the amount of
time freight rail equipment can be left off-air (meaning parked
with its air brake system depressurized) before requiring a new
brake inspection, which is expected to reduce the number of
idling locomotives. The ﬁnal rule incorporates longstanding
waivers for brake inspections, tests and equipment, while clarifying existing regulations and removing outdated provisions. These
revisions contemporize Brake System Safety requirements by
incorporating safer, newer technologies, reduce unnecessary costs
and increase consistency between U.S. and Canadian regulations.
“Incorporating technologies and safety practices, this ﬁnal
rule improves freight rail efﬁciency and will make our freight rail
system competitive for the future,” said FRA Administrator
Ronald L. Batory. “Issuing waivers permitting railroads to test
these practices gave us an opportunity to verify the safety beneﬁts.
Modernization no longer has to happen by waiver; it’s permanent,
and the economic impact to freight rail couldn’t come at a more
pressing time.”
Canada has allowed trains to be off air for 24 hours since
2008, and Canada’s operational safety data support FRA’s decision. FRA’s ﬁnal rule permits trains to be off air for as long as 24
hours, bringing the U.S. in line with Canadian regulations.
With this change, FRA estimates the industry will perform
110,000 fewer Class I brake inspections annually. The change
reduces the cost and time needed for inspections while permitting
more ﬂexibility to turn off locomotives, which is expected to
result in fewer locomotives idling in rail yards. FRA will continue
to require a Class III brake inspection when adding freight cars to
trains.
The ﬁnal rule incorporates new technology to test brakes on
each freight car, permitting two types of automated tests for individual freight cars. “In the more than four years since FRA began
issuing waivers for this procedure, we’ve seen it used on more
than 800,000 rail cars and have observed remarkable safety
improvements,” Batory added.
Cars tested with an automated single car test device showed
an 18 per cent reduction in repeat freight car brake failures. Cars
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Federal Railroad Administration modernizes
brake safety standards

tested with the four pressure method showed a 58 per cent reduction in repeat freight car brake failures. These demonstrated
improvements permit FRA to increase the testing intervals for
freight cars from one year to 24- or 48-month intervals, depending on the automated test method a railroad uses.
FRA is also changing the required height for end-of-train
(EOT) marking device displays, reducing it from 48 inches to 40
inches above the top of the rail. This change will permit the manufacture and use of smaller and lighter EOT devices, making them
easier and safer for rail workers to carry.
“Issuing test waivers allows our teams to set conditions for
railroads to try new technologies,” Batory said. “We only approve
waiver requests when we’re certain the changes maintain or
improve safety. We’re conﬁdent that the changes outlined in this
ﬁnal rule will meet or exceed current safety standards while
saving the industry money.”

Federal Railroad Administration announces full
implementation of Positive Train Control
The U.S. Federal Railroad Administration (FRA)
announced that positive train control (PTC) technology is in
operation on all 57,536 required freight and passenger railroad
route miles, prior to the statutory deadline of December 31,
2020, set by Congress. In addition, as required, FRA has certified that each host railroad’s PTC system complies with the
technical requirements for PTC systems. Furthermore, railroads have reported that interoperability has been achieved
between each applicable host and tenant railroad that operates
on PTC-governed main lines. PTC systems are designed to prevent train-to-train collisions, over-speed derailments, incursions
into established work zones, and movements of trains through
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switches left in the wrong position.
The Rail Safety Improvement Act of 2008 (RSIA) mandated the implementation of PTC systems on Class I railroads’
main lines over which five million or more gross tons of annual
traffic and certain hazardous materials are transported, and on
any main lines over which intercity or commuter rail passenger
transportation is regularly provided. RSIA and FRA’s implementing regulations also require PTC systems to be
interoperable, meaning that the locomotives of host and tenant
railroads operating on the same main line must communicate
with and respond to the PTC system, including during uninterrupted movements over property boundaries.
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Launch of the Lean & Green pilot project in Quebec
At an initial workshop held at the port of Montreal with more
than 45 participants in February 2020, the European Lean & Green
certiﬁcation program made its debut in Montreal. CargoM has now
decided to implement the certiﬁcation program starting in 2021,
teaming up with its Belgian partner, Logistics in Wallonia (LiW).
LiW has already implemented this green certiﬁcation with more
than 500 European companies since 2014. To help defray the cost
of the rollout, CargoM will receive a grant from the Ministry of
International Relations and La Francophonie.

Lean & Green certification
Initiated in 2008 in the Netherlands, the Lean & Green program aims to support logistics and transport companies as they cut
their CO2 emissions by at least 20 per cent over no more than ﬁve
years. To achieve this, a simple methodology has been developed.
After conducting an assessment of emissions from transport and
logistics, the participating company deﬁnes a Lean & Green action
plan. The plan must cover at least 50 per cent of the participant’s
emissions. It then chooses a reference unit (tonne-kilometre, ﬂoor
metre, pallet, etc.) to properly calculate CO2 emissions and, most

importantly, factor in how its activities develop and grow.
To assess efforts already undertaken before joining the program, the company can determine a reference year before the year
it joins Lean & Green. A crucial issue for the company is to have the
necessary data to anchor the action plan in day-to-day business
operations. This will ensure that the ﬁnal result is assessed from
both an environmental and an economic point of view.
Following its launch in the Netherlands, the program was
extended to Belgium, Germany, Luxembourg, Spain and the Czech
Republic. Fourteen countries are now participating in this certiﬁcation, and more than 550 companies are involved in the
development of more sustainable logistics, including shippers,
trucking companies, port terminals, ports, barges, airports and
cargo airlines.
To facilitate implementation, CargoM will join forces with
Quebec partners such as InnovLOG - Institut d’innovation en logistique du Québec and Green Marine. CargoM also intends to work
with other members of Greater Montreal’s supply chain while the
pilot project is getting underway. Interested readers should express
their interest by emailing CargoM at alombard@cargo-montreal.ca

QSL, a leading Quebec-based company specializing in port terminal
operations, stevedoring, marine services
and transport, has acquired Empire Stevedoring Co. Ltd. of Montreal. This merger
between two prominent Quebec maritime
industry players will allow QSL to round
out the range of services it offers by adding
the extensive container handling expertise
developed by Empire Stevedoring and
increasing its geographic footprint in the
Canadian and US markets. Having operated in Chicago for more than 15 years,
QSL made inroads into the Gulf of Mexico
market last year by acquiring facilities in
Houston, Texas. Empire Stevedoring also
operates in Houston, and in New Orleans,
Louisiana, in addition to maintaining a
strong presence in Montreal, the Great
Lakes and the Atlantic provinces.
Founded in Montreal in 1931, Empire
Stevedoring is a 4th generation family business. The history between the two
companies goes back to 1980 when QSL
founder Denis Dupuis approached Empire
Stevedoring’s owner, the Chodos family, to
partner in acquiring facilities in a dozen
ports, which resulted in the Chodos family
securing an ownership position in QSL.
Andrew Chodos will remain President & CEO of the Empire Stevedoring
subsidiary which will keep its name.
Robert Bellisle, President and CEO of
QSL, commented “In addition to increasing our presence in the US, this
transaction, subject to regulatory
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QSL acquires Empire Stevedoring

approvals, will allow QSL to become the
only port terminal operator and stevedore
to have such a signiﬁcant presence in both
Port of Quebec and Port of Montreal. This
alliance offers promising new prospects for
the future not only for the maritime industry but also for the economy of Quebec.
For QSL, it represents a signiﬁcant increase
in its presence in the containership market
with its considerable potential for the
industry’s future. Quebec has all of the
expertise needed to become a leader in
this market segment.”
Andrew Chodos, President and CEO
of Empire Stevedoring added the follow-

ing: “My grandfather, Sam Chodos, an
immigrant from Eastern Europe, built
Empire Stevedoring one client at a time.
His sense of innovation enabled him to
stand out from the competition. My father,
Ted, became head of the company in 1975
and expanded it signiﬁcantly. I took over
when my father passed away and sought
to maintain this spirit of excellence and
innovation. It is not easy for me to turn
this page in my family’s history, but I know
that Mr. Bellisle and his team will take my
grandfather’s dream even further. I will
support QSL in this new chapter so that it
becomes a logistics chain leader.”
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Advertorial

A new reach truck for Montreal’s GT Group
A brand new Meclift reach truck arrived in Montreal
recently, destined for GT Group’s East End Terminal. ”All of us at
GT Group have been looking forward to the warehouse expansion that will allow us to handle greater volumes of heavier cargo.
To help us achieve this goal we have been looking for equipment
that will unload heavier cargo more quickly, and we believe that
we have found this equipment in the Meclift”, says Danny Terrigno, the company’s President.
GT Group, founded in 1978, is a leader in the North American container industry. With terminals in Montreal and Toronto,
GT Group offers container transportation, repair, modiﬁcations,
leasing, storage, warehousing and cross-dock services to customers in Canada and the United States. Meclift’s multipurpose
products are utilized in container ports, harbours, airports, railroads, road transport and other applications where heavy loads
are handled, such as steel, aluminium, stone, and military hardware.
Meclift is a Finnish company with roots as far back as in the
year 1981. Since 1993 the company has been manufacturing and
selling Meclift reach trucks and manufactures vehicles with lifting
capacities from 16 to 50 tonnes for logistical as well as industrial
applications.
Meclift has very high quality standards for its products,
which suits Finns as they are used to making products according
to the highest possible quality standards. ”Our products save time
and money for our customers, who trust the brand and rely on
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the expectation that their machinery will always perform the
tasks they face every day. In addition, Meclift equipment will
serve their users for years to come,” asserts Mr. Kalliomäki, the
company’s President and CEO.
Meclift trucks are sold on all continents, and the company is
represented in more than 30 countries. Aiming to double its sales
volume in 2021, the year started on an encouraging note with the
sale of an 18 ton machine to a customer in Brazil, the sale of two
massive 42 ton machines to a customer in Bangladesh, and the
sale of an ML1812R Variable Reach Truck to GT Group of Montreal. This machine has an 18 ton lifting capacity, even though the
machine is small in size, as a result of which the truck ﬁts into a
maritime container, as do all of Meclift’s machines.
Meclifts are built to last, and are designed smart, with accessories available to turn the machine into a multi-purpose
workhorse. For example, lifting forks are available to handle coils
of metal, pliers for side loading steel rolls, a lifting beam for loading long items into containers, and air cargo forks on rollers and
with double forks. “We have created solutions for the metals
industry, such as attachments for handling coils, rods, sheets and
pipes. In logistics, versatile attachments, such as double forks systems, air cargo pallet forks, coil rams and clamps, are designed for
a wide range of applications.
Danny Terrigno President of GT Group said “We have been
serving industry for over 40 years and are constantly looking for
ways to increase our efﬁciency. With this increased efﬁciency we
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are able to offer our customers warehouse
and trans-loading options that are not
being offered by our competitors at a price
that cannot be matched”. “We are proud
to be the ﬁrst company in Canada to purchase this new product and are sincerely
grateful to Meclift for making a product
that will allow us to continue being the
industry leader in cargo handling.”
Janne Kalliomäki noted that the company’s next innovation will be to enable
the Meclifts with remote diagnostic capability to make servicing the ﬂeet more
efﬁcient. Next will be an e-Meclift, an
electrically powered variable reach truck.
“While we are still a small producer, we
can more easily adapt production to new

ideas”, said Mr. Kalliomäki. For more
information: Janne Kalliomäki, CEO,
Meclift (janne.kalliomaki@meclift.ﬁ).
Danny Terrigno, President , GT Group,
(DannyT@gtgroupinc.com). Web site

