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Welcome to Atlantic Canada
“We acknowledge the fact that many submissions and 
consultations spoke in favour of the status quo, particularly in 
respect of short sea shipping and pilotage. Although they may be 
unpopular in the short term, the Review is proposing changes in 
these domains that we believe will be in the long-term best interest 
of Canada and its marine transport system”. CTA Review Volume 1, 
p. 225

On behalf of the 48 employee pilots of Atlantic Canada, we thank 
you for this opportunity to participate in this Pilotage Act Review 
2017, following up on the Canadian Transportation Act Review 
2015, and as part of the Oceans Protection Plan (November 7, 
2016).

The observations and recommendations of the CTA Review pertaining 
to pilotage were somewhat disconcerting. For example, the Review 
occasionally showed a lack of understanding as to how Canada’s current 
Pilotage System works; and misrepresented completely the outcomes 
of the Danish Maritime Authority’s  “Technological Assessment on the 
Possibility of Shore Based Pilotage in Danish Waters”, final report, 
November 2014. In our brief, we will highlight these errors for the 
purpose of clarification. 
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A fundamental difference seems to exist, however, between the OPP and the 
CTA Review with respect to pilotage: the OPP prioritizes safety first whereas 
the CTA Review stressed reducing costs to users. While both documents tout 
the intended goal of modernizing the pilotage regime, the reality is that the 
current pilotage regime is flexible, resilient, and has adapted remarkably well 
to a changing shipping sector. We will highlight examples from the Atlantic 
Region to support our claim.  

The Atlantic Pilotage Region is in many regards, the silent strength in 
Canada’s national marine system. Everyone knows about the recently 
introduced moratorium on tankers on Canada’s West Coast. What is much 
less well-known is the fact that Atlantic Canada handles a whopping 192 
million metric tonnes annually – that is just shy of 60% of all Canada’s 
waterborne oil moved as cargo. British Columbia handles 6 million metric 
tonnes of oil per year as waterborne Canadian cargo plus an additional 37 
million metric tonnes of US transiting. 

The current pilotage regime with its better than 99.9% safety rating goes a 
long way in securing the social license in the Atlantic Region to accept the 
risks inherent with moving oil and other hazardous commodities – an 
environment every bit as precious to Atlantic Canadians as that of our 
counterparts on the other coast.



That said, there is an obvious discrepancy between Environment and 
Climate Change Canada’s supports for marine traffic on the Pacific 
and Atlantic Coasts. This gap does not reflect commercial shipping 
realities. 

Pilotage today is high tech. And real-time 
meteorological/hydrological data from weather buoys is 
fundamental to handling large vessels and absolutely critical in ports 
of refuge. All major ports in Atlantic Canada are ports of refuge. The 
Oceans Protection Plan could go along way to getting the tools in the 
hands of mariners to support better decision-making.

The Atlantic Region has had five marine incidents of late – none of 
these occurred in compulsory pilotage areas so no APA licensed 
pilots were onboard at the time of the incidents. Two of these 
involved fully-laden Aframax tankers which encountered vessel 
mechanical failures off the south-east coast of Nova Scotia – with 
Halifax being the designated port of refuge. Fortunately, APA 
licensed pilots were able to board these vessels and navigated them 
safely into Halifax using the SmartATLANTIC Herring Cove Buoy's real-
time data and high-resolution forecasting of  safe weather windows 
for tethering escort tugs. This is a full ODAS buoy operated by the 
Atlantic Pilotage Authority and Halifax Port Authority.

Ironically, the incidents that made the headlines and cost the Province 
of Nova Scotia millions of dollars to clean-up were fairly benign in 
relation to the potential economic and environmental disaster that 
could have happened in the two incidents involving the Aframax 
tankers. The reason for this is simple - the crisis was averted through 
the collaborative efforts of the Halifax marine pilots working with the 
federal agencies involved and the vessels were brought safely into port. 

The M.V. Australian Spirit and the M.V. British Merlin occurred almost 
one-year to the day apart. Had these vessels grounded on the shores or 
broke-up off the coast with approximately 80,000 -120,00 tonnes of 
crude onboard - it would have been a very different lesson for 
Canadians to learn.

It is more costly to clean up a spill than to prevent it. Pilotage is a 
cost-effective, proven risk mitigation tool that reduces the 
likelihood of marine incidents occurring and/or lessens the 
severity.

In the 90,619 pilotage assignments performed by APA licensed 
pilots over the past decade, no pollutants have been released in 
the waterways and no injuries have occurred.
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What is the Priority of the Pilotage Act Review: 
To relax pilotage requirements or to strengthen them? 

CTA REVIEW 2015

CTA Review is focused on saving industry $ by reducing pilotage:

“While safety is clearly a priority, stakeholders have 
raised concerns about cost and the requirements for 
pilots to be so frequently on duty. Canada’s pilotage 

regimes are based on risk assessments; however, these 
are slow to take into account new risk profiles, 

technologies or alternative arrangements.” 

CTA Review, Volume 1, p. 223

OCEANS PROTECTION PLAN 2016

Pilotage Review is couched in terms of  “tougher requirements for 
industry to prevent and improve response to marine pollution 
incidents.”

“Canada’s Ocean Protection Plan is a robust national plan 
that will protect our oceans and coastlines from damage 

that comes from shipping and pollution.” 

Rt. Hon. Justin Trudeau, Ocean Protection Plan 
Announcement Speech, Vancouver, November 7, 2016
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Put in Perspective: In 2016, it cost $25 million in total pilotage costs (or $0.0797 cents per vessel GRT) to operate 
a 100% financially self-sufficient / 99+% incident-free, tech savvy pilotage service for Atlantic Canada,               

which shares the waterways with Canada’s primary producers and exporters of fish and shellfish 
– a market that is valued at $4.7 Billion annually.



Atlantic Region Recommendations
1. Governance: 

(a) Maintain the de-centralized governance model for Pilotage. The 
Atlantic Pilotage Region already encompasses four provinces and 34 
distinct pilotage areas. 

(b) Maintain the current practice of revenue from pilotage operations in 
the Atlantic Pilotage Region being reinvested in the Atlantic region.

(c) Retain that each port/area within a Pilotage Region must be a cost 
centre (Uphold the Canadian Transportation Agency decisions not to 
allow cross-subsidization of ports/areas within each Pilotage Region).

2. Key elements for a Board of Directors are:

(a) Must be comprised of members who are representative of and 
reside in the pilotage region;

(b) Must meet the new requirements for Governor-In-Council 
appointments;

(c) Must have a balanced representation from the public interest, the 
pilots and the industry who serve as resources for the Board and 
executive of the Pilotage Authority. 

3. Transport Canada's Pilotage Risk Management Model (PRMM): 

(a) Should incorporate a weighting system that takes into account the 
opinions of risk team members who are in the chain of accountability in 
the case of an incident;

(b) Risk is often overshadowed or downplayed by user focus on 
reducing costs. The PRMM needs to reaffirm that cost has no place in a 
risk analysis.

4. Oceans Protection Plan Review 

The Estuary and Gulf of St. Lawrence moves 67 million tonnes of oil 
transported as cargo annually. This is the second largest volume of oil 
moving through Canadian waters – second only to Atlantic Canada. The 
Pacific Coast (British Columbia) handles 5 million tonnes of Canadian 
and 37 million tonnes of U.S. transiting oil as cargo annually.

