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EXECUTIVE SUMMARY 

Port Alberni is being considered as the site of a new floating drydock business with initial concept plans and a 
preliminary investment, sales, and operating costs projection for the project having been identified. The Port Alberni 
Port Authority, the City of Port Alberni and Russell Industries have collaborated and sought the preparation of a 
study to assess the market and prepare a business plan that will provide strategic guidance and direction for the 
development and operation of the proposed floating drydock. 

CURRENT BC AND US PACIFIC NORTHWEST DRYDOCK CAPACITY 
The current BC and US Pacific Northwest market drydock capacity and the current regional market were assessed. 
There are currently two publicly available facilities in Victoria (Point Hope and Esquimalt Graving Dock) and three 
in Vancouver (Seaspan, Allied Shipbuilders). Point Hope is considering expansion of its facilities in Victoria. Along 
the northwest coast of the US, there are some 20 drydock facilities available including Ketchikan, Alaska and 
several facilities in Seattle, Washington and Portland, Oregon. 

It is unlikely that Canadian registered vessels will travel to and be drydocked at any of the US facilities. The 
favourable US$-CAD$ exchange rate and the raft of procedural requirements make this an unattractive proposition 
for Canadian vessel owners. 

MARKET DEMAND 
To assist in assessing the market demand for drydocking in the region, five years of historical data and five years of 
known future bookings for the Esquimalt Graving Dock were analyzed. Large vessels (greater than 200m) represent 
a small proportion of the market, holding only approximately 10% of the total bookings. 

To determine market demand a wide range of different vessel owners and their respective fleets were considered. 
These include ferry owners, the Canadian Navy, Coast Guard, fishing fleets, oil response fleet and a number of other 
potential customers. The market potential for a floating drydock at Port Alberni is expected to be at or around 100 
vessels as illustrated in Table E1. BC Ferries appears as the biggest potential customer. 

Table E1: Summary of potential market for Port Alberni dry dock 

Vessel Owner Potential No. of Vessels 

BC Ferries 36 

Canadian Navy 14 

Coast Guard 9 

Tourism / Ferries 5 

Local Fishing Fleet 5 

Oil Spill Response Fleet 3 

US Large Barges & Tugs 24 

US Fishing Fleet 12 

Approximate total  108 

 

There is a lot of interest in the market place for a new player in the ship maintenance and repair market with both 
BC ferries and the Canadian Navy expressing support for such a venture. For BC Ferries this support is in the 
interest of seeing more competition between service providers and lower costs for vessel maintenance and refit. For 
Navy, they would like to see more options for the use of a floating drydock to manoeuvre submarines for refit work. 
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Cruise ships have been considered, but they are not seen as a viable market for Port Alberni. There are some three to 
four refits in the northwest region each year, and bookings can be difficult, however the size of the drydock needed 
(250m to 290m), scale of the operation, very large workforce required to deliver the refit work for cruise ships, and 
the relatively distant location, lead to the opinion that this market is unattractive for a drydock at Port Alberni. 

DRYDOCK SIZE 
One of the critical decisions to be made is the size of the drydock. To service the market driven by the BC Ferries 
fleet of vessels, the overall size would need to be around 140m X 45m. Our assessment of the market suggests that 
smaller drydocks (100m and 80m long) will still capture a significant portion of the available fleets. The 100m 
drydock would capture around 90% of the vessels and the 80m drydock would capture around 80%. For the 
financial analysis these the 140m, 100m and 80m drydock lengths were analysed. 

SWOT ANALYSIS 

The high level SWOT analysis produced the following key findings: 

Strengths – Port Alberni is a maritime centre with an existing port and some ship fabrication and repair facilities 
available. The city has a captive workforce and low cost of living so is attractive for young skilled tradesmen. There 
is a supportive partnership between the private and public sectors for the venture. 

Weaknesses - there may be specialized positions which may be hard to fill in Port Alberni and drydocks are not 
consistent employers of labour. In addition to the extra cost to bring vessels to and from Port Alberni, the relatively 
remote location makes it more difficult and more expensive to bring in materials and equipment for repairs. 

Opportunities - There are a number of potential clients of interest / type of vessels. Expansion to the U.S. Pacific 
NW market represents a good opportunity, since it is cheaper for U.S. ships to be serviced in Canada than in the 
U.S. due to the current exchange rate. There is a lot of potential from U.S. vessel traffic from the Pacific NW 
(Portland, Seattle) to Alaska, which passes right by Port Alberni. There is potential to establish a scrapping vessel 
market, however the cost structure is not overly profitable and it will take away revenue from the potential ship 
repair business. 

Threats - There is no guaranteed customer or anchored tenant and a large amount of competition from other BC 
drydocks. Due to the cyclical nature of the ship repair industry, it can be hard to attract skilled employees seeking 
stable employment. Exchange rates effect the amount of US ships looking to have repairs completed in Canada and 
there is uncertainty with the continuation of NAFTA. Environmental rehabilitation for the site is required to deal 
with contamination from past use. 

TRENDS 
There are no particular trends occurring in the industry regarding floating drydocks. They key is to identify the key 
market and to size the drydock accordingly. 

SITE EVALUATION 
In 2016 CME purchased land in Port Alberni, known as the “Plywood site”. The site was used as a plywood 
manufacturing plant over some 50 years of operation until 1991. A portion of the land purchased is located near the 
waters edge, is flat and suitable for the establishment of a floating drydock operation. 

A small timber bulkhead exists on the foreshore for unloading of logs. No other infrastructure exists on the site. 
CME is currently completing construction of a ship fabrication workshop on the northern part of the land. 

Due to it’s previous industrial use, the site had known contamination areas with heavy metals and hydrocarbons 
present. Following the end of operations efforts were made to remediate the contamination, most recently in 1998. 
Despite these earlier remediation efforts, some contamination still exists at the site in both the groundwater and soil. 
This contamination will need to be remediated before the site can be redeveloped. It may be possible for government 
funding to be accessed for the site remediation.  
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A concept for the site development has been prepared as shown in Figure E1. 

 

 

Figure E1: Proposed site layout 

 

GOVERNANCE MODEL 

The governance models typically employed for a drydock business are public (eg Esquimalt Graving Dock and 
Ketchikan drydock) and private models (eg Seaspan and Allied in Vancouver). In the public models the government 
owns the facility and contracts out use of it for refit and repair operations. The commercial companies search for, 
win and perform the work. The most effective approach for the proposed business is for a privately owned and 
operated drydock, with government funding for the establishment of the site infrastructure. 

In all of the examples cited there has been a significant input of public funds to support the establishment of the 
drydock operations. 
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FINANCIAL ANALYSIS 
Revenue: Knowing the number of available vessels, the potential use of the facility was estimated. On the basis that 
each of the vessels is expected to be drydocked twice every five years, the total available bookings for the drydock 
are around 40 each year. Given the known competition, if the Port Alberni drydock is able to capture 25% of the 
available market, then around ten visits per year to the drydock can be expected. 

Typical revenue from a drydock booking is expected to be $750,000, so for the ten visits per year, the annual 
revenue is anticipated to be $7,500,000. 

Costs: Based on experience, the operating profit for the business, after direct costs, maintenance and overheads was 
set at 15% of revenue. This gives an annual profit of $1,125,00 to pay shareholders, pay debts and to re-invest in the 
business. 

Capital Cost: the capital cost to develop the site with a workshop, paving, utilities and a berth and ramp for the 
drydock as well as the cost to procure a drydock was estimated. For the 140m drydock the cost is $48 million. Costs 
for the alternative 100m and 80m drydocks were pro-rated based on the cost for the 140m drydock and estimated to 
be $34.3 million and $27.5 million each. If alternative funding can be found for the site remediation, the costs 
reduce to $45 million for the 140m drydock and $32.2 million and $25.8 million for the 100m and 80 m drydocks 
respectively. 

A number of funding scenarios were analysed for each of the three drydock lengths. In addition to a base case, 
alternative revenues of +120% and -50% of base revenue were analysed. The results are presented in Tables E2, E3 
(no cost for site remediation) and E4 below (50% public funding available through a grant).  

Table E2: Financial analysis results – debt and equity funded 

Drydock Size 140m Drydock 100m Drydock 80m Drydock 

Capital Cost $48M $34.3M $27.5M 

Scenario +20% Base -50% +20% Base -50% +20% Base -50% 

NPV Project Cash 
Flows pre-financing 

$37.0M $31.9M $19.3M $32.1M $27.5M $16.1M $28.1M $24.0M $13.8M 

NPV Project Cash 
Flows with debt serv. 

$9.6M $4.5M -$8.3M $12.5M $8.0M -$3.5M $12.4M $8.3M -$1.8M 

ROI -2.4% -2.7% -3.6% -1.0% -2.0% -3% -0.6% -1.8% -3% 

IRR 1.2% 0.4% -1.6% 2.2% 1.4% -1.1% 2.7% 1.9% -0.7% 

WACC 6.8%  6.8% 6.8%  6.8%  6.8% 6.8%  6.8%  6.8% 6.8%  

Payback period (yrs) 29 29 29 29 29 29 29 29 29 
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Table E3: Analysis results for case without costs for remediation 

Drydock Size 140m Drydock 100m Drydock 80m Drydock 

Capital Cost $45M $32.2 $25.8M 

Scenario +20% Base -50% +20% Base -50% +20% Base -50% 

NPV Project Cash 
Flows pre-financing 

$36.6M $31.5M $18.7M $31.9M $27.3M $15.8M $27.9M $23.9M $13.6M 

NPV Project Cash 
Flows with debt serv. 

$12.6M $7.52M -$5.3M $14.7M $10.1M -$1.4M $14.2M $10.1M -$0.1M 

ROI -2.4% -2.9% -3.7% -1.0% -2.0% -4.0% -0.20% -1.6% -3.4% 

IRR 1.5% 0.7% -1.5% 2.5% 1.7% -0.9% 3.1% 2.2% -0.6% 

WACC 6.9% 6.9% 6.9% 6.9% 6.9% 6.9% 6.9% 6.9% 6.9% 

Payback period (yrs) 29 29 29 29 29 29 28 29 29 

 

Table E4: Analysis results for zero debt repayment on state contribution 

Drydock Size 140m Drydock 100m Drydock 80m Drydock 

Capital Cost $45M $32.2 $25.8M 

Private Equity $24M $17.2 $13.8M 

Public Grant $21M $15M $12.0M 

Scenario +20% Base -50% +20% Base -50% +20% Base -50% 

NPV Project Cash 
Flows pre-financing 

$36.6M $31.5M $18.7M $32.2M $27.6M $16.1M $28.1M $24M $13.8M 

NPV Project Cash 
Flows with debt serv. 

$36.6M $31.5M $18.7M $32.2M $27.6M $16.1M $28.1M $24M $13.8M 

ROI 1.5% 0.5% -2.1% 2.5% 1.3% -1.7% 3.4% 2.1% -1.2% 

IRR 1.5% 0.7% -1.5 2.1% 1.3% -1.1% 2.8% 1.9% -0.7% 

WACC 4.8% 4.8% 4.80% 4.8% 4.8% 4.8% 4.8% 4.8% 4.8% 

Payback period (yrs) 28 28 29 25 28 29 22 26 29 
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For all cases with 50% public debt and 50% private equity, the financial analysis indicates relatively unfavourable 
financial performance for the assumed input information. The net annual income of $1,125,00 (140 drydock base 
case) is insufficient to service the debt and equity repayments. 

In Table E4, a scenario where a government grant of 50% of the capital cost is available, was analysed. The best 
outcome is achieved for the 80m drydock with the ROI at 2.1% for the base case and 3.4% for the +20% case. 

KEY PLANNING CONSIDERATIONS & DECISIONS FOR THE 
DRYDOCK 
The key consideration is to determine the length of the drydock. A sensible route to take looks to be to adopt the 
100m drydock length with the view to making it extendable. Once a presence and reputation in the market has been 
established with the business generating income and profits, the drydock could be extended to 140m or perhaps a 
greater length (200m) if market conditions dictate. 

The most effective approach for the proposed business is for a privately owned and operated drydock, with 
government funding for the establishment of the site infrastructure. 

There is always some uncertainty associated with environmental permits and licenses in BC, particularly in regard to 
the processing times for approval. A number of environmental approvals and permits will be required and these will 
include the Fisheries Act, Water Act and other permits related to fish and wildlife assessment. 

The known site contamination will need to be dealt with. Further investigation will be required in order to better 
define the extent of the contamination. Some government funding may be available for dealing with the 
contamination issues. 

SECTOR STRATEGIES & GOALS 
With Port Alberni being a new player in the drydock business, and with its geographical separation from a number 
of major potential clients, the business will need to market its services and capabilities to the customers.  

Rates for services will need to be competitive compared to the existing businesses (Seaspan, Point Hope, etc).  

For a number of customers in BC, the additional cost to sail to Port Alberni for the vessel work means the facility 
must offer something that gives the vessel owner an incentive to come. 
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1 INTRODUCTION 

Port Alberni Port Authority, the City of Port Alberni and Canadian Maritime Engineering (CME) see a business 
opportunity for a floating drydock located at Port Alberni and engaged WSP to prepare a Business Plan for this 
opportunity. This report presents the results of the work.  

The work involved carrying out a market study review of what the current dry dock market looks like in the US 
Pacific North West. This review was completed by gaining market data from face to face interviews, emails, phones 
calls and internet market research. This has included, talking with industry experts, potential customers and 
existing/future competition. 

This report summarises the current capacity of the dry dock market, supply and market demands, segments that are 
not well serviced, assessment of a potential size of dry dock for Port Alberni, SWOT analysis results, customer 
needs, assessment of the ability to service the US Pacific NW and Asia market and review of market sector trends. 
The work then included an evaluation of the site for the floating drydock, advice on a suitable governance model, 
financial analysis for a range of drydock sizes and scenarios, key planning considerations and decisions for the 
drydock and finally addressing sector strategies and goals. 
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2 ASSESSMENT OF CURRENT BC & US PACIFIC 
NORTHWEST CURRENT & PROPOSED DRYDOCK 
CAPACITY 

A review has been completed of all existing drydock facilities available to the West Coast of North America. There 
are a large number of drydocks which are geographically spread across the West Coast of Canada and the West 
Coast of United States (US). The existing drydock facilities assessed for this study are located on the West Coast of 
British Columbia, Canada and on the West Coast of the US from San Diego up to Alaska, including Hawaii. 

The West Coast of Canada currently has six facilities, with Point Hope looking to expand in the near future. The 
existing dry docks range from 50m-357m in Length, with the largest being the Esquimalt Graving Dock. 

The West Coast of US has a much larger number of dry docks available to the market, 20+ on the West Coast from 
San Diego to Alaska and including Hawaii. These Dry Docks range in size from 69m-292m in length  

 

2.1 BRITISH COLUMBIA, CANADA DRYDOCKS 

Existing drydock facilities located in BC are summarised in Table 1. 