Lessons learnt over 100 years
BY GUY M. TOMBS

Heavylift vessel carrying the HMCS Chicoutimi arriving in Halifax from
Scotland: charter award to Ridgeway International
Guy Tombs Limited’s ﬁrst day of business was December 1, 1921. We were
from our inception international freight
forwarders. The company was founded by
my grandfather, Guy Tombs (1877-1974),
who was then 44. I will recount several
formative experiences from the company’s
early years, as I can see important lessons
learnt in their telling.
After I joined Guy Tombs Limited in
1978, I was invited to lunch by James
Thom, then President of Montreal Shipping. He was a respected leader in the
industry and a highly intelligent and cultured man. I was new to international
freight forwarding, having returned from
overseas after several years teaching in
Nigeria and then studying in England. He

must have heard there was a new ‘Guy
Tombs’ at the company. Perhaps Mr Thom
wanted to size me up. During that enjoyable lunch, he told me that he, as a young
man, had been the person at Montreal
Shipping who made the phone calls to
Guy Tombs Limited in the summer of
1945, enabling us to become the Canadian shipping agents for UNRRA, the
United Nations Relief and Rehabilitation
Administration, managed from Washington. Montship had a strong connection
with UNRRA in Washington, and they
were, and are, agents for many important
vessel owners. UNRRA was effectively
seeking a well-placed Canadian freight forwarder. I had not known of this
background prior to our lunch, and

https://meclift.ﬁ/media. See videos on
https://www.youtube.com/channel/UC
MxV797PE3C2DjnkHq5AJvw
and
https://meclift.ﬁ/ www.gtgroupinc.com

expressed my gratitude to James Thom.
Guy Tombs Limited accepted this
huge unsolicited mandate in 1945 and
went on to coordinate over 250 vessels
chartered by UNRRA with relief cargoes
from Canada to devastated countries all
over the world: to China, Greece,
Ukraine, Poland and many others. At the
time it was the largest peacetime shipping
operation in history. The company
engaged new staff and opened a special
department that ran until 1948. We managed the movement to seaboard, generally
by rail, the reception of cargoes at both
east and west coast ports, and oversaw the
loading of vessels and shipping documentation. We liaised with suppliers in
Canada, the Government in Ottawa,
Canadian Commercial Corporation,
UNRRA in Washington and overseas
receivers, as well as the ocean carriers,
ports, rail carriers, and stevedores. It was a
massive undertaking. Large consignments
of horses, heifers, bulls, horsemeat, grain,
ﬂour, Canadian army trucks, diesel generators, agricultural implements, railway ties,
ammonium nitrate in bags, ﬁshing boats
and ﬁsh nets, in large volumes, were some
of the many relief cargoes shipped. The
Marshall Plan took over after UNRRA shipments ended and our International Relief
Division then closed. This helps explain
the history behind the memorable lunch
with Mr Thom of many years ago.

Lesson one: It is important to have
trusted friends in the industry and
you never know what might
happen.
Not long after that, I was at a
Mariners’ House of Montreal event at the
Port and was told that, many years previously, my grandfather had raised hundreds
of thousands of dollars for the Montreal
Sailors’ Institute, a predecessor organizaMarch 22, 2021 • Canadian Sailings • 79
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tion. I also learnt he had been President of
the Montreal Trafﬁc Club and later headed
the Canadian Industrial Trafﬁc League. He
was on the Board of Directors of the Montreal YMCA which in 1926 set up Sir
George Williams College. It later
expanded, merging with Loyola College,
and is now Concordia University. He is
named in the preamble to the University’s
Charter, viewable on Concordia’s website.
As a young man he had greatly beneﬁted
from evening courses in shorthand and
other subjects given by the YMCA.

Lesson two: Serve your community.
Guy Tombs was 75 years older than
me. When he died, I was 22. I was his
‘namesake’, as he often repeated in my
childhood. Naturally I wished to understand his life. When I ﬁrst joined the
company, a company that also bore my
name, the challenge of understanding
myself was evidently linked with who he
was, and how he saw himself.
In a speech he gave in 1948 in Kitchener before the Canadian Exporters’
Association, he said that when the company began as a freight forwarder, “there
was only one other forwarder in Montreal.
He and his brother specialized in apples
from Ontario and Virginia, also cheese
from central Ontario.”

Lesson three: Understand your
roots and who you are.
Guy Tombs was born near Lachute,
ﬁfty miles northwest of Montreal. His
family sailed to Montreal when he was
three and they moved into a basement ﬂat
on Richmond Square. As he grew older,
his proud mother walked him up to Erskine Presbyterian Church on what was
then Dominion Square each Sunday,
wanting to give him the advantages of
belonging to that parish.
In 1892, when the young man was
14, his father pulled him out of Montreal
High School, then on Peel Street, and
(after a last summer working on relatives’
farms in Lachute) sent him to work as a
messenger at the Canadian Paciﬁc Railway’s Foreign Freight Ofﬁce in Old
Montreal, to help support the family. The
young man brought home $8.00 each
month, and soon rose to Junior Import
Clerk. He was so dynamic that his colleagues at the CPR nicknamed him ‘the
Young Van Horne’ after William Van
Horne, who had become President in
1888.
How did he work his way up from a
childhood in modest circumstances – to
having such wide and powerful contacts
in Industry and Government, in Canada,
the USA, and overseas by his 30s? From
1895 to 1919 he progressed from CPR
through various service and sales positions
80 • Canadian Sailings • March 22, 2021

The staff of Guy Tombs Limited in 1921 with Guy Tombs on the right
with other railways, in St Hyacinthe, Montréal and Québec City. He worked for the
United Counties, Central Vermont, Great
Northern, and ‘Canadian Northern,
Quebec and Lake St John’, the last two of
which in 1919 formed part of Canadian
National Railways. He also gained maritime experience with Canadian Northern
Steamships / Royal Line during this time.
Over twenty-ﬁve years he developed close
relationships with many Canadian pulp
and paper mills and Hydro-electric plants,
then opening, rapidly expanding and very
reliant on rail and inland water transport
and ocean vessels to meet their shipping
needs. By 1919 he was at Canadian
National Railways, as Assistant Freight
Trafﬁc Manager. The CNR was formed by
the Canadian Government January 1 of
that year, amalgamating many railways in
ﬁnancial difﬁculty.

Lesson four: Build broad business
contacts and remember them.
Guy Tombs was enticed away from
Canadian National in July 1919 by the
head of the Canadian Export Paper Company, to form its Trafﬁc Department and be
its General Trafﬁc Manager. This was a
trading company which had been set up
by the major pulp and paper mills in
Québec and Ontario to increase their collective export sales. Their members saw
strong rail and water transport, negotiating
and operational skills as essential to their
export success. He built up a staff of fourteen and the Trafﬁc Department managed
the export shipping needs of all the mills,
in diverse ways. However, in 1921 several
mills pulled out of the Canadian Export
Paper Company and it was decided to
close the Trafﬁc Department, and transfer

all this shipping activity to a separate new
ﬁrm, to be called Guy Tombs Limited. The
formulae for charging fees for trafﬁc services rendered by the company would be
negotiated with each mill separately based
on annual contracts with Guy Tombs Limited. These were initially personal
contracts guaranteed by Guy Tombs himself, and in fact the ﬁrst shareholders of the
company were Guy Tombs and the paper
mills. The company was designed from its
inception as a pulp and paper organization.

Lesson five: We make our own luck.
The company began in a strong position, with a full order book and excellent
client list, and conﬁdently broadened into
some other markets, such as coal, clay, and
what we now call general freight. The
base revenue was an annual ﬁxed fee with
each mill, not determined by tonnage
shipped, for a package of services, such as
overseeing loading and unloading cargoes,
shipping documentation, car tracing,
freight bill auditing, even accompanying
special newsprint trains and purchasing
fuel in the United Kingdom. With some
clients a commission of 5¢ per ton on
cargo booked was also part of the compensation.

Lesson six: Pricing is key to
retaining good clients but it needs
to be remunerative.
By 1923 he was off to London to
build the company’s connections with
diverse shipping ﬁrms. There is a big ﬁle of
early correspondence between owners of
paper mills and my grandfather which
becomes increasingly dramatic and, yes,
desperate. As the 1920s progressed some
mill owners cancelled their annual con-
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tracts and others insisted on large fee reductions. As the thirties
began, and the Depression hit, a number of Québec mills went
bankrupt, and unforeseen losses were experienced. Company
salaries were reduced, and cash ﬂow was strained. At the same
time, US railroads were trying to substantially increase their freight
rates, hitting Canadian mills shipping to the US very hard. Guy
Tombs then spearheaded a major initiative on behalf of all the Eastern Canadian mills, at its heart as a mission to save them, to
protect their rail tariffs, which he had personally negotiated many
years previously. In 1928-1932 he spent many months testifying
before the Interstate Commerce Commission in Watertown, NY,
and Washington, and before the Board of Railway Commissioners
for Canada in Ottawa. He was the acknowledged master of rail tariffs for the paper industry. In 1932 a partly successful settlement
was reached.

Lesson seven: Fight hard for your clients and some will
remember you.
The company has always worked with the same chartered
bank. This has been an invaluable relationship. Our darkest days
were during the Great Depression. During this time, Guy Tombs
wrote, “The Company actually continued to service some large
industries for little or no remuneration.”

Lesson eight: Know your bank and let your bank know
you.
My grandfather wrote well and could be very funny. He gave
a delightful talk to the St James Literary Society in 1932 entitled
The Harbour of Montreal, recounting its history and also promoting ‘the St Lawrence Waterway’ of the future, later named the St
Lawrence Seaway, which opened in 1959.
He wrote a book in 1943 in French and English celebrating
the centenary of the Chambly Canal, which the company
employed from 1938 with its seven motor-vessels, constructed by
Davie Shipbuilding at Lauzon, Québec, to transport newsprint
principally from Donnaconna, Québec to New York City – and to
move general freight northbound. He called this the “all-water
link between New York and Montreal”, and the Lake Champlain
Waterway. I well remember when Hal Banks, an American with
unsavoury connections, brought in the Seafarers International
Union during the early sixties, and the motor-vessels were no
longer viable, and the Québec to New York service shut down. In
pondering his words, I have been staggered by his early ingenuity
in thinking through and investing in alternate modes of transport,
all-water or rail or a combination, all to serve the client, and at risk
to the company. Imagine shipping newsprint via ‘old wooden tow
barges’ from Québec to New York City in the 20’s and 30’s.
He read Scruton on Charter Parties, a foundational text on
vessel chartering. He wrote and spoke widely on ‘the Freight Forwarder’ and ‘the Industrial Trafﬁc Manager’.

Lesson nine: Keep re-thinking the best mode of
transport and best routing.
I have since I was 20 worn a ring with his unique initials-signature embossed on its face. This signature is a distinctive, ﬂorid
G over T. He signed many documents in this way – it was unique,
conﬁdent and caught the eye. On the inside band of the ring,
hidden from view, there are the words: From the C.N.R.Ladies
The ring was evidently given to him by a group of admirers at
Canadian National. I know no more.
The company has in 100 years taken its share of hits. We
have also had stellar years. The hits, if you learn from them,
strengthen you. Tough times can expand your vision of the possibilities. International freight forwarding is now much more of a
niche business than it was when we began. It is not a virtue to say
you are a generalist: specialized knowledge and experience are key
to commercial success in today’s market. How then do we get the

ideas for where we must lead our companies in the future? Copying others is not a good plan. It comes down to regularly
re-thinking and re-discussing strategic options in detail, and, once
decided upon, executing them well.

