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Message from the President
In September 2005, the Canadian Marine Pilots’ 
Association held its first Congress. The event took place 
in Quebec City and provided an opportunity for marine 
pilots in Canada and elsewhere in the world to discuss 
subjects of common interest and to meet with other 
members of the maritime community and government 

to trade information and strengthen bonds. You will find elsewhere in 
this issue of The Canadian Pilot an announcement about the CMPA’s 
fourth Congress, which is to be held in Niagara Falls, less than a year 
from now, in September 2014. 

That first Congress in Quebec City and the subsequent ones, held in Vancouver in 2008 and 
in Halifax in 2011, were, in my view, among the very best occasions in Canada for marine 
stakeholders to discuss substantive issues and hear the views of leading experts in the sector 
while, at the same time, enjoying great fellowship and social events. The Niagara Falls 
Congress promises the same high caliber of content and opportunities to socialize. 

The theme of the CMPA’s fourth Congress is Beyond the Horizon: the Future and Pilotage. 
The intention is to explore emerging developments and issues which not only affect how 
pilotage is organized and delivered in years to come but which will also impact on the wider 
maritime community. Changes in the global economy, trading patterns and marine technology 
will be among the subjects up for consideration. 

I hope pilots, government officials and industry leaders across Canada will consider making the 
trip to Niagara Falls next September and not only take advantage of what will surely be  
a rewarding occasion but, by their presence, contribute to its success. 

See you at The Falls! 

Simon Pelletier
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President John F. Kennedy would often say, ‘A rising tide lifts all boats’ 
to promote the idea that improvements in the general economy will 
benefit all individual participants in that economy. Besides living the 
literal reality of having all of our boats rise and fall with the tides, all 
players in the marine shipping industry also live the reality of collective 
gain and loss, depending on overall economic conditions. 

The question is, how do we all foster good, 
better, and dare I say, outstanding, economic 
times, especially for our customers without 
whom we would all be jobless?

Increasingly, a significant part of this puzzle 
has to do with restricting burdensome 
government regulations that negatively affect 
business efficiency without providing any 
economic nor social benefits.

The U.S. Environmental Protection Agency’s 
(EPA) recently published ballast water 
regulations are a good case in point. 
Although they correctly harmonize to a large 
extent U.S. Great Lakes ballast water rules 
with International Maritime Organization 
(IMO) rules for globally trading, saltwater 
transiting, international shipping, they 
problematically require Canadian domestic, 
Great Lakes – St. Lawrence (GLSL) shipping 
to meet the same rules. Such rules propose 
that Canadian GLSL shipping install 
freshwater-based ballast water treatment 
technology that has not been approved 
and therefore is unavailable. If and when 
such technology is available and approved, 
systems may cost as much as $4-6 million 
per ship. And yet these ships do not go 

beyond GLSL waters and therefore cannot 
directly introduce foreign aquatic invasive 
species into the GLSL. 

The bottom line is that, as written, these are 
prohibitively expensive regulations seeking to 
solve a problem that does not exist. By taking 
much and adding little, they hurt competitiveness. 
Lost competitiveness translates into lost jobs. 
And of course, lost jobs for shipping means 
lost jobs for everyone dependent on shipping. 
While all boats rise with the tide, they also 
drop into the mud if senseless government 
regulations effectively choke off the water or 
force it out of the system.

Thankfully, the Chamber of Marine Commerce 
has been supported in its appeals to 
governments on this issue by the much 
broader marine shipping and industrial 
community, including industry leaders like the 
Canadian Marine Pilots’ Association. Indeed, 
through mutual support on issues like this 
we are collectively assisting and contributing 
to the broader cause. And the more that 
maritime interests join together in supporting 
each other on these kinds of issues, the more 
the broader cause is served with all of our 
boats enjoying healthy drafts on deep waters. 

