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SUMMARY

Turning the tide on containerized

market share erosion by

expanding container services in the St. Lawrence and Great Lakes

Assessing the net economic benefits of expanding CBSA container services across six
ports along the St. Lawrence and Great Lakes

C a n a dsapplg chains are increasingly vulnerable due to reliance on just three East Coast ports (Halifax,
Saint John, Montreal) for container imports. This reality heightens congestion risks, limits resilience, and
exposes the economy to disruptions such as strikes, rail blockades, and geopolitical tensions. Canad a @
productivity growth has stalled, and its ports lag behind G7 peers in efficiency and throughput, with long
vessel dwell times and declining container volumes.

Recognizing this imperative, the Chamber of Marine Commerce (CMC) has mandated Aviseo Consulting to

assess the net economic benefits of expanding marine container reception and inspection services by the

Canada Border Services Agency (CBSA) across six ports located along the St. Lawrence and the Great

Lakes. More specifically, the study aims to achieve the following objectives:

1 Identify the economic issues caused by the current situation (service only available in Halifax, Saint
John and Montreal)

Present a portrait of six ports along the seaway (Québec, Valleyfield, Picton , HOPA, Windsor,

Goderich )

2
3 | Estimate the net economic impact of allowing container inspection at these six ports
4

Identify structuring and strategic effects  associated with allowing container inspection at these ports

The St. Lawrence Seaway is operating

) X Combined traffic on the St. Lawrence Seaway
at less than half its 1979 capacity

North America; 1979-2024; in millions of tonnes

Unlike many global gateways, the Great
Lakesi St. Lawrence (GLSL) Seaway has not @
fully participated in the containerization trend

i To significantly i
utilization, cargo traffic (particularly
containers), remains the only realistic and
untapped avenue, as passenger and
recreational volumes are far too limited to
tip the scales.

ncr ea the Seawayds

ﬁ

Canada ranks last among G7 countries in container port operations performance

The decoupling between worldwide container port throughput growth (+7%) and C a n a dtlrdughput decline
(-13%) between 2019 and 2023 suggests that Canadian ports are failing to absorb rising trade volumes,
pointing to structural limitations in capacity, service fluidity, or both

I From 2018 to 2023, Canada consistently posted the highest median port time for container ships,
averaging around 1.6 to 1.8 days, nearly four times longer than Japan, and well above its G7 peers

i Canada's persistently high port time aligns with its decline in containerized throughput, suggesting a
systemic bottleneck where ports are not only slower, but less capable of handling volume growth.

Time Spent at Port, Container Ships
G7 countries; 2018-2023; median number of days (lower is better)
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Sources: UNCTAD, The St. Lawrence Seaway Management Corporation, QSL, National Bureau of Economic Research; Aviseo Consulting Analysis, 2025.

The St. Lawrence Seaway is losing ground in North American container flows
I f this trajectory persists, Canadads Eastern po

I reducing their economic impact, undermining their role as national trade gateways, and diverting logistics
flows to U.S. ports.

Annual growth rate of container flows, main container ports on the East Coast
North America; 2005-2024; as an index (2005 = 100)

350 - & Vol wmmevar kel

300 4 = Savannah, GA +192% +6.3%

250 A = Norfolk, VA +167% +2.8%

200 - NY & NJ +138% +2.5%

150 A f— = Baltimore, MD +87% -0.7%

100 — == \ontréal, QC +31% -5.1%
005 2010 2015 2020 2025 Halifax, NS - 1% - 3:5%
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Multiplying import
gateways would
unlock the GLSL
SystemO0s po

? Time as a Trade Barrier
an

A 2024 study from the National Bureau of Economic Research
demonstrated that only 17% of market -shipper pairs choose the
port that is the most desirable geographically . This suggests that
time acts as a barrier to trade, pushing traders to sacrifice geographic
convenience in order to avoid port congestion.

The competitive dynamics of the maritime industry reveal that
even marginal differences in efficiency and cost can influence
routing decisions .

If a port fails to meet these expectationsd by not offering timely and
cost-effective serviceso it risks losing traffic to more efficient, less
congested, rival ports that are better positioned to accommodate the
operational and economic priorities of global shipping companies.

All six ports included in the study require CBSA container
screening services

T While the precise needs differ from port to port, reflecting differences
in their scale, location, and operating models, the CBSA services
sought fall within one of three categories:

I First Port of Arrival designation
i Sufferance warehouse licensing

i Mobile screening services.

All of the proposed projects stand on their own merits and have
either secured or proven their ability and willingness to fund all
necessary accommodations to receive the services demanded.

Sources: National Bureau of Economic Research; Aviseo Consulting Analysis, 2025.
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SUMMARY

Low -cost projects that will create wealth
for the Canadian economy and its regions

Unlocking the potential of the GLSL System would create a wide range of mutually
reinforcing benefits

The economic impacts of adding container inspection services throughout the Great Lakesi St. Lawrence Seaway
System materialize through several complementary channels that together enhance trade competitiveness and
productivity, while addressing supply chain issues.

Shorter transport time.  Quicker transport through better routing or port efficiency lowers trade costs,
boosting trade flows and market access.

Lower transport costs. Decreasing transportation costs throughout logistics spendingd including trucking,
rail, storage, and handlingd lowers import prices and increases exporter profits, thereby strengthening
Canadab6s participation in global valwue chains.
Greater availability of empty containers.  The efficient allocation of a greater number of empty containers
cuts exporter costs and boosts Canadian competitiveness abroad.

Expanded gateway capacity. Opening new gateways at additional ports improves systemwide
competitiveness and resilience.

Fuller vessel calls. Fuller ships coming into the Port of Québec cuts per-container costs and boost trade
efficiency for both exporter and importers.

The economic and environmental advantages for Canada far outweigh the costs
associated with providing the services

Once these projects reach maturity, which is estimated to be five years after their launch, the economic impacts of
roughly 330,800 containers passing through the ports at study will amount to $131M per year in value added

These container projects will make a significant contribution to the revenues of businesses, households, and
governments

i Thanks to the increased productivity of importing businesses and the enhanced profitability of exporting businesses,
the income of Québec and Ontario companies will increase by $132.4M

i Households in Québec and Ontario will also benefit from the project, with their disposable income rising by more
than $360M annually

i The Governments of Québec and Ontario will be able to count on $86.8M and $38.2M in tax revenues respectively,
while the Government of Canada will be able to count on an estimated $79.1M in additional tax revenues .

Beyond these figures, it should be noted that access to lower-cost imported inputs is a strategic lever that directly
increases the competitiveness of Eastern C a n a dbasingsses in national and international markets.

Economic Benefit Mechanisms at Play, by Project

Ports at study

Summary of net economic impacts of container reception services at various ports 1
Canada; in $ millions; for a typical year

Annually recurring economic impacts ($ millions)

Economic Benefit Mechanism Québec Valleyfield Picton Hamilton Windsor Goderich . ] ] ] ] ]
Québec Valleyfield Picton Hamilton Windsor Goderich Canada?
O Shorter transport time \ \/ \" \% \"
Value added 59.7 5.2 26.9 10.0 24.6 4.5 131.0
‘ﬂ‘ Lower transport costs \% V A%
Efficient allocation of empt Business income 59.0 5.8 26.4 10.5 25.9 4.8 132.4
22 . - v v v v v v
containers Household
> Expanded gateway capaciy Y disposable income 191.6 9.2 65.4 26.3 61.8 115 365.9
~> and improved flexibility
Federal Government
wcimaz=e Fuller vessel calls \'% revenues 42.7 21 135 54 12.9 24 Tl
*® Structuring and strategic Time scale to recoup i
o. ffects \V/ V] V] V] \V/ V] CBSA-related costs Months Weeks Months N/A Months Weeks
1 Rounding of numbers may explain the difference between the sum of the elements and the total presented. 2 The impacts for Québec were estimated using the Québec CGE model, the impacts for
Picton, Hamilton, Windsor and Goderich were estimated using the Ontario CGE model. As such, the results represent a lower bound of the impacts that would be expected at the Canada-wide level. Study on container reception services 5 @VISEO

Sources: Aviseo Consulting Analysis based on simulations from A v i s eterfas Canadian, Québec and Ontario Computable General Equilibrium (CGE) models, 2025.



SUMMARY

Projects with impacts extending far beyond
their economic and fiscal benefits

Seven main structural effects have been identified

The establishment of container reception services will have effects that create value for Canada and go beyond the economic benefits directly
attributable to the services at their respective sites. These structural effects can be grouped into three categories :

I sustainable Development Regional Development [l Networks and Supply Chains
v Reduction of GHG i The GHG emissions avoided through the proposed container projects are equivalent to removing 11,512 cars from the roads
= and Air Pollutant i The reduction in GHG emissions and negative externalities associated with trucking contributes to the achievement of energy
Emissions transition objectives.

i Approximately 42% of container trucking trips between Québec and Ontario involve returning empty containers to their
point of origin . This phenomenon illustrates the major economic inefficiency of the current system.
}} Supply Chain i By increasing the number of terminals, empty containers can be more easily (re)positioned where they are needed, reducing
Efficiency unnecessary trips.
i This leads to a reduction in total supply chain costs, improves transportation productivity, and represents a net gain for the
economy as a whole.

i The establishment of such terminals represents a structuring lever for regional development by strengthening the integration of
regions into global trade flows.
In practice, this reduces the dependence of certain regions on the Canadian market alone.
Furthermore, the establishment of a port in a region acts as a catalyst for the development of industrial zones, which stimulates
long-term private investment and broadens the tax base for all levels of government.

Regional
Economic Growth

i The new terminals will help restore a degree of interregional equity in terms of access to strategic infrastructure
i This approach also addresses a land use planning concern: by opening access to global commerce in these regions, Canada is

DiielEg el promoting a more balanced distribution of the economic benefits associated with international trade

Equity i Inthe long term, this reduces regional inequalities in productivity and income, contributing to more effective and sustained
economic development.
Supbly Chain i Canada is particularly vulnerable to rail disruptions. Similarly, port operations are regularly affected by labour disputes that
@ ReZirl)ignce paralyze their operations.
i Diversifying receiving points increases the resilience of supply chains by reducing dependence on a single port of entry.
Trade i By offering more direct access to European and Asian markets via the St. Lawrence River, the new terminals enable Canadian
@ Diversification exporters to reduce their exposure to U.S. economic (and political) cycles

i Diversifying markets helps to spread risk and increase the stability of export revenues.

RErEHe 6F i Heavy road transport is one of the main causes of premature deterioration of roads and bridges.
A Infrastructure i Extending the useful life of roads frees up public resources that can be reallocated to other priorities (such as health,
.2 education, or innovation).

Costs i In addition, reducing heavy traffic contributes to road safety and improves traffic flow for users.

Sources: EcoTransit, Commercial Vehicle Survey, CN, QSL, Port of Valleyfield, Picton Terminals, HOPA, Port Windsor, Port of Goderich; Aviseo Consulting Analysis, 2025.

Expansion of CBSA services directly advances Canadads

key n

ational priorities

Five key national priorities are impacted by the expansion of CBSA
services across six ports located along the St. Lawrence and the Great
Lakes :

One Canadian Economy: Opening new service points across multiple
ports strengthens a truly unified Canadian economy. By reducing
potential bottlenecks and enabling several gateways to handle
container reception and inspection, the policy ensures efficient trade

flows nationwide and enhances overall competitiveness.

Strategic Infrastructure Investments:  This initiative supports the

governmentdéds objective

of

drivin

infrastructure. Establishing services in six ports would unlock
significant economic returns at a relatively low cost, attracting further
invest ment and r ei nterogrowthrpogent@anadads

g ec

Climate Action: Our study demonstrates that new service points at
the six ports would deliver measurable reductions in greenhouse gas
emissions. By shortening land transport routes and optimizing logistics,
contributes
while leveraging existing deepwater Seaway infrastructure that

the initiative directly

remains resilient to fluctuating water levels.

Trade Diversification: Export growth depends on reliable access to
containersd a resource that is already scarce. By expanding the
number of service points, Canadian businesses can secure container
access more easily, remain competitive, and diversify exports toward

new markets beyond North America.

Economic Resilience and Sovereignty:  Diversifying container
reception points enhances the resilience of supply chains, reducing
vulnerability to strikes, congestion, or unexpected disruptions. It also
strengthens national security by ensuring a robust and flexible
maritime system capable of redirecting traffic when needed, thereby
safeguarding Canadad6s economic s

Study on container reception services
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ECONOMIC ANALYSIS OF

CONTAINER RECEPTION
SERVICES IN EASTERN
CANADAOGS
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STUDY DESIGN AND OBJECTIVES

A study to unlock the potential of the
Great Lakes 1 St. Lawrence Seaway System

The pressures on global trade and the vulnera
increasingly urgent to open additional trade gateways. Currently, importing containers is only
possible through three ports along Canadabds
Montreal, QC) supporting a structural bottleneck that heightens congestion risks and limits
resilience.

Recognizing this strategic imperative, the Chamber of Marine Commerce (CMC) has mandated
Aviseo Consulting to assess the net economic benefits of expanding marine container reception
and inspection services by the Canada Border Services Agency (CBSA) across six ports located
along the St. Lawrence and the Great Lakes.

More specifically, the study aims to achieve the following objectives:

1 Identify the economic issues caused by the current situation (service only available in Halifax, Saint John and
Montreal)

? | Present a portrait of six ports along the seaway (Québec, Valleyfield, Picton, HOPA, Windsor, Goderich)
3 Estimate the net economic impact of allowing container inspection at these six ports

4 | Identify structuring and strategic effects associated with allowing container inspection at these ports

The study, which was done between the months of May and September 2025, was based on
the data, studies, and scientific publications available at that time.

Furthermore, the rigorous methodology used in the study meets the expectations of the
Chamber of Marine Commerce and best practices in economics.

Source: Aviseo Consulting Analysis, 2025.



STUDY DESIGN AND OBJECTIVES

A report organized around four
complementary sections

This report has four sections, each with its own findings, which contribute to an overall
understanding of the net economic impacts of opening container inspection stations by the
CBSA in six ports in the GLSL region, for Quebec, Ontario, and Canada.