Table 2-1 - Canada West Coast Market 

No Yard 
L 

(m) 
B (m) 

D 
(m) 

Dist. 
from 
PA 

(Km) 

Comments 

1 Esquimalt Graving 
Dock, Public Services 
and Procurement, 
Victoria 357 41 12 

250 
Major competitor for Port Alberni, public access dock, 
low rates. Heavily used by Canadian Navy and BC 
Ferries 

2 Vancouver Dry Dock, 
Seaspan, North 
Vancouver 220 45.8 8.8 

330 
Known as the "Panamax dock". There are two floating 
docks at the Seaspan facility in North Vancouver.  

3 Seaspan Careen, 
Seaspan, North 
Vancouver 131 33.5  

330 
Known as the “Seaspan Careen” a self- contained 
dock. It is also used to transport the submarines at 
Victoria. 

4 Allied Shipbuilders, 
North Vancouver 
two floating docks, 
maximum lift 2000LT      

Major competitor for Port Alberni 

5 Vancouver Shipyards, 
North Vancouver, 
unnamed 1500 LT     

Synchrolift, largely focused on Seaspan work 

6 Point Hope Shipyard, 
Victoria 
Marine railway 

? ?   
Already planning an additional small graving dock that 
would be a direct competitor to Port Alberni 
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THE ESQUIMALT GRAVING DOCK 
Completed in 1926, the Esquimalt Graving Dock is a Canadian Government owned facility which is heavily used by 
Canadian Navy, BC Ferries and large cruise vessels. The Esquimalt Graving Dock is the largest hard bottom, non-
military dock on the West Coast of the Americas. The total length of the dry dock is 335m and can facilitate single 
or multiple vessels at one time depending upon the vessel dimensions. Refer to Figure 1 for general site overview. 
There are a number of Marine Contractors that work directly out of the facility, this competition allows the end 
client to tender out the repairs or refits at the one facility through a number of marine contractors.  

The Esquimalt Graving Dock facility also includes the following: 

— Customised, fully secured Submarine facility (run by Babcock) 

— Layup Dock for repairs and offloading  

— Cranes up to 150t lift capacity. 

 

Figure 1 - Esquimalt Graving Dock (https://www.tpsgc-pwgsc.gc.ca/biens-property/cse-egd/index-eng.html) 
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SEASPAN 

Seaspan has two floating drydocks based in North Vancouver, which include: 

— A Panamax drydock: 36,000 tonne lift capacity; 221m (over aprons) x 204m (over 5 pontoons) x 59m beam 
overall x 45.8m inside x 8.8m depth (over blocks), completed in 1982. 

— The Seaspan Careen, a self-contained drydock with a lift capacity of 30,000 tonnes, 131m (over single pontoon) 
x 48.8m beam overall x 33.5m inside, completed in 1981initially for use in the Beaufort Sea. 

Refer to Figure 2 for general site overview. 

The site also has a 210m long pier with 10.5m water depth. This is fully serviced with 85t crane. 

The core markets Seaspan attract are BC Ferries, Coast Guard, barges, large fishing vessels, tugs, private yachts and 
other commercial and private vessels primarily from the Canadian and US Markets. 

 

Figure 2 - Seaspan North Vancouver Drydock site overview (http://www.seaspan.com/seaspan-announces-
appointment-ian-mciver-new-vice-president-ferries-transportation-logistics) 

 

ALLIED 
Allied, located at North Vancouver, has two floating dry docks, which are 37m and 48m in length respectively. The 
larger dock can lift up to 2,000t. The site also has a number of working berths which are approximately 300m in 
total combined length. The core market Allied captures are smaller fishing vessels, tugs, private yachts and other 
commercial and private vessels. Refer to Figure 3 which shows both dry docks and the general site arrangement.  
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Figure 3 - Allied Ship Yard Dry Docks 

 

POINT HOPE 

Point Hope Shipyard, located in Victoria, currently consists of a marine railway with a turntable giving them the 
ability to lift out and repair multiple vessels up to approx. 70m in length. Point Hope currently focus on smaller 
commercial fleet vessels and private vessels and have the capacity to work on a number of vessels in parallel, due to 
the configuration of the railway turntable and the geometrics of the shipyard site. Point Hope Shipyard are currently 
in the process of a Federal Review to permit the construction of a new dry dock (Graving Dock), estimated to cost 
$50m CAD, which can accommodate vessels up to 170m in length. This will give them the capacity to dock the 
largest BC Ferries and the Navy Frigates. Figure 4 illustrates the existing ship yard and Figure 5 is an artist 
impression of the proposed site. 
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Figure 4 - Existing Point Hope Ship Yard (https://www.victoriaharbourhistory.com/point-hope-shipyard-
landing/) 

 

Figure 5 - Proposed Point Hope Dry Dock (source: https://www.pointhopemaritime.com/our-future) 

 

2.2 US DRYDOCK FACILITIES 

There are a number of non-military run dry dock facilities up the West Coast of the US. From Ketchikan, Alaska 
down to San Diego, including Hawaii, there are approximately 20 dry dock facilities available, which range from 
69m-292m in length and can service Vessels up to 80,000t.  

Existing US drydock facilities are summarised in Table 2. 

There is a cluster of dry docks around Seattle, Everett and Anacortes which account for about six of the US West 
Coast dry docks in this sample area, additionally; there are two dry docks in Ketchikan, Alaska that could be deemed 
as competition to Port Alberni. All the US docks are owned and operated by various companies, with Vigor and 
Dakota Creek Industries having a notable market share.  
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The Ketchikan dry docks are particularly of interest. This site includes two dry docks, one 140m in length with a 
capacity of 10,000t and the other a 69m in length with a capacity of 3,600t. The site has 3 cranes with up to 150t lift 
capacity, a covered paint shop and a pier with total length 305m. The site caters for a range of vessels, utilising the 
smaller dry dock for smaller fishing fleet, tugs etc. while utilising the larger dry dock for bigger commercial fleet 
vessels. Figure 6 illustrates the site layout. This could be a very similar model that Port Alberni follows, in terms of 
size of dry dock and market size of vessels. 

 

Figure 6 - Ketchikan dry dock (http://vigor.net/facilities/ketchikan) 
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Table 2-2 - US West Coast Market (including Hawaii) 

No Yard Country City Dock name 
L 

(m) 
B 

(m) 
D 

(m) 

Dist. 
from 
PA 

(Km) 

Comments 

 US West Coast & 
Hawaii 

   

   
  

1 Dakota Creek 
Industries 

US Anacortes 
unnamed, 5000 lt 

100 24     
Synchrolift, major competitor for Port Alberni 

2 Dakota Creek 
Industries 

US Anacortes 
unnamed, 9000 lt 

100 30     

Self contained floating drydock, Major competitor for 
Alberni. (former Canadian dock designed for Arctic 
service) 

3 Hawaii Shipyards 
(BAE Systems) 

US Pearl 
Harbor (Hawaii) 

Graving dock No. 
4 

320 42.4   
4300 

Leased from US NAVY. Access heavily controlled, 
doesn't do much in the way of commercial work 

4 National Steel and 
Shipbuilding 
Company (General 
Dynamics) 

US San Diego, CA, 
US 

Graving Dock  

305 53 9.1 

2600 This is used for new construction only, not relevant 

5 Vigor Industrial US Portland, 
Oregon 

The Vigorous 
(80,000 LT) 292.6 56.7 21.3 600 

  

6 BAE Systems US SAN DIEGO, 
CA 

Pride of 
California (55000 
LT) 289     

2600   

7 National Steel and 
Shipbuilding 
Company (General 
Dynamics) 

US San Diego 

Floating drydock 250 41.4   

2600 
Largely dedicated to Navy work, very little 
commercial use. 

8 Nassco US SAN DIEGO, 
CA 

Floating drydock 

249 41   
2600  

9 Vigor Industrial US Portland, 
Oregon 

DRYDOCK #3 
(27,000 LT) 

202 35   600 
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No Yard Country City Dock name 
L 

(m) 
B 

(m) 
D 

(m) 

Dist. 
from 
PA 

(Km) 

Comments 

10 Vigor Industrial US Seattle WA EVOLUTION 
(22,000 LT) 

195 115.5   350 

  

11 Vigor Industrial US Seattle WA DRYDOCK #10 
(18,000 LT) 168 28   350 

  

12 Vigor Industrial US Seattle WA VIGILANT 
(13,000 LT) 161 27   350 

  

13 Vigor Industrial US Ketchikan, AL DRYDOCK #1 
(10,000 LT) 140 34   1100 

  

14 Vigor Industrial US Ketchikan, AL DRYDOCK #2 
(2,500 LT) 69 26   1100 

 

15 Marisco Limited 
(Hawaii, USA) 

US Hawaii Neleke Nui 
(15000 LT) 138 46   

4300  

16 Marisco Limited 
(Hawaii, USA) 

US Hawaii (3000 LT) 

91 15   
4300   

17 Pacific Ship yards US Hawaii Kapilipono 
floating DD 

114 32   
4300 

This company actually has two floating docks, the 
second one being smaller than 4000 tlc 

18 Vigor Industrial US Portland, 
Oregon 

DRYDOCK #5 
(40,000 LT) 

101 43   600 

This dock is most likely gone. There are only two 
docks in use at Portland , plus some pieces of an old 
dock that is used to load out new construction projects. 

19 FOSS US Everett 3 dry docks up to 
(1000 LT) 

      320 

The Foss docks get moved around between Rainier 
Washington (on the Columbia), the Ship Canal in 
Seattle and sometimes in Everett. This yard has 
recently been closed. 

20 BAE Systems US SAN DIEGO, 
CA 

Pride of San 
Diego (26000 LT) 

      
2600 

There are actually two drydocks at this facility, both 
largely dedicated to Naval work 

21 BAE Systems US SAN DIEGO, 
CA 

Pride of 
California (55000 
LT)       

2600 
There are actually two drydocks at this facility, both 
largely dedicated to Naval work 
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3 MARKET DEMAND CONDITIONS 

ESQUIMALT GRAVING DOCK 
To gain an understanding of the market conditions we accessed and analyzed five years of historical booking data 
for the Esquimalt Graving Dock (EGD) (2013-2018) as well as five years of future bookings (2018-2023). 

Conclusions that can be drawn from this data are: 

— Of the 99 bookings, nine are for vessels over 200m in length (cruise ships and the like). 

— The 90 remaining bookings are those of interest. Many vessels show up more than once in the 5 years. There are 
about 60 different vessels that have used the dock at one point or another in the period. 

— This total includes all BC Ferries, Canadian Naval & Coast Guard vessels, local barges and fishing vessels 
boats (including the US owned vessels) etc. 

— BC Ferries appears to only dock vessels 75m in length and larger at EGD. They have 27 such vessels. There are 
another 8 smaller vessels to consider for Port Alberni however this size of vessel may need special permission 
from TC to transit to Port Alberni. 

 

VESSEL OWNERS 
To assess the market conditions, we have considered the fleets of the following vessel owners: 

— BC Ferries 

— Canadian Navy 

— Coast Guard 

— Local Fishing Fleet 

— Fish farm / Aquaculture 

— Tourism/ other Ferries 

— Oil Spill Response Fleet 

— US based barges, tugs & Factory Fishing Fleet 

 

BC FERRIES 

We met with BC Ferries CEO Mark Collins on two occasions to discuss aspects of the drydock facility at Port 
Alberni. BC Ferries carry out some vessel refit and maintenance work (approximately 40% of the total maintenance 
and refit work) at their fleet maintenance base at Richmond. The master plan for this base initially included a parcel 
for the development of a drydock. BC ferries has indicated that they have looked into the option of entering the 
drydock market themselves, but see that they would only be using the drydock for some 50% of the year. They do 
not wish to be a drydock operator looking for other customers. As this is not their core business, they have decided 
to not proceed with this development. BC Ferries is therefore seen as a good long term, potential customer for the 
Alberni facility. 

Whilst BC Ferries is very supportive of a drydock business in Port Alberni, primarily because they wish to see more 
competition and possibly lower prices in the ship repair and refit business, they do not see themselves being an 
investor in a drydock business. 

BC Ferries currently have 36 vessels in their fleet that range from 47.55m to 168m in length. The fleet size is not 
envisaged to increase. New vessels are planned to come into service, however, these are as replacements to existing, 
older vessels. It should be noted that eight of the smallest vessels are contracted to Point Hope until 2022 (BC 
Ferries Annual Report). This represents approximately 20 scheduled dry dockings for these minor vessels over the 
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next five years (ref. BC Ferries Annual report 2017-2017). Table 2 summarises a comprehensive list of BC Ferries 
current vessel fleet. 

 

Table 3-1 - BC Ferries Tender 

Vessel Name Length Tonnage Year 

Spirit of Vancouver Island 167 m 11,681 T 1994 

Spirit of British Columbia 167 m 11,642 T 1993 

Coastal Celebration 160 m 10,034 T 2007 

Coastal Inspiration 160 m 10,034 T 2007 

Coastal Renaissance 160 m 10,034 T 2007 

Queen of New Westminster 130 m 6,129 T 1964 

Queen of Alberni 139 m 6,422 T 1976 

Queen of Coquitlam 139 m 6,465 T 1976 

Queen of Cowichan 139 m 6,508 T 1976 

Queen of Surry 139 m 6,556 T 1981 

Queen of Oak Bay 139 m 6,673 T 1981 

Northern Expedition 152 m 8,726 T 2009 

Northern Adventure 117 m 5,983 T 2004 

Northern Sea Wolf  63 m 2,695 T 2000 

Salish Eagle 107 m 4,227 T 2016 

Salish Orca 107 m 4,227 T 2017 

Salish Raven 107 m 4,227 T 2017 

Queen of Capilano 96 m 2,500 T 1991 

Queen of Cumberland 96 m 2,662 T 1992 

Island Sky 102 m 3,420 T 2008 

Skeena Queen 110 m 2,942 T 1997 

Bowen Queen 85 m 1,637 T 1965 

Mayne Queen 85 m 1,638 T 1965 

Powell River Queen 85 m 1,638 T 1965 

Quinsam 90 m 1,431 T 1982 

Qinitsa 78 m 1,099 T 1977 

Howe Sound Queen 74 m 921 T 1964 

North Island Princess 61 m 804 T 1958 

Baynes Sound Connector 79 m 750 T 2015 

Kuper 52 m 648 T 2006 

Klitsa 52 m 648 T 1972 

Kahloke 55 m 496 T 1973 

Kwuna 72 m 503 T 1975 

Tachek 50 m 807 T 1969 

Quadra Queen II 50 m 819 T 1969 

Nimpkish 34 m 371 T 1973 
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Esquimalt Graving Dock records have been accessed to determine the number of past and planned future dry dock 
bookings for BC Ferries vessels. Based on this information: 

— From Jan 2013 to March 2018, there have been 955 days in recorded historic dry dock bookings 

— From now to Oct 2023, there are 911 days of tentative dry dock bookings scheduled  

— From now to May 2022 there are 189 days confirmed dry dock bookings scheduled. 

