
MARINE TERMINAL 
MODERNIZATION PLAN

ANACORTES, WASHINGTON
September 15, 2020

PORT OF ANACORTES



ACKNOWLEDGEMENTS

PORT OF ANACORTES COMMISSIONERS:

Ken Goodwin 
Jon Petrich 
Joe Verdoes 
Bonnie Bowers 
Katherine “Kathy” Pittis 

PORT OF ANACORTES STAFF

Daniel C. Worra, Executive Director 
Brenda Treadwell, Director of Planning, Properties, & Environmental 
John Dumas, Director of Operations

FUNDING PARTNER
 
Washington State Community Economic Revitalization Board 

CONSULTING TEAM
 
Maul Foster & Alongi, Inc. 
PND Engineers 
McDowell Group



1   INTRODUCTION 2
PROJECT OVERVIEW 3
PORT OF ANACORTES 3
PROFILE AND MARINE 3
TERMINAL FACILITIES 3

2   MARINE TERMINAL MONDERNIZATION ELEMENTS 8
PIER 1 FENDER UPGRADES 10
PIER 2 BERTH DEEPENING 11
COMMERCIAL AVENUE STREET IMPROVEMENTS 13
PIER 2 MOBILE BULK SHIP LOADER 14
COMMERCIAL VESSEL PUMP-OUT 14
SHORE-TO-SHIP POWER SYSTEMS 15
REPURPOSE WHITE TENT 15

3   MARKET DEMAND 18
IMPACT OF COVID-19 PANDEMIC ON WASHINGTON TRADE 19
STRONG MARKETS 20
MODERATE MARKETS 24
WEAK MARKETS 30

4   MODERNIZATION IMPROVEMENT PRIORITIZATION 32
CONNECTING MARKETS TO MODERNIZATION 33
IMPROVEMENTS 33
PRIORITIZATION EFFORT 35
FACILITY IMPROVEMENT 36
MARKET DEMAND 36
RESULTS OF PRIORITIZATION EFFORTS 36

5   FUNDING ANALYSIS AND RECOMMENDATIONS 40
PORT CASH BALANCE 41
CONVENTIONAL LOCAL 41
GOVERNMENT BORROWING 41
GRANTS AND GOVERNMENT LOANS  43
CONCLUSION  47

6   COMMUNITY IMPACT ANALYSIS SUMMARY 50
CURRENT MARINE TERMINAL ECONOMIC IMPACTS 51
IMPACTS OF TERMINAL 52
MODERNIZATION 52

MARINE TERMINAL MODERNIZATION PLAN



In 2019, The Port of Anacortes (Port) obtained a Community Economic Revitalization Board (CERB) 
Planning Grant to evaluate several identified Marine Terminal modernization projects and to develop a 
decision-making analysis to help establish a clear path toward implementation of those projects. The Port 
identified seven potential modernization improvements to increase its competitiveness regionally. The 
first stage of planning involved identifying the preliminary cost associated with each improvement:

EXECUTIVE SUMMARY

IMPROVEMENT DESCRIPTION PRELIMINARY 
COST ESTIMATE

Pier 1
Fender Upgrades

Fender upgrades would improve safety, reduce maintenance, 
provide improved facility performance, and to protect vessels 
and the pier from damage.

$3.9 to 5.9 million

Pier 2
Berth Deepening

Pier Deepening would increase the pier depth from about 38 
feet to 45 feet to accommodate the larger vessels of up to 
Panamax size. Two alternatives are proposed for this project: 
deepening the current berth ($4.8 to $7.2 m), or extending Pier 2 
into deeper water ($13.1 to $19.7 m).

$4.8 to 19.7 million

Commercial Avenue 
Street Improvements

Improvements to Commercial Avenue will maintain effective 
access to Port facilities, street parking, pedestrian safety, 
pavement durability, and overall enhanced safety along this 
critical corridor.

$0.4 to 0.6 million

Pier 2 Mobile
Bulk Ship Loader

A new bulk ship loader will increase mobility to enable loading 
of all ship holds without moving the vessel midway through 
the loading process and address limitations to the existing 
loader including reach, range, loading volume rate, and outside 
ownership. 

$6.8 to 10.2 million

Commercial Vessel
Pump-Out

A pump-out station would allow vessels to empty their holds 
of sewage when at berth by connecting to existing sewage 
infrastructure. Discharge of both treated and untreated sewage 
from boats and vessels into Puget Sound is prohibited. 

