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Cargo diversity and port resiliency drive growth amidst
dynamic supply chain conditions

S

trong 2020 cargo volumes demonstrate the diversity and resiliency of the Port of Vancouver and
port industries during a challenging year. Overall,
cargo through the port increased by 1 per cent
from 144.2 to 145.5 million metric tonnes (MMT)
over the same time last year, with new annual records set for
grain, potash, and containers.
Container quantities increased to 3.5 million 20-foot equivalents (TEUs), an increase of 2 per cent compared to the previous year. Imports increased 7 per cent to 1.9 million TEUs.
Exports decreased 3 per cent to 1.6 million TEUs. The port
authority recently updated its container forecasts and expects continued growth in this sector.
For the fifth year in a row, global demand for Canadian grain
resulted in a new annual record of 35.1 MMT of grain
shipped both in bulk ships and containers, an increase of 24
per cent or 6.8 MMT compared to the previous year. Increases in wheat, canola, and specialty crops contributed to
the record. Fertilizer inputs were also up; potash exports in-

creased by 11 per cent from last year’s record and sulphur
increased by 8 per cent. Growth in total foreign exports resulted in a year-end record of 99 MMT, up 3 per cent, due to
the increases in grain and fertilizers, as well as petroleum cargos.
Bulk liquid increased by 16 per cent over year-end 2019 due
to an 18 per cent increase in petroleum products and a 16
per cent increase in canola oil.
Some cargo sector volumes declined as a result of challenges including impacts of the pandemic, railroad blockades, weather conditions, and terminal upgrades. Auto
imports were down 18 per cent and export breakbulk forest
products and coal were down 14 per cent and 15 per cent
from the previous year, respectively. Breakbulk cargo decreased 3 per cent and wood pulp increased 8 per cent compared to 2019, while basic metals decreased 12 per cent.

With the cancellation of the cruise season, there were no
Vancouver
cruise sailings in 2020. However, the port authority is working
September 6, 2021 • Canadian Sailings • 7

“The efficient movement of
goods through the port during
the challenging circumstances
of this past year was only
possible thanks to the dedicated
efforts of marine carriers and
pilots, longshore workers,
terminal operators, railway
workers, trucking companies
and drivers, along with many
others who make up the port
community,”
Robin Silvester, president and
chief executive officer of
the Vancouver Fraser Port Authority.

“We will continue to work together with all levels of
government, communities, industry, destination and
cruise partners to ensure a safe experience for passengers and the community and a successful restart of the
cruise season in Vancouver,” said Peter Xotta, vicepresident of planning and operations at the Vancouver
Fraser Port Authority.
with cruise line customers and destination partners to be
ready for the safe and sustainable return of cruise when the
conditions are right.
“We welcome the announcement from Transport Canada
on the lifting of the prohibition of cruise ships in Canadian
waters effective November 1, 2021 and look forward to welcoming cruise guests back to Vancouver. As always, we remain committed to the safety of local communities and
visitors in Vancouver and the rest of British Columbia,” said
Peter Xotta, vice-president of planning and operations at the
Vancouver Fraser Port Authority. “We will continue to work
together with all levels of government, communities, industry, destination and cruise partners to ensure a safe experience for passengers and the community and a successful
restart of the cruise season in Vancouver.”
At the end of the first quarter in 2021, overall volumes were
up 8.2 per cent compared to March 2020 year-to-date.
Commodity groups showing growth included animal products, dairy and produce, consumer goods, forest products,
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grain and special crops, machinery and automobiles. Container TEUs were up 27 per cent at the end of the first quarter, with laden inbound up 29 per cent and outbound
empties up 123 per cent.
Commodity groups showing decreases include petroleum
products, processed foods, fertilizers, chemicals and basic
metals. Coal volumes remained steady.
2021 mid-year cargo volumes will be released by the port
authority in September.
“The efficient movement of goods through the port during
the challenging circumstances of this past year was only possible thanks to the dedicated efforts of marine carriers and
pilots, longshore workers, terminal operators, railway work-

ers, trucking companies and drivers,
along with many others who make up
the port community,” said Robin Silvester, president and chief executive
officer of the Vancouver Fraser Port Authority. “We appreciate the work these
groups, and all stakeholders and partners, including Indigenous Groups,
labour and government, have done to
keep the port open round the clock,
day in and day out. They have helped
keep Canadians across the country
supplied with essential goods. It is the
port community that is the driving factor in showcasing—and amplifying—
the value that Canada’s largest port
brings to this region, and to the country.”

OPERATIONS UPDATE
Wildfire activity and extreme weather
conditions affecting railways throughout the British Columbia interior
caused service disruptions across the
port supply chain in July and August.

Smoke from wildfire activity can be seen here in this August photo of the
Burrard Inlet.
Rail delays led to longer dwells for carriers at anchor and heightened anchorage demand. A return to cooler
temperatures, along with rain in mid
August led to a decrease in fire activity
and risk, allowing for improved opera-

tions across the supply chain.
Visit the port authority website at portvancouver.com to read the latest operations updates on issues affecting the
Vancouver gateway.

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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Delivering capacity through infrastructure and
technology

T

he Vancouver gateway
offers sustained investment in terminal capacity,
transportation infrastructure and reliability initiatives, that together, result in greater
supply chain consistency and transparency. The Vancouver Fraser Port
Authority is working with customers
and supply chain partners to enable
terminal capacity to support future
trade demand, build transportation
infrastructure such as rail and road
projects and develop supply chain
visibility tools to enhance optimization and planning.
Centerm Expansion Project – marine works in western expansion area.

TERMINAL FACILITIES
Major terminal initiatives continue to
advance across the port authority’s
business sectors.
In the container sector, the port authority is working with its customers
and supply chain partners to grow the
port’s container terminal capacity.
Steady progress is being made to expand the existing Centerm container
terminal, operated by DP World Van-

couver, located on the south shore of
Burrard Inlet. The project will increase
container handling capacity by approximately two-thirds, from 900,000
TEUs to 1.5 million TEUs, through terminal reconfiguration and expansion,
as well as supporting road and rail improvements along the south shore.
This will result in an increase of container handling capacity by 60 per

cent, requiring only a 15 per cent increase of the terminal’s physical footprint. Construction began in July
2019 and is expected to be complete
in 2022.
Current highlights include ongoing
construction related to the north intermodal yard reconfiguration. Construction in this area will be

Legal Advice Enabling You to
Arrive Safely in Port
At Borden Ladner Gervais LLP, we possess long-standing experience in maritime law. National in
scope, our team of seasoned professionals offers both commercial advice and litigation support
to a wide range of Canadian and foreign clients on all facets of the marine transportation industry.
Contact us to let us know how we can assist you.
Vancouver; 604.687.5744; Toronto: 416.367.6000; Montréal: 514.879.1212; or after hours:
Dino Rossi
Graham Walker
Martin Abadi
Robin Squires
Sarah Sweet
Jean-François Bilodeau

604.760.3557
778.996.4045
416.522.3993
647.998.7237
647.624.1895
514.923.0701

drossi@blg.com
gwalker@blg.com
mabadi@blg.com
rsquires@blg.com
ssweet@blg.com
jbilodeau@blg.com

Lawyers | Patent & Trademark Agents
Borden Ladner Gervais LLP is an Ontario Limited Liability Partnership.

blg.com
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P. Jeremy Bolger
Jane Chong
Jean-Marie Fontaine
Daniel Grodinsky
Sean J. Harrington
Darren McGuire

514.836.4088
514.706.4455
514.295.8028
514.817.8966
514.395.3896
514.710.3105

jbolger@blg.com
jachong@blg.com
jfontaine@blg.com
dgrodinsky@blg.com
sharringtonn@blg.com
dmcguire@blg.com

completed shortly and handed over to the terminal operator before construction can progress to the next phase of
reconfiguration. Additionally, the exterior of the new container operations facility is substantially complete. Inside
the facility, work is underway to complete the mechanical
and electrical systems, while the terminal operator has
started the office fit-out.
The Roberts Bank Terminal 2 Project is a proposed 2.4
million TEU container terminal led by the port authority.
A federal environmental assessment by an independent
review panel is complete and an environmental assessment report to the minister of environment and climate

Along with industry and
government partners across the
Lower Mainland,
the port authority continues
leading the development of more
than $1 billion of infrastructure
projects that will further
strengthen its competitiveness.

Work continues on Neptune Bulk Terminals (Canada)
Ltd.’s $330 million in upgrades to its North Vancouver
terminal facilities.
change Canada was submitted in early-2020. In August
2020, the minister requested the port authority provide
additional information on the project. The port authority
expects to provide the information this summer. The
Impact Assessment Agency of Canada will then host a
public comment period and information request
response, and then the federal government is expected
to make their decision.
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four MMT, will be used to ship bulk grain products including wheat, barley, oil seeds, pulses and other specialty
crops. Work commenced at the project site in December
2018 with a target for completion in autumn 2021.

NEW CENTENNIAL ROAD OVERPASS
OPEN TO PORT TRAFFIC
In July 2021, The Vancouver Fraser Port Authority celebrated the opening of the Centennial Road overpass
on Vancouver’s south shore. The opening of the new
overpass, part of the South Shore Access Project
marked an important project milestone and significant
improvement in the movement of goods to and from
the Port of Vancouver to support Canada’s growth in
trade.
On July 4, at 9:00 a.m., the Centennial Road overpass
opened to container truck traffic in both directions. Coinciding with the opening of the new overpass, additional changes to traffic patterns on port roads have
also been implemented. Also within the scope of the
South Shore Access Project, the nearby Heatley Avenue overpass will permanently close for demolition
this year.
“We are incredibly proud to announce the opening of
the Centennial Road overpass, constructed by our design builder CXP. This marks an important milestone to
improve the movement of goods in the Pacific Gateway to support Canada’s growing trade,” said Cliff
Stewart, vice president infrastructure at the Vancouver
Fraser Port Authority. “The collaborative efforts between government and industry help to ensure Canada
remains competitive on the world stage for years to
come.”

Pending approval from the federal government, receipt of
other regulatory approvals and permits, market conditions
and a final investment decision, construction would take
approximately six years, making the much needed container capacity available by the early-2030s.
A number of major developments are also underway, or
have been completed, in the bulk and breakbulk sectors.
Fraser Grain Terminal Ltd., a wholly owned subsidiary of
Parrish and Heimbecker Ltd., is nearing completion of its
grain export facility adjacent to DP World Fraser Surrey.
The new facility, with an annual terminal capacity of up to
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Work continues on Neptune Bulk Terminals (Canada) Ltd.’s
$330 million in upgrades to its North Vancouver terminal
facilities, which will increase annual throughput and improve coal handling operations. The equipment upgrades
include a new coal train dumper building, a series of new
conveyors, a replaced stacker-reclaimer and a replaced
shiploader. Improvements also include upgrades to its
water dust suppression system. Portions of the project are
now complete and tonnage is moving through the terminal, with some components still in the completion process.
Progress is continuing on the Westridge Marine Terminal
Upgrade and Expansion Project, a component of the Trans
Mountain Expansion Project, which is led by terminal operator Trans Mountain Pipeline ULC. The project will allow
the facility to handle an increased volume of various petroleum products. Construction began in 2019, and is
scheduled to take approximately three and a half years to
complete.
G3 terminal, a new $550 million bulk grain terminal, was
completed in 2020 and is now operational. The first new
grain terminal at the Port of Vancouver in decades, G3 terminal has an estimated annual throughput of eight million
metric tonnes (MMT).
Viterra Pacific Elevators is undertaking several improvements to its grain handling facility, including upgrades to
its terminal dust filters and fans systems, as well as works
to increase emergency access to the facility.
In July, Westshore Terminals announced an agreement
with Australia-based BHP Billiton mining company to provide port services to the proposed Jansen Potash Mine in
Saskatchewan. With necessary infrastructure upgrades in
place, the terminal will handle potash for a term to 2051,
subject to extension. BHP plans to begin shipping potash

t Global Freight Forwarding
t Chartering
t Sea - Air - Land
t Worldwide Network
t Heavy - OOG - Project -

Breakbulk - Containerized

Guy Tombs Limited • Since 1921
Montreal, Canada • 514-866-2071 • www.guytombs.com

through Westshore in 2027 and expects to ship 4.35 MMT of potash
through the terminal annually.

TRADE-ENABLING
INFRASTRUCTURE
Along with industry and government
partners across the Lower Mainland,
the port authority continues leading
the development of more than $1 billion of infrastructure projects that will
further strengthen its competitiveness.
The South Shore Access Project is a
series of road improvements located
in Vancouver, along the south shore
of the Burrard Inlet, that will support
increased traffic to Centerm container
terminal once the Centerm Expansion
Project is complete, and support

The West Coast Supply Chain Visibility Program will create a
comprehensive system of record for data related to goods movement and
provide insights to unlock the full economic potential of the Pacific
Gateway.

movement of goods to other existing terminals in the same
area. Construction is ongoing and completion is expected
by 2022. A key milestone for one of the main components
of the project was reached in July with the opening of the
Centennial Road Overpass.

Listen to “Breaking Bottlenecks”, a podcast series
about the Port of Vancouver.
The complex web of global trade and supply chain logistics practically hums with technical innovation. But
sometimes, something as simple as a suburban stoplight, a prairie snowstorm, or traffic congestion can
threaten to bring the entire global system to a standstill, creating what industry insiders commonly call a
‘bottleneck.’
In this new podcast series, we break these bottlenecks
open by exploring the intricacies, infrastructure and innovations that connect Canada’s businesses and communities with the world, as seen through the inner
workings of the Port of Vancouver, Canada’s largest
port, and those who rely on it.
Visit portvancouver.com/breakingbottlenecks to listen
or download wherever you find your podcasts (Apple,
Google, Spotify).

For the Commissioner Street Road and Rail Improvements
Project, located in Vancouver and Burnaby, the port authority is undertaking a roadwork project to improve port
truck movements and traffic flows, improve access to terminal facilities for commercial traffic, enable safe and efficient access to port lands for employees and service
providers and provide land for rail track expansion. The
project received funding in 2019 from the federal government, the port authority and Canadian Pacific Railway
(CP), and completion of all project components is expected by early-2024. The demolition of the obsolete
grain elevator and construction of the retaining wall construction at Columbia Containers site was recently completed. CP has completed three out of four phases for the
planned rail works near Cascadia terminal.
The Burnaby Rail Corridor Improvements Project is a series of upgrades to the rail network supporting the Port of
Vancouver. These improvements will allow for more fluid
rail movement to terminals in North Vancouver, and will
improve safety and community access by creating more
reliable travel times and better emergency response options. Major components include building a new overpass
over the rail corridor for vehicle and pedestrian traffic.
Canadian National Railway (CN) will lead the upgrades to
the Thornton Tunnel ventilation system and new siding
track to help increase the movement of trains through the
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area. CN has completed the siding
track construction, which is now in
service, and the Thornton Tunnel
ventilation upgrades are scheduled
to be complete by end of summer
2021. Technical analysis, design development, and public and stakeholder engagement for the Holdom
Overpass is currently underway, and
construction could begin as early as
2022.
Located along the North Shore of the
Burrard Inlet is the Mountain Highway Underpass Project. The project
will allow for increased import and
export capacity and trade opportunities at Lynnterm Terminal, improve
productivity and efficiency of the terminal and enhance competitiveness
at the port. The first component of
this project, the Dominion Street realignment, concluded in 2019. Another component includes lowering
the northbound road profile of
Mountain Highway by approximately
one metre to provide additional
clearance for oversized project cargo
to pass under an existing CN railway
structure. Construction to deepen
the underpass began mid-March
2021 with substantial completion of
the project anticipated in 2021.

sights, this program will create a
comprehensive system of record for
data related to goods movement and
provide insights to unlock the full
economic potential of the Pacific
Gateway. This work is supported by
funding received from Transport
Canada in 2019 through the National
Trade Corridors Fund.
By the end of 2022, the program
aims to provide visibility into the
movement of 95 per cent of all cargo

SUPPLY CHAIN
VISIBILITY AND
TRANSPARENCY
The Vancouver Fraser Port Authority,
Transport Canada, the Prince Rupert
Port Authority and other Pacific Gateway partners continue to collaborate
on the West Coast Supply Chain Visibility Program to develop an insight
driven gateway.
The West Coast Supply Chain Visibility Program is a multi-phase, multiyear program that will develop and
implement a series of operational
planning and optimization tools tailored to participating industry members. These tools will support actions
to increase capacity and operating
efficiencies across the supply chain.
Using business and technology in-
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through the West Coast. Current priorities include collaborating with
stakeholders to build requirements
for targeted reporting, collecting
data from industry partners and developing data infrastructure. Additional work on broadening data sets,
integrating economic modelling and
forecasting into the system and leveraging findings to inform national
standards will also be the focus for
2021-2022.

Customer participation supporting
sustainability efforts

The ECHO program is a series of initiatives aimed at better understanding and managing the cumulative effects
of shipping activity on at-risk whales.

Strong support
for the voluntary
measures from
the commercial
shipping industry
resulted in record
participation rates
of more than 80
per cent for all
three initiatives.

T

he Vancouver Fraser Port
Authority continues to advance leading environmental programs in efforts to
support its vision for the
Port of Vancouver to be the world’s
most sustainable port. The support
and participation of customers and industry stakeholders is critical to the
success of these programs, which are
designed for habitat preservation, air
and noise emissions reduction and energy conservation.