In light of the volume of petroleum moving through non-compulsory 
pilotage waters in the Atlantic Region, we recommend the Oceans 
Protection Plan undertake a review to assess the inherent risk to the 
coastline of  tanker traffic in the Gulf of St. Lawrence, Cabot Strait and 
coastal waters during the ice navigation season.
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One very large crude carrier (VLCC) can have between 1.7 to 2.5 million barrels of oil onboard. 
Saint John, NB receives one VLCC every 20 days. Placentia  Bay, NL and Canso, NS also handle VLCCs.
These vessels do not call on Canada’s West Coast , the St. Lawrence or the Great Lakes. This photo is from Placentia Bay. 
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Figure 1: 326 Million Tonnes of Oil is Transported as Cargo in
Canadian Waters Annually (ten-year average 2003-2013)

6

192

67

24

37

0 50 100 150 200 250

Pacific Coast Canada

Atlantic Coast Canada (Sector 2)

Estuary and Gulf of St. Lawrence
(Sector 3)

Great Lakes/St. Lawrence Seaway
System (sector 4)

US cargo transiting Canadian Waters (in Million Tonnes)

Oil Transported as Cargo (in Million Tonnes)

Source: Risk Assessment for Marine Spills in Canadian Waters, Phase 1: Oil Spills 
South of 60th Parallel, FINAL STUDY REPORT PREPARED FOR TRANSPORT CANADA. 
CLIENT: RFP N#T8080-120080 WSP: 131-17593-00. January 2014. 
http://wcel.org/sites/default/files/file-downloads/131-17593-00_ERA_Oil-Spill-
South_150116_pp1-124.pdf

9



% of Total APA 

Assignments

% of Total APA 

Revenue

 % of Total APA 

Assignments

% of Total APA 

Revenue

% of Total APA 

Assignments

% of Total APA 

Revenue

Tanker 39% 52% 39% 49% 40% 52%

General Cargo Vessel 23% 18% 25% 21% 24% 20%

Container Ship 17% 15% 14% 13% 13% 11%

Other 12% 8% 12% 8% 14% 9%

Cruise Ship 9% 7% 10% 9% 9% 8%

Total 100% 100% 100% 100% 100% 100%

2016 2015 2014
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Figure 2: APA Assignments and Revenue by Vessel Type, 2014-2016



Tankers are the APA’s primary 
business sector accounting for 
39% of the pilotage 
assignments and 52% of total 
revenue, in 2016.

General cargo vessels were 
23% of the assignments but 
only 18% of the revenue. 

Container ships accounted for 
17% of the total APA pilotage 
assignments and only 15% of 
the revenue.

Cruise ships were 9% of the 
assignments but 7% of the 
revenue.
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APA pilot boat coming alongside the Aframax tanker 
M.V. Stavanger Viking, Placentia Bay, NL. 



Figure 4 : APA Tanker Traffic 2007-2016 
(in pilotage assignments)
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Area 2007 2008 2009 2010 2011 2012 2013 2014 2015 2016 Grand Total

Bay of Exploits 40 29 24 67 120 111 83 106 67 59 706

Belledune 30 28 35 25 20 13 8 8 26 27 220

Black Oil 96 92 82 79 96 54 499

Bras D'or Lakes 5 8 13

Canso 736 723 706 603 533 264 304 247 316 330 4,762

Charlottetown 46 52 47 61 58 58 65 62 70 65 584

Confederation Bridge 8 5 4 1 3 3 1 11 2 38

Gulf Coastal 2 2 1 5

Halifax 665 658 742 648 544 466 478 481 382 310 5,374

Holyrood 33 24 19 12 14 15 16 28 23 28 212

Humber Arm 73 65 68 92 81 84 88 113 97 86 847

Miramichi 8 13 18 14 14 15 12 2 12 11 119

NB Non Comp 22 22

NFLD Non-Comp. 40 31 33 18 31 25 21 36 28 30 293

Other. 4 7 8 19

Placentia Bay 1,066 1,032 795 850 797 783 790 862 810 970 8,755

Restigouche 21 26 22 16 2 87

Saint John 958 1,035 1,011 1,055 976 906 1,110 1,136 1,087 966 10,240

St John's 85 76 125 100 97 82 55 58 45 43 766

Stephenville 10 4 6 4 2 2 6 4 38

Sydney 92 79 97 95 94 106 93 92 82 76 906

Grand Total 3,918 3,986 3,845 3,743 3,463 3,029 3,179 3,264 3,067 3,011 34,505

Tanker with tug escort, Canso, NS



But Commercial Shipping is Not the Only User 
of the Waterways

Here in the Atlantic Region, the local pilots 
and the Atlantic Pilotage Authority work in 
close co-operation with industry, fishermen, 
environmentalists and other stakeholders  to 
develop safe operating policies and 
procedures. Our safety record is a testament 
to this collaborative effort.

Over the past decade, APA pilots have 
performed 34,505 tanker assignments 
across the region. No ship-sourced 
pollutants have been released in the 
waterway.

QUICK FACTS FROM ATLANTIC CANADA 
OPPORTUNITY AGENCY (ACOA):

In 2016, Canada exported $6.6 Billion in fish 
and seafood. Atlantic Canada's worldwide fish 
and seafood exports were valued at $4.7 
billion. 

In 2015, Canada exported $6.1 billion worth 
of fish and seafood products. The Atlantic 
region accounts for over 73 percent of 
Canada's total fish and seafood exports at 
nearly $4.4 billion.
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The Atlantic Region 
Accounts for Over 70%  
(or $4.7 billion) of 
Canada's Total Fish And 
Seafood Exports, in 2016 
(valued at $6.6 billion).
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Figure 5: 



“The most 
remarkable 
statistic to come 
out of this 
economic impact 
report is the value 
of a seafood 
container.” 

On average, each container exported through the Port of Halifax is worth $25,000 to the Nova 

Scotia economy in terms of direct and spinoff economic benefits. However, an export container 

filled with Nova Scotia seafood is worth an estimated $73,650 – three times that of a regular 

container – in direct and spinoff economic benefits to the economy of our province.

“The most remarkable statistic to come out of this economic impact report is the value of a 

seafood container,” said Karen Oldfield, President and CEO, Halifax Port Authority. “With 

exports taken as a whole, it is crystal clear how Nova Scotia exports are fundamental to the 

well-being of our province.”

The most recent economic impact report, produced by Chris Lowe Planning and Management 

Group, found the Port of Halifax’s economic output from operations on the economy of Nova 

Scotia in 2015/16 is $1.706 billion in economic output, up 5.9% from the last economic impact 

update to the end of 2013.

Source: “Containerized seafood exports are a major economic driver for Nova Scotia”, 
Halifax Port Authority media release, March 21, 2017. 
http://www.portofhalifax.ca/containerized-seafood-exports-are-a-major-economic-
driver-for-nova-scotia/

Karen Oldfield, President and CEO, 
Halifax Port Authority.
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Recent Marine Incidents:
Atlantic Canada
Dec. 10, 2014: M.V. Australian Spirit

Aframax tanker in duress off coast of Nova Scotia

Fully loaded crude tanker (loaded in  Placentia Bay, NL) adrift 40 NM 
from Halifax  with no steering capabilities. 