. i Present the importance of the maritime trade industry, recent trends, and the
1i Context economic context that shapes it. Provide an overview of the key issues
threatening supply chain efficiency in Eastern Canada.

Methodology, , . o .
- Y. ga)llnd Ke I Present the different models used, the underlying impact mechanisms, and the
21 Assumptio’ns y main modelling assumptions.
Project Description i Estimate the net economic impacts of implementing container reception
3717 and Net Economic services in six ports of the GLSL region for Québec, Ontario, and Canada, as
Benefits well as the time required to recover federal expenditures, where possible.
ST S TeeE T Identify the main structural effects associated with the implementation of these
47 and Implic?ations services, particularly regarding sustainable development, regional

development, and supply chain resilience.

Study on container reception services 10 ‘ @VISEO



STUDY DESIGN AND OBJECTIVES

Study Limitations

The interpretation of the results presented in this report must take
into account certain limitations found during the study:

i Data availability in the maritime industry remains limited, and the ports under
study have varying capacities for data collection and information generation.
As a result, Aviseo made certain assumptions when information was
unavailable, while adhering to best practices in economic science.

' Details regarding CBSA requirements for infrastructure and labour to
implement the proposed services are neither publicly available nor provided
to ports that requested them. Consequently, Aviseo developed prudent
assumptions based on two sources: The most recent International Container
Examination Facility project (Halifax) and exclusive information obtained from
certain port authorities.

| The assumptions integrated into the model are based on a cross-check of
multiple sources, including but not limited to relevant scientific literature, data
from reputable statistical agencies, consultations with port authorities and
their commercial partners, and our exchanges with Transport Canada.

While every effort has been made to ensure the accuracy of the
information contained in this study at the time of its completion,
there is no guarantee that it will remain accurate in the future or at
the time this report is consulted.

Source: Aviseo Consulting Analysis, 2025.




STUDY DESIGN AND OBJECTIVES

Glossary and Explanations

CBSA The Canada Border Services Agency (CBSA) is the federal agency responsible for border enforcement, immigration control, and customs services, working to facilitate
legitimate travel and trade while ensuring the safety and security of Canada.

CN Canadian National Rail way, Canadadés | argest rail net work, providing freight tr

CPA Canada Port Authorities (CPA) operate at armés | engt h f r oanoséniyeportusedseamdahe munioipale r n
provincial and federal governments.

CPKC Canadian Pacific Kansas City, the railway connecting Canada, the United States, and Mexico, formed by the merger of Canadian Pacific Railway and Kansas City Southern.

Draft The draft of a vessel is the vertical distance between the waterline and the lowest point of its hull. It determines the minimum water depth required for the ship to safely enter or
leave a port. Ports with limited depth can only accommodate vessels with a draft equal to or less than their channel depth.

First Port of Arrival The First Port of Arrival (FPOA) is the first Canadian port at which a vessel stops for any reason, including but not limited to the loading and/or discharging of cargo, bunkering,

safety inspections, crew changes, diversions, etc. As CBSA memorandum D12-1-1 states: For vessels travelling into, and through Canada from offshore with foreign loaded
cargo and up bound, Montreal will be the FPOA. For vessels travelling with foreign loaded cargo from the Great Lakes, and if the vessel is passing through the Welland Canal,
Port Colborne will be the FPOA.

GTA and GTHA Greater Toronto Area (GTA) and Greater Toronto-Hamilton Area (GTHA)
Late call A vessel arrival at port that occurs later than its scheduled time, typically measured against the published berth window.
LU-TU The term LU-TU (Lighten Up i Top Up) refers to a two-step cargo handling operation used in ports with draft restrictions. In the Lighten Up (LU) phase, a large container

vessel discharges part of its cargo at an intermediate port to reduce its draft, allowing it to continue upriver or into shallower waters. In the Top Up (TU) phase, the same vessel
(or a feeder vessel) reloads containers at a later port to restore its full carrying capacity.

GLSL Also referred to as SLGL, as an acronym for the St. Lawrence-Great Lakes (SLGL)/Great Lakes-St. Lawrence (GLSL) Seaway System.

Sufferance warehouse Sufferance warehouses are privately owned and CBSA-licensed facilities used for the short-term storage and examination of imported goods not yet released by customs.
These facilities allow goods to be stored inland, alleviating congestion at ports.

Terminal dwell time The average time a container spends in the terminal between being unloaded from a vessel and departing by truck or rail.

TEU The term TEU (Twenty-foot Equivalent Unit) is the standard for containerized traffic, where cargo is measured in volume instead of weight.

Vessel scheduleintegrity The reliability of a vesselb6s arrival and departur e t i megeofcatblsrampvingedimet o it s publ

Explanations

Term Explanation
Dollars (%) The dollar amounts presented are always in 2024 Canadian dollars unless otherwise specified
Tonne (1) The tonnes presented are always metric tonnes, which is a unit of mass equivalent to 1,000 kilograms or 2,204.06 pounds

Source: CBSA, Government of Canada, Transport Canada, QSL, Transport Geography; Aviseo Consulting Analysis, 2025. Study on container reception services 12 @VISEO
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CONTEXT

Canadabos

productivity
deficit calls for
new strategic
avenues

Canada combines weak
productivity growth with
heightened vulnerability to
geopolitical and trade shocks.

The widening gap with major

economies raises concerns about

t he coundermy 6s
attractiveness.

ong

The data highlight a sharp sl
T In the 1990s, GDP per hour worked grew on average by 1.6% annually

ow down in Canadabo6s

T In the 2000s, this pace slowed to 1.0%, before slightly improving to 1.2% in the 2010s

T Since 2019, the trend has become particularly concerning, with average annual growth falling to just 0.2%, reflecting

an almost complete stall in productivity gains.

On the international stage, Canada ranks well behind its G7 peers
iln 2023, Canadab6s | abour productivity reached $59. 90

i Only Japan reports a lower result among the G7.

Evolution of Labour Productivity
Canada, 1989-2024, GDP per Hour Worked, Average annual Growth (%)

1.6

0.2

1989-1999 1999-2009 2009-2019 2019-2024

Comparison of Labour Productivity

G7, 2023, GDP per Hour Worked, in 2015 Constant USD (PPP)

United States
Germany
France

United Kingdom
G7 Average
Italy

Canada

Japan

This dual finding (low productivity levels and weak international positioning) highlights the
importance of opening more international trade opportunities not only to diversify trade, but
also to stimulate productivity, which is a critical condition for sustainable and robust growth.

Sources: Statistics Canada, BEA, U.S. Census Bureau; Aviseo Consulting Analysis, 2025.
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CONTEXT

Rising geopolitical tensions are
disrupting international trade

Increasing threats from U.S. trade policies have reduced demand for
Canadian products, necessitating new markets despite challenges
related to cost and container availability

I Accentuated by the ongoing trade disagreement between the U.S. and its allies,

the average level of Canadian economic policy uncertainty has more than tripled
since the last U.S. presidential election.

Economic Policy Uncertainty Index
Canada; January 2008 7 July 2025; as an index

1,800 - 3.55x
1,600 - — Canada Trend
1,400
1,200 -

1,000 7 884.6
800 - /

600 -
400 A ,JA ,A\v, l
200 1, h e ~"‘/\A WA"'\JA\.,‘\,,J\A,";\,‘_’.J\ VVWMW M VAVAVM‘VAW‘!‘V.W‘”

~

2008 2010 2012 2014 2016 2018 2020 2022 2024 2026

To measure Canadian policy -related economic uncertainty, Economic Policy
Uncertainty constructs an index based on articles regarding the subject

The number of news articles containing the terms uncertain or uncertainty, economic or
economy, as well as policy-relevant terms such as policy, tax, spending, regulation,
central bank, budget, and deficit.

Sources: Economic Policy Uncertainty, The Globe and Mail; Aviseo Consulting Analysis, 2025.

Escalating geopolitical tensions are disrupting
transport, particularly maritime transport

Tariff tumult is shaking consumer
confidence, Port of Vancouver CEO
says

CHRISTOPHER REYNOLDS
THE C (AN PRES

quarter as tariffs hit exports

DAVID LAWDER
REUTERS
PUBLISHED 2 HOURS AGO

Canada's GDP contracted sharply as U.S

dependent economy.

DARRYL DYCK/THE CANADIAN PRESS

Trump has fouted the billions
duties are paid by companies

MIKE BLAKE/REUTERS

certain modes of freight

Canada’s economy contracts sharply in second

/(AP

: U.S. deficit grows to $291-
billion in July despite tariff
revenue surge

U.S. and China extend tariff truce for
another 90 days

TREVOR HUNNICUTT AND ANDREA SHALAL

Articles published between March 10 and September 4, 2025.
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CONTEXT

The marine transportation industry is a fast -
growing driver of global economic activity

The maritime transportation industry is a pillar ~ Maritime transportation offers the most cost- The Marine Transportation Industry, at a

of international trade, employing more than 2 effective and scalable means of moving goods glance _
World; 2024; in $, in % and in numbers

million people, generating annual revenues of  across continents

over $1.8 trillion and comprising more than i Whether in the form of containerized goods, dry bulk

44,000 companies worldwide commodities, or liquid bulk products, seaborne $1 . 84T in revenues
transport enables the efficient global circulation of
In fact, it is critically important for supply resources, intermediate goods, and finished
chains as it handles over half of global trade products
volume in value, representing 85% of tonne- i Its strength lies in its ability to move massive $176 B in profits
kilometres transported volumes at low per -unit costs.
i Itis responsible for transporting essential raw For these reasons, maritime transport is projected to
materials and finished goods and connecting global grow by a staggering 327% between 2010 and 2050, 9 . 6% profit margins
manufacturing hubs with consumer markets representing a unique opportunity for Canada to
worldwide. strengthen its role in international trade.
Comparison of observed and forecast global maritime freight volumes 2 m I I I IO n jobs

World; 2010 and 2050; in billion tonne-km

2010 (observed) 60,053 44 y 2 7 3 businesses

G327
2050 (forecast) 256,433 $ 129.7B i wages

Sources: IBISWorld, DHL; Aviseo Consulting Analysis, 2025. Study on container reception services 16 @VISEO



CONTEXT

Canadaods cont al

ner

port throughput

the steady increase of containers in world seaborne trade

In 2023, global maritime trade saw the loading (and unloading) of
nearly 11.6 billion tonnes of goods transported internationally

I This figure marks a modest increase of 1.3% relative to 2019

i Despite this recent stagnation, international seaborne trade has expanded
considerably since 2010, with a notable growth of 28.8% recorded between 2010
and 2019

i Over the period, total goods discharged on the American continent! has remained
relatively stable, while decreasing (-6.6%) in Canada.

The composition of maritime cargo has shifted towards dry and
containerized goods

T Between 2010 and 2023, containerized trade has seen a 57.3% rise

T While the share of goods carried by tankers has declined, the absolute volume of
crude oil and liquid cargoes transported has nonetheless increased.

T Meanwhile, Canadads container

T The

port throughpu

countryds total container port throug

Evolution of seaborne trade, total goods discharged
World; 2010-2023; as an index (2010 = 100)

140 -

= World Americas! = Canada

130 A

120 -

110 A

100 -

90 ~

80 ~

70 T T T T T T T T
2010 2011 2012 2013 2014 2015 2016 2017 2018

2019 2020 2021 2022 2023

1 North America and South America
Sources: UNCTAD; Aviseo Consulting Analysis, 2025.

Evolution of Container Port Throughput
World; 2010-2023; as an index (2010 = 100)

160 -
150 -
140 4
130——
+
120 -
110
100
90
80 o Y M

Canada

Americas
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CONTEXT

Canada ranks last among G7 countries in
container port operations performance

Canadian container ports are clearly underperforming, as evidenced by both decreasing
throughput and less efficient port operations compared to other developed countries.

i The decoupling between worl dwide container port thr c
(-13%) between 2019 and 2023 suggests that Canadian ports are failing to absorb rising trade volumes,
pointing to structural limitations in capacity, service fluidity, or both

T This performance gap is further reinforced by Canadabs
ships spend at port. From 2018 to 2023, Canada consistently posted the highest median port time for container ships,
averaging around 1.6 to 1.8 days, nearly four times longer than Japan, and well above its G7 peers.

i Long port stays are an indicator of congestion, inefficiency, or limited berth availability and are strongly
correlated with higher costs, delays, and lower attractiveness for global shipping lines

i Canada's persistently high port time aligns with its decline in containerized throughput, suggesting a systemic
bottleneck where ports are not only slower, but less capable of handling volume growth.

Time Spent at Port, Container Ships
G7 countries; 2018-2023; median number of days (lower is better)
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Sources: UNCTAD; Aviseo Consulting Analysis, 2025.



CONTEXT

The St. Lawrence Seaway IS
operating at less than half its
1979 capacity

Over the past 25 years, the Seaway has lost 10 million tonnes of
combined traffic

ﬁ T omorr ow IWe qoun | N g T Since the financial crisis of 2008, combined traffic levels have exceeded the 25-
‘ ‘ ! year average of 40 million tonnes only once
W|th aImOSt Zelro i By contrast, in 1979, gross annual combined traffic exceeded 80 million tonnes

and remained above 60 million tonnes annually for seven consecutive years.

effort and no investment. The . N . )
. . This decline reflects a structural shift in global shipping: commodities have
C a p a C | t y | S a | I e a d increasingly moved to containerized shipping

i Unlike many global gateways, the Great Lakesi St. Lawrence Seaway has not
i Jim Athanasiou, 2025, President and CEO, fully participated in this containerization trend

St. Lawrence Seaway Management Corporation i To significantly increase the Seawayods ut
remains the only realistic and untapped avenue, as passenger and recreational

volumes are far too limited to tip the scales.

