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Now with facilities in Hamilton,  Oshawa and Niagara the Hamilton-Oshawa Port Authority (HOPA Ports) can 
better serve you: our shipping partners

HOPA Ports gives you an expanded range of transportation options, a professional team, knowledgeable 
service providers and improved infrastructure. Let's talk about how we can work together.

Now with facilities in Hamilton,  Oshawa and Niagara the Hamilton-Oshawa Port Authority (HOPA Ports) can 
better serve you: our shipping partners

HOPA Ports gives you an expanded range of transportation options, a professional team, knowledgeable 
service providers and improved infrastructure. Let's talk about how we can work together.
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I
n early 2021, an exciting new 
project came to market in
Ontario’s Niagara Region. The 
Thorold Multimodal Hub com-
prises space owned by the

Hamilton-Oshawa Port Authority 
(HOPA Ports), as well as a 155-acre 
former paper mill; the latter is a mas-
sive facility purchased recently by 
Bioveld Canada Inc.. Bioveld spe-
cializes in the productive repurpos-
ing of brownfield and industrial sites.  

The Thorold Multimodal Hub is 
unique to Niagara. It features marine, 
rail and highway access, as well as in-
door warehouse and outdoor stor-
age space, which can be configured 
to a wide variety of industrial, cargo 
handling and ancillary operations. 
Leases available to Hub tenants in-
clude indoor, outdoor, turnkey and 
develop-to-suit. Companies locating 
here benefit from the proximity to the 
U.S. border, the availability of marine 
and rail, and strategic location in the 
Niagara-Hamilton-Toronto trade cor-
ridor.  

The Thorold Hub is immediately ad-
jacent to the Welland Canal, which is 
a key part of the Great Lakes-St. 
Lawrence Seaway system. As busi-
ness at the Hub grows, it will lever-
age the capacity available in this 
highly reliable and efficient trans-
portation system to move more 
cargo by water, aligned with the 
goals of the St. Lawrence Seaway 
Management Corporation. 

“Niagara has a unique combination 
of multimodal transportation infra-
structure, development-ready indus-
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THOROLD MULTIMODAL HUB 

A redeveloping industrial site along the 
international Welland Canal highlights  
the Niagara region’s industrial potential

trial land and a geographic position as 
a gateway to Ontario,” said HOPA 
Ports’ President & CEO Ian Hamilton. 
“We’re excited to take advantage of 
those opportunities to help 
strengthen the economy and make it 
easier to move goods from Niagara to 
markets all around the world.” 

This investment in Niagara by Bioveld 
Canada and HOPA Ports is a step to-
wards a more efficient and integrated 
network of marine facilities in Ontario. 
“As Ontario positions itself for an eco-
nomic recovery, and as the province’s 
population and congestion issues 
grow, it just makes sense for us to be 
making better use of Ontario’s indus-
trial and multimodal transportation ca-
pacity,” said Hamilton. “With all of its 
advantages, Niagara is a natural place 
to invest.” HOPA Ports already oper-
ates integrated port facilities in Hamil-

ton and Oshawa, and is very opti-
mistic about the contribution to eco-
nomic development and sustainable 
operation that the Thorold Multi-
modal Hub can make. 

Since its introduction, The Hub has 
welcomed new tenants including Tora 
Inc. and Canadian Maritime Engineer-
ing (CME).  

Tora Inc. is a St. Catharines-based 
company offering warehousing, sort-
ing, assembly and other services for 
domestic and international manufac-
turers, occupying 60,000 sq.ft. of 
warehouse space within The Hub. 
“This expansion is an important next 
step in our business growth,” said 
Scott DeMont General Manager & 
Partner with Tora Inc. “From this new 
facility we are better able to provide 
our growing customer base with a 
wider range of services.” 
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From its new location, Tora will be able to con-
nect with its customers in North America or glob-
ally. With its variety of service offerings, Tora 
plays an essential role in Ontario’s manufacturing 
supply chain, which makes it an excellent fit 
within the HOPA Ports network. 

CME, a division of Russell Industries Corp., is a 
leading marine-industrial company that offers 
machining, mechanical, welding, fabrication and 
specialty coatings to customers in a wide variety 
of sectors, including maritime, oil & gas, defence 
and power generation. 

CME will occupy more than 18,000 sq. ft. of 
space within the Thorold Multimodal Hub, with 
options to expand as the business develops. 

CME plans on completing dock side repairs from 
this location, as well as expanding their capabil-
ities and resources to serve marine, power gen-
eration, mining, and industrial community in 
Central Canada.

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.

YOUR  
PROVEN 
PARTNER

1 877 322 6777   commissionaires.ca  



INNOVATION AT THE PORT OF HAMILTON 

A new way to move goods in and out of  
Canada’s busiest market 

O
n a sunny day in June 
2021, 300 shipping 
containers were 
loaded aboard the 
vessel Sedna Desgag-

nés at the Port of Hamilton bound for 
the Port of Montreal. Launched by 
Hamilton Container Terminal (HCT), 
in partnership with HOPA Ports, this 
new ‘Short Sea Shipping’ service uses 
the Great Lakes as a marine-highway 
alternative to road-based transporta-
tion.  

Every day, more than 10,000 trucks 

Tel: 416 670 1160   
Email: dan.mcdonald@mcdonaldmarinesurveys.com • www.mcdonaldmarinesurveys.com 

McDonald Marine Surveys Inc.  
Mississauga, Ontario, Canada 

Specializing in bulk shipment services 
DRAFT SURVEYS, HOLD INSPECTION, LOAD SUPERVISION, SAMPLING 

Over 10 years of reliable service to the marine shipping industry 

Well-trained, professional, experienced marine surveyors 
Serving all ports in Ontario. 
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could not be starting at a better 
time,” said Ian Hamilton, President & 
CEO of HOPA Ports. “There is an ap-
petite to consider new solutions that 
help us build back smarter, greener, 
and more efficiently. Short sea ship-
ping on the Great Lakes has been 
talked about for a long time, but a 
number of factors have aligned now 
to make it work.” 

LNG BUNKERING  
AT THE PORT OF 
HAMILTON 

Marine vessels are now able to refuel 
with liquefied natural gas (LNG) dur-
ing any stopover at Hamilton Port 
thanks to a partnership between 
HOPA Ports and REVLNG, a Pennsyl-
vania-based LNG services provider. 
This new service is a major milestone 
in the energy evolution of the Great 
Lakes marine shipping industry, which 
is looking for new ways to reduce 
GHGs and advance environmental 
goals. 

“As a founding member of the Green 
Marine program, we are always look-

ing for new ways to support improved 
environmental performance. This of-
fering to our shipping customers will 
keep HOPA at the forefront,” said 
HOPA Ports CEO Ian Hamilton. “We 
look forward to continuing to find new 
ways to support improving air quality, 
reducing GHGs, and working collab-
oratively with Canadian and U.S. ma-
rine and energy sector partners to 
help accelerate the adoption of LNG, 
and spur further fuel innovations. It 
also aligns with HOPA’s goal to be car-
bon neutral by 2025.” 

Previously, the only LNG capacity at 
ports in Canada existed along the 
west coast in BC and the St Lawrence 
River in Montreal and Quebec City. 
The Port of Hamilton is the first port 
to offer this service on the Great 
Lakes. LNG is recognized as an imme-
diately viable and cost-effective alter-
native, or transition fuel, alongside 
longer-term technologies like electri-
fication, biofuels and other renew-
ables. 

Recently, a new milestone was reached 
with the 10th successful LNG bunker-
ing with the Rossi A Desgagnés and 
REVLNG at Hamilton Port. 

move goods between the Greater 
Toronto-Hamilton area and Montreal. 
The new shipping service moves 
some of this traffic to a greener, less-
congested water route. Upon arrival 
at the Port of Montreal, most of the 
containers are transloaded onto 
oceangoing vessels, destined for 
markets in Europe, India and the Mid-
dle East. 

“A Great Lakes container service has 
been a goal for us since day one,” 
said HCT President Amandeep Kaloti. 
“We are thrilled to see this initiative 
come to life.” 

The service feeds Canadian export 
markets for products such as steel, 
agricultural products and lumber. 
HCT also sees opportunity in ‘flex-
ibags’, a fillable insert that allows the 
transport of liquid commodities by 
container, potentially enabling ex-
ports of Canadian goods like edible 
oils and Ontario wine. 

“As we focus more now on growing 
our economy and trade, this service 

Short sea shipping 
on the Great Lakes 
has been talked 
about for a long 
time, but a number 
of factors have 
aligned now to 
make it work.” 

Ian Hamilton, 
President & CEO 

HOPA Ports
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HOPA PORTS SUPPORTS  
ONTARIO TECH UNIVERSITY WITH  
A SUSTAINABLY SCHOLARSHIP 

As a result of a $15,000 donation over the next three 
years, full time undergrads at Ontario Tech University 
who are pursuing a Sustainability Minor can now apply 
for a new $2,500 scholarship from HOPA Ports. The 
HOPA Ports Sustainability Award will be given annually 
to two students with a minor in Sustainability Studies 
and a minimum 3.5 GPA.  

“As we build our relationship with Ontario Tech Univer-
sity, as well as community organizations and post-sec-
ondary partners in Oshawa, we want to foster 
connections in a way that aligns with HOPA’s mission,” 
said Public Affairs Director Larissa Fenn. “We look for-
ward to supporting the future sustainability leaders of 
Oshawa and Durham Region.” 

HOPA Ports’ mission is to create and lead an integrated 
port network on the Great Lakes, by connecting work-
ing waterfront properties in Oshawa, Hamilton and Ni-
agara. Whether big or small, HOPA supports or 
develops initiatives that directly contribute to the well-
being and prosperity of all three communities. 

Why sustainability? “Our reputation as a responsible 
port steward has been built on decisions we make to 
support social, environmental and economic sustain-
ability, in all of our port cities,” continued Fenn. 

HOPA Ports Sustainability Scholarship applicants can 
be in any year of their undergrad, but they must be reg-
istered for a full-time course load in any of the following 
faculties: Business & IT, Engineering & Applied Science, 
Health Sciences, Social Science, Education or Energy 
Systems and Nuclear Science. 

HOPA’s donation is also eligible for a match through 
Ontario Tech University’s Board of Governors’ Matching 
Fund, helping the funds go further on behalf of Ontario 
Tech students. 

HAMILTON RECEIVES  
FTZ DESIGNATION 
Hamilton has been designated a Foreign Trade Zone 
(FTZ) point- making Hamilton the 14th FTZ in Canada, 
and third in Ontario. The designation will help position 
the Hamilton area as a hub for international trade. The 
area will be more attractive to businesses and foreign 
direct investment by offering a single point of access 
to resources and information relating to programs that 
relieve duties, tariffs and taxes for business.

SUSTAINABILITY REPORT 
HOPA Ports has re-
leased its Summary 
Report of Sustainable 
Actions in 2020. The 
annual report out-
lines HOPA’s ongoing 
commitment to trans-
parency, and explores 
what the port does, 
how it interacts with 
the community, and 
how decisions are 
made to support so-
cial, environmental 
and economic sus-
tainability. 

Read the full report at www.hopaports.ca 

Summary report of sustainability actions in 2020
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It has been two years since the amalgamation of the Hamil-
ton and Oshawa Port Authorities, creating a new, regionally 
minded entity, now better known as HOPA Ports.  

These two Ontario bulk ports in Hamilton and Oshawa are 
natural bookends to the Greater Toronto Hamilton Area 
(GTHA), serving the agriculture, infrastructure and manufac-
turing sectors. Bringing the two ports together has already 
produced benefits across the region, by allowing HOPA to 
accommodate a wider range of businesses looking to ex-
pand in the GTHA. 

The Port of Oshawa has been attracting investment and 
building new awareness of its critical role as a gateway to 
the Greater Toronto Area. In spring 2020, a new grain export 
terminal, constructed by Sollio Agriculture and QSL, entered 
its first full season of service. The new facility serves an esti-
mated 200 farmers in the Durham region, providing them 
with a local export facility whereas previously their product 
may have been trucked all the way to Hamilton or east to 
Quebec. 

Despite the COVID-19 pandemic’s effects on key commodi-
ties, both ports closed out the 2020 season on a high note. 
Port of Hamilton tonnage was exactly on par with the previ-
ous year, while the Port of Oshawa posted its best season 
ever, with tonnages at this smaller port exceeding 672,000 
MT, achieved through enhanced diversification and terminal 
capacity 

This momentum has continued into the 2021 season with 
the Ports of Hamilton and Oshawa, reaching a combined 6.1 

Port amalgamation update
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million metric tonnes of cargo through 
August 31.  

Since amalgamation, HOPA Ports has 
also expanded its network to include 
new properties owned and/or operated 
by HOPA in the Niagara Region – in-
cluding in Port Colborne and at the 
Thorold Multimodal Hub – advancing 
HOPA’s strategic vision to create an in-
tegrated port network on the Great 
Lakes.  

“It is difficult to believe that two years 
has passed since the amalgamation of 
the ports of Hamilton and Oshawa, but 
already it has sparked a larger move-
ment toward a more regional view of 
the Great Lakes marine sector,” said 
President & CEO of HOPA Ports, Ian 
Hamilton. “HOPA is thrilled to be lead-
ing this effort, building an integrated 
transportation network that will serve 
the region’s economy for years to 
come” 
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CARGO

The COVID-19 pandemic has changed shipping patterns 
of Canadian National Railway’s temperature-controlled 
cargo service in response to demands from its customer 
base. “The resiliency of the food industry through the pan-
demic and the shift from restaurant to retail has allowed 
CN’s CargoCool product to maintain our upward growth 
plan while continuing to price our product to market,” said 
Dan Bresolin, Vice President Intermodal - Consumer Prod-
uct Supply Chain, in response to questions from Canadian 
Sailings. In the last two years, CN’s 53-foot container fleet 
has grown by 200 while also in that time, CN onboarded 
16 additional genset powerpacks to support growing de-
mand for its international service. 

The 53-foot domestic reefer and 40-foot international 
reefer are separate temperature-controlled products within 
CN’s CargoCool program. Both can load from rail to a road 
chassis for truck delivery.  But the 40-foot reefers generally 
move on CN genset powerpacks with import and export 
overseas freight, while the 53-foot containers move do-
mestically directly to retailers. 

TWO NEW INITIATIVES 
Recently, however, CN created two new initiatives. One is 
a transload and crossdocking solution in response to the 

container shortage in international shipping. As capacity 
permits, CN is positioned to offer transload capabilities 
from a steamship line container to a CN 53-foot reefer con-
tainer for movement from a port city to final destination 
within North America. 

The second initiative is a 40-foot domestic genset service. 
It uses 40-foot steamship line reefer containers in CN’s Do-
mestic Reposition Program to support temperature-con-
trolled shipments. “Offered in specific domestic 
origin-destination lanes, this program will offset CN and 
steamship line repositioning costs while offering an attrac-
tive price point to domestic shippers,” Dan Bresolin said. 

If the pandemic has proven one thing, it’s that people need 
to eat. In response to that need, CN is continuing to invest 
in products to support the food industry — now and in the 
future. “As the industry changes, moving to more fresh and 
less frozen, we will continue to innovate in step with these 
changes and continue to manage a strong growth agenda 
for this segment.” In the years leading up to the pandemic, 
much of that segment’s growth came from regulatory 
changes that resulted in cargos being shipped with tem-
perature control that previously didn’t require it — such as 
over-the-counter medications like cough syrup and oint-
ments.  

Pandemic shifts markets for railways cool cargoes

The port of Valleyfield 
now has much more 
space for handling steel. 
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COOL CARGO
In the last two years, CN has also wit-
nessed growth in exports from 
Canada to overseas markets of 
chilled and fresh protein products. 
“These products have shorter shelf 
life and a lower risk tolerance requir-
ing a cohesive customer/carrier 
proactive relationship. Over the last 
two years, we have worked very 
closely with key protein shippers and 
steamship lines to support this grow-
ing segment.” 

EXPANDED GENSET 
SERVICE 
In 2020, CN expanded its powerpack 
genset service to the U.S. by offering 
service between Chicago and the 
Port of Mobile. With weekly depar-
tures, CN is creating a low customer-
asset solution to move U.S. product 
from the Chicago area and U.S. Mid-
west to markets overseas with im-
proved fluidity. 

CN also expanded its involvement at 
the Port of Philadelphia to help move 
fresh and frozen goods to the Cana-
dian market. That service is also re-
moving trucks from the road, 
reducing greenhouse gas emissions, 
while enabling the Port of Philadel-
phia to play a bigger role in the East-
ern Seaboard supply chain. 

The core to CN’s international tem-
perature-controlled service is its un-
derlying power products that now 
include 105 genset powerpacks and 
148 genset clips with services across 
Canada and the U.S. CN’s powerpack 
provides plug capacity to 17 units in 
a single service, which eliminates the 
need for privately sourced genset clip 
power. CN plans to increase the num-
ber of genset clips-ons in the near fu-
ture to keep up with growing 
demand. This fleet is primarily used in 
lanes where demand does not meet 
CN’s minimum powerpack require-
ments. The fleet also acts as an ancil-
lary power solution where rail-related 
challenges might affect powerpack 

availability. 