$0.5 to 0.8 million

Shore-to-Ship
Power Systems

A shore-to-ship power system would allow vessels to maintain 
full electrical services without running their shipboard 
generators, reducing noise and air pollution while a ship is in 
port.

$3.1 to 4.7 million

Repurpose
White Tent

Repurposing the White Tent covered storage will allow a new 
tenant to occupy the space after the current tenant relocates to 
a new facility.

$4.1 to 6.2 million

Total $23.7 to 48.1 million



ASSESSING & PRIORITIZING
TARGET MARKETS
A Market demand analysis was conducted 
that examined growth trends for submarkets 
within Puget Sound, the Ports position to take 
advantage of market segments, the potential 
impacts of the COVID-19 pandemic, and how each 
proposed improvement could enhance the Port’s 
competitiveness in each market sector. 
With the assessment of market strength in hand, 
the project team and Port staff undertook a 
collaborative and interactive process to prioritize 
specific mid-term target markets based on value 
to the Port and community as well as level of risk. 
Those prioritized commodity markets are:

• Sand and gravel  
• Wood products 
• Cement

The remaining markets, while important, were 
designated as secondary targets to be considered 
on an opportunistic basis:

• Vessel Berthing
• Sulfur
• Government Vessel Homeporting
• Petroleum Coke (Petcoke)
• Alaska Cargo
• Fertilizer
• Artic Related Activity

ECONOMIC IMPACT
Since its inception the Port has contributed 
significantly to the local economy, with tenants 
and terminal operations supporting employment 
of 552 workers with annual wages totaling over 
$33 million. Increases in employment and wages 
related to construction of the proposed Marine 
Terminal modernization improvements would 
be realized in both the short and long term. 
Short term construction activities related to the 
modernization improvements could temporarily 
increase job numbers with 150 direct and 
induced jobs and $23 million in total wages over 
two years. The impact of the improvements 
on permanent employment is more difficult 
to project, however a conservative estimate is 
75 jobs created. Based on the Port’s current 
multiplier effects up to 60 additional indirect jobs 
would be created, resulting in a total of up to 
135 ongoing new jobs with up to $7.2 million in 
annual wages.

PRIORITIZING IMPROVEMENTS
In developing this analysis the  Port prioritized 
the modernization improvements by, first, 
assessing each potential market sector identified 
in the market analysis, second, determining 
the demand for each improvement, and third 
exploring the  availability of funding to offset the 
cost of each project. The Port identified priority 
improvements, with the remaining improvements 
being secondary. The figure on the following page 
shows both the priority improvement and the 
priority markets relative to the market forecast. 
The blue icons represent modernization projects 
that benefit each market.
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CONCLUSIONS AND 
RECOMMENDATIONS

CONCLUSIONS

1. The Port’s Marine Terminal facility is a strong 
economic contributor to the Port and the local 
economy. While very active, it has remaining 
capacity, but is in need of an investment in 
modernization.

2. Recent national trade policies and the global 
pandemic have created some uncertainty 
in the marine trade and cargo sector. 
That uncertainty is disrupting the regional 
marketplace which creates opportunities 
for the Port to attract new or expanded 
commodity activity.

3. Current national economic conditions have 
created a need and support for expanded 
federal and state stimulus grant programs 
as the country emerges from the effects of 
the pandemic. It is likely that those stimulus 
grants will be prioritized for ‘ready to go’ 
projects.

4. The need for re-investment into the economy 
will also keep pressure on the national 
banking system to keep bond interest rates 
low.

In summary, there are new and expanding 
commodity markets for the Port to pursue in 
the midterm. That coupled by the need for 
terminal modernization and the likely availability 
of stimulus grants and low interest financing 
make this an ideal time for a Port Terminal 
Modernization Initiative. That opportunity will be 
greatly enhanced if the Port advances specific 
modernization projects in the near term to be 
‘ready to go’ when financial stimulus or markets 
present.

RECOMMENDATIONS

1. Prioritize and assign a staff team as well a 
staff lead to the Port Terminal Modernization 
Initiative.

2. Develop a plan of finance for the prioritized 
modernization improvements with an 
emphasis on source flexibility as national 
stimulus programs evolve.

