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Investments in ports are investments into the
future of Canada
BY DANIEL-ROBERT GOOCH

PORT OF MONTREAL

My first few weeks as
President and CEO of the Association
of Canadian Port Authorities (ACPA)
have been spent meeting with our
member ports and learning about
the importance of Port Authorities to
trade and tourism in Canada. I have
come to the conclusion that while
there are differences in business and
financial models between Canada’s
Port Authorities and Canadian airports,
which I served in my previous role,
there are also some shared concerns.

I am struck by how Canada’s ports,
like airports, wrestle with maintaining
critical trade-enabling infrastructure
while investing in the future. ACPA
was pleased to participate in the
Government of Canada’s recent
National Supply Chain Summit and
put forward recommendations on
how to do just that.
Canada Port Authorities
have been critical to the federal
government’s efforts on trade and
supply chains, including infrastructure

PORT OF VANCOUVER

Photo courtesy of Vancouver Fraser Port Authority
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funding to ports through the National
Trade Corridors Fund (NTCF). In our
pre-budget submission to the federal
government, ACPA made additional
suggestions to promote supply chain
resiliency, decarbonization and trade
facilitation:
• Develop a dedicated financial
support to scale green shipping
corridors at Canadian ports
ACPA was pleased to see the
government becoming a signatory
of the Clydebank Declaration for
green shipping corridors, and
urges it to scale this support to
Port Authorities across Canada.
This initiative is an important
recognition of the role of ports on
decarbonization and our members
are keen to support it. To do so,
however, Port Authorities will
need dedicated green corridor
infrastructure financial supports
to meet our country’s commitment
as a signatory.

Canadian
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• Revive the Shore Power
Technology for Ports Program
offered by Transport Canada
As more vessels seek to avail
themselves of shore power and ports
work to decarbonize and reduce
emissions, financial aid would cover
the costs of port infrastructure
required to support these efforts.
• Develop dedicated funding for
port infrastructure focused on
decarbonization and the energy
transition
NTCF has been a boon for
Canadian infrastructure and a
clear success in identifying and
funding key investments, with
ports as key beneficiaries. To target
decarbonization, Port Authorities
recommend a new fund or an
NTCF envelope that specifically
supports the infrastructure needed
to receive vessels operating with
more sustainable fuels of the future,
including hydrogen hubs, consistent
with the federal government’s
Canadian Hydrogen Strategy.
• Continue focused National Trade
Corridor Funding to support
supply chain resilience
ACPA was pleased to hear of the
federal government’s allocation of
$50 million to strengthen supply
chains and tackle bottlenecks via a
new call for proposals under NTCF.

PORT OF SAGUENAY

Photo courtesy of Port de Saguenay

NTCF has been pivotal to upgrading
ports, with additional funds assisting
with supply chain optimization.
Canada’s Port Authorities also
note that federal action is required to
give them access to private sources
of capital, subject to financial risk
assessment, which would accelerate
major infrastructure project completion
and alleviate the need for federal
funding.
Borrowing limits on ports, many
of which were set decades ago at
the formation of Port Authorities,
are insufficient in raising the capital

PORT OF PRINCE RUPERT

needed for infrastructure investment.
Amending them is such a lengthy
process that interested private
capital often walks away. ACPA also
recommends that the government
revise the current formula for
establishing borrowing limits and
that these criteria be determined by
commercial lenders.
Canadians are looking to the
future, to how we can emerge and
prosper after COVID-19. Recovery is
an opportunity to transition Canada
into a leadership role in green,
inclusive, digital, and resilient Port
supply chains. The recovery will
require trade and global connections
to build wealth, and Canadian Port
Authorities will be central to facilitating
our country’s sustainable recovery.
Daniel-Robert Gooch is president
and CEO of the Association of
Canadian Port Authorities. Until
February 2022, he was president of
the Canadian Airports Council.

This article was submitted for
publication by ACPA, which is solely
responsible for its contents
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Three key points need resolution for port
governance to advance
BY ALEX BINKLEY

PORT OF SAINT JOHN

Modernizing governance of
the 17 Canadian Port Authorities
has been under review for four
years and Transport Minister Omar
Alghabra has been instructed by
Prime Minister Justin Trudeau to
bring it to a conclusion. When
that might happen and whether
legislative changes will have to be
made by Parliament remains to be
seen. However, the Association of
Canadian Port Authorities (ACPA) has
identified three fundamental matters
the federal government needs to act
on “to enable Ports to fully achieve
their potential in enabling Canada’s
ambitious international trade agenda.”

with partners and stakeholders during
public consultations in 2018 and
2019. It published its observations
on those discussions in a 14-page
report in October, 2020 and said the
suggestions it received would be
considered. It was not clear whether
the department will propose changes
or conduct further consultations. Its
ongoing consultations on the country’s
supply chain problems are bound to
include discussions on port issues.

They involve the rules for land
acquisition and disposal, financial
flexibility in their business investments
and expediting Board appointments.
Further port modernization will
be difficult to implement without
action on them, ACPA has been
telling cabinet ministers and senior
government officials for years.

Debbie Murray, ACPA’s Director of
Policy and Regulatory Affairs, said the
port review involved many transportrelated and business groups. Among
the ideas advanced was making better
use of technology to fix problems
in marine shipping, which received
plenty of support, she said. ACPA had
been calling for action on its three
fundamental changes since 2012
and has raised them at numerous
CEO Roundtables with senior federal
officials focusing on Port Authority
concerns.

When asked about the timeline
for completing the governance review,
Transport Canada said it engaged

The Port Authorities were
created by the federal government
almost 25 years ago with the aim

of being financially self-sufficient as
well as strategically significant to
Canada’s trade while providing a
link to rail and highway infrastructure
and having a diverse cargo base. In
a recent discussion paper on port
governance modernization, ACPA says
the ports have become facilitators of
trade and need to be “empowered,
as part of their core mandate, to
engage in trade-facilitation activities,
notwithstanding the primary mode
of transportation, which may include
logistics facilities, inland ports and
supply-chain related uses. Port
Authorities need to be able to
participate in, invest in, and partner in
supply chain activities that go beyond
current legislation that confines port
activities to the movement of goods
at the port or on port lands.” ACPA
also urged the government to allow
the ports “to create non-wholly owned
subsidiaries for operations on nonport properties and, if required, for
non-port activities. This approach
provides an innovative financing
mechanism. For example, a Port
Authority could create a subsidiary
and sell a portion of the shares to a
private sector participant to build a
major new infrastructure development.
ACPA further suggested that the
federal government should provide
loan guarantees for infrastructure
projects that facilitate increased trade.
Port Authorities must be flexible and
adaptable to changing circumstances
in responding to “trade-related
opportunities while reducing timedelaying restrictions imposed by
government legislation, regulations
and other requirements.”
ACPA noted that the global
transportation system is rapidly
changing and federal review provides
“an opportunity to further transform
our port system into one that
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holistically integrates trade, supply
chain partners, new technology,
and communities in a predictable,
innovative and safe manner.”
The government’s current
ponderous and slow Board
appointment process has left many
Port Authorities with a reduced
number of Board members.
“Several Boards have dropped to
less than half of their complement
of Directors, preventing them from
developing critical strategic plans
for the Port Authority. A further
unforeseen consequence of extensive
appointment delays is that well
qualified candidates have withdrawn
prior to their eventual appointment.
“There is a clear need for consistent
and timely Board appointments that
reflect and respect both the work that
went into developing the nomination
lists, as well as the Board-approved
competencies matrices for each CPA.”
The ports have evolved into
“operations and activities beyond
their important initial role as port
land managers. Modern Canadian
ports have become multi-modal
industrial hubs, including the
development of logistics centres,
product transformation hubs and trade
enabling infrastructure to support
continued commodity throughput
growth.
“Modern Port legislation has to
provide CPAs with the power and
authority to be the initiators, the
catalysts, the architects to develop
an integrated supply chain data
management approach. “The model
for success should be something akin
to what happens when somebody
orders a product on-line and then
can track on-line and in real time
the delivery progress from the
manufacturing floor to their doorstep.
“Integrated information
technology and advanced data
management are the next frontier of
port efficiency. Numerous disruptive
technologies such as blockchain
applications are being tested in various

10 • Canadian Sailings • March 28, 2022

formats, but none have yet gelled.”
The federal review should also
consider observations from the United
Nations Conference on Trade and
Development (UNCTAD) on key trends
shaping the marine sector including:
• The relationship between Ports
and container shipping lines and
shipping alliances
• Restructuring and larger vessel
deployments
• The impact of market concentration
and ship deployment in the
selection of ports-of-call,
• Configuration of liner shipping
networks, distribution of costs and
benefits between container shipping
and Ports, and container terminal
concessions,

• Protectionism creating uncertainty
from broad geopolitical, economic,
and trade policy risks,
• Digitalization and e-commerce’s
ability to help maritime transport
respond to increased demand with
enhanced efficiency,
• Excessive new capacity among
overly optimistic shipping lines could
lead to worsened shipping market
conditions,
• The potential for market power
abuse by large shipping lines as well
as the related impact on smaller
players,
• The value of shipping can no
longer be determined by scale
alone, and the ability to leverage
relevant technological advances is
increasingly important.

PORT OF OSHAWA

PORT OF SEPT-ÎLES
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Strong demand drives container growth at Vancouver
BY KEITH NORBURY

— from March to June 2020 “when the
uncertainty and economic shutdowns
weakened the global economy and
slowed international trade,” the Port
said. “The surge in imports, both
containers and autos, began in the
second half of 2020 as the situation
stabilized, government financial
assistance was injected into the
Canadian and American economies,
and consumers, constrained from
service and travel spending, used their
money to instead purchase goods.”

VANCOUVER

That consumer demand caused
containerized imports to surge since
mid 2020.
The impact on the port’s auto
sector business was more direct,
though. “Semiconductor shortages
curtailed new vehicle manufacturing
which, in turn, reduced the number
autos shipped through the port in the
second half of 2021,” the port said.

Photo courtesy of Vancouver Fraser Port Authority.

Cargo volumes at the port of
Vancouver, Canada’s largest, likely
increased in 2021, according to
Vancouver Fraser Port Authority.
“Generally speaking, the pandemic
did not appear to have a significant
direct impact on total cargo volumes,”
said a statement from the Port
Authority.

impacts to inland rail and road
connections with the rest of the
continent due to wildfires in July
and severe rainstorms and floods in
November.”

CENTERM EXPANSION
NEARS END

The biggest general impact on the
port’s overall cargo volumes from the
COVID-19 pandemic occurred early on

In response to increase
international trade demand, “the Port
Authority is leading the development

The Port had not yet finalized its
numbers for 2021, but estimated that
its 2021 tonnage will be slightly higher
than 2020, in the order of 145.8 million
tonnes. The Port did, however, have
complete container traffic stats for
2021. According to its December 2021
accumulated container traffic report,
the port handled 3,680,581 TEUs last
year, compared with 3,467,521 TUEs
in 2020.

GROWTH DESPITE DISASTERS
“Strong North American demand
for imports from Asia remains the
leading driver of container growth,”
the Port explained. Leading that
growth were laden imports, which
increased six per cent, “despite

Photo by Andrew Fyfe courtesy of Vancouver Fraser Port Authority
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additional capacity should be built at
Prince Rupert instead.
In 2020, Delta city council voted
to request that the federal government
not approve the project. Council
cited federal review panel report
findings such as the potential effects
on the ecosystem, killer whales, fish,
birds, and humans as well as on First
Nations cultural heritage and land use.
Global Container Terminals Inc., which
operates Deltaport and has its own
proposal to expand that operation, has
also voiced opposition to Terminal 2.

Artist’s rendering from April 2014 shows site of proposed Roberts Bank Terminal 2 container terminal.
Image courtesy of Vancouver Fraser Port Authority

of more than $1 billion worth of tradeenabling infrastructure projects.”
Among those projects is an expansion
of the Centerm container terminal,
operated by DP World (Canada) Inc.
on the south shore of Burrard Inlet.
“It’s actually going to be completed
November this year,” said Maksim
Mihic, General Manager and CEO of
DP World (Canada). He added that
the project, which has been in the
works for a decade, isn’t a response to
the current situation. “It’s just careful
planning for the capacity for the
market,” Mr. Mihic said.
DP World repeats that theme with
all its facilities, such as its Prince Rupert
container terminal. It does so by
maximizing the capacity of an existing
facility by utilizing technology to
minimize any increase in its footprint.
“For example, in Vancouver we are
going to increase the footprint 15 per
cent but the capacity will be increased
66 per cent,” Mr. Mihic said
According to the Port Authority,
the Centerm expansion is valued
at $454 million, which includes a
$28.5 million federal government
contribution toward the related South
Shore Access Project to improve

road and rail access. The terminal
expansion will increase annual capacity
to 1.5 million TEUs from 900,000 TEUs
at present. “We will balance the berth
capacity, yard capacity, rail capacity,”
Mr. Mihic said. “The limiting factor for
us was rail. So the rail capacity would
be almost a 100 per cent increase.”
On-dock rail will nearly double
to 15,000 feet from 8,000 feet. The
facility will also switch from rubber-tire
gantry cranes (RTGs) to rail-mounted
gantry cranes (RMGs). “And we use
the advanced software to optimize
the movements so we will push more
through the on-dock rail,” Mr. Mihic
said.

TERMINAL 2 MEETS
OPPOSITION
The future of another big project
at the port — the Roberts Bank
Terminal 2 Project — isn’t quite
so clear. An organization called
Against Port Expansion reiterated its
opposition to Terminal 2 in a Nov.
18 news release. The group argued
that recent wildfires and flooding in
B.C. “laid bare the absurdity” of the
project. Rather than expand terminal
capacity in Vancouver, the group said

The Port Authority sees the matter
differently, though. “We are clear in
our view that the best project to meet
Canada’s trading needs is Roberts
Bank Terminal 2,” Port Authority
CEO Robin Sylvester said in a Nov.
25 address to the Vancouver Board
of Trade. “This project has been in
Canada’s Environmental Assessment
process for over eight years and we
anticipate that a decision could finally
be made as early as this spring.”
The Retail Council of Canada
is also onside with the project. “If
Roberts Bank Terminal 2 is turned
down by the current (Environmental)
Impact Assessment Agency of Canada
process, there could be more than
a decade of capacity restraint until
another project is approved,” the
council said in a Feb. 23 posting on its
website.
According to the Terminal 2
website, during construction the
project would create 18,050 person
years of employment, contribute $519
million in taxes to all government
levels, and generate $2.3 billion in
gross domestic product. Once in
operation, it would produce $1.7
billion in annual labour income.
The Port didn’t give a firm timeline
for the project. However, it noted that
a public comment period, as part
of the environmental assessment, is
now underway. “Pending approval
from the federal government, receipt
of other regulatory approvals and
permits, market conditions and a final
investment decision, construction
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would take approximately six years,
making the much-needed container
capacity available by the early 2030s,”
the Port said.

FRASER SURREY DOCKS SOLD
In 2019, DP World acquired
Fraser Surrey Docks from Macquarie
Infrastructure Partners. Mr. Mihic said
the acquisition is “working very well.”
The new owner has plans to make it
work even better, following the same
philosophy as at Centerm and Prince
Rupert to “densify” the operation.
“It’s a great facility, the largest general
cargo facility probably on the West
Coast, 190 acres, but under-utilized,”
Mr. Mihic said of Fraser Surrey Docks.
So far, the company has
introduced a short-sea shipping
operation at the terminal. It is also

planning a rotating container service.
“This method allows fully sealed
containers to be rotated 180 degrees
within the hold of the vessel to unload
the contents rather than using the
traditional bulk ship loader,” noted a
May 2021 news release from DP World
(Canada) announcing an agreement
with New Gold Inc. to ship copper
concentrate through Fraser Surrey
using the method. The “rotainer”
technology can also be used with
sulphur, wood pellets, fertilizer and
grains, the news release added.
“What is good about this, you offer
the market to the small company
that couldn’t afford the bulk-loading
facility,” Mr. Mihic said. The rotainer
system and other facilities at Fraser
Surrey complement DP World’s other
terminals on the B.C. coast, he said.

LOOKING AHEAD
Other recent developments at
the port of Vancouver include the
following:
• The Tsawwassen Container
Examination Facility, on Tsawwassen
First Nation industrial lands, is now
in operation.
• Project and environmental review
of the Annacis Auto Terminal
Optimization Project is underway,
with construction expected to start
in fall 2022 and be completed in
2023.
• The Port Authority signed a
relationship agreement with the
Tsawwassen First Nation in October
and a similar agreement with
the Musqueam Indian Band in
November 2021.
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• The Port Authority is also embarking
on a multi-phase, multi-year “Port
Optimization and Digitalization”
program “for making maritime
transport supply chains more
efficient, flexible and agile.”
Looking ahead, Vancouver
Fraser Port Authority is collaborating
with supply chain partners, such as
Transport Canada and Prince Rupert
Port Authority, on the West Coast
Supply Chain Visibility Program. “As
a next step, in 2022, we are looking
to move forward with establishing
long-term direct daily rail data feeds
to support the program, along with
establishing similar agreements
with major terminal operators and
shippers,” the port noted by email.
“The supply chain disruptions resulting
from B.C. wildfires in the summer of
2021, and landslides and floods in the
fall, further highlighted the importance
of resiliency to our supply chain and
active management in the recovery
from disruptions.”

Project and environmental review of the Annacis Auto Terminal Optimization Project is underway.
Photo by Andrew Fyfe courtesy of Vancouver Fraser Port Authority

The Port Authority is also leading
an Active Vessel Traffic Management
system “to improve transparency,
efficiency, and reliability for all port

users, while also increasing throughput
for trade-enabling vessels as they
move through port waters.”
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Prince Rupert explores new container terminal feasibility
BY KEITH NORBURY

Prince Rupert Port Authority and
terminal operator DP World have
entered into a two-year agreement to
assess the feasibility of a new container
terminal. The proposed project would
add up to two million TEUs of annual
capacity at Prince Rupert, the parties
announced Feb. 24.
“This agreement is a clear
demonstration of our commitment and
confidence in the viability of a second
terminal at the port of Prince Rupert,”
the announcement quoted Maksim
Mihic, DP World (Canada)’s CEO. “Our
vision for this proposed project will
ensure the Canadian trade and supply
chain landscapes are future-proofed.
The feasibility studies will employ a
pragmatic approach, exploring the use
of advanced technologies and ideas
to position the new terminal as an
industry leader within Canada and the
world.”
Shaun Stevenson, the Port’s
President and CEO, added that the
second container terminal “will help
consumers, exporters and industries
across the country while continuing to
contribute significant economic benefit
for local communities, the broader
region and our Indigenous partners.”

Prince Rupert also experienced
a modest decline in its container
business, which he attributed to
disruptions in the trans-Pacific trade
and the intermodal segment as well as
congestion at other West Coast ports
“that have impacted the service strings
into Prince Rupert.” Container volumes
dropped to 1,054,836 TEUs in 2021
compared with 1,141,390 TEUs in
2020, and 1,210,776 TEUs in 2019, the
last full year before the pandemic. “So
we actually saw some modest decline
of container volumes because of just
the disruption to those services,” Mr.
Stevenson added.

SHIPS SKIPPED RUPERT
Mr. Mihic said that the reduction in
container volumes at Fairview Terminal
resulted from ships skipping Prince
Rupert to secure places in line at Los
Angeles-Long Beach. Congestion
at that massive port resulted from
pandemic-induced soaring demand
for consumable products. “So with
normal market conditions, there’s no
congestion, they go to Prince Rupert,”

Mr. Mihic said. “They will discharge
the Midwest cargo, for the Chicago
and Detroit area, and they’ll go down
south. But now, because of that
congestion, they tried to save time by
skipping calls at Prince Rupert.” Some
carriers realized that if they called at
Prince Rupert instead of L.A., they
wouldn’t have to wait. They could
discharge cargoes bound for the U.S.
Midwest and return quickly to Asia.
As noted in a news release in
January, the Port introduced “an
express COSCO pendulum shipping
service” between Fairview and Asia,
and “a new trans-Pacific service
offered by MSC.” Other recent
highlights from Prince Rupert as noted
in the January news release included
the following:
• AltaGas’ Ridley Island Propane
Export Terminal had a record year,
handling 1,493,876 tonnes;
• Pembina’s Watson Island LPG Bulk
Terminal came online with 370,525
tonnes exported;

PRINCE RUPERT

RUPERT READIES FOR
REBOUND
The announcement came as work
on expansion of the port’s existing
Fairview container terminal continues
apace to increase its annual capacity to
1.8 million TEUs by 2023. It also comes
on the heels of an “uncharacteristic”
23 per cent decline in the port’s overall
cargo volumes in 2021. Most of the
decline was because of the loss of a
large thermal coal customer and also
because 2021 was a poor crop year,
which reduced grain exports, Mr.
Stevenson said in an interview with
Canadian Sailings.
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Port of Prince Rupert and DP World are exploring the feasibility of a second container terminal. Image
courtesy of Prince Rupert Port Authority
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• Westview Pellet Terminal exported
1,442,851 tonnes of wood pellets;
and
• Wolverine Terminals Inc. began
construction on its Marine Fuel
Terminal.

$2 BILLION IN PROJECTS
The port is in the midst of several
projects to bolster its ability to handle
larger cargo volumes, which are
expected to increase post-pandemic.
In total, Prince Rupert has $2 billion
of capital expansion projects on the
works “, Mr. Stevenson said.“Those
are projects that are either already
underway or set to be making a final
investment decision this year. So it’s
a pretty significant capital expansion
plan, and it’s largely led by privatesector investment,” he added.
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In 2019, the federal government
announced $153.7 million in National
Trade Corridors Fund toward projects
worth about $300 million: $49.85
million for rail infrastructure to service
the Ridley Island Export Logistics
Platform project; $60.2 million for the
Zanardi Bridge and Causeway project;
and $43.3 million to Metlakatla
Development Corporation for the $89
million Metlakatla Import Logistics
Park. Mr. Stevenson said the federal
government also contributed $15
million to the $125 million FairviewRidley Connector Corridor. “And, of
course, we’re paying attention to how
the federal government might look
to make more strategic investments,
given the supply chain disruptions
we’ve seen,” he said.
Stage 1A of the Fairview Terminal
expansion will increase its capacity to

1.6 million TEUs from 1.35 million by
the end of this June, Mr. Mihic said.
The next stage, 1B, will boost capacity
to 1.8 million TEUs by the end of 2022
or the first quarter of 2023. “We are
balancing capacity of the existing
terminal,” Mr. Mihic said. “That’s the
first step. But what we have learned
now — not now, we knew it for a while
— but this current disruption also
proved that every terminal of that size
needs to have a vital ecosystem that
supports the terminal capacity.”

CONNECTOR CORRIDOR
COMING
Aside from the connector
corridor, which is largely complete, the
expanded ecosystem also includes
the Ridley Island Export Logistics
Platform, which is in the late stages of
project development and planning,
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FUTURE LOOKS LESS EMPTY

Existing Fairview Terminal is undergoing an expansion to increase capacity to 1.8 million TEUs by 2023.
Photo courtesy of Prince Rupert Port Authority/Copper Sky Productions

Mr. Stevenson said. “In concert with
the southern expansion completion,
we’ll be paving both the road and
the terminal and we’ll look to activate
that road this summer,” Mr. Stevenson
said. “So that’ll mean a scaledup capacity for export and import
containers that are being handled
through present logistics facilities in
Prince Rupert, which will dramatically
reduce the environmental footprint
of that trucking activity, and improve
efficiency considerably.”
The Export Logistics Platform,
meanwhile, “will be a real innovative
platform that is really unparalleled
in Canada” with a capacity of about
400,000 TEUs, he said.
Complementing that, the import
logistics project will increase import
transloading and warehousing
capacity, he said. “So both of those
are critical to seeing us build out the
ecosystem around those cargos in
those containers to better serve the
needs of the shippers,” Mr. Stevenson
said.
Mr. Mihic observed that once
those features of the port’s ecosystem
are in place, “then you have a basis for
the future expansion.”

DERISKING THE SUPPLY CHAIN
Additional facilities at Prince
Rupert are all about “derisking”

Canada’s supply chain, Mr. Mihic said.
The U.S. has many more container
ports of entry than Canada with L.A.Long Beach accounting for about 34
per cent of the country’s container
traffic, he said. In contrast, the port
of Vancouver handles about 51 per
cent of Canada’s container traffic.
“That’s where that initiative up north is
coming from — trying to relieve that
dependence on the single point of
trade,” Mr. Mihic said.
However, the much-publicized
supply chain issues that have impeded
transportation during the pandemic
are not the main issue at the Fairview
terminal, Mr. Mihic said. “It’s an issue
of an entire supply chain ecosystem
— a lack of chassis, a lack of tractors,
a lack of drivers, a lack of capacity to
transload and all those,” he said.
Mr. Stevenson said the new
capacity and services “should set
Prince Rupert up in a very strong
position for 2022.”
Meanwhile, Vopak Canada
is also advancing planning and
feasibility work on a proposed liquid
bulk facility at the port. A greenfield
development, it is nearing the end
of its environmental assessments and
related regulatory authorizations, Mr.
Stevenson said. “We’re hopeful they’ll
be making a final investment decision
on that project in this calendar year.”