Combined traffic on the St. Lawrence Seaway

North America; 1979-2024; in millions of tonnes

D

1979 1999 2004 2014 2024
Sources: The St. Lawrence Seaway Management Corporation,
Radio-Canada; Aviseo Consulting Analysis, 2025. Study on container reception services 19 @VISEO




CONTEXT

The CBSA has a dual mandate to both
facilitate legitimate travel and trade while also
ensuring national security and public safety

The CBSAG6s dual mandate has direct i mplicatdi

I On one hand, the Agency ensures that cargo entering Canada complies with safety, environmental, and
regulatory requirements, thereby protecting Canadians and the domestic economy

i On the other, the CBSA should enable legitimate commercial flows to move with greater predictability and
efficiency; a prerequisite for competitiveness in modern supply chains.

l'ts mission ties these objectives together: to fANensi
access of people and goods to and from Canada. 0O

The Agency has articulated a series of strategic priorities in its Report on Plans and
Priorities that reinforce the balance between facilitation and enforcement:

I The effective delivery of programs and services to traders, carriers, and travellers

T Building strong internal and external relationships, including with local port authorities, businesses, and
other levels of government

i Ensuring a modern, transparent management system.

These priorities are even more relevant in the current global context, where resilient and efficient supply
chains are critical to Canadads competitiveness.

Sources: CBSA 2025 to 2026 Departmental Plan, CBSA i Report on Plans and Priorities; Aviseo Consulting Analysis, 2025.
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CBSA operations in container receival L Nel e
and inspection are limited to a single port RS
within the St. Lawrence corridor {! i N

Restricting international container inspection to this extent has, at times,
exacerbated a variety of issues, ranging from supply chain inefficiencies
to economic costs and environmental impacts.




CONTEXT

Unloading containers within the St. Lawrence can be
longer than their journey across the Atlantic Ocean

Container importers within the GLSL Seaway System face major bottlenecks

i Chronic delays at arrival:  On average, 59% of vessel calls are late Result:

I Low berth productivity:  Ships spend 5.1 days at dock, more than three times the median at Canadian ports i Atypical container on its journey from Europe will

i Excessive dwell times: Containers wait 5.7 days on average before being loaded onto trucks or trains, and in spend ;Ll dz.iys at sea but ove: 1? daystW|th|n thg |
2022, wait times reached or exceeded 11 days for three consecutive months, reaching 12.9 days in July. container portos ermina

off to its next or final destination.

A typical container's journey from Europe, transiting within the GLSL
Container import shipping within the St. Lawrence; 2022-2025; average number of days (lower is better)

Voyage across the ocean Schedule integrity delay ! Time at dock Terminal dwell time Departure
11 days 1.5 days 5.1 days 5.7 days Variable
L) 1 11 \
<+ NN (1) A ) N (D 1 M\ ﬁm
1011 N (111 N (111 O — A1
L. ,J—l.%w mm-mmm-mm@
i Time at sea from Antwerp i On average 59% of all i This statistic is computed based on average i The number of days before a T About 60% of containers then depart on
vessel calls are late berth productivity, container ship count and container is loaded either onto a truck trucks, the remainder (40%) depart on rail
i The average delay for late container count or train has reached or exceeded 11
vessel calls is 2.3 days i Itis more than 3x that of the median days on average for three months in
Canadian port 2022
\ A J
| |
11 days 12.3 days

1This statisticds publishing has stopped during the summer of 2024.

Sources: Port of Montreal, HWY H20O; Aviseo Consulting Analysis, 2025. Study on container reception services 22 @VISEO



CONTEXT

Quebec and Ontari od0s contalner su|
on a few ports represents a significant risk

For example, a shutdown of the Port of Montreal could have severe r
economic stability. According to Transport Canada, a complete shutdown of the Port could cost the Canadian economy upwards of
$100M per week.

It is estimated that a full shutdown due to a strike of the Port of Québec and Ontario would absorb over 029 of the

Montreal os container and bulk terml,aahiecoH8elichcés® dstthd Pott of B8rftredi2 "

economy $3i 6 million/day in the first few days, rising to $15 million/day _ _ _ _
as impacts spread to other sectors of the economy. primarily serves the Central Canadian region

The i mpact on Qu®bec and Ontariobdbs economy woul d e significant as
few equivalent rerouting options exists. Other container ports, in the

Atlantic, are significantly further while the region has limited rail network

capacity.

It is estimated that other gateway ports in the U.S. East will benefit from
the diverted container traffic due to their proximity and high rail
connectivity. Frequent strikes risk a permanent diversion of the inbound
container traffic to U.S. ports.

Sources: Transport Canada, Port of Montreal, Government of Canada; Aviseo Consulting Analysis, 2025. Study on container reception services 23 @VISEO



CONTEXT

Disruptions along the rail network also
critically affect supply chains

Rail transport systems are inherently vulnerable to disruptions due to their linear and
continuous nature.

Railway corridors follow a single, fixed path. Protests, blockades, infrastructure failure and
accidents at a single point along a railway track halt the movement of goods

i The dependency of the supply chain on the rail network (and its vulnerabilities) was exposed in 2020 during
the Nationwide I ndigenous Blockades (Wetdsuwet ben

T Rail blockades, set up across multiple parts of the country, resulted in the interruption of CN Rail operations in
Eastern Canada, massive backlogs at the Port of Montreal and the diversion of containerized goods through the U.S.

The three -week blockade had a disastrous impact on the Canadian economy:
I $425M in goods sit idle, every day
I $283M GDP reduction during Q1 2020
i Over 1,000 jobs lost during Q1 2020

i Over 1,400 freight trains cancelled

| ,fk

Sources: The Office of the Parliamentary Budget Officer, BBC, CBC; Aviseo Consulting Analysis, 2025. Photo: National Observer
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CONTEXT

Growing pressure on road transport will
exacerbate congestion costs

Containerized trade demand is expected to keep growing significantly in the coming decades.
Yet with limited efforts to facilitate the expansion of maritime and rail capacity in the GLSL
region, much of this growth is expected to be absorbed by trucking

i Road infrastructure is already heavily congested in major urban centres, particularly in the Greater Toronto and
Hamilton Area (GTHA)

I Rising volumes of truck traffic will intensify congestion, increasing travel times, logistics costs, environmental
impacts, all while negatively impacting productivity.

According to the Canadian Centre for Economic Analysis (CANCEA), congestion in the GTHA already costs an

estimated $44.7B annually in combined economic and social impacts

i If left unaddressed, the economic and social loses are projected to rise to over $155B annually by 2044.

Lost annual economic growth caused by congestion in the GTHA
GTHA; 2024 and 2044; in 2024 $ billions

$155.3B

$128.0B $46.1B

I =conomic Cost

I social Cost $42.5B
$44.7B
$85.58 e
$34.6B
$10.1B //
Status Quo (2024) Congestion remains the same (2044) Congestion worsens (2044)

Trucking inefficiencies directly erode the competitiveness of Canadian supply chains
by raising delivered costs and reducing productivity

Sources: CANCEA T Impact of congestion in the GTHA; Aviseo Consulting Analysis, 2025. Study on container reception services 25 \ @VISEO



CONTEXT

The St. Lawrence Seaway is losing ground
In North American container flows

The long-term analysis of container flow volumes (20051 2024) highlights a widening gap
between Canadian and U.S. East Coast ports

I While U.S. ports like Savannah, Norfolk, and New York/New Jersey posted strong growth in container
volumes, Montreal and Halifax underperformed, with Montreal growing only 31% and Halifax even contracting
by 7%. This imbalance is further reflected in market share erosion:

i Montreal and Halifax lost a combined 8.6 percentage points, while Savannah alone gained 6.3 points over the same
period

i Despite its geographic advantage, the corridor is increasingly bypassed in favour of more efficient U.S. ports.

|
i

1

ein

i
i
|

|l f this trajectory persists, Canadatdts Easte

shipping networks 1 reducing their economic impact, undermining their role as national
trade gateways, and diverting logistics flows to U.S. ports.

i 4
i

| 29 916H

Annual growth rate of container flows, main container ports on the East Coast
North America; 2005-2024; as an index (2005 = 100)

A
\
\

B
350 1 2 Vol umee Mar ket sh ! -
N
300 | — Savannah, GA +192% +6.3% ! !
5
250 — Norfolk, VA +167% +2.8% 1 :
7
200 | ~— NY & NJ +138% +2.5% ; 3
: (]
150 | — Baltimore, MD? + 87% -0.7% 2
== Montréal, QC +31% -5.1%
— Halifax, NS - 7% -3.5%
50 T T T 1
2005 2010 2015 2020 2025

1 Excluding the Baltimore Bridge collapse.
Sources: National Bureau of Economic Research, QSL; Aviseo Consulting Analysis, 2025.




i Time as a Trade Barrier

3y

£
A 2024 study from the National Bureau of Economic Research : ...?;’.%“...

demonstrated that only 17% of market -shipper pairs choose
the port that is the most desirable geographically . This
suggests that time acts as a barrier to trade, pushing traders to
sacrifice geographic convenience in order to avoid port
congestion.

The competitive dynamics of the maritime industry reveal
that even marginal differences in efficiency and cost can
influence routing decisions.

If a port fails to meet these expectationsd by not offering timely
and cost-effective servicesd it risks losing traffic to more efficient,
less congested, rival ports that are better positioned to
accommodate the operational and economic priorities of global
shipping companies.



CONTEXT

Reducing port congestion remains the
primary focus of the National Supply Chain
Task Force

The National Supply Chain Task Force was established with the mission to deliver actionable
recommendati ons to strengthen the resilience
transportation network

i As the Task Force noted, an efficient and resilient supply chain is not only essential for trade, but also central
t o Ca n a dtarth produadivityginflation control, and cost-of-living strategy.

The Task Force argues that port congestion must be addressed before any other reforms can
yield their full benefits.

Key highlights from the Task Force and Government of Canada:

T Port congestion is the first among 21 recommended actions, ahead of labour shortages, regulatory
harmonization, and infrastructure investment.

T The report stresses that congestion undermines reliability and cost efficiency, driving up transportation costs
and contributing to inflation.

Sources: Transport Canada, Journal of Commerce, Newsdesk; Aviseo Consulting Analysis, 2025.

AAccording to source cit
Commerce,Carneyo6s administrat
streamline federal approval and cut red tape that
has hampered progress. 0

AThe need f or i nCamadan poesn t
have struggled to keep up with surging North

American trade volumes , particularly as demand for
energy exports, containerized freight, and breakbulk
shi pments has intensified

((July 23, 2025)




CONTEXT

Canadaodos characteristics would tyj
decentralization of container port activity

Countries with attributes similar to K Canada has more than 243,042 km of
Canada tend to adopt a multi -port coastline
system.

Canada showcases all of the factors typically
contributing to a country's incentives to adopt a
multi-port strategy.

.sCanadads pdenpityislewt j on

9 *«,, andurban centres are far away from
===**  One another

Canadads popul ation centres are far away from
another. The GTA region (approximately 7M

inhabitants) is more than 500 km away from

. i |8 ta . AB L ff ] >, D Canada operates as a confederation
on rea O0S con al ner por . ou a 0] con al ner|s . . e
are typically trucked to Montreal, underlining ‘W where provinces have significant

efficiency issues on the rail system. power and autonomy

Canada has a large coastline and is not located
along major trade route, which would incentivize a
concentration of investments to attract shippers.

While historically good, trade relations
with the U.S. have deteriorated rapidly

L : recently
Historically, the U.S. was seen as a reliable partner,

from which goods exported/imported by Canada
could transit easily, at a minimal cost. However, that
relationship deteriorated rapidly in the first few
months of 2025, resulting in growing uncertainty.

A significant portion of containers is
transported by road , which is expensive,
inefficient and harmful to the environment

Sources: Statistics Canada; Aviseo Consulting Analysis, 2025. Study on container reception services 29 @VISEO



Multiplying import

gateways would

unlock the GLSL | “ Québec
SystemOs po | | /

All six ports included in the study require ¥ Va”e}’ﬂeld
CBSA container screening services ‘

i While the precise needs differ from port to port,
reflecting differences in their scale, location, and
operating models, the CBSA services sought fall

- . Picton
within one of three categories: cto

T First Port of Arrival designation Goderich
i Sufferance warehouse licensing

, . , . Hamilton
I Mobile screening services. /

All of the proposed projects stand on their own
merits and have either secured or proven their
ability and willingness to fund all necessary
accommodations to receive the services
demanded.

Windsor

Sources: CBSA,; Aviseo Consulting Analysis, 2025.




CONTEXT

Unlocking the potential of the GLSL System would create
a wide range of mutually reinforcing benefits

The economic impacts of adding container
inspection services throughout the Great
Lakesi St. Lawrence Seaway System
materialize through several complementary
channels that together enhance trade
competitiveness and productivity, while
addressing supply chain issues.

In the following pages, additional information
is provided on the identified mechanisms of
impact and the modelling approach applied to
each.

Source: Aviseo Consulting Analysis, 2025.

Shorter transport time.

Quicker transport through better routing or port efficiency lowers

trade costs, boosting trade flows and market access.

Lower transport costs.

Decreasing transportation costs throughout logistics spendingd

including trucking, rail, storage, and handlingd lowers import prices and increases exporter

profits, thereby

Greater availability of empty containers.

strengthening

Canadaos

The efficient allocation of a greater number of

empty containers cuts exporter costs and boosts Canadian competitiveness abroad.

Expanded gateway capacity. Opening new gateways at additional ports improves
systemwide competitiveness and resilience.

Fuller vessel calls.

boost trade efficiency for both exporter and importers.

Structuring effects.

The introduction of container reception services will provide benefits

part

Fuller ships coming into the Port of Québec cuts per-container costs and

beyond direct economic impacts, creating value for Canada through effects such as reduced
emissions, improved supply chain efficiency and resilience, regional growth and equity, trade
diversification, and lower infrastructure costs.

Study on container reception services 31

(Aviseo
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METHODOLOGY, SCENARIOS AND KEY HYPOTHESES

A comprehensive, flexible and rigorous
methodological framework

Aviseo CGE model schematic

A Standout Model AVISEG
The Computable General Equilibrium (CGE) model incorporates MODELE

. o " ; EGC
behaviours, market equilibrium conditions, and numerous relative

Various Impact Mechanisms

prices, making it a realistic representation of the economy. Many
governments around the world have developed and use their own CGE
model.

17 Shorter 217 Total 31 Empty 47 Time at Port @51 Unit cost
transport times transport cost container
allocation

Scenarios !