Reason: Catastrophic failure of vessel’s mechanical equipment (rudder 
fell off)

Cargo: 775,000  barrels of crude 

Approx. 3,000 m3 bunker

Transiting water  too deep to anchor

Weather conditions: Gale force winds,  heavy rain and heavy seas

Port of Refuge: Halifax
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Incident Occurred Outside APA Compulsory Pilotage Areas 
so no pilot was onboard at the time of the incident.



Recent Marine 
Incidents:
Atlantic Canada
January 2016: M.V. British Merlin

Aframax tanker in duress off the coast of 
Nova Scotia

Fully loaded crude tanker outbound from 
Placentia Bay (Jan. 17) enroute to 
Philadelphia lost significant 
maneuverability north of Sable Island.

Reason: Mechanical failure of main engine 
turbo blower. Vessel max speed cut to 3 kts 
in good weather.

Vessel Draft: Loaded to 13.6 m 

Deadweight: 114,761 mt

Port of Refuge: Halifax 
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Incident Occurred Outside APA Compulsory Pilotage Areas 
so no pilot was onboard at the time of the incident.



Atlantic Pilotage Region                                                                                                     
Performance Indicators 2006-2016
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• Total pilotage assignments: 98,578 

• Incident Free: 99.93% 

• No pollutants have been released

in the waterways and no injuries

have occurred.

• Pilotage Assignments Start On-time: 99.1% 

APA Saint John Pilots boarding a VLCC tanker in ballast at the 
Irving monobuoy, Saint John, NB.

Vessel waterline: When 
this tanker is fully laden 
with oil, the “boot 
topping” (ochre-coloured   
area of the hull) will be 
under water.
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Year Assignments Percentage of incident 

free assignments

Percentage of on time 

assignments

2006 10,041 99.94% 98.90%

2007 10,134 99.89% 98.57%

2008 9,541 99.95% 99.05%

2009 9,063 99.95% 99.35%

2010 9,338 99.91% 99.25%

2011 9,090 99.94% 99.26%

2012 8,254 99.97% 99.27%

2013 8,338 99.92% 98.70%

2014 8,472 99.84% 98.66%

2015 8,348 99.95% 99.50%

2016 7,959 99.92% 99.5%

Totals 98,578 99.93% 99.1%

Figure 6: APA Safety and Efficiency Performance 
Record, 2006-2016

2016 2015 2014

Assignments

As % of 
Total 
Assignments

Assignment
s

As % of 
Total 
Assignment
s Assignments

As % of Total 
Assignments

Tanker 3,114 39% 3,230 39% 3,413 40%

General Cargo 
Vessel 1,787 23% 2,086 25% 2,035 24%

Container Ship 1,363 17% 1,197 14% 1,092 13%

Other 962 12% 1,012 12% 1,203 14%

Cruise Ship 733 9% 823 10% 729 9%

Total 7,959 100% 8,348 100% 8,472 100%

Figure 7: APA Number of Assignments 2014-2016

Figure 7 shows that the largest percentage change over the period was in 
container ship assignments which increased from 13 % of the total assignments 
in 2014 to 17% of total assignments in 2016. Tanker assignments remained 
more or less constant at 39 to 40% of total assignments over the same period.



The Real Cost of Pilotage: 
In Terms of Total Fees for Marine Services 

In looking at these same 
figures for fiscal year 
2013/2014, the total cost of 
pilotage in the Atlantic 
Region was $22.48 million 
(in 2014). 

This is 2.6% of the total $857 
million collected from 
marine user tolls that year; 
or 0.01% of the value of the 
cargo.  

The pilotage fees collected 
by the Atlantic Pilotage 
Authority are reinvested in 
the Atlantic Pilotage Region:

• maintaining and 
renewing infrastructure 
(e.g. pilot boats and 
breakwaters);

• increasing pilot strength 
and specialized training to 
improve efficiency;

• investments in emerging 
pilotage-driven 
technologies to allow 
larger vessels to use 
existing port facilities 
safely; and to contribute 
toward future channel 
and terminal design to 
meet the changing 
pattern of seaborne 
trade. 

Note: we cite 2013/2014 
Atlantic Pilotage Authority 
(APA) data for easy 
comparison with the CTA 
Review which uses data from 

this period. You will see this 
throughout our report for 
consistency.
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Note: Photo taken in Placentia Bay, NL 
showing pilot ladder improperly rigged 

by the vessel. This made for a hazardous 
disembarkation for the APA pilot.

Bulk Carrier entering Canso 
Canal, Canso, NS



What is the Real Cost in Terms of Value of Cargo 
(indicator of user ability to pay): Nationally, Pilotage costs 0.4% of the Value 
of the Cargo or $0.41 per tonne of cargo moved (at full cost recovery)

“Shipping is the most cost-
effective means of 
transporting cargo in 
volume, particularly for long 
distances”.  – CTA Review

In its discussion on marine 
user fees, the CTA Review is 
not clear whether it is 
recommending that pilotage 
should be provided free of 
charge in Canada, or 
perhaps operate on a partial 
cost-recovery basis (like the 
Canadian Coast Guard 
Marine Services Fee), or 
remain financially self-
sufficient, as currently 
required under the Pilotage 
Act.

Going forward, this would 
need to be clarified, 
presumably within the 
context of this pilotage 
review? 

That said, we feel it may be 
useful to comment on the 
cost of pilotage as it relates 
to industry’s ability to pay 
based on pilotage fees 
relative to the value of the 
cargo.

Canada-wide in 2013-14, 
marine users paid $857 
million in user tolls for the 
movement of 500 million 
tonnes of marine freight –
or about $1.71 per tonne.*

According to Transport 
Canada, this represented 
$210 billion worth of 
international trade.  This 
works out to total Canadian 
marine user tolls 
representing 0.4% of the 
total value of the cargo.* 

Pilotage in Canada is 100% 
cost recovered from the 
users. Canada-wide total 
pilotage in 2013-14  totalled 
$205 million. This works out 
to 41 cents per cargo tonne 
or 0.1% of the total value of 
the cargo or $.00098 cents 
per dollar of international 
trade.* 

* Based on data provided in 
the CTA Review volume 1
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View from the bridge of a container ship of the 
navigation corridor under the Angus L. Macdonald 
Bridge outbound from Fairview Cove Container 
Terminal, Halifax 



Many Errors with the Shipping Federation of Canada’s 
Calculation of Pilot Work Load
In its Draft Submission to the Pilotage Act Review, the Shipping Federation of Canada (SFC) takes the total number of pilotage assignments 
divided by the number of pilots and presents this as the total pilotage workload per pilot or pilot productivity.

Errors with this methodology:

1. SFC incorrectly assumes apprentice/in-training pilots are full-working pilots.                                                  
From the APA 2016 Annual Report:: 42 Class A Pilots, 5 Apprentice/Pilots in-Training and 11 Contract Pilots.

2. SFC incorrectly assumes the APA’s 11 contract pilots work full-time and have the same workload as employee pilots. But contract 
pilots do not work full-time for the APA.                                                                                       
In 2016, APA employee pilots did 7,336 assignments, which is 92% of the assignments. Contract pilots completed 623 assignments.

3. SFC incorrectly assumes that the only time a pilot is working is when he/she is on a pilotage assignment.                    
Nothing is farther from the truth.