Additional to scheduled bookings, BC Ferries (like all operators) have historically required emergency bookings. 
Over the past 13 fiscal years, there have been 29 unscheduled bookings. Refer to Table 3 for a summary of 
unscheduled bookings from 2007-2018. During this period 10 of the 29 unscheduled dockings were for one vessel 
with persistent propeller problems, this vessel is now decommissioned and sold. 

Table 3-2 – Unscheduled Emergency Bookings  

Fiscal Year Unscheduled Dockings 
2007 5 
2008 2 
2009 0 
2010 1 
2011 0 
2012 3 
2013 1 
2014 4 
2015 1 
2016 3 
2017 7 
2018 1 
2019 1 
Total 29 

The following information on BC Ferries fleet management was obtained. 

The following five vessels are due to be replaced by four new vessels (length currently unknown) and one Salish 
class (107m long, capable of carrying 600 passengers and 138 vehicles) vessels. This is a one for one replacement, 
which will not increase the market demand for drydocking: 

— Queen of Alberni 

— Queen of Coquitlam 

— Queen of Cowichan 

— Queen of Surrey 

— Queen of Oak Bay 

The following vessels are shortly due for a mid-life refit: 

— Coastal Celebration 

— Coastal Inspiration 

— Coastal Renaissance 

The following three vessels are due to be retired in 2020/2021 and will be replaced (same effect as above, one for 
one). BC ferries recently advertised for construction of these new vessels. 

— Bowen Queen 

— Mayne Queen 

— Powell River Queen 

The following two vessels are due to be retired: 
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— Howe Sound Queen (2020) 

— Nimpkish (2018) 

The following four vessels are due to be replaced in the next 10 years.  

— Klitsa 

— Kahloke 

— Kwuna 

— North Island Princess 

 

CANADIAN NAVY 
The Canadian Navy has shown an interest in a drydock facility at Port Aberni. The Navy has a large fleet on the 
West Coast which range from combat vessels to support vessels. This includes submarines, frigates, maritime 
coastal defence vessels, patrol craft, etc. plus the future addition of arctic offshore patrol vessels and two joint 
support ships (one for the west coast). The following information is noted:  

— Although the Canadian Navy have their own dry dock, it is dated and small, barely handling an existing frigate 
so they use the Esquimalt graving dock often. This dock is however suitable for emergency dockings of 
submarines when required. 

— The submarines form part of a long term contract with Babcock and a specialist facility has been constructed 
next to the Esquimalt graving dock by their subcontractor, Victoria Shipyards (part of Seaspan)  to complete 
major repairs on all four of the Navy’s submarines. There is approximately 10 years left on this contract.  

— The Navy is interested in a floating drydock that could come to Victoria to house a submarine and take it to and 
from the submarine facility at Esquimalt. (Note: for this arrangement the drydock would be rented to RCN and 
the rest of the facility at Port Alberni would not be earning revenue from the drydock.) 

— Navy combat vessels spend 3 to 4 months in a dry dock (once every 5 years) while the specialist weapons work 
is being carried out. This ‘3-4 months in dock’ statement is for major surface warships. The timeframe for the 
smaller non-combatants to remain in dock is “as required.” 

— There are security requirements surrounding the docking of some combat vessels. This will need to be 
determined in terms of policy and requirements 

— The Navy has on occasions on the East Coast drydocked its ships outside of the homeport area i.e. Halifax . On 
these occasions the crew take the ship to the drydock and then return to the base until the ship is ready to return. 
A small custodial crew stays with ship at the drydock. 

— SNC Lavalin currently holds a management contract with the Navy for its smaller fleet West Coast  auxiliary 
vessels  in the range from 30-60m in length. Once on the approved list, pre-qualified dry docks and ship repairs 
can submit competitive bids for docking of these vessels. 

— There will be one JSS size vessel added to the Pacific Fleet. This vessel will be larger than the largest BC Ferry 
and is not a candidate for Port Alberni. There are six AOPs class vessels being built, with a maximum of three 
being based in Esquimalt 

— For the planned new vessel fleet, Thales Canada has the contract to manage maintenance for the Arctic & 
Offshore Patrol vessels and the Joint Support Ships. Maintenance for the Canadian Surface Combatant will be 
managed by the Department of National Defence. 

— The Navy are looking to undertake their own study for a floating dry dock to assist with their maintenance 
schedule, however this study has not yet been undertaken. 

Taking into consideration the notes above in relation to the existing contracts, a total of approximately fourteen 
Canadian Navy vessels with potential docking requirements have been identified which are listed and summarised 
below. It is unlikely that the Frigates, submarines or AOPS vessels would be docked in Alberni in anything other 
than an emergency situation. 
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SUBMARINES 
(Unlikely to use Port Alberni dry dock) 

Vessel Name Year in service Tonnage 

HMCS Victoria 1989 2,439 T submerged 

HMCS Corner Brook 1991 2,439 T submerged 

HMCS Chicoutimi 1986 2,540 T submerged 

HMCS Windsor TBC 2,540 T submerged 

 

COMBAT VESSELS 
(Unlikely to use Port Alberni dry dock) 

Vessel Name Year in service  Vessel Name Year in service  

HMCS Vancouver (FFE) 23-Aug-93 HMCS Edmonton (MCDV) 21-Jun-97 

HMCS Regina (FFE) 29-Dec-93 HMCS Whitehorse (MCDV) 17-Apr-98 

HMCS Calgary (FFE) 12-May-95 HMCS Yellowknife 
(MCDV) 

18-Apr-98 

HMCS Winnipeg (FFE) 23-Jun-95 HMCS Saskatoon IMCDV) 05-Dec-98 

HMCS Ottawa (FFE) 28-Sep-96 HMCS Brandon (MCDV) 05-Jun-99 

HMCS Nanaimo (MCDV) 10-May-97   

 

PATROL CRAFT/TRAINING VESSELS 
(Likely to use Port Alberni dry dock) 

Vessel Name Year in service Vessel Name Year in service 

Orca 09-Nov-06 Wolf 29-Nov-07 

Raven 15-Mar-07 Grizzly 19-Mar-08 

Caribou 31-Jul-07 Cougar 02-Oct-08 

Renard 13-Sep-07 Moose 27-Nov-08 

Note: All patrol craft are 33m long. 
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OTHER SUPPORT VESSELS 
(Likelihood to use Port Alberni dry dock as noted) 

Vessel Name Vessel Type Vessel Name Vessel Type 

HMCS Oriole (KC 480)2 Sail training ship CFAV Listerville  (YTL 
592) 1  

Training boat 

CFAV Sikanni (YTP 
611)1 

Torpedo and sound 
ranging vessel, 33m 
long 

CFAV Pelican (YAG 4)5 Yard auxiliary 
general 

CFAV Stikine (YTP 613) 1 Torpedo and sound 
ranging vessel, 33m 
long 

CFAV Gemini (YAG 650) 5 Yard auxiliary 
general 

CFAV Firebrand (YTR 
562) 3 

Fireboats CFAV Pegasus (YAG 651) 5 Yard auxiliary 
general 

CFAV Glendyne (YTB 
640)1 

Tugboats CFAV Albatross  (YAG 
661) 5 

Yard auxiliary 
general 

CFAV Glendale (YTB 
641)1 

Tugboats CFAV Black Duck (YAG 
660) 5 

Yard auxiliary 
general 

CFAV Tillicum (YTM 
555)4 

Tugboats Unnamed (YDT 11) 5 Yard diving tender 

CFAV Lawrenceville (YT
L 590)4 

Tugboats CFAV Sooke (YDT 612)1 Yard diving tender, 
33m long 

CFAV Parksville (YTL 
591)4 

Tugboats   

Notes: 

1. Vessels considered suitable for Port Alberni dry dock 

2. This is small sailing yacht used for training, A very unlikely candidate for the Port Alberni dry dock. 

3. The fireboats are going out of service as new firefighting tugs get built. The tugs will replace the Glen 
class on a one-for one basis meaning a net loss of the one fireboat. 

4. The three small tugs based in Esquimalt (Tillicum, Lawrenceville and Parksville are less than 15m in 
length and don't really qualify as a target for Port Alberni. 

5. These vessels are considered too small to be of interest to Port Alberni. 

 

COAST GUARD 
A total of nine vessels based on the West coast, which range from 40m to 83m and up to 3,812T have been 
identified as potential users of a Port Alberni dry dock. Other Coast Guard vessels are under 30m in length or in the 
Atlantic fleet. Table 5 summarises the vessel tender. 
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Table 3-3 - Coast Guard Vessel Tender 

Vessel Name Vessel Type Length Tonnage Year in 
Service 

SIR WILFRID LAURIER High Endurance Multi-
Tasked Vessel 

83.0 m 3,812.1 T 1986 

JOHN P. TULLY Offshore Oceanographic 
Science Vessel 

67.9 m 2,195.0 T 1984 

SIR JOHN FRANKLIN Offshore Fishery Science 
Vessel 

63.4 m 
 

2019 

BARTLETT Medium Endurance Multi-
Tasked Vessel 

57.7 m 1,317.4 T 1969 

TANU Offshore Patrol Vessel 52.1 m 753.7 T 1968 

GORDON REID Specialty Vessel 50.0 m 879.6 T 1990 

CAPTAIN GODDARD 
M.S.M. 

Mid Shore Patrol Vessel 42.8 m 253.0 T 2014 

M. CHARLES M.B. Mid Shore Patrol Vessel 42.8 m 253.0 T 2014 

VECTOR Mid Shore Science Vessel 39.7 m 515.0 T 1967 

 

LOCAL FISHING FLEET 

PORT ALBERNI 

The local Port Alberni Fishing fleet comprises of some five major vessels: 

— 43m raw Spirit 931 tons 

— 18m Miss Tatum 125 tons 

— 27m Blue Waters 225 ton,  

— 34m Northern Alliance 750 ton 

— 36m Viking Alliance 850 ton, and 

— 39m Viking Enterprise 

— The first four vessels are owned by Select Seafoods and the fifth is owned by Arctic Pearl Fishing. The three 
larger vessels draw 7m of water which limits the places they can be hauled. Last year between the first four 
vessels, the owners spent over $800,000 on dockings and maintenance. 

 

OTHER BC FISHING VESSELS 
There are a number of other Canadian fishing vessels scattered along the BC Coast. However, these vessels are 
small in size, there are currently 105 Fishing vessels registered in BC Ports that range in size from 20-30m in length, 
19 vessels between 30-40m in length and with 1 vessel 55m in length. This market doesn’t really represent anything 
of significance as the high percentage of the vessels in the range of 20-30m in length can all be lifted with a ‘travel 
lift’ or crane. 

 

BARGES 
The BC Region has a significant number of barges registered in New Westminster, Vancouver and Victoria Ports. 
Discounting the very large number of barges belonging to Seaspan, there are approximately 390 barges registered 



 
 
 

 

PORT ALBERNI 
Project No.  OUR REF. 181-12135-01 
PORT ALBERNI PORT AUTHORITY - CITY OF PORT ALBERNI - CME 

WSP

Page 17

(ref BC Boat register) that are over 40m in length. Although not an overly significant market for drydocking work, 
these vessels have been identified as potential dry dock customers. This is especially true for barges that carry oil 
and other similar dangerous cargoes. Barges that carry bulk dry cargo (gravel, wood chips etc. do not normally have 
a legally mandated drydocking cycle time). 

In reality, we anticipate only west coast Vancouver Island based barges would use the facility. Barges on the east 
side of the island and in the Fraser River would be serviced at the facilities near to their destinations. 

 

FISH FARM / AQUACULTURE 
Cermaq are a fish farm business located in Campbell River. Vessels based at Campbell River would be likely go to 
Vancouver for docking. They do have a large operation in Tofino with around 20 barges / vessels, however the 
majority of their vessels are less than 20m in length. A new 30mX17m 620T barge is currently being constructed 
and will be ready in Spring 2019. This new barge and the other barges & vessels would benefit from a nearby 
drydock facility. 

 

TOURISM / FERRIES 
Lindblad Expeditions, one of the better known operators of pocket cruises ships, currently have two vessels in 
service which make the seasonal round trip from Washington State past Canada up to Alaska. These two vessels are 
M/V National Geographic Quest and M/V National Geographic. Venture sister ships are 100m x 13m. Both vessels 
have been identified as potential dry dock customers. There are three other non BC Ferries registered ferries  in BC 
which are over 40m in length and weigh up to 4165t, as tabulated below. Two of these might be candidates for the 
Port Alberni dry dock. Royal City Star was a gaming vessel tied up in the Fraser River at New Westminster and 
since 2009 located at Campbell River. It would not be capable of travelling to the West Coast and Port Alberni. 

Table 3-4 - Additional Registered Ferries (no BC Ferries) 

Vessel Name Tonnage Length (m) 

ABITIBI 333 42 

MAGIC SPIRIT 607 40 

ROYAL CITY STAR 4165 66 

 

OIL SPILL RESPONSE FLEET 
The Western Canada Marine Response Centre is developing upgraded / new bases at a number of locations on the 
West coast. The fleet includes a number of large barges with booms and a number of mid size vessels. There are 
three new vessels currently under construction in Singapore that would potentially use the drydock. 

 

US-BASED BARGES, TUGS & FACTORY FISHING FLEET 
It is not easy to obtain confirmed numbers on the US vessels that are actually operating in the area. There are two 
reasons for this. Firstly, the registration of vessels in the US has very little to do with where they operate. One of the 
more popular places to register US flag vessels is Wilmington, Delaware due to attractive local taxes and liability 
laws. Quite a few vessels sailing in the West Coast are actually registered on the East Coast even though they do not 
operate there. Secondly, the American vessels move around a lot more than Canadian Flag vessels. A vessel that has 
been sailing the West Coast for a number of years will suddenly be moved to the US Gulf Coast due to oil price 
changes or similar reasons. Traffic north to Alaska in the winter drops off dramatically and the vessels go 
somewhere else. 



 
 
 

 

PORT ALBERNI 
Project No.  OUR REF. 181-12135-01 
PORT ALBERNI PORT AUTHORITY - CITY OF PORT ALBERNI - CME 

WSP

Page 18

To identify the size of the opportunity we looked at the number of US flag vessels historically using the EGD and 
then doubled this number to allow for the fact that other US Flag vessels use the Panamax dock in North Vancouver 
and the Point Hope facility in Victoria. 

 

SUMMARY OF MARKET POTENTIAL 
Taking account of the research discussed above the potential market for the Port Alberni Dry Dock is expected to be 
around 100 vessels as summarised in Table 7. 

Table 3-5 – Summary of potential market for Port Alberni dry dock 

Vessel Owner Potential No. of Vessels 

BC Ferries 36 

Canadian Navy 14 

Coast Guard 9 

Tourism / Ferries 5 

Local Fishing Fleet 5 

Oil Spill Response Fleet 3 

US Large Barges & Tugs 24 

US Fishing Fleet 12 

Approximate total  108 

 

Many local US flag vessels are owned by Government bodies and are captive to their general location for 
drydocking. Washington State Ferries, Alaska Ferries, the US Navy, the US Coast Guard and other US Federal or 
State assets will not come to a Canadian shipyard. Excluding these vessels leaves a market consisting of the 
Canadian government, BC Ferries and local (Canadian and American) towing and fishing companies. 