Key Features of the CGE Model:

i The model is calibrated using Statistics Cainau-
Canada and subnational regions of interest

i The model includes 63 production sectors and one representative household ‘Broad Economic impacts  ?

Direct Effects Indirect Effects Induced Effects

i Sectors use two factors of productiond labour and capitald which are immobile
internationally, and they produce according to a Cobb-Douglas production
function

The direct effects generated by
the activity itself

Economic activity generated by Spending of revenues in the
goods and services suppliers economy

CGE Model

i The modelling of the labour market reflects the constraints present in the
economy.

Resuls

I Results using a CGE model include all positive and negative impacts throughout

. . . @ D - 00 e .
the economy, meaning that they can be interpreted as net impacts o3 Value added = Household ﬁ Business
y 9 y P P X3 (GDP) $ Tax revenues [ disposable income income

Impacts

i Business income refers to aggregate income for all businesses in the economy,
once again taking into account positive and negative impacts.

1 The different scenarios are discussed in the following pages
21n a CGE model, the measured variations encompass all impacts (direct, indirect, and induced) as well as positive and negative impacts. The results therefore
represent the net and total effects.

Source: Aviseo Consulting Analysis, 2025. Study on container reception services 33 ‘ @VISEO
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@ Time as an Impact Mechanism

Transit time is a critical determinant in maritime logistics.

Modest changes in port or shipping time can directly affect
transportation costs, inventory management, and market
competitiveness.

Accordingly, several of the modelled scenarios explicitly integrate
time as a productivity-enhancing or cost-saving factor, enabling
the CGE model to fully capture the economic impacts of the
container projects under study.



METHODOLOGY, SCENARIOS AND KEY HYPOTHESES

Two scientific papers are key references in the economic literature
on the time -related impacts in the shipping industry

Hummels et Schaur (2013) 1 Time as a Trade Barrier !

Lengthy shipping times impose costs that impede trade, and firms
exhibit significant willingness-to-pay to avoid these costs

i Long lags between ordering and delivery require firms to commit to quantities
supplied well before uncertain demand is resolved which result in lost profitability
as firms over or under supply the market.

The authors estimate that each additional day in transit is equivalent to an ad-

Cullinane et Khanna (2000) 1T Economies of scale in large
containerships: optimal size and geographical implications 2

On any given voyage, efficiency is ultimately determined by the total
duration of a ship's journey, encompassing both sea transit and port
time

T Since economies of scale depend on both components, their importance
increases with vessel TEUs capacity

T With containerships; however, port handling capabilities do not scale

valorem tariff of 0.6% to 2. 3% -sersitve he ¢ poghdcenalywithvesseglsizei t h t he most ti me
trade flows being those involving parts and components.
Reductions in port delays, customs clearance times, and overall transit durations are proven to yield significant economic ga ins.

Ad-valorem tariff equivalent of an extra day in transit
Hummels et Schaur (2013)

Lower-bound 0.6%

Upper-bound 2.3%

1 Cited over 1,000 times in other scientific publications. 2 Cited over 500 times in other scientific publications.

Sources: Hummels et Schaur (2013), Cullinane et Khanna (2000), Jansson et Shneerson (1987); Aviseo Consulting Analysis, 2025.

Economies of scale per TEU for a Trans
Cullinane et Khanna (2000)

-Atlantic voyage, % of Transport Cost

(%) == Time at port is standard

50 1 Time at port is cut in half

40 A

30 -
20 -
10 -

0 TEUs
1,000 2,000 3,000 4,000 5,000 6,000

(Aviseo
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METHODOLOGY, SCENARIOS AND KEY HYPOTHESES

Efficient (re)allocation of empty containers lowers the effective
cost of exports, boosting bilateral trade flow efficiency

Shipping containers returning empty represent 42% of all containerized trucking trips between Québec and Ontario. From a supp ly
chain optimization perspective, each empty trip is both a missed opportunity for export growth and an avoidable cost for ship pers.

A significant share of containerized trucking between Québec and Ontario consists of empty
containers returning to their point of origin, representing close to 120,000 TEUs annually
i This represents a substantial untapped resource for reducing export costs
T By redirecting these empty containers toward outbound export shipments, exporters could avoid repositioning
expenses and benefit from more competitive freight rates.

Leveraging this surplus of empty containers aligns with broader supply chain optimization objectives, ensuring
that inbound flows from import growth also serve as a catalyst for outbound trade.

The reallocation of empty containers
represents 2.7% of all trucking trips between
Québec and Ontario

i Expanding container port access closer to the
intended destination of these goods, for example, by
enabling imports to arrive at ports nearer to their
final inland market, would reduce the need for long-
haul empty returns.

Containerized Trucking Between Québec and Ontario, trips exceeding 100 km
Québec and Ontario; 2019; in TEUs

I Québec to Ontario [l Ontario to Québec 84,483

28,039

25,024 22 287 16 403 22:309
' 12,877
7,650 8,651 .
. 0 oommm B o SR o gey 35823%
Manufactured Agri and Food Unknown Chemicals, Transportation Machinery Wood & Paper Minerals, Containers
Products Cargo/No Plastics & Electrical Products Metals & Returning
Response and Rubber Products Empty

Sources: Commercial Vehicle Survey; Aviseo Consulting Analysis, 2025.

Empty Container Trucking Between Québec and

Ontario, trips exceeding 100 km
Québec and Ontario; 2019; in TEUs

of all containerized trucking trips ~ between
Québec and Ontario are transporting empty
containers

of all trucking trips  between Québec and
Ontario are displacing empty containers

Study on container reception services 36 @VISEO



METHODOLOGY, SCENARIOS AND KEY HYPOTHESES

The combination of different impact scenarios ensures the
results accurately reflect the effects of port  -specific projects

Given the diversity of projects, infrastructure and geographies under study, a customized scenario menu of impact methodologies was developed
to capture the specific economic impact mechanisms relevant to each port. Using CGE models, each impact pathway was tailored to reflect the
unique characteristics of the project 8 from productivity shocks, to importi export mix, to trade cost reductions and logistics efficiency gains.

Economic impact mechanisms

Impact of Quicker Total Transport Times:
1 Reducing total transport time & whether through optimized routing or port efficiency improvements 8 acts as a trade cost reduction similar in effect to lowering tariffs. The
resulting shock stimulates trade flows by lowering delivered prices, improving competitiveness in foreign markets, and expanding the range of viable trading partners.

Impact of Lowering Total Transport Cost:
2 Reducing overall transport costs  including trucking, rail, storage, and handling 8 lowers the delivered price of imported goods and increases the competitiveness of
exports. The resulting gains support higher trade volumes, enhanced productivity, and greater integration of Canadian firms into global value chains.

Impact of Increased Availability of Empty Containers on Export Costs:

3 An increase in inbound containerized imports also raises the supply of empty containers available for outbound shipments. Thissur pl us of fAempti eso r e
repositioning costs typically borne by exporters, effectively lowering the cost of shipping goods abroad and enhanced competitiveness of Canadian products in

international markets.

Impact of Reducing Time at Port by Diversifying Container Gateways:
4 Opening container imports and exports to additional ports reduces bottlenecks at high-traffic terminals and improves systemwide efficiency. Shorter port times lead to lower
inventory holding costs, better schedule reliability, and reduced demurrage charges.

Impact of Reducing Container Shipping Unit Costs through Fuller Vessel Calls:

5 Allowing fuller ships to partially unload their cargo at a deeper port before proceeding to other destinations enables more efficient vessel deployment and higher load
factors on subsequent calls. This change reduces the average cost per TEU, lowering the overall unit shipping cost for importers and exporters. This cost reduction

improves trade competitiveness for regional businesses, increasing export volumes, reducing import costs, and boosting real incomes.

Sources: Cullinane et Khanna (2000), Hummels et Schaur (2013); Aviseo Consulting Analysis, 2025. Study on container reception services 37 @VISEO
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NET ECONOMIC BENEFITS

Low -cost projects with substantial

and recurring economic impacts

Summary of economic impacts of container reception services at various ports 1
Canada; in $ millions; for a typical year

Annually recurring economic impacts

Value added
($ millions)

Business income
($ millions)

Household disposable
income
($ millions)

Federal Government
revenues
($ millions)

Time scale to recoup
CBSA-related costs

Québec

59.7

59.0

191.6

42.7

Months

Valleyfield

5.2

5.8

9.2

2.1

Weeks

Québec Ports
(Subtotal)

65.0

64.8

200.8

44.9

Picton

26.9

26.4

65.4

13.5

Months

Hamilton

10.0

10.5

26.3

5.4

N/A

Windsor

24.6

25.9

61.8

12.9

Months

Goderich Ontario Ports Canada?
(Subtotal) (Grand Total)
4.5 66.0 131.0
4.8 67.6 132.4
11.5 165.0 365.9
2.4 34.2 79.1
Weeks - -

1 Rounding of numbers may explain the difference between the sum of the elements and the total presented.

2The impacts for Québec were estimated using the Québec CGE model, the impacts for Picton, Hamilton, Windsor and Goderich were estimated using the Ontario CGE
model. As such, the results represent a lower bound of the impacts that would be expected at the Canada-wide level.
Sources: Aviseo Consulting Analysis based on simulations from A v i s mterfasCanadian, Québec and Ontario Computable General Equilibrium (CGE) models, 2025.
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PROJECT DESCRIPTION

Port of Québec

QSL is developing a project at The Port of Québec to integrate international container

Characteristics and structure handling into its operations. |Its goal i s
owner Québec Port Authority enabling ships to un_load p_art of their cargo iq Qué_be(_: before continuing to Montrgal,
Trols Riviéres (federal Crown land) and to complete their loading on the return trip. With its 15-metre depth and existing
QSL, G3 Canada, Parrish & infrastructure including an operational maritime customs post and a strong intermodal
Saultste. Marie Operator Heimbecker, Sollio, Béton Provincial, network, the port can accommodate fully loaded vessels.
IMTT-Québec, Parkland, Glencore o ) . o
Not-for-profit Canada Port Authority With its maximum 11.3 mejcres maximum draft depth restnf:tlng access for many
Ogdensburg Governance (CPA)! larger or fully loaded container ships, the Port of Montreal is currently the only entry
All above operators and all partners point for international cor!talners on the St. Lawrence River. These ships must sail _
Stakeholders implicated in the Port/City marine, wu d er _capacl t_ y to reac h t h.e port, o ducing
urban and recreational activities project aims at using this existing capacity therefore lowering cost for containers
” - transportation, reducing trucking distances for Eastern Québec as well as related
Industries o‘:: x F N -=' GHG emissions. Additionally, existing infrastructure will be upgraded and reused,

Pon. Withi minimizing the overall environmental impact. At full capacity, the project is expected
18(F))lk Lalle I*l 1,279,775 = to handle 200,000 TEUs annually increasing commercial activities and economic
m opportunities for Québec and Canada.

, . ) . will reduce handling and transportation costs across the entire logistics chain while
The Port of Québec has five (5) sectors along the St. Lawrence River (Anse au Foulon, Pointe a Carcy, improving the competitiveness of the St. Lawrence maritime corridor. The St.

Estuaire, Beauport and Valero). It is a multipurpose port specializing in solid and liquid bulk. Agri-food,
steelmaking, transport, construction, mining & metals, energy and chemicals are the main industries served by

Lawrence River is a vital axis for Canadian trade, especially for the container shipping
market. Shipping lines will benefit from better vessel capacity utilization, and Québec
the port. businesses will gain from more efficient logistics to support their growth.

It is one of the largest ports in Canada, by volume,andt he | ast deepwater port on OJemrl Benefits Lawr ence. It 6s
significant draft (~15 m) allows the accommodation of large ocean-going vessels. The port covers
approximately 159 hectares of port land spread across 13 terminals. It supports ~10,000 jobs and ~$2 billion in
annual economic impact. Also, international cruises generate 54 million dollars in economic impacts for
Qu®bec City area, accounting for 30% of sector ds i mﬁ&a%m

A Supply chain: Reduced transportation costs of containerized goods across the
entire trade corridor.

ironimﬁnt ZQ%S@QRO éoenes of CO,e saved per year and an estimated $123
on saved in social costs of greenhouse gases over 20 years.
Transport Services A SMEs: Increased competitiveness and productivity. Access to new markets due to
Complete intermodality, connected to two Class 1 railroads, access to highways. lower transportation costs.

## Agg. % steel TEConst. Mat. #F Mining = Petrochem.

1 Under the Maritime Act 2 Avoided emissions figures presented for Québec are preliminary and part of an ongoing environmental study.
Sources: Government of Canada, Statistics Canada, Port of Québec documents & interviews; Aviseo Consulting Analysis, 2025. Study on container reception services 40 @VISEO
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PROJECT DESCRIPTION

QSLOS contalner

project I

s des|

services already offered at the Port of Montreal

To complement traffic routed through the Port of Montreal, the project developed in partnership with QSL introduces a

Al i ghtigmpuppo solution for

Fll Vessels bound for Montreal can carry more containers by lightening
in Québec
i For example, a standard international container ship heading to Montreal can on

average take on 960 additional containers, which represents a 33% increase
compared to the current capacity

T This optimization lowers the unit transport cost for all containers on the vessel, not just
for those unloaded in Québec.
Ell Lightening reduces time spent at berth

I Since only about 25% of the cargo is assumed to be offloaded in Québec,
handling operations are faster than if the entire load had to be processed in
Montreal.

EXll The same mechanism applies to exports

iA vessel |l eaving Montreal constrained
Québec, be topped up with additional containers

i The 960 extra units maximize the vessel 6
costs.

1 An international container ship transiting to Montreal carries about 2,900 TEUs on average.
Sources: QSL; Aviseo Consulting Analysis, 2025.

vessel
value chains, by allowing containers to be redistributed more efficiently across fuller ships and optimizing overall transpor

Thi sevamal

t flows.