3. Initiate the design and permitting of the 
prioritized improvements to get them in a 
ready-to-go status.

4. Aggressively pursue targeted markets as a 
number one staff priority.

5. Adopt and regularly review progress on the 
Port Terminal Modernization Initiative “Action 
Plan”.
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PROJECT OVERVIEW
The Port of Anacortes (Port) owns and operates 
a Marine Terminal which is located on a natural 
deep-water shipping lane and in close proximity 
to Interstate 5 via State Route 20. There are three 
centrally located piers (Pier 1, Pier 2, and Curtis 
Wharf) at the Port’s Marine Terminal, with direct 
access to an established heavy haul route to the 
state highway system.  The Port has a long history 
of marine cargo operations, including dry bulk 
and breakbulk exports. 

To increase the Port’s competitiveness as a 
deep-water shipping port, the Port has identified 
several capital improvement projects within the 
Marine Terminal that are intended to increase the 
functionality and capacity of the current facility. 
To assist with their investment decision making 
process, the Port determined it was important to 
evaluate these projects in the context of current 
market trends, potential community economic 
benefits and funding feasibility. In late 2019, 
the Port was awarded a Community Economic 
Revitalization Board (CERB) Planning Grant 
to conduct the evaluation and assist them in 
identifying a clear path toward implementation 
of the modernization projects, including steps 
to pursue the markets that are best suited for 
utilizing the Port’s Marine Terminal. 

This report documents the evaluation conducted 
by the Port, which consisted of the following 
considerations:

• Development of preliminary cost estimates for 
each Marine Terminal modernization project

• Research and analysis of potential maritime 
industry markets and customers based on the 
characteristics of the Port’s facilities and the 
local, regional, and international economy 

• Prioritization of the Marine Terminal 
modernization projects in the context of 
market opportunities

• Identification of possible funding sources and 
strategies for each modernization project

• Assessment of the local economic benefits of 
making specific improvements

• Synthesis of cost, funding, market demand, 
and benefit of each modernization project 
into an action plan to guide the Port in future 
implementation of the projects

PORT OF ANACORTES
PROFILE AND MARINE
TERMINAL FACILITIES
The Port of Anacortes is a municipal corporation 
of the State of Washington established in 1926 as 
Washington State’s 25th port district. Governed 
by a five-member Board of Commissioners, 
the District includes approximately 100 square 
miles and a population of 23,000 residents. 
The Port oversees a portfolio of traditional port 
operations including commercial and recreational 
marina facilities; a general aviation airport with 
associated aviation industries; a passenger ferry 
terminal site leased to the Washington State Ferry 
System; and a deep-draft marine terminal on the 
Guemes Channel.  

By sea, the Port is located roughly halfway 
between Seattle and Vancouver, B.C. and is 
one of 8 natural deep draft ports in the Pacific 
Northwest. The Port’s Marine Terminal is 
connected to the I-5 transportation/freight 
corridor by State Highway 20 and through the 
main downtown area of the City of Anacortes. The 
Marine Terminal facilities consist of three working 
piers: Pier 1, Pier 2, and Curtis Wharf (see Figure 1). 

The Port serves as the landlord and property 
owner of the marine facilities. Cargo handling 
is generally undertaken through a stevedoring 
company that essentially acts as a broker for 
managing loading and unloading labor. The 
current stevedore company is Metro Ports 
that utilizes labor from ILWU local 25 out of 
Anacortes. The current agreement between 

Port Mission Statement
 In partnership with public 

agencies and private business, 
develop and manage facilities and 

services which simulate private 
job creation and commerce, while 
protecting the quality of life, needs 

and desires of area residents.
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the Port and Metro Ports requires that the 
stevedoring company provide a mobile bulk 
loader. That arrangement reduces some of the 
flexibility regarding the operating specifics of the 
equipment and its availability to other terminal 
users.

Pier 1 houses the Port’s historic Transit Shed 
that is currently used as the Port administrative 
offices and also serves as community event 
center, hosting numerous art fairs, festivals, Port 
and Chamber of Commerce events, and private 
events. Pier 1 also provides berthing for a variety 
of vessels. Dakota Creek Industries (DCI) uses 
Pier 1 for its floating dry dock in support of its 
shipbuilding and repair operations. In addition, 
M&M Seafood operates a seafood processing 
area on Pier 1. Key activities for Pier 1 include 
providing berthing for tugboats, fishing vessels 
and occasionally small passenger cruise vessels. 
The Port recently completed an analysis to 

relocate the community and office use of this 
facility to another location to make this property 
available for marine related industry.