Underslung chassis or generators re-
move the additional need for mount-
ing and dismounting of the clip-ons, 
allowing a container to move easily 
from rail to road. Provided shippers 
are using CN’s powerpack service, un-
derslung chassis provide a low touch-
point solution to intermodal 
refrigerated transport. “Either way, 
the CN team has worked hard to de-
velop and maintain strategic operat-
ing plans within our terminals to 
ensure, whether a unit is using a clip 
for delivery or underslung, the power 
integrity is maintained through the 
container’s CN experience.” 

INTELLIGEN™ 
TECHNOLOGY 
Equipped with proprietary Intelli-
GEN™ technology, CN’s genset pow-
erpacks allow monitoring of power 
quality in transit to help maintain food 
safety and product quality throughout 
the CN network. CN plans to make 
significantly more investments in 
gensets in 2022, as well as invest-
ments in ancillary power such as un-

derslung chassis and ground power 
plugs — with a focus on greener, 
more sustainable energy solutions. 

CN’s IntelliGEN™ technology man-
ages the power quality integrity to 
the units while in transit on rail. That 
includes voltage, current and har-
monic distortion across the power 
connection with real time data and 
feedback for constant in-transit mon-
itoring. “This technology has helped 
CN take a leading role within Canada 
for the shipment of chilled proteins to 
market overseas.” 

Under its international temperature-
controlled service, which the railway 
relaunched in 2012, CN now operates 
more than 60 regularly scheduled 
weekly powerpack departures across 
Canada and the U.S., supporting 
both imports and exports. CN worked 
with steamship line partners on an ex-
port loading plan “to ensure a fluid 
movement” of containers from the 
shipper, through CN’s terminals and 
rail network, to the port “for on-time 
vessel departure.” 

CN’s terminal assets include ground 
power plugs and underslung chassis 
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CARGO
that allow for constant power management. A dedicated 
international cold-supply-chain customer-service team as-
sists throughout the container’s trip. For customer-fore-
casted import freight, CN coordinates its assets with port 
partners to ensure a three-day maximum port dwell to 
maintain food safety and product quality. 

FIXED SCHEDULE FOR TIMELY 
ARRIVALS 
CN’s international service focuses on overseas import and 
export freight directly to and from the three coasts on its 
network. That international service runs on a fixed weekly 
schedule “to ensure timely arrival at the port.” 

The domestic service has a fleet of more than 2,000 CN- 
owned 53-foot containers. They focus primarily on intra-
Canada trade, delivering right to grocery and food distri-
bution centres.  

Crucial to CN’s international temperature controlled busi-

ness is the Port of Halifax, especially since CN is the only 
major railway serving that port. “With capacity to receive 
large steamship line vessels, the Port of Halifax allows CN 
to offer a consistent, balanced service to our local shippers 
and receivers at a scale that meets the needs of the under-
lying market,” said Mr. Bresolin. “We similarly work with 
our partners at the Port of Saint John and the Port of Mon-
treal, which play as important a role in the CN international 
temperature-controlled service, to facilitate the movement 
of temperature-controlled goods to market as well.” 

Neither the international nor the domestic service is fixed 
within Canada. The international program covers overseas 
markets with services through the Port of Philadelphia and 
the Port of Mobile. The domestic service covers North 
America. While the primary domestic focus is within 
Canada, CN also serves the U.S. and Mexico through its 
terminal network in Chicago, Memphis and New Orleans 
as well as CN’s long-standing relationship with other Class 
1 railroads to reach the Mexico market.   

FIRST IN SERVICE & EFFICIENCY
www.protos.ca

PROTOS SHIPPING LIMITED
HEAD OFFICE TORONTO 

TEL: (416) 621-4381
MONTREAL 

TEL: (514) 866-7799
HALIFAX 

TEL: (902) 421-1211
VANCOUVER 

TEL: 1 (866) 446-4441

ESTABLISHED & OPERATING INTERNATIONALLY SINCE 1951

CHARTERING                                    prochart@protos.ca 

TRANSPORTATION LOGISTICS       protoslogistics@protos.ca 

LINER AGENCY                                 sales@protos.ca 

VESSEL HUSBANDRY                      protops@protos.ca
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COOL CARGO
COVID-19 vaccine transport challenges confronted 

BY KEITH NORBURY

After a rocky start, Canada managed by mid-September 
2021 to distribute nearly 65 million doses of COVID-19 
vaccines. A year ago, though, as those vaccines were wind-
ing their way through the Health Canada approval process, 
the Canadian government appeared to have given little 
thought to how to transport those vaccines to their desti-
nations. For example, the federal government convened 
an 11-member COVID-19 task force of whom none ap-
peared to have any transportation expertise. And it wasn’t 
until Sept. 24 that Public Services and Procurement 
Canada, on behalf of the Public Health Agency of Canada, 
issued a letter of interest “seeking information on logistic 
capabilities to support the transport, storage and distribu-
tion of COVID-19 vaccines.” Then, on Dec. 7, 2020, the 
Canadian government announced it had awarded a con-
tract to FedEx Express Canada and Innomar Strategies Inc. 
“for an end-to-end COVID-19 logistics solution for COVID-
19 vaccines.” 

NEARLY 65 MILLION DOSES 
DISTRIBUTED 
That solution must have worked because as of Sept. 16, 
2021, 64.1 million doses of COVID-19 vaccines had been 

confirmed as distributed in Canada, according to the fed-
eral government. They included 43 million doses of the 
Pfizer/BioNTech vaccine, now called Comirnaty; 18.1 mil-
lion doses of Moderna’s SpikeVax; and 3 million does of 
AstraZeneca’s Vaxzevria. There were also 10.2 million 
COVID-19 vaccines in the central vaccine inventory. “I think 
FedEx did a helluva job,” said Shawn Baird, President of 
Ontario-based Sharp Transportation Systems Inc., and also 
noted that DHL also was involved in some vaccine distri-
bution. 

Mr. Baird, who describes himself as a “staunch Conserva-
tive,” even reserved credit for the Liberal federal govern-
ment’s handling of the vaccine distribution. 

“I think they did pretty good with this whole rollout. I was 
impressed with the whole thing,” said Mr. Baird, who has 
even tracked FedEx planes on flightradar24.com as they 
flew from Europe to Memphis, then Toronto with the vac-
cines.  

Dr. David Gillen, who was then Director of the Centre for 
Transportation Studies at the University of B.C. in Vancou-
ver, was critical last September of the federal government’s 
preparations for transporting the vaccines once they be-
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came available. “I don’t think that the 
infrastructure is in place,” Dr. Gillen 
said at the time. “I think there are 
some real challenges, particularly if 
that vaccine gets delivered at some 
point in the winter.” A year later, 
though, he conceded that the logisti-
cal challenges had largely been met. 
“Certainly, I think that one of the 
things that happened was that there 
was a tremendous increase in the 
availability of air cargo,” said Dr. 
Gillen, who has since retired from the 
Centre for Transportation Studies but 
still is a UBC professor. “So I think that 
got moved around and really ad-
dressed the problem.” 

POOR 
COMMUNICATION 
Nevertheless he remained skeptical 
about “whether you can believe what 
the government is telling you,” 
adding that “the government, and 
particularly some provincial govern-
ments, did a very poor job of commu-
nicating as to what the evolution of 
the scientific evidence was, and so 
people became wary of what was 
being said.” And that, he said, likely 
fuelled the suspicions of anti-vaccine 
protesters, although he also admitted 

made a big difference in terms of 
people accessing the vaccine, and 
then us getting our percentages up.” 

FEDEX EFFORTS BEGAN 
IN DECEMBER 
Canadian Sailings reached out to 
James Anderson, communications 
advisor for FedEx Express Canada, for 
some insights into how the company 
met the challenges of transporting 
the vaccines. Unfortunately, he was 
unable to arrange an interview with a 
designated vaccine spokesperson by 
deadline. However, the arrival of first 
Moderna vaccines from Brussels at 
the end of December of 2020 oc-
curred within 48 hours of Health 
Canada’s approval, according to a 
news release on the company’s Web 
site. “Meeting the deadline was 
made possible by extensive collabo-
ration with the government of 
Canada to move more vaccines from 
Europe into Canada,” the article 
added. “Additionally, the delivery of 
COVID-19 vaccines requires coordi-
nation of numerous teams including 
customs brokers, airports, ground 
transportation crews and internal se-
curity teams working with provincial, 
and federal law enforcement agen-
cies, all during a time when lock-
downs and border closures are 
commonplace.” 

According to a Dec. 9, Freightwaves 
article, FedEx Canada “has 32 dedi-
cated aircraft serving 25 domestic air-
ports” and more than 3,000 vehicles, 
including more than 270 tractors. 
That aircraft fleet include Airbus 300s 
and 310s, Boeing 757s and 767s, and 
MD-10s and MD-11s “all with the 
range to ferry vaccines from Euro-
pean manufacturing sites to major 
Canadian airports,” the article said. 

MILITARY PLAYS ITS 
PART 
FedEx and Innomar worked under the 
direction of the Public Health Agency 

DR. DAVID GILLEN

he didn’t anticipate all the turmoil 
that anti-vaxxers would cause. “I 
would have thought that the popula-
tion today was at least semi-literate in 
terms of statistics, and just with the 
simple notion of probabilities,” Dr. 
Gillen said. “But it’s pretty clear, they 
aren’t.” 

Mr. Baird used a sports analogy to de-
scribe the importance of vaccination 
against COVID-19. “The vaccine is 
the only defensive play we have,” Mr. 
Baird said. “Unless you want to self-
isolate in your house for the rest of 
your life and not be in contact with 
anybody, we have no defence other 
than the vaccine.” 

HANDLING GUIDANCE 
CHANGED 
One of the initial concerns about 
transporting the Pfizer-BioNTech and 
Moderna vaccines was they require 
special handling involving storage 
and transport at ultra-low tempera-
tures. The Pfizer vaccine needs to 
stored at -70 degrees Celsius and the 
Moderna version at -20 C. Initial re-
ports indicated that both could be 
kept at regular refrigerator tempera-
ture of 2-8 degrees C for a few days 
— five days in the case of the Pfizer 
vaccine — just before being adminis-
tered. It later became apparent that 
the vaccines could be safely stored 
for much longer at standard fridge 
temperatures. On May 19, 2021, for 
example, Health Canada announced 
that the Pfizer vaccine could be 
stored at 2-8 degrees C “at the point 
of use for up to one month.” 

Dr. Gillen said that change in guid-
ance “significantly” eased the stor-
age and transportation issues and 
improved accessibility. “You’re able to 
distribute the vaccine much more 
broadly and in the same micro-loca-
tions, as opposed to having central 
locations, and then having everybody 
come to some central depot in order 
to get the vaccine,” Dr. Gillen said. “It 
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of Canada’s National Operations Centre led by Maj.-Gen. 
Dany Fortin. He became the public face of Canada’s 
COVID-19 distribution effort until he left the post in May 
following an allegation of a sexual impropriety three 
decades earlier. Brig.-Gen. Krista Brodie replaced him in 
that position, in what by all accounts has been a seamless 
transition. 

“The military is built around logistics, and they understand 
logistics,” Dr. Gillen said. “It’s part of their DNA. That’s what 
you need: somebody who is going to be able to organize 
the troops to get this stuff flowing, as opposed to some-
body who is kind of new with the game. I think it was prob-
ably a pretty shrewd move to put the military in charge.” 

Under its agreement with the vaccine suppliers, plenty more 
COVID-19 vaccines will be available to Canadians. The deal 
with Pfizer, for example, allocated up to 76 million doses in 
total for Canada; a similar deal with Moderna provides 44 
million total doses. That would leave about 33 million Pfizer 
doses and 26 million Moderna doses still to come. 

Canada has also struck deals for 38 million doses of the 
Johnson & Johnson vaccine, for which a delivery date has 

yet to be determined. And this country has deals for to 76 
million doses each of Medicago and Novavax vaccines, 
and up to 72 million doses of Sanofi and GlaxoSmithKline’s 
vaccines. None of those three vaccines have yet to receive 
Health Canada authorization. 

GLOBAL LOGISTICS CHALLENGES 
REMAIN 
Canada will need more vaccines in the near future to meet 
requirements for booster shots that provincial health author-
ities are beginning to recommend. That’s despite a call from 
the World Health Organization for wealthy countries to 
delay dispensing third doses to their populations until more 
people in poorer countries can get their first shots. One 
problem with the WHO’s directive is that it fails to take into 
account the special handling and low-temperature require-
ments of the Pfizer and Moderna vaccines. “They don’t have 
the infrastructure in place — the transportation infrastruc-
ture, the storage infrastructure, and that really works against 
them,” Dr. Gillen said of poorer countries in places like 
Africa. “There’s no question at all about that.” 

General cargo volumes at the port of Hamilton increased substantially during the first 
seven months of 2021. 
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Sharp Transportation Systems Inc. has COVID-19 mitigation messaging on its trucks.
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Reefer transport sector experiences consolidations 
BY KEITH NORBURY
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About six months after Toronto-based XTL Transport Inc. 
bought the refrigeration assets of Quebec City’s Transport 
Savoie, the new owner is happy with its acquisition. “We’re 
pleased with the early results and have identified many 
growth opportunities in the region through the evolution of 
service offerings,” said Craig Germain, XTL’s Chief Operat-
ing Officer, in an interview with Canadian Sailings. “One ex-
ample is refrigerated logistics.” 

XTL, which now has eight locations across Canada including 
the one location of the since renamed Savoie Express Inc., 
began its refrigerated growth strategy back in 2018. That 
primarily consisted of organic growth from Ontario to the 
U.S. and back to Ontario, Mr. Germain said. “As we contin-
ued to build out this plan over the next couple of years, we 
recognized the next expansion would be in Quebec,” Mr. 
Germain said. “Our initial growth in Quebec came organi-
cally, but we felt we could advance this with a more aggres-
sive and sustainable way through acquisition.” 

TWO OTHER RECENT COOL 
ACQUISITIONS 
XTL isn’t the only Canadian company in refrigerated trans-
portation that made acquisitions in 2021. In January, Canada 
Cartage acquired Ottawa-based City Transfer, whose assets 
include refrigerated trailers. That same month, Winnipeg-
headquartered James Richardson & Sons Limited acquired 
Bison Transport, another Winnipeg-based company. Repre-
sentatives of Canada Cartage and Bison Transport didn’t re-
spond to interview requests. 

Canada Cartage said in a news release that it would maintain 
virtually all of City Transfer’s employees and its owner and 
general manager Val Milio. “This acquisition will help to con-
tinue to grow their business, and also expand Canada 
Cartage’s services in Eastern Ontario and Ottawa,” the news 
release quoted Jeff Lindsay, Canada Cartage President and 
CEO.

XTL Transport has doubled its refrigerated trailer fleet with the acquisition of Transport Savoie, now called Savoie Express Inc. 
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ment, and the 50 refrigerated trailers,” he said. “That nearly 
doubles our refrigerated trailer operation, our tandem fleet 
operation, for the cross-border space.” Mr. Germain said the 
Savoie acquisition should position XTL for further expansion, 
potentially even into the U.S. “However, due to the confi-
dential nature associated with NDAs (non-disclosure agree-
ments) around acquisitions, we can only say at this time 
we’ve identified additional strategic fits in North America 
that we look forward to sharing publicly in the future,” Mr. 
Germain said. 

He stressed that XTL has only served the cross-border market 
since 2018. That was initially to the Eastern and Midwest 
U.S., primarily from Ontario. “The Savoie acquisition helped 
us increase our service from Quebec.” 

Also in 2021, XTL started servicing the refrigerated market 
in the Western and Midwestern U.S. from Alberta and B.C. 
“Over the next few years, the cross-border U.S. footprint will 
expand significantly for XTL, both through organic and 
strategic acquisition growth,” Mr. Germain said. 

PRIMARY FOCUS IS COOL 
The refrigerated and temperature-controlled business is the 
primary focus behind XTL’s current and future transportation 
growth strategy, he added. “Although we have serviced this 
segment for the past 25 years, and also in Western Canada 
for the past 14, this service was primarily dedicated to a ded-
icated customer and domestic Canada application.” 

At XTL’s major centres in Toronto, Montreal, Calgary and Van-
couver, the company has three diverse service offerings: 
transport, logistics, and distribution. 

“But as far as the transportation side of our business, 40 per 
cent of our revenues that we manage is in refrigerated/temp-
controlled,” Mr. Germain said. 

Today’s Trucking, meanwhile, reported that City Transfer’s as-
sets include heated and refrigerated trailers, as well as offices 
in Montreal, Hamilton, Toronto and Ottawa. According to a 
video on the Canada Cartage website, founder Robert Leslie 
started the firm in 1914 with one horse and one cart. Today 
the company has more than 4,000 trucks and trailers and 
3,500 employees across Canada. 

Founded in 1969, Bison has more than 3,700 employees and 
contractors operating 2,100 tractors and 6,000 trailers across 
North America, noted a news release announcing its sale. 
The Bison fleet includes Thermo King reefer trailers, accord-
ing to its website. 

“WE NEVER REACT” 
Are expansions among competitors in the temperature-con-
trolled freight space having any impact on XTL’s plans? “We 
never react to what’s going on in the marketplace,” Mr. Ger-
main said. “For us, it’s about identifying the best growth 
strategy for XTL. Acquisition  is something new to us. We’ve 
had a successful 36 years of organic growth. But it’s really 
been this year where we’ve looked at that market more 
favourably.” 