S . S approach creates

Diagram of the Lighten -Up and Top -Up Solution, Transatlantic Example
Port of Québec

Import

Departure from .. I LTI N T S Departure towards

»  Europe with 3,860 e iy Europe with 4
TEUs 3,860 TEUs
Lighten -Up 4\ Top-Up
Arrival in Québec A PN Arrival in Québec

4 . 1\ = . [ ]
and unloading of — — and loading of
960 TEUs _ 960 TEUs
Departure towards . e Departure towards

»  Montreal with -“:-—-—-— 4 Québec with ¢
2,900 TEUs 2,900 TEUs

by the riveroés draft | imit can, upon

Arrival in Montreal . é% Loading of

S dhd uhidading 8ft O a T peduce export bdofrdsho e
2,900 TEUs Lol ™ ™ ™ Montreal
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NET ECONOMIC BENEFITS

The container project at the Port of Québec
will generate recurring value added of $60M

Once the project reaches maturity, which will be five years after its The project will make a significant contribution to the revenues of
launch, the economic impacts of roughly 200,000 containers passing businesses, households, and governments
through the Port of Québec will amount to $59.7M per year in value i Thanks to the increased productivity of importing businesses and the enhanced
added profitability of exporting businesses, the income of Québec companies will
i Of this total, 64.6% ($38.6M) comes from imports and 35.4% ($21.1M) from increase by $59.0M
exports I Households in Québec will also benefit from the project, with their disposable
i Beyond these figures, it should be noted that access to lower-cost imported income rising by more than $190M annually
inputs is a strategic lever that directly increases the competitiveness of Québec i The Government of Québec will be able to count on $83.9M in tax revenues,
businesses in national and international markets. while the Government of Canada will be able to count on an estimated $42.7M in

tax revenues.

Key Results of the Container Project at the Port of Québec  *
Québec, Project at maturity, annual economic impacts, in $ millions

Annually recurring economic impacts

Export Total

Value added Jﬂi\ Additional economic impacts

($ millions) 38.6 21.1 59.7 With the completion of QSL Gdditignal ecpnersic at
- i impacts will be added to those presented in this document.
SIS [MEhis 13.2 45.7 59.0 > _ _ >
(§ millions) The analysis does not include:
Household disposable income 53.1 138.5 191.6 T _The impacts'resulting from the capital expenditure (CAPEX) required for its
(& millions) implementation
Q. 24.0 59.8 83.9 T The recurring econ_omic impac_ts associated with operating activities (OPEX)
Government revenue 2 linked to the handling of containers by QSL.
($ millions)
Can. 12.2 30.5 42.7

1Rounding of numbers may explain the difference between the sum of the elements and the total presented. 2 Including parafiscal revenues.
Sources: Aviseo Consulting Analysis based on simulations from A v i s mterdas Québec Computable General Equilibrium (CGE) model, 2025. Study on container reception services 42 @VISEO
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NET ECONOMIC BENEFITS

The federal government can recover
all costs In just over two months

Even if the costs associated with CBSA requirements in Québec were similar to the investments
made for the Marine Container Examination Centre in Halifax, the federal government would be

able to recoup the entirety of its investments in under 10 weeks.

I Transport Canada (TC) invested $7 million through the National Trade Corridors Fund (NTCF) and the CBSA

invested $879,000

i It should be noted that federal tax revenues from the Port of Québec container terminal project amount to
$42.7 million per year, or approximately $822,000 per week when smoothed for illustrative purposes.

't i s important to
meaning that its actual cost would likely be significantly lower

i Beyond these initial capital expenditures, the CBSA's operating costs associated with the projected volume,
estimated at $372,500 per year in payroll, are marginal, which only reaffirms the economic viability of the

Québec project.

remember that the Qu®bec

project

Comparison between the total federal investment in Halifax and the additional weekly revenue from the
Québec project for the federal government

Port of Halifax (expenditures), Port of Québec (revenues); project at maturity; in $

- Total federal investment
(CBSA+Transport Canada)

Federal gov. revenues
generated by the container
project in Québec

Sources: CBSA, Port of Halifax; Aviseo Consulting Analysis based on simulations from A v i s mterdasQuébec Computable General Equilibrium (CGE) model, 2025.
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Halifax: A Major Project

The project, funded in part by the CBSA,
involves the construction and operation of a
Marine Container Examination Centre at the Port
of Halifax, located on the shores of Bedford
Basin. The project involves the construction of a
2,700 m?2 building to house the CBSA's container
examination team and the port cargo inspection
unit.

The investment includes the construction of the
building in accordance with sustainability
standards, the fitting out of spaces for the
examination and inspection teams, and
improvements to operations relating to logistics,
officer safety, trade flow efficiency, and the ability
to intercept illicit goods.

iR T




Valleyfield

PROJECT DESCRIPTION

Port of Valleyfield

The Port of Valleyfield, recently granted CVESS designation and nearing completion

Characteristics and structure of its SO licence, continues to strengthen its position as a specialized, strategically
located logistics hub. The port handles vessels carrying general, project, breakbulk,
ST— Owner Société du Port de Valleyfield dry-bulk, and containerized cargoes, demonstrating exceptional operational agilityd its
i - ability to manage multiple cargo types on the same vessel optimizes shipments and
Saulese. Mare — Operator Desgagnés Logistik inc. supply chains, a flexibility not typically possible at standardized high-volume container

Municipal corporation under the terminals. With secure, fenced, and continuously monitored facilities, Valleyfield has

il Governance City of Salaberry-de-Valleyfield hosted recurring CBSA container screening operations and maintained two regular
liner services with Europe, alongside numerous project-based container shipments.
Stakeholders Desgagneés Logistik, Valleytank, Before operations paused in mid-2023, it had already processed about 1,500
McAsphalt, Compass Minerals containers in the first half of the year, underscoring strong demand and operational
. capability.
Industries T = E Peblly
Vall eyfieldds traffic has grown steadil
Pop. Within _— decades, supported by regional economic expansion and rising steel and industrial
100 km I’*I R = cargo demand. While restarting container operations will require renewed CBSA

approvals, the port is prepared to assume related costs, including scanning expenses
including uranium and ammunition, leveraging its specialized infrastructure and
Valleyfield is the last port on the Québec portion of the St. Lawrence Seaway. It is well connected to both geographic advantages to serve markets less suited to or farther from major port

Ontario and Québec via rail and road infrastructure. Each year, around 120 vessels pass through this port alternatives.

during its nine-month navigation season.
. b For decades, Valleyfield has been a vital maritime resupply hub for the Canadian

With seven berths over 1,106 metres, the Port of Valleyfield offers extensive infrastructure for diverse maritime Arctic and Greenland, consolidating cargoes critical to northern communities and
operations, including 278,700 m?2 of outdoor storage, 27,900 mZ2 of indoor warehousing, and 32 liquid bulk tanks industrial projects. This enduring roled ensuring continuity and reliability in Arctic
totaling 50,000 m?. Its versatile cargo-handling suite efficiently manages general, project, and dry-bulk logisticss hi ghl i ghts Valleyfieldoés strategic im
cargoes. Serving a wide range of clients, Valleyfield handles steel products, project and general cargoes, and

: : L X ) " and northern supply network, as demand grows for secure and adaptive port services.
breakbulk, including specialized materials such as uranium and ammunition traded between Europe and North

America. Strategically located to serve the southwestern Greater Montreal Area, it is also a key consolidation Overall Benefits

hub for maritime Arctic resupply operations, supporting logistics to the Canadian Arctic and Greenlandd a role A Supply chain: Reduce congestion at current gateway ports and enable safer
that underscores its strategic importance in Canad transport of dangerous commaodities.

Transport Services A Economic: Support regional development and stimulate cross-border activity with
A Rail: Yes - CN, CPKC and CSTX. the United States.

A Road: Autoroutes 530, 20 and 30; Routes 132, 201 and 202. A SMEs: Improve competitiveness and productivity.

Sources: Statistics Canada, Port of Valleyfield documents & interviews; Aviseo Consulting Analysis, 2025. Study on container reception services 44 @VISEO
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PROJECT DESCRIPTION

The reintroduction of mobile CBSA services in Valleyfield would
reacti vate 1 ts strategic role wit|

While the port would receive some general cargo containers, the core of the economic benefit lies in the capacity to handle h ighly
valuable uranium exports ! and corresponding nuclear fuel imports through specialized containers and vessels.

The economic benefits stem fr om t hhebrdader strategi¢ benéhid areevwer moeelcampetinga b i | 1 t y t
reduce transport times, S'_m_p_“fY IOg'St'_CaI Processes, and prowd_e_ i By facilitating the movement of uranium and nuclear fuel, the port directly
shippers with greater flexibility in moving these critical commodities supports Canadads Critical Mineral Stre

i For uranium exports, Valleyfield offers a secure and efficient outlet for Canadian resource of national importance for energy security, economic growth, and the

mining companies, ensuring that high-value cargo can reach global markets more transition to cleaner technologies
competitively T The flexibility offered by container services at Valleyfield strengthens the competitive

iln turn, the portodéds infrastructure and f| eQOf[';B)'? Olfgdap _d:canmgm[ggeclon?ﬁ?pr:ese _c?re%atlesen?w oppgrturytlgscfogwl%pdng ate in
of nuclear fuel, creating a complete logistical cycle that supports both upstream and partners, and remtorces supply chain resiience.

downstream elements of the nuclear supply chain and logistical loop For Canadian society as a whol e the poi
i By lowering effective transport costs and reducing logistical bottlenecks, container because it helps secure the flow of strategic commaodities that underpin both
reception services at Valleyfield function much like a trade cost reduction. industrial development and clean energy objectives.
Economic Benefit Mechanisms at Play CBSA Mobile Container Screening Operating Costs 1
Port of Valleyfield Port of Valleyfield

In the costliest anticipated scenario! of mobile container screening services,

O osv-e(zjr?lll ;?2#;?3&25 _\/ﬁ 3 L%?;?j;fdi:]li);?”gécvg which includes a 50% inefficiency factor, annual CBSA -related costs amount
y g to only $54,203 , equivalent to $49.73 per TEU.

1 A detailed breakdown of the assumptions that informed the modelling of the economic impacts are provided in the Appendices.
Source: Aviseo Consulting Analysis based on simulations from A v i s mterGasCanadian Computable General Equilibrium (CGE) model, 2025. Study on container reception services 45 @VISEO



Valleyfield

NET ECONOMIC BENEFITS

A low -cost initiative that leverages existing
Infrastructure to deliver durable economic,
fiscal, and strategic benefits

The economic benefits are both substantial and recurring

i Each year, the reinstatement of container reception services is expected to support:

T more than $5. 21 million in value added to Canadaods GDP,

T $5.84 million in business income,
i and close to $9.24 million in household disposable income.

i The federal government would also benefit directly, with an estimated $2.13 million in annual tax revenuesd
recovering the annual cost of container screening ($54,203) in the equivalent of less than 10 days 1.

These gains illustrate how even relatively modest operational adjustments at the Port of Valleyfield can unlock
significant fiscal and economic returns.

Economic and fiscal impacts of CBSA container reception services 1
Canada, annual economic impacts, in $ millions

Annually recurring economic impacts Total

Value added
($ millions) 5.21
Business income
($ millions) 5.84
Household disposable income 924
($ millions) ’ 9 3 days
Prov. and Territories 2.94 . . :
Government revenues Time to recover all container screening costs
($ millions) Caie 213 thanks to additional government revenues

1 A detailed breakdown of the assumptions that informed the modelling of the economic impacts are provided in the Appendices
Source: Aviseo Consulting Analysis based on simulations from A v i s mterGasCanadian Computable General Equilibrium (CGE) model, 2025.

Photo: Pavan, J. 1 Uranium Ore




Valleyfield
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NET ECONOMIC BENEFITS

Direct container imports and exports from
Valleyfield would enhance public safety

Transporting ammunition and hazardous materials by rail or truck to urban centres
poses unnecessary risks that direct imports/exports via the Port of Valleyfield could

eliminate

Best international practices, such as described by OSCE and European ADR/RID advocate for:

Use watercraft , if possible, which prevent
traffic accidents. Watercraft and controlled
industrial and port zones make it easier to enforce
physical security controls and protocols.

Minimizing handling. Each additional

handling point (loading, unloading, inspection)
presents a risk of human error, malpractice,
mechanical failure, or exposure.

Sources: OSCE, General Dynamics; Aviseo Consulting Analysis, 2025.

The transportation of ammunition should avoid
densely populated urban areas.

Avoid ground transportation.  The longer

the route and the more public infrastructure
involved, the greater the opportunity for theft and
sabotage.

W\

Until 2023, the Port of Valleyfield specialized in
handling dangerous containerized cargo for firms
such as Cameco and General Dynamics

) ithout an S.O. permitfto store imported containers,
i rts of highly explosive materials used in the
facturing of 155 mm shells moved to the Port
of Saguenay, adding 540 km of road transport
through both of Québec's most populated areas

General Dynamics plans tojnvest $700M in
Valleyfield to expand 155 mm shell production,
further increasing regional demand.
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PROJECT DESCRIPTION

Picton Terminals

Picton Terminals is positioning itself as a strategic container and bulk gateway
for Eastern Ontario, extending its reach beyond 100 km to serve markets from
Ottawa through the Eastern GTA. By providing a direct routing alternative,

Characteristics and structure

Trois-Riviéres

Owner ABNA Investments Ltd (Doornekamp family) ) . =
containers moving from Montreal to the Eastern GTA can efficiently flow
SauleSte Marie - Operator Picton Terminals Ltd through Picton, avoiding the congestion of travelling through the GTA and
' trucking bottlenecks around Brampton. This generates significant volume
Cpdirie Governance Privately held company potential, reduces truck kilometres traveled, and lowers associated GHG
emissions.

Parrish & Heimbecker Agricultural shippers,

Stakeholders Kimco Steel, Windsor Salt The port continues to expand privately financed infrastructure and partnerships
_ > " . to meet regional needs. In 2026, Picton Terminals will launch a new
Industries o x w agricultural terminal with Parrish & Heimbecker, designed to handle up to
800,000 metric tons annually. In addition to agricultural products, the terminal
Pop. Within I*I 546.587 BE= 339904 also manages salt cargoes, diversifying its operations to strengthen resilience
100 km ' = ' and year-round utility.

— Early business case analyses and discussions with multiple carriers suggest a
Description potential throughput of 800 to 900 TEUs per month, with an anticipated annual
. . . . . . . traffic of up to 42,000 TEUs within five years, split between imports and
Picton Terminals is a privately operated deepwater port in Prince Edward County (PEC) on Lake Ontario. As one of P 4 . .