ENHANCING CETACEAN
HABITAT AND
OBSERVATION (ECHO)
PROGRAM UPDATE
For nearly eight years, marine carriers
have been participating in key initiatives under the port authority-led
ECHO program, a series of initiatives
aimed at better understanding and

managing the cumulative effects of
shipping activity on at-risk whales.
The voluntary vessel slowdown trials
and voluntary route alteration trials (or
lateral displacement) trials have continued with success during the past several years, even amidst global
interruptions to international shipping
due to the COVID-19 pandemic.
These voluntary initiatives help reduce
underwater noise in key feeding areas
for Southern Resident Killer Whales
(SRKWs). In 2020, a slowdown for marine carriers occurred in Haro Strait and
Boundary Pass and an inshore lateral
displacement for tug vessels took
place in the Strait of Juan de Fuca.
New for 2020, a slowdown also took
place in Swiftsure Bank, located just off
the southwest coast of Vancouver Island. Strong support for the voluntary
measures from the commercial shipping industry resulted in record participation rates of more than 80 per cent
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for all three initiatives. In 2020, these
initiatives helped reduce underwater
noise in approximately 47 per cent of
SRKW critical habitat areas that directly overlap commercial shipping
lanes.
For 2021, the same three trials were
implemented, showing strong participation across all vessel types to-date.
Of note, the cumulative participation
rate in the Haro Strait and Boundary
Pass slowdown is 92 per cent year-todate July. The Juan de Fuca inshore
lateral displacement trial for tug vessels, scheduled to end October 31,
shows 84 per cent participation rate
year-to-date July. In its second year,
the Swiftsure Bank slowdown trial will
also run until October 31, and the
Haro Strait slowdown trial will run as
late as November 30, depending on
whale presence. Total participation results will be made public when the trials conclude.

LNG BUNKERING
Over the next decade, natural gas as
a marine fuel in the form of liquefied
natural gas (LNG) is expected to be
adopted by shipping lines across several sectors that call on the port. To
meet current and future needs of
these vessels, the port authority is
working with Fortis BC and the provincial government to have a LNG
bunkering service available by 2024.
The port authority is currently working
to safely accommodate ship-to-ship
bunkering operations by first understanding the risks, costs, and benefits
associated with this type of marine
fuel, reviewing the fuel’s economic viability in British Columbia and engaging key industry and government
stakeholders for support. In preparing
to offer LNG bunkering services at the
port, the port authority is taking a
number of actions to inform any procedure updates, including risk assessments, compatibility assessments and
guidelines and protocols development that are aligned with international standards.
In the auto sector, the port’s terminals

Annacis Auto Terminal has recently welcomed the latest generation of
environmentally-friendly car carriers.
have recently welcomed the latest generation of environmentally-friendly car
carriers, such as the NYK’s Sakura
Leader, the first LNG-fuelled ship to
call at Annacis Auto Terminal. The NYK
Sakura Leader is one of the world’s
largest car and truck carriers, handling
approximately 7,000 vehicles per voyage. Sakura Leader has called the port
three times since November 2020. On
April 30, 2021, the port also welcomed
“K” Line’s Century Highway Green, a
next-generation
environmentallyfriendly car carrier fuelled by LNG.

BLUE CIRCLE AWARDS
AND ECOACTION
PROGRAM
The port authority’s Blue Circle Awards
recognize marine carriers and port tenants that excel in environmental stewardship. Since 2009, award winners
have been recognized for their participation rates in the EcoAction Program,
and the Energy Action Initiative since
2018. Nineteen recipients were recognized with 2020 Blue Circle Awards, including 13 shipping lines, four coastal
marine operators and two terminal operators (tenants).
2020 award highlights include:
• “K” Line and Westwood Shipping
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Lines have been awarded every year
since the inaugural awards in 2009
• Hapag-Lloyd has been recognized 11
times
• HMM and Mediterranean Shipping
Company have won this award for
eight consecutive years since 2013
• Evergreen Line has won this award
for six consecutive years since 2015
The EcoAction and Energy Action Initiative are just a sample of several environmental programs that offer
incentives to customers who choose to
participate. Those who follow best
practices outlined in the EcoAction
Program, for example, are eligible for
discounts on harbour dues—rebates
which amounted to $1.6 million in
2020.
“We also want to acknowledge our
cruise line customers, who have previously achieved the highest levels of
participation in the EcoAction Program
and have won multiple awards,” said
Peter Xotta, vice-president of planning
and operations at the Vancouver Fraser
Port Authority. “Although the cruise industry is still waiting until it’s safe to relaunch regular sailings, we look forward
to celebrating their commitment to
sustainable operations and protecting

The Blue Circle Award recognizes vessel and terminal operators and tenants who
demonstrate excellence in environmental stewardship through emissions reduction and
energy conservation. The 2020 Port of Vancouver Blue Circle Award recipients are:
EcoAction Program
Shipping Lines

MSC Mediterranean
Shipping Company (Canada) Inc.

COSCO SHIPPING
ONE – Ocean Network Express
Evergreen Line
Pacific Basin Shipping (Canada) Ltd.
Fednav Ltd.
SM LINE
G2 Ocean Shipping
Canada Limited

Westwood Shipping Lines

Hapag-Lloyd

Yang Ming

Energy Action Initiative
Coastal Marine Operators
BC Ferries
North Arm Transportation

Cascadia Port
Management Corporation
Viterra Pacific Elevators

SAAM Towage Canada
Seaspan ULC

HMM
"K" Line

the environment in the near future.”

Customer and
industry
participation in
the port
authority’s
environmental
programs is
instrumental in
making efforts to
reduce the
impacts of port
operations on the
environment.

“We applaud our port terminals, shipping, and industry partners for their
voluntary efforts to go above and beyond to follow environmental best
practices, and in 2020 they did this
during an exceedingly challenging
year,” said Robin Silvester, president
and chief executive officer at the Vancouver Fraser Port Authority. “Congratulations to all 2020 Blue Circle award
recipients on your leadership to conserve energy and reduce air emissions
at the Port of Vancouver.”

NORTHWEST PORTS
CLEAN AIR ALLIANCE
STRATEGY RENEWAL
The port authority is also working with
ports in Washington State to mitigate
the impact of port operations on air
quality in the Pacific Northwest.
Originally in place since 2007, a full update to the Northwest Ports Clean Air
Alliance strategy was conducted in
2020, developed in partnership with
the ports of Seattle and Tacoma and
the Northwest Seaport Alliance to reduce port-related emissions in the
Georgia Basin-Puget Sound air shed.
The strategy outlines a path toward

transitioning port activities away from
fossil fuels and towards cleaner, lower
emission fuels and technologies. It
supports implementing programs that
promote equipment efficiency, phase
out old high emissions emitting equipment, and the use of lower emission interim fuels. Central activities focus on
facilitating collaboration to advance
commercialization of zero emissions
equipment and enable adoption before 2050 and collaborating with industry and government to identify and
address key infrastructure constraints
by 2030. The strategy also includes
performance targets for each of the
primary port emissions sources, including ocean-going ships, harbour boats,
cargo-handling equipment, container
trucks, locomotives and port administrative operations.

CONCLUSION
Customer and industry participation in
the port authority’s environmental programs is instrumental in making efforts
to reduce the impacts of port operations on the environment. Continued
collaborative leadership in these areas
will have a lasting impact on ensuring
the Port of Vancouver continues to
transform into the world’s most sustainable port.
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PROJECT CARGO
Project cargo and breakbulk abound
in and around Great Lakes/Seaway

Photo: Port of Valleyfield

BY KEITH NORBURY

The port of Valleyfield
now has much more
space for handling steel.

The port of Valleyfield now has more room for breakbulk
and project cargo. That’s because Nunavut Eastern Arctic
Shipping, which had used Valleyfield as a staging location
for its service to Arctic communities for about two
decades, relocated to Bécancour earlier this year. “It
makes for a very different landscape now,” said JeanPhilippe Paquin, Port of Valleyfield’s general manager, in
an interview in late July. “At this time of year, the port
used to be full to the hilt with cargo destined for the Arctic. Now we have a lot more space available. And a lot of
the steel players have come in to fill the void. This year
we have very extensive traffic in steel, whether beams or
plates or coils.”
That steel comes from many origins abroad, including
Turkey, India, Southeast Asia, Britain, and Sweden, Mr.
Paquin said. “Sweden, we had in the past as well. So it’s
a continuing business.” The difficulty, though, was that
previously those customers had little space to deliver
those cargoes at Valleyfield during the intense Arctic
shipping season. “The port was very busy. The berths
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were very busy,” Mr. Paquin said. “There was very little
laydown space or storage space available. So the steel
players were usually not looking at Valleyfield as a regular
stop. It was mostly an opportunistic business that we’d
get prior to the Arctic season or after the Arctic season
in the fall.”

EASIER FOR STEEL SHIPPERS
Now those ships can unload at Valleyfield, which is about
70 kilometres southwest of Montreal, during any season
the St. Lawrence River is open to traffic. “Therefore it’s a
lot easier for them to do business with us,” Mr. Paquin
said. The move to Bécancour, about 200 kilometres
downriver from Valleyfield and across the river from TroisRivières, is also good news for NEAS. “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,” a news release
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quoted Suzanne Paquin, NEAS
Group President and CEO. (Mr.
Paquin of Valleyfield is a distant relative of Ms. Paquin and her family,
who are the principal shareholders of
Logistec Corporation, one of the
partners in the NEAS Group joint
venture. “We all trace back to a single Paquin that came in during the
French colonization in the 1600s,”
Mr. Paquin said.)
So far in 2021, Valleyfield has had
about 50 ships call at its Valport terminal, about half of them carrying
steel. Most of the remainder carried
liquid bulk for its McAsphalt terminal
and the Valleytank Inc. terminal.
Most of the ships bringing steel to
Valleyfield are Fednav vessels. Other
carriers include Canfornav and Spliethoff. The latter recently imported
a load of lumber. “That’s really, really
amazing,” Mr. Paquin said. “It’s a
confirmation of the crazy prices in
the lumber business we’ve seen this
year due to Covid. Wood is so expensive that they bring it from overseas.” Yachts from Europe, as well as
machinery, are other examples of
breakbulk and project cargo. Steel,
though, makes up the bulk of the
breakbulk. By late July, about
300,000 tonnes of steel had arrived
at Valleyfield. Mr. Paquin expects
that total to reach 800,000 tonnes by
year’s end, which would set a record.

URANIUM FROM EUROPE
Valleyfield has seven berths, four
used for general cargo ships. Most of
those ships have their own cranes,
which stevedores at Valport use to
unload the ships. Exceptions are
smaller Wagenborg ships, which usually don’t have their own loading
gear. “We use a shore crane,” he
said, describing it as “a very old rickety Guay crane” with the manufacturer’s name long ago painted over.
Related to breakbulk are Compass
International ships that call monthly

at Valleyfield with uranium products
from Rotterdam. “When they carry
uranium, they’re limited on the number of uranium containers they can
take,” Mr. Paquin said. “But they can
take other cargo as well. So they’ve
diversified a lot. They bring in a substantial portion of breakbulk cargo as
well into Valleyfield.”
The uranium arrives in special double-walled cylinders on flat racks the
size of standard 20-foot shipping
containers. “It’s considered dangerous cargo; so the handling needs to
be more cautious. But we use the
same ship cranes to unload those
containers and we carry them around
with the same type of reachstacker
we use for regular containers,” Mr.
Paquin said. They arrive on general
cargo ships, though, not container
vessels. “It’s not a typical container
trade. And we are not a container
port,” Mr. Paquin said, noting that
constraints on the Seaway limit container trade. Nevertheless, he
added, “There’s talk about a container ship coming into the lakes,
maybe even as soon as this summer
or this fall. But it hasn’t materialized
yet.”

OVER AT THUNDER BAY
About 2,000 kilometres over water
to the west of Valleyfield, the port of
Thunder Bay has had its “strongest
year to date for steel imports,” said
Chris Heikkenen, the Port’s director
of business development and communications.
“We’ve had several shipments of
structural steel and also several shipments of steel rail,” Mr. Heikkenen
added. “That (steel rail) comes from
the Poland-Czech Republic area and
is destined for Western Canada. The
structural steel comes from Luxembourg. That is dedicated to construction projects.”
A recently completed $15 million

JEAN-PHILIPPE PAQUIN

terminal reconfiguration project included six acres of additional paved
laydown area that has been put into
service for staging steel. The project
also included a new 50,000 square
foot heated storage building as well
as 3,000 feet of upgraded rail track.
“We have high demand for the interior heated space,” Mr. Heikkenen
said. “That building is essentially full
already.” Mr. Heikkenen did not have
specific figures for the volumes of
steel going through Thunder Bay.
However, the port’s website tallied
11,156 tonnes of general cargo for
January to June 2021 compared with
6,129 tonnes for the same period in
2020. The increase in steel imports
point to a resurgence of the Western
Canadian economy, Mr. Heikkenen
said. He added that they also likely
reflect tariffs the U.S. imposed on
steel products a couple of years ago.
“So the European manufacturers
have found a market in Canada, and
Canadians are tapping that product,” Mr. Heikkenen said.

SEAWAY GENERAL CARGO
RISES 52 PER CENT

September 6, 2021 • Canadian Sailings • 19

PROJECT CARGO
The Chamber of Marine Commerce reported in mid August that general cargo shipments on the Seaway totalled 1.6 million tonnes in 2021 to the end of July — a
52 per cent increase over that period in 2020. “This
major increase continues to be driven by steel imports
from Europe and other countries heading to Canadian
and U.S. cities throughout the region, to help support
pent-up demand for manufactured goods and construction activity,” a chamber news release said.
Breakbulk and project cargo from overseas arrives at
Thunder Bay via ocean-going vessels, or salties, that can
navigate the St. Lawrence Seaway/Great Lakes system,
noted Thunder Bay’s Mr. Heikkenen. “One of the benefits
of Thunder Bay is that we have a lot of backhaul cargo
for any imported product. There’s always a backhaul
grain cargo available to take back overseas,” he said.
The goal of shippers using Thunder Bay “is to get the
cargo as far inland as possible via the marine route,” he
added. Mr. Heikkenen said Thunder Bay has received an
increase in inquiries for breakbulk and project cargo that
he expects will lead to even larger cargo volumes in the
next year or two. A major carrier for Thunder Bay is Fednav, which has larger ships than another regular visitor to
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the port, Wagenborg.

“BUSY SEASON”
Fednav was unable to make anyone from its marine department available for an interview. “They are all tied up
at the moment with the busy season we are experiencing
in the Seaway/Great-Lakes,” Fednav marketing lead Virginie Hacala explained in an email. In recent years, Fednav has added at least 22 box-hold Japanese-built
handysized carriers of 34,500 deadweight tonnes to its
fleet, according to a July 2018 press release. Those vessels, built at Oshima Shipyard, are designed to handle
breakbulk and project cargoes, then Fednav President
and CEO Mark Pathy told Canadian Sailings in 2013.
A box hold is rectangular as opposed to following the
contours of the ship. That makes it ideal for stowing various types of steel, such as coils, pipes, beams, and rods,
Mr. Pathy said in 2013, pointing out that Fednav already
had other box-hold vessels in its fleet. “The stowage
therefore is easier and you need less dunnage,” he said.
In a 2016 news release, Mr. Pathy described the box-hold
handysize ships as “Lakes-suitable and ice-class for year-
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round trading in the St. Lawrence.”

PREFAB MODULES IN AND OUT
Recent project cargoes at Thunder Bay include dimensional engines and prefab modules built in Europe and
destined for Western Canada, Mr. Heikkenen said.
“We’ve actually done inbound and outbound modular
dwellings. Some that are built in Canada are headed east
actually,” Mr. Heikkenen said.
Helping to move those large cargoes is a Liebherr EHM
320 mobile harbour crane the port acquired in 2012. “To
have that crane is something that has definitely been part
of the equation in terms of attracting cargo through
Thunder Bay,” Mr. Heikkenen said.
On the horizon are “some very heavy, very heavy lifts that
are likely to hit the dock in the fall,” he said. Those include large components such as towers and nacelles for
wind energy projects on the Prairies. He said 2020 was
supposed to be a “banner year” for the port with a lot of
wind farm projects on the books. “And then construction
halted as a result of the pandemic,” Mr. Heikkenen ob-

served. With that business slowly ramping back up,
“we’re looking at next year and even 2023 as better
years for that kind of cargo,” he added.

DIVERTING BREAKBULK FROM ROAD TO
WATER
Pinnacle Logistics Solutions — headquartered in Cambridge, Ont. — is diverting breakbulk cargo that would
traditionally move by road to marine along the Great
Lakes/Seaway. “We successfully diverted some modular
units from what was expected to be a road transportation
solution to a barging solution, moving from west to east
and finally discharging at a Quebec port,” said Aaron
Gerber, Pinnacle’s vice president of sales. Instead of
going by road through northern Ontario, the units, which
were fabricated in western Canada, were loaded in Thunder Bay and transported by barge to Bécancour to be
loaded on a vessel for delivery to the Arctic. Mr. Gerber
said the client is shy about being named in the news,
which is why he didn’t wish to reveal many details of that
particular project. He was also circumspect about naming
the carriers Pinnacle is working with.
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Photo: Port of Thunder Bay

lenges when it comes to over-theroad transportation, especially of
over-dimensional high, wide and
heavy commodities.” A few customers reached out to Pinnacle to
solve that pain point. As a “transportation agnostic organization,”
Gerber’s company looked at multiple
transport modes and found that marine made a lot of sense. “We’ve got
a high level of expertise when it
comes to moving project cargo over
the road, or the rail and over the
water,” he said.

STRATEGIC ASSETS OWNED

Steel cargo is staged in new paved laydown area at the port of Thunder Bay’s Keefer
Terminal.

“We’re working with the different
vessel owners who call on the ports
within the Great Lakes to help our
clients secure capacity in a market
that’s really challenging to do that,”
Mr. Gerber said. However, he did reveal the vessels are carrying “large
amounts of construction materials,”
up to 18,000 tonnes at a time. He attributed much of that to increased

road construction that coincided
with the Covid-19 pandemic.
“The provinces of Ontario and Quebec were really motivated to take
advantage of the reduction in road
traffic and pump additional construction projects through,” Mr. Gerber
said. “It is great to have those projects completed but it presents chal-

Unlike many third-party logistics
companies, Pinnacle owns some of
its own assets. “They’re sparing and
they’re strategic assets that serve our
clients,” Mr. Gerber said. They include specialized trailering units for
the wind industry — such as what are
known as Schnabel dollies and double Schnabels. Pinnacle will also
lease equipment. “But we don’t actually hire any drivers. We don’t employ any operators of any kind,
whether that’s road, rail, or marine,”
Mr. Gerber noted.
Pinnacle will work with crane rental

Project cargo gateway for Western Canada

WWW.PORTOFTHUNDERBAY.CA
(807) 345-6400
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companies, for example, to move
stuff around. “It really is integrated
solutions,” Mr. Gerber said. “The
scope of the solutions has everything
to do with the needs and demands
of the customer. We see ourselves as
an extension of our clients’ businesses.”