Lesson ten: Think big. Sweat the small stuff.
Over this century we have worked with innumerable interesting and talented people, as colleagues, clients, agents, and
vendors. Talented staff have left us. I think of D.B. Gillespie, Manager of the Overseas Department until 1947, and others. While
we have been commercially driven, the company has the ethos of
ﬁnding a ‘middle ground’, between people, between ﬁrms, as we
are after all intermediaries. Leadership, intuition and vision help us
understand what that middle ground can be. How to best engage
with and disengage from people commercially is part of the art of
navigating a business, learnt over time. It can take years to read
the signs, both good and bad. Thanking people is very important.
Never assume entitlement is fundamental. We must earn our keep
and what this means is ever-changing. Calling people out when
there is a problem can take courage and can require deep thought.
Timing is key. Looking people in the eye. My grandfather teaches
me that the qualities of the person, even more than their professional knowledge and skill, are the basis of the person’s identity
each working day. The intangible often supersedes the contractual.
Pursue your dream.
Since the forties we have had countless adventures: securing
multiple CIDA vessel charters and dominating the scrap metal
market in the 60’s and 70’s, coping with a generational change in
the 80’s. We pivoted into the defence sector in the 90’s, opening
a Canadian subsidiary as part of the Ridgeway International
Group. Ridgeway International USA began operations in 2005 in
Plattsburgh, NY. We have undertaken project and over-sized cargo
movements of dazzling complexity. To face strong competition
especially from multinational forwarders, we joined globally linked
networks. We continually strive to beneﬁt from the latest ideas
and training. Our talented team works closely with so many
remarkable clients and partners in Canada, the US and around the
world, with the beneﬁt of great experience and balanced judgement.
The company meets its centenary with our identity at its
core, fundamentally just as we began, as our founder said: “The
ability to knuckle down and to persevere is an absolute necessity
through life.” Yes, it is: have long-term goals, be relentless, work
hard, and speak to people with grace and good humour.
(Guy M. Tombs, is President of Guy Tombs Limited,
a Montréal international freight forwarder and
shipbroker, founded in 1921)
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OPINION

Sooner or later this will all end.
How it will end is our choice
BY THEO VAN DE KLETERSTEEG
Our federal government, our
provinces and our municipal governments
have never owed more than they do
today. On top of that, consumers owe
near-record amounts of consumer debt,
and record amounts of mortgage debts.
There are some who would have you
believe that record debt levels are simply
the “new normal”, that they are nothing
to be concerned about. This is like the
“greens” saying that oil is bad, and the
sooner we get rid of it, the better. Right!
Of course, government debt is nothing new. Except that we have never seen
anything like it in Canadian history. We
have never seen such huge indebtedness,
and we have never seen this level of
public apathy about the dangers of carrying irresponsibly high levels of debt.
By and large, government debt represents an accumulation of government
budget deﬁcits. Just like household
ﬁnances, when you spend more than you
take in, you’ll end up borrowing more and
more to pay for your house, your car, your
Starbucks coffee, and everything in
between. Canadian love to spend money
they don’t have, so it’s no surprise that citizens owe near-record levels of debt. And,
regrettably, Canadian governments of all
stripes and colours love to spend too,
especially during the past few years, and
at no time more than in 2020.
At the tail end of the 1960s, government debt levels were very low, after the
economy had enjoyed two decades of
record economic expansion. The future
looked bright, and this was the time that
most of today’s social programmes were
introduced. But, what politicians did not
consider was that while the good times
might not last forever, the obligation to
continue those social programmes, once
implemented, was irretractable. This
resulted in two major shifts in attitudes.
Citizens who had previously been relatively conservative, knowing that one
needed to save for “rainy days”, no longer
felt compelled to do so – after all, if government provided “safety nets”, what was
the point of individuals saving their
money instead of spending it? And so the
consumer economy was born. As many
industries found themselves unable to
meet international competition, and
closed up shop, the consumer stepped in
82 • Canadian Sailings • March 22, 2021

to buy houses, cars, white goods, furniture, etc., aided by the Bank of Canada,
the banks, and credit card companies. In
the process, consumer lending became
one of Canada’s most proﬁtable industries.
The second impact of the implementation
of social programmes and the creation of
the consumer economy was government
support to keep the good times rolling, at
the expense of industry. It’s as if governments had given up on Canada’s ability to
compete internationally and, instead, ﬁgured it could keep the economy going
through massive annual immigration
(after all, immigrants need to buy clothes,
and food, and cars), and ever-lower interest rates, to encourage people to buy
things that in ever-increasing numbers
they could not really afford to buy.
This government strategy has been in
place for well over a decade, from well
before Covid-19 struck. When Covid-19
struck, however, we suddenly became
aware of our vulnerability, and the
fragility of our economic and social systems. We discovered that, in its quest to
fuel the consumer economy, Canada had
not spent on preparedness – we had
grossly inadequate supplies of PPEs, ventilators, as well as hospital beds, and we
discovered that seniors had often been
warehoused in cramped quarters,
attended to more often than not by
employees who lacked proper training.
Most of the human toll of Covid-19 was
suffered by seniors in long term care facilities. This tragic situation had come about

because of the choices we had made:
elder care had become a social expense,
but one that needed to be contained to a
minimum. Moreover, by and large, seniors do not participate in the consumer
economy.
Meanwhile, our federal government
responded to the pandemic by doling out
money to vast numbers of people, many
of whom did not need it, and to support
businesses and landlords, many of which
would obviously not survive a prolonged
period of shutdowns. In short, while some
of the expenditures were well justiﬁed,
most of the money spent was of highly
dubious value. Meanwhile, taxpayers are
on the hook for all the incremental money
that was spent because these funds were
ﬁnanced through borrowing. And it’s not
as if the borrowing has stopped. In fact,
even before the pandemic started, the
present government projected almost
never-ending budget deﬁcits.
Why should we be concerned about
these seemingly forever government
deﬁcits? Sooner or later, we will no longer
be able to borrow, or no longer on terms
we can afford. Perhaps the most worrisome aspect of all this borrowing is that it
takes away the choices that Canadians
have about what to spend their money
on. As debt climbs and interest rates
increase, an increasingly large share of
overall taxes paid will need to be devoted
to repaying debt and paying interest. This
is money we can’t spend on improved
senior care, clean water and decent hous-
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ing for indigenous peoples, better education, better healthcare,
improved pensions, etc. Moreover, we can’t spend it on initiatives
that will improve the competitiveness of Canada’s business enterprises that, it is important to note, provide the jobs to enable
employees to pay the taxes to enable Canada’s governments to
keep providing the social services that most Canadians take for
granted.
With the exception of only one country, China, which continued to produce positive GDP growth throughout the
pandemic, all other countries saw declines in GDP, and increases
in debt. While Canada was among the worst hit economically, in
comparison with other western nations, we must remember that
while Canada enjoyed the luxury of being able to spend a lot of
money, numerous third-world countries lacked such luxury.
Developing nations found that long years of slow progress were
wiped out, and are now facing uncertain futures.
In Canada, we face important choices: we can continue on
our current path, the path of an economy led by consumer spending, or we can make an effort to improve the productivity of
industry to enable us to be more competitive internationally. If we
were to choose the latter course, we must raise educational levels
and training to enable more of us to participate in higher valueadded segments of the economy. At the level of national policy,
we should aim to provide greater opportunity for a greater
number of people by encouraging growth and increased efﬁciency
in the goods-producing sector of our economy, and our industrial/commercial service sectors. Our current path leads to plenty
of jobs for waitresses, retail clerks, and warehouse and delivery
employees, but this path creates very little wealth, and does not
allow those who participate in these industries to create sufﬁcient
value-added for the nation, or for themselves as individuals. Our

IN MEMORIAM

present economy produces far too many low-skill, low-wage jobs
that should not be the trademark of a country that prides itself as
being an “advanced” nation. Instead, we should develop a
national economic plan that emphasizes the growth of “knowledge” enterprises and entrepreneurship. Canada needs dozens
and dozens of enterprises like Shopify and Blackberry, and we
should not be scared to death when one of our larger enterprises
runs into trouble, and fail to provide support.
We have choices. Canada can become a nation of warehouse
and fast food restaurant employees. Alternatively, we can create a
nation that our children will be proud of. Canada once did such
a thing when it mobilized to ﬁght World War II. We need to mobilize our resources again, to create an aspiring and inspiring
Canada. We need to come to grips with our debts, resolve to consume less, and invest a lot more in the asset that will allow us to
compete in the future: education, education and education, and
promotion of entrepreneurship. If we resolve to do so, we can
emerge from this pandemic with a plan for a better future. After
we have mortgaged our children with our debts, don’t you think
they deserve the opportunity?
What kind of legacy do we want to leave for our children? A
nation in a state of near-bankruptcy that was not able to implement its numerous promises of greater equality, that can provide
quality education only to those who are lucky enough to have
wealthy parents, and that increasingly relies on immigration to
provide the low-cost workers that the consumer economy
increasingly relies on? We have choices. Let’s make sure to make
choices that will make for a stronger Canada that will be able to
provide opportunity for the greatest possible number of its citizens. If we choose not to follow that path, you should be prepared
to explain to your children why we didn’t.

Brian O’Neill Gallery passed away in Knowlton, Quebec
on January 23, 2021 in his 87th year.
A born and raised Montrealer, Brian was educated at
St. Leo’s Academy and Loyola High School. He graduated from Loyola College (now Concordia University).
After graduating from university, Brian joined the family
publishing business and owned Gallery Publications where
he was both the Publisher and Editor of Seaports and the
Shipping World and Canadian Sailings Magazine.
He was involved with the shipping industry, as a past
President of the Grunt Club. He was awarded the Medal
of Merit by the Canadian Port Authorities for his contribution to the marine industry.
Brian was immensely proud of his Irish heritage and the
Hingston/Gallery family contributions to Montreal and
Quebec. In the year 2000 he was Montreal’s “Irishman of
the year”.
His finest accomplishment was helping establish the
School of Irish Studies at Concordia University. For all his
contributions to Concordia University, he was awarded an
Honorary Doctor of Laws and established the Brian O’Neill
Gallery Scholarship which provides funding to more than
20 students annually.