. . . i . . . exports. This positions the terminal
the few deepwater terminals in the region, with the nearest competing facilities located over 100 km away, it provides largest manufacturing region, supporting Kingston, Quinte, and Eastern

a strategic hub for Eastern Ontariobs trade and logist ' ohtsrio. Unlike many Canadian gateways, Picton Terminals benefits from a
The terminal handles a wide range of bulk and breakbulk cargoes, including construction materials, steel, workforce not governed by collective bargaining agreements, ensuring
aggregates, stone, salt, gypsum, sand, bulk sugar, and specialized projects. With upcoming grain volumes under operational continuity and insulation from work stoppages. Positioned at the
Parrish & Heimbecker (P&H), Picton Terminals is expanding its role in supporting both agriculture and industry. By intersection of agriculture, manufacturing, and international trade, Picton
offering flexible capacity and diversified cargo handling, the port helps reduce truck traffic on regional highways while Terminals offers Ontario a credible alternative route to alleviate supply chain
strengthening supply chain resilience for manufacturers, farmers, and shippers across the region. bottlenecks and support sustainable regional growth

In anticipation of container operations, Picton Terminals has already made significant pre-emptive investments,

acquiring shore equipment such as cranes and reach-stackers, and owning and operating container ships over the Overall Benefits

past five years. These vessels, selected for their ability to transit the Seaway and serve the Great Lakes, have been A Supply chain: Alleviate national supply chain bottlenecks.

trading abroad until CBSA approval is granted. During this period, the company has also grown strong international A Economic: Drive regional growth in containerized products and ensure
relationships that will help attract new container traffic to the Great Lakes once operations commence. further growth.

Transport Services A SMEs:Reduce inputsodo costs for local i
A Road: Road access via Highway 49 (extension of Highway 401). reduce local companiesd6 dependence

Sources: Statistics Canada, Picton Terminals documents & interviews; Aviseo Consulting Analysis, 2025. Study on container reception services 48 @VISEO
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PROJECT DESCRIPTION

| A

The possiblility to screen import containers at Picton ensures
the region Is supported by the infrastructure it needs to grow

With an anticipated annual traffic of 42,000 TEUs within five years, split between imports and exports, the terminal is posit loned to

become a natur al

through dedicated marine assets and a stable workforce.

By shifting activity closer to where goods are produced and consumed,
Picton can remove a structural bottleneck and deliver tangible

economic gains

i Several companies have already signalled strong interest in using the facility as

soon as it becomes available:

T A major advanced materials manufacturer expects to redirect 75 to 90 containers per
month (900-1,080 per annum) to its Kingston operation

T A regional industrial minerals producer anticipates shipping 200 to 300 containers

each year starting in 2026

T A regional distributor has identified imports currently routed through Montreal that

could instead flow through Picton

T An emerging aluminum packaging manufacturer foresees importing containers every

month to support production growth

T The underserviced agricultural market in Eastern Ontario also represents significant
demand for containerized exports that Picton can unlock.

This feedback demonstrates that demand for a local container terminal is both real
and immediate, and that firms stand ready to use Picton Terminals to reduce costs,

i mprove mar ket access

supported by the infrastructure it needs to grow.

and

ensur e

t hat

o tlargest mahudacturit@megienr Suppdrtsrg KIngston, Quinte and the Eastern Ontario region

The Project also carries great logistical and environmental implications

T According to the Commercial Vehicle Survey, more than 37,000 empty containers
are currently shipped to and from PictonTer mi nal sd vi cinity

T With a CBSA-designated container reception point, many of these repositioning
moves could be integrated directly into marine operations, reducing unnecessary
trucking activity

T This shift has the potential to eliminate tens of thousands of truck trips annually,
cutting greenhouse gas emissions, easing congestion along Highway 401, and

improving

supply chain efficiency.

i The operators bring proven experience, having managed three container vessel
services in Europe

and on routes from

I Strong coordination with neighbouring U.S. Great Lakes ports further anchors demand
and positions Picton within a broader binational container network.

Economic Benefit Mechanisms at Play

Picton Terminals

@

2-day+ reduction in

%vprgll rtlrzglgit tirgeé on
P

r vessel movement

(&)
=)

Increased efficiency
’}e v o cgrgeiavg and |

contal eral OC&tIOI’lS

Sources: Invest Kingston, Commercial Vehicle Survey, Picton Terminals; Aviseo Consulting Analysis based on simulations from A v i s mterdasOntario Computable

General Equilibrium (CGE) model, 2025.

Study on container reception services 49 @VISEO
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NET ECONOMIC BENEFITS

CBSA -enabled container reception services at  Picton Terminals
would result in significant annually recurring economic impacts

Five years after its inauguration, when operations reach their stable The project will make a significant contribution to the revenues of

growth phase, the 42,000 containers transiting through Picton businesses, households, and governments

Terminals will support $26.9M in annual value added i Thanks to the increased productivity of importing businesses and the enhanced

i Of this total, 55.8% ($15.0M) would stem from imports and 44.2% ($11.9M) from profitability of exporting businesses, the income of Ontario-based companies will
exports. rise by $26.4M

I Households in Ontario will also benefit from the project, with their disposable

By increasing access to competitively priced imported inputs, container reception ) ) )
y g P y P P P P income increasing by more than $65.4M annually

services would enhance the competitiveness of businesses in the Kingston-PEC
region i The Government of Ontario will see a gain of $15.0M in tax revenues, while the
Government of Canada will collect an estimated $13.5M in tax revenues annually,
far outweighing any CBSA-related costs that could be associated with providing a
container screening service.

i At the same time, improved export options would allow regional producers and
manufacturers to reach new international markets.

Key Results of the Picton Terminals Container Project 1! The reported economic impacts should be viewed as conservative, since
Ontario, Project at year 5, annual economic impacts, in $ millions container volumes are projected to grow steadily over the first 20 years of
Annually recurring economic impacts service.
Value added 15.0 11.9 26.9 120,000 1
($ millions)
; : 100,000 -
Business income '
(& millions) 4.5 21.9 26.4 80,000 -
Household disposable income 4
($ millions) 11.2 54.3 65.4 60,000
40,000 A
Ont. 2.7 12.4 15.0
Government revenue 20,000 -
i
($ m |0n5) Can. 24 111 135 0 T T T T T T T T T T T T T T T T T v Years
0 1 2 3 45 6 7 8 9 10 11 12 13 14 15 16 17 18 19 20

1 Rounding of numbers may explain the difference between the sum of the elements and the total presented.
Source: Aviseo Consulting Analysis based on simulations from A v i s mterdasOntario Computable General Equilibrium (CGE) model, 2025. Study on container reception services 50 @VISEO



PROJECT DESCRIPTION

Port of Hamilton T Oshawa (HOPA)

The Greater Toronto and Hamilton Area (GTHA) is the regional backbone for

Characteristics and structure

handling trade volume moving through Canac
I . investments have been made to increase container capacity at ports of entry, inland
Trois miviéres (@9 Owner Hamiltoni Oshawa Port Authority transportation flows remain underdeveloped. In particurl)ar, the need for sufficient
I ) inland rail capacity, to safely store and efficiently maneuver rail cars in the event of
sault ste. Marie Montréal Operator Hamiltoni Oshawa Port Authority disruptions, is an important gap that must be addressed to ensure network resilience.
Not-for-profit Canada Port Without such capacity, more pressure falls on road networks. Highway congestion in
Governance Authority (CPA)! the GTHA region, which according to a 2024 report from the Canadian Centre for
) i Economic Analysis, already costs the Canadian economy upwards of $10.1 billion
Stakeholders ArcelorMital, Parrish & each year.
Toronto Heimbecker, Richardson
— To meet growing regional demand, HOPA and Hamilton Container Terminals Inc.
Industries o’:.‘ x f& i '=' (HCT Inc.) have partnered to create the Hamilton Container Terminal (HCT) to
increase inland capacity. This terminal will improve container logistics in Southern
Pop. Within = Ontario by providing storage facilities and direct intermodal rail service between
108 km I*I SRR =5 B8 Hamilton and Montreal, QC.

— Connected to Hamilton Harbourés extensive
Description anticipated capacity at HCT will reach 600 import containers per week and support

about 10% to 12% of the Southern Ontario market. HCT will provide shippers with

HOPA is the largest Canadian port authority on the Great Lakes with four geographic locations ; Hamilton, annual savings of about $27.6 million in trucking, storage, and related costs.

Oshawa, Thorold and Port Colborne. Overall, it sees around 680 vessel arrivals each year, 600 of which transit ' '

through the Port of Hamilton (Hamilton Harbour). Overall Benefits

Hamilton Harbour covers ~250 ha (32 berths) and ac c oM 8upmycHaia:r Inceebstocapatity ah@reshiénse atparts gfentryv ol ume . |t ¢

cargo, dry and liquid bulk and provides many services such as wharves, dock areas, warehouse, commercial
and office space, and industrial parks and marina services. Ore (30%), grain (25%) and coal (15%) are its main
commodities with an extensive intermodal infrastructure enabling rapid bulk transfers. New Niagara real estate
and infrastructure, emerging commodities (green hydrogen, LNG and biofuels) and the opportunity to decrease
road congestion in the GTA, represent major growth opportunities. A Congestion: Reduce 930,000 truck kilometres in Southern Ontario with annual
congestion cost savings between $245,000 and $490,000.

A Environment: 1,900-3,900 tonnes of CO,e saved per year and $600,000 to $1.2
million saved based on the Government of Canada's estimated social cost of
greenhouse gases.

Transport Services
A Rail: Full rail service (link A1) for distribution across Canada. CN and CP rail spur on site.
A Road: Highways QEW/403/401 nearby.

1 Under the Maritime Act
Sources: Statistics Canada, HOPA documents & interviews, CANCEA; Aviseo Consulting Analysis, 2025. Study on container reception services 51 @VISEO
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PROJECT DESCRIPTION

Redirecting import containers in bond from the Port of Montreal to
Hamilton by rail generates real cost savings for shippers

Elll One of the largest areas of improvement lies in storage-related cost HOPA6s HCT Rail Terminal Solution, | mpor
, , - _ . . HOPA; savi ts) in $ per TEU
I Inthe GTA, CN and CPKC intermodal facilities offer limited capacity and tight savings (Costs) in $ per _
free-time allowances of 24 hours, followed by storage charges of $300 per day
i To avoid these penalties, many shippers resort to pre-pulling containers to nearby Arrival at Port of 4&
staging facilities, incurring additional trucking costs of about $150 per move, plus , Montreal, NN )
reduced storage charges of $100+ per day screening for ‘ — -
contraband, etc. Al e oem wm

T By contrast, Hamilton Container Terminal (HCT) provides more favourable conditions,
including two free days and lower daily charges of $150/day, which translates into an

average storage-related saving of $400 per container . Move_ment in bond
¢ by rail towards T -

southern Ontario

Pl A comparative analysis of trucking costs between Brampton and

Hamilton demonstrates additional savings
Toronto-Hamilton

i For cargo destined to markets such as Stoney Creek or Brantford, average switch, avoiding Switch: (-$125)
trucking costs from Brampton range from $5751 $725 per trip, compared with I trucking towards SHHHHE (Jo Trucking: $250
$2501 $450 from Hamilton the Hamilton area

T On a conservative basis, this results in $250 in savings per container  within

Hami |l tonds natural catchment area. Arrival at HCT, 4&

¥ final clearance and I\l $400

EFHCN has indicated that rail costs from Montreal to Hamilton are storage N e—
approximately $125 higher per container than to Brampton, reflecting
the incremental Torontoi Hamilton switching move ol o2
i While this adds to costs, it is more than offset by trucking and storage savings. . . .

Savings for also come primarily from
Xl When these factors are combined, the net benefit per import avoided storage and drayage costs. On average, these
container amounts to approximately $525 in avoided costs. represent an additional $360 per TEU in cost reductions.

Sources: HOPA and HCT Data validated by CPCS, CN; Aviseo Consulting Analysis, 2025. Study on container reception services 52 @VISEO



NET ECONOMIC BENEFITS

HOPAG6s HCT r ai |l

t er mi

| ==

nal proj ect

IN annual revenues for the Government of Canada

Once the HCT reaches maturity, the economic impacts of the
approximately 62,400 containers passing through HCT will amount to
$10.0M per year in value added

i Of this total, 50.7% ($5.1M) comes from savings on imports and 49.3% from
exports.

The anticipated volume, which is evenly split between import and export containers,
is expected to save upwards of $16.4M to importing businesses and $11.2M to
exporters

I Overall, businesses in the Hamilton area would save $27.6M in transport-related
costs.

The project will make a significant contribution to the revenues of
businesses, households, and governments
T Thanks to the increased productivity of importing businesses and the enhanced

profitability of exporting businesses, the income of Ontario-based companies will
rise by $10.5M

I Households in Ontario will also benefit from the project, with their disposable
income increasing by more than $26M annually

i The Government of Ontario will see a gain of $6.0M in tax revenues, while the
Government of Canada will collect an estimated $5.4M in tax revenues annually.

Key Results of the HCT Container Project 1

Ontario, Project at maturity, annual economic impacts, in $ millions

$27.6M intransport -related savings:

$11.2M in avoided costs for exporters

1 Rounding of numbers may explain the difference between the sum of the elements and the total presented.

Annually recurring economic impacts

Export Total

Value added

($ millions) 5.1 4.9 10.0
Business income 2
($ millions) 1.6 8.9 10.5
Household disposable income
($ millions) 3.9 22.4 26.3
ont. 0.9 5.1 6.0
Government revenue
($ millions)
Can. 0.8 4.6 5.4

2Business income refers to aggregate income for all businesses in the economy, accounting for both positive and negative impacts.

Source: Aviseo Consulting Analysis based on simulations from A v i s mterdasOntario Computable General Equilibrium (CGE) model, 2025.
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NET ECONOMIC BENEFITS

HOPA has already completed construction
of its Hamilton Container Terminal,
providing the necessary infrastructure to
handle containerized cargo efficiently

The facility is fully operational from a physical standpoint, with dedicated space, equipment, and
connectivity to road and rail networks already in place. What remains is the part-time
presence of CBSA officers on -site to conduct container inspections under a sufferance
warehouse licence , for which the Port Authority resubmitted its application on May 9, 2025.