Pier 2 is primarily used for exporting dry bulk 
cargoes. At 37.5 feet of draft, it is the Port’s 
deepest pier and it includes 14 acres of paved 
asphalt-cement surfacing, a self-contained 
stormwater management system, a 460-foot 
concrete-cement frontage pier, and a stationary 
ship loader. Currently, the Port’s primary bulk 
product commodities are petcoke and prilled 
sulfur. Key activities for Pier 2 include:

• In 2019, Pier 2 handled over 268,000 metric 
tons of petcoke and nearly 87,000 metric 
tons of prilled sulfur. Heavy-lift operations 
represented an additional 330 metric tons at 
Pier 2.

• In 2019, Pier 2 had 102 cargo berthing days 
and 67 berthing days, primarily for tugs.

CURTIS WHARF PIER 1 PIER 2
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Curtis Wharf is a working wharf and dock that 
provides periodic vessel berthing to a range of 
commercial users and a seafood processing 
facility. It also provides periodic vessel berthing 
to tenants staging project cargoes and for their 
short-term project assembly activities. The key 
activity at Curtis Wharf is berthing, primarily to 
tugboats and small passenger cruise vessels.

Fidalgo Island
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Figure 2. Leased Area Location Map

OPERATING BUDGET
The Marine Terminal was projected to have 
$6.6 million in operating revenues in 2020 
primarily generated through cargo shipments, 
short- and long-term lease of dock space, other 
ground leases, and transient dockage revenue 
from berthing of vessels, barges, and tugboats. 
Roughly one-half (52 percent) of 2020 revenues 
are attributable to handling, 31 percent to 
terminal services, 8 percent to ground leases, and 
9 percent to other sources.
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Operating expenses in the 2020 budget totaled 
$5.5 million, with nearly two-thirds (63 percent) 
attributable to longshoring/stevedoring, 19 
percent to general and administrative allocation, 
and 15 percent to facilities and operations.

CURRENT TENANTS
The Port’s Marine Terminal has several tenants 
with a variety of short- and long-term lease 
agreements. Additionally, there are areas 
authorized for lay-down and staging that are 
operated on an as-needed basis. The current Port 
tenants (2020) are identified in Figure 2 below.
More information on each tenant is available in 
Appendix B. Several anchor tenants occupy much 
of the Marine Terminal:

• DCI provides vessel construction, repairs, 
and conversions. Previous and current 
construction projects include tugboats, 
offshore support vessels, research vessels, 
fireboats, ferries, and fishing vessels. DCI is 
the largest employer among Marine Terminal 
tenants, accounting for approximately half of 
all tenant employment. 

• M&M Fish Company purchases and 
distributes wholesale crab. 

• Cortland Company researches, develops, 
and produces rope for customers in a variety 
of industries including maritime, oil and gas, 
mining, defense, and others.

• Transpac Marinas (Transpac) designs and 
manufactures high performance timber, 
concrete and steel float systems, and wave 
attenuation systems. 

• Pacific Dream Seafood purchases live 
Dungeness crab from the Puget Sound, 
West Coast, and Alaskan fisheries, then 
packages and ships it to both domestic 
and international markets. Pacific Dream is 
the second-largest Marine Terminal tenant 
in terms of employment, representing 
approximately one fifth of tenant-based jobs.
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MARINE TERMINAL 
MODERNIZATION 
ELEMENTS
This section presents a summary of the technical 
description and construction cost estimates 
associated with each of the modernization 
projects being considered. The detailed cost 
estimates can be found in the Market Demand 
Technical Report, attached to this report in 
Appendix A. 
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The Port has identified seven potential Marine 
Terminal modernization projects intended to 
increase the functionality and capacity of the 
current facility, as well as contribute to the Port’s 
regional competitiveness . The table below 
provides a brief description and preliminary 

cost estimate associated with each terminal 
improvement project. An overview of each project 
and associated cost estimates is provided below, 
with detailed descriptions and cost estimates 
included in the Market Demand Technical Report 
attached to this report in Appendix A.

IMPROVEMENT DESCRIPTION PRELIMINARY 
COST ESTIMATE

Pier 1
Fender Upgrades

Fender upgrades would improve safety, reduce maintenance, 
provide improved facility performance, and to protect vessels 
and the pier from damage.

$3.9 to 5.9 million

Pier 2
Berth Deepening

Pier Deepening would increase the pier depth from about 38 
feet to 45 feet to accommodate the larger vessels of up to 
Panamax size. Two alternatives are proposed for this project: 
deepening the current berth ($4.8 to $7.2 m), or extending Pier 2 
into deeper water ($13.1 to $19.7 m).