The loss of the thermal coal
customer doesn’t foreshadow a global
shift away from coal, he said. Rather it
was specific situation related to mine
permits in Alberta and the company
going into creditor protection. Coming
out that, the company decided to
shift from Ridley Island to Westshore
Terminals at the Port of Vancouver.
“But there’s no doubt that the delay
in their permitting work in Alberta
reflects the increasing scrutiny I think
Canada and the province of Alberta
have on coal production. At the
end of the day, it was a competitive
dynamic between two gateways,” Mr.
Stevenson said.
Prince Rupert, though, is
addressing carbon emissions from
ships calling at the port by installing
shore-power capacity at the Fairview
terminal. “We don’t have an air
quality issue within Prince Rupert. But
we’re certainly striving to continue to
mitigate the impacts of a growing port
on the community — and overall from
a global warming perspective,” Mr.
Stevenson said.
On the grain side, the port is
looking ahead to see what the coming
crop year will yield and if volumes
recover at Prince Rupert, he said. “But
there’s also increasing competition
for moving the Canadian agricultural
products off the West Coast with new
terminal capacity in Vancouver, new
entrants, and we expect that we’re
going to continue having to compete
for the market share we’ve enjoyed in
Prince Rupert,” Mr. Stevenson said.
On the container front, like other
West Coast gateways, Prince Rupert
has had an accumulation of empties
as imports have far exceeded exports.
“So what we’re focusing on is how
we can make those empties available
for exports,” Mr. Stevenson said.
“And I think once we come out of
the dynamic we’ve seen over the last
12 to 18 months, there’s going to
be a return by the carriers to look at
much more balanced trade, if you will,
ensuring that the imports coming into
the continent are also matched with
exports going back, but in a way that
maintains velocity.”
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Nanaimo prepares to expand container trade
BY KEITH NORBURY

A pair of 16-container-wide electric
quay cranes will replace an existing
diesel quay crane. “It’s still scheduled
to be delivered in 2024,” Mr. Mihic
said of the expansion project.
When completed, the terminal will
be able to handle container vessels of
up to 6,000 TEUs capacity, as well as
one or even two breakbulk ships and
barges. “It will have a mixed facility for
the container or breakbulk lumber,”
Mr. Mihic said.
“It just gives us big flexibility,” Mr.
Marr said.
Ships dock at Nanaimo’s Assembly Wharf. Photo by Keith Norbury

The Duke Point terminal at
Nanaimo on Vancouver Island passed
a test of its container-handling
capability in December when it
unloaded damaged cargo from MV
Zim Kingston. The container ship
made headlines in late October
when it anchored off the Victoria,
B.C. waterfront after heavy winds had
knocked more than 100 containers
into the ocean. During its anchorage,
things went from bad to worse when
some containers remaining onboard
caught fire. In December, tugboats
and Coast Guard vessels escorted
Zim Kingston to Duke Point where the
damaged containers were carefully
removed. Registered in Malta and built
in 2008, Zim Kingston has an overall
length of 260 metres and a summer
deadweight of 50,782 tonnes.
“It was definitely a challenge
because of what was being removed,
as opposed to just regular containers,”
said Ian Marr, President and CEO of
Nanaimo Port Authority. “I think the
crews out there did an amazing job,
and everybody pulled together to
make it happen. I think it bodes well
for the future just in showing how
ready we are to do stuff. It’s clearly the
way we want to go.”
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Maksim Mihic, President of DP
World (Canada) Inc., agreed that
unloading Zim Kingston was an
“excellent” test for the company’s
Duke Point operation. “It was excellent
for us. It was excellent for removing
that from clogging the supply chain,
but it also proves Duke Point as a
viable option,” Mr. Mihic said.

HALF-CENTURY LEASE SIGNED
In February 2021, DP World
signed a 50-year lease with Nanaimo
Port Authority. The agreement is “an
important first step” in a planned $105
million expansion of Duke Point, noted
a news release at the time. Project
funding includes $46.2 million from
the federal National Trade Corridors
Fund and $15 million from B.C.’s
Economic Recovery Plan. “We are in
the process of obtaining the necessary
approval permits,” Mr. Mihic said.
Once those are in place, engineering
requests for proposals will be issued.
The project will extend the existing
berth to 325 metres from 182 metres
at present. It will also include a new
truck gate, warehouse, administration
and maintenance building, and an
expanded container yard storage area.

When completed, the expanded
terminal will have an annual capacity of
300,000 TEUs, Mr. Mihic said. “That is
total capacity,” he said. “We will ramp
to it, slowly.
As a rule, a container terminal’s
capacity is one TEU for every six
people who live in its area, he
explained. Based on a Vancouver
Island population of about one
million, that extrapolates to 150,000
to 200,000 TEUs of import and export
capacity. But the Vancouver Island
market is bigger than that because
its local manufacturers have limited
existing options to access global
markets.

IT’S A BIG ISLAND
Mr. Mihic pointed out Vancouver
Island was the largest island in the
Americas that does not have a
container operation. He also noted
that the Island has nearly 20 per cent
of B.C.’s population but only 14 per
cent of its gross domestic product. He
attributed that to the Island’s inability
to access world markets because
it lacks a proper container facility.
Expanding Duke Point will enable
Island manufacturers — including
pulp and paper makers, lumber
manufacturers, and bottled water
producers — to reach exports markets
more directly. Initially DP World used

SHIPPING SOLUTIONS AT TWO DEEP SEA
TERMINALS LINKING VANCOUVER ISLAND’S
ECONOMY TO THE WORLD.
• The Port of Nanaimo ships 18 different Vancouver Island
products to 25 ports in 14 countries.
• Short-sea shipping to Vancouver with capacity to handle
containers, bulk, break bulk, heavy lift and project cargoes.
• Enhanced infrastructure providing versatility and
efficiencies for diverse cargo and vessel solutions and to
meet a growing container business both locally and globally.

LOCAL BENEFITS — GLOBAL REACH

www.npa.ca
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automobiles being sold. “It’s clearly
impacted the auto industry to quite
a quite an extent, to the point where
there’s not a lot of inventory out there
in the various places,” Mr. Marr said
without specifying any numbers. “And
it’s been universal in its application.” In
any event, he is confident the volumes
will rebound once the pandemic runs
its course. “It’s not a point you want to
dwell on,” Mr. Marr said. “It’s just the
fact of the industry.”

FAST FERRY PROPOSED —
AGAIN
Expansion of Nanaimo’s Duke Point terminal will increase container capacity.
Photo courtesy of Nanaimo Port Authority

a short-sea shipping barge service to
Vancouver to build container volume
at Duke Point. More recently it has
introduced direct calls of container
ships. “So now we have vessels calling
once a month, and once you build
more capacity, someone will start
to call directly,” Mr. Mihic said. “So
they’ll bypass this unnecessary leg
to Vancouver. We think that we can
grow to a decent volume in the
foreseeable future.”
However, as the availability of
industrial land diminishes in the
Lower Mainland and prices rise,
he also envisions logistics services
being developed at Nanaimo to
divert commodities like lumber from
the Vancouver area. “And we can
do a reverse supply to the Lower
Mainland,” Mr. Mihic said.

The pandemic has also had
an impact on the new B.C. Vehicle
Processing Centre, which received its
first shipment of automobiles from
Europe in March 2019. The $19 million
venture had received $6.3 million from
the National Trade Corridor Fund. “It
did well in its first year of operation
and was going along and then it hit,”
Mr. Marr said of the pandemic. “It
changed because demand went down.
And then with the other stuff going
on, the whole supply chain was
disrupted. It has been disrupted for
quite a while now.”
Shortages of semiconductors and
other pandemic-induced supply chain
issues have reduced the numbers of

In other news at the port, Western
Canada Marine Response Corporation
was poised to open its base in
Nanaimo as this was going to press.
And a new high-speed passenger ferry
was preparing to launch as early as
this summer to connect Nanaimo with
downtown Vancouver. Announced in
September 2021, the ferry is a joint
venture of the Port Authority, the
local Snuneymuxw First Nation, and
Conqora Capital Partners Inc. “COVID
has slowed various discussions and
various abilities to finalize certain
things,” Mr. Marr said. “But I’m still
anticipating launching this summer.”
If that happens, it will succeed where
other ventures have failed before. As
the Victoria Times Colonist noted,
three previous ferry services collapsed
financially while others simply failed to
materialize.

COVID IMPACTS CARGO
VOLUMES
The COVID-19 pandemic
significantly reduced cargo volumes at
Duke Point, although they rebounded
slightly in 2021. The terminal handled
25,055 TEUs last year, up from 22,329
TEUs in 2020, but down from 29,762
TEUs in 2019, and a high of 44,891
in 2018. Total volume at Nanaimo
increased to an estimated 4,322,437
tonnes, up from 3,347,000 tonnes in
2020, but down from 4,646,330 tonnes
in 2019.
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Tranquil Ace docks at B.C. Vehicle Processing Centre at Nanaimo’s Assembly Wharf
Photo courtesy of Nanaimo Port Authority
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Forest company investing millions in Port Alberni terminal
BY KEITH NORBURY

February, “We have spent a lot of
money already on it.” He added
that he has also been in touch with
shipping lines in Europe and Eastern
countries. Mr. Sanghera declined
to name the carriers he has had
discussions with, citing non-disclosure
agreements, but he admitted they
include names familiar to the industry.
He also hinted that his company
has been in touch with large retailer
shippers such as Canadian Tire and
has also met with companies that
handle roll-on roll-off cargoes.

Zoran Knezevic, President and CEO of Port
Alberni Port Authority

The port of Port Alberni on
the west side of Vancouver Island
is working with forestry company
San Group to take over stevedoring
operations at the port’s Berth 3. “San
Group is in the process of setting up
the operation,” Zoran Knezevic, CEO
of Port Alberni Port Authority, said
in February. “They are brand new in
the terminal operations. So they’re
gathering all the right expertise and
the right people, setting it up.” Mr.
Knezevic said the project, called
Santerm, is “progressing but maybe
not as fast as we would like.” He
predicted it will “probably take six
months to a year in order to be fully
operational.”

A LOT OF MONEY ALREADY
SPENT
Last June, Langley, B.C.-based
San Group announced a multimillion-dollar agreement to ship
lumber products from Berth 3 and
to lease land and warehouse space.
At the time, San Group said it would
invest $50 million to $60 million into
“shipping operations of its finished
products.” San Group CEO Kamal
Sanghera said in an interview in

from the vessel and either truck them
to the mainland or barge about 200
boxes at a time to Port Langley,” the
post added. Mr. Knezevic noted that
the 53-foot containers are an oddsize used for domestic transport.
“However, they’re produced abroad,
brought here by ships, and then
sorted out and distributed throughout
the province,” he said. Because the
53-footers are cumbersome, terminal
operators don’t like to handle them
and they charge a premium to do so,
Mr. Knezevic added. “So the importers
are looking for an alternative, and San
is trying to provide that alternative,”
Mr. Knezevic said. “But the main
focus for San will be to create a facility
they use to ship the goods that they
produce.”

San Group already has invested
about $200 million dollars in its
forestry operations in the Port Alberni
area, Mr. Sanghera said. They include
three sawmills and a manufacturing
facility. The company also has its own
logging operations.
Aside from shipping San Group’s
own products, Berth 3 will also
handle a variety of other cargo types,
including containers and breakbulk,
he said. “It will be available for
everybody,” Mr. Sanghera said. “This is
going to be a standalone business but
that will complement my own business
too.” Upgrades to Berth 3 will include
dockside cranes and storage silos.
The lease itself covers 17 acres of land
and 600 feet of berthing space as well
as warehouses and buildings. “That
facility never had those big cranes
before,” Mr. Sanghera said.

GLOBAL SHIPPING TARGETED
While San Group is also
communicating with domestic
stakeholders, the ultimate aim
is to target global shipping, Mr.
Sanghera said. He maintains that
Port Alberni can have a competitive
advantage both economically and
environmentally. Both he and Mr.
Knezevic are touting Santerm as a
direct route to Asia for Vancouver
Island cargoes that now often are
shipped to Vancouver where they are
loaded on ships that pass Port Alberni
on their way to Asia.
Beneficiaries of the new terminal
will include factory fishing vessels that
currently unload into containers at Port
Alberni that are then trucked to the
mainland. Catalyst Paper could also
use Port Alberni to ship its products
directly to Asia. That would not only
reduce the carbon emissions from the
transport but reduce congestion at
terminals in the Vancouver area.

WORKING WITH STEVEDORES
Mr. Sanghera said his company
does have a background in
stevedoring and is working with
stevedoring companies, such as
Western Stevedoring, on the Port
Alberni venture. A Feb. 10 posting
on San Group’s Facebook page said
Santerm is now accepting “53 foot
and 60 foot containers along with
regular size boxes.”
“We are able to offload containers

“It’s beneficial on multiple levels,”
Mr. Knezevic said. “And it’s really good
to see an organization like San get
involved to control their own future.”
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FLOATING DRY DOCK
The Port Authority is also working
on establishing a floating drydock in
partnership with Canadian Maritime
Engineering. Estimated to cost
$68.8 million in October 2020, its
cost has probably risen slightly, Mr.
Knezevic said. The Port Authority
has spearheaded a community
committee “in which the sole mandate
is to secure that funding to create
the floating drydock,” he said. He
added that the port has had an initial
round of interviews with a provincial
government advisory committee
looking at developing a B.C.
shipbuilding strategy. The drydock
would be able to accommodate
vessels of up to 15,000 tonnes
deadweight, including Coast Guard
and naval vessels as well as the entire
B.C. Ferries fleet. Mr. Knezevic said
he expects the provincial advisory
committee to confirm its support for
this project by the fall of 2022.
Canadian Maritime Engineering
has bought land from the City of Port
Alberni near the terminals. However,
Mr. Knezevic noted that the port’s
berths 1 and 2, which are aging
infrastructure with a combined length
of 1,050 feet, are well-suited to attach
the floating drydock.

CARGO VOLUMES REBOUND
Port Alberni cargo volumes
rebounded in 2021, Mr. Knezevic said.

Log exports had slumped about 35
per cent in 2020 because of COVID-19
and a labour disruption at Western
Forest Products. “But 2021 was really
good,” he said. “We went back to our
2019 numbers, and we are up more
than 50 per cent this year versus last
year.”
Recent activities in 2022 included
three vessels — Santa Serena, New
Face, and Global Ambition — calling
at Berth 3 to load logs for export. A
fourth vessel, which docked at Berth 1,
Sunderoey, carried fish frozen at sea.
Frozen fish exports increased in 2021,
in part because another vessel was
added to the fleet, Mr. Knezevic said.
“So, for us, 2021 was actually one of
the best years.”
Unlike a traditional port, however,
Port Alberni doesn’t derive the bulk
of its revenues from being a landlord.
“We are actually quite actively
involved in operating our facilities,”
Mr. Knezevic said. They include five
marinas, a campground and the
Dock+ food hub. “Shipping actually
represents less than a third of our
overall revenue,” Mr. Knezevic said.
“Almost half of our revenue is based
on operating activities from marinas
and the campground and Dock+.”

FOOD HUB TAKES OFF
Dock+ includes Alberni Ice
cold storage, operated for the
Port by Flurer Smokery, as well as

Cascadia Seaweed, and the Kitchen,
a commercial facility for processors
“to refine or develop new products,”
according to the Port’s website.
“The last year of operations
has shown that they have served
as a great point for connecting the
vessels that come to offload at our
fishermen’s harbour with the operators
that process the food and deliver it to
the end customers,” said Kate Smith,
the Port Authority’s administrative
operations manager. Ms. Smith said
the food hub has become a “focal
point” for the Port Alberni community,
noting that the area has nine farms.
“We are not expanding there only
for seafood processing. We are
expanding to help any processors with
their product and get it ready for the
consumers,” Ms. Smith said. In the
offseason the food hub employs about
25 people but that swells to about
100 during the summer. The project
received a $750,000 grant from the
B.C. government, $300,000 the Island
Coastal Economic Development Trust,
and almost $1 million from the port
itself, Mr. Knezevic said.

PATH STILL ON THE RADAR
Longer term, the Port Authority
still envisions developing a Port
Alberni Transshipment Hub, (PATH),
a $2 billion endeavour that would
handle 3.5 million containers a year. “It
is still on our radar,” Mr. Knezevic said.
“We are working and promoting it, not
as actively as we used to, but slowly
moving forward. Hopefully, we’ll be
successful one day.”
He said that “to a degree”
Santerm will “probably” be a test of
the PATH concept, although not of
the same scale. “The PATH project is
geared more towards improving the
handling of imports, while San Group’s
focus will be to on handling exports.”
Mr. Knezevic said. “So it is somewhat
proof of concept, but not entirely.”
In addition to the above, the Port
has other projects it will announce in
the coming months, he said.

Alberni Ice operates a cold storage facility at the port. Photo courtesy of Port Alberni Port Authority.
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Great Lakes ports found encouragement in 2021
traffic results
BY ALEX BINKLEY

Despite the supply chain and
other pandemic-related disruptions
that hit the transportation sector last
year, Great Lakes ports found a lot to
be positive about in the traffic they
received through a challenging year.
And there are strong hopes that plans
for at least 37 cruise ship voyages on
the Lakes this summer could boost the
ports as well.
While attention focused on the
largest ports of Hamilton-Oshawa
(HOPA) and Thunder Bay, smaller ports
like Valleyfield at the eastern end of
the system, and Toronto in the middle,
saw promising increases in traffic and
reasons to be optimistic about the
prospects for better results in 2022.
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Thunder Bay, Windsor and Johnstown
saw declines in traffic.
HOPA reported a 600,000 tonne
increase while Toronto handled a
four per cent increase, and Valleyfield
accomplished its best-ever results with
891,000 tonnes. Thunder Bay’s traffic
was down six per cent below its fiveyear average mainly because of a hefty
drop in grain exports caused by the
Prairie drought last summer. Windsor’s
traffic slipped by six per cent to 4.25
million tonnes while Port of Johnstown
saw a 65,000 decline tonne decline,
mostly in salt shipments. It did record
a 235,000 tonne increase in exports of
grains grown in Eastern Ontario.

HOPA said Hamilton said it
continues to see a steady rise in
the growth of agriculture-related
commodities, driven by increases in
wheat, corn, fertilizer and a 91 per
cent increase in raw sugar imports
as well as gains in petroleum, sand,
quartz, slag and finished steel for
the transportation and construction
sectors. Overseas cargo tonnages
increased 35 per cent, and Hamilton’s
rail cargo has also doubled over the
last five years. Oshawa saw increases
in fertilizer and finished steel last year.
Thunder Bay said the gains
it achieved in other products and
commodities during 2021, combined
with a return to normal grain
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production on the Prairies would put
the port in a good position. CEO
Tim Heney said the Port’s efforts
to diversify its business are paying
off. Keefer Terminal cargo volumes
doubled in 2021 led by shipments of
steel products and phosphate fertilizer
making the most significant gains.
He credited Logistec Stevedoring
with helping grow the Terminal’s
business. “Success in transporting
general cargo, particularly valuable
dimensional pieces, depends on safe
and secure handling. Reliability of the
operation is critical.” He also said that
increased inbound shipments boosts
the port’s competitiveness by ensuring
that ships have cargo for the outbound
voyage, which reduces the overall cost
and environmental impact of shipping.
Jean-Philippe Paquin, General
Manager of Port of Valleyfield, said
steel traffic was up in 2021 and salt
shipments will likely rise this year after
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the snowy and cold winter. His port
has plenty of space for new business
and can take additional liquid and
dry bulk traffic. While the port can
handle container traffic, being as
close to the container terminals of
the port of Montreal makes it hard to
attract that business. However, the
Cleveland Europe Express and the
growing container operation between
Hamilton and Montreal auger well for
that business, he said. While moving
containers by vessel on the Great
Lakes would reduce transit times, “it’s
hard to get shippers to switch,” he
said.
Port of Windsor is aiming to
develop container handling and RoRo
facilities by 2023 to diversify its cargo
base, says CEO Steve Salmons. The
port is handling materials for local
highway construction and the $6

PROJECT
PROJECT
CARGO
PROJECT CARGO
CARGO

Canada’s furthest inland port—
the link for dimensional cargo to
Western Canada

www.portofthunderbay.ca
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billion Gordie Howe International
Bridge and expects to have additional
salt available for shipments. Sterling
Fuels of Windsor is offering 100 per
cent biodiesel, which could be in brisk
demand to lower greenhouse gas
emissions, he said.

Much of Port of Toronto’s traffic
were shipments of products intended
for construction projects in the Greater
Toronto Area, including cement and
steel imports reaching 19 and 18-year
highs respectively. Aggregate tonnage
more than doubled year-over-year

WINDSOR

and imports of sugar from Central
and South America reached 572,683
tonnes. Container shipments increased
by 15 per cent.
During 2021, HOPA announced
its expansion into the Niagara Region
through the Niagara Ports plan
involving properties in Thorold and
along the Welland Canal. HOPA also
completed modernization projects
in Hamilton and is working on foodgrade warehousing and new storage
space for sugar and grain. Hamilton
Container Terminal launched a
container feeder service from Hamilton
to Montreal and plans to boost the
number of shipments this year. Ian
Hamilton, President and CEO of
HOPA Ports said that by continuing to
invest in critical infrastructure, “we can
support Canada’s domestic capacity
and trade potential, and push for
better outcomes in 2022.”
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Historical ACPA port tonnages
CPA
Vancouver

2009

2010

2011

2012

2013

2014

2015

101,887,824

118,450,134

122,499,631

123,875,996

135,008,952

139,628,826

138,227,872

Montreal

24,524,139

25,919,667

28,534,264

28,422,003

28,156,971

30,445,984

32,028,741

Saint John

26,900,000

30,450,000

31,760,000

26,960,000

27,661,153

23,944,323

26,435,882

Quebec

22,100,000

24,500,000

28,900,000

32,500,000

27,065,994

24,000,000

21,000,000

Prince Rupert

12,121,360

16,417,303

19,339,236

22,289,980

23,060,096

20,691,536

19,695,883

Sept Iles

19,828,220

25,070,234

26,000,000

28,000,000

27,712,654

23,786,335

22,714,607

Hamilton

8,358,123

11,472,831

10,024,418

10,303,190

10,024,418

10,526,732

9,237,912

Halifax

9,646,413

9,517,243

9,486,612

9,490,961

8,608,044

7,831,883

7,569,286

Thunder Bay

7,285,899

6,862,467

7,608,692

7,843,228

6,530,204

9,341,250

8,915,607

Nanaimo

1,536,021

2,358,368

3,171,624

3,042,016

3,779,771

4,145,035

4,850,327

Windsor

4,888,000

5,327,256

5,072,574

5,456,464

6,029,393

5,433,000

5,642,042

Trois Rivieres

2,573,000

2,956,000

3,000,000

3,357,000

2,694,294

3,700,000

3,000,000

Toronto

1,622,582

1,537,363

1,668,085

1,861,082

1,556,000

2,000,000

1,650,990

Belledune

2,627,722

2,149,656

2,081,132

1,872,057

1,693,924

1,655,790

1,774,965

St. John’s

1,408,979

1,487,210

1,421,988

1,360,165

1,783,962

1,669,098

1,803,306

Port Alberni

1,087,816

1,009,597

1,475,152

1,571,766

1,819,774

1,662,201

1,568,804

Oshawa

279,043

267,215

283,917

472,553

291,613

357,125

378,365

Saguenay

292,000

384,000

324,000

295,000

267,000

280,097

340,000

248,967,141

286,136,544

302,651,325

308,973,461

313,744,217

311,099,215

306,834,589

Total tonnage
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SAINT JOHN

2016

2017

2018

2019

QUEBEC

2020

2021 over
2011

2021

2021 over
2020

135,538,055

142,067,698

147,093,000

144,168,000

144,158,014

145,800,000

1.9%

1.1%

35,357,575

38,041,530

38,925,026

40,590,176

35,101,433

34,023,135

1.9%

-3.1%

26,438,301

30,458,422

25,069,918

25,372,180

25,984,654

28,822,218

-0.9%

10.9%

24,800,000

27,500,000

27,600,000

28,994,440

26,800,000

28,500,000

-0.1%

6.3%

18,925,643

24,172,515

26,677,503

29,840,121

32,448,115

25,014,134

2.9%

-22.9%

22,942,361

24,231,000

25,362,602

29,324,703

33,076,357

32,117,765

2.4%

-2.9%

9,277,282

9,870,211

11,628,318

10,580,000

10,600,000

11,200,000

1.2%

5.7%

8,272,345

8,902,348

8,990,289

8,622,250

8,273,457

8,962,436

-0.6%

8.3%

8,830,414

8,819,270

8,734,931

9,297,373

10,195,605

8,500,000

1.2%

-16.6%

5,389,937

5,568,982

5,306,600

4,646,330

3,347,000

4,322,477

3.6%

29.1%

4,767,948

5,080,936

5,179,933

4,716,495

4,531,587

4,200,000

-1.7%

-7.3%

2,800,000

2,600,000

3,800,000

4,200,000

3,370,000

3,900,000

3.0%

15.7%

1,832,000

2,172,750

2,179,795

2,300,000

2,208,358

2,295,815

3.8%

4.0%

2,037,546

2,039,201

2,900,000

2,600,000

1,736,994

1,837,765

-1.2%

5.8%

1,723,625

1,702,028

1,662,920

1,734,502

1,519,455

1,365,908

-0.4%

-10.1%

1,645,556

1,342,947

1,516,754

983,804

570,566

769,493

-4.8%

34.9%

372,301

408,567

508,157

0

0

0

-10.0%

#DIV/0!