To service the market driven by the largest of the BC Ferry Fleet and the local large barge market the overall 
required size would be about 140 x 45m. 

Smaller docks of size 100m X 45m wide and 80m X 45m wide should be also be included for further assessment in 
the financial analysis. 

To future proof and provide flexibility for a later increase in size consideration should be given to making the 
drydock extendable. 

A dock of this size needs to have about 10m of water over the blocks to successfully & safely dock and undock the 
target market vessels, some of which require very high keel blocks. Minimum keel blocks height is at least 1.5m to 
2.0m. This height does not always allow for the servicing of some underwater equipment encountered on warships 
and some high end fishing vessels. Extreme heights of 4 and even 5 metres are sometimes encountered. 

The actual depth of the hull of the dock could easily be at least 6m. This means that the dock needs about 20m of 
water to operate in, allowing an under keel clearance of at least 1m plus something for the inevitable silting that will 
be encountered. Normal design practice is to ensure this water depth is available at mean low water so that dock can 
operate at any state of the tide. Looking at some historical tide data for Port Alberni the extreme tide range can be up 
to about 4m. To be conservative a water depth of 20 m at mean low water is required. 

Accepting that there are approximately 100 vessels in the available market (between 40m and 150m or so) and that 
the usual docking frequency is twice in 5 years this means there are 200 dockings available to bid for in a 5 year 
period or 40 per year on average. 

The normal frequency of dockings per year at any one facility, using an average of range of 10-15 working days 
each, is approximately 20 per year. To fill the available time in the PAPA drydock, the facility would have to win at 
least 50% of the available dockings every year. If the facility can win 25% of the available dockings, or 10 per year, 
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the dock will be used for approximately half of the year. In terms of the competition, this proposed facility could be 
bidding against something like 6-8 other companies for most jobs if one includes America and maybe 4 or 5 for any 
Canadian job. 

 

OTHER POTENTIAL MARKETS 

LNG PROJECTS 
Projected marine vessels to support the proposed Kwispaa LNG facility proposed for Sarita Bay inside the mouth of 
Barkley Sound may be a potential market for the drydock. 

CRUISE SHIPS 
Cruise ships do have refit work carried out at Esquimalt Graving Dock (EGD). Cruise ships that visited EGD over 
the period 2013-2015 were: 

— Crystal Serenity 

— Midnight Sun 

— North Star 

— Norwegian Sun 

— Crown Princess 

— STAR PRINCESS 

— Grand Princess 

— RUBY PRINCESS 

— Celebrity Millennium 

Our enquiries with representatives of the cruise industry revealed the following: 

— Ships generally book in 2-4 years in advance 

— Vessel owners can sometimes struggle to get bookings in at times. 

— Ships spend 10-14days on average in dock 

— Average repair bill circa $20m however this includes a large volume of internal specialist work (stage and 
sound work, kitchen refits, etc) 

— 3-4 refits occur in this region a year 

— Depending on where the vessels are due to start or finish their trip, is where they try and book the vessels in to 
dock 

— Temp foreign workers were recently a big issue in Canada, that has not been resolved due to policy change 

— Companies like Greggs Interiors and Enviro systems are very specialist and do work out of all the local docks.  

— “Hot Work” is the work done on the exterior of the vessel and is generally done by the ship repair faciality, the 
work inside the vessel is generally completed by specialists which need to be brought into location.  

— Vigor complete a lot of the cruise work out of the Seattle yard  

— Some vessels are being sent to China for refit 

— Dock needs to be sizable to fit cruise ships (250-290m) 

With existing facilities servicing this industry, the large size of dock required and the difficulty servicing the vessels 
(large workforce) and accommodating the large workforce required, we do not see this being a feasible market for 
Port Alberni. 
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4 ASSESSMENT OF SECTORS NOT WELL SERVED 

The assessment of segments or sectors that are underserved has been completed by talking with industry experts, 
drydock operators, vessel owners, and ship repairers. This has been supplemented by reviewing booking data from 
the Esquimalt Graving Dock. This shows the core segments and sectors that are being well serviced, and also 
highlights the types of vessels that are not utilising the dry dock, in the case of the Esquimalt Graving Dock this 
includes barges and scrapping vessels. 

— There are a number of barges noted in the BC region and although these do not generally need to comply with 
the Transport Canada guidelines for inspections, they still require inspection from time to time and repair and 
maintenance carried out to keep them seaworthy. Smaller barges can be lifted with the likes of a crane or travel 
lift, but once you get into bigger barges which are over the 40m mark, it becomes more difficult to complete a 
lift and maintenance without a dry dock. This could be a sector worth pursuing 

— There is a known gap in the market for scrapping vessels. It’s a messy undertaking that a lot of dry dock owners 
do not want to deal with. The decommissioning/recycling process takes considerable time and depends on the 
ownership model, a drydock owner’s profit is smaller with a boat sitting in the dock doing nothing. Money is 
made from docking and undocking. A further hindrance is that the scrap needs to be stored and then exported 
for sale, as the quantities would possibly be inadequate to export directly, it would likely need to be transported 
to the US to be shipped in large bulk to China. If PAPA wishes to consider this market, a number of factors that 
will need some thought, such as road infrastructure, rail, barge, or large vessel carrier. Vessels do not often 
come up for scrapping, so it’s a smaller target sector which may not be worth pursuing. 

— Owners of fishing vessels are known to vocalize concerns that the industry’s capacity for repairs on fishing 
fleets is low and this was observed in our contacts with fleet owners. This may be valid, but it is generally 
realized that privately-owned fishing companies attempt to push the price of repairs down as funds available for 
this work are limited compared to those of larger corporations or government organizations. We have identified 
five local fishing boats that would potentially use the dry dock. 

— BC Ferries have noted that they would support the construction of a new drydock on the west coast and this was 
highlighted in our interview with BC Ferries. The driver for this is that BC Ferries is keen to see more 
competition in the ship repair market, potentially leading to lower costs for their ship repair and maintenance 
work. This is understandable as vessel maintenance represents a significant part of the operating costs of the 
organization. Any BC Ferries work would be publicly tendered, so Port Alberni would need to compete in the 
marketplace to attract and acquire their business. BC Ferries do not see themselves investing in a drydock at 
Port Alberni. 
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5 ASSESSMENT OF SIZE FOR FLOATING DRYDOCK 

Regardless of the finite number of such vessels that are considered to be available they are generally less than 150m 
in length and the bulk is actually less than 100m in length. There are very few local vessels that exceed 150m in 
length. The two largest BC ferries are longer (167m) but this registered length is an overall figure and they would be 
fully supported in a dock of about 140m in length. The important point to remember is that a drydock needs to be 
roughly equal to the length of the keel of a vessel not its overall length. For the sake of this discussion a keel length 
equal to 85 % of the overall length of a vessel is a decent starting point. 

A dock at least 100m in length, but not more than 140m would be suitable to cover the bulk of the available local 
vessels. 

The second dimension that is critical is useful width, i.e. inside the walls. The EGD was built to suit all vessels that 
could transit the original Panama Canal locks. These locks would take a maximum vessel beam of 110 feet. The 
EGD was built with a useable width of 125’. This ratio is dated as access around a vessel was not as valued 100 
years ago as it is today. The Panamax drydock in North Vancouver built in 1982 was also designed to accommodate 
the same maximum beam of a vessel but is 150’ inside the walls allowing for the passage of a manbasket or similar 
devices or other road width vehicle along both sides of the vessel. 

Using this concept and taking the largest beam BC Ferry (the Spirits at 33m) means the inside dimensions can be as 
much as 40 - 45m. This is wide for most users of the dock but could easily be seen as advisable. 

Accepting the dimensions of 140m x 45m means overall dimensions of about 150m in length and 55m in beam 
allowing for aprons at the ends and the width of the wingwalls on each side. This is a “big” dock but would be of the 
size needed to dock all BC Ferries. 

Excluding the few large BC Ferries from the market and the Canadian Navy Frigates and the future ‘surface 
combatants’ which are long but skinny and light does shorten up the dock a bit but doesn’t reduce the beam required 
at all. This is because a very logical market segment is large barges of both Canadian and US Flag. A very common 
configuration of these barges is what is known as a 4 x 1 (400 ft x 105ft) which are designed to pass through the old 
Panama canal locks. These are as wide as the widest BC Ferries. 

The new Panama Canal locks are much wider and the beam of vessels will grow over time, however the new locks 
are very expensive to use, so the growth in the beam of barges for example will be very slow. 
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6 HIGH LEVEL SWOT ANALYSIS 

A SWOT analysis has been completed as part of this Market Report, the full analysis is provided in Appendix A. 
The following are the findings of the analysis.  

 

STRENGTHS 
Existing maritime and supporting infrastructure: Port Alberni is an existing harbor with marine, road, and land 
access.  

Ship fabrication and repair facilities available on-site: there is a small ship fabrication facility being built on site 
by CME who now own the planned site of the drydock. Once finished, there will be around 10-20 people working at 
the facility. This could smooth out the demand for seasonal drydock labor with a common employer. However, most 
operations tend to keep ship building and drydock work separate. 

Workforce: the City of Port Alberni has a captive workforce and low cost of living, which means a new anchor 
employer like this drydock would have access to existing available labour. CME has been very successful attracting 
and retaining young, highly skilled tradesmen.  

Supportive partnership: there is a supportive connection with CPA, PAPA, and CME. CME understands the ship 
repair business, currently operates in Port Alberni and has a good relationship with PAPA and CPA. 

 

WEAKNESSES 
Workforce: there could be a gap in the available workforce due to the aging population. There may be specialized 
positions which are hard to fill, such as the dock master. Drydocks are also not a consistent employer of labour, 
whether skilled or semi-skilled. Ships come and go and inevitably the labour force will be ‘laid off” or otherwise 
non employed between dockings. 

Market projections: unclear whether the initial CME assessment of market share is optimistic or realistic. 
Additional market research should be done to determine a realistic value of the market for this drydock (this study). 

Governance model: at the time of performing the SWOT analysis there was a lack of clarity over how the drydock 
will be governed, however this was addressed later in the study. 

Remote geographical location: Geographical location may be an issue. Port Alberni is not a well-travelled route 
for the types of ships it is looking to service. Small ships may not have the certificates to safely travel outside the 
West Coast Treaty Zone. For example, BC Ferries may have a problem sending their smaller “sheltered water” 
ferries to Port Alberni due to the location. This should be manageable if BC Ferries are motivated to use the facility. 

 

OPPORTUNITIES 
Globalisation and Asian seaborne trade: Global trade has been relatively flat since the global financial crisis, but 
there will be an increase in seaborne trade from Asia. However, Port Alberni would not be competitive in the global 
ship repair market, since the floating drydock will be too small to accommodate these large vessels and Canadian 
labour costs are too high to be attractive to an international shipping company. There might still be secondary 
benefits, such as servicing support vessels like the newly expanding fleet of spill response ships. This expansion has 
been brought on by the increase in international trade. 

Expansion to the U.S. Pacific NW: U.S. market represents a good opportunity, since it is cheaper for U.S. ships to 
be serviced in Canada than in the U.S. due to the current exchange rate. Over the last ten years the rate has 
fluctuated, being on parity some five years ago (not competitive) and is now at around 0.75. The U.S. is not a 
competitor for Canadian ships. They are currently too expensive with the exchange rate. They send factory trawlers, 
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large barges a nd some large tugboats up from the U.S. but will only continue to do so if there are no tariffs and 
favourable NAFTA terms. The U.S. represents 10-15% of total current dockings at competing Canadian drydocks. 
There is a lot of U.S. traffic from the Pacific NW (Portland, Seattle) to Alaska, which passes right by Port Alberni. 
This traffic would be loaded to Alaska and return empty to Portland/Seattle areas. On the empty return, the smaller 
size vessels could potentially be serviced at the Port Alberni drydock.  

 

Scrapping vessel market: There is no potential compelling opportunity to establish a scrapping vessel market. Cost 
structure is not profitable and it will take away from the potential ship repair business. There are also environmental 
issues associated with scrapping e.g. asbestos handling. 

A drydock alone does not make money – it is the skilled trades using the drydock (electricians, welders, painters, 
etc.) who add value and contribute to profit. Scrapping would only be semi-skilled labour and the market is the scrap 
price of metals – not value-added services. 

Potential clients of interest / type of vessels: 

— Spill response vessels – 42 are being built, but due to their size only 5 will be of interest to the Port Alberni 
drydock. 

— Coast guard – currently there are around 9 vessels. 

— New tug boats – situated in the Northwest, and serves Prince Rupert and Kitimat. Such vessels will only appear 
if one or more of the various Northern pipeline projects actually go ahead 

— Factory trawlers – from the U.S., many are currently serviced in Canada depending upon the relative exchange 
rate and the continuation of NAFTA. 

— Fishing vessels – there will be the need to maintain these vessels in a drydock occasionally. The U.S. fishing 
market will be a lot bigger than the Canadian market, as the American fishing vessels are much bigger in size. 

— BC Ferries – probably will have potential business with 7-8 vessels, however these need to be able to safely sail 
from  the West Coast Treaty Zone to access Port Alberni. 

— Department of National Defense (DND) – will always be publicly tendered, Port Alberni could potentially gain 
business from this market if the price is competitive. 

— Pocket-Size Cruise vessels – there are currently 6-12 Pocket-Size Cruise vessels, all are from the U.S. and are 
based in Portland and Seattle. They do represent an opportunity which is increasing, but it will be seasonal as 
these vessels depart for warmer climates between October – May every year 

— Private Yachts – this can be a potential market, however these are not regulated like other ships and do not 
always require scheduled maintenance, so cannot be relied on as a continual source of business. Competition for 
this work is global and a very high level of skill is required. 

 

THREATS 
No guaranteed customers or anchored tenant: All the potential business depends on the competitiveness of the 
drydock compared to other drydocks. There are no guaranteed businesses or existing contracts. 

Competition from other B.C. ports: There is competition since there is no shortage of drydocks in B.C. Other 
drydocks in the vicinity include: 4 private drydocks in Vancouver (2 Seaspan, 2 Allied shipbuilders Ltd.) plus a 5th 
facility (Synchrolift at Vancouver Shipyard), 1 private drydock in Point Hope (owned by RALmax ), 1 public 
drydock in Esquimalt (government operated with at least 3 operating companies resident there as long term tenants). 
Drydock bookings are taken by the Esquimalt Graving Dock up to 5 years out but the overall picture is that there is 
always space available a few months out, and even if there are emergency drydock needs, there can be 
accommodation by others who are willing to move ships out in these situations. The U.S. is not a competitor for 
Canadian ships. They are currently too expensive with the exchange rate. 

Seasonal work: Drydock business is cyclical, skilled trades may have only 6 months of work, which means it may 
be difficult to attract and keep skilled labour seeking a stable employment. 



