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Message from the President

Making the right tradeoffs between 
safety and financial viability is one of  
the most difficult balancing acts in the 
world. If safety requirements are not 
rigorous enough, the result can be 
disastrous – even fatal. On the other 
hand, the cost of undertaking most 
activities that keep the economy going 
must be sustainable, otherwise our 
standard of living and our quality of life 
will fall to unacceptable levels. 

And so risk analyses are conducted, 
options are considered and decisions 
made as to how much fire fighting 
equipment should be on standby at 
airports, how many health inspectors 
should be hired to inspect meat-packing 
plants, and just how much operational 

redundancy is enough at nuclear power-
generating facilities. The maritime world 
faces the same dilemma, whether it is in 
respect of standards for ship construction, 
the need for aids to navigation or training 
requirements for ship’s officers.

There is at least one area in marine 
transportation where Canada has struck 
just the right balance between safety 
and cost. No one will be surprised to 
learn that I have in mind the country’s 
marine pilotage system, which serves 
both the public interest and the shipping 
industry very well. Some Canadians 
might, however, be surprised by the 
basic facts that support this view.

The pilotage system’s most important 
measure of success must be the degree  
to which it is able to ensure the safe 
navigation of vessels. Statistics from the 
four Canadian Pilotage Authorities show 
that the incident-free rate for piloted 
vessels consistently stands at 99.9%.  
The few incidents that do occur are of  
very low consequence. This impressive 
safety record has been sustained over 
many years, despite the increasing number 
and size of vessels using the waterways.

At the same time, the pilotage tariff 
charged to users is very low, particularly 
when compared to other jurisdictions 
around the globe. Pilotage costs 
represent less than two per cent of a 
vessel’s total operating costs. Statistics 
Canada reports indicate that this 
relationship between pilotage costs and 
total vessel operating costs has not 
changed over many years.

Canadian marine pilots are dedicated to 
maintaining this delicate balance 
between safety and its cost. That is why 
we are placing so much emphasis on 
collaborating with the shipping industry 
and ensuring that we are as responsive 
as possible to its needs. This issue of 
The Canadian Pilot features a message 
from Michael Broad, President of the 
Shipping Federation of Canada. I welcome 
Mr. Broad to the pages of our newsletter, 
especially as it is another sign of the 
deepening cooperation between pilots 
and industry. 

Michel Pouliot, C.M., F.N.I.
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First and foremost, I want to say how honoured I am 
to have been asked to write a short article for the 
second edition of The Canadian Pilot. Being a former 
ship agent, I have always been impressed by the ability 
of pilots to carefully handle our principals’ vessels in 
diffi cult circumstances, heavy weather, ice, equipment 
breakdowns or tight channels.  

There has always been an interesting relationship 
between pilots and shipowners and their agents 
and, until recently, one would have described it as 
“necessary” at best and “acrimonious” at worst.  

However, over the past three years, there has been a sense of renewed cooperation 
between industry and Canadian pilots – and this relationship bodes well for the future 
of shipping in this country.

We appreciate the efforts of pilots across Canada to enhance safety through 
continuous training programs, simulation centres, the implementation of specialized 
electronic navigation systems, and a willingness to meet with industry to remove 
obstacles. Pilots are taking the opportunity to use their professional skill and improve 
their service. They have been helpful in keeping ships moving by embracing new 
technologies that improve voyage planning and bring about operational effi ciencies. 

In 2007, the CMPA suggested meetings be held twice per year with the Shipping 
Federation of Canada to discuss service issues in Eastern Canada. This suggestion 
was welcomed by our Pilotage Committee, and since then, we have had the 
opportunity to iron out misconceptions, improve communication and work towards 
a safer and more effi cient navigation system.  This spring, we are being hosted by the 
CMPA in Québec City, where our Pilotage Committee will get a tour of the Corporation 
of Lower St. Lawrence Pilots’ Marine Simulation and Resource Centre following the 
business meeting.  I know our members are looking forward to this opportunity, 
particularly a couple of our ex-masters.  And I am looking forward to hitting a 
dock – can’t wait.

I fi rmly believe this renewed spirit of cooperation is a result of mutual respect and 
communication between individuals throughout both organizations - keys to success 
in any business. Despite the current global fi nancial crisis and the resulting drop in 
the volume of business, I am convinced that maintaining this spirit of cooperation 
will hold us in good stead for the future.