296,000

326,000

369,020

645,200

548,500

1,280,000

29.5%

133.4%

311,246,889

335,304,405

343,504,766

348,615,574

344,470,095

342,911,146

1.8%

-0.5%
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A year of mixed results for Canadian ports due to the
pandemic and weather
BY ALEX BINKLEY

A persistent pandemic, supply
chain woes and devastating weather
events left their marks on Canada’s
Port Authorities in 2021 with eleven
reporting increases in cargo tonnage,
while six saw lower volumes than the
year before. Port of Vancouver was
on its way to a stellar performance
increase at midyear, but then came
ship backlogs compounded by heavy
rains that wiped out rail lines and
highways in British Columbia. The
Port estimates it handled 145.8 million
tonnes during 2021, about 1.7 million
tonnes ahead of 2020. However, after
achieving a record 76.4 million tonnes
at midyear, traffic slowed in the second

half as supply chain problems, waiting
ships and the record rainfalls took
their toll. If the port had been able to
maintain its first half performance, it
could have finished in the 153 million
tonne range for the year. As it was,
2021 was its second best performance,
after record volumes in 2018, when it
handled 147.1 million tonnes. While
the final details of the port’s 2021
performance will be announced later,
the port’s strong showing was driven
by a 6.3 per cent increase in exports,
led by grain and grain products.
Montreal recorded its second
consecutive drop in traffic handling
just over 34 million tonnes after a

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

1 877 322 6777

commissionaires.ca
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decade of steady growth that peaked
in 2019 at 40.6 million tonnes. Both
dry and liquid bulk cargoes were
off more than container shipments.
Montreal Port Authority is pressing
ahead with plans for building the
Contrecœur container traffic to serve
import and export customers including
growing container movements on the
Great Lakes.
Sept-Iles handled 32.1 million
tonnes, down 3 per cent from 2020
but its second best result on record.
The decline came after five successive
years of growth. Lower iron ore
shipments were the main reason
due to equipment breakdowns and

Canadian

PORTS & Terminals
results in the future. Right behind Saint
John was the Port of Quebec that
expects its 2021 tonnage to be in the
28.5 million tonne range, about 5.5
per cent higher than 2020. The Port
showed it’s a viable link in a supply
chain for agrifood, construction, and
transportation companies.

other incidents that affected some its
producers. The port hopes to reach
the 40 million tonne cargo mark this
year.
Saint John recorded an 11 per
cent increase to 28.8 million tonnes.

A year over year increase in container
traffic marked the fifth consecutive
year of growth in that sector. The Port
hopes that terminal modernization
and beefed-up rail and shipping line
service will enable it to better its

Prince Rupert handled 25 million
tonnes, down 23 per cent from 2020
due in a major drop in coal exports
and lower grain shipments after
prolonged drought slashed the grain
harvest in Western Canada. The
Port says new expedited rail services
between Prince Rupert and eastern
destinations offer an unparalleled
means to transport cargo at record
pace.
Hamilton-Oshawa Port Authority
(HOPA) recorded 11.2 million tonnes
through Hamilton and Oshawa, up 9
per cent over 2020. Hamilton recorded

T R A N S P O R TAT I O N - D I S T R I B U T I O N C E N T R E S – LO G I S T I C S S O LU T I O N S

LOGISTICS SERVICES ACROSS BORDERS.

A variety of tailored services to your shipping needs to the United States: drop-shipment of containers,
transloading within our facilities; cross-border or Canada-wide delivery.

robert.ca
1-800-361-8281
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10.8 million tonnes surpassing 2020’s
total by almost one million metric
tonnes and climbing six per cent
ahead of its 5-year average. Though
Oshawa experienced a slight decrease
from its record total in 2020, it did see
increases in fertilizer and finished steel
in 2021, and it finished just 3 per cent
below its 5-year average.
Halifax reported 8.96 million
tonnes up about 700,000 tonnes over
2020 with growth in both container
and other shipments. To help build
future container traffic, the Port will
be filling in the basin between Piers
A-1 and B at Ocean Terminals starting
in May.

Creating an
International,
Integrated
Transportation
Hub.

Thunder Bay finished at 8.5
million tonnes, a drop of 16.5 per
cent compared with the previous year,
and 6 per cent lower than the 5-year
average of 9.1 million tonnes. Despite
decreased grain shipments caused
by weather conditions on the Prairies,
the port experienced growth in steel
products and phosphate fertilizer.
Nanaimo recorded 4.3 million
tonnes of traffic, mostly lumber
products and raw logs during 2021, up
from 3.35 million tonnes in 2020.
Windsor saw its traffic drop by
6.3 per cent over 2020 to 4.2 million
tonnes due to lower shipments of
salt, petroleum products and grain,
while general cargo increased and
containers were higher.
Trois-Rivieres handled 3.9 million
tonnes, a 15.7 per cent increase over
the previous year, but in line with the
average of the last five years. Most
of the tonnage was dry bulk traffic,
followed by liquid bulk.
Toronto recorded 2.3 million
tonnes of cement, sugar and salt
passing over its docks in 2021, up
about 100,000 tonnes from 2020.
Belledune handled 1.84 million
tonnes of freight in 2021 including the
export of almost 500,000 tonnes of
wood pellets.
St. Johns handled 1.37 million
tonnes in 2021 down 10.1 per cent
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@windsorport

@portwindsor

from 2021 due to drops in dry bulk
and liquid bulk traffic.
Saguenay saw its traffic boosted
to 1.3 million tonnes, a considerable
increase from 548,500 tonnes in 2020.

portwindsor.com

Port Alberni recorded a 35 per
cent increase in traffic to 769,493
tonnes from 507,094 tonnes in 2020
thanks to increased lumber and log
exports.
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Federal Port Review, 2019 - 2020
BY THEO VAN DE KLETERSTEEG

Canadian Sailings has recently
completed another annual study
comparing financial and other
performance data related to federallyoperated Canadian Port Authorities
from 2019 to 2020 (Data for 2021 will
not be available until July or August).

FIGURE 1

Canadian Port Authorities
PORT REVENUES 2020

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

Total federal Port industry
In calendar year 2020, ACPA
Ports produced aggregate revenues
of $658.4 million, representing a
drop of 7.7 per cent from 2019
total revenues of $713.1 million.
Comprehensive income of $193.9
million represented a drop of 46 per
cent from comprehensive income of
$358.7 million recorded in 2019.

Total revenues
$658.39 million

Vancouver
Montreal
Prince Rupert
Halifax
Quebec
Hamilton
Sept-îles
Saint John
Trois-Rivières
Nanaimo
Belledune
St. John’s
Saguenay
Port Alberni
Thunder Bay
Windsor

VANCOUVER
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FIGURE 2

Canadian Port Authorities
Y/Y REVENUE GROWTH, 2020 VERSUS 2019
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St. John’s

Belledune
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Montreal

Average (-7.7%)
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FIGURE 2A

Canadian Port Authorities
5-YEAR REVENUE GROWTH, 2015-2020, PER CENT
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By way of comparison, Statistics
Canada reported that for the calendar
year ended December 31, 2019 (table
33-10-0161-01), corporations doing
business in Canada reported revenues
of $4.59 trillion, and operating profits
of $464.0 billion. Accordingly, this
suggests that in the aggregate,
Canada’s federal ports (exclusive of
the revenues produced by terminal
operators) produce revenues in the
order of 0.015 per cent of aggregate
Canadian corporate revenues.
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Port Alberni

Windsor

Nanaimo

Saint John

Belledune

St. John’s

Thunder Bay

Montreal

Vancouver

Halifax

Prince Rupert

Hamilton

Quebec

Trois-Rivières

Saguenay

Sept-îles

Average (20.2%)

The port industry is a capitalintensive industry. In Canada, federal
Port Authorities own assets with a total
depreciated cost of $4.9 billion, from
which the industry generates annual
revenues of some $658 million. The
net assets recorded on the books of
the Ports do not account for federal
and provincial grants they have
received over the years to subsidize
the cost of infrastructure additions or
renewals.

Surprisingly, given the impact of
the Covid-19 pandemic, total 2020
port volumes of 344.5 million tonnes
(including Toronto) as reported by the
17 Canadian Port Authorities declined
by only 1.2 per cent from the nearrecord tonnage of 348.6 million tonnes
set in 2019.
Since 2011, annual port revenues
(excluding Toronto) have grown
steadily by an average of just under
5 per cent, compounded annually,
from $438.3 million in 2011 to
$658.3 million in 2020. Port volumes
(including Toronto) have grown by
just under 1.5 per cent compounded
annually, from 302.7 million tonnes in
2011 to 344.5 million tonnes in 2020.
Port volumes depend
primarily on non-U.S. international
trade. Exports consist primarily of
commodities destined for overseas
markets, while imports primarily consist
of consumer goods for domestic
consumption. Additional opportunities
exist for Canadian ports to service
markets traditionally serviced by
American ports, both with respect to
exports
and imports. Canadian west coast
ports have been successful attracting
higher volumes of U.S.-bound
shipments, and it appears that similar
developments are now taking place
at east coast ports.

What is the profile of a “typical”
ACPA Port?
There is no “typical” ACPA Port
because each port is significantly
different from the next, resulting
from geographic location, size and
economic opportunity. Moreover,
with Vancouver handing some 42
per cent of all Canadian federal
Ports, and responsible for almost 60
per cent of the total comprehensive
income generated by all ACPA ports,
Vancouver’s stats swamp everyone
else’s. Recognizing those limitations,
an “average” ACPA port handled 21.4
million tonnes of cargo in 2020, down
just under 1.0 per cent from 2019,
producing revenues of $41.1 million,
down 7.8 per cent from 2019, and

Canadian

PORTS Recaps
$2.00
$1.50
$1.00
$0.50
0

Sept-îles

Thunder Bay

Windsor

Saint John

Vancouver

Quebec

Prince Rupert

Hamilton
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Belledune

Nanaimo
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Port Alberni

Average ($0.41)

FIGURE 3A

Canadian Port Authorities
5-YEAR INCREASE IN EMPLOYEE COSTS TO MOVE
ONE TONNE OF CARGO, 2015-2020, PER CENT
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Saguenay

Thunder Bay

Prince Rupert

Quebec

Sept-îles

St. John’s

Montreal

Halifax

Hamilton

Windsor

Nanaimo

Saint John

Vancouver

Average (7.4%)
Belledune

Saguenay, the smallest in terms
of tonnage, produced $2.0 million of
“comprehensive” net profit, and an
operating income of $1,9 million on
revenues of $4.7 million in 2020. That
performance represented a positive
improvement over 2019. At $8.48, its
revenue per tonne of cargo topped
that of all other ports by a wide

EMPLOYEE COSTS TO MOVE ONE TONNE OF CARGO, 2020

$2.50

Trois-Rivières

Smallest and largest

Canadian Port Authorities

$3.00

The above suggests that Canadian
federal ports performed generally in
line with the Canadian economy. 2020
was not a good year: tonnage volumes
fell, revenues fell, expenses rose, and
incomes fell. Although aggregate
balance sheet assets rose 8.4 per cent,
aggregate working capital took a
sharp nosedive from $292 million at
the end of 2019 to $33.7 million at the
end of 2020.
In terms of returns on equity,
the top performers were Sept Iles
(12.8%), Vancouver (12.7%), and Prince
Rupert (10.5%). Top performers in
terms of returns on assets were Prince
Rupert (7.7%), Saguenay (6.4%), and
Vancouver (5%).

FIGURE 3

$3.50

Port Alberni

an operating profit of $13.3 million,
down from $15.9 million in 2019. At
$12.1 million, 2020 “comprehensive”
income fell dramatically from 2019’s
comprehensive income of $22.4
million. At $421,356, CEO pay
rose by 11.9 per cent in 2020 from
2019’s $376,381. At 3.9 per cent,
comprehensive” return on assets
for 2020 was below the 7.9 per cent
achieved in 2019. Lastly, at 5.1 per
cent, “comprehensive” return on
equity in 2020 was well below the
returns achieved in 2019 (7.3 per cent).

NANAIMO
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FIGURE 4

Canadian Port Authorities

“ALL-IN” COSTS TO MOVE ONE TONNE OF CARGO, 2020
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FIGURE 4A

Canadian Port Authorities
5-YEAR INCREASE IN “ALL-IN” COSTS TO MOVE
ONE TONNE OF CARGO, 2015-2020, PER CENT
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Saguenay

Sept-îles

Prince Rupert

Saint John

Halifax

Thunder Bay

Quebec

Belledune

Hamilton

Vancouver

Trois-Rivières

Windsor

St. John’s

Montreal

Nanaimo

Port Alberni

Average (12.7%)

margin, which enabled it to produce
the greatest operating income per
tonne of cargo ($2.58) but also incur
the second highest employee cost per
tonne of cargo ($1.97). By contrast,
Vancouver, the largest in terms of
tonnage, produced “comprehensive”
net profits of $116.1 million on
revenues of $274.1 million. Its revenue
per tonne of $1.90 was a major
determinant of the national average
of $1.92, and at 35 cents per tonne,
its employee cost per tonne of cargo
was more than 20 per cent below the
nationwide average of 44 cents per
tonne.

Highest returns on assets
and equity
Top marks for the highest
comprehensive return on equity went
to Sept Iles (12.8 per cent), Vancouver
(12.7 per cent), Prince Rupert (10.5
per cent), and Montreal (8.6 per cent).
Average comprehensive return on
equity was 5.1 per cent. Top marks for
the highest return on assets went to
Prince Rupert (7.7 per cent), Saguenay
(6.4 per cent) and Vancouver (5.0 per
cent). Average return on assets was
3.9 per cent. Three Ports suffered from
negative comprehensive returns on
assets.
It should be noted that these
returns have been artificially inflated
because federal and provincial grants
and subsidies which over the years
have added up to very substantial
numbers, have been accounted
for on the Ports’ balance sheets as
deductions from the cost of capital
expenditures. Had these grants

BELLEDUNE
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FIGURE 6

Canadian Port Authorities
OPERATING INCOME PER TONNE, 2020
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Port Alberni

Nanaimo

Windsor
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Saint John
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St. John’s
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Average ($0.62)

Vancouver

In 2020, employee cost to move
one of cargo ranged from $0.07

$6.00

Prince Rupert

Employee cost to move one tonne
of cargo, and “all-in” costs

$7.00

Belledune

Referring to figure 2A, measured
over a five-year period, the “average”
Port increased its revenues by 20.2
per cent (4 per cent annually), which
is down substantially from revenue
growth over the period from 2014 to
2019, which weighed in at 7 per cent
annually. The Port with the highest
revenue growth rate from 2015 to
2020 was Sept Iles (231.6 per cent),
followed by Saguenay (65.1 per cent).

REVENUES PER TONNE OF CARGO, 2020

$8.00

Halifax

With a revenue growth rate of
18.4 per cent, Sept Iles underwent the
most robust growth of any Canadian
federal Port Authority in 2020, well
above runner-up Port of Thunder
Bay, whose revenues grew by 4.0 per
cent. Actually, 2020 was a poor year
for the Ports. Eleven out of sixteen
Port Authorities reported declining
revenues, with the average Port
reporting a decline in revenues of 7.7
per cent.

Canadian Port Authorities

Saguenay

Highest and lowest revenue
growth rates

FIGURE 5

Saguenay

instead been accounted for as “equity
contributions”, the value of the
assets would have been greater and,
therefore, the return on these assets
would have been lower. It is not clear
why federal contributions are not
recorded as “equity contributions”,
as they would be in private industry,
when existing investors contribute new
investment capital.

MONTREAL
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Average ($7,486)

cost to move one tonne of cargo
increased by 7.4 per cent during the
five year period, or 1.5 per cent per
annum. Over this period of time,
five ports (Saguenay, Thunder Bay,
Sept Iles, Quebec and St. John’s)
actually reduced such expenses, while
Montreal’s were equal to five years
ago. Others still have work to do to
reduce these expenses, some more
than others.

Halifax
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Similarly, as shown by figure 4A,
from 2015 to 2020 the average “allin” cost to move one tonne of cargo
increased by 12.7 per cent during the
five-year period, or 2.5 per cent per
year. Best performers were Saguenay,
Sept Iles, and Prince Rupert.

FIGURE 7

Canadian Port Authorities
ASSETS REQUIRED TO EARN $1,000 OF REVENUES, 2020
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FIGURE 8

Canadian Port Authorities

AVERAGE PORT CAPITAL EXPENDITURES (NET OF GRANTS)
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Net income
As was to be expected, there were
very significant differences between
Ports in terms of income performance.
Two Ports produced negative
operating income, and negative
comprehensive income. Overall, profit
performance was poor. Combined
comprehensive income produced by
all the Ports decreased from $358.8
million in 2019 to $193.4 million in
2020. Vancouver produced by far
the highest comprehensive income
($116.1 million, down from $245.5
million in 2019), followed by Prince
Rupert ($29.7 million) and Montreal
($14.4 million.)

Revenue per tonne and
operating income per tonne
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2017
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Capital expenditures as a % of revenues
Capital expenditures as a % of total assets

(both Sept Iles and Thunder Bay) to
$3.47 (Port Alberni), with the average
being $0.44, up substantially from an
average of $0.41 in 2019. The “allin” cost of moving a tonne of cargo
ranged from $0.25 (Thunder Bay) to
$7.04 (Alberni) in 2020. The average
“all-in” cost was $1.36, up significantly
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from $1.02 in 2019. The only other
ports with “all-in” costs of less than
a dollar per tonne included Windsor
($0.28 per tonne), Sept Iles ($0.36
per tonne), and Saint John ($0.56 per
tonne).
As shown by figure 3A, from
2015 to 2020 the average employee

Referring to figures 5 and 6,
average revenue per tonne of cargo
dropped from $2.05 in 2019 to
$1.92 in 2020. Average operating
income per tonne of cargo declined
significantly between 2019 and 2020
from $0.74 to $0.62/tonne.
However, results for individual
Port Authorities varied widely. Windsor
produced the lowest operating income
per tonne in 2019 ($0.00), followed by
Thunder Bay ($0.03), Saint John ($0.05)
and Quebec ($0.09). The highest
operating margins were produced by
Saguenay ($3.44), and Halifax ($1.43).
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Investments and investment
income
While some Ports formally carry
“investments” on their books, not all
do. Assets classified as investments
represented an aggregate value of
$183.0 million at the end of 2020, as
compared to $245.7 million at the
end of 2019. However, most Ports
do carry substantial cash balances
on their balance sheets which, to the
extent that they represent cash in
excess of levels regarded as needed to
conduct their operations, represent an
investment.
To better measure the value of
financial assets owned by Ports, we
also aggregated net working capital,
which dropped precipitously from one
year to the next. At the end of 2020,
Ports owned aggregate net working
capital of $33.7 million, as compared
to $292.0 at the end of 2019. Seven
Ports had a working capital deficiency.
Some Ports had plenty of liquidity
(Hamilton, Port Alberni, Montreal,
Prince Rupert, Saguenay and St.
John’s) while others were struggling.
2020 aggregate investment
income of $6.9 million represented
a low return on investment assets,
indicating that investment funds were
all invested in very low-risk assets.

Capital expenditures

Salaries, wages and benefits
During 2020 salaries, wages and
benefits paid increased from $143.6
paid in 2019 to $151.3 million. Only
three Ports could boast of declining
salaries, wages and benefits, namely
Thunder Bay (-6.8 per cent), Halifax
(-4.4 per cent) and St. John’s (-5.6
per cent). Ports whose payroll costs
increased the most included Saguenay
(21.5 per cent), and Vancouver (11.8
per cent).

CEO pay and Board
compensation
In 2020 average CEO pay
increased significantly from $376,382
in 2019 to $421,356. Lowest CEO
compensation was $212,000, while
the highest paid CEO earned $1.22
million. One CEO suffered from a
reduction in compensation in 2020.
The average increase in CEO pay in
2020 was 11.95 per cent.
Ports, like all other business
organizations, are governed by a
Board of Directors. At Canadian
Port Authorities, the smallest Board
consisted of five members, while
the largest consisted of twelve.

The average was 6.8, down from
9.0 in 2019. Aggregate Board
compensation in 2020 amounted to
46.0 per cent of CEO compensation,
representing a significant decline
from 54.4 per cent in 2019. Boards
have become smaller and Board
member compensation has grown
slowly, if at all. Saguenay reported the
lowest Board compensation in 2020
($76,900), while Vancouver’s Board
was, not surprisingly, the most costly
($572,250). However, Vancouver also
achieved the largest decrease in Board
compensation costs, compared with
2019 (a reduction of $156,000). In
addition to Vancouver, Ports whose
Board compensation exceeded
$200,000 in 2020 included (in order of
declining compensation) Prince Rupert
($356,000), Montreal ($323,000),
and Halifax ($225,000). Port Alberni
incurred the highest Board cost of
any port per tonne (14.0 cents).
Vancouver’s expense was the lowest
per tonne (0.4 cents), followed closely
by Sept Iles (0.6 cents), Quebec and
Saint John (0.7 cents each)
At $3.1 million, 2020 Board
compensation was, in the aggregate,
9.1 per cent below the cost of 2019
Board compensation.

HAMILTON

At $592 million aggregate net
capital expenditures by all federal
ports in 2020 represented a solid new
record, well above the 2019 level of
$340.5 million. It should be noted that
the reported capital expenditures are
only those that, from an accounting
point of view, were paid for or were
the obligation of individual Port
Authorities, and are net of capital
expenditures paid for by way of
grants or contributions from federal
or provincial governments. By far
the largest capital expenditures were
undertaken by Vancouver ($251.8
million). Montreal ($102.1 million) was
in second place, while Prince Rupert
($72.3 million) ranked third.
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Port of Saint John on a roll, thanks to potash and
beefed-up rail services
BY IAN PUTZGER, AMERICAS CORRESPONDENT

Brunswick and Port of Saint John
expressed support for CP’s bid. Both
Ports were eyeing deeper access to
US markets through the respective
marriages. Now, CP and Saint John are
working on beefing up their capacity.
The rail carrier is spending C$90
million over three years on the CMQ
line to enhance efficiency and safety,
while the port is in the middle of a
C$205 million project that includes
construction of a new wharf, terminal
upgrades and a deeper ship channel,
scheduled for completion in 2023.

Potash has been a tremendous
fuel for growth at the port of Saint
John; the New Brunswick port clocked
up 11 per cent higher tonnage last
year than in 2020.
Its dry bulk traffic was on fire,
surging a whopping 123 per cent, with
potash the main driver for this, more
than doubling, from 619,203 tonnes in
2020 to 1,653,750 tonnes.
Dry bulk may have been the star
performer, but most eyes have been
on the port’s container traffic, which
increased by 10 per cent to 86,949
TEUs – its fifth consecutive year of
growth at the port. Help came from
issues with rail traffic at Halifax and
labour conflict at the port of Montreal,
noted one forwarder, but the primary
momentum came from more robust
rail services.
Canadian Pacific Rail (CP) has
pursued its East Coast Advantage
strategy since the acquisition of
Central Maine & Quebec Railway in
June 2020, which gave it access to the
port of Saint John and transatlantic
container flows. CP wasted no time in
launching intermodal services through
its newly minted east coast gateway.
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Saint John has weekly services
from three container operators –
Hapag-Lloyd, CMA CGM and MSC.
Hapag-Lloyd has been the main
catalyst for CP’s new operation, a fact
that CP publicly celebrated this month,
painting a train with the shipping
line’s colours and logo. At the end of
2020, the pair extended their service
agreement until 2025 and Hapag
pledged a new weekly service from the
Mediterranean to Saint John and on
to Montreal, which launched last May,
with CP’s access to the midwestern US
a major factor behind the agreement.
The rail company claims its
service from Saint John constitutes
the shortest route between Atlantic
Canada and key North American
markets. The arrival of CP made Saint
John the only Canadian port on the
Atlantic coast to be served by both
Canadian Class I rail carriers.
Loyalties were somewhat strained
last year in the takeover battle for
Kansas City Southern between CP
and Canadian National. The latter
was vocally supported by the Port of
Halifax and the government of Nova
Scotia, while the government of New

“The port was underserved
with rail, now it’s improved,” noted
Karl-Heinz Legler, general manager
of Rutherford Global Logistics, and
while he welcomed the creation of
a new Atlantic intermodal gateway,
he does not view it as a huge gamechanger. He still regards Halifax as
the more prominent Atlantic gateway,
although things are in flux, he noted.
“Sometimes carriers adjust if they can
get a better deal at one port,” he said.
In terms of service levels, he sees
no significant difference between
the ports of Saint John, Halifax and
Montreal. Unlike a number of US
ports, they came through 2021 without
serious congestion issues. “There
are no horror stories at any of them.
Everything seems to be relatively
normal,” he said.
Container volumes through New
Brunswick should continue to grow this
year, given recent import projections.
Repeating a triple-digit increase in dry
bulk volumes may be a bit harder.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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Developments at East Coast Ports
BY TOM PETERS

Craig Bell Estabrooks, Saint
John Port Authority’s new President
and CEO who moved into the
organization’s top job in November,
inherited a port that was been on a bit
of a high in 2021. Bell Estabrooks was
appointed to the position following
the appointment of former President
and CEO, Jim Quinn, to the Canadian
Senate.
Overall cargo tonnage at Port
Saint John for the year was 28.8
million metric tonnes (MT), an 11
per cent increase over 2020. In the
container sector, TEUs were up 10
per cent to 86,949 and container
tonnage increased to 617,312 MT or

6 per cent over 2020. This was the
fifth consecutive year of growth in the
container sector.
Potash, in the bulk sector, was
the big story, said Bell Estabrooks. It
is one of those commodities that is
crucial for global food supply chain.
Bell Estabrooks said it was a record
year for potash with the port handling
nearly 1.7 million tonnes. The potash
was railed to the port by CN from
Saskatchewan. A major customer for
the commodity is Brazil.
The potash and an increase in
recycled metals helped bulk cargoes
increase by 123 per cent to 1.9 million
tonnes. Recycled metals experienced

an increase from 174,471 MT in 2020
to 254,125 MT in 2021. The liquid bulk
sector experienced an increase of 7
per cent, driven primarily by increased
export petroleum products.
Rail was also a big story for
Saint John. CP Rail launched its East
Coast Advantage strategy and rail
services through the port following its
acquisition of the Central Maine and
Quebec Railway (CMQR). The CMQ’s
network links CP directly to the Atlantic
Ocean port of Searsport, Maine and to
Port Saint John through connections
with Eastern Maine Railway and New
Brunswick Southern Railway. Saint
John is the only East Coast Canadian
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port served by two Class 1 railways, CP
and CN. “It is the game changer at the
core of our value proposition going
forward to have access to both,” Bell
Estabrooks said. “CN has been a very
dependable service for decades here
and CP has made us, and this is their
language, the East Coast advantage,”
he added.
Bell Estabrooks says there is a
third story in the rail situation for Saint
John with major American carrier
CSX’s proposal to purchase Pan Am
Railway. “CSX said Saint John was one
of the drivers in the purchasing (plan)
of Pan Am rail,” said Bell Estabrooks.
The purchase would connect Saint
John to CSX and several North
American markets through the New
Brunswick Southern Railway short line
into the northeast US. The U.S. Surface
Transportation Board held hearings on

the proposed purchase in mid-January
with a decision on the sale expected in
mid-April.
Saint John’s $205 million West
Side Modernization project continued
throughout 2021 with completion
scheduled for 2023. “The West
Side project really encompasses
many sectors. It is the foundational
piece and it’s going to set us up for
future growth,” said Bell Estabrooks.
There is room for future expansion
if required through the infilling of
some lagoons. When the project is
complete, Saint John will be able to
accommodate the 8,000 to 10,000
TEU capacity ships. “We will be in
that game and be complementary to
what other ports are doing. Instead
of going through US East Coast ports
with cargo destined for the Mid-West
and Chicago, they can come to Saint
John,” Bell Estabrooks said.