 
 
 

 

PORT ALBERNI 
Project No.  OUR REF. 181-12135-01 
PORT ALBERNI PORT AUTHORITY - CITY OF PORT ALBERNI - CME 

WSP

Page 24

Exchange rate: The exchange rate directly drives the number of American vessels that seek repair in Canada. When 
Canadian Dollar is strong, there is a weakened demand for U.S. vessels to drydock in Canada. Currently the 
exchange rate is favorable for the U.S. customers to use the Canadian drydocks. 

North American Free Trade Agreement (NAFTA): Following the commencement of NAFTA, ship repairs have 
been duty exempt, however if changes occur or if NAFTA is removed, there is potential for duty to be re-introduced 
on service to U.S. vessels. Duty levied by American on US owners used to be 50% of the repair bill prior to NAFTA 
for work done outside of the US. 

Decrease in local commercial seaborne trade: Local commercial seaborne trade is currently decreasing (eg less 
coastal movement of logs), it is a gradual decrease but may lead to lower demand for drydock services. 

Potential lack of utilities: Need to expand the powerlines, sewers, laydown area, and roads to service the dock. 
May require improvements to the current utilities to service the targeted market. Moreover, drydocks require shore 
power and emergency power to shut down the system. These potential needs could lead to higher than expected 
servicing costs. 

Environmental regulations: Need to comply with the environmental regulations and make sure no contamination 
occurs. The full scope of environmental regulations are an unknown in Canada. There may be both federal and 
provincial regulations. It is unknown what the contamination / decontamination requirements will be. Regulatory 
environment may slow down process and/or add cost to development of the drydock. 

Current site conditions: There is an unknown fiber mat reported on the seabed of the Alberni Inlet and wooden 
fiber material from historical industry. It is unknown what that will mean for any dredging operation. Other 
contamination may exist on-site as well. 

The SWOT analysis has highlighted a number of Strengths, Weaknesses, Opportunities and Threats that will need to 
be considered in the defining the size of the drydock and will be used to guide aspects of the next phase, the 
Business Case development. 
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7 ASSESSMENT OF CUSTOMER NEEDS 

The very large cruise ships and a few large US flag merchant vessels that trade to and from Alaska use the 
Esquimalt Graving Dock. These vessels are well in excess of 200 m in length and require very special facilities with 
access to large workforces. 

Large cruise vessels will need a panamax size dry dock and significant supporting infrastructure for this market to 
be viable. Trying to create a facility that can compete for this work is not recommended. 

The types of vessels and business that the dry dock will likely attract will include major refits, minor repairs and 
general inspections. The vessels will range from ferries, barges, fishing vessels, coast guard and potentially Navy 
vessels. All these vessels will require the dry dock to have certain infrastructure to allow the services to be provided. 
The below diagram illustrates components which will be required to ensure these markets are well served. 

 

 

Figure 7 - Customer Needs 
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8 EXPANSION TO US PACIFIC NW & ASIA 

The US Pacific NW is a plausible market to use as part of this study; however, Asia is considered too far for general 
use, unless for emergency repairs. The Asian markets’ geography and existing cost structure will make it difficult to 
be either competitive or economic to complete ship repairs / inspections for vessels from Asia. We would not 
recommend that the Asia market form part of this business case. Rather, we would recommend limiting expansion to 
include San Francisco to Alaska. 

The U.S. market represents a good opportunity, since it is cheaper for U.S. ships to be serviced in Canada than in the 
U.S. due to the current exchange rate. The U.S. is not a competitor for Canadian ships. They are currently too 
expensive with the exchange rate. They send factory trawlers up from the U.S. but will only continue to do so if 
there are no tariffs and favourable NAFTA terms. The U.S. represents 10-15% of total current dockings at 
competing drydocks. There is a lot of U.S. traffic from the Pacific NW (Portland, Seattle) to Alaska, which passes 
right by Port Alberni. This traffic would normally be loaded to Alaska and return empty to Portland/Seattle areas. 
On the empty return, these ships could potentially be serviced at the Port Alberni drydock. 

A noted in Section 3, there are estimated to be some 36 vessels from the US that might use the Port Alberni dry 
dock. 

The relative value of the US / Canadian dollar affects the US market potential and the current political standoff 
concerning NAFTA may lead the US to re-impose the pre-NAFTA duties charged on their own vessels for repair 
work done in Canada. If this goes ahead, this will have significant detrimental effects on the US market for 
Canadian facilities. 
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9 TRENDS 

Following the large influx of drydocks constructed during World War II and the passage of time, the west coast 
market was saturated with an ageing drydock fleet. Generally speaking they were well built and well protected from 
corrosion however they still corrode. Since the 1980’s, the market has responded by constructing a number or 
drydocks in the U.S. and Canada to replace ageing WWII vintage facilities and to meet the demand where a shortage 
of supply was appearing in the availability of suitable drydocks. The EGD for example has in recent years spent a 
large amount of money on the pumps and electric equipment that empties the dock. 

To assist in assessing trends in the dry dock sector we contacted Heger Dry Dock from the U.S. Information 
available on their website provides details for a range and number of dry dock that they have been involved with. 
This information is summarised in Table 8. 

 

Table 9-1 – Dry Docks designed by Heger from 1998-2016 

Dry Dock 
# 

Length 
(m) 

Width 
(m) 

Capacity 
(Ton) 

Year 

1     1000 1998 

2     1700 1998 

3     3800 2002 

4     40000 2002 

5 60 30 5000 2007 

6 263 55 40000 2007 

7 59 22 1000 2008 

8 199 35 7000 2009 

9 275 69 80000 2012 

10 296 63 55000 2014 

11 160 36 8600 2015 

12 135 36 7500 2016 

13 176 48 15000 2016 

 

In respect to size of dry docks, there is no trend as such. The dry dock size depends on the business model, what 
types of ships are available in the geographical location likely to consider docking, and what facilities (water depth, 
pier length, other environmental considerations etc.) are available at site.  

Observations include: 

— All new drydocks they see going out are designed to fit the LCS Combat vessels, design vessel is a trimaran 
(120ft wide) 

— The last five docks that have been designed have been between 30k-40k T lift capacity  but they have also 
designed a 80k T for cruise ships (at Portland for Vigor). 

— Modular design can be done, but is very expensive. There are not many modular designs going out into the 
market. 

— There are approx. 1-2 new drydocks being built in Asia every year for  the US west coast (these are mostly 
replacing old docks) 

— All dry docks designed by Heger have been manufactured off shore. 
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10 EVALUATION OF PROPOSED SITE 

10.1 SITE DESCRIPTION 

In 2016 CME Industries (1075565 BC Ltd) purchased a site at Port Alberni with the intention to develop the site for 
marine related uses including for a floating drydock operation. This is the site to be assessed for the floating drydock 
business plan. The location of the site is shown in Figure 8. The site, known as the “Plywood Site” comprises Lots A 
and B, Plan VIP73079, Plywood Drive as shown in Figure 9.  

 

Figure 8: Site locality plan 
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Figure 9: Site purchased by CME Industries (Lots A and B) 

The area known as Lot A is relatively flat with a steep bank on the eastern side of the lot. Access is from the south 
via Plywood Drive. Lot B is elevated relative to Lot A, located above the steep bank, with access from the east, also 
via Plywood Drive. 

As seen in Figure 10, Lot A is adjacent to an infilled water lot forming the current shoreline. The infilled portion of 
Lot A is in the possession of Crown Lands (BC Ministry of Forests, Lands and Natural Resources Operations). 

 

Figure 10: Lot diagram showing previous buildings and wharves (now demolished), current and former 
shorelines 

 
The shoreline slopes down to the waterline and is protected by a light riprap stone material as seen in 
Figure 11. 
 

 

Figure 11: Waterside edge of the site 



 
 
 

 

PORT ALBERNI 
Project No.  OUR REF. 181-12135-01 
PORT ALBERNI PORT AUTHORITY - CITY OF PORT ALBERNI - CME 

WSP

Page 30

10.2 SITE CONTAMINATION 

Contamination of the site has been studied by SLR Consulting (SLR) on behalf of the City of Port Alberni (SLR, 
2013). 

The site has a previous industrial use, initially developed in 1941/1942 and operated by MacMillan Bloedell Ltd as 
part of the Alberni Plywood manufacturing operations until 1991. The City of Port Alberni purchased the site in 
1993, with MacMillan Bloedel indicating known contaminated areas were remediated prior to selling the property. 
Additional contaminated areas were reportedly remediated by MacMillan Bloedel during demolition which was 
completed in 1998. 

The soil in Lot A is contaminated with a variety of heavy metals, extractable petroleum hydrocarbons (EPH) and 
polycyclic aromatic hydrocarbons (PAH) in various areas and depths ranging from ground surface to approximately 
5 m below grade. Groundwater is contaminated with zinc and light extractable petroleum hydrocarbons (LEPH). An 
oil-product was found floating on the groundwater table and this layer ('light non-aqueous phase liquid' (LNAPL)) 
likely consists of a weathered Bunker-C oil. The oil contamination is partly present on Lot A but mostly present on 
the infilled portion of the adjacent water lot property owned by Crown Lands. 

Sediments and porewater of the foreshore-area owned by Crown Lands is contaminated with heavy metals, EPH and 
PAH. 

Options to remediate the site have been studied by SLR (SLR, 2013). 

Given the prior and current use of the water lots adjacent the site for the storage of timber, a considerable depth of 
timber matting is anticipated on the seabed. This can be removed as part of the dredging process. 

10.3 SITE DEVELOPMENT 

Under the sale contract CME Industries is required to undertake construction of improvements with a construction 
value of not less than $500,000 and to complete these improvements within 36 months of the sale. 

CME Industries is actively developing the northern half of the site for a marine fabrication workshop. During visits 
to the site in August and November 2018 construction was underway for foundations (August) and the shed 
structure (November). Photos of the site works are shown in Figure 12. 

Evident on the site is a covered mound of excavated materials, as seen in the middle foreground in front of the shed 
frame in Figure 11 and in Figure 13. The mound contains contaminated materials excavated from the building 
foundation works. CME has indicated the cost to remediate these materials is less than $100,000. 

  

Figure 12: Site development – shed foundation work (August 2018) and shed construction (November 2018) 
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Figure 13: Mound of covered excavated materials (August 2018) 

10.4 SUGGESTED SITE LAYOUT 

A layout for the site has been developed to provide the following features: 

— A pier for tie-up of the floating drydock and to provide crane access along one side of the drydock 

— A pier for tie-up of vessels prior to or after using the drydock 

— A 6m wide by 50m long ramp from the site down to the floor of the drydock. The ramp must be of sufficient 
length to be able to accommodate the variation in tide levels at the site. 

— A paved hardstand (paved area to prevent contaminants from entering the underlying soils) 

— A shed of approximate dimensions 45m X 30m 

— Access to the facility via the southern end of the site 

— A dredged area with a depth of 20m of water at low tide for the floating drydock berth 

— Riprap protection to the dredged 1:2 slope on the shoreline. 

Typically drydocks are arranged at right angles to the shoreline, a configuration that requires the construction of a 
jetty paralleling the dock or at least supporting dolphins that are connected by walkways or similar. The jetty is often 
used for the support of a travelling crane that is needed with any dock to make it truly functional. The problem with 
cranes mounted on one jetty is they rarely have the reach with any significant capacity to operate beyond the 
centerline of the dock. The alternative is to have a crane or cranes mounted on the wingwall(s) of the dock itself 
making the structure of the jetty less critical. 

Alternatively, drydocks can be arranged parallel to the shore assuming there is enough water depth for submergence 
and some form of a wharf or something similar to provide access to the dock as well as a means of securing the 
dock. For this site, such an arrangement would require significantly more dredging as well as a large quay structure 
at the shoreline, alternatively the tie-up berth would be located some distance away from the shoreline and would 
need an additional access pier to get to the tie up berth. 

The orientation needs to consider how vessels approach the drydock. A dock arranged parallel to the shore needs to 
have clear approach from at least one end and ideally from both ends. This is sometimes difficult to arrange. 
Sufficient water depth close to shore for both the dock and approaching vessel may also be hard to find, requiring 
increased dredging etc. If deep water is available offshore some docks can be moved to the deeper area for 
docking/undocking of vessels. This type of arrangement requires a self-contained dock with its own generators etc. 
plus most likely significant tug costs to move the dock and to hold it in position during the docking operation. 

The drydock needs to be attached to the shore by some form of guide that allows for the vertical movement of the 
dock from submerged to afloat plus any tide variance. 
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The developed site layout is shown in Figure 14. 

The tie-up pier has been oriented at right angles to the shoreline to allow for easier access to the floor of drydock. 
The drydock needs to be easily accessible for equipment and vehicles and this is most easily provided with the ramp 
sloping down at right angles from the shoreline. 

Access to the under construction fabrication workshop can be provided along the western seaward side of the 
proposed workshop. 

 

Figure 14: Proposed site layout 
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11 BUSINESS & GOVERNANCE MODEL 

11.1 GOVERNANCE MODELS 

There are two main governance models commonly used for the management of drydock facilities in the Western 
World. One model is the private facility where the dock is owned and operated by a private company as a purely 
commercial operation. The owning company also performs all work on vessels in the dock as the prime contractor. 
The total revenue generated by the facility is available to fund debt and provide a return on the investment. 

The second model is where the dock and key supporting facilities are owned by a Government body, who also 
generally operate and maintain the dock but do not perform work on vessels using the facility. The actual work on 
the vessels is performed by an independent contractor who deals directly with the shipowner. This version has two 
revenue streams, the drydock rental revenue stream that would belong to the Government body and be used to 
service the government debt and maintain the drydock and a second stream of revenue generated by the operating 
company which would be used to service the operator’s costs & debt for tools, facilities (non drydock) and 
equipment etc. plus generate a return on that investment. 

For the sake of this discussion the style of governance is identified as simply the public or private model. Obviously 
there can be iterations of either of these models agreed between the parties. 

The Esquimalt Graving Dock is a prime example of the public facility model. The dock is owned by Canada, 
operated and maintained by Federal civil servants and can be booked by one or more ship repair companies and in 
some cases by Federal or provincial vessel operators. The two most obvious examples are the Canadian Navy and 
BC Ferries.  Another example of a public facility is the Ketchikan drydock at Ketchikan, Alaska. At Ketchikan the 
drydock site is owned Alaskan Industrial and Development and Export Agency (AIDEA) and operated by Vigor 
Alaska. Details of the Ketchikan facility, history and operation are detailed in Appendix B. 

A prime example of a pure commercial operation is Dakota Creek Industries in Anacortes WA. who own their dock 
and a similar sized Synchrolift while leasing the site from the Port of Anacortes. The Seaspan and Allied facilities in 
North Vancouver, BC are also examples of private commercial operations. Details of these two facilities are 
discussed in Appendix C.  

The main difference between these models pivots around the source of the initial capital, payment of any related 
debt and the political scenario associated with these two points. Since the capital source(s) for PAPA are currently 
undefined and financial objectives of the parties are unsettled or unknown the following comments are general in 
nature. 