$4.8 to 19.7 million

Commercial Avenue 
Street Improvements

Improvements to Commercial Avenue will maintain effective 
access to Port facilities, street parking, pedestrian safety, 
pavement durability, and overall enhanced safety along this 
critical corridor.

$0.4 to 0.6 million

Pier 2 Mobile
Bulk Ship Loader

A new bulk ship loader will increased mobility to enable loading 
of all ship holds without moving the vessel midway through 
the loading process and address limitations to the existing 
loader including reach, range, loading volume rate, and outside 
ownership. 

$6.8 to 10.2 million

Commercial Vessel
Pump-Out

A pump-out station would allow vessels to empty their holds 
of sewage when at berth by connecting to existing sewage 
infrastructure. Discharge of both treated and untreated sewage 
from boats and vessels into Puget Sound is prohibited. 

$0.5 to 0.8 million

Shore-to-Ship
Power Systems

A shore-to-ship power system would allow vessels to maintain 
full electrical services without running their shipboard 
generators, reducing noise and air pollution while a ship is in 
port.

$3.1 to 4.7 million

Repurpose
White Tent

Repurposing the White Tent covered storage will allow a new 
tenant to occupy the space after the current tenant relocates to 
a new facility.

$4.1 to 6.2 million

Total $23.7 to 48.1 million

Terminal Modernization Project Summary
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Port area, and commercial pump-out stations are 
anticipated on both Curtis Warf and Pier 2. The 
remainder of the improvements are specific to 
one of the three areas.

Figure 3 below illustrates the approximate location 
of each proposed project within the highlighted 
port owned properties. Shore-to-ship power 
improvements are anticipated throughout the 
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The Port is seeking to upgrade the fender 
system along Pier 1 to improve safety, reduce 
maintenance, provide improved facility 
performance, and to protect vessels and the pier 
from damage. The improved fender system at Pier 
1 would enhance berth flexibility between Pier 1 
and Curtis Wharf. This flexibility would allow the 
Port to accommodate the needs of specialized 
vessels and cargoes by allowing vessels to move 
between the two berths more easily. A new fender 
system would ideally span the full 600-foot face of 
Pier 1 to maintain a consistent berthing line for all 
users on the pier. This improvement is estimated 
to cost between $3.9 and $5.9 million.

PIER 1 FENDER UPGRADES

Cruise Ship at Berth at Pier 1
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In recent years, the Port has identified limitations 
to operations at Pier 2, including available draft 
depth along the face of the pier and limits on the 
existing live load capacity necessary for heavy lift 
operations. Currently, the depth at the face of the 
pier is about 37.5 feet, and a depth of 45 feet is 
needed to accommodate the size of vessels the 
Port hopes to attract. The Port is exploring options 
to address the greatest need, adding depth at the 
berth to allow accommodation of up to Panamax 
size vessels.  

Pier 2 provides approximately 460 linear feet of 
berthing face on the Guemes Channel, and the 
dolphins at either end expand the berthing space 
to over 1,200 linear feet. This facility’s primary 
use is the export of petroleum coke (petcoke) 
and sulfur, both byproducts of refining crude oil 
at the nearby refineries. Both byproducts have 
industrial value overseas, driving the export 
market for transloading at Pier 2. In addition to 
these products, Pier 2 has been used for heavy 
lift operations, including products such as armor 
rock in breakwater construction and heavy module 
loading to ships and barges.

PIER 2 BERTH DEEPENING

View of Pier 2 From WaterAerial View of Pier 2

The options being explored to address the berth 
deepening to accommodate larger vessels include 
dredging the existing sediment along the face 
of the pier or moving the entire pier face into 
deeper water.  

The dredging option consists of construction 
of an underwater bulkhead along the face of 
the existing pier to retain the existing slope and 
pier support piles while allowing dredging to 
final design depth of 45 feet. This option has an 
estimated cost range of $4.8 to $7.2 million.

The pierhead expansion option involves 
constructing a new pier face that extends from 
the existing structure into deeper water. The 
new pier face would be constructed on steel pipe 
piles, with precast concrete caps and panels, and 
would be seismically isolated from the existing 
pier to reduce unintended loading on the older 
structure. This option requires working with 
the Washington State Department of Natural 
Resources and the Harbor Line Commission to 
amend the existing Outer Harbor Line and Port 
Management Agreement. This option has an 
estimated cost range of $13.1 to $19.7 million.
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HANDYMAX VESSEL PANAMAX VESSEL
Handymax is a naval architecture term for  
larger bulk carriers vessels. These ships are 
used for less voluminous cargoes and have the 
ability to handle different cargoes carried in 
different holds. Handymax vessels typically have 
four cranes built into the vessel, making it easier 
to use for loading and unloading in ports with 
limited infrastructure.