Saint John serves three major
carriers, MSC, CMA CGM and HapagLloyd, calling at its DP World operated
container terminal. Bell Estabrooks
said the port would like to increase the
number of lines calling the port but
would also like to see an increase in
services and routes being offered by
its three present carriers.
On the cruise side, Saint John
is looking forward to a new cruise
season but at the same time “we
have got to be safe and respectful of
the community accepting the cruise
ships. We are working with Transport
Canada and the province,” to provide
all the necessary safety measures
and protocols for an efficient restart,
Bell Estabrooks said. Saint John is
expecting approximately 70 cruise
calls in 2022.

Founded in 1979, the Eastern Canadian Tug Owners’ Association (ECTOA) represents the interests of port towing owners in Eastern Canada. Our members’ tug fleet covers most ports on the
St. Lawrence Seaway, the Great Lakes and the Canadian Atlantic coast. The members own and operate over 85 tugs.
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L’ASSOCIATION DES ENTREPRENEURS EN REMORQUAGE DE L’EST DU CANADA
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diversity of its membership. Having
different transportation and supply
chain partners all working under the
same roof will create the conditions
for the free flow of ideas. From that
will come innovative solutions with
benefits that reach far beyond those
traditional sectors,” said Capt. Allan
Gray, HPA’s President and CEO.
Founding partners include CN,
OMC International, PSA Halifax (a
member of PSA International), Saab
Technologies Ltd. and Bell Canada.

Despite COVID, the port of
Halifax had a busy 2021 with a
number of highlights and some
obvious successes. In the cargo
sector, even though the port had a
slight decline in cargo in the third
quarter, Halifax’s two container
terminals handled a record 595,751
TEUs beating the previous record of
559,242 established in 2017. Some of
those containers arrived at the port’s
Southend terminal, operated by PSA
Halifax, on two of the largest container
ships ever to dock at a Canadian port,
CMA CGM vessels Marco Polo in May
and Jules Verne in August. Each vessel
had a cargo capacity of 16, 022 TEUs
and each had a length of 396 metres.
MSC shipping line, which earlier
in 2021 added a second call into
Halifax, announced in September it
was establishing the first direct call
between the West Coast of India
and Halifax. “Direct connection
to India’s northwest states offers
Canada’s importers and exporters
great opportunity in this trade and
complements our connected inland
and coastal services through PSA

With the past two years of
cancelled cruise calls, HPA is
anticipating a strong return to the
sector this year. Lane Farguson,
HPA’s Manager of Media Relations
and Communications, says the port
is expecting approximately 85 per
cent of the number of calls the port
received in 2019 which was 179 calls
and 323,709 passengers. He said it is
not known what passenger capacity
limits Transport Canada may impose
at the port and what impact Covid
may have on the sector. However, the
Port is optimistic it will restart its cruise
sector in a strong position.

Halifax,” said Jan Van Mossevelde,
CEO of PSA Halifax. “We already
enjoy a strong working relationship
with MSC, and with the addition of
the Indus 2 Service, we are building
on solid foundations,” he said. Van
Mossevelde took over the CEO’s
job at PSA in 2021, succeeding Kim
Holtermand.
In the real estate sector, Halifax
Port Authority (HPA) officially opened
The PIER in November in the historic
Seaport District. The PIER, being
recognized as Canada’s first “living
lab”, is short for Port Innovation,
Engagement, and Research. It was
established for Halifax and Canada’s
transportation sector and brings
together different stakeholders to
develop innovative solutions for supply
chain and logistics challenges that no
one company can tackle on its own.
The PIER currently has six founding
partners, one industry partner, five
resident members and 16 ecosystem
members with additional partners
and members expected to join as
this innovative workspace develops.
“A key strength of The PIER is the

Among other projects initiated
last year were the rail solution project,
under the National Trade Corridor
Fund, designed to get container
trucks out of the downtown by using
the port’s southend rail cut more
efficiently. And, at Fairview Cove, near
the Ceres-operated container terminal,
HPA will construct a marine container
examination facility. “An appropriate
marine container examination facility
within the Port of Halifax is required to
optimize rapid and reliable container
inspections for Canada Border Services
Agency (CBSA),” said Farguson. Both
rail and container projects are in the
planning and design stages.
The loss of cruise of cruise traffic in
2021, the second year in a row, made
it a tough year for the Port of Sydney,
NS, says Marlene Usher, CEO, Port of
Sydney Development Corporation.
However, said Usher, management did
have more time for planning.

March 28, 2022 • Canadian Sailings • 45

Canadian

PORTS & Terminals
“The current cruise pavilion and
infrastructure have been designed
and marketed for cruise traffic. We
have decided to rebrand the site to
become a waterfront destination for
the local residents, tourists and cruise
visitors,” she said, adding that “To do
this we need infrastructure which costs
money. The Port has commissioned
a design to encompass a ‘fisherman’s
cove concept’ and an urban market
inside the pavilion. The project costs
approximately $7.6 million which will
require all three levels of government
support if it is going to proceed. Usher
said the port corporation is confident
that cruise ships will return to the
port this year. “There are 90 ships
currently booked with approximately
180,000 passengers. We expect that
the actual number will be less due to
lower passenger counts and some
cancellations,” she said.
The federal government, along
with input from other cruise ports, is
developing detailed protocols and
requirements for cruise resumption.
“The Port of Sydney is part of this

program and intends to comply with
all requirements to ensure the safety
of our community and the visitors. We
are optimistic for a recovery year and a
growth year in 2023,” she said. Sydney
now has a second cruise berth known
as the Liberty Pier which can host a
second cruise vessel. “There are 17
days with multiple ships and we will
plan a celebration on the first double
cruise ship day. The second berth
has provided the port with additional
berthing capacity which has resulted in
additional vessel traffic. We are hoping
to resume Port Days in 2022,” Usher
said.
In addition to cruise which is the
Port’s main revenue source, the Port
draws revenue from 18 food and retail
tenants and manages and rents berths
at the port’s marina.
The port continues to be
optimistic that Novaporte, the
proposed container terminal, will still
be built at some point. “It’s hard to
believe that eight years have come
and gone and we’re still grinding it out
in Cape Breton,” said Novaporte CEO,

Albert Barbusci. “That said, the supply
chain crisis seems to be bringing
everything to a boil. We remain
cautiously optimistic Novaporte will
have shovels in the ground sometime
in the near future,” he said. Barbusci
said that he is “not one that likes to
use the Covid line but it has taken
two years of marketing away from us.
There’s a lot of hard work ahead of
us before we can make any positive
comments and the rail situation has
not changed.”
The section of the Cape Breton
and Central Nova Scotia Railway
between St. Peter’s and Sydney has
been closed for several years due to
a lack of business. However, the Nova
Scotia government has entered into
a Rail Line Preservation Agreement
with Cape Breton & Central Nova
Scotia Railway Limited (CBNS) which
provides the railway $30,000 a month
to maintain that section of rail line with
the idea that the railway will generate
enough business, possibly through the
construction of a container terminal,
to justify re-opening it. The present
agreement, which expires on March
31, 2022, has been renewed from April
1, 2022 to March 31, 2023.
Information from St. John’s Port
Authority indicates 2021 was a year
of decline for the major East Coast
port in Newfoundland and Labrador.
In the dry bulk sector, cargo dropped
45.3 per cent to 77,989 MT in 2021
compared to 142,647 MT in 2020.
Liquid bulk declined 18 per cent in
2021 to 470,087 MT from 573,416 MT
in 2020. General cargo was the only
bright spot showing a modest increase
of 1.8 per cent to 817,832 MT in 2021
up from 803,394MT in 2020. Total
cargo through the port declined 10.1%
to 1,365,908 MT from 1,519,455 MT in
2020. Overall vessel arrivals at the port
dropped 14.7 per cent in 2021 with
the offshore sector, related to oil and
gas exploration, showing a 29.3 per
cent decline.
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St. Lawrence Seaway’s positive 2021 results came
despite a drop in grain exports
BY ALEX BINKLEY

More than 38 million tonnes of
cargo passed through the St. Lawrence
Seaway during 2021, up about one
per cent from its 2020 results even
though grain shipments dropped by
20 per cent compared to the previous
year, The St. Lawrence Seaway
Management Corp. (SLSMC) says.
Exports of Canadian and American
grain accounted for more than a third
of the total Seaway traffic in 2020 so
the drought in key growing areas in
western Canada and the U.S. during
the 2021 growing season hit the
Seaway hard and probably will be
felt in 2022 as storage stocks are low.
Canadian grain did match its 5-year
average shipments level helped in
part by increased exports of Ontario
crops. Shipments of iron ore, steel
slabs and other steel products for
both the automotive and construction
industries accounted for more than
10.5 million tonnes of the total traffic
in 2021. “The results and the fact that
we traded cargo with more than 50
countries, confirm the Seaway’s role as
an important transportation corridor
connecting North America’s largest
industrial hubs to markets around the
world, as well as in identifying export
opportunities and contributing to
the economic recovery,” said SLSMC
President Terence Bowles.
Amongst other cargoes,
shipments of petroleum products and
other essential chemical products
rose about 5 per cent during 2021
and are starting to return to more
normal levels, Bowles said. Other
cargoes such as stone, cement,
potash and aluminum were also
up. “At the Seaway, we continue
to demonstrate our resiliency and
operational sustainability. In spite of
the many challenges experienced by
the transportation industry this past
year, the Seaway was able to maintain
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its operations and its position as a
reliable commercial transportation
corridor, ensuring consistent and
predictable service for its customers
and supporting the Canadian and U.S.
economies during this difficult period.”
The Montreal-Lake Ontario section
of the Seaway will open for ships on
March 22, followed two days later
by the Welland Canal and the Soo
Locks on March 25. Twenty-two ships
transited the Welland Canal during the
first week of January 2022 in the third
year of a five-year trial of extending
the Canal’s shipping season. That
was up from 20 during the first week
of 2021. Bowles said that overall the
2021 season was “a success, providing
carriers and shippers more sailing time
to complete final cargo movements
at year-end and position their fleet for
reopening.”

Bruce Burrows, President and
CEO of the Chamber of Maritime
Commerce, said the cargo increase
amidst the pandemic uncertainties and
supply chain problems was good news
as many of the worst-hit cargo sectors
in the 2020 navigation season — iron
ore, aluminum and steel — bounced
back and some even surpassed 2019
levels. “Shipments of construction
materials were booming as the
Canadian and the U.S. economies
recovered,” he said. “Without grain
factored in, estimated overall tonnage
numbers would be up almost 13 per
cent.”
“Throughout the pandemic
and amidst global supply chain
disruptions, Great Lakes-St. Lawrence
shipping once again proved it’s a
reliable, ‘safe harbour’ in a storm.
Our members not only delivered
for their traditional bulk customers

SEAWAYOpening
without delays, but some also
cultivated new business opportunities
by broadening their services for
container shipments between cities
and to overseas destinations. Our
ports and their customers continued
renewing, improving and expanding
both their infrastructure and their
business offerings. “But, we can’t be
complacent. The economic and social
repercussions that we’ve seen from
bottlenecks and severe weather events
in other parts of North America this
past year reinforces how important it
is for governments to work alongside
industry to innovate and invest in
economically-smart transportation
solutions that boost supply chain
resiliency and help reduce the future
impacts of climate change.”

SLSMC credits the Seaway’s
reliability in part to a robust
maintenance program. Over the
past navigation season and through
the upcoming winter months, close
to $70 million is being invested in
maintenance and repair work. Over
the past decade, SLSMC and its U.S.
counterpart have invested $925 million
in modernizing the binational Seaway
infrastructure assets. This economic
activity supports many local jobs
and enterprises in the communities
adjacent to the Seaway. The result is
the Seaway is a world-class energyefficient waterway, an essential
transportation corridor for North
American goods and services, as well
as a strong environmental alternative
to other modes of transportation,”
Bowles said.

The Seaway is hopeful that the
improving North American economy
will bring it an increase in cargo during
2022. “However, much will depend on
how well the pandemic and consumer
habits evolve in the coming months.
As key marine shipping stakeholders
are now completing their planning
for the year, the Seaway is currently in
the process of reviewing its forecast
for 2022.” The movement of goods
will remain central to improved
economic activity. “We are a worldclass waterway, which is a strong
environmental alternative and energy
efficient essential transportation
corridor for North American goods
ready to assist in the economic
recovery.” The Seaway has announced
a two per cent increased in tolls and
wharfage and storage charges for the
2022 navigation season.

CMC advocating for close cooperation between all
stakeholders to enable the Seaway-Great Lakes to perform
even better
BY ALEX BINKLEY

The Chamber of Marine
Commerce (CMC) has urged
politicians and government officials
“to work in partnership with industry to
ensure the Great Lakes-St. Lawrence
River transportation corridor remains
a resilient supply chain and at the
forefront of marine innovation to
meet the ambitious goal of reaching
net zero carbon emissions by 2050,”
says Bruce Burrows, CMC President
and CEO. Key items are actions
on decarbonization of shipping,
supply chain resiliency and system
infrastructure along with the old
chestnut of pilotage reform.
Reminding the federal, provincial
and state governments that CMC
represents shipowners, ports and
shippers, Burrows said the sector
has already taken major steps to

reduce its carbon footprint and could
accomplish even more. CMC proposes
the creation of a multi-stakeholder
initiative to show how marine shipping
is already the most fuel-efficient
and carbon-friendly way to move

goods, and an important part of the
solution to address climate change.
Or, as Allister Patterson, Executive
Vice-President and Chief Commercial
Officer of Canada Steamship
Lines, told a recent CMC webinar,
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government environmental policy
should be to get cargo to the water as
fast as possible. Moving it as much as
possible by ship rather than road or rail
will mean considerably lower carbon
emissions. Burrows said Canadian
marine navigation including cargo,
passengers, and fishing creates less
than one per cent of all the country’s
GHG emissions. Through fleet renewal
and alternative fuels, shipowners
decreased carbon emissions by 19 per
cent between 2008 and 2017.
However, ships and ports will
require support and investment to
expand the use of transition fuels,
such as LNG and biofuels, as well as
develop new propulsion technologies
to meet GHG-reduction targets of
net zero carbon emissions by 2050.
To guide this process, CMC wants
regulations for reducing carbon
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emissions from domestic ships that
account for our short sea shipping
trading patterns and unique Canadian
ship designs, he said.
CMC also wants the marine
sector to have representation on
the International Lake Ontario-St.
Lawrence River Board to deal with any
future plans to lower Great Lakes water
levels by increased outflows through
the Moses-Saunders dam. In 2020,
the St. Lawrence Seaway navigation
season through the Montreal-Lake
Ontario section was delayed by 12
days to accommodate increased
outflows of water through the dam,
which made navigation unsafe. While
decisions were being made by the
Board to prevent potential flooding
around Lake Ontario, they “had little
effect on lake levels but impacted
more than $80 million worth of

shipping business.” The industry wants
people on the Board who understand
navigation and that the outflow
method only lowers water level by a
few centimetres.
Pilotage reform is a long-term
goal of Great Lakes ship owners
struggling with the cost of additional
services and rules. Allowing certified
ship captains to be pilots, as is done
in Canada, and enabling the use
of automated navigation systems
should be considered. “With global
inflation and the exponential costs
of installing ballast water treatment
systems over the coming years, it
will be more important than ever to
ensure that Canadian governmentmandated pilotage services take into
account today’s technology, make
more effective use of risk assessments
and improve efficiency and cost
effectiveness.”

SEAWAYOpening
2021 Review of St. Lawrence ports
BY BRIAN DUNN

and now requires bidders to not only
design and build the terminal, but also
to operate it on a long-term basis.
The new mandate has delayed the
commissioning of the terminal by a
year to 2026. “The future Contrecœur
container terminal will play a missioncritical role in developing the strategic
St. Lawrence trade corridor and in
supplying Quebec, Ontario and the
U.S. Midwest,.” said Mr. Imbleau. “It
will be a green, modern and innovative
terminal with facilities that feature
extensive electrification. Our goal is to
make it a world-class infrastructure and
we seek partners who share our vision,
our values and our ambitions.”

PORT OF MONTREAL
Considering some of the
challenges it faced last year, including
the continuing impact of COVID-19
and a dockworkers’ strike, cargo
volumes handled at the port of
Montreal remained relatively stable.
Preliminary results show 33.9 million
tonnes of cargo transited port facilities
in 2021, a 3.5 per cent decrease,
but a lot better than the 13-per-cent
drop in 2020 from a record 2019 due
to the rail blockade, dock strike and
COVID-19.
The liquid bulk sector decreased
by 5.4 per cent to 11.7 million tonnes.
The dry bulk sector was down 7.3
per cent to 7.8 million tonnes, as
droughts in Western Canada affected
grain volumes. On the plus side, the
container sector saw growth of 7.3 per
cent to 1.7 million TEUs.
“Last year was OK, considering
the overall supply chain disruptions,”
said Martin Imbleau, President and

CEO of Montreal Port Authority. “We
should have some growth on the
container side this year.” There are a
lot of changes in the business model
of supply chains with larger shipping
lines acquiring logistics companies as
clients don’t want to be held captive
by supply disruptions, he added. In
addition, some importers are taking
things into their own hands. Canadian
Tire, for example, is chartering its
own cargo ships to import goods and
bypass bottlenecks at ports and avoid
skyrocketing shipping rates, keeping
its store shelves stocked despite
shortages elsewhere.
The Port has three priorities
this year. The first is finalizing the
selection of the prime contractor for
its Contrecoeur terminal, the largest
expansion project in the history of
the port. Three consortia had been
shortlisted for the construction of the
estimated $750 million terminal which
will double the port’s capacity. But the
mandate was changed in mid-2021,

The second priority is to improve
fluidity at the port where congestion
has many truckers waiting hours
before accessing the port to retrieve
containers, the Port is constructing
a viaduct above Notre-Dame Street.
This will allow the daily exit of more
than 1,400 trucks directly on Dickson/
Souligny streets, relieving traffic on
Notre-Dame St. The commissioning of
the viaduct with a temporary road is
scheduled for the end of this year.
The third priority is to improve
the port’s carbon footprint primarily
by convincing more docked vessels
to connect to its electricity grid rather
than being powered by their own
diesel engines.
After being shut down for the past
two years due to the pandemic, the
cruise ship season is returning, with
47 cruise ships scheduled to call on
Montreal between May 7 – October
31, up from an earlier schedule of 36
ships. In 2019, the last season before
it was cancelled, Montreal welcomed
113,000 cruise passengers and crew
which generated close to $30 million
in economic benefits for the city,
according to the Port.
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MONTREAL GATEWAY
TERMINALS
Last year was flat for Montreal
Gateway Terminals (MGT) in terms
of growth from 2020 when MGT
handled between 950,000-975,000
TEUs, according to Michael Fratianni,
President and CEO.
“There were a variety of reasons
for last year’s performance, including
the logistics chain being in total
disarray, which meant fewer vessels
coming into port. The labour issue
(currently in arbitration) is still a
concern.”
But there is room for optimism
since there are containers “all over
the place” that have to be delivered,
so MGT is predicting single digit
growth in 2022. “The economy and
populations are growing on both
sides of the Atlantic and with pent up
demand, people are spending more
on goods than material services.”
In addition, Mr. Fratianni is
optimistic the Port can regain the
confidence of shippers, particularly
from the U.S. Midwest, which turned
to other ports when Montreal dock
workers went on strike last summer.
“The port still has a reputation of
being congestion free and there are no

issues of long loading and unloading
times.” Last year, MGT received two
of its four ship-to-shore cranes, with
the last two cranes scheduled to arrive
by the end of the year along with 15
leading edge restackers.

TERMONT MONTREAL
Congestion at U.S. West Coast
ports resulted in a pleasant surprise
for Termont, which saw its business
increase about 10 per cent last year
over 2020, according to Termont
General Manager Julien Dubreuil. “We
had the labour issue which impacted
our business with some traffic diverting
to other ports like Halifax and St. John.
But with the West Coast congestion,
a lot of traffic was diverted to the East
Coast, including Montreal.”
Business at Termont and at the
Port of Montreal overall could get an
additional boost as a result of another
West Coast issue. The West Coast
Master Contract that governs dock
workers expires on June 30 which
could potentially impact East Coast
ports, according to Mr. Dubreuil. The
East Coast Master Contract doesn’t
expire for a few more years, he added.
“Some shippers are anticipating there
could be more labour issues and have
already shifted to East Coast ports

like Atlanta and Charleston. But then
you get more congestion there which
could benefit us again.”
During 2021, Termont completed
the expansion of its Viau Terminal,
adding 250,000 TEUs of capacity,
bringing total capacity to 600,000
TEUs.
To lessen the impact on the
environment, Termont replaced
chemicals used to augment road
salt when temperatures dipped
below sub-freezing levels with beet
juice. The initiative was proposed
by environmental students at the
Université de Sherbrooke.

LOGISTEC
Celebrating its 70th anniversary
this year, Logistec has good reason to
be optimistic as it’s coming off what it
has termed an “exceptional year’” in
2021 with all divisions enjoying recordbreaking activity. Operating on both
sides of the border, the marine service
provider was able to take advantage of
infrastructure investments, particularly
for steel and lumber.
Business from its twelve Quebec
terminal operations was up roughly
20 per cent last year compared to
2020, according to Rodney Corrigan,
President, Logistec Stevedoring. “We
have several large bulk facilities on the
St. Lawrence and business was strong
throughout our network. Government
spending on infrastructure has
pushed steel demand very high
which in turn has pushed the demand
for raw materials which benefitted
our operations in Sept-Îles and
Contrecoeur.”
Like several operators in the East,
Logistec is getting a boost from supply
chain bottlenecks on the West Coast,
including Vancouver, forcing shippers
to look for alternatives in the East,
primarily in containers.
The outlook for the first half of the
current year should mirror that of 2021,
according to Mr. Corrigan. Beyond
that, there are too many unknowns to
predict the entire year.
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PORT OF BÉCANCOUR
It was a busy year for the Port of
Bécancour which handled 3.5 million
tonnes of cargo in 2021 and expects
to do even better this year, according
to Port Operations Manager Étienne
Mignault-Proulx. “We’re expecting
more steel shipments from Europe for
the Quebec and Ontario markets.”
The city’s industrial and port park
is attracting a lot of new business
due to its strategic location between
Montreal and Quebec City, he added.
BASF of Germany recently announced
Bécancour will be the site of its new
manufacturing and recycling plant
for battery cathode materials for the
electric vehicle market, an industry
Quebec’s Legault government has
championed for years. According to
BASF, the plant will have a capacity
of up to 100,000 tonnes per year
of battery cathode materials and is
scheduled to begin production in
2025.
Before BASF’s announcement,
Nouveau Monde Graphite and
Nemaska Lithium, two processors
of basic materials for lithium-ion
batteries, had already opted for the
industrial and port park located across
from Trois-Rivières. General Motors is
also joining the party, announcing on
March 7 plans to build a $500-million
factory in Bécancour along with South
Korea’s POSCO Chemical Co., to make
cathode active materials. Construction
will start immediately, and the plant is
expected to be ready to produce by
2025.
In February, the Quebec
government advanced $38 million
to the Société du parc industrielle et
port de Bécancour to speed up the
preparation of land and services for
industrial projects linked to the battery
sector.
JMV Environnement of SaintHyacinthe is setting up a new bulk
warehouse in Bécancour this spring
with operations expected to begin
this summer. The company plans to
build a 30,000 square foot warehouse
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that will be used for bagging bulk
industrial products. According to
Alexandre Adam of JMV, in addition
to the advantageous price of land in
Bécancour, it is also the proximity to
the port and the city’s rail service that
convinced the company to settle in
the region. “We have many customers
who do business with the Bécancour
port and rail service. It was therefore a
must and with the port nearby, and the
train passing by, it was easy for us to
set up something there,” he said. JMV
operates in several sectors, including
snow removal, rentals and sales of
heavy machinery and specialized
transport in bulk tanks.