Wind remains a big part of Pinnacle’s
business, although it is diversifying
and growing in such areas as mining
and modular construction. “Our
chartering division is growing in a
big way, which is mostly raw supplies
for the construction industry,” Mr.
Gerber said. “We’re also getting a
great deal of traction in nuclear.”
The latter has been over-the-road.
However, Pinnacle is looking at marine transport via the Great Lakes.

GREAT LAKES CRITICAL
Overall, the Great Lakes are critical
to Pinnacle’s business, although Mr.
Gerber couldn’t pin a percentage on
it. “Whether our scope is handling a
piece of freight once it arrives here
in the Americas, whether we’re talking about actually transporting
something on the water ourselves,
it’s touching that marine component,” Mr. Gerber said.
And while it didn’t involve the Great
Lakes/Seaway, a recent wind project
did have a big marine component.
Rather than try to move the cargoes
entirely overland to Fort MacLeod,
Alta. from Vancouver, Wash., Pinnacle barged them east on the Columbia and Snake rivers into Idaho
before trucking them north into
Canada. “So what was supposed to
be a road solution turned into a

Photo: Hamilton Oshawa Port Authority

The company accomplishes that with
just 16 employees who manage a
team of project managers, subcontracting project managers, and thousands of truck drivers and marine
and rail operators. “Those 16 cast a
wide net,” Mr. Gerber said.
General cargo volumes at the port of Hamilton increased substantially during the first
seven months of 2021.

multi-modal solution. And it saved
our clients millions of dollars,” Mr.
Gerber said.

HAMILTON AND OSHAWA
REBOUND
Hamilton Oshawa Port Authority reported that cargo volumes at the two
ports began to rebound in 2021 after
being down by over 30 per cent at
one point in the spring of 2020, the
Port Authority said in response to
written questions. At Hamilton, general cargo volumes to the end of July
were up compared to the same periods in 2020 and 2019 — 2,054
tonnes so far this year; 827 tonnes in
2020; and 1,819 tonnes in 2019.
Steel volumes were also up year over
year for the period: 575,588 in 2021;
230,546 in 2020; and 147,116 in
2019. Hamilton had handled nearly
10 million tonnes of cargo in 2020,
almost exactly the amount as the
year before.
Oshawa posted its best season ever
in 2020, exceeding 672,000 tonnes
for the first time, “driven by strong
trade in fertilizer, grain, steel and cement.” As of July 31, Hamilton and

Oshawa combined handled 4.8 million tonnes of cargo in 2021.
Breakbulk accounted for about 13
per cent of the cargo at the two
ports. That’s up from 10 per cent in
2019.
Steel volumes at Hamilton rose 149
per cent in 2021 to the end of July
compared with 2020. Oshawa steel
volumes were up 42 per cent.
An example of a recent project cargo
move through Hamilton was the arrival in the fall of 2020 of Ontariomade oversized power generation
modules, led by Precision Specialized. The modules were loaded on
BBC Eagle at Federal Marine Terminal Hamilton for the trip to
France.Aside from BBC Chartering,
other breakbulk/project cargo carriers calling at Hamilton include Fednav, Canfornav, Spliethoff/Big Lift,
and Wagenborg.
Hamilton’s Westport Modernization
Project has leveraged over $50 million in private sector investment, on
top of $17 million from the federal
government’s National Trade Corridors Fund in 2017 and a matching
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contribution from the Port Authority. So far the project
has included a 56,000 square foot warehouse expansion
at Fluke Transportation on Pier 15. The new facility supports the Hamilton region’s $1 billion food sector.
Meanwhile, work on the FMT terminal at piers 12 and 14
has included expanding and rebuilding dock walls as well
as constructing a 40,000 square foot fabric warehouse.
Among the other improvements are roadway extensions
and new service utilities to create access to northern
parcels of the port for future development.

HEAVY LIFTING ON THE GASPÉ
Groupe Bellemare, headquartered in Trois-Rivières, has
been doing a lot of heavy lifting and moving of wind turbine components — along the Gaspé Peninsula. From
2016 to May 26, 2021, Bellemare Transport had delivered
4,663 blades, having moved them a combined total of
over a million kilometres, according to a recent article on
the company website. The blades travelled 235 km from
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Bellemare Heavy Haul & Rigging moves a massive transformer.

LM Wind Power in Gaspé to Fabrication Delta in New
Richmond, where they were loaded on trains destined for
Texas.
The Gaspé work is a joint project of Bellemare Transport
and Groupe Bellemare’s separate Heavy Haul & Rigging
division, said Andrew Miller, senior business development representative with the latter. Bellemare Transport
handles the blades while Heavy & Haul Rigging moves
the heavier tower sections, Mr. Miller said.
Bellemare Heavy Haul & Rigging also moves project
cargo by water. “We took a big skid into Ontario last
summer,” Mr. Miller said. “It was manufactured in Quebec, we loaded on a barge took it down the Seaway and
offloaded it, and took it to where it was ultimately
going.” The division has about 100 drivers, 145 to 150
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trucks, and nearly 500 trailers. “We’ve got a lot of equipment,” said Kevin Kwateng, Bellemare’s director of heavy
haul operations.
Other recent projects include accelerated construction of
the pedestrian bridge on Montreal’s Champlain Bridge,
and hauling replacement components hundreds of kilometres overland to Hydro Quebec dams in the James
Bay area.

WINDSOR REPORTS STEEL INCREASE
About midway between Thunder Bay and Valleyfield,
Morterm Limited at the port of Windsor has seen an
uptick in its breakbulk steel volumes in 2021. “Compared
to 10 years ago, I would say it’s down but compared to
last year, with all the Covid, we’ve exceeded our entire
revenue stream already this year versus last year,” said
Michael Semande, corporate director of operations for
Essex Terminal Railway, Morterm and Motipark. He estimated conservatively that steel volumes are up 20 percent this year over 2020. In a typical year, Morterm
handles about 400,000 tonnes of various commodities
such as steel coil, steel beams, and aluminum ingots, Mr.
Semande said. Most of the steel landing at Morterm is
destined for the Greater Toronto Area.

Morterm is also looking at storing food products at its
warehouses for Archer-Daniels-Midlands Company, or
ADM, a U.S.-based food processing giant that has a plant
in Windsor. “However, we just haven’t gotten too far out
on any of these projects because our warehouses are
completely full with steel,” Mr. Semande said. If anything,
he expects even more steel to arrive in the next few years
as construction ramps up on the new US$5.7 billion
Gordie Howe International Bridge linking Windsor with
Detroit. “We do plan to handle and store quite a bit of
that material as well,” Mr. Semande said. Bridging North
America, the private partner in the public-private partnership, and its government partners are seeking to use
about half of Morterm’s outside storage space for the
bridge’s panels, he said. “And with our close proximity to
the bridge being connected to the rail, which is just outside of our gate, we can easily pass those panels right
through and have direct access for lifting them to the
bridge,” said Mr. Semande, whose office is only about
half a kilometre from the bridge, which is slated to open
in 2024. “We can watch the bridge being built.”

“Even though steel prices are astronomically high, our
business is carrying on,” Mr. Semande said. “And we’re
busy with five vessels per month, which is not like 10
years ago when we would be 7 to 10 vessels per month.”
While Morterm can, and has shipped out breakbulk, it is
primarily a discharge terminal. “Typically it’s more or less
landing the material here and then using the facility as
more of a storage ground or a transloading function either to road carrier or to rail,” Mr. Semande said.
That the terminal is a subsidiary of Essex Terminal Railway, which is headquartered in Windsor, “makes it very
easy for moving material and organizing shipments,” Mr.
Semande said. “We’re not waiting on an outside contracted rail provider to bring cars in or out,” he added.
Essex also connects with major railways like Canadian National, Canadian Pacific, and CSX. “We ship to the U.S.
using CSX daily.”
The terminal, which can load 10 to 12 rail cars and 26 to
30 trucks daily, includes about 70 acres of outdoor storage, serviced by a 400-tonne Manitowoc crawler crane
and reachstackers. At any given time, about a dozen
stevedores in two gangs work 12-hour shifts. “Then
we’ve got our own 10 staff that are operating the equipment, the cranes, ship cranes, the shore crane, and the
lift trucks,” Mr. Semande said.
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Canadians gear up for return to
Breakbulk Americas conference
BY KEITH NORBURY
George R. Brown Center in
Houston, Texas will host the
2021 Breakbulk Americas
conference, Sept. 28-30.

Having attended several Breakbulk Americas conferences
in recent years, Kevin Kwateng is looking forward to returning to Houston in late September for the event, which
was last held in 2019. “I plan on going, as long as there
are not too many issues crossing the border,” said Mr.
Kwanteng, director of heavy haul operations with TroisRivières-headquartered Groupe Bellemare. “Then I’ll be
able to come and participate. I’m looking forward to - it’s
been a while.”
Bellemare is one of several Canadian companies exhibiting at Breakbulk Americas, which takes place Sept. 28-30
at the George R. Brown Center. The conference was held
annually for more than 30 years — not even hurricanes
Katrina or Harvey could stop it. But then along came the
Covid-19 pandemic, which shut down all large shows after
March 2020.

CANADIAN EXHIBITORS
In addition to Bellemare, Canadian exhibitors (with booth
numbers in brackets) in halls D&E of the conference center include the following:
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Delta, B.C.-based Apex Specialized Rigging and Moving
(M42);

•
•
•
•
•
•
•
•
•
•
•

Montreal-based CM Labs Simulations (P14);
Falcon International, of Pointe-Claire, Que. (C10);
GRYB, of Victoriaville, Que. (B41);
Highway H20, representing ports and users of the
Great Lakes/St. Lawrence Seaway (C01);
Montreal-based Logistec (M18);
Matcom, of Vaughan, Ont. (K15);
Quebec Stevedoring Company Limited (C31);
Regina, Sask.-based Richards Transport Ltd. (N17);
Thor Global, of Mississauga, Ont. (N17);
Toplift North America, of Stoney Creek, Ont. (Q31);
and
Calgary-based Totran Transportation Service Ltd.
(C33).

Bellemare (booth K23) expects to send eight or nine representatives to the conference, Mr. Kwanteng said. They
include personnel from the parent company’s new Houston-based Bellemare Specialized Logistics division created in 2020 after Groupe Bellemare acquired the
Houston branch of Trinet. About the same time, Bellemare
established its U.S. head office in Indianapolis. “We’re
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going to be more promoting the capabilities that we
have in terms of servicing Canada, the US., and crossing
the border as well,” Mr. Kwateng said. “With the team
that we have down in Houston, plus the one in Indianapolis, we are able to show both countries. We want
to let our customers know that now, whatever your project is, we can basically take care of it from A to Z.”

OPPORTUNITY TO ENGAGE
Also looking forward to the conference is Aaron Gerber,
vice president of sales with Pinnacle Logistics Solutions.
“It’s a networking opportunity for us,” Mr. Gerber said.
“We help our clients navigate buying transportation
throughout the Great Lakes and the St. Lawrence Seaway.” Pinnacle will send a cohort to the show that will
represent the company at the booth of Hwy H20, of
which Pinnacle is a member.
“For us, it’s an opportunity to engage with buyers and
potential buyers of transportation within the St. Lawrence
Seaway and the Great Lakes, and educate them on how
one of the most robust trade networks in the entire world
can serve them, and then put the pieces together in a
practical way on their behalf,” Mr. Gerber said. Headquartered in Cambridge, Ont., Pinnacle has engaged in
projects across Canada, including Quebec, Ontario, and
Alberta. As shown on the company website, they include
planning and logistics for transporting 43 complete wind
towers to Fort MacLeod, Alta.; moving oversized silos,
tanks and machinery from the port of Valleyfield to Kirkland, Que.; and delivering a 120,000 pound component
across three municipalities and a major city in the Niagara
region. “Those are a few snapshots of some projects that
we’ve executed. But truthfully, they’d be a drop in the
bucket, in terms of the full scope of work that we’ve executed both here in Canada and south of the border,”
Mr. Gerber said.

TRAVEL RESTRICTION DOUBTS
Exactly how many Canadians will actually attend the conference still wasn’t clear as the press deadline approached. Ken Carey, manager of business development
for The St. Lawrence Seaway Management Corporation,
which runs the Canadian side of Hwy H20, said by email
in late July that “while we have booked hotel rooms,
many of our Canadian members have yet to confirm”
their plans for the Houston.” At least one other exhibitor
doubted the company would send anyone to the confer-

ence, citing lingering uncertainty about pandemic travel
restrictions. Hamilton Oshawa Port Authority also won’t
be sending anyone to the conference.
And a few Canadian exhibitors from previous iterations
of Breakbulk Americas — such as the Ports of Vancouver,
Halifax, and Prince Rupert — are conspicuously absent
from the 2021 list. Organizers of the show, however, reported back in June that “enthusiasm and interest in the
show is running high.” Notable new exhibitors include
Airbus and Volvo Penta, which will join returnees such as
DHL Global Forwarding, MSC Mediterranean Shipping
Company, and Kuehne+Nagel.
“Breakbulk organizers are monitoring the global situation
and will add remote coverage of the event if necessary
for those unable to travel,” the June 4 article noted.
The conference venue has deployed what is called the Integrated Viral Protection System, or IVP. A biodefense filtration technology, IVP eliminates 99.999 percent of
SARS-CoV-2, the virus causing Covid-19, according to
show organizers. Other precautions including advising
show attendees to carry their own hand sanitizers; implementing a no hand-shake policy; making all gangways 10
feet wide; and following social distancing measures. The
conference’s “Safe & Secure standards” make no mention
of masks or vaccines. Nevertheless, the convention center
website does recommend masking for all staff, suppliers
and attendees “who are not fully vaccinated.” The center
also noted that because of the “the ever-changing nature
of the pandemic recovery,” the Houston mayor’s office reviews plans for organizers and clients booking the cityowned venue. “This practice will continue to evolve as
vaccination levels increase and caseloads change.”

ABUNDANCE OF SESSIONS
Aside from the activities in the exhibition hall, the conference features an invitation-only executive summit, a welcome reception and other networking events, as well as
educational sessions on the Breakbulk Main Stage. The
latter include Carl Bentzel of Federal Maritime Commission discussing the evolving impact of Covid-19 on breakbulk and project cargo over the next year to 18 months;
panel discussions on proposed infrastructure spending
and the future of offshore wind power; and speakers from
NASA, who will talk about the Space Launch System, or
Artemis rocket, that aims to return humans to the moon.
For more information about the conference, visit americas.breakbulk.com.
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Environmental tokenism won’t get us very far
BY THEO VAN DE KLETERSTEEG
The other day I received an email which
contained the following pesky message at the
end “Thank you for considering the environment before printing this message.” The
email was sent to me by a well-meaning
person who was obviously completely oblivious to the problems of climate change. And
that reminded me that I have a friend who is
a physicist and who for the past three decades
has been very much involved in minimizing
his environmental footprint: he walks to
work, he drives a Prius when he has to drive,
and for the past three decades has been
involved in engineering wind, solar and tidal
power systems. If anyone should understand
what we need to do to avoid environmental
catastrophe, he should be the one. But, no,
he too is among those who think we can stop
climate change in its tracks by making minor
changes to the way we live our daily lives.
Environmentalists and politicians, perhaps because of their own ignorance, have
attempted to make the subject matter far
more complex and controversial than it needs
to be. Similarly, we can all agree that present
day automobiles are highly complex
machines but, at the same time we can all
agree that to drive to car from A to B, we do
not need to understand how all the systems
and sub-systems work. So why not deal with
the environment in the same manner?
Global warming is caused by the accumulations of “greenhouses gases” around the
earth, which are mostly caused by human
activities. These gases consist mostly of
carbon dioxide (CO2), but also contain other
gases, such as methane. Collectively these
carbon-containing gases are referred to as
“greenhouse gases” because they are like a
blanket around the earth, insulating it.
Since about 1800, carbon levels in the
atmosphere have been rising, and those
increases are largely contributed to the much
greater number of humans on earth, and the
ever-increasing carbon-intensive activities of
human beings, starting with the invention of
the steam engine which enabled large scale
industrialization.
From 1850 to 2020, it is estimated that
a total of approximately 2,400 gigatonnes of
CO2 were emitted by human activity, with
about 40 per cent (950 gigatonnes) emitted
into the atmosphere, and the remainder
absorbed by oceans and forests. A gigatonne
is a billion tonnes. Although nations of the
world have previously committed themselves
to reductions of CO2 emissions, they keep on
increasing year after year, except in 2020
when they fell for the ﬁrst time in a long time

due to reductions in human activity due to
Covid-19. At the present time, the world
emits about 45 gigatonnes per year, from all
sources. That’s just less than a billion tonnes
per WEEK, every week, and these emissions
are rising. Wildﬁres in Canada, the US, Australia, Europe, Asia and Siberia are signiﬁcant
sources of added carbon.
Climate change is occurring because the
“blanket” around the globe is becoming
denser, so the solution to the problem is to
reduce the density of the “blanket”. Nobody
knows by what level we need to reduce the
concentration of CO2 in the atmosphere, but
a good bet would be that we should stop
adding CO2, and that we should gradually
remove 1,000 gigatonnes of existing CO2.
Climate change is already here, resulting
in more violent weather patterns, higher temperatures, and large volumes of melting ice,
resulting in higher sea levels. Even if we were
to stop emitting greenhouse gases today, the
effects of past accumulations of such gases
will continue for decades to come, and
damage already done will be irreversible. Climate change is like a supertanker which has
so much momentum that you can’t stop it
just like that.
Climate scientists generally believe that
mankind should not allow the earth to
become 1.5 degrees C warmer than at the
dawn of the industrial age because they
believe that temperature rises beyond that
limit will have catastrophic consequences.
There is no universal agreement on what
exactly we should do to limit global warming
to 1.5 degrees, except that there is universal
agreement that we should make signiﬁcant
reductions to our emissions of greenhouse
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gases, and that we should ultimately begin to
remove accumulated carbon from the atmosphere.
Under the 2016 Paris Agreement,
Canada agreed to reduce by 2030 its output
of greenhouse gases by 30 per cent, compared to its 2005 level of such emissions.
With just over seven more years to go before
countdown, Canada is nowhere near on track
to meet this target.
The task at hand is unimaginable large
in terms of scope, disruption, technical challenges, and cost. In fact, the technology to
remove CO2 in large volumes does not
presently exist, but we do know that when it
is ultimately developed, its costs will occupy a
signiﬁcant portion of the world economy.
Among large industrialized countries,
Canada and the US are among the world’s
“leaders” in per capita emissions of CO2, at
about 16 tonnes per year. There are a number
of countries that vastly exceed North American averages, but these are typically small
island communities that rely on diesel power,
or oil-producing nations. As a point of reference, a typical passenger car driven 18,000
kilometers per year produces about 4.6
tonnes of CO2.
Let’s think about Canada at 16 tonnes
per person per year – we all have a general
idea of how we live in this country, which
may provide us with an idea of the challenges
the world faces. Assuming there are 35 million Canadians putting 16 tonnes of CO2 into
the atmosphere every year, that would equate
to 560 million tonnes per year for the country
as a whole (Actually, Environment Canada
reported that number was 725 million tonnes
for 2018). So, the scope of the problem