4. SFC does not recognize the value-added work the pilots perform in their off-duty time. Directly related to SFC members, such work 
includes but is not limited to:  work with shipping lines, APA and Halifax Port Authority on berth and bollard configurations for larger 
container ships; development of the Air Gap Measurement Systems for the Halifax Harbour Bridges, dynamic underkeel clearance 
modelling, wave forecasting, SmartATLANTIC met/hydro buoys, specialized training, input into Port Practices and Procedures and 
Contingency Plans, terminal designs/Termpol studies, Pilotage Risk Management Methodology (PRMM), etc.  

5. SFC erroneously implies that traffic is evenly distributed throughout the hours of the day and days of the week; and across the 17 
compulsory ports and the 17 non-compulsory ports. If this were true, it would make staffing much easier but alas again, this is just 
not true.
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Competitiveness of 
Canadian Gateways

24

The CTA Review states that the total 
value of all marine cargo grew 4.3% in 
the year between 2012/13 and 2013/14. 

Therefore, the 2012/13 cargo value 
would have been $201.34 billion. In 
other words, in one year, the value of 
the cargo increased by $8.66 billion. 

This seems to indicate a pretty vibrant 
marine transportation system in which 
Canadian gateways are being successful 
in competing for global trade. The safety 
and efficiency of Canada’s pilotage 
system is an integral part of that success.

Outbound from Port Saint John, NB



Correction to CTA Review:
Omission of the U.S. Harbor Maintenance Tax

ERROR IN THE CTA REVIEW

In looking at fees for marine services and the 
competitiveness of Canadian gateways, there is a 
significant error in the CTA Review which states; “The 
United States does not impose fees for vital services such 
as icebreaking or dredging: Canadian user fees are 
considered high by comparison, even though they recover 
only a portion of the cost. This has a direct effect on the 
industry’s competitiveness”. CTA Review, Volume 1, p. 217.
This is not true

CORRECTION

The reality is that users of U.S. ports (including the 
Great Lakes) are required to pay Harbor Maintenance 
Tax (HMT) assessed at 0.125% of the value of 
commercial cargo. It applies to imports and domestic 
shipments, as well as passenger transportation (cruise 
ship passengers). 

The HMT is a U.S. cost recovery strategy to fund 100% 
of the U.S. Army Corps of Engineering’s port operating 
and maintenance costs - which includes dredging.  For 
fiscal year 2015, users paid US $2.33 billion in Harbor 
Maintenance Tax.
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Pilotage Tariffs    
New York vs. Halifax
Example: ZIM ANTWERP

Vessel Specifications:

Container Ship, 10,000 TEU

GRT 114,044 Tonnes

DWT 116,294 Tonnes

Length: 349m (1146 feet)

Breadth: 45.6m (150 feet)

Depth: 27m (88.7 feet)



Pilotage Costs in Halifax are 3.5 Times Cheaper than New York

NEW YORK PILOTAGE TRIP COST (US$)

New York Pilotage Units (PU):      
1,146 ft X 150 ft X 88.7 ft 
/10,000                = 1,525 (PU)                              

Basic Tariff (US Dollars):                               
= 1.44(1,525-500)+ 5,360                   
= (1,476 + 5,360)                                   
= US $6,836.

Pension Tariff:                                       
= $(1,025 X 0.42) + 1,910                      
= US $2,340.

Transporting Fee =  US $1,450.

Docking Fee:                           
($6836.00 X 20%) = US $1,367.

Pilot Boat Charge = US $1,495.

Surcharge for PPU= US $120.

Total: US $13,608.
Canadian Dollar equivalent        
CAD $17,343.

HALIFAX PILOTAGE TRIP COST (CAD $)

Trip Tariff (Includes pilot boat charge and docking) = CAD $4,842. 

1.5% Surcharge to reduce APA deficit = CAD $72.                                
(Note: This surcharge is due to expire in 2019)

Fuel Charge =  CAD $100.

Total =        CAD $5,014.

NOTE: APA does not charge pension tariff, transporting fee or 
surcharge for PPU
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Figure 8: Marine Fees Paid By Vessels in Canada
(millions $)

Canadian Coast Guard Marine Service Fees (Marine Navigation Services, Dredging, Icebreaking) CMPA Atlantic Important Note: Not indicated on the chart
is the fact that CCG MSF collect less than 20% of total actual costs for these services ($)

Pilotage Authorities Revenue ($) Important CMPA Atlantic Note: Not indicated on this chart is fact that only the Pilotage Authorities are 100% Financially
Self-Sufficient

Marine Safety Regulatory Fees ($)

St. Lawrence Seaway Tolls ($)

Canadian Port Revenues ($)

Source: Pilotage Act Review Discussion Document, 
September 8, 2017, p. 12  [with CMPA Atlantic notes added, 
as indicated]



Important Notes About
Figure 8:

1. Figure 8  does not compare apples to apples. By that we mean, pilotage is fully 
self-sufficient – its tariffs must collect 100% of its costs. Pilotage Authorities 
receive no appropriations from the Government of Canada. None of the others 
in this chart have this mandate to operate on a financially self-sufficient basis. 
For example: Canadian Marine Services Fees recover only about 20% of the 
actual costs of delivering these services mentioned in the legend.

2. Graph is plotting TOTAL REVENUE for Pilotage Authorities and Port Authorities. 
Even if the tariff remained fixed, as traffic increases the revenue will also 
increase. Importantly, what this graph is missing is what traffic levels did over 
the same period. Without that information, what is this graph actually saying?. 

3. This graph shows the total Marine Fees Paid by all foreign and domestic users of 
Canadian Ports and Waterways to federal government agencies and agents of 
the Crown. It does not include other port costs which are provided by private 
sector entities and can be quite significant, e.g. rail, motorcarriers and tug costs.

4. “The underfunding of the Coast Guard seriously hampers its ability to discharge 
its mandate, which adversely affects Canada’s international competitiveness and 
trade” (CTA Review, Volume 1, p. 13).
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Figure 9: Marine Fees Paid By Vessels in Canada (millions $)

Canadian Coast Guard Marine Service Fees (Marine Navigation Services, Dredging, Icebreaking) ($)

Pilotage Authorities Revenue ($)

Marine Safety Regulatory Fees ($)

St. Lawrence Seaway Tolls ($)

Canadian Port Revenues ($)



Figure 9 is Even More Interesting ….
Using the same data provided in the 
previous graph (Figure 8), we 
generated a 100% stacked bar graph 
(Figure 9). It shows some interesting 
trends between 2007 and 2016. 

Revenue from Pilotage Authorities: Increased 
33.5%

Revenue Transport Canada Marine Safety 
Regulatory Fees: Increased 50%

Revenue from Port Authorities: Increased 65%

Revenue from Canadian Coast Guard MSF 
(portion cost-recovered): actually declined 
2.4%  (note this is revenue that declined not 
necessarily costs)

Revenue from St. Lawrence Seaway Tolls: 
declined 7.7%
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But because the data used by the CTA and the 
Pilotage Act Review Discussion Document is 

revenue, even if the tariffs remained fixed, as 
traffic volumes and/or vessel size increases, 

the revenue will also increase. Without 
knowing the corresponding traffic levels, and 
the real total costs for CCG ice-breaking and 
navigational aids,  what do Figures 8 and 9 

really tell us? Nothing.