PORT OF TROIS-RIVIERES
This year marks the 140th
anniversary of the Port of Trois-Rivières
which handled 3.9 million tonnes of
goods in 2021, up 20 per cent from to
the previous year. The figure for the
current year is expected to be about
the same as 2021.
Solid bulk represented 85 per cent
of total tonnage, liquid bulk nine per
cent, while general cargo represented

six per cent of total tonnage. Some
217 vessels docked at the Port last
year.
“Although 2021 was marked by a
second consecutive year of upheaval
due to the pandemic, we are proud
that the Port experienced a sustained
level of activity, allowing us to meet
the needs of our local and regional
industries that operate in major
industrial sectors such as aluminum,
forestry, construction and agri-food,”
said Gaétan Boivin, President and
CEO. “These results were achieved
thanks to the hard work, resilience, and
ability to adapt and innovate of our
partners, namely our cargo handlers,
G3 Canada, Groupe Somavrac,
Logistec, and QSL.” The Port
continues the deployment of its On
Course for 2030 development plan.
In addition, the Port has contributed
to the advancement of more than 25
research and innovation projects in
2021. These projects focus on themes
as diverse as environmental protection,
road and rail transportation modeling,
improved handling practices and
the reduction of greenhouse gas
emissions, Mr. Boivin said.
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PORT OF QUEBEC
Despite COVID-19, Port of Quebec had its fourth-best
year ever of operations in 2021, according to Mario Girard,
President and CEO. Cargo volumes totalled 28.5 million
tonnes, up 5.5 per cent over 2020, when it stood at 27
million tonnes. The Port’s operators also had a very busy
year.
“In 2021, we saw the global economy pick up
following a decline in world GDP of over 3.5 per cent in
2020,” said Mr. Girard. “We experienced a strong demand
for certain raw materials that go through the port that are
used in many industrial sectors like agri-food, construction,
and transportation. The Port is obviously an important
player in our economy and an important contributor to our
collective wealth.”
In 2021, QSL recorded its third-best year ever for its
Quebec City operations. The company, which specializes
in the handling and storage of various commodities,
had a very good year in iron ore and pellets and other
steel-industry-related cargo. It was a record year for
Béton Provincial, a company that is at the heart of the
Quebec construction industry. The agri-food sector at the
port, which includes various types of grain and livestock
products, raw sugar, and fertilizers destined for eastern
Quebec’s large agricultural basin, also had a good year.
During the year, the Port repaired and stabilized the
wharves in the eastern part of Anse au Foulon, along
Bassin Louise and in the Beauport sector. Since 2018, the
Port has carried out numerous infrastructure development
and restoration works by investing nearly $300 million,
including the amounts invested by the operators. Other
repairs and improvements to facilities are planned.

Zero
average

anchorage
wait time

Approximately 1,000 vessels are expected to call at
the Port in 2022.

PORT OF SAGUENAY
After the Quebec government rejected the project
last summer, Ottawa has also nixed the Énergie Saguenay
natural gas megaproject, putting an end to the $10-billion
plan for a liquefied natural gas facility. The project involved
a liquefaction factory in Saguenay of western Canadian gas
supplied through a 780-kilometre pipeline connected to
a main gas pipeline in Northern Ontario, and would have
produced 11 million tonnes of LNG annually for export to
Europe and Asia. However, the Impact Assessment Agency
of Canada said its six-year evaluation found the project
would harm the environment by increasing greenhouse gas
emissions, harm beluga whales with increased maritime
traffic on the Saguenay River and have negative impact on
cultural heritage of Innu First Nations.
Despite the setback, the Port had a busy year in 2021,
even though the cruise ship season was cancelled for a
second consecutive year due to the pandemic. The port

Beat maritime
traffic with the
Port of Montreal.
Shipping delays and bottlenecks continue to
impact supply chains reliability across North
America. The good news is importers and
exporters can skip vessel congestion at the
Port of Montreal, where the average waiting
time at anchorage is zero.
Ensure your goods arrive at their destination
safely and on time with the Port of Montreal,
a beacon of operational efficiency for the
global shipping industry.
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handled some 1.28 million tonnes of
general cargo in 2021, compared to
548,500 tonnes in 2020, and received
96 ships at its Grande-Anse facilities,
compared with 71 the previous year.
The improved results were mainly due
to the favorable economic conditions
in 2021.
For the first time in its history, the
port transshipped 43,000 tonnes of
sugar from Brazil to refining facilities in
the Great Lakes. Last year also marked
the first full year of operations of the
export terminal for wood pellets.
The Port intends to turn to
sustainable and international
development to develop its industrialport zone, a shift started in 2020.
“We are very optimistic that we will
complete our infrastructure projects
over the next few years and thus
continue to improve the attractiveness
of our region on an international
scale,” said Carl Laberge, President
and CEO.

PORT OF BAIE COMEAU
Transshipment activities at the
Baie-Comeau Rail Port Company
(SOPOR) increased nearly 30 per cent
in 2021, allowing it to recover most
of its 2020 decline. About 322,000
tonnes of goods passed through the
Georges-Alexandre-Lebel rail ferry
over the past year, compared to
250,000 in 2020. “We are around what

we were doing in 2019,” noted Cédric
Bérubé, managing director of SOPOR.
Despite the paper machines
remaining idle at the Résolute Forest
Products plant in Baie-Comeau,
SOPOR managed to hold its own
mainly due to the increase in
shipments from the Alcoa aluminum
smelter intended for the American
market, said Mr. Bérubé.
Last March marked the end of
lumber shipments from the Arbec
sawmill in Port-Cartier, which closed in
December 2020. Mr. Bérubé is hopeful
the sawmill will reopen. He also feels
the same about Bioénergie AE CôteNord, whose liquid biomass that it
manufactured transited by rail before
its closure.
SOPOR still hopes to become
the preferred means of transport
for supplying mining companies in
the northern part of the region with
equipment from the U.S. “With our
marshalling yard (at the wharf), the
transshipment centre in the JeanNoël-Tessier park (near future Route
389) and our specialized workforce,
SOPOR is a major development tool
for businesses and industries wishing
to reach (or obtain supplies from)
Canadian, American and international
markets with the rail ferry link to our
Baie-Comeau complex,” Mr. Bérubé
concluded.

The German company Hy2gen
is developing a $1 billion production
site for green hydrogen and green
ammonia to be used primarily for
propulsion of ships and aircraft. The
start of operations is scheduled for
2026. The President and CEO of
Hy2gen, Cyril Dufau-Sansot, said BaieComeau was chosen for the availability
of hydroelectricity and because the
port’s strategic location. “We have a
port that can accommodate very large
boats that will allow us to load these
fuels and then transport them. And an
industrial park is available, namely the
Jean-Noël-Tessier park,” added the
CEO.

PORT OF SEPT-ÎLES
The Alouette aluminum smelter
was inaugurated in 1992 and
produced 73,800 tonnes that year. Last
year however, it broke a new record
with 627,628 tonnes of aluminum
produced which helped the Port of
Sept-Îles handle 32.1 million tonnes of
commodities in 2021, down three per
cent from the 33.1 tonnes handled in
2020. The smelter plans to spend $90
million on decarbonization this year
with the goal to be carbon neutral by
2050.
Lower iron ore shipments are the
main reason for the difference due
to certain incidents and equipment
breakdowns that affected production
for some producers. However, the
current year looks promising with the
announcement of Champion Iron Ore’s
seven million tonnes expansion as well
as higher volume forecasts by other
mining companies producing iron ore.
“These new volumes at the Port’s
facilities should make it possible to
cross the 40 million tonnes mark in
2022, setting an all-time record, as
well as possibly reaching the rank of
second-largest port in Canada (behind
Vancouver) in terms of volume of
activities,” said Pierre D. Gagnon,
President and CEO. Over the past few
years, more than half a billion dollars
in public and private investments have
been made at the port, he noted.
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Hwy H2O Conference a go for this fall
BY ALEX BINKLEY

impressed with the educational
component, from the economic
outlook to the commodity modules
that provide timely updates on market
conditions for existing commodities
that move through our system, to
potential commodities that could
move through it.” Topics included in
past commodity updates have ranged
from crude oil to wind turbines and
included benchmarking best practices
in our industry, our customers and
other modes, other industries, he said.

Bruce Hodgson
After two postponements, the
Hwy H2O Conference will be held
this fall in Toronto to take an in-depth
look at issues and trends in marine
shipping on the Seaway-Great Lakes
system. The 2021 event was moved
to the spring of 2022 because of the
Covid-19 prevention rules in place.
When the prospects for an in-person
event then appeared uncertain, it was
decided to wait until Nov. 15-16.
The key topics for the Hwy H2O
conference, which is expected to
attract 150 to 175 delegates, will be
economic prospects and sustainability.
“Sustainability is top of mind for
everyone these days,” says the The
St. Lawrence Seaway Management
Corp. (SLSMC). “Getting freight off the
roads onto the ships is good for the
environment and eases the pressure
on the highways in both counties.”
Bruce Hodgson, SLSMC’s Director
of Market Development, said the
sessions during the conference will
focus on how to boost Seaway-Great
Lakes sustainability and how to
educate Canadians and Americans
on the environmental and economic
benefits that sustainability will bring
including protecting the health of the
Lakes. Feedback from the attendees
at past conferences shows they “are

“Attendees are able to gather a
better understanding of competitive
conditions impacting various
commodities, as well as developments
in other industries and modes. We’ve
provided updates on the rail and
truck sectors, and reviewed how to
improve the delivery process to our
customers. This includes discussions
on the competitiveness of the Great
Lakes system and how can we be more
competitive.”
There have also been discussions
on how the system’s stakeholders can
work together, and how to work with
other transport modes, to maximize
the effectiveness of our system to
users. The conference also enables
attendees to network, which is
“critical to develop the synergies for
a successful supply chain. We learned
the value of networking early on, and
provided for quality networking time
in our agenda. We have expanded the
Hwy H2O networking opportunity by
hosting a welcoming reception, along
with other networking activities.”
The conference is now seen as
“a key event for our stakeholders to
meet with their customers and start
their planning process to close off the
navigation season, and start preparing
for the upcoming navigation season,”
he said.
The conference also enables
companies to discuss how they can

better service their customers and
position for the future through more
effective allocation of resources, he
said. “Feedback from our attendees is
that they always leave the conference
with new ideas and ways to serve their
customers better. They also appreciate
learning about industry trends and
economic trends, as well as learning
what’s happening in other modes and
the business opportunities that exist.”
The first Hwy H2O conference was
held in 2005 and became an annual
event until last year’s postponement.
At first, the conference attracted
mainly Canadian and American
attendees but as international trade
involving Great Lakes ports grew,
delegates from other countries began
attending.
Terence Bowles, President
and CEO of SLSMC, will open the
conference, and then Hodgson and
Rebecca Yackley, Director of Trade
& Economic Development with the
U.S. Seaway Development Corp. will
begin the process of delving into the
economic outlook and sustainability
issues. Among the topics to be
discussed are practices that support
long-term economic growth without
negative social and environmental
impacts.
Speakers will also talk about
market trends that will impact traffic
through the system and opportunities
for future growth. Other sessions will
examine social sustainability and how
changes in the waterway operates
will affect communities, businesses
and workers. “Proactive managing
and identifying business impacts on
employees, workers in the value chain,
customers, and local communities.”
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Federal Saint-Laurent first vessel of 2022 at the port
of Trois-Rivières
Federal Saint-Laurent was the first
vessel to call the Port of Trois-Rivières
in 2022. She docked on January 6 at
5:48 am, after a 15-day crossing of the
Atlantic. The vessel, with its 22 crew
members of Indian nationality, left the
port of Brake in Germany on December
22, 2021. Its cargo of steel, unloaded
by Logistec, originates from British
Steel and is destined for various steel
distributors and companies specialized
in steel beam structures in Quebec.
To receive the title of first vessel, the
vessel must arrive from an overseas port
without making a stopover at another
Canadian port and perform loading
or unloading operations at the Port of
Trois-Rivières. Although the ceremony of
the first vessel of the year was performed
while observing compliance with public
health measures, the Port maintained
its 56-year old tradition of presenting
the Captain of the first vessel, Shaikh
Shahid Ibrahim and her Chief Engineer,
Arundeepak Rajamoha, with the
traditional souvenir gifts with a distinctly
Trois-Rivières touch”, explained Jacques
Paquin, Executive Vice-President of the
Port. Messrs. Ibrahim and Rajamoha
received a giclée reproduction of the
painting Un port, une équipe, produced
by Mauricie artist Caroline St Pierre, as

well as baskets of regional products.
Mr. Paquin underlined the essential
contribution of the Port’s workers who
are in charge of the unloading activities
of the ship and who have been operating
under unusual conditions for almost
two years now. In addition to the work
by crew members, winter navigation is
made possible through the efforts of
many actors, including the Coast Guard
and its icebreaker fleet, as well as St.

Lawrence River pilots, and Mr. Paquin
also took the opportunity to recognize
their important contributions.
Federal Saint-Laurent is a 2019-built
bulk carrier sailing under the Marshall
Islands flag. Its length overall (LOA) is
199.98 m, with a beam (width) of 23.76
m. She was docked at section 9 of the
Port of Trois-Rivières for a period of five
days.

On the photo (left to right): Jacques Paquin, Port of TroisRivières, Arundeepak Rajamoha, Federal
Saint-Laurent, Shaikh Shahid Ibrahim, Federal Saint-Laurent, Caroline St-Pierre, regional artist.

Port of Sept-Îles welcomes First Ship of 2022
Flying the Japanese flag,
M/V Frontier Harvest arriving from
İskenderun, Turkey, was the first ship
of 2022, with arrival at 12:22 p.m. on
January 4th. The ship was in ballast
and departed a few days later for
Rotterdam, Netherlands with a cargo of
172,360 tonnes of iron ore pellets and
concentrate from Iron Ore Company
(IOC). Owned by NYK Line, the ship has
a crew of 20 on board.
Due to the health restrictions in
effect with the COVID-19 pandemic,
the prestigious cane bearing the image
of the Port of Sept-Îles was given to
Captain Edgar Sulpecio Carvajal Llorente
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by Iron Ore Company Marine Services.
The traditional New Year ceremony at
the Port, where the maritime industry
and the Sept-Îles business community
usually gather to mark the arrival of
the first ship, could not take place for
a second year in a row, due to the
pandemic.
Now in its 35th year, the tradition
marks the arrival of the first ship of the
year to call at the port. To be eligible,
the vessel must come directly from a
foreign country and be bound for a
foreign destination. In 2012, on the
occasion of the 25th anniversary of the
award, the traditional gold-headed

cane was modified to present a more
contemporary version highlighting the
resources of the region. Inspired by a
3D version of the Port of Sept-Îles logo,
this new edition of the polished and
anodized aluminum cane is stylishly
reminiscent of the blue highway. The
redesigned pommel contains a shard
of iron ore whose lustre is reflected in
an acrylic half sphere. The distinctive
component of gold has not been
overlooked in the new concept of the
trophy. The seven stars illustrated on the
logo of the Port of Sept-Îles and recalling
the seven islands in the bay have been
reproduced in 10-karat gold on the ring
of the cane.

OPINION

Is it time for removing the capital gains tax
exemption on principal residences?
BY THEO VAN DE KLETERSTEEG
According to a report authored
by Vancouver-based advocacy group
Generation Squeeze and backed by
the Canada Mortgage and Housing
Corporation (CMHC), one solution to
surging home prices in Canada may
be to implement an annual progressive
surtax on homes valued at $1 million or
more, to be capped at one per cent and
be deferred to when the home is sold
or inherited to limit risks to homeowners
with limited income. “The proposed
annual surtax will reduce the tax shelter
that incentivizes Canadians to rely more
on rising home prices as a strategy for
savings and wealth accumulation than
they otherwise would,” said the report.
“Reducing the tax shelter will disrupt
feedback loops that fuel rising home
prices.”
The $1 million threshold was
chosen because the tax would then only
apply to nine per cent of households
in the country, including 13 per cent of
Ontario homes and 21 per cent of British
Columbia households, according to the
report. Depending on how the surtax
rates are structured, the report estimated
it could generate between $4.54 billion
to nearly $6 billion in revenue, which
could then be fed into other housing
initiatives that target renters, for
example.
It’s an interesting proposal but,
in my opinion, would do very little to
influence housing prices, and would do
nothing to help governments’ desperate
need for increased revenues, at least
not for many years to come. I cannot
imagine that many people who own
million dollar plus homes are going
to materially change their buying and
selling behaviours to avoid paying
a 1 per cent annual tax. Moreover,
the projected tax revenues would be
many years in the making as existing
homeowners would sell their homes,
or would pass it on to their estates.
However, governments need increased
revenues now, as they simply cannot
continue spending wildly without
increasing tax revenues in a meaningful

manner, on a cash basis, not on an
accrual basis.
One obvious target is increased
sales taxes (see accompanying article).
There is a lot to be said for increasing
sales tax rates. First, it appears that,
relative to other countries, Canada’s
existing goods and services taxes are
relatively low. Secondly, sales taxes are
hard for people to avoid: when you
use your money to consume, you pay.
Also, governments are becoming more
adroit at limiting revenue losses through
unreported cash sales, partly aided by
the advent of the digital economy and its
attendant reduction in the use of cash.
Another major area of potential
government revenue gains is to remove
the capital gains tax exemption on
the sale of principal residences. This
exemption has been an unfair exemption
for many decades in that it could only
be used by people with the means to
buy a home – one could argue that the
exemption fueled the incomes of the
“rich” at the expense of those who were
unable to take advantage of it. In years
gone by, the exemption fueled Canada’s
homebuilding and manufacturing
industries, but there are probably few
people today that could rationally argue
for continued stimulation of the already
overheated homebuilding industry.
Furthermore, associated home furniture
and appliance industries are no longer
as important as they once were. Lastly,
continuation of the principal residence
exemption is preventing large swaths of
younger Canadians from entering the
housing market because their incomes
are insufficient to support servicing the
huge mortgage they would need to carry
to buy a property that is priced beyond
their reach. So, primarily for reasons of
social equity, the government of Canada
should abolish the principal residence
exemption from its capital gains taxes.
Social equity is not, however, the
only reason for a change in government
policy. Clearly, once the exemption
removal has been put in place, fully
taxing capital gains on all housing will

bring a bonanza to future government
coffers. But there is more: some smaller
contractors have been known to charge
construction materials and manpower to
their companies, but use these resources
in the construction of their own homes.
This practice creates losses in the
homebuilding company, avoiding the
payment of appropriate income taxes,
and creates an untaxed capital gain on
the residence of the homebuilder once
the property is sold. Such practices
that work to the detriment of collecting
taxes would be reduced because every
seller of a home would need to conduct
adequate recordkeeping of the cost
base of the home in question, in order
to minimize the tax burden. The same
is true in the home renovation industry
which is notorious for its problems
of untaxed income and, to a lesser
extent, sales taxes collected, but not
necessarily remitted to government tax
agencies. Again, with the sale of primary
residences presently not subject to
capital gains tax, homeowners generally
do not care to maintain records of
renovation expenses, and many will be
induced to pay a lower price and pay
no sales taxes for a “reno” job for cash,
without a receipt.
Given the advantages of social
equity and the substantial new source
of government revenues that is inherent
in removing the exemption of capital
gains taxes on the sale of one’s principal
residence, governments should move
expediently to make the move.
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So how are we going to repay the accumulated debt?
BY THEO VAN DE KLETERSTEEG
The Organisation for Economic
Co-operation and Development (OECD)
is an intergovernmental economic
organization of 38 member countries,
founded in 1961 to stimulate economic
progress and world trade. Notably, and
regrettably, China is not a member.
The OECD’s goal is to shape policies
that foster prosperity, equality, and
opportunity. As part of its work, it
collects data and performs exhaustive
analysis on a wide range of topics.
Among those is a review of government
revenues among member nations, along
with breakdowns of the nature of those
revenues.
During the past two years Canada
has seen an explosion of public debt,
particularly arising from dealing with
Covid-related issues, but also arising
from substantial expenditures related to
settlement of outstanding indigenous
issues, disaster recovery, environmental
issues and climate change and, of
course, an ever-larger and well-paid
bureaucracy. In round numbers,
aggregate provincial and federal debts
are presently in excess of $2.1 trillion,
and continue to grow at alarming rates.
Even if the pandemic were to disappear
tomorrow, balanced budgets are not
in sight, and government spending of
amounts that will be significantly higher
than revenues are expected to continue
for many years to come. It is likely,
though, that governments will begin to
realize that such excessive spending will
destroy the economy, and for that reason
will have to start raising taxes. Broadly
speaking, which sources of economic
activity look particularly attractive for
governments to tax more intensively?
For greater clarity, the OECD
calculates its numbers on the basis of a
percentage of GDP. However, although
GDP represents some measure of a
country’s ability to raise taxes, debt
repayment takes place in dollars, not
GDP. Moreover, there are variations in
GDP per person between countries,
which introduces opportunities for
misinterpretation. Despite those
limitations, the comparisons are still
useful, particularly when comparing
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economies of similar size and structure.
For OECD countries as a whole,
average government revenues (i.e.
tax revenues from all sources) in 2020
represented 33.5 per cent of GDP.
At 34.4 per cent of GDP, Canadian
government revenues in 2020 were
slightly above the OECD average. Still,
22 countries (out of 38) had higher levels
of overall taxation than Canada, and all
of those were European countries.
If we restrict the search to G7
countries, Canada fits in the middle,
with France (45.43%) topping the list,
followed by Italy (42.91%) and Germany
(38.34%). Ranking lower than Canada
are the UK (32.77%), Japan (31.41%)
and the US (25.54%). Of particular
concern to Canada are taxation rates
in the US which are dramatically lower
than in Canada. The US, of course, is
Canada’s largest single trading partner
and, given the closely integrated nature
of their economies, corporations and
individuals can move from one country
to the other with relative ease. If tax
differentials between the two countries
were to widen, not only would such a
development prompt a review of Head
Office locations in many corporate
Boardrooms, they would also have an
impact on foreign (non-North American)
corporations setting up, moving or
expanding North American operating
facilities. Taxes matter, a lot.
In terms of personal income taxes,
Canada ranks as the highest taxed
country in the G7 (12.5%), followed by
Italy (11.5%), the US (10.5%), Germany
(10.4%), France (9.6%), the UK (9.5%),
and Japan (6.0%). The G7 average is
8.0%, as is the OECD average. Within all
OECD countries, Canada’s high ranking
is only topped by Finland (12.6%),
Iceland (15.3%) and Denmark (25.3%).
In terms of corporate income taxes,
once again Canada is the highest taxed
country in the G7 (4.24%), followed by
Japan (3.14%), the UK and France (each
2.32%), Italy (2.1%), Germany (1.65%)
and the US (1.3%). The G7 average
corporate income tax rate is 2.98% of
GDP. Within OECD countries, Canada’s
high ranking is topped only by Colombia

(4.6%), Luxemburg (4.61%) and Chile
(4.7%). The OECD average is 2.98%.
Lastly, in terms of goods and
services taxes, Canada is at the low end
of the scale. In terms of G7 countries,
France tops the list at 12.29%, followed
by Italy (11.52%), the UK (10.15%),
Germany (9.85%) and Canada at 7.43%.
Following Canada down the list are
Japan (6.58%), and the US (4.32%). The
G7 average is 10.75%.
Considering the above numbers, it
seems clear that, with Canada already
being at the high end of tax collections
in terms of personal income tax and
corporate income tax, there is not
much more blood that the federal and
provincial governments can extract from
Canadian taxpayers. However, there
appears to be lots of room for additional
taxation with respect to GST, HST and
various provincial sales taxes.
My advice? If you have a shopping
list with a number of very expensive
items on it, consider purchasing those
items sooner rather than later, for two
reasons: First, our governments are a
lot keener to tax the wealthy than to tax
the poor, so if a Porsche or a Maserati
is on your list, rest assured that your
income tax rates will not be reduced.
Secondly, assuming sales tax rates will
be raised, incremental sales tax rates on
very expensive items represent lots of
dollars. And lastly, who knows whether
one or more governments will get really
creative, and introduce graduated sales
tax rates, for example a GST rate of 0%
on groceries (as is presently the case), a
5% rate on all other goods except single
items that cost in excess of $2,000,
which might attract a GST rate of 10%.
Very, very few citizens were
concerned about government deficits
of 2020 and 2021, and somehow
figured that we would soon see the
end of deficit spending. Nope, that
wasn’t going to happen, and isn’t
going to happen. It’s taxpayers that
will ultimately have to pay the taxes to
allow governments to meet their debt
obligations. If there is any good news
in all this, it is that Canada was far from
alone in its public spending of 2020 and

2021. The Economist tracks changes in
GDP, current account balance, budget
balance and other economic indicators
on a quarterly basis of 42 countries.
Its latest Q3-2021 numbers reported
positive GDP growth in all but three
countries, a positive current account
balance in most countries (including
Canada), but budget deficits in all
countries, except one (Norway). Of the
42 countries, only four (the US, Britain,

Greece and Italy) will have estimated
budgetary deficits greater than Canada
(9.5 per cent of GDP). The worst
performer is expected to be the United
States with a budget deficit of 12.4 per
cent of GDP.
Although many smaller groups of
people, such as many owners of small
businesses, have suffered financially
during the pandemic, incomes of the
population at large have been propped

up by generous government supports,
which may have led many to believe
that there is no real price to be paid
for Covid. However, with or without a
pandemic, government spending is
horribly out of control, and the price
that next generations will have to pay to
restore economic growth and economic
opportunity will be greater than any
generation since World War II.