A driving force in the market in 2020 and 2021 has been the 
COVID-19 pandemic, which has caused operators to evalu-
ate their futures, he said. “Our industry is made up of a lot 
of family businesses, operators that grew the business to a 
certain level, and you get to where the succession plans 
maybe aren’t clear,” Mr. Germain said. “So we do keep an 
eye out. We respect a lot of the larger public companies and 
what their acquisition strategies are, and we benchmark from 
them. But we very much are doing what we feel is best for 
XTL now and for the future.” The pandemic has been a win-
and-loss proposition for the temperature-controlled part of 
XTL’s business, he said. “If you want to look at the grocery 
side, or people home-consuming food products at the ex-
pense of restaurants or the food-service segment, it’s defi-
nitely a growing segment within our business,” Mr. Germain 
said. “Demand for fresh and frozen food products increased 
over the pandemic as people and family stocked up on 
goods and spent more time cooking at home. We’ve also 
seen an increase in demand for temperature controlled 
freight within the pharmaceutical (sector). As vaccine rates 
rise, we expect this to continue to grow.” 

REEFER TRAILER OPERATION 
DOUBLED 
XTL’s purchase of Savoie brings nearly 40 power units into 
its fleet, which Mr. Germain said represents about 10 per 
cent growth in its driving fleet. “Other key factors for this 
purchase is the nearly 40 drivers that operate that equip-

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



COOL

22 • Canadian Sailings • October 4, 2021

CARGO
Solar-powered reefers promise to replace  
diesel units 
BY KEITH NORBURY

The sun is rising on innovations to 
power reefer units on Class 8 truck 
trailers through solar energy. Solar 
panels have become prevalent on 
reefer trailers in recent years to pro-
vide auxiliary power for “parasitic 
loads” like telematics and liftgates 
and to reduce diesel fuel consump-
tion. But now, a Rhode Island com-
pany called eNow Inc. is bringing a 
solely solar-powered reefer to the 
market. “We have developed a sys-
tem that replaces the diesel engine 
on a refrigerated trailer,” eNow 
founder Jeff Flath said in an inter-
view. 

In July, eNow announced a deal with 
Boston-based XL Fleet Corp. to 
“supply battery and power electron-
ics systems for the first 1,000 units of 
eNow’s new electrified refrigerated 
trailer solutions,” noted a news re-
lease. Mr. Flath’s company plans to 
deploy 50 tests units beginning in 
early 2022. “And those will be to 
some very high visibility fleets 
throughout the United States,” he 
said. 

He added that eNow is also working 
with Canadian carrier Day & Ross, a 
subsidiary of McCain Foods, on 
bringing the technology north of the 
border. 

SEVERAL COMPANIES 
AT WORK 
XL Fleet and eNow aren’t the only 
companies trying to harness the sun’s 
rays to keep freight cool. In January, 
New Jersey-based PLM Trailer Leas-
ing announced a partnership with 
Advanced Energy Machines to offer 
AEM’s net-zero solar tech transporta-
tion refrigeration units, or TRUs, on 

PLM’s trailer. Contacts for PLM and 
AEM didn’t respond to interview re-
quests. However, according to a news 
release, AEM’s TRU provides 30 hours 
plus of continuous use between 
charges and can be fully charged in 
eight hours. A photo accompanying 
the news release showed a PLM 
trailer with about 30 solar panels on 
its roof. A subsequent news release in 
February said, “PLM has since signed 
agreements with major customers 
and began delivery of zero-emission 
refrigerated trailers in 2020. Interest 
and demand for the zero-emission 
technology is steadily increasing as 
the technology continues to prove it-
self as a viable alternative to diesel.” 

The North American Council for 
Freight Efficiency has a section on its 
website devoted to solar panels on 
trailers as well as a 2018 video about 
solar-powered trucks. The video fea-

tures the introduction of eNow’s solar-
based all-electric trailer refrigeration 
system. “The diesel engines on refrig-
eration units are probably more pol-
luting than the engines on the trucks 
themselves,” Mr. Flath said in the 
video. “So it’s one way to significantly 
reduce greenhouse gas emissions.”  

That particular trailer, which had 14 
solar panels covering the entire roof, 
“was to show how we could offload 
the energy that is normally produced 
from the alternator, and save fuel 
mileage on the complete truck,” Mr. 
Flath told Canadian Sailings. Since 
then, the company has developed a 
system that replaces the diesel en-
gine on a reefer. 

Dave Schaller, NACFE industry en-
gagement director, was also featured 
in that video. He admitted in an inter-
view that he’s isn’t familiar with the 
latest developments in solar panels 

Early prototype of eNow trailer has 14 solar panels and demonstrates fuel savings.
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powering reefers. However, he did 
say that small solar panels on top of 
trucks are becoming more popular for 
such functions as keeping the GPS 
system alive. “Since there are typi-
cally three trailers for every tractor, 
doing a large-scale solar isn’t eco-
nomically viable in a lot of cases,” Mr. 
Schaller said. “But there are certain 
aspects of the industry, for instance 
expedited freighters if they’re running 
refrigerated bodies. So there’s a lot of 
room there to put solar panels on an 
expedited box and be able to run 
cool freight.” 

Mr. Schaller added that if solar panels 
can provide enough power to a bat-
tery system so that the diesel engine 
doesn’t have to turn on at night, 
“you’ve accomplished something 
right there.” 

SOME 75,000 SOLAR 
PANELS 
NACFE lists several manufacturers on 
its webpage about solar panels. They 
include Go Power!, which is head-
quartered in Victoria, B.C. and has 
been owned since 2017 by Valterra 
Products of Mission Hills, Calif. 

“Our solar-powered reefer solutions 
can eliminate dead batteries — even 
after long periods of inactivity,” says 
a posting on the Go Power! website. 
“Or, you can power the trailer entirely 
with a large custom solar array.” 

Go Power! declined an interview re-
quest but referred the inquiry to Paul 
Kroes, market and technology in-
sights leader for Thermo King-Trane 
Technologies. 

Mr. Kroes said Thermo King has been 
putting solar panels, including those 
made by Go Power!, on trucks and 
trailers since 2014 and now has about 
75,000 panels in the field. “We’re 
talking anywhere from 30 or 25 watts 
up to multi 100-watt setups, all de-
signed to support more parasitic 

loads, like telematics, or to support 
liftgate operations and stuff like that,” 
Mr. Kroes said. In most cases, that’s 
one or two solar panels on a trailer. 
Reefer trailers with large arrays are 
currently rare, he said. 

All those panels have provided 
Thermo King with a wealth of data 
about the performance and longevity 
of solar panels. “That gives us pretty 
good insight into what panels can do 
and, more importantly, their level of 
reliability,” Mr. Kroes said. A problem 
is that clouds, rain and snow can re-
duce the performance. “When you 
need to power a full reefer and need 
to depend on that, reliability is a 
major factor, especially in northern cli-
mates, where during six months out 
of the year you get very little sun,” 
Mr. Kroes said. Ambient outdoor tem-
peratures, meanwhile, in places like 
Arizona and New Mexico in the sum-
mer “get so high that they offset the 
benefit of solar,” Mr. Kroes said. 

Most solar-powered reefers in North 
America are in southern California, 
where it’s sunny almost every day and 
the temperatures aren’t too hot or 
cold, making operational efficiency 
more predictable.  

COLLECTING MORE 
DATA 
Mr. Flath’s eNow is looking to gather 
data of its own to demonstrate that 
solar power can replace diesel on a 
53-foot reefer, for short-haul reefer
trucking at least. The company has
operated three units for a few years
and moved the technology from low
to high voltage. “We think it’s ready
for prime time now,” Mr. Flath said.
“But having only three units in a huge
market just isn’t enough data. We be-
lieve by putting these additional 50
units out, that not only will the test
data be shown in real time, but it
gives us the ability to acclimate the
system to everybody’s different use.
Because everybody uses different

hours a day; everybody uses different 
temperature ratings.” 

The company calls its system Rayfrig-
eration, a play on the word “refriger-
ation.” It involves putting 14 panels 
capable of generating 6,000 watts on 
a 53-foot trailer also equipped with a 
107-kilowatt battery pack. Shorter
trailers would have smaller arrays.
“The battery pack is charged from the
solar array, as well as utility power
when the trailer gets plugged in when
it returns to its home base at night,”
Mr. Flath said. “And then the energy
out of the battery pack is what’s pro-
viding energy to the refrigeration unit
on a daily basis between eight and 12
hours of run time.”

Rayfrigeration is meant for short-haul 
hub-and-spoke transport in which 
trailers leave a distribution centre in 
the morning, drop off goods at 
stores, and return to the distribution 
centre at night “versus over the road 
where you may be taking a load from 
California to Rhode Island,” Mr. Flath 
said. 

PAUL KROES
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On that 2018 NACFE video, Chris 
Trajkovski, Vice-President of trans-
portation and fleet maintenance for 
C&S Wholesale Groceries, described 
how such a system work: “The idea is 
that we would make several deliveries 
and perhaps pick ups and back hauls 
back into the distribution centre over 
an 11-hour period. When the trailer is 
at the dock either loading or unload-
ing, then we’ll use utility power to 
charge the batteries. When the trail-
ers are in motion during the day mak-
ing deliveries, the solar array will get 
us through that 11-hour work cycle.” 

HIGH-CAPACITY 
BATTERY 
DEVELOPMENT 
According to that July news release, 
eNow has already deployed more than 
4,500 solar-based systems to help 
maintain auxiliary batteries for such ap-
plications as telematics, liftgates and 
in-cab HVAC. For its part, XL Fleet is 
“developing the high-capacity inte-
grated lithium-ion battery and power 
electronics technology that will be in-
stalled underfloor on the Class 8 trailer, 
providing approximately 12 hours or 
more of run time between charges,” 
the news release said. 

Under the deal, XL Fleet will invest $3 
million in convertible notes in eNow 
and earns the right to acquire eNow 
at a pre-determined valuation. Mr. 
Flath said a difference between 
Rayfrigeration and AEM’s system is 
that AEM designs and uses its own 
refrigeration units. “We power exist-
ing refrigeration units that have been 
in the market for 50-plus years,” Mr. 
Flath said. “So a customer doesn’t 
have to gamble on a totally new re-
frigeration technology at the same 
time as he’s reducing his fuel con-
sumption.” 

To start, eNow will do newbuilds but 
there is potential for retrofits in the fu-
ture. The cost of a Rayfrigeration sys-
tem, which is leased, is about double 

the $80,000 cost of a conventional 
reefer system. With incentives and 
operating savings, however, Mr. Flath 
estimates the total cost of ownership 
over 10 years will be about 30 per 
cent less for eNow’s system. He sees 
a huge potential market, considering 
that North America has about 
500,000 reefer trailers and adds 
around 50,000 each year. “We think 
it’s a billion-dollar-a-year market, not 
only on the mobile and the moving 
platform,” he said in that 2018 video. 
“But just think about fleets that have 
trucks and trailers parked in the dis-
tribution centres. We can send that 
energy back to the facility as well.” 

SOME SOLAR 
SKEPTICISM 
Thermo King’s Mr. Kroes isn’t so bull-
ish. “We see solar as probably play-
ing a minimal role in future electric 
refrigeration unit and power,” Mr. 
Kroes said. “It comes down to a mat-
ter of battery technology and other 
what we call range-extension tech-
nologies like regenerative axles. 
Those are maturing at a much faster 
rate than solar.” It makes better eco-
nomic sense to put that money to-
ward solar panels on the roof of a 
distribution centre, so they can be 
used to generate power all day, 

rather than to use those panels for 
part-time duty to charge batteries on 
reefers. Solar on the roof of a trailer 
can act as “an opportunity power 
source,” Mr. Kroes noted. “So when 
the sun is out, you can charge the 
batteries, and you can return to base 
with probably a reduced need to 
recharge,” he said. “But my concern 
there is that you have to have dupli-
cate infrastructures on the trailer.” 

It’s not as though Mr. Kroes and 
Thermo King are down on solar. 
“Well over half of our equipment that 
goes out the door gets a solar 
panel,” he said. And while he admit-
ted that he talks solar down quite a 
bit, the company is still evaluating 
solar power’s potential. “Our ap-
proach is that if a customer wants 
solar, we need to design our systems 
to be able to accommodate that 
power demand. But second, we want 
to be able to understand the operat-
ing conditions so we can help our 
customers predict their range,” Mr. 
Kroes said. 

Mr. Flath also agreed that solar has its 
limits: “At this point in time, we can 
feed excess energy from the trailer 
back to the truck. But I don’t think 
solar on the trailer is ever going to 
provide enough energy to run the 
truck itself.”

Thermo King trailer has two solar panels for powering “parasitic loads.” 
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For most people, Groupe Somavrac, a major player in 
the Canadian maritime industry, has been flying under 
the radar for almost 60 years. But it’s been around since 
1963 and specializes in stevedoring, warehousing, han-
dling and transformation, transportation and chemical 
distribution for various industries, including mining, ce-
ment plants, energy, pulp and paper, steel/aluminum, 
chemical/petrochemical, agriculture, agri-food and in-
dustrial. 

Headquartered in Trois-Rivières, Somavrac (an acronym 
for société de manutation de vrac, or bulk handing com-
pany) has 11 subsidiaries and operates throughout Que-
bec and Southern Ontario. The family run business was 
started by Pierre Paquin who acquired Dominion Coal In-
frastructure and renamed it Somavrac. Before the pur-
chase, Mr. Paquin had worked for his father who 
operated Three-Rivers Shipping, a general cargo and 
grain handling operation. When Pierre died in 2005, his 

son Marc became President and his other son Robert, 
became Executive Vice-President. 

There are several milestones throughout the company’s 
storied history, but a few are worth mentioning, accord-
ing to Sylvain Desbiens, Vice-President Strategic Ac-
counts, Groupe Somavrac. The first would naturally be 
the purchase of Dominion Coal which launched So-
mavrac 58 years ago. Another would be the construction 
in Trois-Rivières of the company’s first product warehous-
ing and bagging plant for the pulp and paper industry 
two years later, which launched the company’s diversifi-
cation strategy. Somavrac diversified again in 1976 with 
the construction of a caustic soda tank for liquid products 
which established its Servitank division. Another sub-
sidiary, Fonbrai, founded in 1991, is a processing plant 
dedicated to the distribution of coal tar pitch that is 
unique in North America. A component in the manufac-
ture of aluminum, coal pitch is received, processed and 

Somavrac and Port of Trois-Rivières: 
a strategic partnership 
BY BRIAN DUNN
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Strategically located midway between Montréal and 
Québec, the Port of Trois-Rivières handles Canadian and 
International ships year round. The Port accommodates 
ocean-going vessels and gives access to major highways 
and North American rail networks. It also offers nine 
commercial berths, eight dry bulk warehouses, two tank 
farms, three general cargo warehouses as well as grain 
elevators, outdoor storage areas, two harbour cranes and 
ship loading conveyors.

   CAPACITY& 
CONNECTIVITY

THE BEST OF BOTH
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distributed by Fonbrai. using the just-in-time method to 
aluminum smelters in the North-East. 

In 1994, the company diversified again with the estab-
lishment of another division, Somavrac C.C., specializing 
in the distribution of calcium-chloride-based products, 
used primarily as dust suppressants and de-icing agents. 

Somavrac first broke into the Ontario market in 2001, 
with the acquisition of UBA with operations in Missis-
sauga and Oakville that specializes in chemical distribu-
tion and other services that complement those of 
Groupe Somavrac such as partial bulk deliver. The com-
pany’s latest acquisition is Javel Bois-Francs which spe-
cializes in recreational and sanitary products. 

To say Somavrac is an important player at the Port of 
Trois-Rivières would be no exaggeration. Its solid and liq-
uid bulk terminal covers 90,000 square metres, including 
four berths, nine solid bulk sheds (by the end of 2021) 
totalling 31,500 square metres and tanks that can accom-
modate 250,000 cubic metres of liquid bulk, in addition 
to two mobile cranes, pipeline network and rail access. 

The company recently purchased a Rotainer type equip-
ment that can be installed on its port crane, ship crane 
or reach-stacker that allows material to be taken from a 
storage area and transferred directly to a ship, without 
the cargo ever touching the ground. This new generation 
equipment will be used mainly for handling mining con-
centrate or for other cargo ships during loading. The 
equipment will be commissioned in October for pilot 
testing and operation optimization. 

GROUPE SOMAVRAC’S  
SUBSIDIARIES 
 
1) Chloretec is a sodium hypochlorite (bleach) manu-

facturer based in Beauharnais, Qc. 

2) Fonbrai is a melting facility dedicated to coal tar 
pitch, a component in the production of aluminum. 
Trois-Rivières, Saguenay, Qc 

3) Kencro Chemicals is a leader in the sale and distri-
bution of packaged chemicals for the Canadian mar-
ket, supplying a wide variety of industries and 
manufacturers. Oakville, On. 

4) Porlier Express is a key player on Quebec’s North 
Shore, specializing in stevedoring, warehousing, 
handling, transformation, and transportation. Sept-
Îles, Port Cartier, Qc. 