Securing this service is the final step required for the terminal to begin processing
container s traffic , unlocking its full economic potential and enabling economic agents to benefit
from reduced logistics costs and improved supply chain efficiency.

HOPA is prioritizing the development of its rail container terminal in Hamilton as the
most actionable solution to regional supply chain challenges. The rail terminal requires
modest CBSA staffing and infrastructure compared to marine terminals, making it a
practical immediate initiative. While marine container services present greater
complexity, HOPA sees significant long  -term potential and anticipates future marine
container opportunities across its Great Lakes network.
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Sources: HOPA documents & interviews; Aviseo Consulting Analysis, 2025.
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PROJECT DESCRIPTION

Port Windsor

Mortem Limited along with the Port Windsor is investing $27M to create a multi-use
cargo dock with roll-on/roll-off and container transport capabilities. It also includes the
construction of a new 50,000 square-foot warehouse, restoration and expansion of

Characteristics and structure

Owner Windsor Port Authority o o ) ; . .
Troisiviéres (@ existing facilities, and the reinforcement of the shoreline to mitigate climate-related
Operator Windsor Port Authority erosion and flooding risks. The new dock will add an additional ship berthing location,
Sault Ste. Marie Montréal . . expanding terminal capacity for both bulk commodities (steel, aluminum) and a

Colemance N0t-f0§-pf0flt Canada Port Authority segregated containerized area with additional fencing and security. While the project
(CPA) will expand infrastructure for short-sea shipping and containerized products, the lack
Windsor Port Authority, Morterm of CBSA support remains the key bottleneck.

Stakeholders

Limited, Essex Terminal Railway With roughly 100,000 containers imported each month in Ontario and the local
demand for more containerized trade, the growth potential is significant. The

] () o . .
Industries o‘..‘ ﬁ,, -='r expanded facility would directly support sectors such as agri-food, greenhouse
products, automotive inputs and grain exports. The Great Lakes System currently
Pop. Within = operates at only half its capacitrougnd with V
100 km I*I636’563 ===EulCce operations. By positioning itself as a mul

manufacturing corridor, the project offers a shorter and more efficient route to U.S.

Description manufacturing hubs, bypassing trucking limitations on Montreal routes.

. . . ) } , ] The sitebs direct rail service via its sis
Port Windsor is located on the Canadian-American border, directly across from Detroit, a large metropolitan

| il | is the cl di . dthe | bl ISO-9001 certified warehouse capacity, is unique in Ontario. The infrastructure
area of nearly 5.5 million people. It |s"t e closest Canadian port to major U.S. metro areas and the last sizable investments will reduce environmental vulnerability, expand capacity for bulk and
Canadian city along the Great Lakesi St. Lawrence Seaway System.

container car go, andernsstategicrele.t he portds | on
Commodity activity at the port is led by salt, which typically represents about 40% of annual volumes, followed .
by grain (25%), aggregates (25%), and bulk cargo and fuels (10%). While volumes can vary year to year, these Overall Benefits

categories reflect a representative breakdown of theA%BpTthgiﬁ: RefedsétVH d YGr eat Lakes Systemds effic
Transport Services overseas markets.
A Rail: The Essex Terminal Railway (ETR) operates in the Port of Windsor with rail connections to the

Crrclan Nefael, Careean Paeie 2l Marel sne Wiese, A Environmental: Reinforce port infrastructure against shoreline erosion and

A Road: Windsor-Essex is the western terminus of Highway 401, providing easti west access throughout flooding.
southern Ontario and Québec, with direct connections to the U.S. Interstate system (I-75, 1-94, 1-96). A SMEs: Attract new businesses and offer export services by containers previously
A International Crossings:  Port Windsor also hosts both the Ambassador Bridge and the new Gordie Howe unavailable in the region. Establish new multimodal connections in line with
International Bridge, together representing nearly 30% of all Canadai U.S. trade. Canadian government priorities for regional economic growth.

1 Under the Maritime Act
Sources: Statistics Canada, Port Windsor documents & interviews; Aviseo Consulting Analysis, 2025. Study on container reception services 55 @VISEO



Valleyfield Picton Hamilton Goderich

Québec Windsor

PROJECT DESCRIPTION

Container reception services at Port Windsor would serve as a
powerful tool to attract and support investment in the region

With almost 200 million people located within a 13-hour drive and robust intermodal connections through the Ambassador Bridge, the Gordie Howe
Bridge!, U.S. interstates, and continental rail networks, the lack of local container reception and inspection services stands out as a major gap.

For global investors considering Windsor  -Essex, the At the same time, container reception services would deliver
availability of direct container reception would significantly I mmedi ate benefits to the regionods
| mprove the regionds val ue pr op o s established.manufacturers.

New and Emerging Business Established Business

Local firms in automotive, agriculture, and advanced manufacturing
would no longer face the added burden of long-haul trucking and rail

i By enabling import containers to be received and cleared directly in Windsor, Port from distant ports
Windsor would lower trade costs, shorten lead times, and provide a steady i
supply of empty containers for exports

Advanced manufacturing, EV battery production, and other supply
chaini intensive industries depend on efficient logistics

Instead, they would gain a cost-effective logistics hub at their doorstep, one that
enhances their competitiveness, improves just-in-time reliability, and strengthens

i This creates a more reliable and competitive environment for companies their ability to reach global markets

weighing the region against other North American locations. iln short, container reception at Port \
case even stronger while directly boosting the competitiveness of businesses that

‘ ‘ For new business attraction [of large companies], one of the first things they already anchor the local economy

look at is what resources and logistics infrastructure are present to

support [their] business , specifically [the larger companies] coming from
overseas. [ ¢é] a |l arge reason for
T A local supply chain stakeholder , ,

1 Opening expected Q1-2026.

Sources: Port Windsor documents & stakeholder interviews, Statistics Canada, Invest WindsorEssex; Aviseo Consulting Analysis, 2025.

t hat i S

'{Eogether, these effects would reinforce Windsor-Essex as a premier hub for
d
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PROJECT DESCRIPTION

Containerized trade in Windsor
IS particularly inefficient

Commercial Vehicle Survey data from 2019 indicate that over 95,600 TEUs travelled to or from
Port Windsordés vicinity by truck across 11

Yet, a striking share of this activity does not generate real economic value:

i Close to half of all container flows consist of empty containers being repositioned

T Specifically, 60.8% of inbound trips and 39.9% of outbound trips exceeding 100 km are empty.
These patterns underline the structural inefficiencies that burden containerized shipping in Windsor-Essex,
driving up costs, wasting driver capacity, and inf|

I Together, these inefficiencies highlight the urgent need for local container reception and inspection services that
would reduce empty trips, lower costs, and improve the competitiveness of regional businesses.

Containerized Trucking to and from Windsor, Trips Exceeding 100 km
Port Windsor vicinity; 2019; in TEUs

B inbound M Outbound
AWhen you ship a contai ne

29,368 Windsor, a lot of times that container is going
back empty to the nearest rail yard, [which is]
horribly inefficient : empty miles, carbon

15,009 footprint, underutilizat:i
13,420 13,052 T A local supply chain stakeholder
6,176
4,300 . N
I 2,854 . 3,124 2577 2,570 1 494 920 861
-_-—-__ L
Containers  Food Agri. Transportation Minerals ~ Plastics Machinery Unknown Metals & Wood & Manufactured
Returning Products and Rubber & Electrical Cargo/No Products Paper Products
Empty Response Products

Sources: Commercial Vehicle Survey, Port Windsor documents & stakeholder interviews; Aviseo Consulting Analysis, 2025.
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PROJECT DESCRIPTION

By receiving containers locally, Port Windsor would make trade
cheaper, faster, and easier overall for importers and exporters

Based on the regionbés industri al makeup and trade fl ows, i1t &amsounest.
to 19,200 TEUSs per year.

In the absence of data on expected container By triangulating across these data sources, it Feedback from industry reinforces this

flows, demand had to be estimated using is possible to develop a robust estimate of estimate
proxy indicators container demand i At present, the most common complaint voiced by
The calculation is grounded in three complementary I This approach ensures that, even in the absence of customers to a local supply chain stakeholder is that
elements: observable data, the estimate reflects the underlying Ait is too hard to get con
industrial dynamics and trade patterns that would i Shippers underline that the process takes too much

[fiThe industrial makeup i n drve eontainarusagesiotie past time and is unnecessarily cumbersome, creating
catchment area, which provides a clear picture of i On this basis, consistent with the information avoidable costs and logistical friction
sectors most likely to rely on containerized trade obtained in interviews conducted with stakeholders i This sentiment underscores the structural gap in
Data on commodity types historically moved an_d regional GDP growth, it is assessed that Port container availgbi!ity al_nd highligh_ts the ecor_mmic

) . Windsor could service an annual demand for value of establishing direct container reception
through the Windsor area, which reveals the scale and approximately 19,200 TEUs within five years  of services at Port Windsor.

nature of goods that could be shifted into containers its inauguration.

Past container flows entering and leaving the Economic Benefit Mechanisms at Play
portdés broader vicinity byPotofgyigsdr, whi ch serve as a

benchmark for existing containerized activity.

L Significant reduction in Increased efficiency
8-day+ reduction in )
overall transit times total transport-related of empty container

costs (up to $3,000) allocations

Sources: Statistics Canada, Commercial Vehicle Survey, Port Windsor documents & stakeholder interviews; Aviseo Consulting Analysis, 2025. Study on container reception services 59 @VISEO



NET ECONOMIC BENEFITS

Anticipated economic impacts of container reception services
at Port Windsor reflect the support of local stakeholders

Assuming a five-year start-up horizon, the 19,200 containers expected The project will make a significant contribution to the revenues of

to pass through Port Windsor would support $24.6 million per year in businesses, households, and governments

value added T Thanks to the increased productivity of importing businesses and the enhanced

i Of this total, 54.8% ($13.5M) would come from imports and 45.2% ($11.1M) from profitability of exporting businesses, the income of Ontario companies will
exports. increase by $25.9M

I Households in Ontario will also benefit from the project, with their disposable

Beyond the numbers, the availability of lower-cost imported inputs represents a ) -
y y P P P income rising by more than $60M annually

strategic advantage, directly strengthening the competitiveness of Windsor

businesses in both national and international markets I The Government of Ontario will be able to count on $14.4M in tax revenues,
i This is particularly relevant for a region that has historically relied on bilateral trade while the Government of Canada will be able to count on an estimated $12.9M in
with the United States and is now navigating a period of heightened economic tax revenues.
uncertainty.
Key Results of the Container Reception Services at Port Windsor 1 [ -
Ontario, Project at year 5, annual economic impacts, in $ millions i- .E CBSA-related costs
Annually recurring economic impacts While the actual costs of establishing container reception services at Port Windsor

Export Total remain uncertain, available references provide useful guidance.

value added T For instance, the most recent investment in Halifax amounted to $7.9 million from
( millions) 135 111 24.6 both Transport Canada and CBSA. Halifax, however, requires a much larger facility
designed to handle container volumes more than 20 times higher than those

gur:illlri];ss)s neome 4.6 21.2 25.9 expected at Windsor.
Household disposable income 115 503 618 T Against t_his backglrop, the $12.9M in a_dditional annual federal revenues generated
($ millions) by container services at Port Windsor is expected to offset CBSA-related
o 27 11.7 14.4 implementation and operation costs within a very short horizon. Even under
Government revenue ' conservative assumpt i on soststustera theopaybddia | i f a x
($ millions) Can. 24 105 12.9 period would be measured in less than a year .

1 Rounding of numbers may explain the difference between the sum of the elements and the total presented.
Source: Aviseo Consulting Analysis based on simulations from A v i s mterdasOntario Computable General Equilibrium (CGE) model, 2025. Study on container reception services 60 @VISEO



PROJECT DESCRIPTION

Port of Goderich

The Port of Goderich is focused on expanding its capacity through the development of
an additional 11 acres to meet the growing demand of local industries. It aims to
address current footprint limitations, enhance long-term competitiveness, and

Characteristics and structure

Owner Town of Goderich ¢ an
Trois-Rivieres (@t increase overall throughput to 300,000 tons per year. At present, the port is interested
Operator Goderich Port Management in heavy-lift commodities in the energy and agricultural sectors, accommodating
Sault Ste. Marie Montréal Corporation (GPMC) specialized cargo (wind farm components, nuclear equipment). Completion is
T GPMC responsible for the. ar_1ticipated_by late 2028, pe_:nding the outcome of government funding support, which
sl management of port facilities will determine whether the investment can move forward.
Complementary CBSA container handling, along with partnerships with third-party
Stakeholders GPMC operators for equipment, offers opportunities to better integrate the port into regional
and international supply chains. Establishing a trade corridor between Chicago and
Industries %‘,‘ ﬁ Goderich and capitalizing on short-sea shipping would provide an alternative to costly

and time-consuming road and rail transportation. This approach would not only
Pop. Within o — facilitate container movement but also integrate Goderich into regional initiatives such
100 km Bl 044500 E= 53307 as the Windsor-HOPA-Picton milk runs, while fostering potential collaborations with
ports including Cleveland and Toledo.