Correction to CTA Review
With respect to Pilotage Certificates

CTA Review recommends that 
“Canada could reduce the compulsory 

pilotage areas by expanding 
certification of vessel operators as 

pilots as well as adopting the 
advancements in navigation system 
capabilities such as automation and 
remote piloting.” CTA Review, Vol. 1, 

p.224

This is not how the pilotage 
system works in Canada.

The correct answer is:

Pilotage Authorities Maintain Oversight In 
The Public Interest

• Expanding certification of vessel operators 
or adopting navigation system capabilities 
would not make these areas non-
compulsory. It requires a Transport Canada 
PRMM to determine the relative 
risk/benefits to change a compulsory area 
to a non-compulsory area. The area stays 
compulsory – it is just the form of pilotage 
delivery that changes.

• Pilotage authorities maintain oversight in 
the public interest

A pilotage certificate holder is responsible 
to the issuing Pilotage Authority even 
though the ship under the conduct of the 
certificate holder is no longer subject to pay 
pilotage charges. A certificate holder must 
satisfy the APA’s requirements to maintain 
currency in the pilotage area and medical 
fitness for their pilotage certificate to 
remain valid. In the event of an 
incident/accident, the APA has full 
investigative powers into the performance 
of the certificate holder. 

In accordance with the Pilotage Act and as 
set forth in Atlantic Pilotage Authority 
Regulations (Sections 13 and 14), the APA 
issues pilotage certificates to qualified 
masters upon successful completion of an 
examination, allowing these masters to 
pilot their own vessels. The APA receives no 
revenue from these assignments, and the 
increase in certificate assignments 
contributes to a decline in training 
opportunities, pilotage assignments and 
corresponding revenues.

The APA issued its first pilotage certificate 
in 1975. Between 1975 and September 
2016, the APA has issued a total of 110 
pilotage certificates. There are currently 47 
active pilotage certificate holders in the 
Atlantic Region.
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APA’s System of Pilotage Certificates is Very Effective at 
Saving Canadian Shipowners Money

Throughout the Atlantic Pilotage Region, APA Pilotage 
Certificates in 2014 and 2015, facilitated cost savings in 
excess of $4.5 million for its customers. 

In 2014, there were 35 certificated masters who 
performed 1,063 assignments in APA compulsory pilotage 
areas, representing approximately $1.8 million in cost 
savings to industry.

In 2015, this number increased to 45 certificated masters 
completing 1,465 assignments, representing 
approximately $2.7 million in cost savings to industry.
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Oceanex vessel departing Port of St. John’s, NL 
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2016 – St. John’s:

1707 total movements 

598 pilotage assignments (35%)

1109 certificated assignments (65%)

$1.3 million APA total revenue on 598 
assignments 

$2.466 million – savings to industry 

Certificated moves:

2016      1109

2015       946

2014      612
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Figure 10: Certificate Use in St. John’s, NL 
Now Accounts for the Majority of Movements 

Certificated Assignments Pilotage Assignments Total Movements

Example: Certificate 
Use in St. John’s, NL



APA Pilotage Certificates have facilitated cost savings for the offshore 
supply industry of $8.4 million, in St. John’s, NL alone, 
between January 01, 2014 and October 31, 2017, 

Looking at APA figures for St. John’s this year, between 
January 01 and Oct. 3, 2017, cost savings to industry totalled 
$2.91 million while APA revenue was just $1.42 million.

Of the total 1,888 total movements, in St. John’s Harbour 
January 01 –October 31, 2017, APA licensed pilots performed 
625 of these assignments (33% of the total assignments): 
1,263  assignments were performed by certificate holders 
(67% of the total assignments).
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Two offshore supply boats moored in St. John’s, NL



Correction to CTA Review
With respect to Remote 
Pilotage
There is a mistake in the CTA Review with 
respect to the actual lessons learned from a 
workshop on shore-based piloting, that was 
conducted in Denmark, on behalf of the 
Danish Maritime Authority. 

Incorrectly citing the Danish Maritime 
Authority’s “Technological Assessment on 
the Possibility of Shore Based Pilotage in 
Danish Waters”, final report, November 

2014, The CTA Review says, “… the 
Danish Maritime Authority 
concluded that implementing 
shore-based pilotage was feasible 
in outlying waters, with little 
impact on safety.” (CTA Review, 
Volume 1, p. 224). 

This is false.

What the final report actually says 
is, “In reviewing the three 
scenarios, COWI concludes that 
there is not one of the scenarios 
where shore-based pilotage, will 
not, at present, present a problem 
to navigational safety.” (Danish 
Maritime Authority’s “Technological 
Assessment on the Possibility of Shore Based 
Pilotage in Danish Waters”, final report, 
November 2014, p. 29). [Note: COWI A/S is 
the consulting firm which prepared the 
report for the Danish Maritime Authority].

The workshop was conducted with pilots, 
captains and managers from shipping 
companies’ navigational departments. The 
aim of the  one-day workshop was to gain an 
idea of the challenges facing shore-based 
pilotage in three scenarios. 
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The Reality of  
Canada’s Safe 
and Efficient 
Pilotage System
Pilotage extends beyond 
navigating vessels safely; it is a 
24-7-365 commitment. 

In discussing pilotage, it is often 
overlooked or downplayed the 
important roles that pilots and 
pilotage authorities fulfil 
beyond their primary role of 
being responsible for the safe 
navigation on the bridge of 
vessels.
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Perception of What 
Pilots Do: 

Actual 
Value-Added 
of Pilotage:

• Work with federal 
departments in the 
development of marine 
policy

• Technical resources to 
government 
departments, port 
authorities, industry, 
scientists and others.

• Support economic 
development

• Leading the adoption of 
technologies to enhance 
safety of navigation.
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Pilots Assist Canadian 
Government Agencies Develop 
Marine Policies

This is an actual Electronic Chart Display and Information 
System (ECDIS) display captured recently on a fully laden 
tanker departing Placentia Bay, NL.

You  can see where this ship’s ECDIS suddenly jumped off 
track

Error in vessel’s ECDIS display shows the vessel’s position 
as being off-track, for eight minutes. Between the dock 
and the pilot boarding station this error was repeated. 

Vessel’s intended passage plan remains constant.

Tug escort showing 
still in position



The radar image of buoy H6 is displaced 260m NNW from 
the broadcasted AtoN position of buoy H6.

The PPU image confirms that buoy H6 is on station within 
the limits of its watch circle. 

The Winds were SSW 15kts, Swell 0.8m from 132 degrees 
at a 13 sec period.

Radar Error captured onboard an outbound container ship on 
August 23, 2017 at Port of Halifax
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Portable Pilot Unit (PPU) image (left) and Radar image (right). 
Ships’ radar image of buoy H6 is displaced 260m NNW from the broadcasted AtoN position of buoy H6. 
The PPU image confirms that buoy H6 is on station within the limits of its watch circle. 

40



Governance of 
Pilotage

The CTA Review recommends a major re-structuring of the Canadian pilotage 
system beginning with the immediate integration of the four pilotage authorities 
within one National Pilotage Board under the auspices of the Canadian Coast 
Guard. 