5) Servichem provides modern and efficient bagging, 
warehousing and rail transloading infrastructures to 
ship and receive goods by road, rail or water. Sainte- 
Catherine, Qc. 

6) Servitank provides complete and efficient handling 
and warehousing solutions for liquid chemicals and 
industrial products. Trois-Rivières, Bécancour, Sague-
nay, Qc 

7) Somavrac provides stevedoring services for dry 
goods as well as providing interior and exterior 
warehousing, bagging and processing services such 
as mixing and liquefying. Goods are also received 
and shipped through rail and road connections. 
Trois-Rivières, Bécancour, Hébertville-Station, Qc. 

8) Somavrac C.C. offers a diverse range of products, in-
cluding de-icers, dust suppressants, treatment solu-
tions, or specialized products. Trois-Rivières. 

9) Transport Servitank specializes in the transportation 
of liquid bulk and dry bulk. Trois-Rivières, Bécancour, 
Saguenay, Beauharnois, Mississauga, On. 

10) Transport Somavrac provides transportation serv-
ices for Groupe Somavrac terminals. Trois-Rivières, 
Bécancour. 

11) UBA is a chemical distribution expert specialized in 
the safe delivery of bulk and partial-bulk products 
such as caustic soda, bases, acids and disinfectants. 
Vaudreuil-Dorion, Qc, Mississauga, Oakville.
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Somavrac also operates a hopper with a dust collection 
system, designed and assembled in Trois-Rivières to sup-
port a variety of cargos. The dust controlling mechanism 
is completely automated. Last year, the company began 
construction of a cleaning facility for the heavy equip-
ment used to handle bulk products. The commissioning 
of the facility, scheduled for this year, will minimize the 
dispersion of products in the port area and is designed 
to recover wash residues in order to recycle them. 

And four years ago, Somavrac signed a long-term agree-
ment to operate Terminal 13 at the port, covering 23,000 
square metres. The terminal is served by a network of 
pipelines connected to reservoirs north of the port as 
well as by rail and road, making it a highly versatile stor-
age platform. 

“Somavrac and the Port have had a strong partnership 
since 1963 and have grown together,” said Jacques 
Paquin (no relation to Somavrac founder Pierre Paquin), 
the Port’s Executive Vice-President, in explaining the im-
portance of the company to the port’s operations and 
growth. “Following the implementation of the strategic 
plan On Course for 2020, we’ve strengthened the posi-
tion of the Port of Trois-Rivières. The next plan, On 
Course for 2030, will reinforce that position still further 
by adding capacity and improving road and rail connec-
tions.” Part of the 2030 initiative is the construction of 
Terminal 21 which will increase the port’s capacity by 1.5 
million tonnes, an almost 50 per cent expansion, which 
should allow it to satisfy its growth for the foreseeable 
future. Current infrastructures will be extended by 716 
metres of dock frontage, covering nearly 100,000 square 
metres. The new terminal, which will be used for the tran-

shipment of dry bulk and general cargo, includes the 
construction of wharves, retaining structures, road and 
rail access roads and storage space as well as various 
handling equipment at an estimated cost of $130 mil-
lion. 

There are several advantages of operating out of the 
port, according to Mr. Desbiens. “Three of our sub-
sidiaries operate at the port of Trois-Rivières (Somavrac 
in solid bulk, Servitank in liquid bulk and Fonbrai serving 
the aluminum manufacturing industry). The quality and 
modern infrastructures of the port certainly allow us to 
offer our customers high quality and safe services. 

“Numerous bulk warehouses, outdoor storage spaces, 
combined with our tanks for the storage of liquid prod-
ucts, allow us to offer our customers handling that re-
spects the characteristics of each product and respects 
health, safety as well. the environment. “The geograph-
ical position of the port and the various modes of trans-
port, both rail and road, also allow us to reach our 
customers and offer them a solid and efficient logistics 
chain. We are in the economic heart of Quebec. It is also 
necessary to underline the quality of the workforce mak-
ing it possible to serve a variety of customers and prod-
ucts having specific characteristics to each. We need this 
contribution of manpower to ensure the completeness 
of the products that we handle.” 

Asked where he sees Somavrac five to 10 years from 
now, Mr. Desbiens predicted a continuation of the last 
10 years, including working closely together with the 
Port. “We’ve reached a saturation point. We need more 
storage and dock space. We also plan to move into more 
niche products like mining concentrates.” 
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Permanent solution starts on troubled Hudson Bay 
Railway 
BY KEITH NORBURY

Work is underway on permanent 
fixes to the Hudson Bay Railway that 
connects Manitoba’s Port of Churchill 
with the rest of Canada. The solution 
is geocells, or cellular confinement 
technology, that enclose sand and 
rock in honeycombed plastic con-
tainers to support the rail tracks over 
unstable ground like muskeg. 

“You lay a layer of geotextile, which 
is kind of like a plastic cloth first, and 
then you put the geocell on,” ex-
plained Sheldon Affleck, President 
and CEO of the railway’s new parent 
company, Arctic Gateway Group. 
“You put your sand in there and you 
pack it absolutely as hard as you can 
pack it. It just becomes like a solid a 
beam of concrete. Yet it won’t crack 
or break like concrete would. And it’s 
much cheaper.” 

FEDS PLEDGE 
ANOTHER $40 MILLION 
This August, the federal government 
announced a $40 million investment 
through Indigenous Services 
Canada’s Strategic Partnerships Ini-
tiative to enable Arctic Gateway to 
improve the railway. The focus is on 
permanently repairing a section of 
the railway between Gillam, Man., 
and Churchill that massive flooding 
in 2017 made impassable. “We 
wouldn’t geocell the entire 627 miles 
of the railway, though,” Mr. Affleck 
said. “We’ve identified about 150 
miles that if we had it nice and solid, 
the port of Churchill could do an in-
credible amount of business. We 
could run heavy trains, long trains.” 

Before that section of the line can be 

geocelled, however, the railway 
needs to establish strategic camps 
near where workers will install the 
geocells under the mainline. That 
work involves geocelling the sites of 
those camps “because they’re just on 
peat moss on the tundra.” Work has 
already begun as evidenced by re-
cent aerial photos Arctic Gateway 
shared with Canadian Sailings. One 
of those camps is near a former 
Canadian National Railway gravel pit 
at Sundance, Man., about 60 kilome-
tres northeast of Gilliam. That pit is 
supplying material for the geocelling. 
Contractors are also geocelling about 
10 miles of sidings before doing the 
mainline. 

“So it’s a very good demonstration of 
the geocell technology, because 

you’re starting with something that’s 
actually almost impassable right now, 
that hasn’t been maintained at all,” 
Mr. Affleck said. “I’m confident that 
we’ll demonstrate that it will look like 
a freeway when we’re done. It will be 
stable and solid.” 

An Alberta company, Paradox Access 
Solutions Inc., supplies the Tough 
Cell product. “It works from minus 60 
to plus 60 degrees Celsius. And it 
won’t start to degrade for 75 years,” 
Mr. Affleck said, adding that it’s used 
all over world but mostly in places 
like northern Alberta with lots of 
muskeg. 

OWNERSHIP CHANGE 
Mr. Affleck became CEO of Arctic 
Gateway Group this March shortly 

Material from a gravel pit near Sundance, Man., is worked into Tough Cell geocells 
to create a stable base for a work camp to support future geocell installations on 
the Hudson Bay Railway.

Ph
ot

os
: A

rct
ic 

Ga
tew

ay
 G

rou
p 



Rail

30 • Canadian Sailings • October 4, 2021

after the company announced an 
ownership change. Arctic Gateway — 
whose subsidiaries also include Port 
of Churchill, Churchill Marine Tank 
Farm, and Arctic Gateway Freight 
Services — is now owned by 
OneNorth Community, a consortium 
of Indigenous and northern commu-
nities, such as Flin Flon, Thompson, 
Gillam, The Pas, and Churchill. 

“Our communities are ready to step 
up,” Christian Sinclair, OneNorth Co-
Chair and Onekanew (Chief) of 
Opaskwayak Cree Nation, said in a 
news release announcing the owner-
ship change. “We have a multi-gen-

erational socioeconomic develop-
ment vision that will take this work 
forward as a truly northern Canadian 
success story.” 

OneNorth is about 70 per cent in-
digenous-owned. About 70 per cent 
of its employees and 80 per cent of 
new hires are also indigenous. “It re-
ally brings the ownership completely 
back to the players involved,” Mr. Af-
fleck said. “Any success that happens 
will happen to the groups that are in-
volved. There’s huge potential in 
northern Manitoba, in mining and a 
lot of different things.” 

Arctic Gateway — then owned by 

AGT Food and Ingredients, Fairfax Fi-
nancial Holdings Limited, and 
Missinippi Rail Limited Partnership, a 
consortium of First Nations and com-
munities — had acquired the railway 
and those other assets from Denver-
based OmniTrax Inc. in August 2018. 
At that time, the railway had been out 
of service since May 2017 following 
massive floods that washed it out in 
20 places with extensive damage at 
130 locations including bridges, ac-
cording to a 2017 report from engi-
neering firm AECOM. That report 
estimated total repairs would cost 
$43.5 million although a later report 
estimated $5 million to $10 for a tem-
porary fix. 

TROUBLED HISTORY 
The railway was sold about a year 
later after the Canadian Transporta-
tion Agency had ordered OmniTrax to 
repair the line and the Canadian gov-
ernment had a threatened an $18.8 
million lawsuit if those repairs didn’t 
happen. The sale eventually tran-
spired despite the railway issuing a 
news release in early July 2017 saying 
negotiations had broken off. 

Troubles on the railway didn’t end 
with the sale, though. Shortly after, on 
Sept. 16, 2018, a train derailment just 
south of Thompson claimed the life of 
conductor Kevin Anderson, the Win-
nipeg Free Press reported at the time. 
An inquest into his death, which won’t 
examine the causes of the crash itself, 
is set for later this year or early 2022. 

Via Rail resumed passenger service 
between Gillam and Churchill in De-
cember 2018. Passenger trains run 
lighter than freight trains, Mr. Affleck 
pointed out. Consequently, they don’t 
affect the track as much. Still, damage 
to the track means passenger trains 
have to slow down. “The passenger 
service to Churchill and some of the 
communities, that’s their only way of 
commuting,” Mr. Affleck said. 

Repair work on Hudson Bay Railway includes fixing its many bridges. 
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A railway to Churchill was first com-
pleted in 1929, according to Canada-
rail.com. Canadian National operated 
the line until 1997 when it sold the 
trackage to OmniTrax. 

In recent years, a lot of public money 
has gone toward keeping the railway 
running. According to a Dec. 12, 
2020 Free Press article, the federal 
government had already coughed up 
$117 million to repair the railway, in-
cluding over $40 million for mainte-
nance work. In 2018, the federal 
government announced it would 
spend $74 million over the next three 
years to cover the cost of purchasing 
and repairing the railway, and buying 
the Port of Churchill and the marine 
fuel tank farm. Much of that cash 
went to OmniTrax for the railway and 
other assets, Mr. Affleck said. “They 
couldn’t expropriate the assets. It had 
to be a negotiated deal. And I’m not 
privy to all that,” Mr. Affleck said. 

Mike Murphy, a communications con-
sultant for Arctic Gateway, said that 
the federal money also covered op-
erational costs and some rehabilita-
tion work. “But not with the same 
strategic approach that Sheldon has 
brought to the table.” Mr. Affleck 
brings to his new a role a history with 
shortline railways. In 2004, along with 
his brother, Lavern, he founded Mo-
bilGrain, which AGT Foods acquired 
in 2015 along with affiliated compa-
nies Last Mountain Railway, Big Sky 
Railway, and MobilEx Terminal in 
Thunder Bay. 

CHURCHILL 
CONNECTION 
It was during his time at MobilGrain 
that Mr. Affleck first visited Churchill. 
“Actually, our first vessel that we ever 
loaded was out of Churchill,” he said. 

The company shipped durum wheat 
to locales such as Morocco and Alge-
ria, a trip that would take less than 10 

days. MobilGrain chartered Russian 
vessels from the Murmask Shipping 
Company, which is familiar with Arctic 
ports. 

Mr. Affleck even recalls spending a 
few days with a Russian captain 
aboard his ship anchored off 
Churchill. “To him, Churchill was kind 
of like coming to Palm Springs or Fort 
Lauderdale,” Mr. Affleck said. “He 
didn’t consider it Arctic at all.” 

Mr. Affleck sees great potential for 
Churchill as a port for products such 
as canola pellets and potash. While 
its ice-free shipping season is cur-
rently only about four months and 
ends in early October, Churchill could 
be made accessible by icebreakers 
because most of the ice forms near 
the shore. 

“Still, the problem is that we’ve got 
an unreliable railroad track,” Mr. Af-
fleck said. “You wouldn’t want to get 
into icebreaking and extending the 
season and doing all that when 
you’ve got a deficient railroad track.” 

GEOCELL DEBUT 
Geocells promise to fix that. Mr. Af-
fleck’s first involvement with the tech-

nology came in 2017 while building a 
32-acre intermodal container terminal 
for CN in Regina. “We even installed 
it in the winter time, which would be 
considered ludicrous,” he said. “And 
it is the best 32 acres, most solid 32 
acres in Regina to this day.” 

Before geocelling the Hudson Bay 
mainline itself, the railway has to do 
more conventional repairs on sink-
holes. To assist with that, the railway 
has leased four dump cars from a U.S. 
company. “They are absolutely essen-
tial for correcting the sinkholes, which 
we have to fill up with rock,” Mr. Af-
fleck said. In early September, he es-
timated that crews had fixed about 60 
per cent of the sinkholes, which re-
duced to 13 from 50 the sections of 
track where trains had to slow down 
to 10 miles an hour. The crews then 
had about another six weeks to work 
on the project before winter strikes. 
“If the weather holds a bit longer like 
we’ve got, we’ll just keep going until 
Mother Nature says we can’t,” Mr. Af-
fleck said. Then, to repair the entire 
track with geocells will require about 
800 trainloads of sand from the gravel 
pit, he estimated. “Fix that first, the 
sky is the limit.” 

Equipment processes gravel at former CN pit near Sundance, Man.
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CP and Kansas City Southern agree to combine, 
creating first single-line rail network linking U.S., 
Mexico and Canada
Canadian Pacific Railway Limited and 
Kansas City Southern announced on 
September 15 they have entered into 
a merger agreement, under which CP 
has agreed to acquire KCS in a stock 
and cash transaction representing an 
enterprise value of approximately 
USD$31 billion, which includes the as-
sumption of $3.8 billion of outstanding 
KCS debt. The transaction, which has 
the unanimous support of both boards 
of directors, values KCS at $300 per 
share, representing a 34 percent pre-
mium, based on the CP closing price 
on Aug. 9, 2021, the date prior to 
which CP submitted a revised offer to 
acquire KCS, and KCS’ unaffected clos-
ing price on March 19, 2021. 

“Our path to this historic agreement 
only reinforces our conviction in this 
once-in-a-lifetime partnership,” said 
CP President and Chief Executive Offi-
cer Keith Creel. “We are excited to get 
to work bringing these two railroads 
together. By combining, we will unlock 
the full potential of our networks and 
our people while providing industry-
best service for our customers. This 
perfect end-to-end combination cre-
ates the first U.S.-Mexico-Canada rail 
network with new single-line offerings 
that will deliver dramatically expanded 
market reach for CP and KCS cus-
tomers, provide new competitive 
transportation options, and support 
North American economic growth.” 

While remaining the smallest of six U.S. 
Class 1 railroads by revenue, the com-
bined company would have a much 
larger and more competitive network, 
operating approximately 20,000 miles 
of rail, employing close to 20,000 peo-
ple, and generating total revenues of 

approximately $8.7 billion based on 
2020 actual revenues. The CP-KCS 
combination is expected to create jobs 
across the joined network. Additionally, 
the companies expect efficiency and 
service improvements to achieve 
meaningful environmental benefits. 

TRANSACTION TO 
EXPAND OPTIONS AND 
EFFICIENCIES FOR 
CUSTOMERS 
A CP-KCS combination would provide 
unprecedented reach via new single-
line hauls across a combined network, 
offering: 

• New single-line competitive options 

for domestic intermodal shipments 
between Mexico, the U.S. Midwest, 
and Canada, providing a truck com-
petitive product for time-sensitive 
shipments in the high-value parts, 
perishables, and expedited markets. 

• New single-line hauls linking key au-
tomotive manufacturing and distribu-
tion centers in Mexico, the U.S. 
Midwest, and Canada, capitalizing 
on CP’s best-in-class automotive 
compound network. 

• New single-line routes linking energy, 
chemical, and merchandise shippers 
to more quickly and efficiently con-
nect origin and destination facilities 
and reach new markets and global 
consumers. 
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• Unmatched access to Atlantic, Gulf, 
and Pacific ports, linking interna-
tional intermodal shippers with 
North America’s largest consumer 
markets providing new optionality, 
capacity, and resiliency. 

• New single-line routes allowing the 
efficient flow of agricultural products 
from CP’s origin-rich franchise to 
KCS’ destination-rich franchise, gen-
erating new optionality for shippers 
and receivers. 

• Extended reach for short line and re-
gional railroads coupled with new 
optionality for non-rail served cus-
tomers via our extensive transload 
network. 