Editor’s Note: The CMPA is delighted 
to welcome the new President of the 
Chamber of Marine Commerce, Stephen 
J. Brooks, as its guest in this issue of The 
Canadian Pilot. Mr. Brooks joined the 
Chamber in 2006 as Vice-President and 
was appointed to his current position in 
April 2013. Before joining the Chamber, 
Mr. Brooks notably held the position 
of Director of Operations to the Leader 
of the Opposition (Rt. Hon. Stephen 
Harper), successfully ran his own public 
affairs consultancy for a number of years 
and also held senior positions with the 
Conference Board of Canada and in the 
pharmaceutical industry.

The CMPA became a member of the 
Chamber in 2012 and appreciates the 
constructive and cordial relationship it has 
with Mr. Brooks as well as his leadership 
and vision for the marine sector. 
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Marine pilotage seems a 
straightforward activity: 
experienced mariners using their 
knowledge of local waters to 
ensure the safe transit of vessels. 
But, in fact, pilotage is rather 
complicated, involving rigorous 
licensing requirements, state-of-
the-art technical support, and 
a well-developed organizational 
structure to deliver the service 
and ensure coordination.

Similarly, the federal government’s role  
in pilotage, at least at first glance, might 
seem simple and uncomplicated, limited to 
the establishment of a statutory framework 
governing how pilotage operates. Yet, the 
reality is quite different; the legislation  
that sets out the pilotage system in Canada 
is only the beginning of the government’s 
involvement. A number of government 
departments and agencies oversee and 
regulate pilotage, each serving a specific 
purpose and contributing to the overall 
governance and operation of pilotage  
in Canada.

Of all the federal statutes affecting pilotage, 
the most important – by far – is the Pilotage 
Act. Transport Canada derives its authority 
to oversee pilotage activities in Canada from 
this Act and it exercises this responsibility 
primarily through Marine Personnel Standards 
and Pilotage. Led by Capt. Naim Nazha, this 
function plays a coordinating role among 
the four regional pilotage authorities, the 
marine industry, pilot groups, and other 
government agencies. The function also has 
responsibility for matters related to Seafarers, 
including training programs, examination and 
certification standards, and maintenance of  
a central registry.

Marine Personnel Standards and Pilotage 
is an important part of the Marine Safety 
Directorate and, as such, comes under the 
authority of Transport Canada’s Assistant 
Deputy Minister for Safety and Security, 
Gerard McDonald. Elsewhere at Transport 
Canada, reporting to another Assistant Deputy 
Minister, the Marine Policy Directorate focuses 
on policy, regulations, and standards in the 
marine sector, and takes an active interest in 
developments related to pilotage. 

Ultimately, all departmental officials derive 
their authority from, and serve, the Minister 
of Transport. It is the Minister, currently the 
Honourable Lisa Raitt, who delegates the 
authority received from Parliament to her 
officials; in this sense, they act on her behalf. 
Similarly, all advice provided by Transport 
officials for government decision-making 
is channeled through her. The Transport 
Minister’s role in respect of pilotage is not, 
however, limited to those activities taken 
on her behalf by officials or by her own 
decisions based on their advice. There is also 
a direct line of accountability for the pilotage 
authorities – government-owned corporations 
reporting to Parliament through her. 

Each of the pilotage authorities – Atlantic, 
Laurentian, Great Lakes and Pacific – has  
a Board of Directors responsible for its 
governance. Board Members are appointed  
by the Cabinet, on the recommendation of 
the Minister of Transport. While the Board 
directs the activities of the authority, it does 
so within a framework set out by the 
Government of Canada under the Financial 
Administration Act. Among other things, the 
Act requires that each authority submit an 
annual corporate plan, including operating 
and capital budgets, to the Minister of 
Transport. Once reviewed by the Minister, the 
plans are approved by Cabinet, after having 
been vetted by other government officials, 
particularly from the Department of Finance 
and the Treasury Board. Summaries of the 

corporate plans are subsequently tabled in 
Parliament by the Minister. 