At a meeting with the Pilotage Act Review Panel on October 25, 2017,  the Review 
Panel said it is proposing six different governance models for consideration.  The 
first four models maintain the Crown Corporation status; the last two options are 
commercialized models: 

1. Status Quo (De-centralized model with four regional Crown Corporation 
Pilotage Authorities (Atlantic Pilotage Authority, Laurentian Pilotage 
Authority, Great Lakes Pilotage Authority and Pacific Pilotage Authority);

2. One Crown Corporation Pilotage Authority (Centralized model);

3. Two Crown Corporations (one on the Atlantic Coast and one on the Pacific 
Coast);

4. Three Crown Corporations (one on the Atlantic Coast, one on the Pacific Coast 
and one somewhere in the central region);

5. Commercialization along the St. Lawrence Seaway Corporation Model

6. Commercialization along the Nav Canada Model
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Governance of Pilotage
Our Questions

1. What key objectives does the Pilotage 
Act Review Panel hope to achieve by 
changing the governance model?  

2. How would regional uniqueness be 
recognized in regulations, policy and 
tariffs. 

3. What would the Board of Directors 
look like? Would the balance of 
representation be maintained for pilots, 
industry and public interest?

4. What quantifiable gains would this 
achieve?

5. Is the current mandate for pilotage to 
operate in a financially self-sufficient 
manner to be maintained? And if so, 
who will define “financially self-
sufficient.”

6. How will cross-subsidization and port 
competitiveness be treated? Canadian 
ports compete against each other and 
U.S. ports. Currently, the Pilotage 
Authorities do not cross-subsidize ports 
within their regions because of CTA 
rulings that were made as the result of 

CTA investigations into stakeholders’ 
objections to pilotage tariff applications 
that sought tariff increases at Port ‘A’ 
(which was operating in the black) to 
subsidize pilotage operations at Port ‘B’ 
(which was not operating in the black or 
needed an infusion of capital for say 
new pilot boats). These continue to be 
crucial  CTA decisions for Atlantic 
Canada that need to be recognized and 
maintained if key Atlantic gateways are 
to retain their competitiveness.

7. Under a commercialized model, how 
would pilotage services be handled for 
areas with little traffic; or areas held 
captive to a single customer whose 
masters have  certificates; or areas 
where pilotage is non-compulsory?

8. Under a commercialized model, how 
would a pilotage authority allocate its 
costs for participating in regional 
economic development initiatives; 
assisting with port infrastructure 
assessments; and support work for 
government agencies such as Canadian 
Coast Guard user surveys and AIS AtoNs 
test bed studies?  

9. The Nav Canada Board of Directors is 
heavily weighted in the favour of 
industry. Of a total of 15 Board 
Members: 10 industry representatives; 
3 federal government representatives; 
and 2 union representatives. Given 
industry’s control of the Board, how 
would pilots be kept free of commercial 
pressure? Compensation for the CEO 
and the Board of Directors are 
significantly greater than for the current 
pilotage regime. How will this impact 
the cost of pilotage?

Changing the 
governance model 
of pilotage changes 
a lot of variables. 
How those variables 
will affect the 
delivery of pilotage 
services, the safety 
record of Canada’s 
pilotage system, the 
overall efficiency of 
Canada’s 
transportation 
system, and the 
costs to users are 
unknown.  

42



Halifax is a 
“Discretionary 
Port of Call”

In container port marketing, economics are a fundamental determining factor in why shipping lines select which 

ports to call. In general, the longer the cargo can be kept on the water, the cheaper it will be. This is because of 

the costs of moving freight in-land by rail or truck exceed the cost of marine freight. In the case of the Port of 

Halifax, 80% of its container traffic is loaded to rail. [Source: Submission of the Halifax Port Authority to the Rail 

Freight Service Review Panel, https://www.tc.gc.ca/media/documents/policy/117-halifax-port-authority-eng.pdf

Some ports are “Destination Ports” meaning the vessels call there for specific reasons.  Examples:

• New York – Huge local market therefore, a large portion  of the cargo is loaded or discharged in New York 

because it originates there or is destined for there. 

• Montreal – Is the furthest inland port that a particular size of vessels can transit; It is cheaper to keep the freight 

on the water to Montreal than to discharge the freight at a coastal port (i.e. Halifax) and move the freight inland 

by rail or truck. Therefore, when a vessel calls at Montreal, it tends to fully load and fully discharge its 

containers.

Ports like Halifax, are “discretionary ports of call” meaning it is not essential to the carrier to call on that port. 

Shipping lines discharge, load or reposition only a portion of the vessel’s cargo. 

The success of Halifax depends upon its ability to offer time and/or cost advantages over competing U.S. and 

Canadian gateways. In the case of Halifax, it must offer cost, time  or other advantages over the ports of 

Montreal,  New York and Port of Virginia or the vessels will by-pass Halifax. One advantage Halifax has is its 

ability to handle larger vessels than can transit to Montreal. However, Halifax still faces long in-land rail hauls to 

move the cargo to markets in central Canada and the US Midwest. 

For this reason, it is critical  that:

1. Atlantic Canada keeps its own 
regional pilotage authority (Atlantic 
Pilotage Authority); and

2. Each port/area within a Pilotage 
Region must be a cost centre (Uphold 
the Canadian Transportation Agency 
decisions not to allow cross-
subsidization of ports/areas within 
each Pilotage Region).
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What makes the Atlantic Pilotage Region Unique

More than 70% of Canada's total fish 
and seafood exports (valued at $6.6 
billion) comes from Atlantic Canada’s 
waters.

326 million tonnes of oil are transported 
as cargo in Canadian waters annually: 
192 million tonnes of this transits the
Atlantic Pilotage Region. This is 60% of 
Canada’s total.

Of this 192 million tonnes, over 64 
million tonnes (458 million barrels), is 
handled at 5 major marine energy 
terminals at Placentia Bay, NL, Saint 
John, NB, Halifax, NS and Canso, NS.

•Largest oil refinery in Canada – Irving Oil 
producing over 300,000 barrels per day;
•Canada’s only operating LNG facility-
Canaport LNG;
•Busiest container port in Atlantic Canada 
– Halifax handling 480,722 TEUs in 
2016; 
•Navigation under the world’s longest 
bridge - Confederation Bridge
•Four of Canada’s Gateways for trade -
Halifax, Saint John, Charlottetown and 
St. John’s;
•Four of Canada’s 18 Canada Port 
Authority ports: Saint John, Belledune, 
Halifax and St. John’s. 
•Only pilotage authority responsible for 
17 compulsory pilotage ports/areas, 
each with its own licensed pilots, pilot 
boat service, customers and tariff 
structure;

•Only pilotage authority responsible for 
17 non-compulsory pilotage areas;
•Has 48 employee pilots who perform 
92% of the pilotage assignments; and 11 
entrepreneurial pilots who complete 8% 
of the pilotage assignments;
•Only pilotage authority to own and 
operate 11 pilot vessels throughout the 
Atlantic Region; and contract an 
additional 15 more. 
• APA Pilots direct over 8,000 tug 
assignments annually (docking, 
undocking and escorting); 
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De-centralized 
Model Works 
Very Well for 
the Complexity 
of the Atlantic 
Region
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Atlantic Pilotage Authority

Five Provinces

New Brunswick, 
Newfoundland and 

Labrador, Nova Scotia , 
Prince Edward Island, and 
Quebec (Bay of Chaleur) 

17 Compulsory Pilotage 
Areas

APA Licensed Pilots 

Pilotage Certificate Holders

(currently 47 active in 
Atlantic Region)

Pilot Boat Services

APA owns/operates 11 
vessels; contracts 15 vessels

17 Non-Compulsory Pilotage 
Areas

APA Licensed Pilots

APA Area of Responsibility 
covers 33,000 km of 

coastline

Figure 11: Atlantic Pilotage 
Authority Structure

Pilotage Services for 34 ports and areas 
are consolidated under one 
administration that operates on a 
financially self-sufficient basis. In 2016, 
pilots completed 7,959 assignments 
with a safety rating of  99.92% and 
99.7% of these without complaint from 
industry.