Importantly, customers would not ex-
perience a reduction in independent 
railroad choices as a result of the 
transaction. CP-KCS have committed 
to keep all existing freight rail gate-
ways open on commercially reason-
able terms, while simultaneously 
competing aggressively to attract traf-
fic via new single-line north-south 
lanes between Canada, the Upper 
Midwest and the Gulf Coast, Texas, 
and Mexico.  

IMPROVING HIGHWAY 
TRAFFIC, 
ENVIRONMENTAL 
SUSTAINABILITY, AND 
SAFETY 
The new single-line routes made pos-
sible by the transaction are expected 
to shift trucks off crowded U.S. high-
ways, lowering emissions and reduc-
ing the need for public investments in 
road and highway bridge repairs. Rail 
is four times more fuel efficient than 
trucking, and one train can keep more 
than 300 trucks off public roads and 
produce 75 percent less greenhouse 
gas emissions. The synergies created 
by this combination are expected to 
take tens of thousands of trucks off the 
highways annually.  

CP is committed to sustainability and 
is currently developing North Amer-
ica’s first line-haul hydrogen-powered 
locomotive. Additionally, the com-
bined company would maintain both 
CP and KCS’ pledges to improve fuel 
efficiency and lower emissions in-line 
with the Paris Agreement to support a 
more sustainable North American sup-
ply chain. 

CREATING VALUE FOR 
KCS AND CP 
SHAREHOLDERS 
The combined growth strategies of the 
two fastest-growing Class 1s will result 
in new efficiencies for customers and 
improved on-time performance under 
their respective Precision Scheduled 
Railroading programs. The combined 
company is expected to create annu-
alized synergies of approximately $1 
billion over three years. 

The combination is expected to be ac-
cretive to CP’s adjusted diluted earn-
ings per share in the first full year 
following CP’s acquisition of control of 
KCS, and is expected to generate dou-
ble-digit accretion upon the full real-
ization of synergies thereafter. 

To fund the stock consideration of the 
merger, CP will issue 262 million new 
shares. Consistent with the previously 

announced transaction, the cash por-
tion will be funded through a combi-
nation of cash-on-hand and raising 
approximately $8.5 billion in debt, for 
which financing has been committed. 
As part of the merger, CP will assume 
approximately $3.8 billion of KCS’ out-
standing debt. Following the closing 
into trust, CP expects that its outstand-
ing debt will be approximately $20 bil-
lion. 

BOARD, MANAGEMENT, 
AND HEADQUARTERS 
Following STB approval of the CP’s 
control of KCS, Mr. Creel will serve as 
the Chief Executive Officer of the com-
bined company. The combined entity 
will be named Canadian Pacific Kansas 
City (“CPKC”). 

Calgary will be the global headquar-
ters of CPKC, and Kansas City, Mis-
souri will be the U.S. headquarters. 
The Mexico headquarters will remain 
in Mexico City and Monterrey. CP’s 
current U.S. headquarters in Min-
neapolis-St. Paul will remain an impor-
tant base of operations. 

Four KCS Directors will join CP’s ex-
panded Board at the appropriate time, 
bringing their experience and expert-
ise in overseeing KCS’ multinational 
operations.
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CN drops out of race for KCS, leaving CP to merge 
with the US Class 1 railway 
BY IAN PUTZGER in TORONTO

Canadian National (CN) has abandoned its pursuit of 
Kansas City Southern (KCS), leaving the road open for rival 
Canadian Pacific (CP) to tie the knot with the US railway. 

CN received notice from KCS that it was terminating their 
merger agreement and announced it would not be pursu-
ing a takeover any further. CN said it “continued to believe 
that a CN-KCS combination would have enhanced com-
petition and delivered many other compelling benefits for 
stakeholders, there have been significant changes to the 
US regulatory landscape since CN launched its initial pro-
posal which have made completing any Class I merger 
much less certain”. 

It added that these changes included an executive order 
focused on competition issued by President Biden in July 
and president & CEO Jean-Jacques Ruest said: “We be-
lieve the decision not to pursue our proposed merger with 
KCS any further is the right decision for CN as responsible 
fiduciaries of our shareholders’ interest.” 

KCS had announced that it deemed CP’s $31 billion offer 
superior to CN’s $33.6 billion bid, which it had favoured 
but which was undermined by the ruling of the US Surface 
Transportation Board (STB) on 31 August, which rejected 
CN’s plan to establish a trust fund for the takeover. In ad-
dition, the STB said, certain competitive issues would re-
quire closer scrutiny of a CN-KCS merger. 

CP now has a clear path to a marriage with KCS, as the US 
authorities already gave the green light for this, including 

the establishment of a trust fund for the takeover, in light 
of CP’s smaller size and the fact that the networks have no 
overlaps. CP is set to establish the first true USMCA railway 
with a 20,000 mile network spanning all three member 
countries. 

CN walks away from its broken merger plans with $1.4 bil-
lion in termination fees, and it will receive a $700 million 
cash “company termination fee” as well as a $700 million  
“CP  termination fee refund”. But this is cold comfort for 
the Montreal-headquartered rail company, as its board 
braces itself for a battle for survival. TCI Fund Manage-
ment, with a 5 per cent stake in one of the largest share-
holders in the company, is gunning for a change at the top. 
On the day after KCS announced its decision to drop CN, 
TCI went public with a request for a shareholder meeting 
for the purpose of  “refreshing” the company’s board. TCI 
has nominated four candidates for the board, led by Jim 
Vena, former CN executive and COO of Union Pacific. He 
is being put forward as a potential replacement for Mr. 
Ruest. 

TCI, which also owns a stake in CP, was highly critical of 
CN’s pursuit of KCS. It said: “The board consistently mis-
judged the STB and displayed flawed decision-making, 
committing billions of dollars to an ill-conceived pursuit of 
an unattainable asset. CN should focus on getting better 
rather than bigger.” 

Reprinted courtesy of The Loadstar 
(www.theloadstar.co.uk)
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CN outlines details of strategic plan
CN announced the details of its 
strategic and financial value creation 
plan, “Full Speed Ahead – Redefining 
Railroading,” which will allow CN to 
continue delivering high-quality serv-
ice to customers while generating 
profitable growth and enhanced re-
turns to shareholders.  

The Company’s focus will be on re-
defining railroading, driving prof-
itable growth and making structural 
improvements for the next genera-
tion. CN has conducted an extensive 
review of all revenue and cost levers 
and has targeted C$700 million of 
operating income improvements to 
drive future growth. To achieve these 
improvements in 2022, CN intends to 
use a balanced approach that in-
cludes a strategic review of non-rail 
businesses and an optimization of 
labour productivity. 

For 2022 CN expects to grow earn-
ings per share by approximately 20 
per cent and improve its operating 
ratio to 57 per cent. Additionally, CN 
is reviewing its capital structure and 
financial leverage with a view to in-
creasing total shareholder distribu-
tions. 

CN is committed to delivering value 
for its shareholders by: 

• Resuming share repurchases: CN 
will recommence share repurchases 
under the plan previously approved 
by CN’s Board of Directors in Janu-
ary 2021 and expects to complete 
the remaining C$1.1 billion of share 
repurchases by the end of January 
2022. 

• Increasing shareholder returns: 
CN is reviewing capital structure 
and financial leverage with a view 
to increase total shareholder distri-
butions, including share repur-

chases in the range of C$5 billion 
for 2022. 

• Reducing capital expenditures: 
CN expects to reduce capex to 17 
per cent of revenue in 2022 as a re-
sult of the current good condition 
of its network and the Company’s 
continued absolute commitment to 
safety and customer service. CN ex-
pects to maintain capex at 17 per 
cent of revenue for 2023-24 unless 
there are significant market shifts. 

• Producing compelling financial re-
turns: CN is committed to driving 
top-quartile Total Shareholder Re-
turn (TSR), leading the industry in 
organic revenue growth driven by 
CN’s intermodal business and 
showing continuous improvement 
on its operating margin. 

Lowering its operating ratio: CN is 
targeting an operating ratio of 57 per 
cent for 2022 by prioritizing rail oper-
ations, and committing to pursuing 
strategic alternatives for adjacent 
non-rail businesses that are not best-
in-class; and rationalizing its cost 
structure by streamlining manage-
ment to improve labour productivity 
by accelerating speed and quality of 
decision making. 

As part of its strategic and financial 
plan, CN is reaffirming its 2021 finan-
cial outlook targets of double-digit 
adjusted diluted EPS growth, capital 
investments of approximately C$3.0 
billion and free cash flow in the range 
of C$3.0 to C$3.3 billion. 

CN is committed to meeting mean-
ingful targets in fuel and carbon effi-
ciency, while maintaining its 
commitment to safety and corporate 
governance by, among other meas-
ures: 

• Setting a science-based target of 43 
per cent carbon emission intensity 
reduction by 2030 based on 2019 
levels; 

• Becoming the North American rail 
industry leader in fuel efficiency, 
consuming approximately 15 per 
cent less locomotive fuel per gross 
ton mile; 

• Introducing an annual advisory vote 
on CN’s climate change action plan; 
and 

• Setting a target of at least 50 per 
cent of non-management directors 
coming from diverse groups, includ-
ing gender parity, by the end of 
2022. 
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St. Lawrence Seaway August YTD traffic up by 
5.2 per cent to 20.7 million tonnes

North American demand for manufacturing and building mate-
rials led to dramatic spikes in shipments of iron ore, steel, cement, 
stone and other raw materials via the St. Lawrence Seaway and 
through Canadian Great Lakes ports, according to the latest 
results. Grain shipments and shipments of liquid bulk declined sig-
nificantly. 

From March 22 to August 31, iron ore shipments hit 4.6 mil-
lion tonnes, up 30 per cent compared to the same period in 
2020. The significant rise is due to the recovery of the domestic steel 
sector, with Canadian-flag ships transporting iron ore from Quebec 
mines to Canadian steel mills. 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 over-
seas. 

General cargo shipments via the Seaway rose by 60 per cent, 
mainly due to steel imports from European countries to cities 
throughout Ontario and the U.S. Great Lakes states, but this traffic 
is responsible for less than 10 per cent of overall Seaway volumes. 

Year-to-date dry bulk shipments, including stone, cement, 
gypsum and other materials, were up 13 per cent, while grain ship-
ments declined by 18 per cent (including both Canadian and U.S. 
volumes). As a result, overall cargo volumes on the St. Lawrence 
Seaway (from March 22 to August 31) hit 20.7 million tonnes; up 
5.2 per cent compared to the same time period last year.   

The port of Thunder Bay, which had impressive grain totals in 
August 2020, 2019 and 2018, saw grain shipments drop to a three-
year low last month. Year-to-date grain shipments are one million 
tonnes lower than 2020’s 25-year high volume. Despite the drop in 
cargo tonnage, there were highlights at the port in August, including 
Keefer Terminal’s largest shipment of European steel rail to date. 
Steel imports at Keefer, which began six years ago, are expected to 
double over last year as demand continues in Western Canada. Bulk 
potash exports also continued to rebound in August, with year-to-
date volumes above average as Thunder Bay is the only potash 
export port on the Great Lakes-St. Lawrence Seaway System.  

The port of Toronto remains busy supporting Canada’s largest 
economy this 2021 shipping season, with bulk imports of cement, 
sugar and salt arriving in August.   

In addition, the port received special cargo on August 27 with 
the arrival of the 560-tonne, 69-metre long eastern half of the new 
Commissioners Street Bridge. This is the third bridge span to travel 
through the St. Lawrence Seaway from Dartmouth, Nova Scotia to 
the port as part of Waterfront Toronto’s Port Lands 2024 project. At 
152-metres, the full Commissioners Street Bridge will be longest of 
four new bridges being installed as part of the project.  

“The port of Toronto provides a crucial piece of the city’s eco-
nomic infrastructure for the transportation of goods to support 
construction projects in the port lands, downtown core and Greater 
Toronto Area,” says Geoffrey Wilson, CEO, PortsToronto. “Whether 
providing the sugar for our coffee, the salt for our roads or the raw 
materials needed for Toronto’s booming construction industry, 
including cement and steel, the Port will continue to play an essen-
tial role in our national transportation chain throughout 2021.” 

As of August 31, Hamilton-Oshawa Port Authority  (HOPA 
Ports) has seen over 6 million tonnes of cargo (combined) through 
the ports of Hamilton and Oshawa.  Hamilton’s total tonnages 
exceeded 1.2 million tonnes in August, 14 per cent higher than the 
same month last year and an almost 30 per cent increase year-to-

date. As the surge of construction materials continues, steel imports, 
sand, stone and slag are all up significantly this season. Raw sugar 
saw a significant increase, whereas grain is down slightly. HOPA’s 
ongoing Pier 10 export expansion project, which will increase 
berthage space and covered storage onsite, will soon enable raw 
sugar to be delivered directly to SucroCan’s sugar refining facility, 
taking thousands of trucks off the road in the process.  

On the other side of Lake Ontario, Oshawa port saw an excit-
ing milestone in August with its first grain shipment of the season. 
Sollio grain terminal accommodates agricultural storage and ship-
ping for farmers across Durham. Though its year-to-date totals are 
down slightly, Oshawa’s August results are 7 per cent higher than 
the same month last year, driven by stone, cement and steel.  

HOPA Ports is currently exploring a Land Use Planning process 
for the Port of Oshawa. “We are partnering with municipal leaders, 
economic development, customers, and residents to explore oppor-
tunities that align with a local vision. We’ve found these 
partnerships are key to building sustainable and prosperous port 
cities,” said HOPA Ports CEO Ian Hamilton.
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Damen to deliver North America’s first all-electric 
car ferries to government of Ontario

Ocean Group acquires Samson Tugboats
Ocean Group has acquired Samson Tugboats Inc., a Vancouver 

based company specializing in harbour towing in the Vancouver area 
since 2011. In March 2020, Ocean Group announced that it had 
been awarded several major contracts in British Columbia, including 
one for harbour towing services in the port of Vancouver, with three 
state-of-the-art tugs. After more than a year of operations, the com-
pany now has four tugs on site to serve its clients. With the 
acquisition of Samson Tugboats and its two tugs, Ocean Group will 
have six harbour tugs in the region.   

“We share Canadian values of respect and integrity with 
Samson Tugboats and we intend to rely on the business relationships 
previously established by the management of Samson Tugboats to 
help expand the business. This acquisition is in line with our desire 
to offer reliable high quality services to our clients,” said Jacques 
Tanguay, President and CEO of Ocean Group. 

The acquisition reflects Ocean Group’s continuation of its West 
Coast expansion activities. Samson Tugboats is a company that is 
well known in the maritime industry and that has expertise that will 
complement Ocean Group’s existing presence in the region. 

The first, fully-electric road ferries to 
sail in North America are on their way from 
Damen Shipyards Galati to Kingston on 
Lake Ontario, Canada, to begin operations. 
Ordered by the Ministry of Transportation, 
Amherst Islander II and Wolfe Islander IV, 
68 and 98 metres in length respectively, 
represent a new generation of large zero-
emission ferries. The vessels departed the 
yard on August 26 to be loaded on the semi-
submersible transport vessel Super Servant 
4 to arrive in Ontario by mid-September. 
Both of the open-deck vessels are equipped 
to be fully-electric, but also have twin diesel 
generators installed to allow hybrid and full 
diesel propulsion for maximum redun-
dancy. Due to the harsh winters the ferries 
also feature 1B Ice class hulls and 1A Ice 
class azimuth thrusters, allowing them to 
be fully operational down to -25 degrees 
centigrade.  

Delivery of the vessels marks the com-
pletion of the first of the two stages of the 
project. The second stage, which is well 
underway, involves an ambitious programme 
in which Damen is working with the Ontario 
government to install facilities that will 
enable the vessels to use shore power sup-
plied via integrated charging and mooring 
systems. This will enable them to recharge 
their batteries while loading and unloading 
between the short crossings to and from the 
islands. This involves not only the installation 
of the necessary transmission infrastructure at 

each of the four ferry docks, but also the com-
plete rebuild of the docks to accommodate 
the new vessels plus the onshore electrical 
equipment. The systems will also utilize load 
displacement and peak-shaving technology to 
achieve maximum efficiency and minimal 
costs. The vessels themselves will use an 
innovative, fully automatic charging system 
developed by Wabtec Stemmann with fea-
tures that include motion compensation to 
ensure a stable connection between the ship 
and the shore even in rough seas. Delivering 
6MW of power, charging takes just ten min-
utes. With the shoreside works due for 
completion in 2022, the ferries will com-
mence operations in hybrid mode using the 
diesel generators to supply electricity to the 
motors. “This integrated project is the first of 

its kind and one that we hope will demon-
strate that fully-electric ferries of this size are 
a viable proposition,” says Leo Postma, 
Damen Area Director Sales Americas. 

Damen is currently midway through a 
programme to build and deliver six Damen 
Road Ferries 8117 E3 for BC Ferries. While 
presently fitted with hybrid propulsion sys-
tems, they are designed to be adapted for full 
electric propulsion in the future. 