Every pilotage authority must also submit to 
the Minister an annual report on its activities, 
which too is tabled in Parliament. Most 
often, the corporate plan summaries and 
annual reports are not scrutinized closely by 
Parliamentarians, their purpose being largely 
to provide information. It is, however, within 
the prerogative of Standing Committees of 
both the House of Commons and the Senate 
to take up the documents for study. In doing 
so, the Committees would be free to summon 
officials of the crown corporations or the 
government to answer questions on matters 
raised by the reports.

As crown corporations, the pilotage authorities 
are also subject to direct instruction from the 
government. Under the Financial Administration 
Act, the Minister responsible for a crown 
corporation has the right to issue directives, 
instructing the corporation to undertake a 
particular initiative or to follow a certain 
course of action. Once issued, a directive must 
be tabled by the Minister in Parliament. No 
Minister of Transport has ever issued a 
directive to a pilotage authority, although the 
directive power has been exercised in another 
context. Its mere existence, however, 
influences the dynamics of the relationship 
between the authorities and the government.

Fisheries and Oceans is another department 
of the federal government with a significant 
impact on pilotage. The Oceans Act and the 
Canada Shipping Act assign responsibility 
to the Minister of Fisheries and Oceans, 
currently the Honourable Gail Shea, for 
a number of matters critical to effective 
and efficient pilotage, including aids to 
navigation, marine communications and 
vessel traffic management services, channel 
maintenance, and marine search and rescue. 

The Government and Pilotage
A Working Relationship
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continued on page 5
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Editor’s Note: This article continues our series of stories, launched two years ago, highlighting 
events from the past that have special meaning for marine pilots. We thank Capt. Charles 
Dugal, Past President of the Corporation of Mid St. Lawrence Pilots (CPSLC) (1980-1982 and 
1995-1997), Capt. Michel Fortin, CPSLC President (2011-) and Capt. Bernard Boissonneault, 
Past President of the CPSLC (2008-2011) and CMPA Vice-president, Laurentian Region for 
their contribution.

The world is complicated, a place full of 
complex relationships. This accounts for the 
principle of unintended consequences, a 
term used to describe outcomes that were 
not intended by a particular course of action. 
In a very real way, this describes the impact 
the Lachine Canal had on pilotage on the  
St. Lawrence River. 

The Lachine Canal was opened in 1825; 
the Canal connected the St. Lawrence River 
at the Port of Montreal to Lac Saint-Louis, 
bypassing the Lachine rapids and allowing 
vessels to travel further upriver than ever 
before. The direct impact of the Canal was 
an enormous growth in traffic Montreal-
bound and beyond. In fact, traffic increased 
sevenfold in the fifteen years following 
the Canal’s opening. This was, of course, 
the intended consequence of the Canal’s 
construction. It also had a huge unintended 
impact on the development of pilotage. 

There had been organized pilotage on the  
St. Lawrence River above Quebec City since 
at least 1790. But traffic was light and 
largely restricted to small vessels. While 
there was a system in place to qualify and 
license pilots, pilotage was not compulsory.  
It was a free market, with pilots offering 
service in competition with one another, 
largely under terms and conditions set by 
those buying the services. 

All of this changed with the Lachine Canal. 
Just as traffic on the River increased 
dramatically in terms of both the size and 

number of vessels, so too did the demand 
for pilotage. Two subsequent enlargements 
of the Canal, the first beginning in 1843 and 
the second in 1873, ensured the continued 
viability of the waterway by keeping pace 
with shipping developments. By its heyday, 
just before the crash of 1929 and the 
ensuing Great Depression, nearly 15,000 
ships were using the Canal every year. 

Pilotage on the Mid St. Lawrence came of 
age during this period. With an exponential 
increase in demand for pilotage services, 
came the need to organize the efficient 
delivery of those services. By 1864,  
pilotage was compulsory on the River but  
the manner in which it was delivered 
remained contentious. 