Panamax is the naval architecture term for 
the largest size ship that can travel through 
the original Panama Canal, defined by the 
size limits required to traverse the canal. The 
original canal can only accommodate vessels of 
a limited length, beam, and draft.

CHARACTERISTIC HANDYMAX PANAMAX DESCRIPTION

Number of Holds 5 holds 7 holds Holds are the chambers within the 
vessel hull used to hold cargo.

DWT 50,000 tons 75,000 tons
DWT (deadweight tonnage) is the 
measure of how much weight a 

ship can carry.

LOA 650 feet 965 feet
LOA (length overall) is the 

maximum length of a vessel’s hull 
measured parallel to the waterline.

Beam 106 feet 106 feet Beam of a ship is its width at its 
widest point.

Max Draft 40 feet 46.3 feet
Draft of a ship’s hull is the vertical 

distance between the waterline and 
the bottom of the hull.
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Commercial Avenue is the primary roadway 
serving the Transit Shed, Pier 1, Curtis Wharf, 
and several primary tenants in the commercial 
and industrial core of the City of Anacortes. The 
Transit Shed, home of the Port offices, also serves 
the community as temporary event space, hosting 
numerous art fairs, festivals, Port and Chamber of 
Commerce events, and private events. Adjacent 
to Commercial Avenue are warehouses and 
manufacturing industrial spaces, including major 
Port tenants such as Cortland Puget Sound Rope 
and DCI. Due to the large variety of uses along 
Commercial Avenue, improvements will ideally 
maintain effective street parking, pedestrian 
safety, pavement durability, and overall enhanced 
safety along this critical corridor.

COMMERCIAL AVENUE STREET IMPROVEMENTS

Street View of Commercial Avenue Aerial View of Commercial Avenue

The stretch of Commercial Avenue from Second 
Street to Railroad Avenue is approximately 300 
feet long and 80 feet wide and has seen heavy 
use over the years requiring a comprehensive 
improvement project. The project includes 
removal of previous overlays, subgrade 
preparation, establishment of dedicated 
pedestrian corridors and street parking, 
crosswalks and striping, and adjustment to utility 
manhole elevations and storm drains to match 
the finish grades. Demolition costs are increased 
slightly to account for the possibility that the 
removal of existing pavement may expose some 
contaminated soils that will need to be disposed 
of in an approved facility. The estimated costs 
for the described improvements range from 
$403,000 to $605,000.
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PIER 2 MOBILE BULK 
SHIP LOADER

COMMERCIAL VESSEL 
PUMP-OUT

Bulk Ship Loader

The break bulk loading operations at Pier 2 
depend on a bulk ship loader to move petcoke 
and sulfur from trucks to the ship’s holds. The 
existing bulk ship loader at Pier 2 is owned and 
operated by Metro Ports, and is a semi-mobile, 
covered conveyor belt that carries product 
approximately 300 feet from the truck unload 
point and into the various holds on the ship.

Limitations to the existing loader include 
reach, range, loading volume rate, and outside 
ownership of the equipment. The Port is 
interested in purchasing a new ship loader with 
increased mobility to enable loading of all ship 
holds without moving the vessel midway through 
the loading process. There is also an interest in 
longer reach to accommodate wider, Panamax 
vessels. An increase in loading volume would 
improve efficiency, decrease the time required 
to unload delivery trucks, allowing taffic to 
keep moving rather than idling at the pier, and 
decrease vessel turnaround times. A new mobile 
bulk ship loader would require upgrades to the 
Pier 2 structure as well as consideration of the 
available electrical power supply. A conservative 
estimate for costs associated with a new ship 
loader would range from $6.8 to $10.2 million.