Ontario’s new ferries bring extra capac-
ity and will make crossings faster as well as 
greener for the one million passengers and 
500,000 vehicles which travel annually 
between Wolfe Island and Kingston, and the 
270,000 passengers and 130,000 vehicles 
which travel to and from Amherst Island each 
year.
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Los Angeles-Long Beach box volume surge puts port 
complex above Hong Kong 
BY GAVIN VAN MARLE

Surging first-half volumes at the Los 
Angeles-Long Beach port complex saw the 
US west coast gateway overtake Hong Kong 
to become the world’s ninth largest con-
tainer port. According to new data from 
Alphaliner, throughput at Los Angeles-Long 
Beach was up 41 percent on the first half of 
2020, reaching 10.18 million TEUs, com-
pared with 7.19 million TEUs last year. 

Growth at the US’s second largest port, 
New York-New Jersey, was almost as 
impressive, increasing by 31 per cent year-
on year to reach 4.39 million TEUs, and 
saw it rise from the 20th largest port globally, 
to the 18th  spot, climbing above Hamburg 
and the Thai gateway of Laem Chabang. 

In contrast, Hong Kong’s throughput 
for the first half grew by just 1.6 per cent to 
8.77 million TEUs, and dropped down to 
tenth position as its long-term decline con-
tinues, Alpahliner explained. “Volumes 
have fallen every year but one at the port 
over the last decade as the multi-operator 
port has battled competitors in southern 
China. “By contrast, its nearest geographic 
rival, Shenzhen, has increased volumes 11 
per cent since H1 2019, while smaller 
Guangdong Province ports west of the 
Delta also attracted more traffic. Hong Kong 
now ranks 10th place globally, versus 5th 
place as recently as 2017,” the analyst said. 

Another port heavily dependent on 
transhipment traffic that saw its promi-
nence decline is Dubai, which has been 

subject to increasingly keen competition 
from nearby Abu Dhabi, which recently 
signed  a concession with CMA CGM to 
jointly develop a new container terminal at 
the port. Dubai’s first-half throughput grew 
3.4 per cent to 6.9 million TEUs. However, 
this also represented a 3.6 per cent decline 
on the first half of 2019. 

Meanwhile, Hamburg registered an 
even greater decline over 2019 figures. 
While 2021 volumes at Germany’s largest 
box port were up 5.5 per cent over 2020 to 
4.33 million TEUs, they were down 6.7 per 
cent on the first half of 2019. Among its 
major European rivals, Antwerp showed the 
strongest performance, with first-half 2021 
throughput of 6.17 million TEUs, some 5.1 
per cent up on 2020 and 5.6 per cent up on 

2019, while Rotterdam hit 7.12 million 
TEUs – up 8.1 per cent on 2020, but just 
1.1 per cent up on 2019.  

Overall, volumes at the top 20 largest 
ports were 13 per cent up on the first half of 
2020, Alphaliner noted, “although there 
was a slight decline of around 1 per cent 
compared to the last six months of 2020 – 
another sign that the current boom is being 
driven by disruption and capacity shortages 
rather than volumes”. 

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

Editor’s note: Volumes at Canada’s 
largest port, Vancouver, were up 17.4 per 
cent to 2.546 million TEUs for the eight 
months ended August 31.

Huge jump in number of boxes needing handling  
adds to pressure on terminals 
BY MIKE WACKETT

The number of containers moved per vessel call has increased 
exponentially during the pandemic, placing enormous pressure on 
ship working and landside operations, according to a new IHS 
Markit report. The latest Port Performance Data  compiled by the 
analyst reveals that vessel exchanges – containers handled – at 
major US, North European and Asian ports jumped between 10 and 
70 per cent in the first half of the year on the same period of 2020. 

In North Europe, container move increases were led by Felixs-
towe, which saw an 18 per cent leap in boxes handled, followed 
Antwerp, with an increase of 14 per cent. In Asia, Singapore’s 27 
per cent surge was followed by a 24 per cent jump at Yantian and a 
23 per cent increase at both Shanghai and Ningbo. 

However, Southern California’s Long Beach facilities recorded 
the highest increase of the ports surveyed. with a massive 73 per 
cent more container moves per vessel call. 

IHS Markit said call sizes had been growing prior to the pan-
demic outbreak, due to the increase in vessel sizes and tighter 
optimization of networks, but the “strongly rebounding and unpre-
dictable demand” had “amplified the trend causing delays at many 
global ports”. 

Turloch Mooney, Associate Director, maritime and trade, at 
IHS Markit, said: “The severe operational strain is caused by the 
surge in cargo volumes coming in much more concentrated loads. 
“This spike in demand is placing heavy stress on ocean and landside 
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Shippers and forwarders deride CMA CGM’s rate cap  
as ‘high level torture’ 
BY NICK SAVVIDES AND MIKE WACKETT

operations, increasing yard congestion and cargo dwell times, with 
knock-on effects on equipment repositioning and intermodal links 
further fuelling the problem and resulting in sustained congestion at 
key global gateways.” 

The higher volumes per call – and resulting longer time spent 
in port – has led to a backlog of containerships awaiting a free berth. 
According to IHS Markit data, 40 per cent of vessels destined for US 
west coast ports have to anchor to await a berth, while that drops 
to 26 per cent in South-east Asia, 23 per cent in North Europe, but 
only just over 10 per cent at north-east Asian ports. “The extent of 
the congestion has been a shock to many, both inside and outside 
the industry, and has prompted investigations into how certain con-
tainer ports have become overwhelmed, and what can be done to 
improve resilience for the future,” said Mr. Mooney. 

Notwithstanding the big increase in vessel exchanges, terminal 
operators in North Europe and the US have some way to go to com-
pete with their Asian counterparts to match their crane productivity. 
IHS Markit notes that Asian ports load or unload a container in 27 
seconds, on average, from large vessel calls, compared with the 46-
second average at North European hubs and 76 seconds at US ports. 

Meanwhile, supporting the IHS Markit analysis, the newly 
crowned largest containership in the world, 23,992 TEU  Ever 
Ace, arrived at Felixstowe’s 8&9 berths on its maiden call, with a 
reported exchange of 4,000 containers of imports and 4,000 export 
boxes, of which some 3,000 were empty. According to the latest 
ETD from the master, the ULCV would have occupied one of the 
two berths at the Felixstowe’ facility for around three days. 

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

Freight forwarders and shippers have responded to CMA CGM’s 
pledge to stop spot rate increases until 1 February with a raised level of 
cynicism. The carrier announced on September 9 that it would sus-
pend spot rate increases for all its services and those of subsidiaries, 
including CNC, Containerships, Mercosul, ANL and APL. “Although 
these market-driven rate increases are expected to continue in the 
coming months, the group has decided to put any further increases in 
spot freight rates on hold for all services operated under its brands,” it 
said  – though it is thought surcharges are not included. 

Hapag-Lloyd has also said it had capped its spot rates, as carriers 
come under increasing pressure from shippers and regulators in a chal-
lenging market that has seen lines make record profits. 

It was the high level of profits that was the focus of an exclusive 
interview with  The Loadstar  this week. John Butler, President and 
CEO of carrier representative the World Shipping Council (WSC), was 
asked why lines did not simply decide to charge less, say just four times 
2019 levels for rates, which would allow the carriers to make a profit 
while helping their customers to stay solvent. Mr. Butler pointed out 

that the WSC did not decide on its members’ pricing policy. However, 
he added: “Shipping lines are not the only price makers in the market. 
There are far more freight forwarders in the market that set prices than 
there are shipping companies, and so the idea that, somehow, the ship-
ping companies could get together and all decide to charge less money 
is incorrect.” He added: “You have to ask yourself this; so what if 11 
shipping lines decide to reduce prices and not collect revenues that the 
market indicates are due for that service? At this time, they put them-
selves in a situation where they then don’t have the same resources as 
their competitors to invest for the future.” 
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On allegations that shipping lines are 
profiteering, Mr. Butler responded: “It’s easy 
to say people should behave other than the 
way the market would dictate, but that’s not 
how business works.” Shippers and for-
warders were not convinced by Mr. Butler, 
one considered his assessment of the mar-
itime market “underwhelming”. 

Meanwhile, in his initial response to the 
CMA CGM announcement, James 
Hookham, a Director at the Global Shippers’ 
Forum, quipped to The Loadstar: “It’s like the 
torturer asking the prisoner ‘aren’t you grate-
ful I’m not turning the screw on the rack any 
further?’.” According to Mr Hookham many 
smaller shippers could be bankrupt before 
Christmas. He warned they had been caught 
out because they would have signed con-
tracts with their customers in spring at 
reasonably low rates. “Now they will have to 
pay the extra freight and, if they don’t meet 
the deadlines, then penalty clauses will kick 
in.” 

Meanwhile. the policy manager for mar-
itime transport at the European Shippers’ 
Council, Jordi Espin, believes it is a ploy by 
the carrier to shift shippers into lengthy con-
tracts at very high rate levels. “Should we be 
happy that rates are at this extremely high 
level?” asked Mr. Espin, adding that it could 
be an indication that the global economy is 
slowing, which would be a major problem for 
shippers if they were to agree to lengthy con-
tracts at higher rates. “How will they treat 
contract rates in the future?” Mr. Espin 
enquired. “When we discuss contracts with 
the carriers, they want to talk about ammonia 
and higher costs… where are they when you 
want to discuss the impact on the market 
from the Suez blockage or the COVID out-
break at Ningbo? They hide behind their 
website, there are no customer relations 
people to speak with.” 

Freight forwarders also reacted with 
little enthusiasm. One told The Loadstar: “I 
totally believe this is a simple marketing ploy. 
Many within the industry or directly involved 

Scandalous’ new surcharge wipes out effect of  
carrier rate hike moratorium 
BY MIKE WACKETT

The huge earnings of ocean carriers in the first half of the year 
will gather pace in Q3 and Q4, as old contracts expire to be replaced 
by new but much higher short- and long-term deals. Maersk was 
obliged to again upgrade its full-year EBIT guidance by a further $4 
-$4.5 billion, after it reported Q3 trading was “significantly ahead of 
our previous expectations”, assessed during its outlook update in 
August. It said it now expected its earnings for Q3 to be “close to $6 
billion”, which compares with its EBIT for the first six months of 
$7.2 billion, for an interim net profit of $6.5 billion. “Given the per-
sistent congestions and bottlenecks in the supply chains, APMM 

now expects the second half-year to be stronger than previously 
anticipated,” said the carrier. 

Indeed, Maersk’s surprisingly low $1,519 per TEU average rate 
in Q2, “driven by long-term contracts”, will increase substantially as 
it locks-in new long-term deals at much higher rates. 

Meanwhile, the voluntary capping of FAK rate increases by 
CMA CGM and Hapag-Lloyd seems to have given a new impetus to 
container spot rates. The Freightos Baltic Index (FBX) component for 
Asia to the US west coast increased by 8 per cent, to $20,586 per 
40ft, and for the US east coast stood at $22,173 per 40ft, also up 8 

with importing and exporting will be aware 
that they have, along with all the others, 
increased rates to totally unjustifiable levels, 
milked dry the smaller importer/exporter 
and forwarder, announced massive profits of 
an astonishing 2,500 per cent to $3.5 billion 
for the second quarter, and now they try and 
play the good guys by saying ‘we will stop 
now’. They laughably blame increases simply 
on port congestion and imbalance of 
demand.” 

Another forwarder was a little more cir-
cumspect: “Well, that is certainly interesting. 
Hopefully others will follow suit and will give 
some stability. I suspect they are seeing 
demand drop a little, as I know some major 
retailers have cancelled up to 30 per cent of 
their orders, so this will start to filter down 
the chain. I wouldn’t call it an olive branch, 
more saving face and trying to look like good 
guys at the moment.” 

A third forwarder pointed out: “They 
mention stopping rate increases, but will use 
PSS and congestion surcharges as a way to 

increase rates,” and a fourth was more indus-
trial: “The surcharge and PSS are just taking 
the piss, if you ask me. Why charge a $1,000 
or $2,000 ‘high demand’ [surcharge] when 
you are already charging $15/$16k a box?” 

Even with the current levels of frustra-
tion shippers were also able to understand 
that the solution to the supply chain crisis 
was through collaboration, just as the cause 
was not down to the shipping lines alone. Mr. 
Hookham said this was “a peak season like 
no other”, believing that things would “get 
worse before they get better”. Mr. Espin con-
ceded that some shippers had failed to meet 
contractual obligations as well as shipping 
lines when the markets fell, but added: 
“Shipping lines should not try to make a 
profit on inefficiencies.” 

The Loadstar  contacted both CMA 
CGM and Hapag-Lloyd for comment, but 
had received no response at the time of pub-
lication. 

Reprinted courtesy of The Loadstar 
(www.theloadstar.co.uk)
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per cent. Nevertheless, with more than 60 
vessels waiting up to three weeks for a 
berth at Los Angeles and Long Beach termi-
nals and ships piling up all around the US 
west and east coasts, it appears these rates 
are academic if carriers have no space to 
sell. 

The rush by major retailers in the US 
and Europe to charter their own tonnage 
has resulted in huge spikes in containership 
daily hire rates. One broker contact 
told The Loadstar at a London International 
Shipping Week event he was on final “sub-
jects” for the fixing of an elderly panamax 
ship for 80-90 days for an Asia-North 
Europe round trip at an astonishing 
$250,000 a day, which would beat the pre-
vious highest in the sector by $50,000. “I 
could not believe the offer, nor could the 
owners which were struggling to get 
$5,000 a day for this ship a few years ago. 
They are certainly glad they did not send 
the ship to the scrapyard, as was planned,” 
he added. 

And UK’s department store chain John 
Lewis said it had chartered a fleet of ships in 
order to secure its crucial Christmas market 
products. Another broker source told  The 
Loadstar he thought John Lewis was work-
ing in combination with other retailers and 
a large forwarder to bid for vessel capacity, 
after becoming frustrated with the inability 

of its nominated carriers to fulfil their mini-
mum contract commitments. 

Meanwhile, one forwarder involved in 
“multiple charters” would not be named 
for fear of ‘reprisals’ by shipping lines, said: 
“Carriers are responding poorly to anyone 
chartering.” 

As with the transpacific spot rates, the 
Asia to North Europe tradelane rates are 
largely academic, as carriers are fully 
booked and not prepared to take on new 

charters at sky-high rates. 

The rate reduction led by Hamburg 
Süd on the Asia-North Europe tradelane 
seems to have been short-lived, as the 
director of a UK forwarder told The Load-
star  the Maersk subsidiary had just 
announced a peak season surcharge of 
$2,000 per 40ft. “Scandalous,” he said. 

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

Indian exporters suffer as spot rates climb,  
despite carrier rate cap 
BY SAM WHELAN

India’s merchandise exports continue 
to bounce back from the lows of 2020, but 
container services are still struggling to 
keep up with demand. Exports increased 
45.8 per cent year-on-year last month, to 
$33.2 billion, albeit at a slower rate of 
growth than the 50 per cent uptick seen in 
July. As a result, competition for container 
space is fierce and rates are rising faster 
than ever – despite carrier announcements 
regarding spot rate caps, according to 
Rakesh Pandit, CEO of Pune-based Conbox 
Logistics. 

“The cap on ocean freight spot rates is 
a big joke,” he told The Loadstar. “All the 
major lines have again increased rates in the 
last 10 days, for their sailings between 1 
October to 15 October, including CMA 
CGM and Hapag-Lloyd .” He said exporters 
using the spot market are “suffering the 
most”, as there are “hardly any” bookings 
ex-India to Africa, Oceania and North and 
South America. “Even bookings on pre-
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mium rates are getting rejected,” he added. 

“To make matters worse, even regional operators have 
increased the rates drastically since 1 September. Rates for trade 
lanes such as India-Gulf and India-Far East have increased from 33 
to 50 per cent, and these are the major trades for Indian shippers.” 

For example, Mr. Pandit said, rates from Nhava-Sheva 
(Mumbai) and Mundra, to Jebel Ali, had jumped from $550 to $900, 
while rates to Mombasa have spiked from $2,000 per 20ft to 
$3,000. He added: “Even at these rates, bookings are available in 
limited numbers. If we take the average of all destinations ex-India, 
rates have increased by one-third in last two weeks alone for spot 
shipments.” 

On the equipment front, Mr. Pandit said there was a shortage 
of special equipment such as reefers, even at the major ports like 
Nhava-Sheva, while there’s also a lack of 20ft and 40ft boxes at all 
major dry ports across the country, with carriers “issuing bookings 
on a case-by-case basis only”. Carriers are also giving preference to 
lightweight cargo when issuing spot bookings, he noted, which is a 
“big blow” to exporters of major commodities like rice, perishables, 
granite and tiles. “On top of all this this, vessels are running late on 
all major trade lanes. There are hardly any sailings between 20-30 
September for services to Africa, Europe and North America,” Mr. 
Pandit said. 

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

Sourcing from Vietnam could shift as costs and 
restrictions rise, warn businesses 
BY SAM WHELAN

The sourcing shift to Vietnam will go 
into reverse if severe lockdown measures 
don’t end soon, business groups have 
warned. Associations including AmCham, 
EuroCham, and Korean and Japanese busi-
ness leaders have highlighted the growing 
financial costs and operational challenges 
from the COVID restrictions in South Viet-
nam, which are notably stricter than other 
countries in south-east Asia. For example, 
John Rockhold, Vice-President of AmCham 
Vietnam, told local media: “The severe 
restrictions and lockdowns that Vietnam 
has imposed to curb the spread of the Delta 
variant has forced almost half of AmCham 
members to re-evaluate their business strat-
egy and plans in Vietnam.” Indeed, a survey 
of AmCham members in late August 
revealed supply chain production is 
“already shifting”, with 20 per cent of 
respondents having moved some produc-
tion out of Vietnam, and another 16 per 
cent saying discussions were underway to 
do so. 