Pilots made several attempts over the 
following decades to organize themselves  
in a single, collective entity to provide the 
service throughout the district. Shipping 
lines argued that such an arrangement 
would inhibit competition, increase costs 
and diminish efficiency. As strange as it may 
seem today, this point of view was upheld by 
legislators, first in 1850 when the Legislative 
Assembly of the United Canadas refused to 
pass legislation to create a pilot corporation. 
Later requests were also denied, most 
notably in 1897, when legislation allowing 
for the creation of a pilot corporation that 
had been passed by the House of Commons, 
was defeated in the Senate. 

So, throughout this long period of growth in 

maritime traffic up the St. Lawrence River, 
pilot assignments increased dramatically and 
it can be said that the profession truly took 
roots in the Mid St. Lawrence District. At 
the same time, however, a tension persisted 
regarding how best to deliver the service.  
On the one hand, many pilots advocated 
for the establishment of a pilot corporation 
in their district that would supply the 
pilotage service and ensure equitable 
compensation. On the other hand, shipping 
interests preferred a system that allowed 
them to employ pilots and control terms 
and conditions of service. While the 
shipping interests prevailed throughout the 
period, pilots never gave up the cause and, 
interestingly, the turning point for them came 
at the same time as a fateful turning point for 
the Lachine Canal.

By the 1950s, the Lachine Canal could  
no longer accommodate the ever-larger  
ships being deployed by shipping lines.  
At 82m wide and 4.3m deep, the Canal 
was becoming obsolescent. In 1959, the 
St. Lawrence Seaway not only replaced the 
Lachine Canal, but allowed ocean-going 
vessels to penetrate further into the North 
American continent by permitting access  
to the Great Lakes. In 1970, the Canal was 
actually closed to shipping and operates 
today only for recreational vessels. 

At the same time that the Canal was 
becoming redundant, the whole question of 
the organization of pilotage in Canada was 
being re-examined. In 1962, tensions and 

Over 200 Years of Pilotage  
between Quebec City and Montreal 

From our Past



difficulties related to pilotage contributed to the 
federal government’s decision to establish a 
Royal Commission. In a sense, the Commission 
could not have come at a better time to 
redefine how pilotage should be structured and 
delivered. The opening of the Seaway and the 
closing of the Lachine Canal meant that, once 
again, big changes were happening in maritime 
transportation on the St. Lawrence-Great Lakes 
waterway. Not only were vessels becoming 
larger and their numbers growing, but they 
were traveling further along the waterway 
and the number of foreign flag vessels was 
increasing significantly. 

The Royal Commission, chaired by Justice 
Yves Bernier, grappled for six years with a 
variety of pilotage issues from one end of 
the country to the other. In regard to the 
Mid St. Lawrence question concerning the 

organization of pilots in a single group, with 
that group being the sole provider of pilotage 
services in the district, Justice Bernier came 
down on the side of the pilots. As a result, the 
Pilotage Act, passed in 1972, stipulated that 
the public interest be served by having only 
one service provider for pilotage in any given 
district. From that time, the Corporation of 
Mid St. Lawrence Pilots has done exactly that. 

Many factors influenced the recommendations 
made by the Royal Commission, but there 
can be little doubt that the fast-growing and 
even faster changing nature of shipping on 
the St. Lawrence-Great Lakes waterway had 
an important influence on the Commission’s 
conclusions. A more heterogeneous mix 
of shipping lines using the waterway, new 
technology and greater traffic demanding ever 
more rigour in the system, and the increasing 

importance of maritime trade to the national 
economy, all reinforced the need that Justice 
Bernier identified for a coherent, cohesive 
pilotage system that fostered independence in 
decision-making. 

The Lachine Canal remains an important part 
of Canada’s history and heritage, but its days 
as an economic force in the life of the country 
are over. The marine pilots who ensure the 
safe transit of vessels to and from Montreal, 
however, still play an instrumental role in the 
marine transportation’s safety and in Canada’s 
prosperity. “Mid St. Lawrence pilots have been 
partners with the shipping industry for over 
200 years, always committed to excellent 
service, delivered cost-effectively and with 
the highest regard for safety” Capt. Michel 
Fortin, President of the Corporation of Mid St. 
Lawrence Pilots, said. 
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Many of these responsibilities are carried 
out on the Minister’s behalf by the Canadian 
Coast Guard, which reports to her. The Coast 
Guard provides key maritime services and 
operates a fleet of vessels to assist navigation 
and enforce Canadian law at sea. 