In accordance with the Washington State 
Department of Ecology’s federal “No Discharge 
Zone”, discharge of both treated and untreated 
sewage from boats and vessels into Puget Sound 
is prohibited. Operators have until 2023 to fully 
retrofit their vessels to hold sewage until they 
can properly discharge into an established sewer 
system. To comply with this new rule, facilities 
need to provide a means for vessels to empty 
their holds when at berth. Because of the types 
of vessels utilizing both Curtis Wharf and Pier 
1, both will need commercial pump out. Pier 2, 
though less likely to require pump-out due to its 
transocean clientele, may one day be a suitable 
candidate for pump-out equipment. The cost 
estimate for installing a commercial pump-out 
system at each pier would be on the order of 
$514,000 to $772,000.
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Shore-to-Ship Power System Example Project

Existing White Tent

SHORE-TO-SHIP 
POWER SYSTEMS

REPURPOSE 
WHITE TENT

Shore-to-ship power systems are planned at 
permanent dock facilities to allow ships to 
maintain full electrical services without running 
their shipboard generators. The benefit of shore-
to-ship power is a reduction in noise and air 
pollution and diesel consumption while a ship is 
in port. The electrical demand on shore-to-ship 
systems depends greatly on the size and class of 
ship, as well as the equipment on board. Typical 
power output requirements range from 1 to 7 
megawatts, with cost increasing with size. The 
Port is well situated with sufficient power supply 
availability at all three terminals. It is assumed 
that Curtis Wharf and Pier 1 would both require 
a 1- to 2-megawatt capability, and Pier 2 could 
require between 4- and 7-megawatt capability, 
to accommodate the potential for Panamax class 
vessels in the future.

To provide shore-to-ship power at all three piers 
would cost in the range of $3.1 to $4.7 million.

There is a 260-foot-long by 120-foot-wide by 
45-foot-tall white tent located at the center 
east side of Pier 2. It is currently being used 
as a covered fabrication facility for a Marine 
Terminal tenant, although that tenant is 
interested in a new facility, custom designed 
for their operations, on other Port-owned 
property. Because the covered storage in the 
tent is readily accessible to the pier face, the 
Port is interested in repurposing it for other 
uses when/if the current tenant no longer 
needs it.

Costs associated with repurposing the white 
tent would include upgrades to the electrical, 
mechanical and ventilation systems in the 
tent. Further costs may arise for items such 
as storage bins, shelving, or other flexible use 
appurtenances, depending on the needs of 
a future use. In addition to tent retrofits, the 
Port would need to provide the new facilities 
for the existing tenant, as they would be 
displaced from their current arrangement. 
These items would have a total estimated 
cost in the range of $4.1 to $6.2 million.

The estimated capital costs for all 
identified Marine Terminal modernization 
improvements ranges from  $23 to $48 
million. 
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MARKET DEMAND

This section presents a summary assessment 
of current and potential markets for the Port 
of Anacortes’ Marine Terminal, with attention 
paid to whether and how the seven potential 
modernization projects may impact each market. 
The full market demand analysis is presented in 
the Market Demand Technical Report, attached 
as Appendix A.
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The Port has sought guidance on two primary 
questions related to market demand: 

• Which modernization projects should be the 
highest priority given the market potential?

• Which markets and customers should the port 
target as it moves forward with the upgrades?

In conducting the market demand analysis, the 
Port provided guidance as to areas that were 
of particular interest (such as wood products), 
and areas that were, at least initially, a lesser 
priority (such as those related to fossil fuels). 
The Port also expressed a strong interest in 
cargo-related uses, rather than berthing or other 
types of terminal activity. The analysis includes 
a compilation of secondary research on current 
and potential markets; interviews with Port staff, 
current tenants, and other contacts familiar with 
Puget Sound and Alaska maritime commerce; and 
a review of existing Port documents and regional 
economic reports.

There are challenges to definitively connecting 
upgrades with potential markets. Some upgrades 
are essential to preserving and enhancing the 
Port’s competitive position in Puget Sound, while 
others are more specific to enhancing facilities 
at the Port for specific purposes. The following 
analysis provides a high-level assessment of 
markets for the services and facilities currently or 
potentially available at the Port; a foundation of 
information necessary for more targeted market 
development; and a more clear understanding of 
the benefits of Marine Terminal  modernization.

Based on foundational research, Figure 4 on 
page 34, below, provides a summary of the 
market analysis by grouping potential markets 
into strong, medium, and weak forecasted 
growth. It should be noted that these demand 
forecasts should be somewhat tempered with 
the uncertainty created by the global COVID-19 
pandemic.

1Washington Council on International Trade, May 2020. International Trade and the Global Pandemic: Impacts of 
COVID-19 on Washington’s Trade Economy. https://wcit.org/wp-content/uploads/2020/05/WCIT-COVID19-Study.
pdf

IMPACT OF COVID-19 PANDEMIC 
ON WASHINGTON TRADE1

Each market includes a preliminary assessment 
of impacts due to the COVID-19 pandemic. 
An estimated 40 percent of Washington State 
jobs are tied to international trade, which is 
experiencing an unprecedented disruption 
caused by the global COVID-19 pandemic. 
The World Trade Organization predicts that 
international trade in goods will drop between 13 
percent and 32 percent in 2020 because of the 
COVID-19 pandemic. A recovery is expected in 
2021, but only if the virus can be contained and 
governments can safely reopen economies. 