BRIAN O’NEILL GALLERY

He is survived by his wife of 53 years, Nancy MacNaughton, his three daughters and several grandchildren.
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Rates hold steady despite softer demand,
with carriers firm on contract prices
BY MIKE WACKETT
Container spot rates from Asia to
Europe remained virtually unchanged
during the second week of March, despite
softer demand, assisting carriers to lock-in
shippers with huge contract rate hikes.
On the transpaciﬁc, there was no let up in
demand and BCOs are struggling to
secure new deals with carriers.
According to the Asia to North
Europe component of the Freightos Baltic
Index (FBX), the rate for a 40ft edged
down slightly, to $7,947, from $8,004 a
week ago. To put this in context, the FBX
reading for North Europe for the same
week of last year stood at just $1,453 per
40ft. Moreover, in practice, shippers are
often obliged to pay more than spot to
guarantee equipment and space availability, with shipments to the UK subject to a
further surcharge. For west Mediterranean ports, the FBX recorded a spot rate
today of $8,006 per 40ft, which is slightly
up on the $7,926 of a week ago. With
little prospect of any sizeable dip in spot
rates on the route, shippers that have held
back until now on agreeing highly inﬂated
new contract offers from their carriers are
ﬁnding that, as long as they still have
cargo to move, it is better to agree the
new terms rather than continue to speculate on the spot market and risk paying
more and getting cargo rolled. “We have
had to bite the bullet and agree to the
line’s ‘offer’ of $6,500 (per 40ft) for the
rest of this year, compared with the
$2,250 we paid last year,” a Director of a
UK-based NVOCC told The Loadstar this
week. “We will deﬁnitely not have as
much business from China this year, as
the rates are just too much for some of our

customers, but we had to protect clients
that can sustain the rate hikes by nailing
down a deal with the carrier,” he added.
Meanwhile, on the transpaciﬁc, “the
carriers have all the power”, said Jon
Monroe, of Washington state-based Jon
Monroe Consulting. Spot rates from Asia
to the US west coast, as recorded by the
FBX, increased 4 per cent in early March,
to $4,550 per 40ft, while rates for east
coast ports declined by 2.8 per cent, to
$5,499 per 40ft.
Compared with the same week of
last year, spot rates to the US are 244 per
cent and 116 per cent higher for the west
and east coasts, respectively, and this is
having an enormous impact on the current round of contract negotiations on the
route. “What a situation,” said Mr.
Monroe. “Normally this time of the year,
carriers begin to blank sailings to keep
space tight to keep rates up, but this year
there is no need. Vessels are waiting for
berths in Savannah, southern California,

Oakland and Vancouver. In any given day
this week, we have had 700,000 TEUs off
the shores of US ports waiting to be
ofﬂoaded.”
Meanwhile, the transatlantic is one
of the few tradelanes that has not seen
dramatic spikes in freight rates since the
second half of last year. However, demand
on the headhaul leg from North Europe is
strong, and the effect of 2M’s decision this
week to blank sailings and slide schedules
will exert further pressure on rates, which
put on another $80 per 40ft during the
week, to take the FBX reading to $2,194.
“Strong volumes plus a growing trend of
carriers removing capacity to allocate to
more lucrative lanes, have pushed rates
up 20 per cent in the last six weeks after
staying on par year on year for the most
part since the start of the pandemic,” said
Judah Levine, research lead at Freightos.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

China celebrates a new year, but sees return of old
supply chain congestion
BY SAM WHELAN
More trouble lies ahead for container supply chains post the
Chinese New Year of the Ox. In fact, a carbon-copy of the port
congestion and landside disruption seen in China twelve months
ago could be on the cards. Most Chinese were at home celebrating the holiday when the Covid-19 virus ﬁrst surfaced in Wuhan
in January 2020, triggering the ﬁrst lockdowns across the country.
As a result, when factories came back online after an
84 • Canadian Sailings • March 22, 2021

extended CNY period, thousands of truck drivers
were stranded outside major metro areas and container gateways
on China’s east and south coasts – their return hampered by quarantine restrictions and transport disruption. Reefer cargo was
particularly affected, given the dearth of truck capacity available
to pick up and drop off containers and a lack of available reefer
plugs meant costly losses from rotting perishables.
According to data provider Ocean Insights, a similar break-
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down in intermodal connectivity in China could be about to
unfold after another round of Covid restrictions and the decision
by many manufacturers to keep assembly lines running through
the holiday. “Chinese governments are calling for citizens to stay
put and ‘celebrate in place’, keeping factories open to offset the
seasonal decline in output during the CNY,” Ocean Insights
noted. “However, getting those products to market will be a challenge. Most truckers have opted to go home for New Year,
making them subject to mandatory quarantines and unable to
drive. In some regions, up to 95 per cent of truckers will be
unavailable, with the worst-hit regions in the south.”
The situation will “choke factory-port connectivity”, starting
in two weeks, Ocean Insights claims, adding it will be “a new bottleneck for global shipping and supply chains.” Already, in South
China, the well-documented bull-run in container shipping has
seen ports such as Yantian overﬂowing with cargo, with eyewatering truck queues clogging the port’s access roads. And the
suspension of Pearl River Delta feeder services prior to CNY has

compounded the situation, with forwarders warning of increased
costs from the inevitable switch of cargo from river barges to road
freight.
The port congestion in China has also led to an uptick in
rolled cargo by shipping lines. Ocean Insight’s overall rollover percentage crept up two points to 39 per cent in January, a 9 per cent
increase year on year. Chief operations ofﬁcer Josh Brazil said:
“The shipping lines have said that the backlog of cargo will be
cleared after CNY, and that will likely occur as the levels of deliveries from factories drop off. But supply chains may take several
more months to return to some semblance of normality as inventory, now trapped further up the supply chain, will need to be
cleared.” Carrier schedule reliability has also continued a steady
deterioration since last year, with Ocean Insights noting the average delay for containers having increased “from about one day in
January 2020, to more than ﬁve days in January 2021.”
Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)

No slack season, no easing of spot rates, as cargo pours
out of Asia
BY MIKE WACKETT
Shippers are resigned to the probability that container spot
freight rates from Asia will remain at their current high levels for
some time after Chinese New Year. The beginning of the Chinese
lunar new year would usually herald several weeks of downward
pressure on freight rates, but so far there are no indications of a
slack season developing in the ﬁrst half of the Year of the
Ox. “After a year of so much uncertainty, there is a little bit more
certainty in 2021 – one thing we can say for sure is that there
won’t be a slack season,” said Seko Logistics Chief Growth Ofﬁcer
Brian Bourke. In fact, ocean carriers serving the Asia–Europe and
Asia–US tradelanes are reporting huge backlogs of cargo booked
to move post–CNY. “We’re full,” said Maersk’s CEO Soren Skou
this week. “We’re ﬂooded out with bookings,” said Hapag Lloyd’s
CEO Rolf Habben Jensen last week.
Today’s Asia–North Europe component of the FBX
(Freightos Baltic Index) was up 1 per cent, at $7,939 per 40ft,
while for Mediterranean ports, it was down 4 per cent, at $7,764
per 40ft. It does not seem possible that 12 months ago, spot rates
for North Europe stood at around $1,600 and for the Mediterranean at around $1,800, both in decline due to weak demand
as the Year of the Rat began on 25 January. A UK-based NVOCC
told The Loadstar this week he had heard the “good news” that
short-term rates from Asia were “holding steady”. “It sounds like
we should be happy that rates are stable at these ridiculously high
levels,” he said. “I would only comment that the carriers are
shooting themselves in the foot if the rates are held this high for
much longer, as I already know of several clients that have cancelled orders for later in the year as they just cannot sustain the
huge increases in freight charges,” he said.
Moreover, rates from China to the UK are in reality
much higher than indicated by the spot market indexes. “Right
now, a 40ft container will cost upwards of $12,000 in ocean
freight alone,” UK-based Westbound Logistics advised its clients
this week. Meanwhile, on the transpaciﬁc, there is no let-up in
the rush of containerized volumes heading towards the saturated
ports of Los Angeles and Long Beach. Indeed, the Los Angeles’
Signal import volume forecaster reports 173,622 TEU expected

to arrive at the port during the week ending February 19, 130 per
cent more than the same week of 2020, and at 139,400 TEUs, a
staggering 224 per cent more than last year, due the following
week.
However, the ships that arrive in the San Pedro Bay will join
a long queue of vessels trying to secure a berth. According to the
Signal data, the average time at anchor has extended to eight
days. “Our import supply chain is totally broken and disconnected,” said Jon Monroe, of Washington state-based Jon Monroe
Consulting, while Freightos Research lead Judah Levine
added: “Sustained volumes and port congestion have factory–to–
door delivery times reaching nine weeks compared to a more
typical four to ﬁve.”
The FBX Asia–USWC component edged up by 1 per cent, to
$4,334 per 40ft, while rates to the US east coast were ﬂat at
$5,739 per 40ft. Transpaciﬁc rates for the US west coast are 210
per cent higher than a year ago, with east coast rates up 113 per
cent on 12 months ago.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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West coast port congestion ‘could last until summer
peak season’
BY MIKE WACKETT
Major port and landside congestion
at US west coast ports could last until the
summer peak season, according to ocean
carriers attending the JOC’s virtual
TPM21 conference during the ﬁrst week
of March. Ocean Network Express (ONE)
CEO Jeremy Nixon and Hapag-Lloyd
CEO Rolf Habben Jansen both warned of
a “difﬁcult” period leading up to the start
of the traditional peak season.
MSC’s US President and CEO, Fabio
Santucci, said he believed the supply
chain disruptions on the transpaciﬁc were
“temporary issues”, which would be
resolved in the long-term. He said it was
“very difﬁcult to predict” when things
would get back to normal, given that carriers had not seen the usual slowdown
after the Chinese new year and MSC’s
“pipeline of cargo and projections very
strong”. Mr. Santucci called for cooperation across all supply chain stakeholders,
with “constant and effective cooperation
and communication with partners, vendors and clients” being key to a “more
balanced situation”.
“No one saw this coming,” he said,
referring to the unprecedented spike in
demand for US imports in the second half
of last year. Around the second half of
July, MSC started to see a strong pick-up
in demand. “We were talking to shippers
and customers in March and April, and no
one envisaged what was about to
come. We saw spikes of 50-100 per cent

of cargo volume entering the US, especially on the west coast,” he said, which
had put a “massive strain” on a system
designed to handle an occasional surge of
cargo, ‘but not a sustained surge over
more than 30 weeks”.
“We have been using all of the vessels in our ﬂeet and more,” said Mr.
Santucci, adding that “every available
container” had been used, even those that
needed repairs, in order to increase equipment inventory. “It’s not that we didn’t
have enough containers or there were not
enough chassis available, it was the
increased street dwell and over-utilization
that has been above and beyond the
normal average causing the supply chain
issues,” he added. In order to overcome

the congestion at the San Pedro Bay container hubs, MSC had looked to ﬁnd some
“creative alternatives”, diverting cargo to
other west coast, east coast and Gulf coast
ports.
According to port of Los
Angeles Signal port optimiser data, the
average time ships are waiting at anchorage for a berth is now almost eight days
with, for instance, 9,400 TEU CMA
CGM Elbe recorded as being at anchor for
12 days. Moreover, when vessels do get a
berth, operations are hit by congestion on
the terminals. “Some of our vessels are
alongside for 11 days to discharge,” said
ONE’s Mr. Nixon.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