Guest Article:
Michael Broad, President, 
Shipping Federation of Canada
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The CMPA website is regularly 
updated to keep you apprised of the 
latest developments related to marine 
pilotage in Canada. Most recently, 
a section entitled News & Topics 
of Interest was added to provide 
timely information on the 
Association’s activities. A new 
Speeches & Presentations section 
allows visitors access to statements 
made on behalf of marine pilots 
across the country. Finally, a new 
section has been dedicated to cover 
the CMPA Congresses, those already 
held (Québec City in 2005 and 
Vancouver in 2008) and those 
being planned (Halifax in 2011). 

The CMPA encourages its members 
and its partners in the marine 
community to visit its website 
regularly to catch the latest!



Pilotage Authorities and CMPA Set National 
Principles for Assessing Pilot Proficiency
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In October 2008, a joint Pilotage Authority and CMPA 
committee was formed to develop principles to guide 
the quality assurance programs for pilot profi ciency.
Co-chaired by Capt. Kevin Obermeyer, CEO of the Pacifi c 
Pilotage Authority and Capt. Simon Pelletier, CMPA National 
Vice-President, the committee’s recommendations were 
adopted in January 2009. 

These principles will be refl ected in each Authority’s 
procedures for the assessment of pilot profi ciency and 
performance. While the principles are designed to encourage 
a common, constructive and fair-minded approach, the 
committee recognized that the evaluation process itself 
would vary from region to region.
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GUIDING PRINCIPLES

Collaborative: • pilot groups and authorities will work 
in partnership to develop and implement the quality 
assurance program.
Focus on Quality:•  the purpose of the program is to foster 
the best possible quality performance by pilots, rather 
than to be used as a punitive or disciplinary tool. 
Applicability:•  while, in some cases, the introduction of 
pilot assessments may be gradual, it is the intention 
that, within a reasonable period of time, assessments 
will apply to all pilots.  
Frequency: • assessments will take place regularly and 
not less than once every three years.
Transparency: • results of the assessment should be 
communicated in a timely manner to the pilot in 
question, and the pilot given an opportunity to comment 
before the results are considered fi nal. In those cases 
where the comments of the pilot are not refl ected in the 
fi nal results, the views of the pilot will form an integral 
part of the record.

Confi dentiality: • all assessment results, together with 
all accompanying documentation, will be maintained 
as part of the pilot’s confi dential personnel record and 
access to the material will be governed by the same 
rules that apply to the confi dential personnel record 
as a whole. 
Modality: • pilots’ profi ciency can be assessed through 
various means. No single means, however, should be 
the sole basis upon which an assessment is made.
Remedy: • in those cases where it is determined that 
a pilot’s profi ciency and/or performance needs to 
be improved, specifi c and practical steps should be 
identifi ed to ensure the situation is effectively remedied. 
Precedence of the • Pilotage Act: Nothing in the pilotage 
authority quality assurance program for assessing pilot 
profi ciency will take precedence over the legislation and 
regulations which govern the issuance and suspension 
of pilot licenses. 

Most economic indicators (such as 
changes in the gross domestic product) 
are based on information that is many 
weeks old. As governments engage in a 
high-stakes exercise to forecast where 
the economy is going, the need for an 
accurate and up-to-the-minute picture of 
global economic performance is greater 
than ever. This could explain why many 
experts have recently been paying close 
attention to a little-known measurement 
that hails from the marine transportation 
sector, the Baltic Dry Index (BDI).

Despite its name, the Index has nothing 
to do with Lithuania, Estonia and Latvia. 
Instead, the Baltic Dry Index traces its 
roots to the Virginia and Baltick Coffee 

House in the City of London, where its 
merchant and sea captain patrons, as 
early as 1744, negotiated rates for the 
transportation of various goods such as 
grain seeds and oils.

Today, the Baltic Exchange, still based 
in London, issues an index daily refl ect-
ing the price of shipping raw materials 
such as iron ore, grain and coal on the 
world’s major sea routes. Every day, the 
Exchange canvasses hundreds of brokers 
around the world to determine the cost 
for shipping such cargo. The composite 
results form the BDI, providing a valu-
able tool for measuring fl uctuations in 
the demand for raw materials – 
the precursors of economic output.

The Index is seen as a reliable indicator 
of future economic activity because it 
is not subject to speculation – the only 
people booking cargo ships are those 
with actual cargo to ship. And while 
other indicators refl ect past performance, 
the BDI presents a real-time, daily 
picture of global economic activity.