CN announces appointment of Tracy Robinson as
President and CEO

Tracy Robinson
CN announced that it has appointed
Tracy Robinson as President and
CEO and as a member of its Board of
Directors, effective February 28, 2022,
following the previously announced
retirement of Jean-Jacques (“JJ”)
Ruest, who has departed CN’s Board on
February 28, 2022 but remains at CN in
an advisory role until March 31, 2022 to
ensure a seamless transition.
Ms. Robinson has joined CN from
TC Energy and previously spent almost
three decades at Canadian Pacific,
is a well-respected and seasoned
public company executive who brings
more than 35 years of operational
management, strategy development,
and project execution experience to
drive growth and profitability to CN.
She has a proven track record as an
extraordinary high-performing leader,
for which she is highly regarded within
the Canadian federal and provincial

regulated natural gas industry and
beyond.
Robert Pace, CN’s Board Chair,
commented that “We are thrilled to
have Tracy join CN as President and
CEO and are confident that CN has
the right team to lead it into the next
phase of growth. She brings more than
35 years of operational management,
strategy development, and project
execution experience to drive growth
and profitability. I would like to thank
Shauneen Bruder, Vice-Chair, for
leading the Search Committee through
a robust process that identified the
right leader to drive growth, continued
operational improvement, technological
advancement, and shareholder value,
and attract a world-class workforce.
Ms. Robinson stated that “This
is a transformational period at CN,
and I couldn’t be more excited about
the opportunities ahead. Our focus
is on building the railway of the

future – one that creates shareholder
value by meeting the needs of our
customers, employees, communities,
and the economies that depend on
us, safely, reliably, and efficiently. I look
forward to working closely with CN’s
extremely talented railroaders, Board,
and management team as we take CN
to the next level of performance and
industry leadership. I also want to say
that I respect and value CN’s rich history
in Montréal and in Québec, where the
common and official language is French.
I am excited to be returning to the
wonderful city of Montréal, and I have
already begun French lessons to ensure I
am able to fully embrace the experience
of living in Québec and communicate
with CN’s valued employees and
customers across the continent.”
Ms. Robinson has joined CN from
TC Energy, where she was Executive
Vice-President and President, Canadian
Natural Gas Pipelines and President,
Coastal GasLink. Prior to joining
TC Energy, Ms. Robinson spent 27
years at Canadian Pacific, including
executive roles spanning Commercial,
Operations, and Finance. Throughout
her professional career, Ms. Robinson
has held a number of industry and
private board positions, and currently
serves as a member of the Board of the
Business Council of British Columbia and
on the Campaign Committee and the
Dean’s Advisory Council at the Edward’s
School of Business of the University of
Saskatchewan. She also represents TC
Energy on the Board of the Canadian
Gas Association, is a member of the
Business Council of Alberta, and is on
the Board of STARS.
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CN and CP announce Q4 and 2021 year-end results

Although 2021 was another good
year for both of Canada’s railways,
particularly when one considers the
negative impacts of the pandemic and
adverse weather events, 2021 fell short
of the record results achieved in prepandemic 2019.
For the fourth quarter CN’s revenues
increased by 2.7 per cent, and for the
year increased by 4.8 per cent to $14.5
billion. However, CN managed to
reduce its operating expenses in Q4, as
a result of which its margins improved
dramatically to 41.7 per cent from 34.0
per cent in Q4 of 2019. Cash flow from
operations remained essentially identical
to that achieved during Q4 of 2020.
However, comprehensive income rose
dramatically to $2.6 billion during the
quarter from $337 million in Q4 of 2019
and $729 million in Q4 of 2020. The
surge in 2021 was driven by an increase
in value of pension and other postretirement plans.
CP’s 2020 overall revenues
increased 3.7 per cent to a record $8.0
billion and its gross margin for the year,
40.1 per cent, remained near the record
level set in 2019. Net income after
taxes during the year rose from $2.4 to
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$2.9 billion. Cash flow from operations
rose strongly from $2.8 billion in 2020
to $3.7 billion in 2021. However, after
record capital expenditures to acquire
Kansas City Southern railway, “free”

cash flow, residual cash flow after capital
expenditures and payment of dividends,
declined steeply. (CP raised about $11
billion of additional debt to help finance
the acquisition).
During 2020, CN did well in
petroleum and chemicals, with revenues
up 14 per cent to $2.8 billion, achieved
largely on the back of a 10 per cent
increase in rail freight revenue per
revenue tonne mile. It also did well in
intermodal, with a 10 per cent revenue
increase to $4.1 billion. Metals and
minerals, as well as coal, also did well.
Grains and fertilizers, and automotive,
were weak with revenue losses of 5
per cent and 3 per cent respectively.
Revenue tonne miles increased by 1 per
cent overall, while freight revenues per
RTM were up by an average of 4 per
cent.
During the year, CP recorded strong
revenue gains in its metals, minerals and
consumer products business segment, as
well as its energy, chemicals and plastics
business. However, its grain and coal
business suffered setbacks. Intermodal,
CP’s largest single revenue category,
gained 8 per cent in revenues.

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

CN
2021

CN
2020

CN
2019

CP
2021

CP
2020

CP
2019

Revenues

$3,753

$3,656

$3,584

$2,040

$2,012

$2,069

Less: operating expenses

$2,187

$2,245

$2,366

$1,208

$1,084

$1,179

Gross profit

$1,566

$1,411

$1,218

$832

$928

$890

Gross margin

41.73%

38.59%

33.98%

40.78%

46.12%

43.02%

-$6

$56

$57

$149

-$69

-$6

$1,572

$1,355

$1,161

$683

$997

$896

$373

$334

$288

$151

$195

$232

Net income

$1,199

$1,021

$873

$532

$802

$664

Net income as % of revenues

31.95

27.93

24.36

26.08

39.86

32.09

Comprehensive income

$2,550

$729

$337

$1,072

$404

$134

Cash flow from operations

$2,086

$2,008

$1,518

$604

$985

$1,033

Capital expenditures, net

$914

$855

$1,110

-$10,947

$330

$666

Dividends paid

$433

$409

$383

$127

$128

$114

“Free cash flow”

$739

$744

$117

-$10,470

$1,080

$253

CN
2021

CN
2020

CN
2019

CP
2021

CP
2020

CP
2019

Revenues

$14,477

$13,819

$14,917

$7,995

$7,710

$7,792

Less: operating expenses

$8,861

$9,042

$9,324

$4,789

$4,399

$4,668

Gross profit

$5,616

$4,777

$5,593

$3,206

$3,311

$3,124

Gross margin

38.79%

34.57%

37.49%

40.10%

42.94%

40.09%

Other expenses and (income)

-$717

$233

$164

-$414

$109

-$22

Net income before income taxes

$6,333

$4,544

$5,429

$3,620

$3,202

$3,146

Less: income taxes

$1,441

$982

$1,213

$768

$758

$706

Net income

$4,892

$3,562

$4,216

$2,852

$2,444

$2,440

Net income as % of revenues

33.79

25.78

28.26

35.67

31.70

31.31

Comprehensive income

$6,369

$3,573

$3,582

$3,563

$2,152

$1,961

Cash flow from operations

$6,971

$6,165

$5,923

$3,688

$2,802

$2,990

Capital expenditures, net

$2,913

$2,871

$4,124

$13,831

$1,671

$1,795

Dividends paid

$1,740

$1,634

$1,544

$507

$467

$412

“Free cash flow”

$2,340

$1,668

$514

-$10,650

$664

$783

Other expenses and (income)
Net income before income taxes
Less: income taxes

Results for the year ended
December 31
(in millions of C$$)
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Canadian Pacific staff vote for strike action as
merger with KCS looms
BY IAN PUTZGER

Photo 65061820 © Rdboes | Dreamstime.com

Canadian Pacific Railway (CP) is in
for a bumpy ride: 3,000 employees have
voted for a strike, to begin as early as
16 March, while rival Canadian National
(CN) and various interest groups are
calling on the US Surface Transportation
Board (STB) to impose conditions on the
merger of CP with fellow Class I carrier
Kansas City Southern (KCS).
According to the Teamsters
Canadian Rail Conference (TCRC), which
represents some 3,000 conductors,
engineers and train and yard personnel
at CP, 96.7 per cent voted in favour of
industrial action. The union has been
at loggerheads with management over
salary, benefits and pension issues.
CP claimed it had offered a two-year
contract with wage increases and agreed
to 20 further union demands on benefits
and work rules, but that the TCRC
appeared “poised to force a shutdown
of the essential rail supply chain”. The
union is scheduled to hold talks with
federal mediators between 11 and 16
March, but said it was preparing for a
strike or lock-out on 16 March, which is
causing concern for shippers.
The Canadian Cattlemen’s
Association and National Cattle Feeders’
Association have warned that any
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disruption in the flow of feed grain from
the US into Canada would “significantly
impact” the ability of beef producers to
feed their cattle.
Meanwhile, CP continues to face
headwinds on its biggest prize in years
– regulatory approval for its merger
with KCS. CN, which lost the takeover
battle for the US rail company, has
filed a request for the STB to include
a condition in the approval that would
mandate the pair to divest the Kansas
City Speedway line from Kansas City
to Springfield and East St Louis to
CN, arguing that this would foster
competition to the benefit of shippers.
“Under the right ownership, we believe
there is a clear opportunity to bring
widespread economic benefits for
customers and communities across the
American Midwest and Canada. CN has
a comprehensive plan for the Kansas City
Speedway that will increase competition,
create jobs, reduce roadway congestion
and positively impact the environment,”
said CN. In particular, automotive and
intermodal shippers would have greater
competitive options between eastern
Canada, Detroit, Chicago and Kansas
City, the firm argued.

However, fears that objections
could derail the merger were largely
unfounded, said Lee Klaskow,
Bloomberg’s senior transport and
logistics analyst. He noted that CP
and KCS were the two smallest of the
six North America railroads and, postmerger, would remain the smallest of
five. “They also do not overlap one
another and are, more or less, an
extension of one another, which we
believe will increase competition among
railroads. CN’s call for CP to divest the
Springfield Line is mostly noise in our
view,” said Mr. Klaskow.
However, shipper groups have
also weighed in with concerns over the
merger. According to CN, 70 letters
of support for its request have been
filed with the STB. A joint filing from
the National Industrial Transportation
League, the American Chemistry Council
and the Fertilizer Institute argues that
the CP-KCS alignment would harm
vertical competition. Kansas City is the
only location where the pair connect,
whereas KCS has multiple connections
with other Class I rail operators. The CPKCS amalgamation would create strong
incentives to favour their route over
others, they argued.
US grain shippers, notably the North
Dakota Wheat Commission, say they
are worried that a CP-KCS combination
might give preference to Canadian grain
over US, pointing to “a recent history
of involvement from the Canadian
government” for the Canadian rail
companies. The Private Railcar Food and
Beverage Association, which includes
the likes of PepsiCo, Kraft Heinz and
General Mills, voiced a more general
concern that the reduction in the number
of Class I rail companies could result in
further deterioration of service issues and
boost their pricing power. Many of these
filings are unlikely to sway the STB in its
decision, but US authorities have been
increasingly sensitive to issues like abuse
of pricing power.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

Soaring bunker prices could hasten ‘return to normal’
for liner trades
BY MIKE WACKETT
Low-sulphur bunker prices increased
another $100 per tonne on March 7 and,
having soared by a third since the end
of February to about $1,000 per tonne,
are adding millions of dollars to the cost
of operating a ULCV on an Asia-North
Europe round-trip.
And with a Russian oil ban “on the
table”, as sanctions are ratcheted-up
following the invasion of Ukraine, traders
are predicting oil could hit $200 a barrel
by the end of the month – more than
double the price at the beginning of the
year.
Notwithstanding the huge profits
reported by ocean carriers in the past
year, the leap in fuel costs will oblige
shipping lines to readjust their 2022 fullyear outlooks, hitherto calculated on an
average of around $500 per tonne. The
carriers will, of course, endeavour to claw
back as much as possible in the form of
emergency bunker surcharges and more
use of slow-steaming to mitigate the
financial impact. Moreover, the widening
spread between the price of compliant
low-sulphur fuel oil (LSFO) and HFO
(heavy fuel oil) – now approximately
$250 a tonne – will see renewed interest
in scrubber retrofits, as and when special

surveys or other operational downtimes
of ships allow.
Meanwhile, carriers are becoming
concerned about falling demand –
not on the transpacific, where US
consumers’ insatiable appetite shows
no sign of waning – but particularly on
the Asia-Europe tradelane. Even before
Russia invaded Ukraine, there were
signs of a softening of demand from
European consumers starting to struggle
with higher energy costs and other
inflationary pressures. The Loadstar has
seen evidence that orders from Asia of
low-value high-cubed commodities have
been cancelled, as the eight-to-ten-fold
increase in shipping costs since the start
of the pandemic has made retailing
these products unprofitable. A Londonbased garden furniture retailer told The
Loadstar recently he “could not pass on
a 30 per cent increase” in the Chinamanufactured product and had decided
to cancel orders until rates came down.
And there are signs that rate
erosion may have begun, at least on
the Asia-North Europe tradelane. This
component of the spot indices, which
had remained stubbornly elevated
after the Chinese New Year peak, has

now started to recede. For example,
last week’s Freightos Baltic Index (FBX)
reading for Asia to North Europe dipped
4.5 per cent, to $13,585 per 40ft, and
Niels Rasmussen, chief shipping analyst
at BIMCO, said the container shipping
market could see an “earlier return to
normal if growth is hit”.
On the suspension of bookings
by ocean carriers to and from Ukraine
and Russia, he noted that both
countries were not key markets, adding:
“Considering the very high global
demand, the developments in the two
countries should not be much of a
concern for container rates or demand.”
Nevertheless, he said that in specific
areas, such as some reefer trades, the
loss of volume could be more significant.
“The impact of the war on the global
economy and consumer confidence
may weaken growth prospects,” said
Mr. Rasmussen. “This could lead to an
earlier ‘return to normal’ from the current
elevated demand, which in turn could
ease congestion in ports.”
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

Charter hire rates still hitting new heights, but are
expected to soften
BY MIKE WACKETT
Containership charter rates and
second-hand values are heading for
a correction according to a broker
source, after sector records were broken
again in January. February’s Horizon
containerships report, from Maritime
Strategies International (MSI), recorded
daily hire benchmarks being smashed in
all sizes as ocean carriers, niche shipping
lines and forwarders competed for the
same vessels. The only dilemma keeping
shipowners awake at nights is whether
to take the huge daily hire rates on offer
for short to medium periods, or bank
the still-elevated rates from carriers for
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much longer periods. Moreover, owners
continue to be besieged with offers on
the S&P market, should they prefer to
cash-in their assets.
According to the MSI report, the
feeder sector, which it classifies as
containerships of up to 3,900 TEUs,
saw some of the most spectacular
deals during January, buoyed by raids
from a Hawaii-based transport group
on behalf of US retailers. “Pasha
Hawaii was the busiest customer in this
segment, sweeping up charters for six
containerships ranging from 2,700 to
3,500 TEUs,” said MSI.
The standout fixture was a charter
of 45-55 days for Sea Consortium’s
2,743 TEU X-Press Mekong, which was
fixed at a staggering $175,000 a day,
generating $7.8 million to $9.6 million
of charter hire for the Singapore-based
firm. Meanwhile, MSI said ‘market’ rates
for this size of ship rose 7.3 per cent in
January to a new record of $77,000 a
day, noting that “movements in February
have so far been limited”.

To overcome the dearth of open
tonnage in the sector, MSI reported that
charterers were tapping the orderbook
of ships nearing construction completion
to “secure vessels ahead of delivery
dates”.
Elsewhere, in the mid-sizes from
4,300 to 6,500 TEUs, panamax ships
are in big demand again, not only from
ad-hoc liners, but also from established
carriers, such as Hapag-Lloyd, which
announced last week it was commencing
a new standalone Asia to North Europe
loop, deploying eight panamax vessels.
The traditional workhorses of liner
trades, prior to the unit cost liner war
of the past two decades, panamax
ships are now very much back in vogue,
due to highly elevated freight rates
across many tradelanes that make their
deployment extremely profitable, while
the ships offer improved flexibility over
larger tonnage in terms of port options.
MSI reported new records for the
‘classic’ 4,300 TEU panamax ships,
with, at the extreme level, Pasha Hawaii

paying $235,000 a day for the 4,308 TEU
2009-built Ionikos for a three-four month
hire, while at the ‘market’ level, rates
breached $100,000 a day for ships that
could barely achieve $5,000 five years
ago.
In the larger vessel sectors of 7,500
TEU-plus, MSI saw rates for 8,500 TEU
ships “stabilizing at around $150,000
a day in January”, with some recent
deals being done at $160,000 a day.
Interestingly, MSI’s outlook for all sectors
is for a softening of rates across the
board in the coming quarters from the
current highs, a view that is supported
by one of The Loadstar’s broker sources.
“What I’m hearing is that we may have
reached the peak now,” he said, “I don’t
see there being a crash, but there could
be a bit of a correction from Q2 onwards
as some of the congestion begins to
ease.”
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

Roaring reefer freight rates freezing out perishables
from the shelves
BY MIKE WACKETT
The continuing rise of reefer
freight rates means fewer choices
on supermarket shelves as some
perishable products are priced out
of the market. Furthermore, a lack of
available containers is creating “tough
times” for many reefer shippers and
their import partners, according to a
reefer market update by DHL Global
Forwarding. It said: “A lot of places in
the world at the moment lack reefer
equipment. Additionally, dry container
rates keep increasing to levels above
reefer containers. As a result, shipping
lines allocate space rather to dry instead
of reefers. “Therefore, reefer equipment
is sometimes stuck for more than six
months in Asia, even though there is
more than enough reefer cargo to ship.”
Indeed, dry freight rates have
proved so irresistible to carriers,
that some have even opted to use
unplugged reefers to carry dry cargo,
putting further pressure on the deficit of
equipment.
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“Now, rates also keep increasing
for reefers, more than 50 per cent in
Q3-Q4, year on year,” DHL explained.
“How can Chinese ginger be sold in
Europe if transport costs are the same as
the product’s selling price? It’s a bizarre

situation. “We will see this continuing
in 2022 and, potentially ,in 2023, with
fewer products in supermarkets and
mainly only larger shippers with strong
financial backgrounds able to ship.”
Furthermore, elevated reefer container

rates have led to particularly high
demand for conventional reefer vessels,
according to Rafael Llerena, CEO of 3PL
EasyFresh. He told The Loadstar: “The
charter market is booming, it’s absolutely
amazing. I cannot remember a January
like this one, with charter rates peaking.”
Mr. Llerena added that market
conditions were placing entire fruit
sectors at risk, such as the melon
trade from Central America. “They are

suffering from the tremendous rise in
supply chain costs, with importers in the
US and Europe now seeking to source
melons from elsewhere, mostly Africa,”
he explained. On the other hand, Mr.
Llerena said, the Chilean seedless
grape market was stronger, but this was
being overshadowed by higher input
costs which include packaging and
fertilizers which are “suffering the usual
bottlenecks in shipping, as most of these

products are shipped from China”, he
explained. “Moreover, erratic schedules
are impacting shipping programmes
fixed by the receiving end food retailers.
Nevertheless, in this case, the higher
produce quality [of Chilean grapes] is
able to absorb a good part of the cost,
compared with some other produce
which is at risk,” said Mr. Llerena.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

Five major shipyards compete to build five
13,000 TEU ships for ONE
BY MARTINA LI IN TAIWAN

Photo: Dreamstime.com

Major shipbuilders in China,
South Korea and Japan have told The
Loadstar they will bid to construct five
13,000 TEU ships for ONE. Japan’s
Imabari Shipbuilding, South Korea’s
Hyundai Heavy Industries and Daewoo
Shipbuilding & Marine Engineering,
China’s Hudong-Zhonghua Shipbuilding
and Jiangnan Shipyard said they
had been shortlisted to offer pricing,
designs and delivery dates for the ships.
Shipbuilding sources say ONE is asking
for scrubber-installed, dual-fuel vessels
that can operate on fuel oil and LNG.

A ONE spokesperson told The
Loadstar it would not comment on
newbuilding plans. However, the carrier
recorded a net profit of $6.76 billion in
the six months ended 30 September
and expects total earnings of $12 billion
for its financial year ending 31 March.
Newbuild prices for such vessels are
estimated to be around $160 million
each.
It is believed to be the first time
that ONE, formed in 2018 after merging
the container shipping operations of
MOL, NYK and K Line, is commissioning

newbuildings directly. In December
2020, ONE sealed a 15-year charter deal
with Japanese tonnage provider Shoei
Kisen Kaisha for six ships being built
at sister yard Imabari and compatriot
yard Japan Marine United Corporation.
The ships having a capacity exceeding
24,000 TEU, will be the largest container
vessels ever built. For the four latest
orders, the busy shipbuilders are
expected to offer ONE delivery dates
from late 2024 onwards.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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‘Strategic transformation of ocean business’ brings
Maersk record Q3 profit
BY MIKE WACKETT
Maersk achieved a new record net
profit, of $5.5 billion, for the third quarter
– a figure also higher than its best-ever
annual profit. Revenue soared 68 per
cent year on year, to $16.6 billion, driven
by an 84 per cent increase, to $13.1
billion, in its liner business.
However, total liftings were flat, at
6.5 million TEUs, with east-west volumes
actually contracting, due to the impact of
port congestion, which Maersk said was
effectively idling around 10 per cent of
its fleet, particularly at the container hubs
of North America and North Europe.
Maersk’s average rate in Q3, of
$1,780 per TEU, while up 17 per cent
on the previous quarter, was well below
Japanese carrier ONE’s $2,375 and a
similar average rate reported by OOCL.
During the company’s earnings call,
Maersk CEO Soren Skou explained that
the carrier was focusing on expanding
its long-term contract business instead
of the more lucrative, but also more
volatile, short-term spot market. “This
represents a strategic transformation
of our ocean business,” said Mr. Skou,
adding that 67 per cent of the carrier’s
long-haul volumes was now covered by
long-term deals. The contracts include
commitments of 2.8 million TEUs a year
from its top 200 shippers that Maersk
has signed multi-year deals with at
fixed rates for the first 12 months and
negotiable rates subject to a cap and
collar thereafter.
Mr. Skou said contract rate
negotiations for the main Asia to North
America and Asia-Europe trades were
closing “significantly higher” than when
last concluded, and that most, if not all,
would be completed by February, rather
than the normal April/May.
Nevertheless, Mr. Skou said Maersk
was not going to ignore the short-term
spot market, which he said was needed
“for flexibility”, and that many small
and medium-sized forwarders would
continue to be able to book space via its
Maersk Spot product.
He also said larger forwarders would
be catered for by buying slots on sailings
which they paid for – used or not.

Maersk’s vessel operating costs,
however, are soaring and increased by
$1.5 billion on Q3 20, to $6.8 billion.
Fuel costs almost doubled, to $1.4
billion, driven by a 74 per cent jump in
its average bunker price, to $504 per
ton, as well as a drop in fuel economy,
thanks to speeding-up ships to mitigate
berthing delays. Moreover, Maersk
warned the higher bunker and charter
hire costs would increase its costs in the
next quarters.
Notwithstanding the continued
stellar performance from Maersk’s
container line, Mr. Skou said he was also
“particularly proud” of the group results
and progress in its Terminals and Towage
and Logistics & Services business.
Terminals and Towage EBIT in the third
quarter increased to $352 million, from
$236 million the year before, which it
said was partly due to higher storage
income from landside congestion.
And Logistics & Services produced
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an EBIT of $194 million in the quarter,
compared with $100 million previously,
“reflecting the significant organic growth
in revenue of 33 per cent”.
Maersk has decided to maintain
its full-year EBITDA upgrade guidance,
given on 16 September, in the range of
$22-$23 billion. It said the final-quarter
result was expected to be on a par
with Q3, with higher operational costs
mitigated by higher rates. Meanwhile,
the group said its announcement of the
acquisition of German forwarder Senator,
primarily an air freight business, would
“fill a gap” in its logistics and services
portfolio and “represent a significant
acceleration of our integrator strategy”.
EBIT= Earnings before interest
and taxes; EBITDA= Earnings before
interest and taxes, depreciation and
amortization.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

Hapag-Lloyd racks up massive $3.4 billion profit in Q3 –
with much more to come
BY MIKE WACKETT

© Hieronymusukkel

Hapag-Lloyd posted a net profit
of $3.4 billion for the third quarter, and
a cumulative nine-month result of $6.7
billion that compares with just $605
million earned in the first three quarters
of 2020. Putting the fifth-largest ocean
carrier’s earnings into context, that ninemonth profit exceeds its return from the
whole of the past five years.
And CEO Rolf Habben Jansen
said the carrier’s result for Q4 would
be equally strong, and that he saw “no
dramatic change” for the first quarter of
2022. He believes the carrier does not
expect to see any return to normalization
in liner trades before the end of H1 next
year.
Notwithstanding the recent dive
in spot rates from Asia, Mr. Habben
Jansen said he expected the “tripledigit” percentage increases the line had
negotiated so far with its contracted
customers to positively impact results
from Q1 22 onwards, insulating the
carrier from any slump in short-term
rates. He said some Asia-Europe
contracts were still being agreed with

shippers and there were “significantly
more ‘early bird’ contracts” being agreed
on the transpacific, well ahead of the
normal early spring negotiating season.
Revenue in Q3 soared 110 per
cent above the same period of last
year, to $7.4 billion, on virtually static
liftings of 2,976,000 TEUs, resulting in a
doubling of its average rate, to $2,234
per TEU. Hapag-Lloyd’s average rate
for the period compares favourably with
Maersk’s reported $1,780 per TEU, and
is on a par with THE Alliance partners
ONE and HMM’s declared average rates
for the quarter of $2,375 and $2,330,
respectively. The average rates include
all trades, including backhaul legs, and
are therefore significantly lower than
the market rates on the Asia to US and
Europe headhaul trades. Interestingly,
Hapag-Lloyd saw a substantial 40 per
cent volume contraction in its intra-Asia
tradelane during the quarter, to just
130,000 TEUs, as it prioritized other
more lucrative routes.
But Mr. Habben Jansen said he
was concerned about the operational

cost increases related to bunkers, port
costs, haulage and charter hire. However,
in regard to the latter, he argued that
the carrier’s “lower-than-average” 41
per cent of its 1.8 million TEU capacity
it has on charter meant it was “less
exposed” than many of its competitors
that had been aggressively buyingin tonnage to protect them from the
impact of skyrocketing daily hire rates.
Moreover, he said, the carrier had “very
few” charter ships subject to extension
renegotiation within the next 12 months.
In the third quarter, Hapag-Lloyd
completed the takeover of African
trade specialist NileDutch, as well as
agreeing a 30 per cent investment in
the JadeWeserPort, Wilhelmshaven. It
has also paid down the majority of its $6
billion debt this year and said it expected
to have a leverage “close to zero” by the
end of December.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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Cosco reports nine-month net profit of $10.45 billion on
back of soaring volumes and rates
BY MARTINA LI IN TAIWAN
through Cosco-controlled terminals,
an increase of 5 per cent, year on year,
while throughput at terminals in which
it has a minority stake was 79.15 million
TEUs, on a non-equity adjusted basis,
representing an increase of 6 per cent.
Cosco Ship Holdings said: “With
gradual recovery of the major economies
in the world and, under the impact of
factors including increase in demands,
persistent outbreak of the pandemic
and limited supply, the global logistic
supply chain continued to be challenged
by complicated situations such as port
congestion, shortage of containers as
well as inland transport delays. “The
company overcame the combined effect
of various factors by giving full play to
the supporting role of the container
logistics supply chain, and ensured
global transport services by enhancing
shipping capacity, securing container
supplies and enhancing services.”
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