In all of the examples cited there has been a significant input of public funds to support the establishment of the 
drydock operations. 

11.2 PUBLIC MODEL 

PROS & CONS 
Pros  

1) Generally the necessary land and water lot leases are owned or at least controlled by some level of 
government, making the establishment of a site somewhat easier than a private company acquiring the 
same site from some form of government body. 

2) A government entity may have better access to other government sources of financing, especially grants 
from higher levels of government. 

3) A government entity has the ability to make the facility available to broader range of operators for political 
reasons if such an arrangement is considered advisable. 

4) A publicly owned facility can be protected from the failure of any one operator and the possible sale of the 
drydock at auction. 
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5) A publicly owned facility will usually be better maintained than a purely commercial version of the same 
capability 

Cons 
1) Governments do not normally want to take on the operation and maintenance of such a facility.  
2) If a government entity owns & operates the dock, the marketing of the dock becomes problematic (who 

does it ?) and the rules for booking space become quite critical for smooth operations. Keeping the peace 
amongst the users becomes a full time job. 

3) The government entity most likely becomes responsible to repay the debt incurred to purchase and install 
the dock and would be on the hook to find new operators to replace any that have left the market place for 
whatever reason. 

4) Most public facilities operate at a net loss and a cash drain to the government owner. Generally speaking 
the debt never gets paid back and usually is forgiven at a later date. 

11.3 PRIVATE MODEL 

PROS & CONS 
Pros 

1) One responsible party who has to make the whole facility work profitably and has the autonomy to make 
decisions about the operation and use of the drydock and supporting facilities. This item can be seen as 
either a pro or con dependent on the relationship between the operator and the potential funding source. 

2) An integrated workforce that provides key personnel only when needed, employing these people elsewhere 
when not needed to run the dock. 

3) One source for the marketing and management of the dock plus performance of the work. Depending upon 
the nature of the source this can be a negative or positive factor. 

Cons 
1) One responsible party who has to make the whole facility work profitably and has the autonomy to make 

decisions about the operation and use of the drydock and supporting facilities. This item can be seen as 
either a pro or con dependent on the relationship between the operator and the potential funding source 

2) One source for the marketing and management of the dock plus performance of the work. Depending upon 
the nature of the source this can be a negative or positive factor. 

3) The long term success of the facility will be driven by the one operator. That operator has to have the 
capability to manage the financial stress of building the business in the first few years of operation as well 
as creating the shore side facilities and acquiring tools equipment, trained personnel 

11.4 SUMMARY 

1) Neither model is foolproof.  
2) Neither model can be recommended until it becomes clear if funding is available and what conditions come 

with that funding. 
3) The governance model will need to be sorted out as a prerequisite to obtaining funding. 

11.5 BUSINESS MODEL OPTIONS 

We see the following viable options for the business: 

OPTION 1 
— the “State” invests in the hard infrastructure and dredging (to be built on the CME owned land) with 50% 

funding 
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— CME procure the drydock (would need 50% funding by CME to fully cover the drydock. Only 25% funding by 
CME means the “state” would have to contribute to the drydock purchase). 

— the “State” has a lien on the drydock so that it can’t be taken away somewhere else and sold off. 

— CME runs the operations 

— The “State” gets a share of the profits from the operation 

OPTION 2 
— CME invests in the hard infrastructure to be built on the CME owned land) – makes sense 

— the “State” procures the drydock and contributes to the infrastructure (perhaps the dredging component) 

— the “State” rents the drydock to CME 

— CME runs the operations 

— The “State” gets a share of the profits from the operation 

OPTION 3 
— CME invests in the hard infrastructure to be built on the CME owned land – makes sense 

— the “State” procures the drydock and contributes to the infrastructure (perhaps the dredging component) 

— the “state” runs the operations 

— CME gets a share of the profits from the operation 

 

Option 1 or 2 is preferred. In both cases CME owns the land, so the “State” will need to consider a lien on the land. 
For the financial analysis it has been assumed that Option 1 is adopted. This is seen as the preferred arrangement as 
CME, as the private investor would own and have control over the revenue generating piece of infrastructure and is 
seen as being better placed to control and manage the asset. 
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12 FINANCIAL ANALYSIS 

12.1 ASSUMPTIONS AND INPUTS TO FINANCIAL ANALYSIS 

CAPITAL COST 
Capital costs for the floating drydock operation include four components 

— The floating drydock itself 

— Marine Infrastructure – pier, ramp and dredging 

— Landside Infrastructure – building, equipment, pavements and utilities 

— Costs for site remediation – dealing with contamination of soils  

Costs estimates for each of these are discussed in the followings sections and are summarised in Table 12-1. 

Capital costs for the 100m and 80m drydock options have been scaled proportionately for the 140m drydock 
according to the length. In this discussion all currency figures are in Canadian $. 

Table 12-1: Drydock facility capital cost 

Item Cost 

Floating drydock $25,000,000 

Marine infrastructure  

- Dredging (130,000 m3) $4,600,000 

- Concrete pier and ramp (220m long) $8,500,000 

- Travelling crane $1,600,000 

Sub-total marine infrastructure $14,700,000 

Landside infrastructure  

- Pavement $1,000,000 

- Workshop building $2,900,000 

- Tools and equipment $1,000,000 

- Utilities $400,000 

Su-total land infrastructure $5,300,000 

Site remediation (this cost may be able to be funded through a grant) $3,000,000 

Total $48,000,000 
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FLOATING DRYDOCK 

Based on recent cost data, the cost for procuring a 140m long drydock is estimated to be $25 million, calculated as 
follows: 

— US$13 million = CAD$16.7 million for fabrication 

— US$2 million = CAD$2.5 million for delivery 

— $4.8 for import duty (25%) 

— $1 million for installation 

MARINE INFRASTRUCTURE 

A 220m long reinforced concrete pier supported on steel piles has been allowed. Provision is made for a travelling 
crane to operate on the deck surface. 

Costs for providing the pier are $8,500,000. 

An allowance of $1.6 million for a travelling crane (15 tonnes lift at 25m) is included. 

Dredging to a depth of 20 m below chart datum is required to provide a basin for the drydock berth. Dredge slopes 
are generally 1V:5H, however on the shore side a slope of 1V:2H with riprap slope protection (600 mm size rock) is 
provided. The resulting dredge volume is estimated to be 130,000 cum 

The costs for this work are $4,600,000 made up as follows: 

— Mobilisation of dredge = $350,000 

— Dredging and dispose of material = $3,250,000 

— Environmental controls = $100,000 

— Slope protection = $900,000 

LANDSIDE INFRASTRUCTURE 

Unless the drydock is designed for autonomous operation it will require a shore power connection for high voltage 
power to drive pumps, cranes, winches etc. plus provide power to lights services, welding machines etc. Separate 
power also has to be supplied for the drydocked vessel. Access to fresh water will be required for washing down of 
vessels, general services, fire protection etc. Other services that can be expected is handling of sewage, provision of 
gas & oxygen for repair work, steam or something similar for heating vessels. 

On the landside, a heavy duty asphalt pavement will be needed on account of the need to contain the various waste 
and by products from operations. 
A workshop building with a 50m X 35m footprint is included. 
Tools and equipment for the operations with a cost of $1 million are included. 

Phased development 

The capital cost was assumed to be carried out across three phases as shown in Table 12-2. 

Table 12-2: Phased development costs 

Drydock 
Scenario 

Phase 1: Dredging 
and Seawall 

Phase 2: Pier 
Construction 

Phase 3: Fabricate 
and Install Drydock 

Total Cost 

140m $12M $11M $25M $48M 

110m $9M $8M $18M $35M 

80m $7M $6M $14.3M $27.3M 
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SITE REMEDIATION 

Cost to deal with the site contamination are identified in the SLR report (SLR, 2013) and are as follows: 

— Complete removal    $5,540,000 

— Partial removal and capping   $2,335,000 

— In-situ remediation LNAPL and capping $1,630,000 

— Isolate, control, monitor   $2,315,000 

We have assumed the partial removal and capping option is adopted with an allowance of $3,000,000. 

DRYDOCK REVENUE 
A shipyard that operates drydocks of any style (floating dock, graving dock, marine railway etc.) normally generates 
two different types of revenue. Drydock revenue is the smallest portion while revenue from actually performing the 
required repair work is usually an order of magnitude higher. 

DRYDOCK RENTAL 

The rent of the drydock itself and the services provided to the ship being docked are normally sold on a published 
fee basis to the ship owner. By far the largest number is the rental of the drydock space which is usually charged on 
a $/gross registered ton (grt)/day basis while the provision of services/utilities such electric power and fresh water 
(for the ship) are basically sold at a slightly marked up rate over the price paid to the utility. Markups, if any, are 
very small and quite often controlled by the utility. 

The drydock rent for a 5000 grt vessel would be calculated as follows, using notional rates: 

5000grt X $1 per grt X 10 days (the assumed duration of the docking period) = $50,000. 

The total bill for utilities will be of the order of $5,000.  

Assuming a maximum of 20 dockings a year (refer Section ), revenue of about $1,000,000 is possible. In theory, the 
$50K rent per docking generates the funds used to operate, maintain and pay off the dock over an extended period of 
time. 

THE OPERATING COMPANY 

The much larger segment of the total bill consists of the fees charged for actually performing the required repair 
work. Ship repair bills are a combination of the labour cost to perform the work and the material cost related to the 
work done, the cost of paint being an example. Depending upon the ownership structure of the dock the repair bill 
can include or exclude the dock rental and services bill.  

Consider a typical repair bill from the operating company for a midrange vessel of the target group of 100 available 
ships. A drydocking period would be 10 -15 days on average and a busy, well established drydock might do about 
20 dockings a year. Most repair yards in the Western World normally work a 5 day week and weekend work, while 
not unheard of, isn’t normal. Weekend work is normally encountered on deep sea repairs (cruise ships for example) 
given their high utilization. Using 250 potential work days per year at an average of 10 days each yields the 25 
dockings at a very high, an ideal utilization rate. Days are always lost between docking as vessel schedules etc. are 
not precisely predictable. The target of a maximum of 20 docking per year allow for some lost time. 

In a 10 day docking evolution a repair bill of between $500K and $750K is typical.  

(A shipyard would hope to make between 10 and 15% net on this bill. Margins attained in competitively bid projects 
will be lower while emergency repairs usual generate a higher margin. A repair bill is generally about 70% labour 
and 30% material/subcontractors. The gross profit line might be as high as 30-35% but that margin must cover the 
overhead costs tied to performing the work. 
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ANNUAL REVENUE 

Based on the market study we believe there are approximately 100 eligible ships (refer Section 3) for the 140m 
drydock. Revenue is determined as follows: 

— Each vessel to have 2 dry dock visits in 5 years. 

— Total visits in market = 200 every 5 years. 

— Number of annual visits = 40 

— Assume Port Alberni captures 25% of market = 10 visits per year. 

— Assume 10 day dry docking 

— Allow $750,000 per dry docking for ship repairs revenue giving annual income of $7,500,000. 

Revenue figures for the 100m drydock and 80m drydock are reduced to account for the lower number of available 
vessels: 

— 90 vessels for the 100m drydock = 9 vessel dockings per year 

— 83 vessels for the 80m drydock = 8 vessel dockings per year 

SUMMARY OF INPUT DATA 

Basic input information for the financial analysis are summarised in  

Table 12-3. Following discussion with PAPA, the City and CME, the following financing was assumed: 

— 50% of the cost will be private investment (equity) 

— 50% will be financed by public debt. 

 

Table 12-3: Input data summary table 

Item Variable Input Data 

1 Project Construction Start Expect to start mid 2020  

2 Project Construction End Expect to finish end 2021 

3 Operation Start At end of 2021 

4 Analysis Period 30 Years from start of construction 

5 Rehabilitation Cycle Floating drydock – no maintenance till year 10 of operations, then annual 

6 Capital Cost 
$ 25 million for 140m dry dock 
$17.9 million for 100m dry dock 
$14.3 million for 80m drydock 

7 
Annual Direct, Operating 
& Maintenance Costs 

Calculate at 85% or revenue leaving 15% profit 

8 Annual Demand 
For 140m drydock – 10 dockings per year 
For 110m drydock – 9 dockings per year 
For 80m drydock – 8 dockings per year 

9 Annual Revenue Revenue of $750,000 per vessel docking 

10 Revenue Ramp-Up 25% per year over 4 years 

11 Borrowing Rate 
All Debt is financed by Public at 4.5% 
Cost of Equity: 9% as per Russel Industries 

12 Discount Rate 
Discount Rate: 2.6 % (Based on the Government of Canada Long-Term 
Borrowing Rates) 
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Item Variable Input Data 

Equity Discount Rate: 12% 

Other Assumptions: 

— Cost Inflation: 1.54% 

— Capital and O&M Cost Escalation: 1.0% 

— Asset depreciation of 40 years (Straight-Line) 

— 50% Debt (public); 50% Equity (private) 

— All Profit is assumed to be available for dividend payouts 

12.2 RESULTS OF FINANCIAL ANALYSIS 
The financial analysis was performed for each of the three drydock lengths being considered using the input 
data from  

Table 12-3. For the purpose of a Sensitivity Analysis, different percentage factors of the Estimated Annual 
Revenue were considered: 

— Case 1: 120% of Estimated Revenue 

— Case 2: Estimated Revenue 

— Case 3: 50% of Estimated Revenue 

Results of the analysis are summarised in Table 12-4. Based on this work the more favourable drydock sizes are 
80m and 110m, however for all cases the financial analysis indicates relatively unfavourable financial performance 
for the assumed input information. The net annual income of $1,125,00 (140 drydock base case) is insufficient to 
service the debt and equity repayments. 

Table 12-4: Financial analysis results – debt and equity funded 

Drydock Size 140m Drydock 100m Drydock 80m Drydock 

Capital Cost $48M $34.3M $27.5M 

Scenario +20% Base -50% +20% Base -50% +20% Base -50% 

NPV Project Cash 
Flows pre-financing 

$37.0M $31.9M $19.3M $32.1M $27.5M $16.1M $28.1M $24.0M $13.8M 

NPV Project Cash 
Flows with debt serv. 

$9.6M $4.5M -$8.3M $12.5M $8.0M -$3.5M $12.4M $8.3M -$1.8M 

ROI -2.4% -2.7% -3.6% -1.0% -2.0% -3% -0.6% -1.8% -3% 

IRR 1.2% 0.4% -1.6% 2.2% 1.4% -1.1% 2.7% 1.9% -0.7% 

WACC 6.8%  6.8% 6.8%  6.8%  6.8% 6.8%  6.8%  6.8% 6.8%  

Payback period (yrs) 29 29 29 29 29 29 29 29 29 

As it is possible that the cost for remediation of the site contamination may be funded through a grant and is not 
attributable as a cost to the development of the site, an additional analysis was performed without the site 
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remediation cost. Results for this are shown in Table 12-5. The analysis results are similar to those for the fully 
funded case in Table 12-4. 