becomes a little clearer when we know that Canada produces signiﬁcantly less than one gigatonne per year, but the world produces 50
gigatonnes, and the ultimate goal is for NONE of that CO2 to be emitted, PLUS the REMOVAL of another 30-50 gigatonnes of existing
greenhouse gases each year. The size of the problem is truly beyond
imagination.
Life without producing CO2 is distinctly undesirable: We would
all have to live in caves, not eat, and not conduct any activities. We
would all have to go naked because the production and transportation
of clothing would emit CO2 gases. Similarly, we should not eat because
food production and distribution are associated with high volumes of
CO2 gas. And forget about heating or airconditioning. So, clearly this
scenario is highly unrealistic. On the other hand, is there a realistic scenario that works for people as well as the environment? My guess is
that the answer is “No” for a long time to come. Our governments
have pretended for a long time that climate change can be avoided
through easy ﬁxes, as a result of which the vast majority of the population has no idea about the scope of the problem, and how dramatically
our lifestyles will have to change. So how do governments come clean
with an unsuspecting public, tell them that disaster is knocking on our
doors, and that major changes in behaviour are expected from all citizens to set an example for other nations that will hopefully follow up
with similar drastic measures? It is incumbent on governments to stop
practicing environmental tokenism, and to present meaningful action
plans to their citizens, to prepare them for the shocks that will be widespread and will hurt.
Lest I be accused of not offering any solutions, this is what I propose. I want to keep my “solutions” very simple and easy to
implement, to avoid getting confused, to avoid negotiations with hundreds of different interest groups which will further delay action, and
to avoid bureaucrats delaying implementation because they think their

“made in Ottawa” solutions represent better solutions.
Because everything we consume was made using inputs that
caused carbon to be released into the atmosphere. ﬁrst and foremost,
governments should encourage people to consume less. Consider the
huge inputs of steel, plastic and other materials to make a car. Consider
any product made in Asia that consumed coal-ﬁred electricity, and
other carbon-intensive processes to make the plastics and other materials that eventually ﬁnd their way on vessels powered by
carbon-intensive fuels on their way to Europe and North America. Discouraging consumption will result in lower emissions domestically, and
lower emissions in the countries from where the products are exported
to Canada.
How should we discourage consumption in a meaningful way? I
suggest governments raise sales tax rates dramatically. For a start, at the
federal level, I would raise the present rate of 5 per cent to 10 per cent
immediately after the next federal election, to 15 per cent the year
thereafter, and to 20 per cent the year after that. The additional tax revenues could be used in part to reduce future government debt and
operating deﬁcits, and could also be used, in part, to fund research into
the technologies that will need to be developed to start removing CO2
from the atmosphere.
If we are to avoid the most harmful impacts that climate change
will undoubtedly have in store for us several decades from now, we
must start to take serious action now. The time for talking ended a long
time ago – it is now high time for men and women to show they are
prepared to relinquish some of their comforts to avoid future catastrophe that will make life a lot more difﬁcult for their children – and
catastrophe it will be. The problem is incredibly huge in scope, and
unless we start dealing with it with the urgency and seriousness it
deserves, future generations may discover we started too late and did
too little to make a difference.

Notice of Appointment
The Montreal Port Authority is pleased to announce
the appointment of three new members to its Management Committee.

Mélanie Nadeau, Vice President, Public Affairs and Community Relations
Mélanie Nadeau leads public affairs, corporate communications and community relations.
She holds a Bachelor of Arts in Communications and Politics and has 20 years of experience
in the ﬁeld of corporate communications, acquired at the Port of Montreal and the Agence
métropolitaine de transport.

Guillaume Brossard, Vice President, Growth and Development
With his expertise in the deployment of business strategies to acquire new clients and markets,
Mr. Brossard is involved in the strategic planning, vision and implementation of the MPA’s growth
and development. Before joining the MPA, Mr. Brossard worked for the City of Montreal and for
Energir as Director, LNG Market Development.

Geneviève Deschamps, Vice President, Finance
Geneviève Deschamps, CPA, CGA, holds a B.A. in Business Administration and an
M.Sc. in Finance, and has more than 20 years of experience in ﬁnance, including
treasury, corporate and project ﬁnancing, insurance and pension plans.
Before joining the MPA, Ms. Deschamps held the position
of Treasurer at iA Financial Group and Energir.
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If we cancel every major project, how will we create
the wealth to pay for social services?
BY BRIAN DUNN

Almost from the time it was announced six years ago, the Laurentia project at the Port of Quebec faced a ground swell of opposition,
mostly from environmental groups, but also from politicians and academia. The same can be said for another major initiative, the liquiﬁed
natural gas (LNG) project in the Saguenay.
The $775 million Laurentia project, backed by CN, was to be a
deep-water container terminal that was being reviewed by Ottawa for
security reasons since one of the partners in the project, Hutchison
Ports Canada, is a subsidiary of Hong Kong-based C.K. Hutchison Co.
The terminal was expected to be completed by 2024 and have an
annual capacity of 700,000 TEUs.
Then the environmentalists started to ﬂex their muscles. Last
November, the Impact Assessment Agency of Canada, a division of
Environment Canada, said the Laurentia project will have “signiﬁcant
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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 also last
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 the Port
of Quebec.”
Last December, a report by the Quebec Ministry of Environment’s environmental and strategic assessment branch, said that due
to already high concentrations of nickel in the air, the 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 opposed the
project, claiming it will destroy wildlife habitats and be harmful to
human health. Several Quebec City council members had second
thoughts about the project which had also faced opposition from both
University of Laval, professors and students.
At ﬁrst, the Laurentia project was delayed in January by the Port
of Quebec, citing the ﬁling of a negative preliminary report of the Federal Impact Assessment Agency, before the federal government ﬁnally
pulled the plug in June. It cited harmful effects on human health, the
environment and air quality, among the main pitfalls. “We are obviously very disappointed by this outcome,” Mario Girard, the Port’s
President and CEO, said in a release. “We remain convinced that
there were workable solutions and that Laurentia was a fundamentally
good project, both for the economy and for the environment. But…
we need to accept the verdict of the federal authorities and look to the
future,” he added.
Naturally, those opposed to the project were overjoyed. “A year

or two ago hardly anyone really knew what it was, Laurentia. But the
mobilization was very broad and several people from various backgrounds took a stand against it, including even municipal councillors
from (Quebec City) Mayor Labeaume’s team (who remained in favor
of the project). The citizens have done their job,” said Québec Solidaire (provincial party) member Sol Zanetti.
According to the Port Authority, it spent close to $14 million to
study, analyze, document and promote the Laurentia container terminal. Of that amount, $712,000 was spent on lobbying, $463,000 on
media strategy and $446,000 on newspaper articles and infomercials.
The Saguenay LNG project also had its challenges, not the least
of which was the decision by Warren Buffett’s Berkshire Hathaway to
pull its $4 billion funding from the project. The decision was partially
blamed on the “instability” created by rail blockades 18 months ago,
according to GNL Québec, the company behind the project. But the
loss of Berkshire’s backing wouldn’t kill the project, said Tony Le
Verger, Interim President of GNL Québec, because “Canadian and
international investors who have supported the project since 2014 are
still ﬁrmly committed to its development.” In addition to construction
of an LNG liquefaction storage facility and marine terminal, the $9.5
billion project also involved the construction of a pipeline across a 782kilometre stretch of the province from northern Ontario to Saguenay
to transport natural gas from Western Canada. The goal was to export
11 million tonnes of LNG per year to European and Asian markets.
Once again, environmentalists piled on, including Greenpeace
Canada, Équiterre and the David Suzuki Foundation, in addition to
Innu leaders due to its environmental impact. Their opposition clearly
worked and in July, the Quebec government pulled the plug on the
project. “This project has more disadvantages than advantages” and
was economically “risky,” environment minister Benoit Charette
explained why the LNG plan was rejected by the provincial cabinet.
A study by the International Reference Center for Life Cycle of
Products, Services and Systems. concluded the plant would emit the
equivalent of 704 kilotonnes (704,000 tonnes) of carbon dioxide per
year. But GNL Québec said its project would instead reduce the total
amount of greenhouse gas emissions because it would replace more
polluting sources of energy, including coal.

Carl Laberge, President of Port de Saguenay, said he was disappointed in the cancellation. “It is extremely difﬁcult to develop
signiﬁcant industrial projects in 2021,” he wrote in an email, adding
the Port would keep working to attract new projects. “With the death
of the Energy East pipeline in 2017, the setback of Goldboro LNG
(processing facility, storage tanks and marine works in Nova Scotia)
and the rejection of GNL Québec, we can ﬁnally look forward to a
future without new pipelines in la belle province,” a coalition of environmental groups said in a statement. What’s next?
The mayor of Quebec, Régis Labeaume, said the Laurentia container terminal project should have been more environmentally
friendly. He reiterated that the city will encourage promoters of major
projects to “analyze their projects according to the UN’s sustainable
development objectives. “Maybe if the Port of Quebec had set itself
the objective of passing through the ﬁlter of the UN’s sustainable
development objectives, maybe it could have been given a different
result.”
The port of will conduct an in-depth analysis of the federal government’s decision in the coming months to support the port’s future
growth in service of the community and the economies of Québec and
Canada, said Mr. Girard. The decision does not block future potential
work at the port, but any new projects will be assessed under the new
Impact Assessment Act, which replaced the previous assessment tool
in 2019, the federal government said.
As for the Saguenay LNG project, the Quebec Energy Association
is challenging the government’s decision. It accuses the Ofﬁce of
Public Audience on the Environment of not having sufﬁcient expertise
to assess global markets and criticizes the government because of its
lack of conviction that risks scaring away future investors. “The rejection of the LNG Quebec project leaves a bitter taste for the Quebec
Energy Association, which believes that the Quebec government is
largely responsible for this abandonment due to its indecision. “We
also fear that this story will scare away foreign investors. The failures
of Rabaska (LNG terminal project in Levis), Cacouna (ferry terminal)
and more recently Énergie Est and the expansion of the Port of
Quebec will leave foreign investors with a bad impression which from
the outset limits their potential interest.”

Collective effort to make it easier for seafarers calling
at the port of Montreal to be vaccinated
Montreal Port Authority (MPA) team is participating in the collective effort to make it easier for seafarers of all nationalities who
call at the port of Montreal to be vaccinated, an initiative led by the
Mariners’ House of Montreal and the National Seafarers’ Welfare
Board. In recent weeks, more than 100 seafarers have been vaccinated through this collaborative effort.

This practical initiative to help ﬁght the pandemic and improve
mariners’ well-being is free of charge and available to all crews calling at the port of Montreal. Interested agents and ship masters are
invited to contact Mariners’ House of Montreal to learn more about
the terms and conditions, and to coordinate the logistics.

Photo: Montreal Port Authority

This initiative recently received strong support from the city’s
public health department. Santé publique de Montréal is now offering international seafarers the opportunity to be vaccinated at
walk-in clinics at the Olympic Stadium and Palais des Congrès.
Mariners’ House of Montreal coordinates requests from vessels and
provides transportation to and from the vessel when circumstances
allow. When a request for vaccination is made for an entire crew, it
is also possible to send nursing staff on board vessels calling at Montreal.
The project is in addition to the efforts deployed by the MPA in
terms of vaccination, as a drop-in centre was set up at the Grand
Quai of the port of Montreal for several months for people facing
homelessness, where the vaccine was offered among other services.
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OPINION

Climate change: What are the scientists saying about
Greenhouse Gases?
BY THEO VAN DE KLETERSTEEG
The Intergovernmental Panel on Climate Change (IPCC), a United Nations
body for assessing the science related to
climate change, released its most recent
report (AR6) in August.
The report does not make for pleasant
reading, as even IPCC’s most ambitious
model of emission scenarios offers less
than a 50 per cent probability that global
warming can be kept under 1.5 degrees C,
the threshold beyond which consensus scientific opinion is that more dire climate
change consequences will be upon us.
Global greenhouse gas emissions
accumulated since 1850 are now estimated at 2,400 billion tonnes of carbon
dioxide, and IPCC estimates that each
additional 1,000 tonnes is likely to
increase global temperatures by 0.27 to
0.63 degrees C. To have a 50 per cent

chance of keeping global warming below
the threshold of 1.5 degrees C, the upper
limit of “allowable” greenhouse gas additions is 500 billion tonnes, which is about
the equivalent of 10-15 years of emissions
at current rates.
IPCC reckons that carbon dioxide
emissions have the greatest negative
impact on global warming (about 0.75
degrees since 1850). Methane is a close
second (about 0.5 degrees). There is at
least 100 times more atmospheric carbon
dioxide as atmospheric methane and, on
an annual basis, more than ten times as
much carbon dioxide enters the atmosphere than methane. However, here are
big differences between the two gases:
methane is a far more potent greenhouse
gas but, luckily, the half-life of atmospheric
methane is less than 10 years whereas
carbon dioxide can linger in the atmos-
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phere for over 100 years. Consequently,
from a governmental policy perspective,
the first priority should be to stop methane
from entering the atmosphere.
Surprisingly, there are also emissions
of gases that have a positive impact on
global warming, notably nitrogen oxides
and sulphur dioxide. The former is produced by burning fossil fuels. Although
emissions of nitrogen oxides have had a
beneficial impact on global warming, estimated by IPCC at 0.2 degrees C since
1850,
breathing
high
levels
of nitrogen oxides has a very negative
impact on human health, and can be fatal.
Similarly, although the emissions of sulphur dioxide have had a beneficial impact
of global warming, estimated by IPCC at
0.5 degrees C since 1850, high concentrations of SO2 can cause inflammation and
irritation of the respiratory system, and
causes acid rain. SO2 emissions are associated with the burning of coal in electric
power plants, and the burning of heavy
fuel oils in marine vessels (now being mitigated through the substitution of low
sulphur fuels and the use of exhaust scrubbers).
The production of methane is associated with production and transportation of
fossil fuels, with the raising of livestock,
and with landfills. Production of carbon
dioxide is mostly associated with the burning of fossil fuels.
Governments are already tightening
regulations, and companies engaged in production and transportation of oil and gas
are eliminating sources of leaks. Satellite
identification of methane sources helps to
pinpoint troublespots.
Beef production has been identified as
a primary source of methane emissions.
Beef production also consumes other
resources, such as land, and huge volumes
of fresh water. Governments could reduce
this source of methane by imposing an
environmental tax on the sale of beef products. Beef producers and consumers would
howl from one end of the country to the
other. Unfortunately, there are no easy
solutions to climate change. We must
change our ways, or climate change will
change us. The choice is ours.