Cosco Shipping Holdings reported
net profit for the first nine months of the
year of $10.45 billion, on the back of
surging container volumes and freight
rates. During the period, the group,
including Cosco Shipping Lines and
Cosco Shipping Ports, moved 20.45
million TEUs, up 8 per cent year on year,
and reported revenues of $33.24 billion,
which represents growth of 117.5
per cent.
The Asia-Europe route was
the largest contributor to turnover,
accounting for 30 per cent, followed by
the transpacific lane, which contributed
27 per cent, while average revenue
per TEU on its international routes was
$1,944, a near-100 per cent year-on-year
increase.
Meanwhile, port throughput was
96.43 million TEUs, up 6 per cent year
on year, with 17.28 million TEUs going
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CMA CGM sails to top of carrier earnings list with
$5.6 billion Q3 profit
BY MIKE WACKETT
CMA CGM has shot to the top of
the Q3 carrier earnings league table,
posting a net profit of $5.6 billion for the
period. And it said there would be an
“even stronger” result to come for the
final quarter. The group’s consolidated
revenue soared by 89 per cent,
compared with the same period of 2020,
to $15.3 billion, mostly driven by its liner
business.
Turnover from container shipping
doubled over Q3 of last year, to $12.5
billion, from a 2.5 per cent decrease
in volumes, at 5.45 million TEU, for an
average revenue of $2,293 per TEU
– compared with the $1,109 per TEU
average a year earlier.
CMA CGM’s average rate was on
a par with peers that have published
results, with the exception of Israeli
carrier Zim, which reported an average
rate of $3,226 per TEU for the quarter.
“We delivered very good financial results
this quarter, enabling us to continue
our development and accelerate our
transformation,” said Chairman and CEO
Rodolphe Saade.
Comparing Q3 with its second
quarter, CMA CGM saw profitability
leap by a stunning 60 per cent, with the

company’s bullish outlook on the back of
the signing of many more higher-rated
contracts, suggesting another massive
jump in its profits for the current quarter.
And the shipping group said it did not
see any evidence that demand was
tailing off, describing international trade
as “still brisk”.
“The pressure on effective shipping
capacity for consumer goods observed
since the summer of 2020 is expected
to persist until at least the first half of
2022,” it said.
To facilitate its aggressive growth
aspirations, mitigate the impact of port
congestion and insulate its network
against a dearth of open containership
tonnage and sky-rocketing daily hire
rates, CMA CGM has gone on a buying
spree of second-hand vessels, adding
49 ships to its fleet since January. And
with the delivery of 13 newbuild vessels
this year, this has lifted CMA CGM back
above China state-owned carrier Cosco,
to third-ranked, in capacity terms, by a
current margin of 150,000 TEUs, at 3.1
million TEUs.
In September, CMA CGM made
a surprise move to cap any further
increases in spot rates across all of its

liner brands until 1 February and, like
its competitors, said it was “working
with its customers to offer multi-year
contracts”. It is also continuing to
develop the synergies of its integrator
strategy ,with logistics arm Ceva
growing its revenue by 55 per cent in
Q3, compared with the previous year,
to $2.92 billion, representing a 63 per
cent EBITDA increase, to $274 million.
“This performance was driven by freight
management services and, in particular,
the ocean segment in what was a
favourable market backdrop,” said CMA
CGM.
Meanwhile, based on the results
of carriers that report their earnings,
and estimating a similar profitability for
the other shipping lines, New Yorkbased consultancy Blue Alpha Capital
has calculated combined earnings for
the liner industry in Q3 to be an eyewatering $48 billion, and a nine-month
cumulative net result of $105 billion. To
put the nine-month result into context,
these earnings exceed the total profit
made by liner companies over the past
five years.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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Bull market helps HMM wipe out years of losses with
a 2021 profit of $4.4 billion
BY MIKE WACKETT
South Korean flagship carrier HMM
has reported a $4.4 billion net profit
for 2021, compared with just $100
million the year before, as sales more
than doubled to $11.5 billion in the bull
market.
The carrier finally returned to the
black in Q3 20 after 21 consecutive
quarters of losses which brought the
shipping line to the brink of bankruptcy.
HMM attributed the outstanding
earnings last year to “higher freight
rates”, as well as its strategy of
deploying mainly scrubber-fitted ships
– more than 80 per cent of its vessel
capacity has scrubber technology,
compared with an industry average of
around 30 per cent. “The price gap
between LSFO (low-sulphur fuel oil)
and HFO (heavy fuel oil) is expected to
widen,” said HMM, adding that it would
“be able to respond to rising oil prices
effectively”.
Indeed, the price of LSFO has
increased in recent weeks, to around
$680 per ton, compared to the rise
in HFO to about $510 per ton, with
analysts expecting the spread between
the fuels to grow on the back of
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increasing oil prices, a reaction to
global energy shortages and increased
geopolitical tension.
HMM will see fuel cost savings
from its scrubber-fitted ships operating
with THE Alliance, as will its co-loading
partners; however, it will also pay higher
bunker costs due to its vessel sharing
agreements when loading on the LSFOburning vessels operated by other
members of THEA.
HMM did not disclose its liftings
for the year, but compared with THEA
partners Hapag-Lloyd and ONE, its
revenue appears to have grown at a
faster rate, suggesting the carrier’s
average rate per TEU was higher.
According to The Loadstar’s freight
forwarding sources, HMM, unlike some
of its larger peers, is continuing to
facilitate contracts with smaller-volume
customers on the Asia to North Europe
route, thus carrying a larger percentage
of the more lucrative spot and short-term
contract cargo.
Nevertheless, for the fourth quarter,
HMM’s revenue increased by 121 per
cent on the same period of the previous
year, from $1.68 billion to $3.7 billion,

on a par with ONE’s increase of 122
per cent, but significantly higher than
Hapag-Lloyd’s 104 per cent. This could
indicate that HMM signed-up more longterm contract business in Q4, thereby
slowing its exponential revenue growth.
However, other factors could be at play,
given that all carriers that have reported
their liftings for Q4 so far saw declining
volumes, attributed to supply chain
congestion and a lack of open charter
ships to cater for overflow cargo.
HMM deployed over 40 extra
loaders last year, mainly on the
transpacific, however several of these
ships were subject to severe berthing
delays at US west coast ports.
Since its state-funded restructuring,
HMM has grown its capacity to over
800,000 TEUs and has overtaken
THEA partner Yang Ming to become
the eighth-ranked container line. And
it has an orderbook of 161,000 TEUs,
which will take HMM within reach of its
ambition to resume a role as a global
carrier with a fleet of one million TEUs.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

Beijing hopes to secure its supply chains with creation of
state-owned logistics group
BY MARTINA LI IN TAIWAN

© Ryan Fletcher Dreamstime.com

State-owned China Logistics Group was launched back
in December by merging China Railway Material Group and
four units of China Chengtong Holdings Group, namely China
Material Storage and Transport Co, CTS International Logistics
Corp, China Logistics Co and China Packaging Corp. China
Eastern Airlines, Cosco Shipping and China Merchants Group are
onboard as strategic investors in the new China Logistics Group,
holding stakes of 10 per cent, 7.3 per cent and 4.9 per cent,
respectively.
The state-owned Assets Supervision and Administration
Commission (SASAC) and China Chengtong, a state-owned
conglomerate, hold the remaining shares. SASAC said that, with
China Eastern, Cosco and China Merchants as shareholders, the
new entity could “offer better strategies for its operations”.
Establishing China Logistics Group is part of the
government’s streamlining of state-owned enterprises and
developing the logistics industry. It will offer a wide range of
logistics services, including warehousing, distribution, packaging,
multimodal transport, cross-border e-commerce, international
trade and e-commerce.

At the launch in Beijing, SASAC director Hao Peng
said: “China Logistics Group must adhere to the strategy
of serving the country, focus on navigating domestic
and international economic cycles and accelerate the
construction of a nationwide comprehensive logistics data
platform. “The company should promote digitalization,
intelligent transformation and cross-border integration of
traditional logistics businesses and help improve the stability
and competitiveness of China’s supply chain.”
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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MSC the major ‘winner’ in 2021’s containership capacity race
BY MIKE WACKETT

MSC added 411,000 TEUs of
capacity last year, mostly via secondhand containership purchases, for a
growth of 10.7 per cent, to 4,266,805
TEUs, according to Alphaliner data. This
compares with 2M partner Maersk’s
conservative 3.4 per cent capacity
growth of 142,405 TEUs, to 4,279,305
TEUs, and other carrier rivals’ flat or
negative tonnage growth in 2021.
MSC’s tonnage growth was especially
impressive given that several of its
acquisitions involved ships it already
operated on charter.
The consultant’s analysis of the
‘winners and losers’ in the capacity
race last year highlighted Genevaheadquartered MSC’s insatiable appetite
for the S&P market, notching up more
than 100 reported purchases. S&P
brokers told The Loadstar last year MSC
was hunting ships of “any size and any
age” and prepared to outbid all other
carriers for an available vessel, even if
the transaction involved the expiry of a
current charter of six months or more.
However, percentage-wise, Taiwan’s
Wan Hai grew its fleet the most: by
nearly a third, to 421,202 TEUs, thereby
powering its way into the carrier top
10 rankings and demoting Zim to 11th,
despite the Israeli line boosting its fleet
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by almost 15 per cent, to 413,862 TEUs,
with new charters and its first purchases
of second-hand ships. Elsewhere, Wan
Hai’s compatriot, Evergreen, added
199,254 TEUs of tonnage representing
a 15.6 per cent increase in capacity,
to 1,477,644 TEUs. Nevertheless,
Evergreen was not an active player on
the S&P market.
“Contrary to MSC, which realized
its 10.7 per cent growth through a mix
of buying ships, charter vessels and
taking delivery of newbuilds, Evergreen
owes its fleet expansion to the entry
into service of four 24,000-TEU A-class
and ten 12,000-TEU F-class ships,” said
Alphaliner.
Meanwhile, Hapag-Lloyd recorded
only a 1 per cent increase in its capacity,
with a year-on-year gain of just 17,894
TEUs to 1,746,772 TEUs, as it redelivered
chartered tonnage to owners, either
because it no longer wanted the ship
or due to it being unable to extend the
charter. However, the loss of chartered
tonnage has forced the carrier onto
the extremely hot charter spot market
to cover its liner commitments. As an
example, The Loadstar reported last
month that Hapag-Lloyd had agreed a
three-month charter, commencing this
month, with Greek non-operating owner

Euroseas of the 4,253 TEU Synergy
Oakland for an eye-watering $130,000 a
day – $11.5 million over the duration of
the charter.
The so-called top-ten carrier
capacity ‘losers’ in the Alphaliner analysis
were Chinese state-owned Cosco, with
a 3.2 per cent reduction in its fleet, to
2,934,447 TEUs, and Japanese carrier
ONE, which saw a 3.4 per cent decrease
in its capacity, to 1,542,261 TEUs.
According to Vesselsvalue the
average age of MSC’s 260 owned vessels
is 17 years, with the age profile for its
123 panamax and sub-panamax ships at
around 20 years.
Older ships that do not meet
IMO’s EEXI (Energy Efficiency Existing
Ship Index) requirements and the
Carbon Intensity Indicator (CII), due to
be implemented in 2023, could face
mandatory power limits and speed
reductions. MSC may be just a few
ships away from overtaking Maersk to
become the top-ranked carrier in terms
of capacity deployed, but longer-term it
looks set to open a gap on its rival with
one million TEUs of newbuild orders
compared with the Danish carrier’s
current modest 255,000 TEU orderbook.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

CMA CGM buys major Los Angeles container terminal
operator for $2.3 billion
BY GAVIN VAN MARLE
CMA CGM is set to massively
expand its footprint in the Los AngelesLong Beach port complex, agreeing
to acquire LA terminal operator Fenix
Marine Services. The carrier group
already holds a 10 per cent stake in the
box facility and will become the sole
owner when it buys the 90 per cent
owned by private equity fund EQT
Infrastructure III for $2.3 billion.
According to CMA CGM, the
terminal is the third-largest in the LALB gateway complex, with an annual
handling capacity of around 2.5 million
TEUs and a concession to operate
until 2034. “The swift recovery of the
global economy has demonstrated

the importance of ports and logistics
infrastructure,” said Rodolphe Saadé,
Chairman and CEO of CMA CGM
Group.
“In order to manage efficiently our
port operations on the west coast of
the United States, we have decided to
acquire Fenix Marine Services. Fenix
Marine Services is one of the largest
terminals in this country and one of
its most strategic gateways. It is a key
industrial facility which will significantly
strengthen our position and support our
rapid growth in this market,” he added.
According to Loadstar Premium, the
French carrier “currently has plenty of
financial flexibility to fund it via existing

cash flow streams and cash on the
balance sheet”. According to the eeSea
Liner database, the terminal currently
services two transpacific Ocean Alliance
services – PSW1 and PWS3, which each
deploy four vessels of 13,000 teu to
14,000 TEUs – three CMA CGM/APL
express transpacific services and SM
Line’s CPX service. The terminal has
four berths of around 350 metres, is
equipped with 16 cranes and has eight
intermodal rail tracks.
CMA CGM added that once the
deal was complete, it would expand
both the container yard and its rail
capacity, as well as construct a new
berth. It also added that the group’s

APL Merlion calls Fenix Terminal Port of Los Angeles
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LNG-fuelled vessels were expected to
start calling at the terminal early next
year. Fenix recently signed a $50 million
order for four new ship-to-shore cranes.
Meanwhile, the Fenix staff and
management, headed by veteran
terminal executive Sean Pierce, are
expected to remain with the company.
“CMA CGM is looking forward to
working as terminal operator with FMS’s
experienced teams and to welcoming
them into the broader family of CMA
CGM terminals,” it said. “Our vision
was always to deliver operational
excellence,” said Mr. Pierce. “All

employees at Fenix Marine Services,
whether on the front line in the port
of Los Angeles or at our back-office in
Arizona, have been critical in delivering
that vision. This transaction is a
testament to the strength and fortitude
of the team. We thank our partners at
EQT for their unique, active support of
the company throughout this journey,”
he added.
Alex Darden, partner and head of
EQT Infrastructure’s US advisory team,
said: “It has been a pleasure to partner
with Sean and the management team,

each of whom has done a fantastic job
implementing our full potential plan,
including an ambitious digitalization
programme and an industry-leading
sustainability agenda.”
EQT acquired Fenix, then known
as Eagle Marine Services, in 2017. CMA
CGM also holds a 10 per cent in Long
Beach’s Pacific Container Terminal, with
Cosco holding 46 per cent and SSA
Marine 44 per cent.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

Container fleet soars above 50 million TEU in response to
supply chain congestion
BY MIKE WACKETT
A record 7.2 million TEUs, or 14 per
cent, was added to the global container
equipment fleet last year, taking it to
50.5 million TEUs, driven by demand
from ocean carriers, logistics operators
and BCOs (Beneficial Cargo Owners)
trying to protect their supply chains.
According to John Fossey, senior analyst
for container equipment at Drewry
Shipping Consultants, equipment
production will fall to between 4.5
million and 4.8 million TEUs this year
– but this will still rank as the secondhighest annual increase on record.
“The demand for equipment
remains strong as the recovery from
Covid-19 continues. We see continuing
growth in the perishable products sector,
beverages and the bulk chemical and
liquids markets, which will drive demand
for both reefers and tank containers,”
said Mr. Fossey. “And there is still the
big issue of availability, and the overall
productivity of containers. It is taking
much longer for boxes to complete their
journeys and be returned to the areas of
demand.”
Other factors that were influencing
new orders, added Mr. Fossey, included
the need to retire ageing equipment
kept in service longer than the normal
12 to 15-year life cycle, the demand
from ocean carriers “flush with cash”
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to build more buffer in their pools, and
other transport operators and BCOs that
have decided to operate with their own
fleet of boxes. Indeed, with containers
taking an average 30 per cent longer
to complete their transport cycles last
year due to port, landside and haulage
delays, Drewry estimates that the vessel
slot operating ratio on container trades
will reach closer to x2 this year, from a
2019 low of around x1.75.
Japanese carrier ONE said in
February that, in addition to ordering
more containers, it had deployed a
number of empty sweeper sailings to
reposition equipment back to highdemand regions.
Drewry noted that container lessors
controlled 51.5 per cent of the pool last
year, down from 52 per cent in 2020, but
expects their share to fall to 49 per cent
by next year as ocean carriers and the
new breed of transport operators take a
majority share.
Currently, the container
manufacturing market is dominated
by China which, according to Drewry,
accounted for 97 per cent of production
last year. However, Mr. Fossey said
there were two new factories coming
onstream in Vietnam this year that could,
in time, ramp up production to some
1 million TEUs a year. This could take

some pressure of off pricing; the cost of
a new 40ft high-cube container having
increased by 35 per cent since the start
of the pandemic to around $6,250.
However, Mr. Fossey added that he did
not expect prices to return to the prepandemic levels that saw sub-economic
container manufacturing.
Second-hand boxes, often
redeployed as storage units at the end
of their maritime life cycle, have almost
doubled in price in the past two years.
According to The Loadstar sources,
15-year-old 40ft units were commanding
more than $4,000 on resale exchanges at
the peak of demand last year. However,
according to Container xChange data,
there is now a downward trend in
second-hand equipment prices, with the
index of the online marketplace showing
average values for 20ft and 40ft boxes
have declined by around 10 per cent
since November.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

Cargojet gears up for Mammoth 777 conversion programme
BY KEITH MWANALUSHI, AVIATION CORRESPONDENT
Mammoth Freighters LLC of
Orlando, Florida, has signed Canadian
operator Cargojet as the launch
customer for its 777-freighter conversion
programme. It has signed an initial
sales agreement for two 777-200LRMF
freighters and Cargojet has placed
options for two 777-300ERMFs and two
additional 700-200LRMFs.
The initial delivery will be MSN
29742, a 777-200LR which will begin the
conversion process in mid-2022. The
aircraft was originally operated by Delta
until March 2020.
Delivery to Cargojet is expected in
the second half of 2023.
Mammoth said it was in a unique
position to produce two different
products that respond to both highdensity and lower-density e-commerce
and integrator markets. Data from
Mammoth shows the 777-200LR is an
ideal long-haul platform that will have
more than 10.5 lbs per cu ft of density
and a max structural payload of 233,000
lbs (105,687 kg), or the 777-300ER with
7.7 lbs per cu ft of density and 220,000
lbs (99,790 kg), that hits the sweet spot
required by e-commerce and integrator
cargo carriers.
Speaking about the certifications
to perform modifications for freighter
operations, Brian McCarthy, VP
marketing and sales, told The Loadstar
that Mammoth is using trusted, proven
and globally accepted engineering

tools and practices that will produce a
substantial data set, validated to meet
both today and tomorrow’s regulatory
standards.
“Although the regulatory authorities
globally have been challenged by recent
Covid-induced events, we all witnessed
a number of certifications and STCs
achieved by converters in the past year
which gives us great confidence in the
certification process,” he added.
Cargojet carries some 25 million
pounds of cargo weekly. Preliminary
data on weights and capacities on the
-200LR shows a max gross payload of
233,000 lb and a total volume of 22,971
cu ft. The metrics are a good indication
that Mammoth’s 777-200LRMF freighter
will fit well into Cargojet’s fleet profile.
Cargojet operates its network with its
own fleet of 31 aircraft.
Mammoth is busy setting up for
conversion and recently invested in a
maintenance and modification facility
in the US to support the conversion
programme in partnership with GDC
Technics, looking to tap into its expertise
in engineering and technical services,
modifications, electronic systems, R&D
and MRO services.
Recently, some aircraft have tipped
over during loading and unloading,
sending the nose into the air, and this
is an issue Mammoth is taking seriously.
“For some freighters, aft tipping warning
devices and systems are available,” said

Mr. McCarthy. However, he explained
that operators hate using the “pogo
stick”, because it is an operational
headache. “Additionally, for weekend
charter operators, it usually means that
you have to bring your own support tool
on the positioning flights.”
Mammoth’s affiliated company,
GDC Technics in Texas, has a system
called “Weight on Wheels” that monitors
and validates the correct loading of the
aircraft. “The new version of this, being
certified for the freighter market, will
address this with an audible warning
system that will alert ground crews for
an unsafe condition or a pending unsafe
condition.”
Mammoth is banking on a flexible
business model; it will offer the option
to convert assets already owned by the
operator, or acquire or lease ready-to-fly
converted freighters from Mammoth’s
feedstock. It will be inducting the first
of ten 777-200LRs in Q2 22, with the
777-300ER following the conformity
build phase of the -200LR. Mr. McCarthy
is hopeful of having the first 777-200LR
ready to haul cargo by Q3 23, and he
added: “Subject to regulatory authority
start approval, we hope to be presenting
the first -300ER to the launch operator
by Q2 24.”
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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Tech developments may solve the ‘efficiency killer’:
chronic port congestion
BY SAM WHELAN

Just-in-time shipping and highbay container storage could be the
answer to the global port congestion
crisis. According to Emre Cebecioglu,
smart ports business development
manager at Wartsila, port congestion
is one of the biggest issues facing the
container shipping industry, labelling
it an “efficiency killer”. “The maritime
industry is losing $85 billion each year
because port calls aren’t co-ordinated
transparently or on time,” he said at
the Seatrade Maritime Middle East
conference held in December.
“Vessel queuing wastes time and
money, ports can’t provide services and,
because they are afraid of becoming
congested, they sometimes invest in
a lot of infrastructure that is often not
used.” For example, using a 2019 study
at the port of Rotterdam, Mr. Cebecioglu
noted that 33 per cent of container
vessels were idling on arrival for 12-120
hours – equal to 34 per cent of their total
time at sea.
Making the case for a just-in-time
shipping model, he said: “Ships, agents,
fleet management and terminals should
be continuously exchanging updates on
estimated time of arrival and departure.
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So, instead of idling, ships would slow
down if they were warned two-to-four
days in advance about port congestion.”
With more efficient port calls,
Mr. Cebecioglu said, all vessels in the
Rotterdam study could save 21 per cent
in fuel and decrease waiting time by 25
hours on average.
Meanwhile, its high-bay container
storage system, Boxbay, is now “marketready”, according to Volker Bruck,
Director of Business Development. A
joint-venture between DP World and
German cargo handling technology firms
Amova and SMS, Boxbay was unveiled
in 2019 to tackle capacity constraints
at container ports faced with rapidly
escalating ship sizes, but bound by
limited space and infrastructure. “In
the past 15 years, we’ve gone from
7,000 TEU vessels to 25,000 TEUs,”
noted Mr. Bruck. “And while this has
brought efficiency to the carriers, it’s very
challenging for ports.” And, he said, port
congestion and unexpected disruption
had increased since the pandemic
started, including bottlenecks caused by
berth and yard inefficiencies.
Boxbay’s solution is a vertical
container stacking system modelled on

e-commerce warehouse automation.
Instead of stacking containers on
top of one another, each has its own
compartment and can be accessed
without moving other boxes out of the
way.
“Boxbay is fast and provides
densification of capacity and
throughput,” said Mr. Bruck. “It gives
more storage and throughput per
hectare, and 100per cent utilization is
possible compared with a maximum of
70%-80 per cent in conventional yards.”
The Boxbay test site at Dubai’s Jebel
Ali port has completed 80,000 container
moves so far, the company said, which
shows that “this technology is the answer
to the growing volume of goods traffic
in sea ports.” Boxbay also boasts green
credentials as a selling point, as it runs
on electricity and requires less lighting
to operate because it is fully automated.
Mr. Bruck added: “Boxbay is an example,
especially for future generations, that
shows how economic efficiency and
sustainability are not mutually exclusive,
but rather complement one another
perfectly.”
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