Table 12-5: Analysis results for case without costs for remediation 

Drydock Size 140m Drydock 100m Drydock 80m Drydock 

Capital Cost $45M $32.2 $25.8M 

Scenario +20% Base -50% +20% Base -50% +20% Base -50% 

NPV Project Cash 
Flows pre-financing 

$36.6M $31.5M $18.7M $31.9M $27.3M $15.8M $27.9M $23.9M $13.6M 

NPV Project Cash 
Flows with debt serv. 

$12.6M $7.52M -$5.3M $14.7M $10.1M -$1.4M $14.2M $10.1M -$0.1M 

ROI -2.4% -2.9% -3.7% -1.0% -2.0% -4.0% -0.20% -1.6% -3.4% 

IRR 1.5% 0.7% -1.5% 2.5% 1.7% -0.9% 3.1% 2.2% -0.6% 

WACC 6.9% 6.9% 6.9% 6.9% 6.9% 6.9% 6.9% 6.9% 6.9% 

Payback period (yrs) 29 29 29 29 29 29 28 29 29 

 

Additional analyses were carried out assuming that a 50% government share is granted to the business. This is 
similar to the models used in the financing of similar facilities. Results of the +20%, base case and -50% for each of 
the 140m, 100m and 80m drydocks is presented in Table 12-6. In these analyses the cost for site remediation was 
considered as part of the public funding and has been deducted from the public grant. For this case the results are 
more favourable. 

The best outcome is achieved for the 80m drydock with the ROI at 2.1% for the base case and 3.4% for the +20% 
case. 

Table 12-6: Analysis results for zero debt repayment on state contribution 

Drydock Size 140m Drydock 100m Drydock 80m Drydock 

Capital Cost $45M $32.2 $25.8M 

Private Equity $24M $17.2 $13.8M 

Public Grant $21M $15M $12.0M 

Scenario +20% Base -50% +20% Base -50% +20% Base -50% 

NPV Project Cash 
Flows pre-financing 

$36.6M $31.5M $18.7M $32.2M $27.6M $16.1M $28.1M $24M $13.8M 

NPV Project Cash 
Flows with debt serv. 

$36.6M $31.5M $18.7M $32.2M $27.6M $16.1M $28.1M $24M $13.8M 
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Drydock Size 140m Drydock 100m Drydock 80m Drydock 

ROI 1.5% 0.5% -2.1% 2.5% 1.3% -1.7% 3.4% 2.1% -1.2% 

IRR 1.5% 0.7% -1.5 2.1% 1.3% -1.1% 2.8% 1.9% -0.7% 

WACC 4.8% 4.8% 4.80% 4.8% 4.8% 4.8% 4.8% 4.8% 4.8% 

Payback period (yrs) 28 28 29 25 28 29 22 26 29 
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13 KEY PLANNING CONSIDERATIONS & DECISIONS FOR 
THE DRYDOCK 

SIZE OF THE DRYDOCK 
A key consideration is the size of the drydock. This sets the parameters for the largest vessel that can be 
accommodated in the drydock. Whilst some of the potential clients, and in particular BC Ferries, would like to see a 
larger drydock that can accommodate their biggest vessel (140m drydock), the financial analysis indicates that this 
option has the least favourable outcome of the three drydock sizes considered. This is due to the larger vessels 
representing a relatively smaller segment of the available market. 

A sensible route to take looks to be to adopt the 100m drydock length with the view to making it extendable. Once a 
presence and reputation in the market has been established with the business generating income and profits, the 
drydock could be extended to 140m or perhaps a greater length (200m) if market conditions dictate. 

GOVERNANCE OF THE FACILITY: 
For this business opportunity at Port Alberni, there is interest from both the private sector (CME) and government 
(PAPA and the City) to see a successful ship repair and maintenance business established at the site. 

A number of governance and operation models have been discussed in this study. The three parties involved need to 
collaborate and agree on the model to be taken forward. 

ENVIRONMENTAL ASSESSMENT 
Based on a preliminary assessment of potential environmental issues, the in water work required for the 
development could face a number of environmental challenges; however, most impacts can be avoided or 
adequately mitigated. 

Temporary environmental impacts from the development will likely focus on the foreshore and work within the inlet 
may affect the aquatic environment and must be avoided or mitigated through the application of Best Management 
Practices and other measures. 

Permanent and temporary loss of aquatic and riparian habitat in the inlet from construction of the drydock could 
pose an issue. Any unavoidable permanent aquatic and terrestrial habitat losses will be authorized by appropriate 
regulatory agencies. In addition, a human and ecological health assessment may be required. 

There is always some level of uncertainty associated with the acquisition of environmental permits, licenses and 
approvals (PLAs) required for infrastructure projects in BC. In particular, processing time for provincial and federal 
approvals can be considerable. The following main PLAs may be required for the project: 

— Request for review, or Authorization under the Sub-Section 35(2) of the Fisheries Act for any harmful 
alteration, disturbance or destruction of fish habitat; 

— Approval under Section 9 of the Water Act; and 

— Several other minor permits may be required for the project, including those needed for fish and wildlife 
assessment and salvage. 

It is assumed that the work will not require an Approval under the Navigation Protection Act (NPA) because “docks 
and boathouses” and “dredging” are listed as minor works however confirmation should be gathered to ensure the 
drydock meets the definition of “docks and boathouses”. 

The Federal Department of Fisheries and Oceans (DFO) is planning to update the Fisheries Act with more stringent 
regulations and increased Indigenous involvement. Transport Canada also has plans to update the NPA with the 
Canadian Navigable Waters Act, which includes greater oversight from the federal government and more 
Indigenous involvement than the current Act. The new legislation could come into effect during the design phase of 
the project and could affect permitting requirements.  
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Lastly, even though the project is not a designated project under CEAA 2012, given its location on federal lands, 
section 67 of CEAA 2012 can apply. The Port Alberni Port Authority (PAPA), as Federal Authority, is therefore 
responsible to undertake the environmental effects determination before issuing a lease agreement. This will depend 
on what PAPA requires. 

Removal and disposal of materials used and removed from ships (grits, paints, asbestos etc) will need to be carefully 
managed. 

SITE CONTAMINATION 
The site contains known contamination issues and these are well documented in work by SLR for the City. 

The following potential scenario could occur assuming that approvals for the development need to be obtained from 
the City. Upon applying for a development permit, this would trigger the submission of a Ministry of Environment 
Site Profile form to the City. If the property is a contaminated site, the City would forward the Site Profile to the 
Ministry and the Ministry would respond with their requirements. 

At a contaminated site, the Ministry of Environment has the authority to freeze the local governing authority to issue 
a permit for development until a release from the Ministry is obtained (reference: Ministry of Environment and 
Climate Change Strategy, Administrative Guidance 6). Depending on the site classification (this relates to the level 
of contamination concern at the site, we are not currently aware of the classification details for this site), the 
Ministry may issue their release after the following is provided to the Ministry: 

— All relevant site investigation reports, remediation plan and schedule for remediation completion; 

— Written opinion from an Approved Professional that: 

— Site is not a high risk; 

— All contamination at and migrating from the site has been delineated at the site and neighbouring 
properties; 

— Remediation of the entire extent of contamination at the site to applicable standards is achievable before 
one of the endpoints: issuance of a building permit; issuance of an occupancy permit; completion of a final 
building inspection; and 

— Once remediation is complete, the site will meet the environmental standards in the regulations and be 
eligible for a Certificate of Compliance. 

— A commitment in writing from the land owner that the site will be remediated in accordance with the 
remediation plan. 

In regards to exposure scenarios and what is considered acceptable versus not acceptable, this is best addressed by a 
human health and ecological risk assessor. Generally, if contamination were to remain in situ for the future 
development, the contamination would need to be contained, cannot be mobile (migrate), and there cannot be 
exposure at unacceptable concentrations determined by a detailed risk assessment. The detailed risk assessment 
needs to account for the future conditions of the site (in particular, what contamination remains and the risk control 
measures to prevent contaminant migration and exposure to receptors) and future receptors (human and ecological). 

Construction workers for the proposed facility are likely at risk of being exposed to contamination and appropriate 
PPE and safe work procedures for working with the contamination would be required. 
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14 SECTOR STRATEGIES & GOALS 

As noted within the study report the target market and size of drydock is the cornerstone for the major factor for the 
business. The market with the most potential for the services to be offered includes: 

— BC Ferries 

— Canadian Navy 

— Coast Guard 

— Fishing Fleets 

— Touristic ferries / small ships 

— Oil spill response vessels 

— US fishing and barge fleet 

Other markets identified but which have not been taken into account in the revenue stream for the financial analysis 
includes barges, ship breaking, and future LNG vessels. 

There will be significant changes in the market over project life.  For example,smaller feeder container vessels could 
be deployed in the region.  Also the flow of bulks in the region is high and there will be opportunities to handle 
these vessels on an emergency basis. 

With Port Alberni being a new player in the drydock business, and with its geographical separation from a number 
of major potential clients, the business will need to market its services and capabilities to the customers.  

Rates for services will need to be competitive compared to the existing businesses (Seaspan, Point Hope, etc).  

For a number of customers in BC, the additional cost to sail to Port Alberni for the vessel work means the facility 
must offer something that gives the vessel owner an incentive to come. 

 

 

 

 



 

 

APPENDIX A - SWOT ANALYSIS 
 



 

 

A SWOT ANALYSIS 

Purpose 

A Strengths, Weaknesses, Opportunities and Threats (SWOT) analysis was conducted to 
determine the internal and external factors which may affect the Port Alberni Floating Drydock 
Business Plan. The goal of our SWOT analysis was to identify the Strengths, Weaknesses, 
Opportunities and Threats that Port Alberni Port Authority (PAPA), Canadian Maritime 
Engineering Ltd. (CME), and the City of Port Alberni (CPA) can use to guide Port’s creation of 
an actionable strategy to ensure the sustainable development and growth of a drydock business. 

Project Overview 

PAPA is working with an existing national marine vessel design, build, maintenance, and service 
company, CME to facilitate the purchase, installation, and operation of a floating drydock in Port 
Alberni, British Columbia, Canada. 

The total project, which would involve the following three phases: 

 Phase 1: Dredging of waterlot and construction of a seawall 

 Phase 2: Pier construction 

 Phase 3: Installation of dry dock 



 

 

 

Figure 15. Conceptual Design of the Port Alberni Floating Drydock 

 

SWOT Analysis Framework 

A SWOT analysis consists of four components: Strengths, Weaknesses, Opportunities, and 
Threats. These four components are divided into two influence categories, internal and external. 
Internal factors are issues which the project proponent (PAPA, CME, and CPA) directly impact. 
For example, decisions on business structure, marketing, hiring, etc. External factors are issues 
which the project proponent cannot directly impact, but may be able to influence or 
accommodate. For example, the Canada-U.S. exchange rate, competing drydocks, trade along 
the Pacific Northwest, etc. Although we cannot directly impact external factors, they are 



 

 

nonetheless very important to be identified in order to help us understand how we can improve 
our current position in the industry to get to where we want to be. 

Strengths – represent internal areas of competitive advantage which PAPA, CME, and CPA 
should build upon in the development of the drydock business. 

Weaknesses – represent internal shortcomings which project proponents have control over, and 
the areas stakeholders can shore up through the operationalization of the drydock. 

Opportunities – represent external forces which may act favourably in the project development. 
These opportunities are areas where project proponents should focus future investment on. 

Threats – represent external forces which may act unfavourably in the project development. 
Threats are areas where the project proponent should monitor and develop mitigation plans. 

 

 

 

Discussion  

An internal three-hour WSP SWOT analysis for the Port Alberni Floating Drydock took place on 
September 11, 2018 via Skype. This SWOT analysis discussion consisted of four WSP 
employees: Michael Coull, Adrian Lightstone, Johnathan Stewart, Hannah Yu, and a drydock 
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industry specialist, Rollie Web, from Robert Allan Ltd. Following the SWOT analysis 
framework shown above, a successful discussion was resulted and key ideas are summarized 
below.  

Strengths 

Existing maritime and supporting infrastructure: Port Alberni is an existing harbor with 
marine, road, and land access.  

Ship fabrication and repair facilities available on-site: there is a small ship fabrication facility 
is being built on site. Once finished, there will be around 10-20 people working at the facility. 
This could smooth out the demand for seasonal drydock labor with a common employer. 
However, most operations tend to keep ship building and drydock work separate. 

Workforce: the City of Port Alberni has a captive workforce and low cost of living, which 
means a new anchor employer like this drydock would have access to existing available labour. 

Supportive partnership: there is a supportive connection with CPA, PAPA, and CME. CME 
understands the ship repair business, currently operates in Port Alberni and has a good 
relationship with PAPA and CPA. 

Weaknesses 

Workforce: there could be a gap in the available workforce due to the aging population. There 
may be specialized positions which are hard to fill, such as the dock master. Drydocks are also 
not a consistent employer of labour, whether skilled or semi-skilled. Ships come and go and 
inevitable the labour force will be ‘laid off” or otherwise non employed between dockings. 

Market projections: unclear whether the CME assessment of market share is optimistic or 
realistic. Additional market research should be done to determine a realistic value of the market 
for this drydock. 

Clarity of governance model: There is a lack of clarity over how the drydock will be governed. 
It is unclear whether the drydock will be exclusive for CME use or whether it will be publicly 
accessible (this was revolved during the study). 

Remote geographical location: Geographical location may be an issue. Port Alberni is not a 
well-travelled route for the types of ships they are looking to service. Small ships may not have 
the certificates to travel outside the West Coast Treaty Zone. For example, BC Ferries may have 
a problem sending their smaller “sheltered water” ferries to Port Alberni due to the location. This 
should be manageable if BC Ferries are motivated to use the facility.  

 



 

 

Opportunities 

Globalisation and Asian seaborne trade: Global trade has been relatively flat since the global 
financial crisis, but there will be an increase in seaborn trade from Asia. However, Port Alberni 
would not be competitive in the global market, since the floating drydock will be too small to 
accommodate these large vessels. There might still be secondary benefits, such as servicing 
support vessels like spill response ships. 

Expansion to the U.S. Pacific NW: U.S. market represents a good opportunity, since it is 
cheaper for U.S. ships to be serviced in Canada than in the U.S. due to the current exchange rate. 
The U.S. is not a competitor for Canadian ships. They are currently too expensive with the 
exchange rate. They send factory trollers up from the U.S. but will only continue to do so if there 
are no tariffs and favourable NAFTA terms. The U.S. represents 10-15% of total current 
dockings at competing drydocks. There is a lot of U.S. traffic from the Pacific NW (Portland, 
Seattle) to Alaska, which passes right by Port Alberni. This traffic would be loaded to Alaska 
and return empty to Portland/Seattle areas. On the empty return, these ships could potentially be 
serviced at the Port Alberni drydock.  

Scrapping vessel market: There is no potential opportunity to establish a scrapping vessel 
market. Cost structure is not profitable and it will take away from the potential ship repair 
business. A drydock alone does not make money – it is the skilled trades using the drydock 
(electricians, welders, painters, etc.) who add value and contribute to profit. Scrapping would 
only be metal cutters and the market is the scrap price of metals – not value-added services. 