On 20 May 2008, the Index reached 
its record high, at 11,793 points. It 
started to slide before equity markets 
did and, half a year later, on 05 Decem-
ber, it bottomed out at 663 points, a 
94% drop. The BDI has now regained 
some ground and was standing at above 
1,600 in April 2009. The Index is 
accessible at www.balticexchange.com.

Wall Street’s Best Kept Secret: the Baltic Dry Index 



The Montreal Boat and Water Sports 
Show is an annual four-day event held in 
January that attracts thousands of recre-
ational boaters. As such, the Show offers 
an excellent opportunity to promote 
safe navigation when boating on the St. 
Lawrence River. For the fi rst time, ma-
rine pilots from the Seaway, Lower St. 
Lawrence and Mid St. Lawrence districts 
participated in the Show, sharing their 
knowledge of commercial vessel traffi c 
on this hazardous waterway and how it 

can affect the operation of pleasure craft 
using the River.

With the help of state-of-the-art comput-
er-generated simulations, pilots brought 
the public “up the gangplank” to show 
them what can be seen when piloting 
container vessels, tankers or bulk car-
riers and – perhaps even more impor-
tantly – what they cannot see due to the 
“blind section” off the bows of vessels. 
Simulations also helped illustrate other 
operating characteristics when navigat-
ing vessels on the River, including the 
limitations on manoeuvring that result 
from the restricted nature of the channel, 
the constraints caused by hydrodynamic 
effects such as currents and squat, and 
the long distances required for stopping.

The participating pilots engaged in lively 
discussions with dozens of individual 
boaters and representatives of leisure 
boating groups, with many of them 
saying the information received would 
result in safer interactions with com-
mercial vessels. There were a number of 
requests for additional information that 
could be included in training programs 
offered by leisure boating groups. The 
Canadian Coast Guard and Transport 
Canada, both present at the Show, 
expressed appreciation for the pilots’ 
outreach efforts, which also received 
positive media coverage.

The success of this initiative suggests 
there should be more occasions when 
pilots and recreational boaters meet and 
discuss matters related to marine safety. 
There may also be a great opportunity 
for a group of maritime stakeholders to 
pool their resources and expertise to 
develop specialized information material 
on the safe interaction between pleasure 
crafts and commercial vessels, including 
a video presentation.  

With the support of 25 organizations 
including shipping lines, tug operators, 
terminals, marine pilots, the Atlantic 
Pilotage Authority, the Halifax Port 
Authority and church groups, Captain 
Andrew Rae, Chairman of the Halifax 
Mission to Seafarers’ and a Halifax pilot, 
organized the Mission’s fourth annual 
Christmas Luncheon on 17 December. 
Despite bitter winter weather, the event 
was a great success with over 320 
persons in attendance, raising more 
than $12,000.

Among the many examples of generosity 
in the maritime community, the Mission 
perhaps best-illustrates how a helping 
hand can touch the lives of seafarers. 
“I have often been met by crew mem-
bers who had endured extreme weather 
conditions on the North Atlantic and 
feared they would not see port again. 
The Mission plays a vital role, providing 
a place where seafarers can rest, seek 
support, contact loved-ones and fi nd in-
formation about Halifax” Capt. Rae said. 
In 2008, more than 12,000 seafarers 
visited the Halifax Mission to Seafarers.

From left to right, Capt. Daniel Ouimet of 

the Lower St. Lawrence Pilots, Capt. Bernard 

Boissoneault of the Mid. St. Lawrence Pilots, 

Capt. Jocelyn Parent of the Pilotes du Fleuve 

et de la Voie maritime du Saint Laurent, and 

Capt. Pierre Grégoire of the Lower St. Lawrence 

Pilots, at the Montreal Boat and Water 

Sports Show.

From left to right, Megan Leslie, M.P., Halifax; 
Capt. Andrew Rae, Chairman, Halifax Mission 
to Seafarers; the Rt. Rev. Sue Moxley, Bishop 
for the Anglican Diocese of Nova Scotia and 
Prince Edward Island, and President, Halifax 
Mission to Seafarers; the Hon. Mayann 
Francis, Lt. Governor of Nova Scotia; Michael 
Savage, M.P., Dartmouth-Cole Harbour; and 
the Hon. Geoff Regan, M. P., Halifax West.