OPINION

How has Canada fared financially during
the pandemic?
BY THEO VAN DE KLETERSTEEG
Perhaps it is instructive to review
where Canada stood in the world on a
number of key economic indicators back in
2019, and where we stand today.
Every nation, except China, has suffered hugely from the pandemic. The
humanitarian aspects of the crisis have been
(and continue to be) devastating in most
parts of the world, particularly in countries
that were among the least prepared to deal
with adversity. Canada was not prepared for
the pandemic, and the reality of the situation
took a while to sink into the minds of political leaders who were initially slow to act.
However, a key differentiator between
Canada and most other countries of the
world was Canada’s ability to borrow. And
borrow it did, to buy huge volumes of vaccines, and to support workers and businesses
that had suddenly come face to face with
severely diminished incomes.
During the year 2020, China was the
only country in the world that showed positive economic growth (6 per cent GDP
growth), a remarkable feat. All other countries showed declines. By the 4th quarter of
2020, signs of economic recovery had
become clearly visible, with China showing
growth of 6.5 per cent (quarter over quarter), Taiwan 5.1 per cent, Turkey 5.9 per
cent, and 4 other countries also showing positive growth. Canada’s GDP declined 3.2%
during the quarter. The numbers reﬂect
those tracked by The Economist, and consist
of 43 countries which typically consist of the
developed nations of the Americas, Europe
and Asia. Only one African country is
included. “Emerging” countries are not
included, but are typically in dire ﬁnancial
straights.
By the ﬁrst quarter of 2021 more
progress had been made, with 15 out of 43
economies reporting positive economic
growth. China beat the record, again, with a
growth rate of 18.3 per cent, followed by
Taiwan (8.9 per cent), Hong Kong (7.9 per
cent), and Peru (3.8 per cent). 14 other
countries also showed positive economic
growth. Canada recorded GDP growth of
0.3 per cent.
Looking at other economic data for the
second quarter of 2019, only three countries
did not report increases in consumer prices.
Average increases were about 2 per cent.
Unemployment rates were already high, prepandemic, but out of 43 countries, only 7

recorded unemployment rates in excess of
10 per cent. South Africa’s topped the list at
29.0 per cent.
Pre-pandemic, it is evident from the
numbers that economies of the world were
already in trouble. In terms of government
Budget balances, only 13 out of 43 countries
managed to run their economies within their
ﬁnancial means, or reported a surplus. The
largest surplus reported was that of Norway
(6.6 per cent of GDP). Of the 12 other countries that reported surpluses, all were less
than 1 per cent of GDP. Canada reported a
Budget deﬁcit of 0.8 per cent of GDP.
Fast forward to the ﬁrst quarter of
2021, consumer prices were on the rise
everywhere but, with only a few exceptions,
reasonably well contained. Canada’s Q1 consumer prices were up by 3.6 per cent.
Unemployment rates increased dramatically,
with 11 countries reporting increases beyond
10 per cent. Canada’s was 8.2 per cent.
As for Budget balances, by Q1 of 2021
every country was in deﬁcit, including
China. Canada’s deﬁcit of 9.0 per cent of
GDP was at the high end of the scale,
exceeded only by the US (13.5 per cent),
Britain (11.5 per cent),and Italy (11.8 per
cent). The best performing countries were
Denmark, Norway, Russia, Taiwan and the
Netherlands.
Lastly, we need to make mention of the
current account balance, which records the
value of exports and imports of both goods
and services, and international transfers of
capital. The current account measures the
nation’s earnings and spendings abroad and it
consists of the net ﬂow of exports minus
imports, plus net inﬂows or minus net out-

ﬂows of capital. A current account surplus
indicates that the value of a country’s net foreign assets grew over the period in question,
and a current account deﬁcit indicates that it
shrank. Both government and private payments are included in the calculation.
To most countries, including Canada, a
positive current account balance generally
means that the country’s exports are competitive in a global context, and that the country
is a favoured destination for foreign capital. A
negative balance generally implies trade
problems and/or a business environment
that is not conducive to attracting foreign
capital.
More than half of the countries in the
survey (27) have a positive current account
balance. Unfortunately, Canada is not among
those countries. In fact, Canada’s current
account deﬁcit of 2.0 per cent is only
exceeded by the US (3.0 per cent), Britain
(4.5 per cent), Greece (3.7 percent), Turkey
(2.2 per cent), Colombia (3.4 per cent) and
Egypt (3.1 per cent). Singapore put in the
best performance, with a surplus of 17.8 per
cent, followed by Taiwan (15.5 per cent) and
the Netherlands (11.0 per cent). Speculating
on the reasons for Canada’s poor performance, I suspect that it relates to the super
stimulus that the government has provided
to individuals and corporations during the
pandemic, plus the impacts of foreign
investors liquidating their investments in
Canadian oil and gas companies. In addition,
net export performance has stalled. A country like Canada depends signiﬁcantly on
foreign capital to help fund major investment
projects and, presently, to support the massive government Budget deﬁcits that are
currently being incurred and to which there
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is no planned end in sight.
For the ﬁscal year ended March 31, 2019, the federal government took in revenues of $332 billion, but spent $346 billion,
producing a Budget shortfall of $14 billion. For the year ended March
31, 2020, the last pre-pandemic year, its revenues held steady ($334
billion), but its expenses increased, resulting in a shortfall of $40 billion. In ﬁscal 2021, revenues sank to $296 billion but, following an
explosion of expenses, there was a $354 billion shortfall. Record
spending by the federal and provincial governments in 2020 resulted
in a combined federal/provincial debt as of March 31, 2021 of just
over $2.0 trillion!
Canada spent big to provide its citizens with ﬁnancial support,
much more so than the overwhelming majority of other nations. The
money has been spent, but has not made Canada more competitive,
and has not created any new industries. Future spending will be more
restrained, but Budget shortfalls are expected to continue for decades
to come, with the projection for the current year being a shortfall of
$155 billion. These are staggering numbers, particularly when measured against Canada’s revenue levels. Social spending is a laudable
objective, but we should always keep in mind that in the long run we
cannot spend more than we make, without facing dire consequences.

So perhaps we should pay more attention to creating a national economic plan that may help guide us to funnel resources into industries
that will help create the high value economic activities that might pay
for our grandiose future spending plans.
In addition to the pandemic, the impacts of climate change will
begin to bear down on government spending. Clearly, the destruction
caused by adverse climate events, and the necessity to look after
people whose lives have been up-ended will cost Canada and the
provinces dearly. Improved healthcare and senior care are evidently
budget items that can no longer be ignored. Indigenous people want
a better deal. Furthermore, meeting Canada’s obligations under climate change accords will be expensive. There is no shortage of
demands for federal and provincial spending. Where is all the money
going to come from? It is clear that it is only a matter of time before
Canada will be forced to deal with accumulated debt. Moreover,
despite all the promises made by political candidates on the campaign
trail, there will have to be a re-alignment of spending priorities because
there simply isn’t enough money to pay for everyone’s pet projects.
The coming combination of spending restraints and tax increases is
bound to put a damper on economic activity. However, the clouds may
have a silver lining: lower economic activity will reduce carbon emissions…….
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Strength in commodities causes Seaway to experience
uptick in July

The St. Lawrence Seaway and Canadian ports in the region are reporting an
increase in commodity shipments to meet
domestic economic activity and global export
demand, according to the latest July ﬁgures.
Through July 31, total year-to-date cargo
shipped via the St. Lawrence Seaway was
16.7 million tonnes, up 4.6 per cent compared to the same period in 2020.
Year-to-date iron ore shipments via the
Seaway reached more than 3.5 million
metric tons from March 22 through July, a
23 per cent increase over the same period
in 2020. Canadian-ﬂag ships are transporting iron ore from Quebec mines via the
Seaway to supply domestic steel manufacturing in Canada. Minnesota Iron Range
pellets are also being transported from the
port of Duluth-Superior and Silver Bay to

Quebec ports and then loaded onto ocean
carriers for export overseas.

mid-west harvests are expected to be smaller
following hot, dry weather conditions.

Meanwhile, cement shipments through
the Seaway topped 1 million metric tons
through July, up 25 per cent from last year.
General cargo shipments totaled 1.6 million
metric tons — up 52 per cent over the same
period in 2020. This major increase continues to be driven by steel imports from Europe
and other countries heading to Canadian and
U.S. cities throughout the region, to help
support pent-up demand for manufactured
goods and construction activity.

“Overall, the St. Lawrence Seaway’s
cargo performance reﬂects how the navigation system is supporting the resurgence of
cement and steel manufacturing both in
North America and globally,” says Terence
Bowles, President and CEO of The St.
Lawrence Seaway Management Corporation

The overall cargo performance comes
despite a decline (-12 per cent) in Canadian
and U.S. grain shipments. The 2020 carryover of grain has largely been shipped already
and new Canadian Prairies and American
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As of July 31, Ports of Hamilton and
Oshawa (HOPA) saw over 4.8 million metric
tons of cargo combined this season. The
strength in the amount of bulk and breakbulk
cargos feeding construction projects around
the Greater Toronto-Hamilton Area has continued; including ﬁnished steel, cement,
sand, slag, stone and other aggregates.
In July, over 1.1 million metric tons

came through the port of Hamilton alone. Year-to-date grain and fertilizer cargoes are up 13 and 31 per cent, respectively, compared to the
same time last year. General/project cargo tonnages are also up signiﬁcantly, including containers from the inaugural HCT feeder service
sailing, as well as specialized equipment and industrial supplies
through FMT’s Hamilton terminal.
Recently, HOPA announced the signing of Canadian Maritime
Engineering Ltd, a new marine-industrial tenant at the Thorold Multimodal Hub. CME will occupy more than 18,000 sq. ft of space, and
complete dock-side repairs to serve marine, power generation, mining,
and industrial customers in Central Canada.
Port Windsor continues to see economic turnaround from
COVID-19 through July. Truck ferry transport of oversized and dangerous goods (such as ﬂammable material or chemicals like acids and
alkaloids) to the United States are up 54 per cent, roughly 200 sailings.
These goods are transported as lake trafﬁc to the U.S. rather than via
roadways as they are not permitted to cross the Ambassador Bridge
connecting Windsor to Detroit, Michigan.
Demand for aggregate shipments remain strong for construction
materials due to the Gordie Howe International Bridge and other
major road construction projects. General cargo (steel) is up 250 per
cent over 2020, reﬂecting the renewed strength of the manufacturing
industry. Grain has ﬂattened out mid-summer awaiting new crops
this fall. Through July, the Port has experienced a 40 per cent
increase in foreign ship tonnage and more than 300 per cent increase
in U.S. ship tonnage.
Shipments through Thunder Bay are currently at 5-year-average
levels, including grain shipments, down from the strong performance in 2020. Year-to-date grain shipments are just under 3.5 million
metric tons as of the end of July; 4 per cent higher than average, but
9 per cent lower than last year’s peak volumes.
Port of Thunder Bay and Algoma Central Corporation celebrated
Algoma’s newest Equinox Class gearless dry-bulk carrier, Captain
Henry Jackman, which ofﬁcially joined the ﬂeet with its ﬁrst cargo of
grain loaded in Thunder Bay. Captain Henry Jackman is the most efﬁ-

cient vessel in Algoma’s domestic ﬂeet, producing 35 per cent fewer
carbon emissions per tonne-kilometre than the vessel its replacing.
The Port’s Keefer Terminal, on track for a banner year, is
expected to reach a 25-year high at year’s end. In addition to dimensional loads, such as heavy-lift engines and pre-fabricated housing
modules, the terminal is handling record volumes of steel products
destined for Western Canada. Structural steel from Luxembourg and
steel rail from Central Europe are serving the general construction and
rail construction markets on the prairies.
Separately, the Seaway published its 2020 Trafﬁc Report which
provided a highly detailed review of the Seaway’s cargo volumes
which, among other things, revealed the Seaway generated $76 million in toll revenues from 37.8 million tonnes of cargo that passed
through the system. At 39.9 per cent of all the tonnes carried through
the system in 2020, mine products represented the largest categories
of products shipped, with agricultural products, at 35.2 per cent, representing the second largest category. Wheat represented the single
largest commodity (18.4 per cent), with iron ore a close second at
16.1 per cent.
Opened in 1959, the Seaway represented Canada’s most ambitious civil engineering project after World War II. For the ﬁrst two
years after its opening, the Seaway operated near capacity of some 7580 million tonnes per year. However, since that time volumes have
struggled to remain above 50 per cent of capacity, and have ranged
between 47.2 million tonnes (2006, a year of “irrational exuberance”,
leading up to the deep recession of 2009) and 30.7 million tonnes
(2009) during the past twenty years.
The Seaway also published its Annual Corporate Summary
2020-2021, which revealed that in ﬁscal 2021 the Corporation earned
toll revenues of $76.8 million, but spent $54.3 in salaries, wages and
beneﬁts, and $74.5 million on maintenance. With no ﬁnancial statements provided, and with maintenance expenses virtually equalling
commercial revenues, it is clear that the Seaway operates at a substantial annual loss.

CN and CP announce second quarter results
Both of Canada’s major railways announced second
quarter results for the period ended June 30, and both
produced great “comeback” results, particularly CP. At
CP, quarterly revenues rose 14.6 per cent, while CN’s
revenues rose 12 per cent. However, while CN’s operating income rose 76 per cent, CP’s rose by 6.5 per cent.
Still, because it received a whopping merger termination
fee of $845 million, CP’s net income was up by 96 per
cent over that of the same period a year ago. CN’s net
income was up 90 per cent over that of the same period
of a year ago.
At CN, operating expenses as a percentage of revenues recovered dramatically from 75.5 to 61.6 per cent.
Cash ﬂow from operations was down to $1.48 billion
from $1.76 billion, and “free” cash ﬂow, the amount
remaining from operating cash ﬂow after subtracting net
investments, dividends and share repurchases during the
quarter, fell sharply from $600 million to minus $740 million. As of June 30, the company’s equity stood at $20.3
billion (as compared to $19.7 billion as at December 31,
2020). Total debt increased to $25.9 billion from $25.2
billion (Dec 31, 2020).
Photo: CN

At CP, operating expenses as a percentage of revenues increased, from 57 to 60. Net income rose strongly
to $1.25 billion from $635 million. However, included in
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“operating income” was a merger termination fee of $845 million received from Kansas
City Southern Railway. Cash ﬂow from operations, increased from $835 million to $1.96
billion, while “free” cash ﬂow skyrocketed
from $211 million to $1.42 billion. As at June
30, the company’s equity increased to $9.0
billion (from $7.3 billion as at December 31,
2020), while total debt decreased to $15.7
billion (from $16.3 billion).
For CN, revenue tonne miles increased
by 13 per cent, but freight revenues per revenue tonne mile (RTM) rose only 0.9 per
cent. Revenues from the carriage of petroleum and chemicals were up by 17 per cent
while intermodal revenues, CN’s most important revenue category, were up by 18.6 per
cent. Revenues from the carriage of grains
and fertilizers declined by 6.2 per cent to
$609 million. Total carloads increased by 14

per cent, but freight revenue per carload
remained unchanged from the same quarter a
year earlier.
For CP, carriage of coal, forest products,
metals and minerals, automotive and intermodal all enjoyed increases in revenues;
however, revenues from transporting potash
declined, and revenues from CP’s all-important grain business remained ﬂat. Total RTMs
were up by 9 per cent during the quarter, and
revenues per RTM were up by 5 per cent.
Intermodal revenue per RTM was up by 13
per cent. Energy, chemicals and plastics revenue per RTMs decreased by 17 per cent.
Total carloads increased by 15 per cent, but
freight revenue per carload declined 2 per
cent from the same quarter a year earlier.
On May 21 CN and Kansas City Southern Railway announced that they had entered
into a US33.6 billion merger agreement, sub-

Results for the three months ended June 30,
2021 (in millions of C$)
Revenues
Less: operating expenses
Operating exp as % of revenues
Operating income
Other expenses and (income)
Net income before income taxes
Less: income taxes
Net income
Net income as % of revenues
Comprehensive income
Cash flow from operations
Cash flow from operations as % of revenues
Dividends paid
Share repurchases
"Free cash flow"
Fully diluted net income per share

Results for the six months
ended June 30, 2021 (in millions of C$)
Revenues
Less: operating expenses
Operating exp as % of revenues
Operating income
Other expenses and (income)
Net income before income taxes
Less: income taxes
Net income
Net income as % of revenues
Comprehensive income
Cash flow from operations
Cash flow from operations as % of revenues
Dividends paid
Share repurchases
"Free cash flow"
Fully diluted net income per share
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CN
2021
$ 3,598
$ 2,216
61.59%
$ 1,382
$ 11
$ 1,371
$ 337
$ 1,034
28.74%
$ 995
$1,475
40.99%
$436
$137
-$740
$1.46

CN
2021
$ 7,133
$ 4,424
62.02%
$ 2,709
$ 47
$ 2,662
$ 654
$ 2,008
28.15%
$ 1,951
$ 2,427
34.02%
$ 872
$ 414
-$ 914
$ 2.82

ject to approval by KCS shareholders, the US
Surface Transportation Board, and other regulatory bodies. The merger, if approved and
completed, will be transformational to CN
which will beneﬁt from seamless, single-line
service from Canada to Mexico, through the
United States. CN believes the business combination will expand North American trade,
and will enhance service options for customers. On August 31, the US Surface
Transportation Board rejected the voting trust
arrangement proposed by CN and, on the
same day, a UK-based investment group, TCI
Fund Management Ltd launched an attack
against the company, citing declining ﬁnancial
performance, called for a change in management, and called on CN to drop its bid to
acquire KCS. TCI Fund Management Ltd
owns minority ﬁnancial interests in both CN
and CP.

CN
2020
$ 3,209
$ 2,424
75.54%
$ 785
$ 68
$ 717
$ 172
$ 545
16.98%
$ 345
$1,757
54.75%
$ 408
$$600
$0.77

CN
2020
$ 6,754
$ 4,754
70.39%
$ 2,000
$ 118
$ 1,882
$ 326
$ 1,556
23.04%
$ 1,938
$ 2,937
43.49%
$ 817
$ 379
$ 385
$ 2.18

CP
2020
$ 2,054
$ 1,234
60.08%
$ 820
-$ 683
$ 1,503
$ 257
$ 1,246
60.66%
$1,211
$1,954
95.13%
$ 126
$$1,423
$1.86

CP
2021
$ 4,013
$ 2,413
60.13%
$ 1,600
-$ 696
$ 2,296
$ 448
$ 1,848
46.05%
$ 1,871
$ 2,536
63.19%
$ 253
$$ 1,592
$ 2.76

CP
2020
$ 1,792
$ 1,022
57.03%
$ 770
-$ 54
$ 824
$ 189
$ 635
35.44%
$665
$835
46.60%
$ 112
$ 44
$211
$0.93

CP
2020
$ 3,835
$ 2,231
58.17%
$ 1,604
$ 186
$ 1,418
$ 374
$ 1,044
27.22%
$ 1,116
$ 1,324
34.52%
$ 226
$ 545
-$ 277
$ 1.53

New container ship service sets sail between
Hamilton and Montreal
Hamilton Container Terminal (HCT),
in partnership with Hamilton-Oshawa Port
Authority (HOPA Ports) and Desgagnés, is
developing a container feeder service
between Hamilton and Montreal. Docking
at Hamilton’s Pier 14, M/V Sedna Desgagnés made the new service’s ﬁrst voyage
June 10.
This shipment is the ﬁrst service for
container movements on the Great Lakes.
The container ‘feeder’ vessel will carry
approximately 350 containers (350 TEUs)
originating in the GTHA from Hamilton to
Montreal. These containers, carrying a
diverse range of cargoes, will be transloaded
in Montreal to other vessels destined for
various overseas ports.
Since its establishment at Port of
Hamilton in 2015, HCT has been building
its container handling business, providing a
viable alternative to some of the more congested depots in the GTHA. “We have been
creating the business ecosystem to bring
this service to life,” said HCT President
Amandeep Kaloti. “We have invested in
infrastructure and established the right partnerships for it to succeed.” In addition to
Desgagnés and HOPA Ports, MSC is a key
supporter of this service, Federal Marine
Terminals as the terminal operator, and all
export bookings handled by Hamilton-based
freight forwarder Avancer International
Freight Systems. Such experts bring synergies to make this shortsea service a reality.
June’s sailing is expected to be build-

ing up to 20+ sailings in 2022.
HOPA Ports’ President & CEO Ian
Hamilton believes HCT is tapping into a
wider shift that is creating new opportunities for Great Lakes shipping. “Highway
congestion, greenhouse gas reduction targets, driver shortages – all of these factors
are combining, so marine is making more
sense for short journeys than ever before,”
said Hamilton. In choosing the marine
mode, shippers will be reducing their

supply chains’ C02 footprint by as much as
500 per cent versus surface transportation. “We know there is a demand in the
market for more sustainable, efﬁcient and
competitive options for container movements, and we are proud to help HCT
launch this forward-looking solution.”
HCT is currently accepting additional
bookings from Hamilton to Montreal to
India and far east destination ports for the
service’s inaugural sailing.