In addition to all of the above, two 
independent federal agencies have oversight 
roles in respect of certain matters that 
can affect marine pilotage: the Canadian 
Transportation Agency (CTA) and the 
Transportation Safety Board (TSB).

The CTA performs two key functions  
within the federal transportation system.  
It is a quasi-judicial tribunal, resolving 
a range of commercial and consumer 
transportation-related disputes. The Agency 
is also an economic regulator, making 
determinations and issuing licences and 
permits to transportation carriers under 
federal jurisdiction.

The principal interface between the Agency 
and pilotage is in respect of pilotage 
tariffs, which are the fees charged by 
the authorities to shipping companies for 
pilotage service. The tariffs are set by the 
authorities themselves, but any person may 
object to a new tariff by filing a complaint 
with the Agency. The CTA must then take 

up the matter and determine if the new 
tariff is in the public interest. To make 
this determination, the Agency may hold 
hearings, or otherwise gather information 
and undertake whatever analysis it deems 
appropriate. Decisions of the Agency are 
binding, although they may be appealed to 
the federal cabinet, which has the power to 
vary or rescind them. While complaints to 
the Agency requesting a review of pilotage 
tariffs were once a common occurrence, such 
reviews are infrequent now. This owes much 
to the current practice of pilotage authorities 
extensively consulting with industry prior to 
setting new tariffs. 

The TSB investigates marine, pipeline, rail 
and air transportation incidents. The purpose 
of such investigations is not to determine 
legal fault, but to understand cause and 
to make recommendations that would 
help avoid a repeat of the type of incident 
investigated. In the marine sector, hundreds 
of incidents are reported annually to the 
Board, although relatively few become the 
object of full-scale investigations. The TSB’s 
marine investigators are typically certified 
as masters or chief engineers of commercial 
vessels, masters of fishing vessels, or 
are naval architects, and have extensive 
experience in the marine industry. 

The importance of the Board’s work cannot 
be overstated, particularly keeping in mind 
that, every year, over $200 billion worth of 
international trade is transported by water, 
and its safe passage is essential to Canada’s 
prosperity. Despite there being over 50,000 
pilotage assignments on Canada’s waterways 
every year, the incidents investigated by the 
Transportation Safety Board almost never 
involve piloted vessels. Nevertheless, marine 
pilots take seriously all recommendations 
made by the Board that could be relevant to 
their role on board vessels.

So, even if pilotage itself is a relatively 
straightforward activity, the federal 
government network surrounding it is 
rather complex, including as it does several 
departments, the Cabinet, Parliament, a 
regulatory agency, and an investigative 
body. What is perhaps most noteworthy 
about this intricate set of responsibilities 
and arrangements, is the fact that it actually 
works well.  Canadian pilotage services are 
among the most efficient and cost-effective 
in the world and it is fair to say that some of 
the credit for this belongs to the institution 
– the Government of Canada – that created 
and continues to oversee the pilotage system.  

 

Government and Pilotage – continued from page 3
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In January 2012 the Costa Concordia, a 
cruise ship under the command of Captain 
Francesco Schettino, slammed into rocks 
off the coast of Italy’s Giglio Island. The 
catastrophe forced the nighttime evacuation of 
3,206 passengers and 1,023 crew. Thirty-two 
lives were lost and 157 people were injured. 
It was one of the worst maritime incidents in 
decades – and it need not have happened. 

Reports show that the ship was travelling in 
favourable weather and marine conditions. 
It was, however, sailing too close to the 
coastline and at a speed too fast for the 
circumstances. 