Pilots Promote 
Safety at the 
Montreal 
Boat Show

Caring for Seafarers Calling 
at the Port of Halifax
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Pirates are Forever 
Pirates have been attacking ships at 
sea for as long as people have used the 
oceans as trade routes in the Mediterra-
nean, India and the Far East. The earliest 
documented instances of piracy date 
back to the 13th century B.C. One of the 
most famous accounts of piracy in the 
ancient world involved Julius Caesar, who 
was captured by Cilician pirates in 75 
B.C. and held prisoner on an islet near 
Crete. He maintained an attitude of supe-
riority throughout his captivity and when 
the pirates decided to demand a ransom 
of twenty talents of gold, Caesar is said to 
have insisted that he was worth at least 
fi fty. The pirates raised the ransom to fi fty 
talents and it was paid. When Caesar 
was released, he raised a fl eet, captured 
the pirates, and had them put to death.

The popular image of piracy comes from 
its Golden Age (1500-1800) when Por-
tuguese and Spanish vessels fi lled with 
gold and silver were attacked by English, 
Dutch and French pirates roaming the 
Caribbean and by North Africans along 
the Barbary Coast.

It is during this period that the legend-
ary fi gures of Blackbeard, Captain Kidd, 
“Black Bart” Roberts (who started his 
career off the coast of Newfoundland) 
and “Calico Jack” Rackham, along with 
his two female associates Mary Read 
and Anne Bonny, all saw action.  

Many maritime trading nations paid 
tribute to the Barbary States of North 
Africa to protect their shipping interests; 
by 1800, for example, the United States 
was paying 25% of its annual revenues to 
safeguard American commerce. In 1801, 

President Thomas Jefferson refused to 
deal with pirates anymore (partly because 
the attacks kept occurring despite the 
huge payments being made) leading to 
all-out war and the end of the Golden 
Age for pirates by 1830.

Modern Piracy
Piracy was, of course, never completely 
eliminated and, in fact, over the last 
15 years has re-emerged as a signifi cant 
threat to maritime trade. In 2008, the 
Piracy Reporting Centre, established in 
1992 by the International Maritime Bu-
reau (IMB) of the International Chamber 
of Commerce, reports a worldwide total 
of 293 incidents of piracy against ships, 
up more than 11% compared to 2007. 

Most of these incidents took place in the 
Gulf of Aden (the shortest route between 
Europe and Asia) and the east coast of 
Somalia, where about 20,000 vessels 
transit every year, including 12% of 
world petroleum shipments. But modern 
piracy is truly a global phenomenon with 
many incidents reported near Peru, 
Brazil, Tanzania, the Philippines, Singa-
pore, Bangladesh, Malaysia and Viet-
nam. And today’s pirates are increasing-
ly daring, with successful attacks carried 
out at greater distances from land (up to 
450 miles offshore), targeting all types 
of vessels. In 2008, the largest tanker 
ever hijacked – the MV Sirius Star – 
was held for two months and released 
only after a $3 million ransom was paid.  

Typically, Somali pirates launch small 
skiffs from onshore bases along So-
malia’s Indian Ocean coast and are 
heavily-armed with automatic weapons 
and rocket-propelled grenade launchers. 

They attack in small bands from multiple 
directions and the operation is usually 
completed in 20 minutes, leaving almost 
no time for the target vessel to respond 
or receive assistance. The pirates seek 
out vessels that are travelling “low and 
slow” (i.e., with less than 6 m of free-
board and at less than 15 nautical 
miles an hour).  

As piracy has become more common, 
the techniques adopted by shipping 
lines to deter boarding have also grown 
and include maintaining 24 hours visual 
and radar watch, taking quick evasive 
measures, using fi re-fi ghting equipment, 
installing barbed wire, making frequent 
course changes, and favouring night 
transits. Interestingly, the idea of having 
armed guards aboard vessels to fi ght off 
pirates has not gained wide acceptance, 
largely because of the fear that it will 
only escalate the level of violence 
associated with piracy.  

Cost and consequences
Those most directly affected by acts 
of piracy are the crew members of 
the vessels that are attacked. In 2008, 
nearly 900 crew members on 49 vessels 
were taken hostage; 32 of them were 
murdered. 

While no pirated vessels have been 
lost in recent years, owners have paid 
a steep price to recover them. In the 
past year alone, $150 million in ransom 
money has been paid out to pirates; 
when fees for lawyers, negotiators and 
others involved in what has now become 
something of an industry are taken into 
account, the fi gure is easily doubled 
to $300 million.