Saint John Port Authority
announces Interim President & CEO
Saint John Port Authority President
and CEO Jim Quinn has stepped down from
his role effective July 13, to continue his
transition to the Senate of Canada.
“On behalf of the Board of Directors,
we thank Jim for his unwavering commitment to the Port of Saint John and the
administration of Saint John Port Authority
for the past eleven years,” said Lisa Keenan,
Chair of the Board of Directors. “Under
Jim’s leadership, the Port has made signiﬁcant progress on strategic ﬁles that will have
long-term impact on our city and region.”
The key achievements which took
place under Quinn’s leadership include the

formation of a new strategic direction for
the Port which included broadened stakeholder and community engagement,
refocusing the Port’s capital asset management program, securing a three-way
funding partnership for the West Side Modernization Project and the careful
management of the Project over the past
four years. Aligning with these achievements related to the modernizing
infrastructure, the Port secured global trade
enabler DP World in a long-term concession
at the West Side multipurpose cargo terminal and working with port stakeholders to
attract three major global container lines to
Port Saint John.

CAPTAIN CHRIS HALL
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Effective July 14, 2021, Captain Chris Hall, Vice President
Operations & Harbour Master will assume the position of Interim
President and CEO. Captain Hall has over 30 years of experience in
the marine industry and has been at Saint John Port Authority since
2014. During this time, he has been responsible for overseeing the
operational readiness of the port, including safety, security, and envi-

ronmental projection. In recent years, Hall’s leadership has been
instrumental in the engineering and construction of the West Side
Modernization Project.
With Captain Hall in place as interim President & CEO, the
Board of Directors will proceed with the search for the permanent
President & CEO.

Spliethoff’s Cleveland Europe Express expanded
Spliethoff has announced an increase
in the frequency of its Cleveland Europe
Express (CEE) service by adding container
vessel Peyton Lynn C to the service, in
response to high demand for tonnage
between Europe and the Great Lakes. This
vessel, owned by Doornekamp Shipping
Services, will be taken on long term charter
by Spliethoff, sailing a regular schedule
between the ports of Antwerp, Picton
(Ontario) and Cleveland, Ohio. For a
number of years, CEE has offered twicemonthly quick-transit all-water sailings
between Europe and various Great Lakes
ports, catering to a broad range of consumers and industries. For the most part,
the service was provided through Spliethoffowned versatile multi-purpose tweendecker
vessels, able to carry a variety of cargo
types. By adding container vessel Peyton
Lynn C, CEE is expanding its capacity to
transport exclusively containers to/from
Picton, Cleveland, and Antwerp. M.V.
Peyton Lynn C loaded in Antwerp recently

for her maiden voyage in the CEE service.
She will head to Doornekamp’s terminal in
Picton to discharge cargo, continuing to
Cleveland for discharge and loading before

subsequently heading back to Antwerp.
Transit time is just 12 days to Picton and 15
days to Cleveland.

Port of Trois-Rivières awarded financial support from
the Province for the construction of Terminal 21

From left to right: Gaétan Boivin, CEO of Port of Trois-Rivières; Chantal Rouleau,
Minister for Transport; Simon Allaire, MNA for Maskinongé; Sonia Lebel,
President of the Treasury Board and MNA for Champlain; and Jean Boulet,
Minister of Labour, Employment and Social Solidarity and Minister responsible
for the Mauricie region.
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Construction of Terminal 21 was given
a shot in the arm with funding of $22.5 million announced by the Ministère des
Transports du Québec under the Advantage
St. Lawrence program. “With this investment, the Government of Quebec is
counting on the Port of Trois-Rivières and
its Terminal 21 project to make the new
maritime vision of Advantage St. Lawrence
a reality. We are honoured by the conﬁdence the Government of Quebec has
shown in Trois-Rivières’ port community.
This promising project is in line with our
On Course for 2030 development plan for
Port of Trois Rivières, which aims to be an
innovative urban port, generating growth,
at the heart of a competitive supply chain,”
said Ms. Véronique Néron, Vice-Chair of
Port of Trois-Rivières’ Board of Directors.

Building tomorrow’s terminal,
today

The best of the collective knowledge of the port community
and engineering resources will be called upon to design a terminal
that will meet the performance challenges of today and tomorrow. It
will serve as a true engine for growth and improvement of the competitiveness of handling operations, in addition to energizing the
economy. “Much more than a port infrastructure, Terminal 21 will
be a true innovation laboratory. Along with Advantage St. Lawrence,
we are aiming to create a high-performance terminal that will
increase the competitiveness of our companies on world markets,
particularly those in our region. It will also represent, above all, the
terminal for many generations of port workers. It is a matter of building tomorrow’s terminal, today,” said Gaétan Boivin, President and

CEO of Port of Trois-Rivières.
The port is currently operating at full capacity, while more and
more companies are looking to use its services to reach international
markets. Terminal 21 will increase the Port’s capacity by almost 50
per cent, which should enable the Port to satisfy future demand for
many years. Current infrastructures will be extended westward by
716 metres of dock frontage, covering nearly 100,000 square
metres. The new terminal, which will be used for the transshipment
of dry bulk, liquid bulk and general cargo, includes the construction
of wharves, retaining structures, road and rail access roads, and storage space, and will require a total investment of approximately $130
million.

As liftings fall, ocean carriers still earning more bucks
with less bang
BY MIKE WACKETT
Port congestion and other network disruptions mean ocean carriers now need
more ships to transport the same amount of
cargo than they did pre-pandemic. However, despite the signiﬁcant extra costs of
the additional tonnage, net earnings for
shipping lines continue to be turbo-charged
by soaring freight rates, a consequence of
tight supply and demand growth. A survey
of carrier cargo liftings in the ﬁrst quarter by
Alphaliner shows volumes took a surprise
dip after the surge of the second half of last
year. The consultant said only Zim recorded
quarter-on-quarter growth in Q1, while
HMM and COSCO reported reductions of
around 10 per cent.
“Excluding Zim, liftings for the top
container lines now closely resemble volumes for Q4 19,” said Alphaliner, the last
quarter before the impact of the pandemic
skewed demand. “The trend may come as a
surprise, given the rates enjoyed by the
industry, which have soared to such an
extent that liner shipping is now attracting
anti-trust attention,” said Alphaliner, adding
that carriers were expected to break profitability records for Q2 when they publish
those results. Indeed, carriers are riding the
crest of a massive wave of proﬁtability with,
for example, spot rates on the Asia-North
Europe tradelane spiking by over 500 per
cent since November – on top of which,
equipment and space guarantee fees can
easily add $4,000-$5,000 per 40ft to the
ﬁnal bill for shippers.
The hopes of shippers for rates to
return to some form of normality this year
have been repeatedly dashed by a series of
supply chain disruptions, such as the Suez
Canal blockage in March, the Covid outbreak at Yantian in May-June and increased
“vessel incidents”. The knock-on effect is
increased congestion at destination ports, as
delayed ships pile up and landside opera-

tions become overwhelmed, which in turn
results in the bunching of vessels further
along the schedule. The only instruments in
a carrier’s toolbox to overcome the schedule
delays are either to blank a sailing or, more
common at the moment, to allow a vessel
to ‘slide’ on its schedule by one week. In
fact, Maersk today advised its transpaciﬁc
customers it was voiding or sliding the
schedules of nine Asia-North America voyages through to the beginning of
October. And it said the scheduling changes
were “on top” of what it had previously
announced relating to sailings from Asia to
the US west coast.
The carrier said it was making the
voyage adjustments “in view of the accumulated schedule delays in the Asia-North

America network caused by terminal congestion and vessel incidents”. A carrier
contact told The Loadstar he thought the
disparity between the growth in demand
post-pandemic and the liners’ disappointing
liftings had opened the door for new independent lines. “We are hearing almost daily
of more potential new entrants to the markets and, providing they can ﬁnd the ships
and the boxes, they will make some quick
bucks,” he said. However, he warned that
shippers should be careful before they
commit too much to the new services,
which “will be gone in a ﬂash; as soon as
the rates start to tumble”.

Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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COSCO leads the final charge in carrier hunt for any
tonnage to charter
BY MIKE WACKETT

According to Alphaliner data, the Chinese state-owned carrier has agreed to no
fewer than eight new charters and ﬁve
extensions in the past few weeks. The charters, ranging from the 1,296 TEU Trader to
the 4,957 TEU Jogela, were almost entirely
ﬁxed for 36 months, thereby guaranteeing
the vessels will remain in COSCO’s ﬂeet for
the foreseeable future and, importantly,
cannot be poached by competitors.
“This ﬁxing spree follows a wave in
June, which saw COSCO ﬁxing and extending six classic panamaxes from Navios for
periods of 36 months in the low $40,000 a
day level,” said Alphaliner. The consultant
noted that COSCO had also extended two
Costamare-owned ships, the 9,469 TEU
post-panamax pair COSCO Guangzhou and
COSCO Ningbo, for periods of 36-39
months at $72,700 a day. Putting these
extensions into context, COSCO was previously paying $30,900 a day for
Guangzhou, and at one stage had reduced
the hire to $16,000 during a period of over-

Photo: Miraswonderland Dreamstime.com

As the containership charter market
begins 12 to 24 months of virtually zero
tonnage availability, ocean carriers are on a
last-ditch mission to charter new vessels.
But at the same time, they are anxious to
protect ships they already have ﬁxed from
the interest of aggressive rivals by proactively opening extension negotiations early.
MSC, CMA CGM and Zim have been
joined by COSCO in trying to turn the
heads of shipowners with substantial daily
hire offers for 36-month periods.

capacity in 2017.
The ﬁxing activity from COSCO is
probably one of the ‘last hurrahs’ of carriers
in their endeavours to secure more tonnage, given that any possibility of vessels
becoming open this year and next will be
frustrated by the longer charter periods and
tighter delivery windows of the market, in
the past six months in particular. One
broker told The Loadstar he had “mixed
feelings” about the way in which the containership charter market had developed.
“It has been a great buzz concluding these
deals and, with our charterers telling us to
‘ﬁx anything that ﬂoats’, there has been
very little delay for subjects from charterers
for vessel suitability or inspections,” he
said. “What I worry about is what we are
going to do for the next year or so with con-

tainer tonnage availability all but wiped
out,” he said.
This also means there is nothing left on
the containership charter market to offer for
any ad-hoc requirements, such as relays for
overlanded cargo due to carriers being
obliged to skip a port. Indeed, a feeder contact told The Loadstar recently his company
was “really struggling” to hold onto its
existing ships, let alone have any options for
ad-hoc movements. “The carriers with big
bucks have taken everything off the market,
right down to the smallest feeder, and we
can barely cover our commitments,” he
said. “And now owners are asking us to
agree new long-term extended charter deals
at vastly inﬂated hire rates.”

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

Walmart dips into vessel charter market to ease
supply chain difficulties in H2
BY NICK SAVVIDES
One of the world’s largest shippers, Walmart in the US, says it
has chartered vessels to meet demand for goods as supply chain disruptions continue to threaten sales. Walmart President and CEO
John Furner said the company had raised its inventory by 20 per
cent over the past six months and was in a good position to meet
the “cost pressures” it expects in the third and fourth quarters.
According to EVP and CFO Brett Biggs, speaking during a recent
results broadcast, Walmart had beneﬁted from the US government
stimulus and, as a result, had seen $2.4 billion year-on-year growth
in food sales. Now it was looking forward to a strong ‘back to
school’ period. However, Mr. Biggs added that the current supply
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chain issues were a major problem. “We need to mitigate these and
that’s why we chartered vessels speciﬁcally for Walmart goods,” he
explained.
Walmart is experiencing signiﬁcant growth, particularly in the
US, where Mr. Biggs said there would be growth of 11-12 per cent
over the full year. He said the company “was evolving”, with
increasing e-commerce demand meaning Walmart was developing
new fulﬁlment centres to meet that demand. The company did not,
however, give any speciﬁcs of its ocean chartering venture.

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

‘Goods mania’ adds pressure to already strained
logistics infrastructure
BY IAN PUTZGER IN TORONTO
As new Covid-19 outbreaks heap
fresh disruption on strained supply chains,
carriers and customers alike are trying to
gauge how much longer consumer demand
will drive up global shipment volumes.
Recent US retail numbers and statistics
from the World Trade Organisation (WTO)
suggest the momentum may be slowing,
but analysis by Flexport points to a
renewed rise in demand for consumer
goods that will keep the system strained
well into next year. The WTO announced
on 18 August that its goods trade barometer had hit its highest level since 2016 in
March and, while the index is still above its
longer-term average, growth is decelerating, which could mean the expansion of
global trade is at or near its peak. Key elements of the barometer – ocean and air
cargo, raw materials and automotive products – remain at elevated growth, but the
export orders index has slowed, which
points to a slowdown in economic expansion, said the WTO.
Further indication that consumer
appetite for goods may be slowing comes
from the US National Retail Federation
(NRF) and Department of Commerce. The
latter registered $617.7 billion in US retail
sales in July, 15.8 per cent higher than in
July 2020, but down 1.1 per cent on June.
The NRF, whose statistics do not include

the revenue of automobile dealers, gas stations and restaurants, also calculated a 1.1
per cent month-on-month decline for July
on a seasonally adjusted basis, although year
on year, sales volumes were up 9.5 per cent.
Still, the NRF refrained from declaring
the beginning of a decline in retail sales.
“Despite this monthly dip, the economy has
rebounded quite well and is more than just
on the mend,” said chief economist Jack
Kleinhenz. “The consumer has continued
to be resilient, and recent price increases
brought on by constraints in the supply
chain have not dampened the robust
demand seen during the past year. If retailers could ﬁnd more inventory, they could
sell it.”
And Phil Levy, chief economist at Flexport, sees no any indication that sales of
goods are in retreat. In response to frequent
queries from customers on when elevated
consumer spending on goods would return
to pre-Covid levels, Flexport developed a
post-Covid indicator (PCI), which aligns the
balance of consumer spending on goods
against services with shipping volumes. For
four years prior to the pandemic, the share
of goods averaged 31.2 per cent of consumption, with little variation. From June
through October of last year, it jumped to
about 34 per cent.
The PCI works with the correlation of

consumer behaviour, using data from the
US Bureau of Economic Analysis, and shipping data from two months prior (to
account for the balance of time from shipping to purchase of goods). The index sets
zero as the level of goods consumption preCovid and 100 at its level of last October.
For June, the PCI shows a reading of 130
and 147 in July, reﬂecting a rise in the share
of goods in consumer purchases. For August
and September Flexport’s shipping data
point to readings of 145 and 155, respectively. The ﬁrm said: “The goods mania is
back, it never actually left but had subsided
from a peak in March. The latest Flexport
data show the preference for goods over
services climbing back to peak spring 2021
level as we head into autumn. All this
remains well above past norms, and above
the elevated levels of summer 2020.”
These numbers indicate that the industry is not going to enjoy a breather to clear
the decks before the peak season hits. The
high volume in shipping orders, plus need
for restocking depleted inventory levels,
makes it highly likely that there will not be
any serious drop-off in pressure on the
system at least until the lunar new year
break in February, Mr. Levy warned.

Reprinted courtesy of The Loadstar
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Containership owners still striking gold in carrier rush
to secure charters
BY MIKE WACKETT
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With the exception of a few containership owners that are enjoying eye-watering
short-term charters, most non-operating
owners have chosen to ﬁx their ships on
lengthy periods with ocean carriers at highly
elevated daily hire rates. Indeed, with only a
few ships now becoming open, brokers are
receiving massive monetary offers from charterers for any tonnage that appears on their
radar. “Basically, our container desk has
nothing to offer charterers,” a broker contact
told The Loadstar. “Owners are going for as
long as possible so that they can pay off their
mortgages and retire to their dachas,” he
said.
Alphaliner reports that the 2021-built
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5,295 post-panamax Orca 1 has achieved a staggering $300,000 a day
from a Chinese forwarder for just 2-3 months. This could net the
owners $27 million, over half the $48 million build cost of the ship –
a colossal return. The consultant noted that container vessel charters
had now developed into a two-tier market.
On the one hand, there are NOOs that have some ships unencumbered by charters, where there is a short-term market that
apparently does not have a ceiling and are therefore free to secure contracted revenue in excess of the value of their vessels. But the vast
majority of owners have been content to let their brokers seek out the
most lucrative long-term deals for their ships over the past few months.
And the market has been buzzing with reports of a four-year
extended charter ﬁxed by Maersk and a ﬁve-year extension negotiated
by CMA CGM. Maersk will pay $38,000 a day for the 2013-built
3,421 TEU Bomar Beijing for 48 months and has committed $55 million of revenue by charter party to owner Global Ship Lease, which
purchased the vessel for just $25 million in June.
CMA CGM has agreed a 60-month extension to its charter of the

2009-built 4,275 TEU ALS Flora at $39,000 a day for a contracted revenue of $70 million. To put this into context, four years ago the same
panamax ship achieved a six-month charter with Zim at just $4,300 a
day.
Given the long-term charter rate liability carriers are taking on for
any new ﬁxtures, it is little wonder that MSC and CMA CGM have
been extremely aggressive in the S&P market, snapping up any tonnage
on offer in an endeavour to insulate themselves from the monumental
charter hire inﬂation. Maersk, however, has generally shied away from
S&P, exposing itself to the charter market hikes, although the carrier
has a higher owned tonnage-to-charter ratio than its two main rivals.
Meanwhile, Alphaliner’s latest inactive ﬂeet report lists 156 containerships as idle, however, more than 70 per cent of these are in
shipyards undergoing routine maintenance, retroﬁt or repair. The rest
are either between charters, arrested, detained or unable to enter service for other reasons.