Of major concern to the business lead-
ers is the ‘bubble’ rules for factories, where 
workers must sleep on-site or at authorized 
accommodation nearby, as well as trans-
portation bottlenecks between provinces, 
caused by the “inconsistent interpretation” 
of regulations across the country. Mr. Rock-
hold added: “If restrictions on movement 
and activities extend into October, over 
one-quarter of our members said they 
would experience significant damage or will 
stop their business in Vietnam.” 

However, according to Julien Brun, 
managing partner at supply chain consul-
tancy CEL, the statements made by lobby 
groups are largely to influence policy deci-
sions. He told  The Loadstar: “It’s a fair 
statement to make, but realistically it takes 
months or quarters to shift production to 

another country, and it costs a lot of money. 
“Given the progress on vaccinations in 
Vietnam, things should get back close to 
normal by the end of the year, so there is no 
practical incentive to move factories.”  

Some orders have moved temporarily 
to compensate for the reduced capacity in 
the country, Mr. Brun noted, with garment 
brands sourcing in Bangladesh, India, 
Turkey and China. He added: “However, 
for certain products such as footwear, furni-
ture, and electronics, the labour skill level 
and cost in Vietnam is difficult to match. Of 
course, if things get beyond the end of the 
year, and it remains blurry on the reopening 
plan, then indeed companies will lose faith 
and move.” 

Jan Segers, Vietnam country manager 
at Noatum Logistics, said any sourcing shift 
would depend on cost and quality of pro-
duction, rather than on the situation with 
COVID. However, he added, the freight 
rates consignees have to pay is currently 
“not improving” the situation. One local 
furniture shipper said she was previously 
paying US$4,000-$5,000 for a container to 
the US, which now costs $20,000. “Add in 
the long lead times and factories having no 
workers, or are unable to source materials, 
and I have clients cancelling orders because 
it’s now cheaper to make a chair in the 
US.” 

Reprinted courtesy of The Loadstar 
(www.theloadstar.co.uk)
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Terminal utilization rates are set to 
increase over the next few years, putting 
further pressure on the global port conges-
tion crisis. According to Drewry, handling 
volumes will grow by an average of 5 per 
cent a year between 2020 and 2025, 
whereas capacity will grow 2.5 per cent a 
year, to reach 1.34 billion TEUs. As a 
result, average utilization rates will 
increase from 67 per cent to over 75 per 
cent. 

Eleanor Hadland, Drewry’s senior 
analyst for ports and terminals, said: 
“While 75 per cent utilization at port or 
terminal level is not sufficiently high to be 
a major concern, at a global level, the 
expectation of a tightening import capacity 
in a market already plagued by congestion, 
is actually a real cause for concern.” 

The pandemic has also accelerated 
port digitalization, however, which could 
help to alleviate some bottlenecks. For 
example, said Ms. Hadland, the past 12 
months have seen an increasing number of 
terminal operators signing up to neutral 
platforms like TradeLens, which enables 
information sharing across the supply 
chain using blockchain technology. She 
added: “There’s transparency and trace-
ability in these types of systems, and this 
has the potential to massively reduce the 
amount of physical paperwork associated 
with each cargo movement. “Improved 
data flow can materially reduce the time 
taken for containers to transit the port. For 
example, the pilot blockchain project 

Primorsk, Russia’s major Baltic oil port and the end-point of its 
Baltic Pipeline System, is on the verge of seeing construction start 
that will transform the port into a multi-purpose facility for up to 3 
million TEUs annually. Dubbed Primorsk Universal Port Complex 
(PUPC), it will be built on a 760 hectare plot, some 1.5 km south-
east of the existing oil harbour. The new port will have several 
dedicated terminals, including a container-handling facility with an 
annual capacity of 2 million TEUs initially, rising to 3 million TEUs 
at a later stage. 

Due to its depth of 18 metres alongside, PUPC would be the 

Gulf of Finland’s deepest port and will be capable of accommodat-
ing Balticmax vessels, according to its Director General Andrey 
Sizov. “With its 860m-long pier and four berths, our container ter-
minal would be Russia’s only facility able to handle 20,000 TEU 
container carriers operated by [the] largest ocean lines,” he said. 
“This would save freight carriers’ resources currently spent for 
feeder services.” With no domestic competitors in this new niche, 
PUPC would, in his opinion, be able to focus all the large-scale 
export and import shipments at its container terminal, while leav-
ing smaller lots to other harbour operators. 

Moscow greenlights the building of a new deepwater 
Baltic port 
BY BY OLEKSANDR GAVRYLYUK IN MOSCOW 

Port terminal capacity won’t keep pace with 
increasing volumes 
BY SAM WHELAN 
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undertaken by Cosco and Qingdao port 
resulted in average time savings of over 24 
hours per box. “Time savings of this magni-
tude will result in significant improvement 
in asset utilisation for terminal operators, 
which leads to an effective increase in the 
capacity.” 

Nevertheless, Ms. Hadland cautioned 
that any efficiency gain from port digitaliza-
tion would be dependent on improving 
inland logistics flows, too. “The rest of the 
supply chain needs to be able to handle this 
speed of cargo flow,” she explained. “At the 
moment, across the US, Europe and the 
UK, in particular, we’re seeing driver and 
rail car shortages. All of these things have a 
[long] lead time that needs to be addressed.” 

Indeed, Ms. Hadland doesn’t see the 
current port congestion crisis abating any 
time soon. “We originally thought the Chi-
nese New Year break would provide a 
much-needed reset in the market. But it’s 
looking less likely that this is going to be suf-
ficiently long enough, given the level of 
disruption we’re seeing. 

“On top of all the production slow-
downs and the COVID outbreaks in China, 
we’ve now seen typhoons, and bad weather 
in America and Asia. There just isn’t any 
resilience or spare capacity in the system to 
accommodate this level of disruption,” said 
Ms. Hadland. 

Reprinted courtesy of The Loadstar 
(www.theloadstar.co.uk)
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The port (and the terminal) would also 
have a well-developed overland transport 
infrastructure, featuring both rail approach 
lines (with an annual capacity of 34 million 
tonnes) and a 42 km long four-lane motor-
way linking Primorsk with the Scandinavia 
International Highway. This would make it 
a regional multimodal transport cluster. 

To consolidate and distribute contain-
ers, the plan includes construction of a 
dedicated warehouse logistics centre 
(WLC), occupying a total area of 100 
hectares. The warehousing centre will pro-
vide facilities for outdoor, indoor and 
low-temperature storage, as well as various 
additional services, such as empty container 
repair, truck maintenance, oversized and ro-
ro vehicle parking. To arrange temporary 
container storage, the terminal would have 
a 40 hectare container yard, a warehouse 
for 60,000 TEUs and a reefer handling 
area with 3,000 electrical sockets. “An inte-
grated operation of the container terminal 
and the cargo village would allow us to pro-
vide a wide variety of regular and optional 
services aimed to meet all the shippers’ 
logistics needs,” Mr. Sizov commented. 

To attract new freight owners and 
flows, PUPC’s principal shareholders, Saint 
Petersburg businessmen Ilya Traber and 
Ramis Deberdeyev have been lobbying for 
the creation of a special economic zone 
(SEZ) within the free areas reserved for the 
development of the Primorsk Port. “The 
SEZ would offer its residents favourable tax 
and customs regimes, encouraging them to 
make goods with high added value,” 
PUPC’s Director General stated. “For 
instance, it could open a door to launching 
screwdriver industries and assembly lines, 
which would require imported parts and 
thus increase container traffic through the 
terminal.” 

Completion of the port facilities is 
planned by December 2024, while reaching 
targeted handling volumes is anticipated by 

US authorities lead the way in moves to revitalize 
‘failing’ global supply chains 
BY NICK SAVVIDES

After early September’s tripartite meeting, when regulators 
agreed to collaborate to find solutions to failing supply chains, US ship-
pers have backed new legislation that aims to rebalance the 
shipper-carrier relationship. In an open letter, 152 US companies and 
trade associations wrote of their “strong support for the Ocean Ship-
ping Reform Act of 2021 (OSRA21)”. 

In thanking the two congressmen who sponsored OSRA 21, the 
signatories said it would: “Help address longstanding, systemic supply 
chain and port disruption issues, which have been further exacerbated 

by the COVID-19 pandemic.” Included in the disruption issues are 
detention and demurrage (D&D) charges, with the interpretive rule, 
published by the Federal Maritime Commission (FMC), which the 
authors of the letter welcomed, but added: “We need more than just 
‘guidance’ that is not being followed by ocean carriers nor marine ter-
minals, leading to hundreds of millions of dollars in unfair penalties 
against US shippers and their transportation partners. “The legislation 
will seek to formalize this rule and truly define the parameters for 
these charges.” 

2030. Estimated to cost about $2.5 billion 
with a payback period of 12 years, the proj-
ect would be financed from PUPC’s own 
and borrowed funds with partial public par-
ticipation. Messrs. Traber and Deberdeyev 
have pushed the new port’s blueprint for-
ward since at least 2018, but it is only now 
that it has finally received all the necessary 
government approvals. In September, 
Moscow listed PULC as a key component of 
the federal project “Development of the 
Seaports”, which is a transport part of the 
“Overall Plan for the Upgrading and Expan-
sion of the Trunk Infrastructure by 2024”. 
The federal project is aimed at increasing 
the aggregate handling volume of all of 
Russia’s port facilities by 246 million tonnes 
to 1.3 billion tonnes by 2024. It implies the 
total funding of some $8.5 billion, including 
$1 billion from the federal budget and $7.5 
billion from private investors between 
2020-2024. Furthermore, the Kremlin has 
for years been implementing a strategic 
policy of redirecting Russian freight flows 

from foreign (mainly the Baltic States) to 
domestic ports. Bringing the PUPC develop-
ment into line with this policy, PUPC is 
seen as one of the primary tools to reach the 
goal. 

Moreover, the deep-water port at Pri-
morsk has been considered as a possible 
relocation for cargo-handling facilities cur-
rently based in the port of St. Petersburg, 
which has virtually exhausted its potential 
for further growth. However, some Russian 
analysts point to the possible oversupply of 
container-handling facilities in the region. 
Russia’s Baltic container terminals currently 
handle about 2.5 million TEUs, but with an 
estimated annual aggregate handling capac-
ity of 5 million TEUs. Under the 
circumstances, the planned construction of 
one more container terminal could result in 
escalating the already stiff competition 
between local port operators. 

Reprinted courtesy of The Loadstar 
(www.theloadstar.co.uk)
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MSC joins the ‘big guns’ in backing market-based 
measures (MBMs) to help shipping decarbonize 
BY NICK SAVVIDES AT LONDON INTERNATIONAL SHIPPING WEEK 

In addition, the letter focused on the 
difficulties that US exporters were having in 
obtaining containers and vessel space for 
export cargo, a problem that was particularly 
hard on the agricultural sector, which 
exported around 20 per cent of its produc-
tion. 

Congressman Dusty Johnson, one of 
the two OSRA 21 sponsors, said: “Foreign 
ocean carriers aren’t playing fair, and Ameri-
can producers are paying the price. It’s time 
for updated rules of the road. That’s what 
our bill does.”  

Jennifer Hedrick, Executive Director of 
the National Industrial Transportation 
League, said: “NITL provides its full endorse-
ment of the Ocean Shipping Reform Act of 
2021 and is pleased to see that it not only 
addresses current challenges, but also pro-
vides a framework for a more robust 
maritime supply chain for all stakeholders.” 

The legislation’s second sponsor, Con-
gressman John Garamendi, argued: “Foreign 
businesses’ access to the American market 
and its consumers is a privilege, not a right.” 
He said exporters and other businesses were 
willing to pay to ensure that American prod-
ucts reached key markets in the 
Asia-Pacific.  However, he added: “Compa-
nies looking to offload foreign-made products 
at west coast ports must provide opportuni-
ties for American exports. Even during a 
global pandemic, trade must be mutually 
beneficial, and that is exactly what our bipar-
tisan bill ensures.” 

Meanwhile, regulators in Europe 
told  The Loadstar  they were scrutinizing 
state aid given to some shippers during the 
current crisis to assist in their export 
drives.  In particular, the EC has looked at 
subsidies to South Korean exporters, which 
could pose a threat to the global trade system 
by distorting the market. In response to ques-
tions from  The Loadstar, an EC 
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spokesperson said: “The commission is 
aware of a series of government schemes in 
the Republic of Korea (eg, the ‘export 
voucher programme’) aimed at supporting 
exporters in the context of increased mar-
itime and air cargo freight costs. “Since these 
subsidies apply to the export of goods, they 
do fall under WTO [World Trade Organiza-
tion] rules and the rules of the EU-Republic of 
Korea trade agreement. We trust that the 
Korean government is aware of its interna-
tional obligations, and we will monitor the 
implementation of these schemes.” 

Moreover, the EC said, it had proposed 
a new regulation on 5 May to address distor-
tions caused by foreign subsidies in the single 
market”. According to the EC: “The regula-
tion aims at closing the regulatory gap in the 
single market, whereby subsidies granted by 
non-EU governments currently go largely 

unchecked, while subsidies granted by 
member states are subject to close scrutiny.” 
Crucially, the EC added that WTO subsidy 
rules and EU trade regulations applied to 
imports, but did not apply “when foreign 
subsidies support investments, acquisitions 
or bids in procurement procedures, or when 
services are concerned”. The new regula-
tion, currently under discussion in the 
European Parliament and member states, 
would close this regulatory loophole which 
effectively allows “subsidies by non-EU gov-
ernments that risk causing distortions and 
harming the level playing field in the single 
market in all sectors, including the maritime 
transport sector, and in any market situa-
tion”. 

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

MSC has embraced market-based measures (MBMs) to help the 
industry meet its climate change targets, CEO Soren Toft (pictured) 
said on September 15. Speaking ‘virtually’ at the HQ of the Interna-
tional Maritime Organization (IMO) as the keynote speaker for the 
London International Shipping Week conference, Mr. Toft said 
“meeting global demand can no longer be decoupled from decar-
bonization”. 

He said that while new technologies were needed “at a pace 
never previously seen”, it was MBMs that would lay the groundwork 
for the transition to zero-carbon fuels. “Let me make it clear, we fully 
support a global MBM incorporating carbon pricing that will help the 

industry decarbonize by reducing the gap in pricing between fossil 
and zero carbon fuels,” said Mr. Toft. 

However, for the industry to decarbonize, it needs a scalable 
fuel, which requires partnerships to develop that will provide the 
route to the zero-carbon transition. That is why MSC has partnered 
with some of the biggest companies in the world, such as Shell, 
“because we are not producers of fuel”, to make that transition, he 
explained. 

IMO secretary general Kitack Lim said he had “heard, and 
shares, the sense of urgency expressed by many regarding dramatic 
climate change. The latest technical reports send a clear message that 
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Maersk chief calls for deadline  
to end use of fossil fuel in ships 
BY NICK SAVVIDES

we need to accelerate the reduction of 
greenhouse gas emissions and shipping has 
to play its part”. 

Perhaps with one eye on upcoming 
meetings critical for the shipping industry, 
the COP26 climate meeting and the IMO’s 
Marine Environment Protection Committee 
(MEPC77), Mr. Lim added that IMO’s regu-
lations were binding requirements that 
were enforced globally for more than 
60,000 ships operating worldwide. 

Politically, the push unilaterally from 
the EU has been for a regional MBM, with 
the development of the EU Emissions Trad-
ing System for shipping. That was a catalyst 
for a proposal by the International Chamber 
of Shipping (ICS) to propose a global MBM 
that will be discussed at MEPC77 in 
November. 

For the shipping lines, the question is 
how to marry increasing economic demand 
with the social pressures resulting from cli-
mate change. That equation is a tough nut 
to crack without industry collaboration and 

further government backing, including 
investment in ports and inland infrastruc-
ture. This was a theme Jan Dieleman, 
president of Cargill Ocean Transportation, 
also mentioned in the conference discus-
sions. He said:  “Transparency is very 
important, not just for decarbonizing the 

assets, but also for decarbonizing the supply 
chains. “We need digital tools to get visibil-
ity into the supply chains, but we also need 
co-investment so that we all have skin in 
the game.” 

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

AP Møller-Maersk CEO Søren Skou 
wants the maritime industry to accelerate 
its shift to climate-friendly fuels by emulat-
ing the EU, which has announced a ban on 
internal combustion engines (ICEs) in cars 
by 2035. After Mr Skou’s social media posts 
apparently caused some confusion, Maersk 
was at pains to emphasize that shipping 
needed to enter into a process rather than 
set a fixed date. He said: “The EC is propos-
ing to end production of combustion engine 
cars. The IMO should do the same for fossil-
fuelled ships, with ambitious targets and 
measures to decarbonize shipping.” 