Piracy  A Clear & Present Danger
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As considerable as these costs are, they 
represent only the beginning of a long 
list of additional charges that owners 
face as a result of piracy. These include 
costs associated with delays to delivery 
of the cargo on board the pirated vessels 
and steep increases in wages (up to 
100%) for crews travelling through high-
risk waters. Sustained episodes of piracy 
can also lead to increases in insurances 
rates. For example, on January 01, 
2009, CMA CGM – the third largest 
container shipping company in the world 
– introduced a $23/TEU “Aden Gulf 
Surcharge” on all containers it moves 
through the Gulf, largely to offset higher 
insurance premiums. 

In addition to higher transportation 
fees resulting from special insurance 
surcharges, shippers also end up paying 
more when vessels are diverted to other 
shipping lanes with longer transits and 
therefore steeper costs. At least two 
major lines, A.P. Moller Maersk and 
Odjfell, have re-routed vessels via the 
Cape of Good Hope so as to avoid going 
through the Gulf of Aden.

No one knows how much all of this is 
costing. Estimates go as high as $16 
billion and that is without taking account 
of the very significant expenditures being 
made by governments to curtail privacy. 

Fighting the Pirates
International law places limitations on 
military actions undertaken by nations to 
combat piracy. A warship cannot simply 
open fire on any suspected ship; it must 
first send an officer-led party to board 
a suspected pirate ship to verify any 
suspicions. Because of these and other 
rather vague provisions, international 
taskforce ships patrolling and policing 
regions like the Horn of Africa have 
been reluctant to intercept and search 
probable pirate vessels. 

On top of this, there is also the problem 
of to whom to hand over the captured 
pirates. For example, a recent legal opin-
ion by the United Kingdom concluded 
that captured pirates cannot necessar-
ily be sent back to Somalia. Even if the 
pirates could be sent back, the collapse  
of the Somali criminal system means 
there would be no effective prosecution.   

Apart from the procedural problems to 
tackle pirates and prosecute them, there 
is also the problem of defining “piracy” 
and “pirates.” International law says 
that piracy can take place only “on the 
high seas” or “outside the jurisdiction of 
any state,” which excludes the territorial 
waters of sovereign states, including, of 
course, the coastal areas and territorial 
waters of countries like Somalia. 

In December 2008, the United Nations 
authorized nations to attack pirates on 
land within Somalia and “to take all 

necessary measures” to suppress “acts 
of piracy and armed robbery at sea”. 
An international Combined Task Force, 
including Canada, was established in 
January 2009, to specifically focus on 
piracy counter-operations in shipping 
lanes off the coast of Somalia. The fact 
that 16 pirates were apprehended in 
February 2009 provides some reason 
to believe that the Task Force could be 
effective. On the other, even more recent 
events in the region suggest that acts  
of piracy may be escalating. 

At a meeting led by International Mari-
time Organization in Djibouti at the end 
of January 2009, nine countries from 
the region adopted a Code of Conduct 
aimed at enhancing cooperation in the 
fight against piracy in the Indian Ocean 
and Gulf of Aden. The Code calls on 
signatories to cooperate in sharing and 
reporting relevant information; interdict-
ing ships suspected of engaging in acts 
of piracy; ensuring pirates are success-
fully apprehended and prosecuted and 
facilitating proper care and repatriation 
of crews.

While international measures now  
in place may lead to a real and lasting 
decline in piracy, the degradation of 
economic conditions throughout much 
of the world could lead to even more 
lawlessness at sea. Developments can 
be followed by referring to the IMB’s Live 
Piracy Report, with updates posted on  
an almost-daily basis at www.icc-ccs.org.

Legalized Piracy – In the early modern world, “privateers”  
or “buccaneers” acted in much the same way as pirates but were 
commissioned by a government, authorizing them (for a cut in 
the proceeds) to capture ships belonging to enemy nations. The 
English, in particular, saw this as a low-budget way to wage war 
on rivals. Among the most famous of these legal pirates were  
Sir Francis Drake (1540-1596), commissioned by Elizabeth I 
and Sir Henry Morgan (1635-1688) who became fabulously wealthy 
before returning to England to be knighted by Charles II.

The MV Sirius Star – captured by pirates in 
November, 2008 with $100 million worth of cargo 
on board.