The need for change: container shipping is an
‘accident waiting to happen’
BY MIKE WACKETT
Onboard firefighting regulations
have not kept pace with the rapid
increase in the size of containerships,
and the steel box used to transport
goods is a fire risk, a maritime industry
conference in London concluded.
Hosted by the London Branch of
the Nautical Institute, on board HQS
Wellington, industry stakeholders
heard from speakers representing the
insurance, surveying and salvage sectors
on increased fire risks aboard today’s
containerships.
One insurance delegate said, during
a post-conference networking session,
she was “shocked” by the serious
issues from the day’s presentation.
“It seems like container shipping is
an accident waiting to happen,” she
added. Peregrine Storrs-Fox, risk
management director at the TT Club,
said approximately 10 per cent of
all containers loaded onboard ships
contained declared dangerous cargo
(DG). But he estimated that around
5 per cent of containers shipped

consisted of undeclared dangerous
goods – either due to administration
or lack-of-training errors by shippers,
or by being deliberately misdeclared
by rogue shippers. Alarmingly, he
said it followed that there could be
1,000 TEUs or more of undeclared DG
containers loaded onboard any 24,000
TEU ultra-large container vessel (ULCV)
on each headhaul voyage. Including
the most recent fire on the 4,253 TEU
Zim Kingston, off Vancouver, following
the collapse of a deck stack and loss of
over 100 containers overboard, there
have been 16 serious containership fires
in the past five years, resulting in tragic
loss of life and millions of dollars in
general average claims. Moreover, there
are many more less serious fires and
explosions onboard containerships that
don’t make the headlines, with Gard P&I
estimating there to be one fire involving
containerized cargo every two weeks.
The marine insurance industry
shudders at the potential risk presented
by an ULCV casualty; the average

value of the contents of each container
is put at $100,000, not to mention
the potential for huge environmental
clean-up costs. Various speakers at the
conference argued that the current
SOLAS onboard firefighting regulations
were “not fit for purpose”, given the
huge increase in the size of container
vessels and the limited ability of crew to
react to a fire.
Naval architect William Boyd,
a director at TMC Marine, said the
statistics of containership fires strongly
suggested “that there is an urgent
need for change”. He noted that some
shipping lines, including MSC, had
recognized the increased risk of fire on
large containerships and had invested
in firefighting equipment in excess of
the current SOLAS requirements in their
newbuilds.
And Bas Michiels, VP at Dutch salvor
T&T Salvage, said that, in the event of
an uncontained ship fire, the number
of firefighting tugs on standby around
the world had decreased significantly,
meaning that response times were
longer. “It’s all about the cost, of
course,” he said.
Meanwhile, several delegates at
the conference questioned why the
70-year-old container design, which
in the majority of cases includes the
provision of a highly combustible timber
or bamboo flooring, had not changed
to include a fire-resistant coating or
mesh. The Loadstar has ascertained
from one container manufacturer that
an intumescent mesh, similar to that
used in the construction industry,
could be retrofitted to a 40ft container
for around $1,500. “But there is not
exactly a queue of clients wanting safety
upgrades to their boxes,” said the
contact. “It’s all about cost,” a delegate
told The Loadstar on the side lines of the
conference. “Until the insurance industry
takes a tougher line, things will carry on
as they are.”
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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Comprehensive safety guidance issued for dangerous
goods storage and handling
BY LOADSTAREDITORIAL
The tragic incidents in Tianjin and Beirut have marked
a decade of increased concern over the safety of dangerous
goods stored in ports, terminals and other warehousing
facilities. Four industry groups have collaborated to address
the issue and produce best practice guidelines in the form of
a White Paper and Warehouse Checklist.
In the face of increased volumes of dangerous goods
transported in sea containers, and the occurrence of major
incidents as well as a plethora of lesser accidents, there is
a clear need for guidance on safe storage and handling
of dangerous goods in warehouses, including port and
terminal facilities. Building on their combined expertise and
experience, International Cargo Handling Coordination
Association (ICHCA), International Vessel Owners Dangerous
Goods Association (IVODGA), National Cargo Bureau (NCB)
and World Shipping Council (WSC) have responded to this
critical requirement by developing a Dangerous Goods
Warehousing White Paper.
In introducing the White Paper, Uffe V Ernst-Frederiksen
and Ken Rohlmann, both of IVODGA, highlight: “The
temporary or long-term storage of dangerous goods in
a facility necessitates careful planning, supervision and
continued due diligence. While the major disasters in Beirut
and Tianjin have been widely reported, there are many other
incidents around the globe that do not garner the same
attention, but which have the potential to escalate. There
are existing international, national and local regulations for
dangerous goods in transit for various modes of transport
but there is no direct equivalent for warehouses.”
The Dangerous Goods Warehousing White Paper,
and its accompanying Checklist, detail the risks involved in
storing and handling dangerous goods and, importantly the
measures to be taken in containing them. Topics covered
include: competency and training of workforces; property
construction; fire protection; security equipment and

protocols and emergency response procedures. It is intended
as a practical guide to systematic and documentable processes
for those managing and operating storage facilities to ensure
on-going safety but also that incidents are containable if and
when they arise.
“A pivotal element of our guidance is a Warehouse
Checklist,” states Richard Steele of ICHCA. “Given our aim to
provide a practical management tool, we believe the Checklist
format is a significant addition to the other elements of the
White Paper. Broken down into eight key functional areas of
operation, this comprehensive 14-page Checklist is designed
as both a planning guideline and a review tool, as well as an
everyday device for maintaining safety management vigilance.”
The Dangerous Goods Warehousing White Paper has
been endorsed by influential industry stakeholders including
Baltic and International Maritime Council (BIMCO), Bureau
International des Containers (BIC), Container Owners
Association (COA), Council on Safe Transportation of Hazardous
Articles (COSTHA), Danish Shipping, International Chamber of
Shipping (ICS), International Federation of Freight Forwarders
Association (FIATA), International Group of P&I Clubs (IGP&I)
and Through Transport Mutual Insurance QAssociation Ltd (TT
Club). “We have shared our work with the relevant maritime
regulators and the International Maritime Organization (IMO),”
states Steele, “And we welcome every opportunity to work
with them on developing and refining appropriate warehousing
safety instruments, codes and circulars.”
Both the Dangerous Goods Warehousing White Paper
and Checklist are downloadable from here https://ichca.com/
warehousing-safety-guidance
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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Federal dollars begin to flow into US port
improvement projects
BY IAN PUTZGER IN TORONTO
The port of Long Beach is the
winner in the first round of funding
from Washington for port and marine
infrastructure development since
President Biden signed the $1.2 trillion
infrastructure bill in November of 2021.
The California port has garnered a $52.3
million grant, which will go towards its
Pier B rail project.
Improvements to transport
infrastructure are a large chunk of the
bill, which almost doubled spending
with a $550 billion increase over the old
setting. Ports are in for $5 billion in direct
funding, of which $2.7 billion goes to the
Army Corps of Engineers for operations
and maintenance ($1.2 billion) and
coastal navigation construction ($1.5
billion), which leaves $2.25 billion
for port infrastructure development.
However, ports can apply for funding for
individual projects from a separate pool
of $27.1 billion.
Funding for ports is a priority for the
Administration. The ‘Biden-Harris action
plan for America’s ports and waterways’
published last autumn, stresses that
outdated infrastructure and the
pandemic have strained port capacity
and supply chains.

The first round of funding from
Washington releases $241 million from
the Maritime Administration’s port
infrastructure development (MARAD)
programme for 25 projects and Long
Beach’s grant is a shot in the arm for its
bid to improve fluidity by raising the
share of containers that leave the port
by rail. The Pier B rail project, with an
estimated price tag of $870 million, aims
to create capacity to handle 17 daily
intermodal departures from the pier. This
should enable the port to move more
than one-third of its container volume by
rail upon completion by 2032. The first
phase of the project is slated to be ready
in 2025.
Other west coast beneficiaries of
the current round of MARAD funding
are the Northwest Seaport Alliance,
which will receive $15.7 million for an
off-dock container facility, and the port
of Oakland, which will get $5.2 million
chiefly for electricity-related projects.
On the east coast, the largest grant,
$24.9 million, has been awarded to the
port of Albany for its plans to develop
81 acres of adjacent vacant land into a
manufacturing area for offshore wind
energy, and to revamp 14.5 acres inside

the port for this objective. This includes
an access bridge and connector road,
internal roads, berth dredging and
construction of a 500ft heavy-capacity
wharf.
Wind energy is also blowing $20
million to Portsmouth to build a staging
area for offshore wind projects, the
port of Camden is getting $1 million to
purchase reach stackers, the Virginia Port
Authority has been awarded $3 million
for upgrades to the Richmond terminal
and Georgia Ports Authority will receive
$14.6 million to build a new ro-ro berth
at the port of Brunswick. And in the Gulf
of Mexico, $18.2 million flows to the port
of Houston toward the development of
a 39-acre container yard at the Bayport
container terminal. To boost flows
on inland waterways Washington has
allocated $25 million, $1.4 million of
which is going to a new trailer-on-barge
service from New Jersey to the Red
Hook container terminal in Brooklyn for a
package delivery service.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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New York nudges biggest US container port title as west
coast imports flatline
BY MIKE WACKETT

© Sean Pavone

Having already outstripped Long
Beach as a bigger US import container
hub, the port of New York & New Jersey
is close to usurping Los Angeles at the
top of the rankings. The reason is the
accelerating coastal shift of imports from
west to east.
According to the latest data
compiled by Blue Alpha Capital, NY&NJ
saw imports jump 15 per cent year on
year in December, to 411,924 TEUs,
while at Los Angeles volumes decreased
by 9.3 per cent to 417,794 TEUs.
Indeed, NY&NJ’s ascendancy in the
port rankings is even more impressive
compared with pre-pandemic levels
– volumes increased 43 per cent,
compared with December 2019. Seven
consecutive months of a shift of imports
from the US west coast saw facilities in
the east record import growth of 16.3
per cent in December, to 1,077,234
TEUs, while the ports on the west coast
suffered an 11.7 per cent decrease, to
952,777 TEUs. Last month, there were,
on average, nearly 100 vessels waiting
to berth at the Los Angeles and Long
Beach terminals, laden with an estimated
500,000 TEUs of cargo. Although the
average delay is said to be 18 days,
some ships have waited more than a
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month to discharge their containers,
throwing the supply chain into disarray
and accelerating the coastal shift to the
less-congested hubs on the east coast.
Moreover, the routing change
by shippers has often brought the
benefits of greater predictability and
expediency to inland destinations,
along with reductions in line haul costs
from using the all-water east coast
services. Another factor influencing
the thinking of shippers is the looming
labour contract negotiations with the
International Longshore and Warehouse
Union (ILWU), which have a history of
going to the wire. The current contract
with the dockworkers expires in July,
with the ILWU angrily rejecting a request
from the Pacific Maritime Association
(PMA) employers to delay negotiations
until next year. PMA President and CEO
James McKenna warned there was
“already a perception among the trade
community that negotiations are likely to
result in some kind of disruption”.
Notwithstanding the growth in
imports at US east and Gulf coast ports,
Blue Alpha Capital reports flat overall
growth at the top 10 largest ports in the
US, with December throughput edging
up just 1.2 per cent on the same month

of 2020, to 2,030,011 TEUs, with the
quarterly number of 6,159,991 TEUs up
0.7 per cent on the previous year. “Hyper
year-on-year inbound volume growth
is now over,” said the report’s author
and Blue Alpha Capital founder John D
McCown.
Meanwhile, the Blue Alpha Capital
data for December also highlights
the worsening export crisis for US
shippers. Exports from the top 10 US
ports slumped by 13.5 per cent on
the year before, to 736,747 TEUs, and
16.1 per cent below pre-pandemic
December 2019 numbers. In particular,
US agriculture exporters have had a
continuous struggle to persuade ocean
carriers to provide equipment and take
their bookings, accusing the lines of
refusing to accept bookings in favour
of repositioning boxes back to Asia,
in order to take advantage of sky-high
eastbound rates. The US Agriculture
Transport Coalition lobby group has
estimated that almost a quarter of
foreign sales could not be completed
last year, due to capacity restrictions.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

US east coast ports make major plays to become
intermodal gateways
BY IAN PUTZGER IN TORONTO
US importers and forwarders are
looking to New York’s Port Elizabeth
Terminal for a faster intermodal link
to the US Midwest and Canada. APM
Terminals Elizabeth is marketing a new
service that claims faster transfers from
ship to rail, with multiple daily train
departures to the interior. Key to the
operation is a direct-to-rail landing
zone at the terminal for rapid transfer of
containers to an 18-track rail operation
to build double-stack trains to feed the
networks of CSX, Norfolk Southern and
CN, the three Class I rail carriers offering
transit times to the Midwest and Canada
of between two and four days.
According to APM Terminals, the
fast box transfer from vessel to train
results in 12-hour dwell time for import
rail cargo, while four train departures a
day to the interior will translate into short
transit times.
The terminal recently completed a
$200 million infrastructure investment
that saw the installation of new shipto-shore cranes and truck gates and
modernised IT systems.
And detention times for imported
boxes have come down 75 per cent,
according to the terminal operator.
One factor that adds to the
attraction of the new intermodal service
is that Port Elizabeth is the first port of
call on the US east coast for multiple

vessel services, and forwarders have
welcomed the new offering. “Anything a
port does to improve transit or reliability
is a big bonus,” said Craig Grossgart,
SVP global ocean at Seko Logistics.
“It’s a great idea. It’s the kind of
service that is needed,” added Bob
Imbriani, EVP international of Team
Worldwide, who hopes the new service
lives up to its promise, given the
problems that have plagued imports
into the US. “One question we have is
how can they control all the players in
the process?” he asked. “We’ve had
significant problems with rail out of east
coast ports.” Team is planning to do a
test shipment to ascertain the reliability
of the service, Mr. Imbriani said, adding
that forwarders and importers will
be clamouring for it if it lives up to
expectations.
Mr. Grossgart reckons the service
will be well received. Expedited
intermodal offerings through the main
west coast gateway with rapid transfers
and fast train runs to the interior (BNSF
managed a 104-hour transit to Chicago)
have proven extremely popular, he
pointed out.
While APM Terminals’ venture looks
particularly appealing in the present
landscape of clogged up terminals
and rail yards, the port of Baltimore
is embarking on a longer-term play

to position itself as a gateway for
intermodal traffic to the interior. Work
recently started on a $466 million project
to expand a rail tunnel, expected to take
two years to complete. This followed
seven years of negotiations, mostly
about funding, which is finally in place.
This includes a $125 million grant under
the US Department of Transportation’s
Infrastructure of Rebuilding America
programme, $147 million from the state
of Maryland and $91 million from CSX,
which owns the tunnel and rail lines.
The purpose is to allow the tunnel to
take double-stacked trains, meaning an
additional 160,000 boxes can be moved
through in a year.
Baltimore is the 14th-largest US
port and has clocked up 8.3 per cent
compound annual growth in recent
years, but the inability to run doublestacked trains has been a roadblock to
its intermodal ambitions. The marine
service side makes up the other part
of the equation, Mr. Imbriani noted.
“Baltimore looks like a good service,
but it depends what vessels from which
origins call there,” he said. “Mobile has
very good rail connections, but not a
tremendous number of sailings.”
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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Daimler enters into further agreement to drive
hydrogen-fuelled trucking in Europe
BY CHARLIE BARTLETT, EUROPEAN REPORTER

Daimler H2 Powered fuel cell truck. Source Daimler.

Daimler road freight subsidiary Truck
AG has entered into a partnership with
TotalEnergies, with the aim of providing
sufficient critical mass for widescale
adoption of hydrogen in trucking.
Part of a strategy to make their entire
product range zero-emission tank-towheel across North America, Europe
and Japan by 2039, Daimler intends
to provide pre-production hydrogen
fuel-cell-powered trucks to customers
in France, Netherlands, Belgium,
and Luxembourg in 2025 to be used
to trial the new fuel. TotalEnergies,
meanwhile, has committed to opening
150 hydrogen refuelling stations along
a freight corridor spanning Germany,
Belgium, Luxembourg, France and the
Netherlands.
The agreement will be Daimler’s
third partnership with energy majors
in 2021, following deals with Shell in
July and BP Mobility in September.

Spokesman Florian Laudan told The
Loadstar: “As a truck OEM, we have one
of the variables that make a hydrogen
economy for road transport possible
– making sure we have zero-emission
hydrogen-powered vehicles in place. But
it also needs infrastructure, which is why
we are forming these partnerships with
energy providers to kickstart hydrogen
networks throughout Europe.”
Mr. Laudan added that a regulatory
environment would be necessary to
provide incentives for a switch to the
more expensive hydrogen fuel. “We are
not going to produce the hydrogen,
only to recommend what is to be used
in our trucks. But we think it’s only viable
if we have green hydrogen available –
created from renewable energy, rather
than coal or other fossil fuels. It’s the job
of the energy providers to make sure it is
produced sustainably.”
In 2025, Daimler plans to have

pre-production hydrogen-powered
vehicles on the road, and “by 2027, we
will go into serious production and have
[Mercedes-Benz GenH2] trucks available
off the shelf”.
Hydrogen offers considerable
advantages over long journeys of up to
1,000 km, but would be unsustainable
for short runs thanks to the complex
handling properties and refuelling
considerations. For short-haul purposes,
battery-electric would be the answer,
Mr. Laudan said, thanks to the ability to
charge while loading and the far greater
flexibility in terms of charging locations.
“For distribution routes, most are not
further than 120 kms. This is absolutely
viable today, and we have the batteryelectric entering production this year.”
Range has certainly been a concern
for long-haul road haulage by electric
vehicles, with new projects such as
Tesla’s Semi – which the manufacturer
claims has a range of 800 kms fullyloaded – coming under major scrutiny,
despite a small number of orders.
But Daimler’s Laudan presented The
Loadstar with another objection: “We
don’t see battery-electric will suffice in
terms of long-haul. If you go to a fuel
station, it is not unusual to see 80 trucks
parked. Imagine what would happen
if these 80 trucks were plugged into a
charging network – you would need a
power plant close to every fuel station.”
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

MAN eyes retrofit of 2,300 active engines to cleaner
energy, cutting CO2
BY CHARLIE BARTLETT, TECHNOLOGY EDITOR
MAN Energy Solutions claims some
2,300 engines currently in service could
be retrofitted to run on green fuels,
potentially resolving a major hurdle for
the decarbonization of shipping.
MAN would not say how many of
these engines were in operation on
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container vessels; however, assuming
carbon-neutral e-fuels can be made
available in sufficient quantities, this
“massive number” of retrofits could
reduce CO2 emissions from the maritime
industry by 80 million tonnes annually,
said Klaus Rasmussen, MAN PrimeServ

head of projects and PVU sales. “The
huge market potential within, for
example, S/G50-, G95- and G80-bores
for conversion to methanol running as
ME-LGIM units is especially notable,” he
said.

Retrofit could be achieved with the
addition of a new fuel tank and feed
system, as well as switching the gas
block, injectors and pipes on the engine
itself. “No one beside MAN ES has a
proven track record in converting twostroke engines into dual-fuel engines,”
Thomas Hansen, MAN Energy Solutions
head of promotion and customer
support, told The Loadstar. “The
design of the specific dual-fuel variants
(bore-sizes) is subject to the market
demand, which in turn leads to our
development of specific dual-fuel engine
bore sizes accordingly.” The findings
unlock the potential for hulls already
on the water to convert to carbonneutral fuels, rather than requiring an
entirely new generation of ships to be
built, addressing recent concerns over
‘stranded assets’. Their owners would
then be free to plough capex savings
into the increased opex of new e-fuels,
which are expected to cost several times
the price of today’s fuels.

“Retrofit offers the
attractive opportunity to
prolong the lifetime of
vessels from a technical,
emission and commercial
perspective (future-proof),”
said Mr. Hansen. One of
the less-often talked about
benefits of retrofitting is
a potential reduction in
CO2 from the imbued
carbon costs of building
generations of new ships.
Historically, shipping
tends to respond to new
emissions requirements by
building new hulls and scrapping old
ones; but according to recent estimates,
a major shipyard requires about 200
million KWh of electricity annually,
meaning that there is a carbon cost to
that option.
Mr. Hansen said MAN’s
announcement should not be taken as
endorsing a specific future fuel type,
and the firm was taking “an agnostic
approach” to retrofit possibilities.

Credit MAN

“The future-fuel landscape will
consist of many different fuels, including
green methanol, green and blue
ammonia, bio-methane, synthetic natural
gas and bio-fuels. There will not be one
clear winner for all vessel sizes, types
[and] trades.”
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)

New containership design cements Maersk’s methanol
ambitions
BY CHARLIE BARTLETT, EUROPEAN CORRESPONDENT
As part of a wider shift toward green
methanol as its future fuel of choice,
Maersk has unveiled a new 16,000 TEU
green-methanol ship design. It puts
the crew accommodation and funnel at
opposite ends of the vessel, a move the
shipping giant says will improve capacity
and port and fuel efficiency. The vessel
will be able to operate on dual-fuel,
incorporating conventional low-sulphur
and green methanol.
Meanwhile the bow-mounted
accommodation is swept at the sides to
improve aerodynamic efficiency, similar
to a truck cab, while the funnel at the
back of the vessel on the port side,
creates space for additional container
stacks to the right. Maersk claims this
will increase efficiency per transported
container by 20 per cent over the
industry average.
Rearranging the accommodation
and funnel creates a contiguous area for
containers, rather than splitting them
with a central superstructure, which

Maersk’s designers say will improve the
efficiency of crane movements in ports.
However, the unconventional placement
of the superstructure does create a
number of problems for designers, as
not only are crews less shielded from
waves, but potentially exposed to
more pronounced pitching – the axial
see-sawing motion along the length
of the ship. A superstructure located
centrally also has a reinforcing effect
on hull strength. But Maersk says it has
considered ways of getting around this.
Further considerations include a new
layout of lifeboats, as well as rear-facing
cameras to support crew visibility.
The design features a 16,000 cubic
metre methanol fuel tank, enabling the
ship to travel long distances using the
fuel – an important consideration, since
it has less energy per kg than HFO or
marine diesel. Maersk claims the vessel
represents a further commitment to
methanol as a fuel of the future, after
it began construction of 2,000 TEU

methanol-powered feeder vessels.
An electro-fuel, green methanol
is created by electrolyzing seawater to
create hydrogen and then binding it to
CO2 – most likely supplied as exhaust
from a fossil-fired power plant – using
inputs of renewable energy. Liquid at
room temperature, methanol is more
practical than hydrogen in terms of
storage, with several times the energy
density, as well as being less toxic than
ammonia if spilled or inhaled. While
methanol is only marginally more CO2efficient than marine diesel or HFO at
the point where it is emitted from the
funnel, it gives a “second bite of the
cherry” for a given quantity of CO2
emitted, effectively writing-off the ship’s
emissions.
It is also clean-burning, emitting
no NOx or SOx, and only minimal
particulate matter.
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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An in-depth look at Maersk’s new containership design
BY CHARLIE BARTLETT

With the only methanol bunkering
infrastructure situated in Northern
Europe, it seems Asia-Europe is the most
viable trade for Maersk’s new 16,000TEU vessel design. However, Maersk
may need to wait a while before it can
run its vessels on the new fuel.
The routes are “still to be decided”,
explained Maersk’s Concepción Boo
Arias. “But if you look at where the
Hong-Kong class vessels are deployed,
you will have an idea of where these new
vessels will be deployed. It is going to
be dependent on where we can refuel
them. The current [green methanol]
bunkering locations are in Northern
Europe… but it is not going to be the
same reality in two years’ time.”
Morten Bo Christiansen, Maersk’s
head of decarbonization strategy, said
that while the carrier had a sufficient
supply of green methanol already
secured to run its 2,100-TEU feeder
vessel, a widescale supply would most
likely have to wait. Referring to eight
16,000-TEU vessels ordered in August,
expected to be delivered from Q1 2024,
he said: “I’m still optimistic that we will
get at least some of these operating on
green methanol in 2024,” but added,
“2025 is looking a lot better. Will we
get it for the maiden journey for the first
ship? I cannot promise.”
But a lot can happen in two years.
Speaking with The Loadstar, Ole Graa
Jakobsen, head of fleet technology,
emphasised that the key consideration
behind Maersk’s drive toward methanol
had to do with the technology already
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existing. “It is a clear winner,” he said.
“It’s the only [carbon-neutral] solution
that is there – besides running on
biodiesel, which we do on some of our
vessels. Methanol has already been
used as propulsion for 10 years… With
ammonia, there’s no engine, the earliest
an engine will be available is 2024. In
terms of the toxicity, the environmental
impact is much less with methanol than
with ammonia.
“We have decided that we will
not sit and wait for someone to supply
green fuels for no reason. People will
only invest in fuel development, plants
and logistics if there is demand, and we
started this year by ordering the first
small [methanol-fuelled] feeder vessel in
order to create this demand. “We have
been in discussions with developers
seeking investment for building plants,
and the meeting would always end by
asking how much fuel we need and what
we’re going to pay for it. We are not
able to answer this question unless we
have a project. Now we can have a more
commercial-oriented dialogue.”
Mr. Jakobsen explained: “We have
defined a standard for the interface
between the ship and the methanol
bunkering vessel, in order to have the
correct procedures in place, we have a
vapour return arranged. We are looking
into which type of bunker barges we can
use, because the amount of methanol
we need is probably more in the size
of a small tanker. The details are still in
development.

“The challenge around methanol
is its low flashpoint,” he continued.
“Normal bunker procedures are
designed for fuels with a flashpoint
above 60 degrees. It is similar to a gas
in that respect, so we need to make
sure our procedures are designed for
that. Double-wall barriers, double-wall
piping – we need to make sure that no
single failure could expose the methanol
vapours to areas where it could ignite.”
Of concern for naval architects
is that the new design’s unusual foremounted superstructure potentially
exposes the crew to more vessel
pitching that causes seasickness. But
Mr. Jakobsen said simulations had
demonstrated this would not be an issue,
saying the motions would be similar
to “what would be experienced in the
middle of a smaller vessel”.
Maersk has also had to change
the way the lifeboats are laid out on
the vessel, and to consider how the
separated accommodation and engine
room will be affected in a scenario of a
container fire amidships – one with which
Maersk is intimately familiar, following
the catastrophic blaze on Maersk
Honam in 2018. “It is more challenging
to launch a standard lifeboat from the
fore end… it is easier to do it from the
back,” Mr. Jakobsen explained. “We
have lifesaving equipment on both
sides of the accommodation, as well as
at the rear of the vessel at the engine
compartment. We have had to make
a different design, and we are working
very closely with the Danish flag and ABS
to make this as safe as possible for our
crew. “We have divided the vessel into
different risk zones, and we are ensuring
that we are not placing the most highrisk cargo close to the accommodation
or to the engine compartment. When
you have a fire, if it really goes out
of control and external firefighting is
needed, then it’s about gaining time.
With a large space between the engine
and accommodation, we will actually
have more time before the fire reaches
the very dangerous areas. So we do see
this as being at least as safe as other
container designs.”
Reprinted courtesy of The Loadstar
(www.theloadstar.co.uk)
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