At 9:45 p.m., having just left the Port of 
Civitavecchia on its way to Savona, the 
Costa Concordia hit rocks causing a breach 
in the vessel’s hull. Yet, the Master did not 
contact the coast guard authority. Instead, 
it was the mother of a passenger who 
informed the authorities by calling from 
shore. At about 10:00 p.m., the coast guard 
contacted the ship but was not informed by 
the Master of the breach until almost 10:30 
p.m. The abandon ship order was issued 
shortly before 11:00 p.m., but may not have 
been accompanied by the requisite general 
emergency alarm. Many passengers testified 
that they heard no voice announcements 

related to the emergency, and spoke of  
utter confusion surrounding the evacuation. 

The collision created a 53-metre gash in 
the 290-metre ship’s hull, breaching five 
watertight compartments housing most of 
the vessel’s essential equipment, including 
the main diesel generators, ballast and bilge 
pumps and hydraulic units. The collision 
caused the ship to lose power, resulting in a 
blackout, and while the emergency generator 
did engage, it worked only intermittently, 
adding to the chaos.

The coast guard rescue operation, once 
initiated, involved 25 patrol boats, 14 
vessels, four tug boats and eight helicopters.

A report by the Italian government, released 
in May of 2013, identified other factors 
that contributed to the disaster: the Master 
was using inappropriate cartography; the 
handover from the Master to the First Mate 
“did not properly occur”; and, there was an 
extraneous person on the bridge – a young 
hostess who worked on the ship and who 
had just dined with the Master. 

The report concluded that it was the human 
element – especially Captain Schettino’s 
behaviour – that caused the disaster, both 

in respect of the collision itself and the 
mismanagement of the emergency, and the 
casualties that ensued. Captain Schettino is 
now on trial on charges of manslaughter and 
abandoning ship (the last passengers were 
evacuated six hours after Capt. Schettino 
abandoned the vessel). Five employees of the 
cruise company were already convicted in an 
Italian court earlier this year, following plea 
bargains that were handled separately from 
Capt. Schettino’s trial. Sentences ranged 
from one year and eight months to two years 
and ten months.

Many in the cruise industry took the Costa 
Concordia disaster as a wake-up call that 
some of the industry’s safety procedures 
were outdated. Within days of the incident, 
the Cruise Lines International Association 
(CLIA), representing major cruise lines in 
North America, and the European Cruise 
Council created the Global Cruise Industry 
Operational Safety Review. The Review panel 
consulted with a number of stakeholders, 
including national governments and the 
International Maritime Organization (IMO).

The Review resulted in ten policy 
recommendations, all of which CLIA 
members approved and agreed to implement. 
The recommendations address a range of 

Lessons Learned the Hard Way
The Loss of the Costa Concordia 
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issues and procedures, and go beyond  
current international standards. They include 
ensuring an excess number of lifejackets, 
increasing the locations where lifejackets are 
stowed, changing passenger muster policy, 
further restricting access to the Bridge, 
tightening requirements for securing or 
stowing heavy objects, and changes  
to training for lifeboat loading.

Independent of the actions taken by the cruise 
industry itself, IMO is in the process of making 
changes to the International Convention on 
Safety of Life at Sea (SOLAS) to address 
shortcomings in current cruise ship safety. 
It is interesting to note that SOLAS was the 
outcome of the British and American Boards 
of Inquiry into the sinking of the Titanic.

Amendments to the Convention were approved 
at the 92nd session of IMO’s Maritime Safety 
Committee (MSC) in June, 2013 and, subject 
to a prescribed ratification process, will 

come into force on January 1, 2015. These 
amendments stipulate that safety briefings 
for newly-embarked passengers must take 
place prior to, or immediately upon departure. 
Currently, SOLAS allows musters to take  
place within 24 hours of embarkation. 

MSC also agreed to a lengthy list of actions 
under “long-term work” on passenger safety 
that will be considered at subsequent 
Committee sessions. The action items include 
reviewing emergency power redundancy which 
could result in fitting a second emergency 
diesel generator in a zone away from the main 
source of electrical power, and considering 
the use of onboard or shore-based stability 
computer support in case of flooding. For 
new ships, action items include reviewing the 
criteria for the capacity of bilge pumps and 
their distribution along the length of ships, and 
reviewing the standards for structural integrity 
between compartments containing essential 
propulsion systems and electrical equipment.