Opportunity: Under the current de-centralized regime, 
what is earned in the Region stays in Atlantic Canada

The Port of Halifax Economic Impact Report, 
commissioned by Halifax Port Authority and 
released in January 2015, quantified the 
Port’s contribution to the economy of 
Atlantic Canada at $1.661 billion, in 2013. 
Based on this study, every pilotage 
assignment at the Port contributed $618,162 
to the economy of the Atlantic Region. 

Under the current de-centralized pilotage 
regime, revenue generated from pilotage 
conducted in Atlantic Canada, stays in the 
Atlantic Region. The Atlantic Pilotage 
Authority re-invests revenue from pilotage 
operations to expand its capabilities to 
handle the newest generations of vessels 
safely, recapitalize its fleet of pilot boats, and 
equip its pilots with technology such as 
PPUs.

The APA is the only pilotage authority in 
Canada to support Smart Buoy technology 
and partner in providing high-resolution 
weather and sea-state forecasting. By 
applying technologies such as this, we are 
helping to extend the useful life of the ports’ 
assets, reduce GHG emissions and maintain 
the integrity of Canada’s transportation 
system. 

The APA and its pilots are directly involved 
with stakeholders to grow the economy of 
the region. We are active participants in 
every major port and terminal development 
in Atlantic Canada.

Canaport LNG. 
Saint John, NB

Regal Princess, 
St. John’s NL

Big Lift re-decking 
of Macdonald 
Bridge.
Halifax, N.S.
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Why the Pilots in Atlantic Canada are Employees 
of the Pilotage Authority

Prior to the proclamation of the Pilotage Act in 1972, every major 
port in the Atlantic had its own pilot corporation. These pilot 
corporations were separate stand-alone entities that were licensed 
through the federal department of Transport to operate at their 
own respective port. There was no competitive pilotage across the 
pilot corporations or the ports. 

When the Pilotage Act was proclaimed, and the Atlantic Pilotage 
Authority was formed, the licensed body corporate pilots in the 
region were given the option to become either  employees of the 
Authority or to form a single body corporate for each port. If they 
chose to become employees of the APA, all past service would be 
considered pensionable. 

At the time of the formation of the APA: 

• the existing Pilotage tariffs were outdated. 

• The pilot boats chartered from the federal government were 
inadequate. 

• The payment for the boats were taken from the pilotage 
revenue before individual shares were dispersed. 

• The new Authority would take on the responsibility of applying 
for tariff increases and for building new pilot boats.

• The pilots would now have a guaranteed level of income.
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The Atlantic has a Strong Strategic Vision
The CTA Review states, “The 
Atlantic ports in particular must 
articulate a strong strategic vision; 
otherwise they may not fully 
develop, and may not be able to 
capitalize on the opportunities 
likely to arise.” CTA Review, Volume 
1, p. 215.

The gateway ports of Halifax and 
Saint John have strong strategic 
visions – they are going after bigger 
container and cruise ships and 
more of them; Irving Oil and 
Canaport LNG are  focused on 
energy. 

The Newfoundland and Labrador 
economy is heavily dependant 
upon its offshore oil and gas 
industry. And In June 2017,      

Irving Oil announced the grand 
opening of its St. John’s Marine 
Terminal Expansion – a $20-million 
investment that will improve 
harbour logistics and help position 
St. John’s Harbour for future 
growth. 

Work is progressing on the 
proposed Goldboro LNG facility, 
located in Goldboro, NS adjacent to 
the Maritimes & Northeast Pipeline 
- a 1,400-kilometre transmission 
pipeline system built to transport 
natural gas between developments 
in Nova Scotia, Atlantic Canada and 
the northeastern United States.  It 
will include a natural gas 
liquefaction plant and facilities for 
the storage and export of LNG, 
including a marine jetty for loading. 

The facility is anticipated to 
produce approximately ten million 
metric tonnes of LNG per year and 
have on-site storage capacity of 
690,000 cubic metres of LNG.

These strategies involve pushing 
the envelope and finding new ways 
to do it safely. The APA and its 
pilots are key players in this vision. 
Being present in the region with 
strong relations with our 
stakeholders are key success factors 
that are helping our ports and 
customers achieve their objectives. 
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Bigger Ships
Same Waterway
In 2016, the APA’s total number of 
pilotage assignments dropped by 4.7%  
due to the industry trend toward using 
larger vessels. 

The average vessel size per 
assignment has increased by 9.4% 
(which equates to approximately 300 
to 700 additional containers per 
vessel).

Impact on pilotage fee: increased from 
7.8 cents/GRT (2015) to 7.97 
cents/GRT (2016).
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Figure 12: Atlantic Pilotage Authority Statistics

Year 2013 Year 2016

1 in 40 assignments is for 
containerships 7500-9300 TEU.

1 in 6 assignments is for containerships 
7500-9300 TEU.

To date, M.V. Zim Antwerp, at 
10,000 TEU, is the largest 
containership to call Halifax. 
Neo-Panamax vessels of 14,000 
TEU are imminent at the Port.



Canada’s Pilotage System is not static; rather, it is 
continuously evolving in anticipation of safe 
navigation requirements for ever larger ships, in 
confined waterways and ports. Numerous 
examples of pilot-led initiatives support this:

• Air Gap measuring system in real-time for Halifax Harbour 
Bridges

• iHeave Studies for Halifax Harbour Approaches (Phases 1 and 
2) to determine dynamic under keel clearance (DUKC) 

• SmartATLANTIC Inshore Weather Buoy Network (Halifax, 
Saint John and proposal for Chedabucto Bay) 

• Portable Pilotage Units (PPUs) carry aboard systems 
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The size of containerships calling at the Port of 
Halifax will almost triple from 4,700 TEUs to 14,000 
TEUs by April 2018.



The vast majority of delayed pilotage 
assignments are vessel delays
The APA and it’s customers define on-time 
pilotage assignments to be those that 
commence within one hour of the order time.

In 2016, a pilot was provided within this time 
frame on 99.5% of the 7,950 total 
assignments.

The average length of delays was 2.4 hours. 72.90%

12.60%

9.90%

4.60%

Figure 13: 2016 Delayed Assignments by Category

Vessel Delays Sailing (i.e.) cargo, labour or tug related

Weather & Other

Pilot

Pilot Boat & Other APA
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Source: APA Annual Report 2016, p. 6.



E-Navigation is an investment   
not just a cost of doing business.

The met/hydro data used to support several advanced 
projects at the ports of Halifax and Saint John that 
enhance safer navigation.