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

Port congestion double-whammy sinks carriers’
schedule recovery hopes
Alliance networks operating between
Asia and North Europe are experiencing
delays of up to a month due to worsening
port congestion at both ends of the tradelane. Asia-North Europe loops with a
pro-forma round-trip transit time of around
75 days are now taking 100 or more, with
carriers obliged to juggle schedules at the
last minute. According to a Maersk advisory, vessel wait times at Antwerp are
already up to 10 days, with lesser – albeit
signiﬁcant – delays impacting all North
European hub ports. Alphaliner reports that
the maiden voyage of the 23,782 TEU newbuild MSC Amelia, deployed on 2M’s
AE55/Grifﬁn service, was diverted to Zeebrugge due to the congestion at MSC’s
Antwerp hub. “Originally scheduled to
arrive at Antwerp on 28 July, the newbuilding only called at its ﬁrst North European
port, Rotterdam, on 14 August,” said Alphaliner. The consultant said the ULCV’s
revised European rotation of Rotterdam,
Zeebrugge and Felixstowe would now take
18 days, due to waiting times in both Rotterdam and Felixstowe, compared with its
schedule of around six days.
According to eeSea data, the
AE55/Grifﬁn loop has a pro-forma roundtrip voyage time of 76 days, of which 62, or
81 per cent, are spent at sea, with 14 days
allocated to time at port. This is a common
ratio for the tradelane but, due to worsening port congestion at Asian and North
European terminals, time in port or waiting
for berthing windows has increased substantially, to around 40 per cent of the
schedule.
Hapag-Lloyd CEO Rolf Habben Jansen
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BY MIKE WACKETT

told investors and analysts that average
voyage delay days had “tripled” in the ﬁrst
half of this year, compared with the same
period of 2020. He said container usage
days had also increased, by 16 per cent
compared with H1 20, due to boxes being
stuck on ships or delayed in overwhelmed
landside sectors. “That means we need
more boxes to ship the same amount of
cargo, and more ships which we cannot
get, to carry them,” he said.
One carrier source told The
Loadstar recently his line had “virtually
given up” on trying to regain schedules.
“Delays in North Europe were bad enough,
but now we are facing congestion in China,
the schedules are shot to pieces and, effectively, they have become rolling schedules,”
he said.
And with the supply chain consider-
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ably lengthened and demand remaining
strong in the build-up to the holiday season,
Maersk advised shippers they should “consider booking containers at least three to
four weeks beforehand”. It added: “If
you’re looking to ship promptly and to
make sure your cargo arrives at destination
in time for the winter holidays this year,
follow our suggestion and plan your strategy up front.” The carrier is offering
shippers its Maersk Spot product with the
addition of inland services, customs services and value product bolt-ons as a solution
to the current acute equipment and space
shortage. It added that “if you really wish to
be ﬂexible”, shippers could also include its
“rollable” and “free-time extension” products for an unspeciﬁed extra charge.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

Profits in the wake of faster containerships trump
green concerns
BY MIKE WACKETT
Japanese carrier ONE has said its ships
have raised their speed, increasing fuel consumption and pollution, to take advantage
of higher demand. THE Alliance carrier and
its partner Hapag-Lloyd have both reported
stellar proﬁts for the second quarter.
ONE posted net proﬁts of $2.6 billion
for its ﬁscal Q1, while Hapag-Lloyd reported
an estimated EBIT of $2.2 billion, in preliminary results. This comes despite the
Singapore-based Japanese line noting
increased costs, “due to faster vessel speeds
to improve schedule reliability”. And
bunker prices increased in the period – spiking by 34 per cent, compared with Q2 20 –
to an average of $465.
Hitherto, carriers have tended to avoid
any suggestion that they were authorizing
their vessels to speed up, due to environmental concerns. However with the cost of
fuel now a much lower percentage of the
extraordinarily high freight rates carriers are
charging shippers, the incentive is there to
speed up to carry more freight – even
though the carrier reported “severe shore
side and inland congestion”. Even so, ONE
said, “signiﬁcantly improved” increases in
both short- and long-term contract rates
boosted proﬁts.
ONE is the sixth-ranked global container liner, with a capacity of 1.6 million
TEUs, and is the second-biggest partner in
THEA, behind Hapag-Lloyd on 1.8 million
TEUs, ahead of HMM on 850,000 TEUs
and Yang Ming with 630,000 TEUs. Moreover, both carriers have now signiﬁcantly
upgraded their full-year outlook: ONE with
a forecast of $6 billion net; and Hapag-Lloyd
with an EBIT in the range of $7.5 - $9.5 billion.
Lars Jensen, CEO and partner at
Vespucci Maritime, noted that Hapag-

Lloyd’s top-end forecast for 2021 would be
more than double its EBIT for the whole of
the past 12 years.
And both ONE and Hapag-Lloyd
appear to expect these massive proﬁts to
continue for some time. ONE said it was
“extremely difﬁcult” to forecast future earnings, while Hapag-Lloyd said it had reversed
its earlier outlook for the second half of a
“gradual normalization of the earnings
trend”. It added: “In addition to stay-athome demand, cargo demand related to
consumers returning to pre-pandemic activity is recovering.”
For example, growth on the AsiaNorth America tradelane in the ﬁrst six
months of the year was up 27 per cent on
the same period of 2019, before the Covid
outbreak.

Headhaul vessel utilization levels
between April and June on ONE’s biggest
region, the transpaciﬁc, which accounts for
around a third of its volumes, was at 100
per cent, with the carrier lifting 615,000
TEUs during the period. It also recorded a
100 per cent load factor on its ships from
Asia to Europe, lifting 436,000 TEUs in the
quarter. However, on the backhaul leg from
North America to Asia, ONE’s carryings of
328,000 TEUs saw vessel utilization of only
54 per cent. In contrast, on the backhaul
from Europe to Asia, load factors were
quite impressive, at an average of 82 per
cent per vessel, with liftings of 339,000
TEUs.

Reprinted courtesy of The Loadstar
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Box lines ignore contracts and ‘collude’ to force
shippers onto inflated spot market
BY NICK SAVVIDES
A Pennsylvania-based shipper has lodged a formal complaint
against two global shipping lines. In a $600,000 lawsuit ﬁled with the
Federal Maritime Commission (FMC), MCS Industries, a familyowned home furnishings business, claims MSC and COSCO failed to
meet contractual obligations, in violation of the 1984 US Shipping Act.
MCS argues that “foreign-owned” shipping lines have:

“Unjustly and unreasonably exploited customers, vastly increasing
their proﬁtability at the expense of shippers and the US public generally, which bears increased freight cost in the form of inﬂation.”
According to the suit, beneﬁcial cargo owners (BCOs) operating
to and from the US ordinarily pay for the shipments of cargo through
bilaterally negotiated contracts with shipping lines, while spot rates
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are reserved for smaller shippers or one-time cargo movements.
However, MCS claims that, with the onset of the Covid-19 pandemic, shipping lines began to collude to manipulate the market.
The shipper told the FMC: “Global ocean carriers began taking parallel and strikingly similar actions to prop up ocean carriage pricing
and improve their proﬁtability at the expense of shippers and the
public.” These actions, it added, included blanking sailings, which
had the effect of reducing capacity by creating an “artiﬁcial scarcity
and boosting prices on the spot market” as demand increased.
Moreover, MCS claims that even as demand returned, the carriers did not return to pre-pandemic methods of working, but rather
“doubled down” on the “manipulation” of the market, artiﬁcially
keeping prices high. A container load shipped from China to the US
west coast in 2019 would have cost $2,700, but today that same
container voyage would be priced in excess of $15,000, said MCS.
The shipper alleges it has ﬁrst-hand experience of carrier “misconduct”, with the lines refusing to discuss these issues when
approached by MCS. The ﬁling claims: “In a stark break from prepandemic practice, several ocean carriers refused to negotiate or
provide service contracts to MCS, and those that did provide such
service contracts, including the respondents named herein, refused
to provide more than a fraction of the cargo capacity that MCS
requested and needs, despite the fact that the respondents overall
have continued to operate at or near pre-pandemic capacity.”
According to MCS, COSCO offered just 1.6 per cent of the capacity
it was contractually obliged to make available, while MSC fared
better, offering 35 per cent of contracted cargo space. In an alleged

escalation of their failure to meet their contractual obligations, the
shipping lines, including COSCO and MSC, then “forced” MCS to
buy space on the vastly inﬂated spot market.
“By deﬁnition, the service contracts required respondents to
“commit to a certain rate or rate schedule and a deﬁned service
level, such as assured space, transit time, port rotation, or similar
service features,” says the complaint. The carriers were able to
renege on their contracts, claims MCS, because the lines were able
to organize themselves into alliances which control 90 per cent of
the transpaciﬁc trade, and it is this alliance structure which allowed
carriers to act in unison, forcing shippers onto more expensive spot
rates, rather than transporting cargo at much lower, contracted rates.
According to MCS, the shipping lines have “obliterated” the stable
structure of the ocean freight transport industry.
In a ﬁrst reaction to the news that MCS had ﬁled a formal complaint, Global Shippers’ Forum executive James Hookham said the
organization would be “watching the developments closely”, and
the case would “test the mettle” of the FMC and the regulatory
structure in the US. He went on to say that parties would consider
whether the action revealed any gaps in proposed amendments to
the Shipping Act. In addition, the fact that MCS would have to act
alone in the bringing of this case would also come under scrutiny.
According to Mr. Hookham, current legislation prevents shippers
from entering into a powerful class action agreement that would
bring in other complainants.
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Ambitious Zim heads for the acquisition trail
after massive Q2 profit
BY MIKE WACKETT
New York Stock Exchange-listed container line Zim is looking to accelerate its
growth via acquisitions, after recording a
net proﬁt of $888 million in the second
quarter from a 44 per cent increase in its
liftings. The Israeli carrier’s Q2 proﬁt was
higher than that accumulated over the past
ﬁve years. Revenue for the second quarter
was $2.38 billion, compared with $795 mil-

lion in Q2 20, from carryings of 921,000
TEUs, with a well-above industry par average rate of $2,341 per TEU. Its net income
at the half-year was $1.48 billion and the
company has signiﬁcantly upgraded its outlook for an EBIT of $4 -$4.4 billion.
President and CEO Eli Glickman said
he was “proud” of the ﬁnancial result and
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was “excited” about the outlook. He said
the carrier’s “outstanding performance” was
“a testament to the proactive strategies we
have implemented to capitalize on both the
highly attractive market and Zim’s differentiated approach”. Indeed, Zim’s partnership
with 2M has been especially lucrative, on
the back of which it has launched nine new
services in the past year.

The robust cash generation has
enabled Zim to pay down more of its debt,
resulting in a leverage ratio of just 0.3x –
the lowest in its 75-year history – invest
$760 million in new containers, commit to
a number of long-term charters and be in a
position to distribute between 30 and 50
per cent of its net proﬁt this year back to
shareholders. Nevertheless, Mr. Glickman
explained, Zim would allocate some of its
war chest for M&A activity to boost its inorganic growth.
With the launch of the nine new services – including highly lucrative express
premium offerings from Asia to the US,
from Asia to Australasia and Asia to East
Africa – Zim has grown its ﬂeet from 68 vessels to 105, for a capacity of 420,000
TEUs. And it has an orderbook of 20 ships,
for 220,000 TEUs, and now ranked the
11th-largest container line, it clearly has
aspirations to jump up the league table.
In February, Zim signed a long-term
charter agreement with Seaspan for ten
15,000 TEU LNG dual-fuel powered vessels, and last month agreed a second charter
for ten 7,000 TEU LNG dual-fuelled ships,
with an option for ﬁve more vessels.

intra-Asia (including Australasia) and the
South American trades. Depending on
what is in our line of sight, M&A will determine the ﬁnal dividend payable to
shareholders,” he said.

On potential M&A targets, Zim EVP
and CFO Xavier Destriau said the carrier
was looking at “smaller shipping lines in the

In line with its competitors, Zim
believes the turmoil in the global supply
chain, underpinning exceptionally high

freight rates and turbo-charging carrier
proﬁts, will not improve any time soon. Mr.
Glickman described the disruptions as
“anarchy”, adding: “The congestion issue is
here to stay, and it will be some time before
it is resolved.”

Reprinted courtesy of The Loadstar
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OOCL joins the carrier billionaires with a record
first-half result
BY MIKE WACKETT
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Orient Overseas (International)
(OOIL), parent company of OOCL, has
posted a net proﬁt of $2.8 billion for the halfyear – far and away the best interim result
in the group’s 52-year history. The COSCOsubsidiary’s turnover more than doubled,
compared with the same period of 2020, to
just under $7 billion, with revenue from
OOCL’s liner services soaring 108 per cent,
to $6.5 billion. Meanwhile, OOCL Logistics
saw a 15 per cent increase in its revenue,
despite what OOIL described as “ﬁerce
competition” in the forwarding sector.
OOCL’s liftings increased by 19.5 per
cent on H1 20, reﬂecting the demand slump
from Covid lockdowns, to 3,926,837 TEUs,
for an average rate of $1,652 per TEU, 74
per cent higher than the year before. OOIL
said the outlook for its liner arm for the
remainder of 2021 and the early part of
2022 “seems promising”, but beyond that
“is simply impossible to predict”. “Demand
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siderably stronger than forecast, especially on transpaciﬁc routes,” said
OOIL. “We have worked hard to inject additional capacity into key
routes on our network in order to provide further space for our customers, and we continue to do so.”
Indeed, OOCL’s carryings on the transpaciﬁc were up 17.2 per
cent, to 1,103,541 TEUs, and although the comparison is skewed by
the pandemic outbreak, quarter-on-quarter it still recorded an uplift of
9.9 per cent, to 540,070 TEUs on the route. OOCL’s biggest region,
and showing the largest quarter-on-quarter volume rise of 20.5 per cent
to 874,927 TEUs, were its intra-Asia/Australasia services.
Nevertheless, OOIL said that despite its efforts to increase capacity, “numerous operational challenges” and “stronger-than-expected
demand” had created a “severe imbalance” in supply and demand. But
it conceded that OOCL’s business had beneﬁted signiﬁcantly from the
supply chain disruptions. “These market forces have put upward pressure on freight rates on most tradelanes, and it is these market forces,
in addition to our usual careful attention to cost control, that have

driven the strong proﬁtability achieved during the period,” it said.
Hong Kong-headquartered OOIL was acquired by China’s stateowned COSCO in a $6.3 billion deal in 2018 and OOIL said it had
“continued to beneﬁt” from synergies within the group. “We were able
to obtain additional space to offer customers by taking extra slots on
COSCO services, including extra loaders, and we have suffered fewer
problems of box availability than most liner companies, thanks to our
shared container box ﬂeet and the power of our joint procurement programmes,” it claimed.
The combined COSCO/OOCL ﬂeet stands at 492 ships, for a
capacity of 2,982,000 TEUs, ranking it the fourth-largest carrier, having
just slipped back below CMA CGM due to the French carrier’s aggressive tonnage-purchasing activity over the past year.
The COSCO/OOCL orderbook stands at 45 ships, for 541,000
TEUs, of which a dozen 23,000 TEU ULCVs are scheduled for delivery
to OOCL starting in 2023.

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

Geodis reports ‘solid’ growth from record profits
and a string of acquisitions
BY ALEX LENNANE
Shipper misery has so far emanated
from shipping lines and their record proﬁts
– but forwarders are also ‘making hay while
the sun shines’. Today’s record proﬁt is at
Geodis, which saw revenues of €4.8 billion
($5.7 billion) in the ﬁrst half, up 21 per cent
on 2020 and 20 per cent up on 2019.
EBITDA was up 60 per cent, to €458 million, and the cash is being spent on
reducing debt by €123 million – and ﬁnancing acquisitions, said the SNCF-owned
forwarder. “These solid results support our
ability to invest in growth, while investing
in the ecological transition of all our activities,” said Chair Marie-Christine Lombard.
She added: “Our good performance
has enabled us to strengthen investments in
the company’s digital transformation and to
self-ﬁnance our latest acquisition, Pekaes, a
leading distribution network in Poland, a
strategic country for Geodis. “These solid
results are in line with our Ambition 2023
strategic plan, which aims to achieve
growth for the group at least equal to that of
the global logistics market over the period,
and to accelerate the conversion of this
growth into earnings.”
Geodis said growth had been driven by
e-commerce in the US and Europe, which
saw double-digit rises. E-commerce now
accounts for nearly a quarter, some €2 billion, of the company’s annual sales.
The pandemic has had an impact on
last-mile delivery – with 23 per cent now
destined for individuals, against 15 per cent
in 2019 – as well as on contract logistics,
said the forwarder. There has been an
increase in inventory management and
order preparation, it added.

Geodis said it had developed three
services to support the growth: an e-logistics
product, offering end-to-end logistics and a
real-time overview of all available inventory
in shops, warehouses and on the move;
direct-to-customer intercontinental parcel
delivery in four to six days from the US to
Europe and Canada; and a mobile app in the
US showing its urban delivery service.
On the more prosaic air, sea and rail
markets, Geodis said it had chartered two
ships for Asia-Europe, “to alleviate the difﬁculty its customers were having to obtain
capacity from regular carriers at a competitive rate”. Other ocean charters are planned
for the third and fourth quarters. In air, it
offers a route between Shanghai and
Guadalajara – which it claims is the “only
direct access to Mexico from northern and
central China”. And it has spent cash on
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acquisitions: Pekaes is an LTL and FTL specialist in Poland; France’s Condiservices is
an e-commerce returns company; Gandon
Transports, a temperature-controlled
pharma player; and in the US it acquired
Velocity Freight Transport.
Geodis added that it was ordering 200
LNG vehicles to be fuelled by biogas for
urban deliveries in France, as part of its mission to cut CO2 emissions by 30 per cent by
2030. It is also launching a worldwide
carbon-offset programme.
Shareholder SNCF had little extra to
say about its proﬁtable rail subsidiary, which
does not release more speciﬁc numbers,
noting merely that rail freight revenue was
up 13 per centyear on year.