Potential clients of interest / type of vessels: 

• Spill response vessels – 42 are being built, but only 5 will be of interest to the Port 
Alberni drydock. 

• Coast guard – currently there are around 6 vessels, but 4-6 vessels will be added to the 
current fleet. 

• New tug boats – situated in the Northwest, and serves Prince Rupert and Kitimat. 

• Factory trawlers – from the U.S., may be serviced in Canada. 

• Fishing vessels– this market is on the rise as there will be the need to maintain these 
vessels in a drydock occasionally. The U.S. fishing market will be a lot bigger than the 
Canadian market, as the American fishing vessels are way bigger in size. 

• BC Ferries – probably will have potential business with 7-8 vessels, however these need 
to be able to leave the West Coast Treaty Zone to access Port Alberni. 



 

 

• Department of National Defense (DND) – will always be publicly tendered, Port Alberni 
could potentially gain business from this market if the price is competitive. 

• Pocket-Size Cruise – there are currently 6-12 Pocket-Size Cruise, all are from the U.S. 
and are based in Portland and Seattle. 

• Private Yachts – this can be a potential market, however these are not regulated like other 
ships and do not require scheduled maintenance, so cannot be relied on as a continual 
source of business. 

Threats 

No guaranteed customers or anchored tenant: All the potential business depends on the 
competitiveness of the drydock compare to other drydocks. There are no guaranteed business or 
existing contract. 

Competition from other B.C. ports: There is competition since there is no shortage of drydocks 
in B.C. Other drydocks in the vicinity include: 3 private drydocks in Vancouver (2 Seaspan, 1 
Allied shipbuilders Ltd.), 1 private drydock in Point Hope (Seaspan), 1 public drydock in 
Esquimalt (government operated). Drydock bookings are up to 5 years, and even if there are 
emergency drydock needs, there can be accommodation by others who are willing to move ships 
out in these situations. The U.S. is not a competitor for Canadian ships. They are currently too 
expensive with the exchange rate. 

Seasonal work: Drydock business is seasonal, skilled trades may have only 6 months of work, 
which means it may be difficult to attract skilled labour seeking a stable employment. 

Exchange rate: The exchange rate directly drives the number of American vessels that seek 
repair in Canada. When Canadian Dollar is strong, there is a weakened demand for U.S. vessels 
to drydock in Canada. Currently the exchange rate is favorable for the U.S. customers to use the 
Canadian drydocks. 

North American Free Trade Agreement (NAFTA): Ships are already duty exempt, however if 
changes occur or if NAFTA is removed, there is potential for tariffs to be re-introduced on 
service to U.S. vessels. Tariffs used to be 50% of the repair bill prior to NAFTA. 

Decrease in local commercial seaborn trade: Local commercial seaborn trade is currently 
decreasing, it is a gradual decrease but may lead to lower demand for drydock services. 

Potential lack of utilities: Need to expand the powerlines, sewers, laydown area, and roads to 
service the dock. May require improvements to the current equipment to service the targeted 
market. Moreover, drydocks require shore power and emergency power to shut down the system. 
These potential needs could lead to higher than expected servicing costs.  



 

 

Environmental regulations: Need to comply with the environmental regulations and make sure 
no contamination occurs. Environmental regulations are an unknown in Canada. There may be 
both federal and provincial regulations. It is unknown what the contamination / decontamination 
requirements will be. Regulatory environment may slow down process and/or add cost to 
development of the drydock.  

Current site conditions: There is unknown fiber mat on seabed and wooden fiber material from 
historical industry. Other contamination may exist on-site as well. 
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B KETCHIKAN FLOATING DRYDOCK AND SHIP 
FABRICATION FACILITY 

1. Operation Details 

Facility Owner:  Alaskan Industrial and Development and Export Agency (AIDEA) 
Land Owner:  Ketchikan Gateway Borough, City of Ketchikan User:  Various 
Operator:  Vigor Alaska, LLC 

2. Introduction 

The Ketchikan Shipyard (KSY) is located in Ketchikan, Alaska, adjacent to the Alaska Marine Highway System 
(AMHS) ferry facility.  The shipyard consists of approximately 25.27 acres of real property, various buildings, 
fixtures and improvements, floating drydocks (10,000 ton and 3,600 ton lift capacity), various equipment and tools 
and other personal property. The facility is shown in Figure A 16 and Figure A 17. 
KSY is owned by the AIDEA and operated under contract by Vigor Alaska. AIDEA is a public corporation of the 
State of Alaska, created in 1967 by the Alaska Legislature to serve as the State of Alaska development financing 
authority. AIDEA acts as a funding resource in partnership with other financial institutions, economic development 
groups and guarantee agencies. The facility has a “captive” market, providing maintenance and repair to the Alaskan 
ferry fleet. 

 

Figure A 16: Ketchikan Shipyard facility, Alaska 

 



 
 
 
 

 

 

Figure A 17: Side View of Ketchikan Shipyard facility, Alaska 

The shipyard sits on 25 acres and has the following assets: 

• 10,000 ton 460 ft (140 m) by 110 ft (34 m) floating drydock (Drydock #1) 

• 3,600 ton 225 ft (9 m) by 85 ft (26 m) floating drydock (Drydock #2) 

• 3 cranes with capacity to 150 tons 

• 130,000 sq ft covered fabrication and shop area 

• 70,000 sq ft assembly hall 

• 5 storey production centre 

• 1,000 ft (305 m) of pier 

 

3. History 

The Department of Transportation & Public Facilities (DOT&PF) spent approximately $30 million to construct the 
shipyard during the 1980’s. The shipyard is capable of providing maintenance for the AMHS. Under an agreement 
with the state, the City subleased operation and management of the shipyard to private contractors. Each operator 
experienced operational and financial difficulties. In 1991, the State canceled its lease with the City and closed the 
shipyard for two years. In November 1993, DOT&PF awarded an operating contract to reopen the shipyard and 
manage AMHS overhaul projects.   AIDEA acquired title to and ownership of the Ketchikan Shipyard and entered 
into an agreement with Alaska Ship and Drydock (ASD) for the operation of the shipyard effective on 15 July 1997.  
In conjunction with the transfer, an MOU between AIDEA, the City of Ketchikan, Ketchikan Public Utilities and the 
Ketchikan Gateway Borough was created. In 1997, the Operations of the Shipyard was established through an 
agreement between AIDEA and ASD. The agreement was renegotiated in December 2005 with a ten-year term and 
two ten-year extensions. The South Berth was transferred from DOT&PF to AIDEA in October 2010 and the Platt 
was officially signed in February 2014. 



 
 
 
 

 

Vigor Industrial purchased the shipyard operator, ASD, in March 2012. In 2013 ASD’s name changed to Vigor 
Alaska. 
The shipyard has received funding for several projects 

• TEA-21 funding (1999) was used to construct employee facilities and to expand fabrication and 
storage facilities.  This $2.65 million grant required a 20 percent match which was provided by AIDEA 
and the Borough (approximately $328,000 each). 

• Two federal Economic Development Administration (EDA) grants were received. The first grant 
(2002) funded the construction of a second dry dock and the second EDA grant (2006) funded the dry 
dock berth. 

• Federal SAFETEA-LU funds were appropriated for the shipyard in 2006. The SAFETEA-LU funds 
totaled about $50 million over five years. Three TEA-LU funded projects were completed - the 
fabrication building extension, parking/lay down area and Berth 1. The funds for these projects was 
managed by DOT & PF and AIDEA. The Federal Transit Authority (FTA) approved AIDEA’s grant 
application 25.August 2008 for an environmental assessment, preliminary engineering for future 
upgrades and dry dock grounding grids ($7 million).  

• AIDEA received an FY2009 state appropriation ($3 million) for standby power generators, a process 
water treatment system and deferred maintenance. The deferred maintenance funds were used on the 
two dry docks. AIDEA received a $2 million FY2011 state appropriation for deferred maintenance and 
a FY2012 state appropriation for $2 million for shipyard upgrades 

• The Ketchikan Shipyard received $1.18 million in FY15 State Appropriations to be used for the 
electrical substation relocation. 

• AIDEA received $2.5 million of unobligated federal funds from the Federal Transit Administration 
(FTA) for Ketchikan Shipyard improvements.  The improvements include the purchase of equipment 
(vessel transfer carts and automated weld equipment) and the construction of a land level berth 
supporting ship repairs and the fabrication of ship modules. 

 

4. BUDGET/FINANCE 

AIDEA has made capital investments in the shipyard, including the 1997 cost of acquiring the shipyard ($80.3 
million) and a partial match to the 1999 federal TEA-21 grant.  AIDEA has also matched Borough contributions to 
the repair and replacement (R&R) fund. AIDEA does not provide financial support for shipyard operations.  Local 
government entities have made contributions for capital improvements, the R&R fund and shipyard operations.  
AIDEA‘s financial return from the Shipyard is based on several terms in the Agreement for the Operation and Use 
of the Ketchikan Shipyard.  An amended and restated Agreement became effective 1 December 2005.  Under the 
Agreement the financial returns are through revenue and net profit sharing via payments to AIDEA first to 
reimburse AIDEA’s administrative expenses (up to $18,000), next into the R&R fund until its funded to 125 percent 
and then distributed as profit sharing to the AIDEA, Borough and City of Ketchikan. 
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C NORTH VANCOUVER DRYDOCKING FACILITIES 
1. Early History 

The first floating drydock and indeed the first docking facility of any appreciable size in Vancouver Harbour began operation at the 
Foot of Lonsdale in 1925. The dock was built by the shipyard, Burrard Dry Dock Company, and had a 15,000 ton lift capacity. The 
cost of this facility was partially subsidized by the Federal Government. The Federal Government subsidy program to build dry 
docking facilities at major Canadian ports had been around since 1907. Numerous earlier applications had been submitted for a dock 
in Vancouver Harbour but failed for one reason or another. Typical terms of the subsidy included annual payments of 4% of the 
construction cost to a maximum $ 5,500,000 over a term of 35 years. This dock continued to be operated until the new Panamax dock 
was installed in 1981. A second similar sized dock, added during WWII, has also been removed from service and scrapped. 

2. Vancouver Drydock Co.  

Vancouver Dry Dock Co. is a Seaspan organization using two drydocks which concentrates on the docking of large US and Canadian 
barges, US fishing vessels, BC Ferries and other coastal traffic. The Seaspan facilities at North Vancouver are shown in Figure B 1. 
 

 

Figure B 1: Floating drydocks at Seaspan’s North Vancouver facility 

  



 
 
 
 

 

2.1 Panamax floating drydock 

The Panamax floating drydock is located at the foot of St George’s Street in North Vancouver. Efforts by Burrard Dry Dock Co. to 
acquire the drydock began in 1978 and dock was in service by 1981. The full development to support the drydock included the 
construction of a major pier, the installation of two cranes (the largest being 85mt capacity), the construction of a major machine shop, 
extensive dredging and installation of supporting utilities for the whole facility. 
The original budget for the proposed facility was estimated at $45.6m in 1978. The Federal government initially agreed to pay $28.8m 
(63%) towards the total cost. The original estimate included $29.8m for the actual drydock, $10.2m for waterfront construction 
including cranes, $1.8m for land creation and $3.8m for land based ancillary facilities. The land used was already owned by Burrard. 
By June 1980, when a formal agreement was reached by Burrard and the Federal Government, costs had grown to $63.3m. The 
federal government agreed to pay $40.6m, the Provincial government granted $1.5m to the project and Burrard financed the remaining 
$21.2m. While the dock itself was registered as being owned by Burrard, the Federal Government remained in effective control of 
dock and its potential sale or reuse. 
 
The dock was built in Japan, towed across the Pacific and arrived in August 1981. It has a 35000 mt lift capacity. 
 
While the facility had been envisioned as a ‘large international‘ repair facility to service the deep sea ships calling at West Coast ports 
that market never really materialized. Costs were too high for an international owner to dock in North America. The facility was 
primarily used for the docking of coastal vessels of Canadian and later American flag vessels. Utilization never met the assumptions 
made to justify the original cost of the dock.  
 
Burrard, later known as Versatile Pacific Shipyards, failed in the early 1990’s and various attempts were made to sell the dock and 
move it overseas. The Federal Government stepped in and a joint operating company consisting of Vancouver Shipyards (Seaspan) 
and Allied Shipbuilders was formed  to continue operation of the drydock. This operation became known as Vancouver Drydock Co. 
Ltd.  
When the Washington Group of Companies fully acquired Seaspan in 1996 Vancouver Drydock was reenergized and largely as a 
result of NAFTA American vessels began to use the facility. Allied withdrew from the partnership and the dock became the property 
of Seaspan.  
 
The current involvement of the Federal Government in the Panamax drydock is not known. 

2.2 Vancouver Drydock Co. – Seaspan Careen 

A second floating dock known simply as the “Careen” is also located at the Vancouver Drydock Co. Ltd. site. This unique asset is 
more correctly called a submersible barge. It was originally built in Japan in 1981 for Dome Petroleum to be used in the Beaufort Sea. 
The vessel is totally self-contained and can be easily moved when required. Dome and its successors continued to use the dock until 
they abandoned the Arctic drilling initiative.  The dock was offered for sale and eventually bought by Seaspan to use at the Vancouver 
Dry Dock facility. It is mobile and has been used at other locations. Most notably this includes the transfer of Canadian Navy 
submarines onto the land adjacent to the Esquimalt Graving dock for overhaul. The ‘dock’ has a 30,000 mt lift capacity 

2.3 Vancouver Shipyards Company – Synchrolift 

This facility is located at the South foot of Pemberton St. in North Vancouver and incorporates a 1500 ton capacity Synchrolift ship 
elevator that is connected to a number (~12) of repair spots. The same site is used for the enhanced new construction facility built by 
Seaspan for the National Shipbuilding Strategy program. Launching of new vessels is down using the Seaspan Careen.  
The Vancouver shipyard facility was built in 1967 using private money. It is primarily used for drydocking of the smaller barges and 
tugs in the Seaspan fleet. 

3. Allied Shipbuilders Ltd. - Floating drydocks 

The facility of Allied Shipbuilders Ltd. is located near the north end of the Ironworkers Bridge. Allied has been at this location since 
1967 but until the early 1980’s it operated almost exclusively as a ship construction yard. The company branched out into ship repair 



 
 
 
 

 

by constructing two small floating docks known as Allied 208 (1979 -800 tons lift)) and Allied 244 (1985 – 2000 tons lift ). These 
docks are still in service. The two drydocks are shown in Figure B 2. Allied received a construction subsidy from the Federal 
Government for these two vessels. This subsidy (approximately 15% of the construction costs) was in effect a grant and did not need 
to be paid back. Allied concentrates on drydocking for its core business. 
 

 
Figure B 2: Allied Shipbuilder’s floating drydock in North Vancouver. 

 

 

 

 

 

 

 