There has been other positive fall-out from 
the loss of the Costa Concordia. For example, 
changes to improve safety have been made 
to navigation procedures around the coast 
of Italy, the world’s number one cruise 
destination by passenger visits. Also of note, 
improvements to emergency preparedness 
and response have been undertaken at major 
cruise destinations around the world.

Today, the Costa Concordia remains half-
submerged and on its side off the Island of 
Giglio. Removal of the unsalvageable ship 
will cost up to $800 million and may not be 
completed until 2014. Despite the accident, 
however, cruising remains one of the safest 
modes of travel and industry growth shows no 
signs of slowing. Global passenger projections 
for 2013 are in the order of 20.9 million, a 
3.3 percent increase over 2012. 

SAVE THE DATE!  
4th CMPA Congress

Information on the 4th CMPA Congress, including registration  
and the preliminary program, will be available on the  
CMPA’s website (www.apmc-cmpa.ca) later this fall. 



8THE CANADIAN PILOT g FALL 2013

This issue’s Vantage Point is courtesy of Capt. Simon Pelletier. The photograph was taken 
from the bridge of the Bermuda Spirit, in the Lower St. Lawrence pilotage district, last July. 
Cover photographs are courtesy of two pilots from District 2 of the Great Lakes Region,  
Capt. Graham Grattan (the pilot boat at Port Colborne carrying a pilot to a vessel) and 
Capt. Thomas Roesslein (ships meeting in the Welland Canal) as well as of Capt. Michael 
Armstrong, from the Fraser River pilotage district.

Marine pilots operate around the clock, coast to coast, at times in fair weather and in spectacular 
surroundings and, at other times, in conditions that are extremely challenging. We welcome  
all photographs that convey the experience of pilots and highlight the nature of their work. 

From Your Vantage Point

A Look Back…
The fourth edition of what is now a well-established summer tradition in the region – Hockey 
Night in St. Catharines – was held on August 10th. The event is an initiative of St. Catharines 
M.P. Rick Dykstra and, once more, proved to be a resounding success, raising over $150,000 
for the United Way. The CMPA (represented by Capt. Mike Burgess, Vice-president for the Great 
Lakes region, here on the right of Rick) is proud to have been a partner of the event again this 
year and looks forward to next year’s edition!

On June 26th, 2013, the federal government and the Government of Nova Scotia announced 
joint funding for the deployment of an inshore weather buoy at Herring Cove, near Halifax.  
The SmartATLANTIC Herring Cove Buoy project is the result of a 10-year effort by the  
CMPA, in collaboration with the Atlantic Pilotage Authority, the Halifax Port Authority, the 
Canadian Coast Guard, the Halifax Marine Research Institute and the Marine Environmental, 
Observation, Prediction and Response Network (MEOPAR). Here, the Honourable Graham 
Steele, Nova Scotia Minister of Economic and Rural Development and Tourism and the 
Honourable Peter MacKay, Minister of Justice and Regional Minister for Nova Scotia are with 
Capt. Andrew Rae, CMPA Vice-president for the Atlantic Region. The photograph is a courtesy 
of Michael Creagen/Communications Nova Scotia. 

A major milestone in the history of navigation to Montreal was reached last summer when,  
for the first time, a Post-Panamax vessel – a ship larger than the Panama Canal – reached 
the Port of Montreal. This development is the result of a collaborative effort between the 
Port, Transport Canada, the Canadian Coast Guard, the Laurentian Pilotage Authority and the 
Corporation of Mid St. Lawrence Pilots who jointly conducted a study that established how the 
transits of vessels up to 44m wide could safely be achieved between Quebec City and Montreal. 
This photograph of the NS Concept is courtesy of Capt. Bruno Boissonneault who piloted the 
tanker between Quebec City and Trois-Rivières.