Boxship owners see 13-year high in charter rates as
carriers hunt for tonnage
BY MIKE WACKETT
Containership charter rates have hit 13-year highs and
shipowners are locking these in with carriers on three- and ﬁveyear charters. Alphaliner says the supply of container tonnage
“remains tight across the board” as unrelenting cargo demand
and chronic port congestion tie up the world’s box ship ﬂeet. The
consultant’s Charter Rate Index has reached its highest level in 13
years and it said that with the outlook bullish for owners, they
would “retain the upper hand for some time”. Indeed, one
London broker source told The Loadstar he couldn’t remember
seeing such a swing in the market in favour of shipowners. “Our
owners are refusing to even consider talking about charter extensions of less than 24 months, at much higher rates of course,” he
said. “The German shipowners can put their feet up all summer
and probably next, and if the Eisbeinessen [shipping industry
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event] gets going again this year there is going to be one hell of a
party in Hamburg!” he added.
Recent extensions noted include the 3,421 TEU Nordic
Macau, extended by CMA CGM for 22-25 months at $21,500 a
day, compared with a previous ﬁxture with Hamburg Süd at
$7,250.
And Zim is said by brokers to be prepared to pay “whatever
it takes” to secure tonnage to support its growth strategy. The
Israeli carrier recently beat liner rivals to charter the 6,800 TEU
wide-beam Kea for 36 months at $38,500 a day, compared with
the $21,500 paid for the 2013-built ship by intra-Asia specialist
Wan Hai on its previous ﬁxture.
Zim has also extended its charter of the 8,814 TEU Northern
Jasper by ﬁve years at an undisclosed rate, after paying $29,000
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a day for a one-year extension. A broker source told The Loadstar the new rate was likely to be “off the scale”, while another
said that he had heard $45,000 a day being offered for the 2009built ship.
The Hamburg and Bremen Shipbrokers’ Association said
there had been “a real paradigm shift in favour of the owner”,
which will not be especially welcomed by its members. Meanwhile, carriers with deep pockets continue to search the sale and

purchase market for tonnage. Alphaliner said: “MSC’s appetite for
second-hand container tonnage appears endless,” and noted its
reported purchase of a further three Handy containerships to add
to its fast-growing ﬂeet. “These purchases bring the number of
vessels MSC has purchased since August to 31 – an unprecedented buying spree,” said Alphaliner.
Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)

Singapore port congestion pushing up waiting time,
cargo rollovers and rates
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BY SAM WHELAN

Major delays have hit the port of Singapore, with congestion
causing vessel turnaround times to more than double and weeklong cargo rollovers. Peter Sundara, VP Global Ocean Product at
LF Logistics, told The Loadstar: “There’s a lot of vessel bunching,
which is causing delays, and we see feeders coming in from
South-east Asia missing connections with mainline vessels. In
turn, the mainline vessels coming in are overbooked, therefore
transhipment containers are missing their nominated vessels and
getting rolled – for a week, in some cases.”
According to S&P Global Platts, waiting times for ultra-large
container vessels of 18,000 TEUs and above are currently ﬁve-toseven days from the normal two-day turnaround.
Tracking the worsening congestion as the container market
heated up in recent months, Platts said the number of vessels at
Singapore for longer than two days had increased to 46 a day in
January, up 59 per cent year on year. And spot rates have
increased as a result, Platts noted, with east coast North America
rates, including priority loading, at US$10,000 to $15,000 per
FEU, some “$6,000 to $8,000 per FEU higher than other main
ports in South-east Asia, such as Vietnam and Hong Kong”.
Terminal operator PSA International said: “This exceptional

situation is due to a conﬂuence of factors, including an unprecedented and volatile surge in cargo demand, congestion across all
nodes in the global supply chain (including depots, warehouses
and seaports) due to renewed lockdowns, a lack of usable empty
containers while laden ones are held up longer at these nodes and
shipping lines’ schedule reliability dropping to ten-year historical
lows, causing further delays at almost every seaport worldwide.”
PSA added it was responding to the supply chain disruption
by ramping up its value-added services to support cargo owners
“above and beyond” port activities. These services include priority discharge for time-critical cargo arriving in Singapore, top
stowage for export shipments requiring expedited delivery at discharge ports, express delivery for “timely” delivery of cargo to
factories or consignees, email and SMS alerts on container milestone events and fast connection management for transhipment
cargo.
Seow Hwee, head of cargo solutions, South-east Asia for
PSA, added: “Closer collaboration and increased cargo movement
visibility will go a long way towards keeping supply chains ﬂowing smoothly and safely.”
Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)
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2M snubs congested west coast ports as Asia-US
pendulum services are axed
To improve schedule reliability, 2M
partners Maersk and MSC are to avoid
congested US west coast ports with two
transpaciﬁc pendulum services. From the
second week of March, the AE1/Shogun
and AE6/Lion loops from Asia will turn in
North Europe instead of going on to the
US. And to “facilitate the network adjustments”, 2M said it would blank next
week’s AE55/Grifﬁn sailing from Asia to
North Europe. Maersk said the decision to
discontinue the pendulum loops was in
response to “the recent unprecedented
market situation with severe port congestion and equipment limitations across
global supply chains”.
Ships arriving at the South California
container hubs of Los Angeles and Long
Beach are regularly obliged to wait at
anchor in the San Pedro Bay for up to two
weeks for an available berth, making it
impossible to recover schedules,
and Maersk said it considered the change
“critical to deliver improved schedule reliability”. One UK-based NVOCC told The
Loadstar 2M’s move “was not before
time”, adding that “their schedules are
shot to pieces”.
However, another shipper contact
said he thought the 2M network changes
might have “more to do with rates”, as
spot rates from Asia to North Europe are
currently double those for the US west
coast. “Some might say, after carriers got
a tap on the ﬁngers for increasing rates on
the transpaciﬁc and appear to have
stopped the rate hike, that they now want
to sail vessels where the money is – or,
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BY MIKE WACKETT

alternatively, what’s the point of loading
up a ship to sit for days or weeks on the
US west coast?” said Nick Coverdale,
founder of Hong Kong-based Agreefreight.
“Maybe it’s a mixture of both, personally
I think it’s a fair business decision and in
the customers’ best interests,” he added.
Founder and CEO of eeSea, Simon
Sundboell agreed that carriers seemed to
be serious about improving the industry’s
dire schedule integrity. But, he told The
Loadstar, “it’s not just solved by the ﬂick
of a ﬁnger”, noting that the chronic port
congestion on the west coast “did not
seem to be letting up and is reverberating
through the system”. He added: “2M’s
decision to disentangle their two pendulum services makes sense. It may require
one or two more vessels to run separate

services instead of the two pendulums,
but with the USWC delays, that’s not a
bad medium-term decision. “The carriers
know this bull market won’t last forever
and, while they will surely negotiate contracts hard right now, they also don’t want
to be seen as completely disregarding
their product quality promises.
“Will THE Alliance follow 2M and
do the same for its FP1 And FP2 pendulums?” he asked. “And while Ocean
Alliance’s ME4/PSW8 and Cosco’s AACI
pendulums loop into the Middle-East and
the Indian sub-continent, not Europe,
they may also be tempted to look at
those.”
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

More blank sailings ‘a harbinger’ of soaring rates on
the transatlantic
BY MIKE WACKETT
Container spot rates on the transatlantic headhaul from
Northern Europe to North America’s east coast tradelane have
recovered to pre-pandemic levels, but have so far not seen the
hyper-inﬂation impacting other routes. According to Friday’s
Freightos Baltic Index (FBX) reading, the price for a 40ft container on the route stood at $2,026, which is on par with the rate
in April last year and compares with a low of $1,622 in September.
But the lull could end soon, according to one leading analyst,
88 • Canadian Sailings • March 22, 2021

as carriers focus on maximizing returns from relatively underperforming parts of their networks. In comparison with the
unprecedented increases in spot rates on Asia-Europe, the
transpaciﬁc and most other routes from Asia, the transatlantic
tradelane has “remained remarkably stable throughout the pandemic period,” said Niels Madsen Vice-President of product and
operations at SeaIntelligence. However, he warned that a signiﬁcant increase in the number of blank sailings on the trade could
be “a harbinger of coming rate increases”.
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“Blank sailings on the transatlantic developed quite differently from the other deepsea trades,” said Mr. Madsen. “Last year
there was only one H1 spike in blank sailings, as the coronavirus
impact was only seen from the spread of the pandemic in Europe
and North America.”
According to the eeSea liner database, blankings on the trade
began escalating in May, and carriers blanked between eight and
ten sailings a month on the transatlantic from July, culminating in
eleven out of a pro forma 86 in December. And the trend continued in the ﬁrst two months of this year, with ten out of 74 sailings
blanked in January and four out of 64 last month.
February’s total headhaul trade capacity stood at 592,000
TEUs, the lowest for over a year, although eeSea records that
capacity this month will increase to 699,000 TEUs, with some 57
per cent of that operated outside the three main shipping
alliances. SeaIntelligence said the “signiﬁcant spike in blank sailings towards the end of 2020” on the route was “very much in
contrast with the transpaciﬁc and Asia-Europe”. Mr. Madsen
added: “Furthermore, the level of announced blank sailings for

March and April are also at consistently elevated levels, compared
with the same period last year, which is also in contrast with the
aforementioned trades.”
Indeed, according to The Loadstar’s enquiries in the market,
ships have been running “pretty full” from North Europe, according to one contact, who added that the “e-commerce boom in the
US has boosted booking demand for as far as we can see”.
Mr. Madsen suggested the forthcoming blank sailings on the
transatlantic could be less to do with softer demand and more to
do with carriers’ desperate search for tonnage to compensate for
the chronic port congestion on the US west coast, where an average of 30 ships a day are idled at anchorages in the San Pedro Bay.
“Vessel redeployment from less-proﬁtable trades could well be
argued as a measure of ‘ﬁrst aid’ to thaw the transpaciﬁc trade,”
said Mr. Madsen. “From a quantitative level, there appears to be
a drive to shift capacity to more proﬁtable trades, which in turn
can only have one consequence – an increase of transatlantic rate
levels,” he warned.
Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)

Forwarders applaud as Emirates SkyCargo and DP
World launch sea-air product
Emirates SkyCargo and DP World
have developed a sea-air product together
– something forwarders said they “should
have done years ago”. The Dubai-based
companies are offering Sea-Air, an express
product with a pledge to transfer containers from port to airport in less than 3
hours; Sea-Air Plus, a bespoke solution
whereby customers can pick DP World or
their own representatives to arrange
breakdowns and paperwork; and Sea-Air
Flex, which offers shippers and forwarders a range of options, including
door-to-door services, and an all-inclusive
per kilo rate.
Forwarders welcomed the innovative move. “It’s a good one,” said one.
“I’ve never seen an airline do something
like this, but it makes sense with its afﬁliation with Dubai World, and the
proximity of the port and DWC airport.”
Nick Coverdale of Aeromar, a sea-air
specialist, said: “They should have done
this years ago. I have proposed it to several airlines and carriers – but being truly
disruptive was just beyond their comfort
zone.” However, he was less keen on the
products offered. “The ﬁrst two options
seem to be directed at people that don’t
know their job and shouldn’t be involved
in sea-air in the ﬁrst place. The Flex product seems to cut out sea-air operators and
forwarders, attacking their clients directly.
It’s actually a pretty big story when a port
operator and an airline intend to bypass
forwarders on a complex mode of transport.
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BY ALEX LENNANE