Description Key challenges for implementation include securing the consistent availability of

empty containers and addressing limited connectivity to major highways and rail

The Po'rt of'G'oderich has a marine transit time advantage re'lative to almost all other ports in Southern Ontario networks. Strengthening collaboration with container lines and partner ports will be

for trqfflc orlglnatgd or destined west of Squthern Ontarlo: It is well pqsﬂpngd to serve the Southwestern essential to ensure reliable container supply and coordinated shipping routes. At the

Ontario, a strategic catchment area that widens progressively as traffic within the GTA worsens. same time, leveragingshorts ea shi pping can help offset
Each year, around 250 vessels call at the Port of Goderich, handling the loading and delivery of commodities disadvantages. Building long-term partnerships with third-party operators for efficient

like salt, grain, and calcium chloride. Beyond commercial shipping, the port also serves fishing boats and container handling, combined with a strategy that prioritizes high-demand sectors, will

various other users. Although it can serve many industries, Sifto Canada comprises most port traffic flows. The be critical to the successful and sustainable realization of this expansion.

port activities are essential to Goderichos economy.Ovéré”geﬁeﬁfsesponsi ble for the direct employm

people and more than 1,500 indirect jobs. In 2020, the port underwent a significant expansion of 2 ha.
A Supply chain: Create a trade corridor between Chicago and Goderich to alleviate

Transport Services o ) . supply chain bottlenecks. Reduce dependence on costly truck transportation.
A Rail: Connected to the CN line in Stratford through the Goderichi Exeter Railway (124 km of track). _ . - _
A Road: Connect to the Highway 401 through Kitchener after 103 km of secondary county roads. A Economic: Expand local economic activities and further develop the region.

A SMEs: Expand local exports. Improve competitiveness and productivity.

Sources: Chamber of Marine Commerce, Statistics Canada, Port of Goderich documents & interviews; Aviseo Consulting Analysis, 2025. Study on container reception services 61 @VISEO



PROJECT DESCRIPTION

Allowing imports at Goderich would transform a costly two

j AN

-step

system into a streamlined cycle, aligned with export demand

The Port of Goderich is exploring the potential of developing container handling capacity to better serve Southwestern Ontari 0.
While no firm volume agreements are yet in place, industry stakeholders have indicated meaningful interest.

The case for container reception in Goderich rests on past observable
patterns of trucking activity in the region

i In 2019, over 20,000 TEUs of empty containers were trucked from Cambridge to
the Bluewater area, while several thousand additional moves connected
Goderich-area municipalities such as St. Marys, North Perth, Huron East, and
Bluewater with Brampton and Vaughan, known intermodal hubs

T Much of this traffic involves either the repositioning of empty containers or the
shipment of agricultural products, reflecting the export-oriented nature of the local
economy

I By introducing a marine container option at Goderich, a portion of these truck flows
could be replaced or rerouted through more efficient short-sea services, cutting
congestion on Ontariobds highways and

i According to local operators, a single company alone could represent as many as
400 containers per month

T If five to six operators were to use the facility, this would translate into volumes on the
order of 10,000 TEUs per year

i Based on current discussions, roughly half of this traffic could be handled by vessel?,
with the other half moving by rail
barge route connecting Chicago to Goderich.

1 An annual volume of 5,000 TEUs is assumed in modelling the economic impacts of CBSA services at the Port of Goderich.
Sources: Commercial Vehicle Survey, Port of Goderich documents & interviews, CBSA; Aviseo Consulting Analysis, 2025.

Export demand for containers in the region is strong, particularly for
agricultural products, food, and manufactured goods

T Trucking data clearly demonstrates this: around a million tonnes of grain,

livestock feed, minerals, and processed food were hauled by truck from
municipalities in the Portos

At present, the lack of a local First Port of Arrival forces containers to be imported
through Montreal or Port Colborne, then repositioned into the GTHA, and only
afterward trucked out again to Goderich and its surrounding municipalities for
export loading

T This system is inherently inefficient: containers flow past the region once, only to
r e d uleihauted baskgempty &t significart eosts

for producers.

Economic Benefit Mechanisms at Play
Port of Goderich

vicinity

O fseat r

Increased efficiency of
enfpty \contaer allddatiofs

<

b

2-day+ reduction in
u t hr gverellitrarsigtimes e r

(72}

Study on container reception services 62

(Aviseo

t

ho



j AN

NET ECONOMIC BENEFITS

A low -cost project that delivers
durable economic and fiscal benefits

Given a five-year start-up horizon, the 5,000 containers expected to The project will make a significant contribution to the revenues of
pass through the Port of Goderich would support $4.52 million per year  businesses, households, and governments

in value added T Thanks to the increased productivity of importing businesses and the enhanced

i Of this total, 53.9% ($2.43M) would stem from imports and 46.1% ($2.08M) from profitability of exporting businesses, the income of Ontario-based companies will
exports rise by $4.80M

I Households in Ontario will also benefit from the project, with their disposable

It should be noted that these figures do not capture the potential impacts of a income increasing by more than $11.49M annually

prospective barge service linking the U.S. and Goderich through Lakes Michigan

and Huron i The Government of Ontario will see a gain of $2.68M in tax revenues, while the
i While such a service could generate significant economic and environmental gains, its Government of Canada will collect an estimated $2.40M in tax revenues annually.
i mpacts were excluded from the present analysis, as the projectds parameters and

timelines remain uncertain and have not yet been formally confirmed.

Key Results of the Container Reception Services at the Port of Goderich 1 ™
Ontario, Project at year 5, annual economic impacts, in $ millions B CBSA -related costs
| ="" ]
Annually recurring economic impacts . o ) . .
While the actual costs of establishing container reception services at the Port of
Goderich remain uncertain, available references provide useful guidance.
Value added 243 208 4.52 i For instance, the costs of mobile container screening services and associated labour
(3 millions) _ - can provide a benchmark that can be scale
gsurfi:?;if et 0.81 3.98 4.80 costs, including a 50% inefficiency factor, would amount to a maximum of $249,770
. . per year.
Household disposable income
($ millions) P 2.05 9.43 11.49 i Against this backdrop, the $2.40M in additional annual federal revenues generated
0.49 220 » 68 by container services at the Port of Goderich is expected to offset CBSA-related
Government revenue ont. ' ' ' operation costs within a very short horizon. The payback period is estimated to take a
$ milli '
($ millions) Can. 0.43 1.97 240 little less than 6 weeks

1 Rounding of numbers may explain the difference between the sum of the elements and the total presented.
Source: Aviseo Consulting Analysis based on simulations from A v i s mterdasOntario Computable General Equilibrium (CGE) model, 2025. Study on container reception services 63 @VISEO



_|_

Study Design and Objectives
Context

Methodology, Scenarios and Key Hypotheses
Project Description and Net Economic Benefits

Conclusion

Appendices




The projects have numerous structuring effects
for Québec, Ontario, and Canada

Structuring effects cover elements that are harder to quantify or that fall outside the scope of this study?, but which are nonetheless
important, especially in terms of their strategic effects. The economic environment has evolved in recent years, meaning that many
governments no longer focus exclusively on jobs created or supported, mainly due to tight labour market conditions that are expected
to persist throughout the next decade. This new reality makes the structuring characteristics of a project, a company, or a sector
particularly important when assessing its overall impacts.

1 With the exception of the impacts on productivity, which are included in the economic impacts of the container projects as an impact mechanism.



STRUCTURING EFFECTS AND IMPLICATIONS

Structuring effects add to the economic and
fiscal benefits of container reception services (1/3)

The establishment of container reception services will have effects that create value for Canada and go beyond the economic
benefits directly attributable to the services at their respective sites.

Seven main structural effects have been identified, which can be grouped into three broad categories:

Reduction of GHG and Air Pollutant i Theincrease in container reception points promotes greater use of
SUESIE greener modes of transport and reduces long-distance road journeys.

The reduction in GHG emissions and negative externalities associated
with trucking contributes to the achievement of energy transition
objectives.

A calculation of avoided GHG emissions is presented at the end of this
section.

17 Sustainable
Development

Approximately 42% of container trucking trips between Québec and
Ontario involve returning empty containers to their point of origin. This
phenomenon illustrates the major economic inefficiency of the current
system.

By increasing the number of terminals, empty containers can be more
easily (re)positioned where they are needed, reducing unnecessary
trips.

This leads to a reduction in total supply chain costs, improves
transportation productivity, and represents a net gain for the economy
as a whole.

Sources: Commercial Vehicle Survey; Aviseo Consulting Analysis, 2025. Study on container reception services 66 @VISEO



STRUCTURING EFFECTS AND IMPLICATIONS

Structuring effects add to the economic and
fiscal benefits of container reception services (2/3)

The establishment of such terminals represents a structuring lever for
regional development by strengthening the integration of regions into
global trade flows.

In practice, this reduces the dependence of certain regions on the
Canadian market alone.

Furthermore, the establishment of a port in a region acts as a catalyst
for the development of industrial zones, which stimulates long-term
private investment and broadens the tax base for all levels of
government.

21 Regional Development

-’T-\ Interregional Equity i The new terminals will help restore a degree of interregional equity in
terms of access to strategic infrastructure.

This approach also addresses a land use planning concern: by opening
access to global commerce in regions such as Québec, Valleyfield,
Picton, Hamilton, Windsor, and Goderich, Canada is promoting a more
balanced distribution of the economic benefits associated with
international trade.

In the long term, this reduces regional inequalities in productivity and
income, contributing to more effective and sustained economic
development.

Source: Aviseo Consulting Analysis, 2025. Study on container reception services 67 ‘ @VISEO



STRUCTURING EFFECTS AND IMPLICATIONS

Structuring effects add to the economic and
fiscal benefits of container reception services (3/3)

Canada is particularly vulnerable to rail disruptions. Similarly, port
operations are regularly affected by labour disputes that paralyze their
operations.

Diversifying receiving points increases the resilience of supply chains by
reducing dependence on a single port of entry.

By offering more direct access to European and Asian markets via the
St. Lawrence River, the new terminals enable Canadian exporters to
reduce their exposure to U.S. economic (and political) cycles.

Diversifying markets helps to spread risk and increase the stability of
export revenues.

Greater competition could also lower costs across transportation modes.
g Supply Chain Resilience

Heavy road transport is one of the main causes of premature
31 Networks and Supply deterioration of roads and bridges.

Chains , i Extending the useful life of roads frees up public resources that can be
reallocated to other priorities (such as health, education, or innovation).

In addition, reducing heavy traffic contributes to road safety and
improves traffic flow for users.

A Reduction of Infrastructure Costs
4

Source: Aviseo Consulting Analysis, 2025. Study on container reception services 68 ‘ @VISEO



STRUCTURING EFFECTS AND IMPLICATIONS

Providing container reception services in six additional ports
change

coul d

Canadabos

sust al

nabi

The increase in the number of container reception gateways automatically leads to a reduction in greenhouse
gas (GHG) emissions, shortening the distance between entry points and the final destination of goods.

Reducing long-distance road
travel means lower fossil fuel
consumption and a smaller
carbon footprint. It also
corresponds to a patrtial
internalization of the negative
externalities associated with
heavy road transport

i Companies benefit in two ways:

I They reduce their direct transportation
costs while aligning with growing
societal and regulatory expectations
for sustainability

T In addition, this reduction in emissions
contributes to Canada's climate
commitments, while improving local air
quality, which generates indirect social
benefits related to public health.

GHG and air pollutant emissions avoided annually, by project 1

Eastern Canada Ports; in tonnes

]
Pollutant (tgr?fai) (tc:\r|1$1)és) (tosncn)és) l(\:c')vrlml:ecs? (tsmz%)

Québec? 25,500 (-9.97) 0.81 (-1.45) (-0.86) i
Valleyfield 159 (047) (001 (003 (0.01)
‘picton | 16041 1331 (012  (026) 026)
Hamiton 3064 (223 032 (004 @007
‘Windsor 6444 (27.62)  (319) (493 (165
Godefich 597 (1138 (115  (L77) 057) i
TOTAL 51,806 (-38.06) (-3.34) (-8.48) (-3.42)

Legend:

CO,e: Standardized measure expressing
GHG emissions based on the warming
potential of carbon dioxide.

NO,: Nitrogen oxides, a group of reactive
gases contributing to smog, acid rain, and
respiratory issues.

SO,: Sulfur dioxide, contributing to acid rain,
smog, and health/ecosystem impacts.
NMHCs: Non-methane hydrocarbons
(volatile organic compounds excluding
methane) contributing to smog and air
toxicity.

PMysParticul ate matter
inhalable particles harmful to respiratory and
cardiovascular health.

emissions avoided by the container projects.

Annual equivalent number of cars taken off the road due to the GHG

1 The calculations are based on the following standardized emissions assumptions: Class 80klbs for trucking, Diesel 1000t LF for rail, and a container ship for maritime transport.
2 Avoided emissions figures presented for Québec are preliminary and part of an ongoing environmental study.
Sources: EcoTransit, Commercial Vehicle Survey, CN, QSL, Port of Valleyfield, Picton Terminals, HOPA, Port Windsor, Port of Goderich; Aviseo Consulting Analysis, 2025.

(Aviseo
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CONCLUSION

A comprehensive study rich in findings

The study

presents

k ey

I nsi ghts

concerni

ng t he

at six ports in Eastern Canada: Québec, Valleyfield, Picton, Hamilton, Windsor and Goderich.

i

Economic and Political Context

Global maritime trade has grown
significantly, yet Canada has
experienced a 13% decline in port
container flows compared to 2019

i This decline is compounded by rising
geopolitical tensionsd particularly
U.S. trade policiesd which have
reduced demand for some Canadian
products

i This situation further highlights the
need to diversify
routes and boost productivity,
enabling the economy to better
navigate geopolitical challenges and
seize new growth opportunities.

Source: Aviseo Consulting Analysis, 2025.
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Canadian Port Performance

Canadian ports, fall behind other G7
ports due to long vessel and terminal
dwell times causing significant delays
and cost hikes

i Frequent strikes have worsened
supply chain disruptions, exposing
t he
logistics infrastructure

i Consequently, Canada faces the risk
of further losing its competitive edge
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Rising costs

Restricting container reception and
inspection to a single port within the St.
Lawrence corridor creates supply chain
inefficiencies, higher economic costs,
and environmental damage

T For example, a complete shutdown of

E @he Poe of MonCealcauld ecost the
Canadian economy up to $100 million
per week.

T Moreover, multiplying entry points
could enhance competition within the
transportation industry, which could
lead to reductions in costs across all
transportation modes.
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Development Opportunities

Offering container reception services in
six ports along the St. Lawrence and
Great Lakesd Québec, Valleyfield,
Picton, Hamilton, Windsor, and
Goderichd would mitigate these
vulnerabilities and strengthen supply
chain resilience

T Establishing new CBSA inspection
capacity at regional ports is not only a
technical requirement but also an
enabler of broader economic
development.

(Aviseo

Study on container reception services 71