Reprinted courtesy of The Loadstar
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DSV Panalpina aims for more market share as it looks
to integrate Agility
BY ALEX LENNANE
Freight forwarders serve shippers much better than shipping
lines – and large forwarders are best of all, claimed DSV Panalpina
in its earnings call. Announcing second-quarter revenues of
Dkr37.83 billion ($6.04 billion), up 31.4 per cent, to make a proﬁt
after tax of Dkr2.52 billion ($403 million), management talked high
yields, market conditions – and competition, as it begins to integrate
Agility GIL.

The deal is not yet complete, but that should happen next
month, they explained, adding: “Once we include Agility, we’ll put
a smokescreen over the numbers, but our performance will continue
in terms of market share. “We are 100 per cent committed to
market share. It sounds arrogant, but we are humble, that’s what we
do. Proﬁtability needs to follow. There are so many ways to compete
with mom-and-pop shops. We have been able to outgrow the
market.” However, they said it was a risky time to focus on new customers. “Given the situation in ocean freight, it’s not the time to go
and take a chunk of new business. We need to look after our own
customers ﬁrst. But some business is just coming to us … so we will
try to take a little of it, just to establish a connection with these customers.”
DSV said current market conditions had led to lower productivity, but insisted that forwarders had advantages over shipping lines
selling direct to shippers. “Volumes are up, costs are ﬂat, headcount
is ﬂat. But on working hours and productivity, we are probably
down. We have to hand-carry shipments more than we did. “With
blank sailings [and the current market] we always have to be alert,
and ensure the freight is actually being moved, and when it is not,
ﬁnd new solutions. This is what forwarders can do. But you can’t do
that if you are dealing direct with the carrier.
“Our staff have really stepped up to the plate. We don’t expect
a deterioration in productivity with Agility, but it’s a KPI we have our
eyes ﬁxed ﬁrmly on.” Mr. Lund explained: “If we grow 16 per cent
in a quarter, [having incorporated a new company], you bleed, and
then you ﬁx it. There will be some ﬂuctuations. It’s not unusual that
you lose a couple of million euros on the start-up phase, but then
you have those customers for years.
“From the outside if might look lumpy – I’d call it bumpy. You
might need to take on 400 blue collar workers for a customer, then
it doesn’t work very well and you need 500. Then it’ll be 485, then
475 and, 12 months later, you are back where you started. It’s hard
to do, and we are trying to get better at it.” Buying power is the best
advantage for DSV, the management said.
“We’ve been shocked at ocean rates over the last months.
We’ve seen rates we’ve never dreamed about. But as one of the
largest procurers of ocean freight in the world, we do have some
buying power. “There are lots of levers we can use, going forward,
and the size and buying power of DSV is one of these.”
Management explained that both air and sea negotiations were
changing. “In sea, contract rates are up, and we can pass that on to
the customer. But customers are asking for more in the spot-driven
market. We’ve done some good deals, but it also depends on the car-
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It’s a well-known phenomenon that after a big chunk of M&A,
companies can lose customers. But DSV is an M&A expert and CEO
Jens Bjorn Andersen and CFO Jens Lund said that, while things may
be a little “bumpy”, they will settle. “The Agility deal will take inspiration from Panalpina. We are more experienced; it’s smaller and we
are well prepared.”

rier. “In our latest negotiations, we haven’t made any big changes to
the carriers we use. We use the biggest, and have good relationships
with them.” In air freight, DSV uses about 50 per cent spot and half
contract.
“After integrating Panalpina, mainly in air but also in sea, we
are doing blocked space agreements and more charters, and we
gained access to ﬁxed capacity through Panalpina’s own controlled
network. You run the risk of vacant capacity, but this could change,
and we may change the DSV procurement strategy and take on
more BSAs.”
Management added that air freight was likely to see structural
change, with greater use of freighters over bellies. “Pre-Panalpina,
we would have expected to use more freighters than in the past. We
are better at it now, and for customers freighters are a premium,
deluxe service.”
Other notable remarks included the roll-out of new software
“based on BluJay but in combination with the whole software
stack”. Roll-out begins in the Baltic states, with Poland – which has
both cross-border and signiﬁcant domestic volumes – set for next
year.
DSV also announced a share buyback programme, to give it a
“mandate and power”.
It also upgraded its full-year outlook (excluding Agility) to EBIT,
before special items, of Dkr12.5 billion - Dkr13 billion, from
Dkr11.7 billion - Dkr12.5 billion. But analysts questioned whether
this was too conservative. “If yields continue to stay and growth continues at the same pace, then perhaps we are conservative,” replied
Mr. Lund. “But to assume 100 bullseyes from 100 dart throws is a
little bit optimistic. “The high rate environment is not against DSV.
But rates could start to drop, and yields, and the system will settle
somehow. And maybe the competition will be more aggressive.”
Mr. Andersen said he expected rates eventually to settle somewhere between 2019 and 2021 levels. “I don’t believe we will go
back to the rate levels we saw before. We want the shipping lines to
be healthy. We are very happy with our yields, and will keep them
as high as we can.”

Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)
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IPPC pushes for cleaning certificates for every
container – but ‘it’s unworkable’
Members of the International Plant
Protection Convention (IPPC) are pushing
for the industry to clean every container
transported by ship, with certification that
it has been cleaned, to prevent the spread
of invasive species. According to the fivemember Cargo Integrity Group (CIG),
IPPC has become impatient with the maritime industry, which was meant to
develop a workable plan to deal with the
spread of pests like the Khapra beetle,
Asian gypsy moths and fire ants.
In an effort to develop a workable
system, IPPC established the Sea Container
Task Force five years ago, which is due to
report back by the end of this year on
progress made by the industry in an area
that could see the cost to economies run to
billions of dollars.
In the absence of a workable alternative to protecting against pests, IPPC
favours a blanket regulation that “could
have a similar detrimental effect on supply
chains to the Covid pandemic”, according
to James Hookham, of the Global Shippers
Forum.
Industry figures believe IPPC would
prefer to “err on the safe side” rather than
allow the possible destruction of millions of
dollars of crops. But CIG believes IPPC has
not allowed the maritime sector sufficient
time to develop a more nuanced system.
According to Mr. Hookham, the CIG
has promoted the CTU Code, which is a
non-mandatory code for the packing of
containers, along with the Quick Guide
check list to help those that pack containers to understand the problems involved.
“IPPC has seen these measures as ineffective and wants the industry to act more
decisively,” admitted Mr. Hookham, but he
added that international trade had not
been normal since the pandemic. “IPPC
has not given us a fair chance to make the
system work.”
Richard Steele, newly appointed head
of the International Cargo Handling Coordination Association (ICHCA), and another
CIG member which has been designated as
the point of contact with IPPC, believes
there needs to be a fair distribution of the
costs involved in implementing new procedures for the cleaning of containers.
All the CIG members agree that
IPPC’s
blanket
clean-all-containers
approach would be unworkable in today’s
maritime and supply chain industries, and
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the group favours a more targeted
approach. “The industry as a whole needs
convincing of the real risks and challenges
involved,” said Mr. Steele. If the message is
too vague it will be difficult to get the necessary traction, he explained. “Companies
want to know that we’re not sitting on the
bleeding edge, and that they’re [the only
ones] doing all the bleeding,” explained Mr.
Steele, outlining the fear of individual companies that they could be put at a
competitive disadvantage.
Even so, regulatory authorities are
waking up to the threat posed by invasive
species, and the maritime sector and the
rest of industry involved in international
supply chains will need to sit up and take
notice. The Loadstar reported on the
system developed by the Australian Department of Agriculture Water and the
Environment (DAWE) to deal with the
Khapra beetle. Peregrine Storrs-Fox of
insurer the TT Club believes this system
could be a blueprint for dealing with invasive species. “It is a risk-based approach
that takes into account the seasons, the
geography and the characteristics of each
pest concerned, with a targeted approach
to dealing with the pest,” he said. The TT
Club, a member of CIG, would allow trade
to continue while also dealing with what
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Mr. Storrs-Fox described as a “significant
global problem”.
DAWE told The Loadstar: “Khapra
urgent actions are designed specifically to
address the emerging risk of the Khapra
beetle, considering its biology, likely mode
of arrival and its establishment risks. The
Khapra policy is based on scientific principles and is applied to the extent necessary
to protect Australia’s agricultural industries.”
According to the calculations made by
the DAWE the stakes are very high. “If the
Khapra beetle was to establish in Australia,
some trading partners may implement
restrictions on the export of some stored
products from Australia, such as wheat and
grain. A widespread incursion could cost
Australia A$15.5 billion over 20 years.” If
that were to be multiplied by infestations
across Europe, the US, Asia and Africa, the
costs would be very much higher. But perhaps the greatest damage could be the
destruction of substantial parts of the
world’s ecosystems.
IPPC was contacted for comment, but
had not responded by the time The Loadstar went to press.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

United and Air Canada renew cargo focus, but AA and
Delta eyes are on passengers
BY ALEX LENNANE
The truth about the cargo ambitions of
four major North American passenger airlines can be seen in ﬁrst-half results that
place two carriers well ahead, in terms of
focus.
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There are several ways of looking at it:
in second-quarter earnings calls, Air Canada
had 21 mentions of cargo; United made 17;
Delta, three; and American Airlines did not
mention it once – despite decent half-year
cargo revenue of $641 million, more than
twice that of a year earlier, when AA was
very slow to get out of the blocks, cargowise.
Or, you can look at it in terms of proCARGO REVENUE
H1 21
1,103
United
American Airlines
641
508
Air Canada
Delta Airlines
466

(in $ million)
H1 20
change
666
65.6%
277
131.0%
332
52.8%
261
78.5%

Source: second-quarter earnings results

portion of revenue: the results are, in fact, similar to mentions in
earnings calls. Air Canada Cargo accounted for a staggering 40 per
cent of the carrier’s ﬁrst-half revenue (although that is likely related
to the fact that total operating revenue fell year on year by 63 per
cent); the ﬁrst half of 2020 saw cargo account for 10 per cent of total
revenue.
United saw its cargo division account for 12 per cent of total
revenue, up from 7 per cent a year earlier, while Delta, which this
year pledged a new focus on cargo, and AA came in last, at 4.1 per
cent (up from 2.6 per cent) and 5.5 per cent (up from 2.7 per cent),
respectively.
The results reﬂect, in the case of Air Canada, real cargo ambitions, which will see it move into the world of freighters with two
767Fs entering the ﬂeet in the third quarter. Lucie Guillemette,
CCO, told investors: “The pandemic has accelerated the extent of
our cargo business with the movement of critical goods as well as
the growth of e-commerce. Given the low cost of ownership of the
Boeing 767s recently retired from our passenger ﬂeet, as well as the
low cost to convert the aircraft to freighter and cargo infrastructure,
we look forward to expanding this programme to eight aircraft in the
next couple of years.” President and CEO Mike Rousseau said cargo
would be an “important part of our recovery, revenue diversiﬁcation
and long-term growth”. He added: “There is no doubt. It’s a big part
of our future. From a whole bunch of different perspectives, certainly diversiﬁcation, strong margins and we’re good at it; and we’re
going to get better at it, frankly.” And he said dedicated freighters
were just one aspect of Air Canada’s freight ambitions. The other
aspect that [is] equally, if not more exciting, is our entry into the ecommerce business under a brand name called Rivo, where we’ve
partnered with last-mile and ﬁrst-mile providers to provide the point-

to-point delivery. We’re not expecting to replace major players in this
area, but this market is growing and we have the skills and the technology now to take advantage of that marketplace.”
The carrier sees more growth in cargo than passengers, he
explained. “Certainly we see the growth rate in cargo exceeding
what our passenger rate might be. But we’re still going to be a passenger airline and opening up new markets, which, from a cargo
perspective, is going to be very, very important.” The temporarily
converted all-cargo aircraft will be reconverted to passenger aircraft,
“because we’ve got demand in from the passenger side”, he added.
At United, the other North American carrier which takes cargo
seriously, it appears passengers are also eating into its cargo capacity.
It saw its highest-ever cargo revenue in the second quarter, $606
million, but warned investors that ﬁgure would fall. Andrew Nocellla, Chief Commercial Ofﬁcer, said: “Our ability to adjust our global
network to transport record amounts of cargo is one of our proudest
accomplishments and a clear differentiator. With long-haul passenger
demand now increasing, we will see most of these cargo-only ﬂights
for the remainder of 2021, although we continue to [expect] a strong
cargo yield for the remainder of this year.” He added: “We are not
going to be able to do more cargo-only ﬂights and we’re obviously
disappointed by that, given where yields currently stand. The reason
for that is the aircraft can be better deployed in passenger markets.
However, while many of those passenger markets are also not
exactly optimal cargo markets, they do have cargo. The 52 777s that
are grounded means we just have less ﬂexibility on this front than
we would otherwise have had. If those aircraft were ﬂying, we
clearly would continue our programme missions, because we’d have
the ability to do both. So when we look at capacity available to ﬂy,
it’s still really signiﬁcant as we put all these passenger planes back in
the air. We think we’ve got this properly accounted for in our forecasts, and we think we’re going to have another great cargo quarter
in Q3, and it’s already gotten off to a really good start. That being
said, it’s going to be different in the number of cargo ﬂights. Hopefully we can do a little better on cargo than we are currently
planning. But there is a marked change in our cargo footprint, starting today – really starting a few weeks ago obviously, and we’ll see
where it goes. But we feel very bullish on cargo for the remaining
half of this year.”

Reprinted courtesy of The Loadstar (www.theloadstar.co.uk)
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Maersk orders fleet of eight green methanol dualpowered box ships
BY NICK SAVVIDES
Maersk Line has announced it will
order a series of eight green methanol and
diesel-powered dual-fuel vessels of 16,000
TEUs each. They will be delivered from Q1
24 onwards, with options on four more vessels to be delivered in 2025. The ships will
be built at Korea’s Hyundai Heavy Industries shipyard and will cost $175 million
each, a combined cost of $2.1 billion,
including 10-15 per cent in additional capital costs for the dual fuel arrangement.
The ships are part of Maersk’s ﬂeet
replacement programme and their size is
speciﬁcally designed to allow ﬂexibility in
their deployment. Ole Graa Jakobsen, head
of ﬂeet technology, said: “We have not
decided on the speciﬁc deployment yet,”
and referring to competitors that had
designed and built larger vessels, he added:
“These vessels are not just for the Asia to
Europe trade, they can be deployed on
other routes, they’re ﬂexible.”
Maersk expects the order for these
dual-fuel vessels will stimulate a green
methanol fuel market, but accepts that the
ships may use conventional fuels in the
early part of their deployment. “Our intention is to operate the vessels 100 per cent
on methanol, but we have the back-up of
VLSFO [very-low sulphur fuel oil] if necessary,” explained Mr. Jakobsen.
Maersk believes it is not acceptable to
say green fuels do not exist. Berit Hinnemann, head of decarbonization business
development, said each ship would require
a supply of 35,000-40,000 tonnes of
methanol annually, and some would be biomethanol, which is produced from biomass
and waste products, and has a limited
supply. Being the ﬁrst in the uptake of
green fuels means higher costs, and green
fuels do have higher costs, this is a key challenge, but “each partner must share the
risk”, said Mr. Jakobsen.
However, the Danish company expects
the use of methanol and the creation of a
market for the fuel will stimulate the production of e-methanol, which has a far
more complex production process, through
the use of waste carbon, electrolysis of
water using excess energy from wind turbine power and capturing greenhouse
gases. Maersk said: “We do not intend to
use recycled or fossil CO2 in the production
of methanol for our ﬂeet. Our aim is to use
biogenic CO2 – or, at a later stage, CO2 from

direct air capture – in the methanol for our
vessels. This is also the case for our sourcing
project for our e-methanol fuelled feeder, for
which the biogenic CO2 is based on waste
biomass.”
However, Madadh Maclaine, secretary
general of the Zero Emissions Ship Technology Association, said: “It is irresponsible to
capture carbon and then release it into the
atmosphere again.” Ms. Maclaine added:
“According to the UNFCC Climate report,
ZESTA sees only one option: that we must
make ‘drastic, rapid and large-scale reductions in greenhouse gases to limit global
warming to 1.5 degrees’ by pursuing the
‘very low emissions scenario’, because we
can. “Any carbon that can be captured from
stacks must not be re-released. CO2 captured directly from the air and re-released
does not balance out, due to the time the reemitted CO2 spends in the atmosphere. We
must be cautious of net-zero accounting systems, as there tend to be holes big enough
to sail the world ﬂeet through. I’m afraid
that ‘green’ methanol may be leading the
ﬂeet on a voyage to nowhere, or worse, to a
sea of stranded assets.”
Maersk has said that more than half of
its 200 largest customers have set – or are
in the process of setting – ambitious zerocarbon targets for their supply chains. And
some have already demonstrated their
commitment to more sustainable supply
chains.
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Michelle Grose, head of logistics and
fulﬁlment at Unilever, said: “Unilever is
committed to accelerating the transition to
clean transport solutions, not just in our
own operations, but along global value
chains, as we work to achieve net zero
emissions by 2039. With logistics and distribution accounting for around 15 per cent of
our greenhouse gas emissions footprint, it’s
important that we work with partners shifting to lower carbon fuels.”
And Leyla Ertur, head of sustainability
at H&M Group, believes industry leaders
have a responsibility to ﬁght climate change
and said: “We have the ambition to become
climate-neutral by 2030 and climate-positive by 2040. We truly believe our climate
actions should be co-created with our partners. Maersk’s investment in large vessels
operating on green methanol is an important innovative step.”
AP Møller-Maersk CEO Soren Skou
believes the “time to act is now” and he
added: “This order proves that carbon neutral solutions are available today across
container vessel segments and that Maersk
stands committed to the growing number of
our customers which look to decarbonize
their supply chains.“Further, this is a ﬁrm
signal to fuel producers that sizable market
demand for the green fuels of the future is
emerging at speed.”
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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A THOUSAND DETAILS ?

WE TAKE CARE OF THAT.
Multimodal temperature-controlled transportation and logistics

You know your product. We know how to ship it. Whether importing, exporting or shipping locally we have
dry, cold, heated multimodal service to get your products on the shelves quickly. With end-to-end visibility
and a full range of complementary services such as cold storage, consolidation or deconsolidation, LTL, last
mile delivery, and customs brokerage - CN temperature-controlled multimodal transport is your full-service
supply chain advantage. Trust us to get your products to the people who matter most – your customers.
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