“Sea-air may look easy, but it’s not.
That’s why you don’t see start-ups in this
space.”
He said sea-air via Dubai was not
viable while ocean freight rates were
“unsustainable”.
However, Metro Shipping said it had
moved large volumes of garments into the
UK and Europe using sea-air via Singapore and Dubai in the past 12 months, as
clients veered between slowing freight
down and speeding up supplies, depending on lockdowns. “Sea-air is a ‘halfway
house’ between cost reduction against

pure air freight and speed of transit,”
explained Business Development Director Grant Liddell. “We average 12 days
through Singapore from initial vessel
departure, and 20 days through our
Dubai hub from Asia. “With the very high
air freight rates experienced since April,
the costs can be up to 70 per cent lower
than pure air freight, while transit times
are only double that of airfreight at certain times, due to the infrequent schedule
and high demand of ﬂights.”
Metro used sea-air over a threemonth period last year for PPE from
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South-east Asian factories via Singapore. “Costs were signiﬁcantly
reduced and we did not need to charter expensive ﬂights from the
origin countries, as we took the freight to where the scheduled
airlines were operating. From some origins we could achieve a
better transit by truck-air than we could through pure air freight
options, which was saturated with governments scrambling to get
PPE.”
Metro is expecting an economic rebound following the
easing of lockdown restrictions, and Mr. Liddell said sea-air would
be a beneﬁt. “We have prepared for greater throughput of sea-air
and truck-air volumes as importers from Asia see unprecedented
demand and replenish stock or new season items.” He added that
continued disruption in ocean freight and oversubscribed rail

services from Asia to Europe, meant sea-air was “the perfect solution” for importers with cost-versus-transit concerns. For the UK,
it meant transport direct by air, rather than via currently challenging EU trucking services.
“With the exorbitant air freight levels from Asia, the intermodal service has become commercially even more viable and
appealing to shippers that need to recover speed to market to
meet demand. “Although sea-air has traditionally been seen as a
repair option, we now are seeing customers scheduling movements through this platform on an ongoing basis. It is a very
useful and pragmatic option to have in the logistics and supply
chain armoury.”
Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)

HMM’s newbuild box ships set to boost capacity on
Asia-Europe FE4
HMM is strengthening its status
within THE Alliance with the earlier-thenexpected deployment of its eight 16,000
TEU class newbuilds next month. When
ordered by the South Korean carrier in
2018, the vessels were described as
having a maximum intake of 15,300
TEUs and were stemmed for delivery in
the ﬁrst half of this year. The ﬁrst, 16,010
TEU HMM Nuri, is on sea trials and
expected to be phased-in to THEA’s AsiaNorth Europe FE4 ‘extra loader’ loop
from the third week of March.
The following week will see sister
ship HMM Gaon also deployed on the
loop. The Loadstar understands that the
remaining six vessels will be received by
HMM before the end of next month,
ahead of schedule, “the majority” set for
the FE4 loop.
THEA’s original FE4 loop was
merged into its FE2 service last year, but
after demand recovered strongly in the
second half of the year, it added an extra
loader with varying vessel sizes.
According to eeSea data, THEA
deploys up to 12 ships on the FE4 extra
loader loop, with vessel sizes having
ranged from 5,023 to 14,500 TEUs on an
84-day round trip, calling at Southampton
and Rotterdam in North Europe, with ad
hoc calls at other ports.
“The frequency of the FE4 extra
loader service has not always been weekly
and the vessel deployment depends on
tonnage availability,” said Alphaliner. The
consultant noted that last month and this,
only four sailings had been offered by
THEA on the loop, “although some individual alliance members offered extra
sailings”. These included some from
HMM, the carrier being particularly
proactive in injecting extra tonnage to
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BY MIKE WACKETT

meet surging demand, having deployed
15 extra loaders on east-west routes since
last August.
Alphaliner said the FE4 extra loader
upgraded service would also feature two
newbuilds from ONE: 14,026 TEU ONE
Wren; and chartered 14,952 TEU Zeus
Lumos. This suggests THEA will shortly
ofﬁcially announce the full reinstatement
of the FE4 Asia-North Europe loop.
The arrival of the newbuilds next
month will add 128,000 TEUs to HMM’s
ﬂeet, taking the carrier’s capacity to
857,000 TEUs, cementing its position as
the eighth-largest container line, above
THEA partner Yang Ming.
Unlike its 24,000 TEU ULCVs,

which were named after European ports,
HMM’s eight 16,000 TEU class ships will
bear Korean names. The ships also feature
a raised lashing bridge and a strengthened
lashing structure, which was apparently
added to the speciﬁcations during construction to help prevent the collapse of
deck stows. Another interesting feature is
hull-cleaning robots to assist vessel maintenance and improve energy efﬁciency.
HMM said the addition of the newbuild
scrubber-ﬁtted ships would help it “secure
a more favourable position within THE
Alliance”.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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No relief for perishables shippers: reefer rates will stay
high into summer
BY IAN PUTZGER
From 1 April, Hapag-Lloyd will raise rates for general and
reefer containers from Egypt to Latin America, while higher rates
will kick in at MSC for cargo going from Australia, the Middle
East and the Indian subcontinent to the US as well as from the US
to Latin America. The announcements mark the latest increases
in reefer rates and spell further grief for perishables shippers.
Like general 20ft and 40ft ocean containers, reefer units
have been in short supply, lagging demand because of the slower
circulation of boxes caused by reduced productivity at ports
owing to Covid-19 measures and the ensuing congestion at terminals. However, the problems struck the reefer sector
disproportionately hard as a result of faster growth in demand
compared with general merchandise, according to Drewry Shipping. Last August, the consultancy forecast 3.7 per cent annual
growth for the sector, to reach 156 million tonnes by 2024, compared with annual growth of 2.2 per cent for general cargo over
the same period.
But shippers around the world are struggling to get their
hands on enough boxes to move their perishables, and transit
times have been severely disrupted. Shipping produce from Chennai to Thailand now takes 45 days or more, as opposed to 18 days
before the disruption. Likewise, transit times for seafood moving
from South-east Asia to Japan have risen dramatically and, in addition to reefer shortages, a lack of available plugs at transit stations
has hit this trafﬁc.
According to the Australian Dairy Products Federation, the
dairy industry in the state of Victoria has faced delays of up to a
month for its exports, and North American produce shippers have
vented bitter criticism of shipping lines, accusing them of rushing
empty boxes to China rather than ﬁll them with US exports
because of the higher margins on the eastbound transpaciﬁc
sector.
In December, Hapag-Lloyd stopped accepting 40ft reefer
bookings for empty pick-ups from ﬁve central European countries
until the end of the year. And the new year has brought no visible
relief so far. On the contrary, inspections of reefers by Chinese
authorities for traces of the Covid-19 virus have logjammed thou-

sands of containers in Chinese ports, according to Drewry.
The situation is little better on the roads. In the US, trucking
ﬁrm RPM Logistics recently diagnosed that “the ongoing supply
chain disruption and the higher-than-average spot rates are very
much a part of the reefer distribution story”. It advised shippers
to plan for steep transport costs from a lack of reefer trailers in the
market. The company reckons the distribution of Covid-19 vaccines will further undermine availability of reefer trailers for
perishables.
Meanwhile, equipment manufacturers are straining to boost
output. In its latest Container Market Outlook, last month,
Drewry predicts output of reefer containers will be at record
levels until 2024. Last year, an estimated 300,000 TEUs of reefer
capacity was added to the global pool – roughly in line with the
average output of recent years.
Reefer equipment shortages are not new in the industry:
over the past couple of decades, there were several spells of shortages, most recently in early 2018. The current predicament is
expected to continue to plague the industry for some time yet.
Most predictions of reefer equipment availability issues see no
improvement at least until mid-year.
Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)

Record Q4 earnings drive Maersk 2020 profits
towards $3 billion
BY MIKE WACKETT
Danish shipping and logistics group Maersk reported a net
proﬁt of $1.3 billion for the fourth quarter of 2020, with an even
better result expected for Q1 21. “We are full,” said CEO Soren
Skou, adding that Maersk’s liner sector is expected to remain full
“well into Q2”.
Record ﬁnal-quarter earnings helped Maersk achieve a proﬁt
of $2.9 billion for the full year, a result that looked highly unlikely
at the start of the pandemic. On the top line, revenue improved
by 2.2 per cent, to $39.7 billion, but EBITDA surged 44 per cent,
to $8.2 billion, despite liner volumes declining by 5 per cent, to

25.3 million TEUs.
However, Maersk’s average freight rate increased by 8 per
cent to $2,000 per 40ft over the year, after accelerating rapidly in
Q4 by 18 per cent, which included a 27 per cent spike in east–
west rates. Mr. Skou attributed the strong results to
“extraordinary” strong demand from consumers switching spend
from services to products, along with supply chain disruption that
spiked rates. Maersk estimated that last year’s “demand surge”
and “bottlenecks in the supply chain and equipment shortages”
contributed some $1.5 billion to its bottom line. Its guidance for
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2021 is for an EBITDA in the range of
$8.5 billion to $10.5 billion, with its best
expectation “somewhere in the middle”,
given its current positive visibility for Q1
and Q2, and conceding that the lower
level assumed freight rates falling back
quickly, which seems unlikely. Mr. Skou
conﬁrmed that around 40 per cent of
Maersk’s annual contracts had been concluded and he was happy with the
“signiﬁcant increases” obtained.
Lars Jensen, of SeaIntelligence, said:
“Maersk appears to have prioritized unit
proﬁtability over market share.” Indeed,
OOCL saw its liftings increase by 7.3 per
cent in 2020, compared to the previous
year, while Hapag-Lloyd’s carrying were
just 1.7 per cent lower. Notwithstanding
the very strong performance from the
liner sector, Mr. Skou lauded the “success
story” of the Logistics & Services division
which grew its revenue 11 per cent, to $7
billion, but improved EBITDA by 110 per
cent. He said this had been “supported by
the acquisition of Performance Team (in
the US) as well as improved performance
in intermodal, air freight forwarding and
warehousing and distribution”.
Volumes at Maersk terminals
decreased by 3.4 per cent, to 11.5 million
TEUs, due to the impact of the pandemic,

resulting in a 3.9 per cent decrease in
turnover to $3.2 billion. But again,
EBITDA was up, by 8.3 per cent to $989
million, driven by higher revenue per
move and demurrage and detention
charge gains from port congestion.
Maersk will allocate part of its circa
$2.6 billion 2021 capex – double that for
2020 – to the purchase of new containers,
which it regards as a far better investment
than leasing and, according to Mr. Skou, it
also has a war chest with “plenty of ﬁre-

power” for acquisitions. The targets for
Maersk appear to be in the logistics sector;
more “bolt–on” niche companies in the
fashion of Performance Team. “Financially, we left 2020 with a very strong
balance sheet and little debt, which will
allow us to continue to invest in our transformation and grow proﬁtability,” said Mr.
Skou.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

Kuehne + Nagel sees 2020 profits up despite
first-half revenue hit
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BY GAVIN VAN MARLE