According to Maersk, Twitter and 
Linkedin messages by Mr. Skou formed part 
of an interview by German newspaper Der 
Spiegel, in which he called for a ban on 
ICEs in the maritime sector after a price-lev-
elling process that would stimulate the 
production of alternative low-carbon fuels. 
Mr. Skou told Der Spiegel a global CO2 tax 
should rise incrementally, explaining:  “Ini-
tially, $50/tonne, then $100 and, within 
two-three years, going to $150/tonne for 
container shipping. “Green fuel will still be 
more expensive than fossil fuel for a while. 
That’s why we have to make fossil fuel more 
expensive and, at some point, ban new 
fossil-fuelled ships completely.” 

A Maersk spokesperson said the date 

for banning ICEs in shipping would not be 
the same as the ban in the automotive 
industry, because ships and the maritime 
sector were different. A maritime ban on 
ICEs will be dependent on when the price 
gap between conventional and low carbon 
fuels has narrowed. However, the process 
for achieving zero greenhouse gas (GHG) 
emissions should follow the pattern of that 
used by the EU. 

Mr. Skou said: “A global ‘drop dead 
date’ would address future newbuild ves-

sels, complementing the impact on existing 
ships from the carbon tax. With a phase-in 
ending at $450/tonne of fuel, this tax 
would address the price gap between the 
fossil fuels of today and the carbon-neutral 
fuels of tomorrow. “As the price gap nar-
rows, the IMO’s Energy Efficiency Design 
Index, in its coming phases, could make the 
end date for fossil-fuelled ships a global real-
ity.” 

Asked whether this was more to 
accommodate Maersk’s new methanol-pow-
ered vessels, making them less-expensive to 
operate, relative to diesel-powered vessels, 
Maersk said these vessels “would be dual-
fuelled anyway”, but they represented less 
than 3 per cent of the carrier’s fuel con-
sumption. It also pointed out that the 
company operated more than 700 conven-
tionally powered ships, which would be 
subject to any carbon levy. 

Mr. Skou says he believes it is critical 
for the regulators to introduce a carbon levy 
in order for the industry to meet the require-
ments of the Paris Agreement, which 
stipulates that signatories should take steps 
to maintain average global temperature rises 
at 1.5˚C. He also believes the combination 
of global carbon pricing and a set date for 
ending the building of fossil-fuelled ships 
“would be a strong signal to the shipping 
ecosystem – including yards and fuel pro-
ducers – about which way the wind is 
blowing”. 

It would also accelerate industry efforts 
to achieve global emission reduction targets, 
added the Maersk CEO. 

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

SØREN SKOU
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LCL market efficiency boosted by stratospheric rate 
costs, say forwarders 
BY NICK SAVVIDES 

As freight forwarders gathered in a 
plush London hotel recently, the talk at the 
London Freight Club annual bash was that 
soaring rates had pushed NVOCCs to make 
certain that containers were full. In the past 
NVOCCs and freight forwarders would 
push out containers sometimes only half 
full, as the cost of freight was so low that 
the impact was minimal. However, with 
freight rates now hitting unparalleled levels, 
those days are over. “We can’t afford to 
send out boxes with just a half or part load 
any more,” confided one forwarder. “In the 
past if you needed to get freight out of the 
door you might not fill the container so that 
you could make sure your customer’s cargo 
arrived on time,” he said. 

Now though with less than a full con-
tainer load (LCL) freight rates having risen 
in line with full container charges, from 
about $50 per cubic metre to between 
$300-350 per cubic metre, it’s critical to fill 
boxes to make sure all the costs are cov-
ered. Nevertheless, forwarders at the 
freight club were candid about their 
incomes as a result of the booming market. 
One told  The Loadstar, “My income has 
increased by 700-800 per cent over the last 
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18 months, and that’s on around 15 per 
cent less cargo overall.” 

Rates in the NVOCC and freight for-
warder market are effectively controlled by 
the asset owners, in this case the shipping 
lines, so the forwarders are watching the 
market, searching for signs of change. In 
particular, they want to see how the ship-
ping lines react to any fall in the levels of 
demand, whether they will maintain rates 

at a profitable level, or revert to type and 
battle each other for market share in a race 
to the bottom. 

“If rates return to the pre-pandemic 
levels I will close the business, but rates are 
high. For the first time people were begin-
ning to realize what the forwarding industry 
does.” 

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

Shippers face tough choices in the US trucking market 
as costs escalate 
BY IAN PUTZGER, AMERICAS CORRESPONDENT 

Faced with the prospect of further rate hikes in the trucking 
sector, shippers are grappling with questions about the most promis-
ing strategy to procure capacity. Some appear to have abandoned 
annual contracts to look for more flexible arrangements. The con-
cept of running their own truck fleets is also looking more appealing, 
but hard to implement. 

In its latest monthly update on the ground market, Crane 
Worldwide Logistics diagnosed a fundamental reassessment of pro-
curement strategies. “Shippers are rethinking their trucking 
procurement as carrier expectations rise,” its analysts wrote in the 
update for September. “The acceleration of e-commerce and a result-
ing surge in freight demand during the past year are forcing US 
shippers to re-evaluate how they procure trucking capacity.” Crane 
noted that shippers have seen a lot of procurement costs escalate 
throughout the year, and trucking has been a painful factor in this. 
Contract rates have shown less dramatic surges than prices in the ad 
hoc market, but their rise has also been hard to swallow. “Most 
clients have seen that the contract rates entering routing guides have 
increased 7 per cent in the last two weeks compared to the previous 
two weeks,” the report stated. If the current trajectory holds, big 

truckload carriers’ full-year per-mile rate metrics will be up by mid-
teen percentages at the end of this year, the authors wrote. Most 
forecasters predict the upward pricing momentum will carry well 
into next year. According to Crane, many large carriers see rates go 
up another 3 to 5 per cent in 2022, possibly more than that. 

As with fuel costs, this forces shippers to gamble, remarked 
Satish Jindel, President of SJ Consulting. They can try to hedge 
against longer lasting volatility with contracts, or allocate more traffic 
to the ad hoc market if they expect rates to drop at some point. 

According to Crane, some shippers are foregoing annual bids 
entirely to ensure they do not lose capacity. The report’s authors dis-
cerned “a willingness to change the annual contracting process, with 
businesses looking at both shorter and longer contracts and agree-
ments that cover smaller sections of a book of business”. 

The ongoing scramble for capacity and the steep rate increases 
have made the concept of running dedicated truck fleets more 
appealing. Mr. Jindel sees the likes of Walmart and Target move in 
that direction with vans to cover deliveries to consumers, although 
they use contractors rather than build up private fleets, he noted. 
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Setting up a private fleet in the current 
market conditions is very challenging, he 
observed. Trucks are in short supply, and 
the worsening driver shortage has made the 
recruitment and retention of these more dif-
ficult than ever, as private fleet owners are 
competing for them with the trucking 
industry. 

Shippers that have their own fleet 
appear to be doing well, and some see 
opportunities in the present market. John-
sonville, a large sausage producer from the 
Midwest, is leveraging its private fleet of 
reefer trucks in conjunction with a network 
of carrier partners to launch a transport and 
logistics arm that offers spare capacity to the 
firm’s customers as well as to other ship-
pers. Beyond a transactional engagement, 
the firm’s management views this as a 
springboard to develop more collaboration 
with other shippers. Mr. Jindel finds this 
tactic a very smart approach in the current 
market. He expects this to continue for 
some time. 

To navigate through the turbulent 
market, Crane’s analysts diagnosed a need 

for more collaboration with transport 
providers, involving better use of data. Mr. 
Jindel raised a more basic form of collabora-
tion by making the trucker’s job easier, such 
as not having a driver wait several hours for 
his truck to be loaded. This requires a 

change in mindset. “Shippers have always 
taken the attitude ‘the trucker needs me, he 
will wait’,” he said. 

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

UPS pushes into same-day market with  
Roadie purchase 
BY IAN PUTZGER, AMERICAS CORRESPONDENT

UPS is reaching into the same-day 
market with the takeover of final mile 
provider Roadie for an undisclosed sum. 
The technology-based provider leverages 
some 200,000 verified gig drivers to 
deliver e-commerce. 

The acquisition is expected to be com-
pleted in the fourth quarter of this year. 
Taking over Roadie gives UPS capabilities 
to meet same-day delivery requirements, a 
concept that has been championed aggres-
sively by Amazon. “The acquisition of 
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Roadie puts UPS in the same-day delivery 
market. Despite recent investments in its 
network, UPS was not set up for same-day 
deliveries. It recognized that this was an 
area that was critical to address in order to 
service the growing e-commerce market,” 
commented John Haber, CEO of parcel 
logistics consulting firm Spend Manage-
ment Experts. Moreover, Roadie routinely 
delivers shipments in other types of packag-
ing than parcel boxes, something that the 
integrator’s systems are not geared to 
process. UPS stressed this aspect in its 
announcement of the takeover. 

“UPS customers, including large enter-
prises, are increasingly looking for local 
same-day delivery solutions for goods of all 
types, not traditional packages. Roadie often 
provides service for shipments not compati-
ble with the UPS network because of their 
size and perishable nature, and often 
because they are in shopping bags without 
the packaging required to move through the 
UPDS system,” it declared. 

Mr. Haber remarked that shippers with 
items that would incur hefty surcharges 
from FedEx and UPS benefit from a Roadie-
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type service, adding that the Roadie takeover boosts UPS’s reach into 
other market segments. “The addition of Roadie will now allow UPS 
to compete with DoorDash and Instacart, which continue to expand 
delivery services to a larger group of retailers, as well as Target’s 
Shipt subsidiary,” he noted. Some observers have suggested that the 
acquisition will also give UPS additional capacity to accommodate 
the anticipated surge of peak season traffic. However, Dean Maci-
uba, managing partner, North America of Last Mile Experts, doubts 
that the integrator will benefit from Roadie’s capacity. For one thing, 
taking on additional parcels could compromise Roadie’s speed of 
delivery, which has been at the heart of its business model, he said. 
The more important obstacle, though, is the stark demarcation line 
between union and non-union work at UPS, he added. This is 
reflected in UPS’s statement on the takeover, which highlighted that 
Roadie would operate under its old name as a separate entity and 
packages moved in its system would not cross over into the UPS net-
work and vice versa. 

Cathy Morrow-Roberson, founder and lead analyst of Logistics 
Trends & Insights, regards this declaration as a nod to the labour 
union, which was opposed to the integrator’s earlier deal with the 
US Postal Service, for the agency to perform final mile delivery of the 
company’s SurePost service. In the long run, however, she expects 
the two sides to be combined. “The big thing is to convince the 
union,” she said. To her the acquisition of Roadie was no surprise. 

After UPS management made noises about aspirations to enter the 
same-day market but without a significant investment, during an 
investor presentation in June, she raised the possibility of an alliance 
or outright takeover of the delivery platform, noting that UPS was 
actually one of the early investors in Roadie. 

Mr. Maciuba views the takeover as an excellent opportunity for 
UPS to sound out the potential of the same-day delivery market and 
the micro fulfillment concept, which is built around positioning key 
inventory in distribution facilities closer to final market, using artifi-
cial intelligence in the process. 

One question is how FedEx is going to respond to its arch-rival’s 
latest move. The integrator has a same-day service, but it is not 
geared for broader e-commerce. It targets the B2B sector, moving 
goods from its FedEx Office locations, using its own salaried drivers, 
which is more expensive than a crowd-sourced solution like 
Roadie’s, Mr. Maciuba noted. He added that the goods ordered by 
online shoppers are not available at FedEx Office branches. Mr. 
Haber noted that on recent earnings calls FedEx top brass described 
same-day services as more of a niche offering, which indicates that 
they do not regard this as a strategic offering that FedEx must add to 
its portfolio. 

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

Prepare now for a very challenging air freight peak, 
urges TIACA 
BY ALEX LENNANE

The air cargo industry has urged gov-
ernments and stakeholders to prepare for 
what is expected to be a highly challenging 
air freight peak season. The International Air 
Cargo Association (TIACA) said on Septem-
ber 22 that the industry is facing 
“unprecedented challenges” in the fourth 
quarter, with demand easily outstripping 
supply. Noting that port congestion, delays 
and the rising costs of sea freight are sending 
desperate shippers to air freight, TIACA said 
that combined with online shopping events, 
as well as the traditional peak, “the stress on 
the system is expected to grow substan-
tially”. It urged the industry to prepare, 
especially in the face of COVID-related 
restrictions on workforces, particularly in 
Asia. 

“Such restrictions are causing cargo to 
be disbursed across neighbouring countries 
and airports, causing further challenges. 
Shippers are therefore encouraged to work 
with forwarder partners to secure required 
capacity as early in the cycle as possible.” 

Whether there is any capacity avail-
able remains a moot point. Atlas Air, for 
example, in its latest earnings call said it 
was reserving 5 per cent of capacity for the 
spot market. Others said companies would 
have to be creative to get capacity. Steve 
Manser, charter expert at Hunt & Palmer, 
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said: “Charter rates are through the roof 
and capacity at a premium – you need to be 
resourceful to find solutions for customers 
including passenger freighter capacity – the 
team at Hunt & Palmer are pulling rabbits 
out of hats for our customers.” 

One consultant said rates would be 
“erratic” over the next two months, with 
rates out of China to the UK, for example, 

more than tripling in the past month to 
more than $9 per kg, while another cited 
$15 per kg out of Hong Kong. One source 
said a carrier is charging some $25,000 per 
hour for a 747 freighter. 

TIACA not only urged air cargo’s cus-
tomers to plan as early as possible, but also 
tasked governments with helping relieve 
the situation. “Governments are urged to 
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fast-track ad hoc charter permits and consider supporting seventh 
freedom regimes where they are being implemented. “States are also 
urged to work with industry representatives to identify in advance 
potential system blockages in order for them to be addressed before 
they further impact supply chains. Supply chain disruptions are 
already being experienced in certain markets and the situation is pro-
jected to worsen.” 

Rising passenger numbers have meant that some of the passen-
ger freighter capacity has left the market, but much of that is now 
on domestic or tourist routes, minimizing belly usage. TIACA said 
the industry needed to act too, and “adopt efficiency tools such as 

enhanced data sharing as a matter of urgency”. “Contingency plans 
must be established to deal with all eventualities that may arise. The 
key to success is planning and communication.” 

Steven Polmans, TIACA Chair, said: “Planning must start now. 
Resourcing and capacity will be issues, handling and facility space 
will be an issue, delivery and drivers will be an issue. We should be 
proud of the innovative, agile and flexible approaches adopted by the 
industry these past 18 months and now we must equally rise proac-
tively to these new challenges as the weight of customer 
expectations mount.”  

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

FedEx sees Q1 profit drop as labour shortages  
disrupt services 
BY ALEX WHITEMAN

“Constrained” labour markets took a 
bite out of FedEx’s first quarter profits as it 
recorded a near 12 per cent decrease, lead-
ing the integrator to up its rates.Year-on-year 
operating income for the three months to 
August dropped from $1.59 billion to $1.4 
billion, but a 12.3 per cent climb, to $22 bil-
lion, in revenues seemed to leave CEO Fred 
Smith bullish on the company’s direction, 
even as he bemoaned labour shortages. Mr. 
Smith said: “The execution of our strategies 
continues to drive higher demand for serv-
ices, despite disruptive impact of the 
pandemic to labour availability and supply 
chains.” 

COO Raj Subramaniam told investors 
the impact of constrained labour markets 
remains the “biggest issue” facing not only 
FedEx, but “many other companies around 
the world” and was the “key driver” of the 
“lower than expected” results. Asked to 
place a figure on the financial impact of the 
labour shortages, Mr. Subramaniam said 
“approximately $450 million”, with FedEx 
Ground bearing the brunt of the difficulties. 
“To illustrate this: our Portland hub is run-
ning approximately 65 per cent of the 
staffing needed to handle its normal 
volume, which results in our teams divert-
ing 25 per cent of the volume it would 
normally handle because it simply cannot 
be processed efficiently to meet standards. 
“That diverted volume must be rerouted 
and processed, which drives inefficiencies 
in our operations and in turn higher costs. 
“These inefficiencies included adding incre-
mental linehaul and delivery routes, 
meaning more miles driven and higher use 
of third-party transportation to enable us to 
bypass Portland entirely. Now that’s merely 
one example.” Across the Ground network, 
more than 600,000 packages a day are 
being rerouted, with the company anticipat-
ing the associated pressures persisting 

throughout the peak season. 

To offset this, Mr. Subramaniam said 
the company was attempting to recruit 
some 90,000 extra staff ahead of the peak, 
offering tuition reimbursement and paid 
premiums for peak period shifts, notably at 
weekends. He added: “We are also action-
ing detailed volume and demand planning 
with customers to drive additional sorts to 
alleviate congestion and expanding network 
capacity.” 

But amid the noise, FedEx also 
announced its third rate increase of the year, 
with Express, Freight, and Ground services 

all seeing shipping rates increase by an aver-
age of 5.9 per cent from 3 January 2022, 
alongside a series of surcharges. The first of 
these, a fuel surcharge, will take effect from 
1 November, while from 17 January a host 
of surcharges will added to customer bills. 
In a statement, the company said: “These 
changes reflect incremental costs associated 
with the challenging operating environ-
ment, while enabling FedEx to continue 
investing in service enhancement, fleet 
maintenance, technology innovations, and 
other areas.” 

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