These projects:
1. Identify areas of concern

2. Quantify risk

3. Aid in the development of best practices policies and 
procedures

4. Increase efficiency / Reduce GHG emissions

5. Create opportunity for cost savings

SmartATLANTIC Herring Cove Buoy and 
SmartATLANTIC Saint John Buoy
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1. More effective planning of pilotage 
resources, tug escort requirements 
and dispatching of longshoremen.

2. Keep  principals and customers 
informed of extreme weather, action 
plan for the port during the event  
and  anticipated time of reopening of 
the port.

3. Reduce the costs associated with 
vessel delays through better planning 
of vessel arrivals and departures. 

4. Know weather windows for cargo 
operations

5. Enhance safety of navigation

6. Enhance protection of the 
environment

7. Supports work of outside agencies 
e.g. Canadian Coast Guard, Transport 
Canada and Environment Canada.
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Saint John, NB and Halifax have
high-resolution forecasting of 

weather & sea state 
36 hours in advance

PROVEN COST SAVINGS TO 
INDUSTRY AND INCREASED 

EFFICIENCY OF PORT 
OPERATIONS

Economic Benefits of 
SmartATLANTIC Met/Ocean 
Buoys

Cruise ship M.V. Norwegian Gem, 
getting ready to heave out the lines, 
Port Saint John

Tanker on the  single-point mooring (SPM) buoy, 
Irving Canaport Marine Terminal, Saint John, NB  



Ship Type Vessel Size # Ships 
Impacted

Fuel Saving (metric
tonnes)

0.1%  Sulphur Fuel 
Cost Saving (000’s 
CAD $)*

Green House 
Gas Reduction 
(metric tonnes)

Containership >50,000 GRT/
avg. 4700 TEU

26 390 $312 1,248

Tankers Handy size 10 100 $80 320

Auto carriers 53,000 -70,000 
GRT 

7 84 $67 269

Bulk carriers 29,000 – 43,000 
GRT

8 80 $64 256

General cargo 20,000 – 30,000 
GRT

10 90 $72 288

General cargo 10,000 – <20,000 
GRT

2 10 $8 32

General cargo < 10,000 GRT 8 32 $26 102

TOTALS 71 786 metric 
tonnes

CAD $775,000. 2,515 metric 
tonnes

Figure 14: Using 
SmartATLANTIC
Herring Cove Buoy 
and Environment 
Canada Offshore 
Halifax Buoy for 
Halifax winter 
arrivals  could save 
fuel costs and cut 
GHG emissions 
equal to  removing 
535 cars from the 
road for one year! 

* Based on St. Lawrence price for 0.1% sulphur fuel @ CAD $986/tonne, market price January 8, 2015. 
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High-
resolution 
forecasting 
and real-
time buoy 
data help 
pilots 
identify 
weather 
windows for 
safe 
navigation 
and cargo 
operations.
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Figure 15: SmartATLANTIC Herring Cove Buoy High-resolution Marine Forecasts for February 13 & 14, 2017 



SmartATLANTIC Buoys and high-resolution forecasting are critical tools for 
“port of refuge” vessel operations

One of the OPP action items is “Better 
identification of where ships can find refuge”.

High-resolution forecasting derived using 
SmartATLANTIC Herring Cove Buoy data was an 
integral piece of kit in determining  safe weather 
window to bring the British Merlin into Halifax, 
Jan. 2016

It was SmartATLANTIC forecasting of weather 
and sea state that identified the safe weather 
window for the rudderless Australian Spirit to 
enter Halifax, Dec. 2014.
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There is an obvious discrepancy between Environment and 
Climate Change Canada’s supports for marine traffic on the 

Pacific and Atlantic Coasts. This gap does not reflect 
commercial shipping realities. 

Opportunity exists within the scope of the Oceans Protection 
Plan to provide Enhanced Marine Forecasting through 

expansion of the SmartATLANTIC Inshore Weather Buoy 
Network. This is a step in the right direction for coastal and 

environmental protection as it puts the tools in the hands of 
mariners to support better decision-making.

… AND THE GAP IS 
WIDENING
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Emerging Issue
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Figure 16: ECCC 
Comparison of  
Moored Buoy Data 
Availability for Pacific 
and Atlantic Regions

ECCC moored buoy data 
in Atlantic Canada has 
steadily declined since 
2011. It currently is 
about 70% . ECCC has 
no plans to stop this 
decline.

Source: "Marine Weather Data 
& Services Status Report”, May 
17, 2017, Environment and 
Climate Change Canada, 
National Programs, 
Meteorological Service of 
Canada. 



Southwestern Grand Banks 44138 

Northeast Burgeo Bank 44255 

Nickerson Bank 44251 

Tail of the Bank 44140 

NEWFOUNDLAND BUOYS: (MISSING) 

Halifax Harbour Approaches 44258 

LaHave Bank 44150 

East Scotia Slope 44137 (intermittent 
communication issues) 

Banquereau Bank 44139 

Mont-Louis 45138 (St. Lawrence Estuary)

OPERATIONAL BUOYS: 

ECCC Atlantic Region’s Maritime Buoy Network, as of 
October 2017
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Figure 17: Environment and Climate Change Canada 
(ECCC) Met/Ocean Buoy Networks

ATLANTIC CANADABRITISH COLUMBIA

U.S.A. Buoys

ECCC Buoys

Note: Red buoys not working (off-station or missing, as of May 12, 2017)
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There are no Environment and Climate Change Canada met/ocean buoys to support marine 
operations in  Newfoundland, Prince Edward Island or Cape Breton, NS
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Canso, NS Confederation Bridge, PE Placentia Bay, NL
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Figure 18: ECCC 
Operations Plan for 
Oceans Protection 
Plan

Source: "Marine Weather Data 
& Services Status Report”, May 
17, 2017, Environment and 
Climate Change Canada, 
National Programs, 
Meteorological Service of 
Canada.
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Figure 19: ECCC Ops 
Plan for Atlantic 
Region under Oceans 
Protection Plan

Source: "Marine Weather Data 
& Services Status Report”, May 
17, 2017, Environment and 
Climate Change Canada, 
National Programs, 
Meteorological Service of 
Canada.



What is the Priority of the Pilotage Act Review: 
To relax pilotage requirements or to strengthen them? 

CTA REVIEW 2015

CTA Review is focused on saving industry $ by reducing pilotage:

“While safety is clearly a priority, stakeholders have 
raised concerns about cost and the requirements for 
pilots to be so frequently on duty. Canada’s pilotage 

regimes are based on risk assessments; however, these 
are slow to take into account new risk profiles, 

technologies or alternative arrangements.” 

CTA Review, Volume 1, p. 223

OCEANS PROTECTION PLAN 2016

Pilotage Review is couched in terms of  “tougher requirements for 
industry to prevent and improve response to marine pollution 
incidents.”

“Canada’s Ocean Protection Plan is a robust national plan 
that will protect our oceans and coastlines from damage 

that comes from shipping and pollution.” 

Rt. Hon. Justin Trudeau, Ocean Protection Plan 
Announcement Speech, Vancouver, November 7, 2016
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Put in Perspective: In 2016, it cost $25 million in total pilotage costs (or $0.0797 cents per vessel GRT) to operate 
a 100% financially self-sufficient / 99+% incident-free, tech savvy pilotage service for Atlantic Canada,               

which shares the waterways with Canada’s primary producers and exporters of fish and shellfish 
– a market that is valued at $4.7 Billion annually.