Kuehne + Nagel reported a full-year 5 per cent growth in
EBITDA to Sfr1.9 billion (US$2.06 billion) for 2020, despite
seeing revenues decline by 3.4 per cent to Sfr20.4 billion after
revenues were hammered in the ﬁrst half. The star performer in
the group was its air freight forwarding arm, which despite a
volume decline of 12.8 per cent for the 12 months to 1.4 million
tonnes, saw full-year revenues grow 11.6 per cent to Sfr5.2 billion and EBIT by 53.5 per cent to Sfr505 million on the back of
sky-high freight rates.
It also revealed that fourth-quarter air freight volumes
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declined 7.5 per cent year on year to 392,000 tonnes.
Sea freight full-year volumes were 4.5 million TEUs, but disappointingly turnover was down 4.9 per cent to Sfr7.1 billion,
while division EBIT fell 7.2 per cent to Sfr423 million. However,
it did say conditions had improved from the mid point of last year.
“Particularly in the fourth quarter, the improvement was due to
the renewed increase in demand from customers in the SME
sector as well as the increase in imports from Asia to Europe and
North America – an extension of trends which ﬁrst emerged in
the third quarter,” it explained.
The road freight division saw full-year revenues decline 10.2
per cent to Sfr3.2 billion and EBIT drop by 20.5 per cent to Sfr62
million, but again noted that recent trading was on the up. “In
particular, demand for domestic transport in Europe reached precrisis levels. In North America, demand for all product segments,
with the exception of pharma & healthcare as well as e-commerce, remained signiﬁcantly behind the previous year. However,
a further market recovery was noticeable in the last quarter,” it
said.
And its contract logistics operations saw revenues decline
9.7 per cent to Sfr4.8 billion, while EBIT plummeted 60 per cent
to Sfr80 million, although this partly due to a one-off Sfr42 million
“negative” following the sale of its UK contract logistics operations to XPO Logistics.
Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)
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Warning to air shippers in year of the ox: ‘strap in and
try not to get gored’
BY ALEX LENNANE
“Shippers shouldn’t let down their guards, just yet” – a
phrase that could be true of any mode right now, but in this
instance it refers to air freight. Bruce Chan, analyst for Stifel,
warned shippers rates would remain inﬂated in air cargo, owing
to “signiﬁcant backlogs … in the entire freight supply chain”.
While the second quarter last year was unprecedented, as
passenger ﬂights grounded, but demand for PPE was sky-high
around the world, Mr. Chan wrote in today’s Baltic Air Freight
Index newsletter, Q2 this year would not be quite the same – but
rates would remain high. “E-commerce continues to drive signiﬁcant consumer airfreight demand, especially for high-value
small-batch inventory. Shippers in that segment with high-margin
goods have a lower demand elasticity threshold for air freight and
may price others out of the market. And while the industrial
recovery has lagged the consumer economy, resurgence in that
sector will tighten up airfreight demand too, especially for shippers with critical process inventory,” he explained.
Fuel prices are also on the rise, and are now some 270 per
cent above the April 2020 trough, and Lufthansa Cargo, noting
that it doesn’t hedge fuel, said price rises could affect demand.
Crucially, supply has been one of the main drivers of cargo’s

success, and increasing numbers of airlines are looking at converting passenger aircraft – although, as Mr. Chan notes, there is a
“major bottleneck” in conversion slots. Sea freight could also
boost air’s fortunes – and shippers’ costs. “With no proximate
signs of capacity loosening in other modes of transport, we
believe airfreight will remain a critical goods pressure relief valve
in shipper supply chains for months.” And Lufthansa Cargo
pointed to very low inventory rates in the US, driving re-stocking
and air cargo demand. All these factors led to a warning from Mr.
Chan for shippers to “strap in”.
“As we embark on a new lunar year, we anticipate average
airfreight rates will remain elevated. Shippers will need to ﬁnd
new and creative ways to offset these costs, which may include a
surgical analysis of modal planning and selection, greater use of
buffer stock, tactical procurement and sourcing, reliance on new,
bigger, or more nimble logistics providers to supply capacity and
better use of technology for supply chain planning and execution.
“We don’t see many signs of immediate rate relief on the horizon,
so strap in and try not to get gored. Gong Xi Fa Cai [Happy new
year].”
Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)

CMA CGM officially launches air cargo division with
four A330-200Fs
BY ALEX LENNANE
French container line CMA CGM,
owner of Ceva Logistics, has conﬁrmed it
has created an air cargo division and
acquired four freighters. As reported
in The Loadstar , it has launched CMA
CGM Air Cargo with four A330-200Fs –
a move, it said, that “strengthens the
group’s transport and logistics business”.
The aircraft, bought from Qatar Airways Cargo, will be operated by a
“European airline”, said the carrier,
which is thought to be Air Belgium,
although CMA was in talks with Group
Dubreuil, owner of Air Caraibes, French
Bee and HiLine Cargo, in which it bought
a 30 per cent stake last year. However, it
has been reported that the two leaders of
the groups have recently struggled to see
eye to eye.
Rodolphe Saadé, CMA CGM Chairman and CEO, said the new division was
“a major milestone in the development of
our logistics services”. Some observers
were more sceptical, with one company
insider grumbling that “CMA CGM now
thinks it’s an airline, and I have an issue
with that”. Others questioned the choice

of aircraft type – it’s a favourite with
express operators – and one experienced
air cargo executive said it was not viable
for general cargo, adding: “You’d lose
your shirt.”
Others suggested any aircraft at all in
the current market were better than nothing.

The launch by CMA CGM comes as
forwarders continue to book recurring
charters, some on contracts of a year or
longer, in moves that are expected to distort the traditional air cargo market in
favour of larger companies.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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New entrants dip their wings into a ‘new normal’
strong air cargo market
BY ALEX LENNANE
Air freight rates may have fallen back
slightly – but remain high, while demand
is also strong. New data reveals volumes
only fell by half the normal amount over
Chinese new year, and this ‘new normal’
is attracting cargo entrants. DHL Express
announced that leisure airline Condor
would ﬂy four of its passenger 767s on its
behalf. From Leipzig they will operate to
Shannon, Milan-Malpensa and Cologne
until the end of May. “We began ﬂying
more cargo last year and continued to
build on our air freight expertise. And
we’re very pleased now to be working
together with such an experienced partner in DHL Express,” says Condor COO
Christian Schmitt.
“The partnership also demonstrates
Condor’s ability to adjust to unusual situations and to make an important
contribution to maintaining international
supply chains.”
DHL Express said the additional
capacity would help it improve service
and transit times.
Condor has been transporting cargo
since last April, with 14 of its 16 767s carrying freight at one point. It has trained a
cargo team, although it stresses it is continuing to ﬂy passenger trafﬁc. However,
market observers have questioned how
long cargo-only passenger ﬂights would be
able to operate as the cost of fuel rises and
makes them uneconomic.
It was also announced yesterday that

DHL Express has partnered with SmartLynx Malta to introduce two A321-200Fs
into the integrator’s ﬂeet. SmartLynx, part
of Avia Solutions Group, the same stable
as Chapman Freeborn, has also decided to
enter the freighter market. SmartLynx
Malta is planning to add two A321Fs this
year and up to four during 2022, with, it
said, a business target of becoming one of
the largest narrowbody cargo freight carriers within the next three years.
Meanwhile, Aerotranscargo, the
Moldovan operator based in the UAE, is
to launch a Dutch freighter operator in

the Netherlands to be led by former head
of Saudia Cargo Peter Scholten and exMartinair executive Frank de Jong. The
new Dutch entity will lease aircraft from
Aerotranscargo in the UAE and services
with two 747-400Fs will start this
summer to China, Hong Kong and the US.
Mr. Scholten said he hoped to grow the
carrier to 10 aircraft and the venture
would create between 100 and 125 jobs
at Schiphol.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

Air Canada Cargo boosts freight fleet while launching
e-commerce service
BY IAN PUTZGER in TORONTO
Air Canada (AC) is jumping into the e-commerce market
with a dedicated domestic service – and, at the same time, is
boosting capacity for international cargo. The headwinds to its
passenger business have prompted the airline to ramp up its cargo
ﬂights with widebody passenger aircraft and passenger freighters,
and is reactivating two parked 787s for cargo missions and
removing seats from ﬁve more widebodies to boost its cargo
capacity. “We continue to see extremely high demand, but we are
full,” said Jason Berry, Vice-President, Cargo. “We got approval to
take two 787s out of the desert next month, and we will take out
the seats from three 777s and two A330s.”
AC was the ﬁrst airline to remove seats to increase payload
capacity. It has been using four 777s and three A330s in this con94 • Canadian Sailings • March 22, 2021

ﬁguration, as well as many other widebody passenger aircraft.
The announcement of the cargo capacity expansion comes just
three weeks after management revealed it intended to have seven
converted 767-300ER freighters in operation towards the end of
next year. Those are AC passenger planes taken out of service.
The ﬁrst two will be converted by ATSG under a sale-leaseback agreement, but the other ﬁve will remain in the airline’s
possession, Mr. Berry said. The ﬁrst is due to head out for conversion in early March, to be ready for service in August, with the
second expected to re-join the ﬂeet by October.
Demand has been robust across the board, Mr. Berry
reported. AC is currently ﬂying more than 220 cargo missions a
week with passenger aircraft – signiﬁcantly more than during the
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peak season, when it was running about
150 cargo ﬂights a week. “By May, we’ll
be doing 250-260 a week,” said Mr. Berry,
“we know the forwarding community
continues to need more lift.”
AC Cargo has been doing cargo charters with passenger planes, but primarily
aims to run a steady network that offers
consistent ﬂights to the market, he
stressed. He expects demand to remain
strong, citing low inventory levels that
should warrant prolonged restocking.
Moreover, problems in the ocean cargo
sector are reinforcing the need for airfreight capacity, he added.
The capacity expansion comes as the
company ushers in its new e-commerce
service. After recent pilot trials, the commercial launch came in the past week,
albeit without much fanfare, but initial
reactions have been positive and indicate
strong interest in the market, according to
Mr. Berry.
The ﬂedgling offering uses a platform
developed in close collaboration with
SmartKargo, which built a similar platform for Brazilian airline Azul. The
platform ties into the websites of mer-

Air Canada has taken the seats
out of its 777
chants that use the service which show
up alongside other shipping choices (such
as Canada Post, couriers and fulﬁlment
providers) during the check-out process
when consumers get to select their preferred delivery option. The service
leverages AC’s domestic network, which

enables the airline to offer faster transit
times than the competition, Mr. Berry
said. The carrier has lined up ground service partners for the ﬁrst and ﬁnal mile
segments.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

PPE the new ‘hot’ freight and warehouse target for
organized crime
The pandemic continues to affect
every part of the supply chain, and
brings heightened risk of crime, according to a new report by the TT Club and
BSI on cargo crime trends last year.
While cargo theft from freight vehicles
in transit remained the most dominant
threat, there was also a significant
increase in theft from facilities such as
warehouses as cargo backlogs built up
around the world. In addition, criminals
found a new source of income targeting
the vast quantities of PPE and other
medical equipment produced to fight
Covid. TT Club MD of loss prevention
Mike Yarwood said: “The effects
throughout 2020 of the Covid crisis
threatened supply chain security, continuity and resilience.
“Not only did newly created highvalue commodities such as PPE become
targets for theft, but bottlenecks in the
logistics infrastructure at ports and
warehouses brought increased potential
risks. “Temporary overflow storage facilities added to the dangers in loosening
the grip of existing security systems,” he
explained.
Meanwhile, UK transport insurer

Photo: Photo 53598485 © Welcomia - Dreamstime.com

BY GAVIN VAN MARLE

broker Ascend Broking also noted how
the pandemic was “inflating the value of
PPE and sanitizer-related products on
the black market, making them more
attractive theft items than previous ‘hot’
freight and warehousing targets”.Head
of transport Simon Horton added:

“Thieves are becoming bolder and more
determined to steal goods, deploying a
greater degree of violence than we have
witnessed previously.”
As well as being more willing to use
violence against drivers, Ascend noted
that drivers were being duped into stopMarch 22, 2021 • Canadian Sailings • 95
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ping or being diverted off-route to be attacked, while others
were forced to drive to a pre-determined unloading area where
the thieves made off with the cargo and abandoned the driver.
Ascend added: “False documents are also being used to mislead
warehouse staff, or warehouses being infiltrated by ‘insiders’
who gain access to areas in which valuable stock is held, or
have the knowledge that enables a theft to take place.”
The TT Club/BSI report found that in Europe, stockpiling
of goods meant these inventories came under particular threat,
with 48 per cent of 2020’s reported thefts coming from warehouses and production facilities, compared with 2019’s 18 per
cent.
In Asia, including the Indian subcontinent, the proportion
of thefts from facilities rose to 50 per cent, but the report added
that “in South-east Asia the in-transit risk indicates the prevalence of bribery and corruption, with a high percentage of

thefts being facilitated by employees and customs or other officials”.
But the major crime risk continued to be in-transit theft
and violent hijacking, although the report noted that hijackings
in Brazil, which took the top spot in freight crime last year, saw
a slight decrease in incidents, which it attributed to police and
industry efforts.
However, elsewhere risk is growing.
“The risk of social unrest, particularly in Mexico, arguably
impacted the risk of cargo loss through most of last year,” noted
the report. “Significant disruption to the Mexican rail freight
industry, with protesters setting up blockades on train tracks,
created a backup of cargo across the country. This disruption
led to estimated losses of close to $4.4 billion.”
Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)

Trade protectionism a barrier to the recovery of global
economies, warns ICS
Increasing trade barriers by governments around the
world are hampering the global economy as it attempts to
recover from the pandemic’s economic fallout, warned the
International Chamber of Shipping.
According to the International Trade Centre, the Covid
pandemic has led governments to throw up “temporary trade
measures that aim to restrict exports of vital medical supplies,
and to liberalize imports of vital medical supplies as well as
other essential products”. As of last week, some 98 countries
have temporary export restrictions or outright bans in place. In
contrast, 102 countries have liberalized their import restrictions. However, it is not just about Covid, according to a new
ICS Protectionism in Maritime Economics report. It says:
“Decades of progress toward open markets has begun to
reverse in recent years, with damaging restrictions imposed as
weapons in trade wars or in response to the pandemic. “Factors such as overzealous anticompetitive licensing laws, or
discriminatory treatment of foreign companies, were found to
be up to five times as harmful to an economy as traditional tariffs.”
The report concludes that reducing trade protectionism
could lead to GDP growth of 3.4 per cent for national
economies, while high-income countries could see exports
grow by an average of 4.5 per cent, “if they were to loosen
tariff and non-tariff restrictions on trade”. And it added:
“Developing economies would experience an even greater
increase, of 7 per cent, if they reduced their restrictions in a
modest and equal way.”
The World Trade Organisation estimates that a staggering
$1.7 trillion of imports around the world had been affected by
protectionism since 2009.
ICS Chairman Esben Poulsson said: “Removing tariff and
non-tariff barriers are quick and easy tools available to policymakers to increase levels of GDP, making this a win-win
situation in catalysing economic recovery from Covid-19.
“Countries at all levels of economic development would be
better off, and none would be worse off, if even modest reductions were made to the existing barriers. “To ensure a robust
world economy, and to ensure people reap the rewards of more
96 • Canadian Sailings • March 22, 2021
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BY GAVIN VAN MARLE

efficient maritime trade, countries should seize the opportunities this report has highlighted.
“Our report shows that economic nationalism is not the
way to go,” he added. Part of the report features a survey of 46
countries ranked by their respective ‘protectionism in maritime
economics’ (PRIME) score, which is based on five factors: tariffs & trade agreements; government efficiency & integrity;
operation & competition; entry & licensing; and management &
employment. The top three were Latvia, Hong Kong and the
Netherlands, with the bottom three Egypt, Argentina and Thailand.
Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)
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Aggressive carriers ‘biting the hand that feeds them’
as importers shun China
BY GAVIN VAN MARLE

There are growing signs that the sky-high freight prices on
the Asia-Europe trades may be beginning to structurally undermine it, as European importers begin to look for alternatives to
sourcing from China. Keith Gaskin, group commercial director of
Seko Logistics in the UK, said: “I am seeing importers in the UK
and Europe actively telling their merchandisers to look for nearshoring solutions, because the freight rates from Asia have
reached such heights it is making their business untenable. “If I
was an importer, I wouldn’t want to be beholden to a shipping
line, but that is what is happening right now.
While Mr. Gaskin admitted that switching sourcing locations
was not an overnight process, he added: “We are seeing Turkey
as a new sourcing location for a lot of products, and it is growing
exponentially. And there is other manufacturing capacity across
eastern and central Europe, as well as parts of North Africa.
“Carriers have now realized they are in a position to control
the market – by restricting capacity they can control the rates. But
by taking this ultra-aggressive approach, I am worried that they
are biting the hand that feeds them.
“The Chinese government is now concerned because it
understands the country’s volumes as a sourcing location could be
under threat if freight rates remain too high for much longer.”
And, although he said his “gut feeling is that rates are beginning to drop”, they still remain at levels that make it simply
uneconomic to ship products, said Mr. Gaskin. “We have seen
importers saying they cannot pay these freight rates because they
will lose money. If you are shipper of, say, large white goods or
furniture where relatively few units can ﬁt in a box, those
increases put hundreds of pounds on the cost of the product.
“And while the carriers may want to hold on to these high rates,
their behaviour has meant that shippers are diversifying from the
deepsea trades,” he said.
As UK importers have faced the steepest price increases on
ex-China shipments, the same pressure is evident elsewhere in
Europe. Frederick Mercier, commercial director of French forwarder Mathez Freight, told The Loadstar: “Of course our
customers are used to rates going up and down – but this is a lot;
this can change shipping decisions.

“I have a customer who sells coffee machines and has
decided to hold off on imports for now. He’s lucky, he doesn’t
have a just-in-time business. But he said he would not be held
hostage and would not import from China any more.
“Another customer is increasing rates on the spare parts he
sells by 15 per cent. “If you import some low-value and bigvolume commodities, like nappies, say, you are in an
unsustainable business as the freight costs are through the roof,”
he explained – although he predicted an eventual return to the
status quo.
Lars Jensen Today, SeaIntelligence Chief Executive, in the
monthly Freight Baltic Index market analysis, graphically demonstrates how freight rates are seriously beginning to hit shippers’
balance sheets. Mr. Jensen compares the freight costs of two US
shoe retailers: one selling high-value footwear at $100 per pair
and the other low-value at $10 per pair; both source from China,
with the added proviso that the high-value retailer was also a
major shipper that had secured rates at the lower end of the spectrum, and the low-value, smaller retailer negotiated rates at the
higher end of the spread. “At the beginning of March 2020, the
high-end retailer had a freight rate of $1,258, and the low-end
retailer paid $1,440. Both can ﬁt 10,000 pairs of shoes into the
container. The $100 shoes thus had a freight cost of 13 cents,
where the $10 pair cost 14 cents. “Fast-forward to the FBX pricing range of today and the high-end retailer pays $4,128 and the
low-end retailer, $6,135. The $100 pair of shoes costs 41 cents
for freight whereas the $10 pair costs 61 cents,” Mr. Jensen
explained.
He calculated that, whereas a year ago, the high-value
retailer’s freight costs were 0.1 per cent, and the low-value
retailer 1.4 per cent of the retail price of their products, today
they are 0.4 per cent for the former, but for his low-end competitor, “they have ballooned to 6.1 per cent”. He added: “This will
detract marginally from the proﬁtability of the high-end retailer,
but could render the low-end retailer unproﬁtable. “And, importantly, the increase in the price spread is directly impacting
competitiveness.
Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)
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Global trade recovery may have already peaked,
suggests WTO
BY IAN PUTZGER, AMERICAS CORRESPONDENT
Although global trade fared better in
2020 than expected, the World Trade
Organisation (WTO) reckons the recovery
has peaked, and sees headwinds for this
year. The WTO’s latest Goods Trade
Barometer, published in late February,
indicates that the decline in global trade
volume last year was less pronounced
than the 9.2 per cent drop it predicted earlier, thanks to a strong performance in the
third and fourth quarters. However, its
authors are less sanguine on the outlook
for this year: “The outlook for merchandise trade will depend to a large extent on
the evolution of the virus and the dissemination of effected vaccines.” Moreover,
WTO analysts found some indicators that
led them to believe that the momentum
going forward is likely to ﬂag.
This conclusion is based on the
observation that, while all component
indices were on trend or above, some,
such as export orders and auto products,
were showing signs of deceleration and
others could turn downwards in the near
future. Indices for electronic components
and raw materials were rising, which
could be due to inventory stockpiling, suggesting impending decline, they
diagnosed.
On the other hand, Everstream Analytics, formed this month out of the
merger of supply chain risk analytics ﬁrms
Resilience 360 and Riskpulse, has not
found any indications of a looming downturn, according to CEO David
Shillingford. He sees good potential for
further growth, suggesting much momentum is still trapped by lockdown measures
caused by Covid-19. “There’s still upside
in the removing of restrictions from activities that tend to fuel the global economy,
primarily around consumers, but not completely,” he said.
This does not mean that it will be
completely smooth sailing though, he
noted. He does anticipate bumps, but they
will be blips rather than a fundamental
disruption. Developments in the European Union and Brexit suggest that both
the EU and the UK will be facing headwinds, whereas predictions for US trade,
notably imports, remain bullish. Mr.
Shillingford does not think that this could
lead to a bifurcation in trade ﬂows, with
Asia-North America continuing to rise
while Asia-Europe trafﬁc languishes. He
views the European travails as a tempo98 • Canadian Sailings • March 22, 2021

rary slowdown rather than a fundamental
decline.
Along similar lines, the relentless
upward momentum of Asia-US freight
rates, could arguably encourage some
shift of equipment to the transpaciﬁc
arena, but this would only be temporary,
he said. Nor have the equipment shortages, and stratospheric rates in their
wake, dented trade momentum. “In our
view, the shortages in capacity have not
signiﬁcantly impeded growth in global
trade. Companies have continued to
explore other ways of getting goods
uplifted, particularly at the height of the
pandemic, when charter ﬂights were an
expensive but reliable way to keep goods
moving,” said Shehrina Kamal, Product
Director, Intelligence Solutions, at Everstream.
Some sectors have seen a shift to
domestic or regional markets, such as US
produce shippers pivoting from China to
the domestic arena. Medical devices have
also seen a stronger focus on domestic or
regional markets, to some extent due to
export restrictions. “Our research shows
that shippers are more likely to stay dispersed to diversify supply chain risks,”
said Ms. Shamal.
These preferences may be strained by
protectionist moves. Last month, the
International Chamber of Shipping noted
that 98 countries had set up temporary
export restrictions or bans in the pandemic, which are hampering global trade.
Following an executive order from the

White House, the US is about to embark
on a strategic review of vital supply chains
to address vulnerabilities, such as overreliance on single areas of sourcing.
Concerns about reliance on China are
high.
While the new US administration is
showing more openness to getting things
back on track with the UK and Europe,
there does not seem to be any real softening towards China, Mr. Shillingford said.
On the other hand, he added, there was a
big distance between a desire to reduce
reliance on sourcing areas and actually
achieving this. The locations of raw materials and production tend to be heavily
embedded in global networks, he said.
It remains to be seen what recommendations the US review will produce
and what action will come out of this.
What is clear today is that the experience
with the pandemic has brought about fundamental changes in supply chain
strategy. Mr. Shillingford said companies
needed better visibility of their supply
chains and a greater emphasis on agility.
“The fundamentals of looking for lower
cost will not change, but it’s the balance
between that and service that will shift;
and it will be a challenge for companies –
particularly with cash being a challenge –
to build redundancy into their networks,
which is why this notion of agility is so
important,” he said.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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