Washington State exports had already dropped 
from $74.9 billion in 2018 to $53.7 billion in 
2019, primarily due to trade conflicts with China 
and the imposition of tariffs. In January 2020, 
a trade deal to pause the escalation of tariffs 
and dramatically increase China’s purchase of 
U.S. goods was approved, but the COVID-19 
pandemic undermined that agreement because 
of a clause related to natural disasters or “other 
unforeseeable events outside the control of 
the Parties.” China’s economy contracted by 
6.8 percent in the first quarter of 2020, and 
disruptions to shipping and logistics have made it 
difficult for China to meet its trade commitments.

COVID-19 pandemic slowdowns among 
Washington’s major international trade partners 
have also severely disrupted supply chains and 
export markets. Nine out of ten of Washington’s 
largest export markets are projected to 
experience a contraction in output, according to 
the IMF World Economic Outlook. While China is 
the only one of those countries whose output is 
expected to still grow, its growth is predicted to 
shrink from a previously projected 5.8 percent to 
1.2 percent.
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STRONG MARKETS
At this time, the following markets represent the 
strongest potential for market expansion for the 
Port. 

PRILLED SULFUR 
Chemtrade, located in Mount Vernon, transports 
prilled sulfur to the Pier 2, where it is loaded 
onto ships headed to China, Mexico, Indonesia, 
New Caledonia, Brazil, and Thailand. The sulfur 
pellets are used in rubber vulcanization and in 
the production of fertilizer, asphalt and bitumen, 
detergents, dyes, insecticides, and other products. 
Sulfur shipments through the Port were declining 
prior to 2018 because ports in Seattle and Tacoma 
had more competitive pricing. The Port amended 
its agreement with Chemtrade in 2018, dropping 
its charges for sulfur transported through the 
terminal.2 The Port also asked the Anacortes City 
Council to institute a five-year hiatus on road 
fees for mitigation of city truck routes. The new 
arrangements brought about an increase in 
sulfur prill shipments, with as many as 100 trucks 
delivering the product to the port per day.3 

Industry Outlook
The sulfur industry is expected to have modest 
growth in coming years in a changing global 
marketplace, and companies such as Chemtrade 
will need to operate as efficiently as possible to 
maintain a foothold in the market. The compound 
annual growth rate for the sulfur market from 
2020 to 2025 is expected to be more than 3 
percent.4 The Asia-Pacific region is expected to 
dominate the market due to growing demand 
for sulfur in fertilizer and rubber processing in 
countries such as China and India,5 although this 
consumption has dropped temporarily due to 
COVID-19. These are the primary forces affecting  

2Terminal 2 Use Agreement Amendment, January 10, 2018.
3“Sulfur exports back up at port marine’s terminal after decline,” July 11, 2018, https://www.goskagit.com/ana-

cortes/
4Allied Market Research, https://www.alliedmarketresearch.com/sulfur-fertilizers-market’; Globe Newswire, 
 https://www.globenewswire.com/news-release/2020/01/15/1970890/0/en/Global-Sulfur-Market-Growth-

Trends-and-Forecast-2020-2025.html; DTN.com,  https://www.dtnpf.com/agriculture/web/ag/crops/arti-
cle/2019/12/26/global-sulfur-market-balanced-2; Globe Newswire, https://www.globenewswire.com/news-re-
lease/2020/01/15/1970890/0/en/Global-Sulfur-Market-Growth-Trends-and-Forecast-2020-2025.html)

5IBID

sulfur trade:

• Growing demand for fertilizer and the 
increased use of sulfur in vulcanizing rubber 
are spurring market growth. 

• Conventional agriculture has led to soil-
depletion, with nitrogen and sulfur being 
the primary deficiencies, causing the use of 
sulfur in fertilizers to be on the rise. The sulfur 
fertilizer market is expected to grow almost 8 
percent between 2018 and 2026, from $3.8 
billion to $4.1 billion. 

• Market growth may be reduced somewhat 
by new International Maritime Organization 
emission standards, which went into effect 
January 1, 2020. The marine sector will have 
to switch to lower sulfur fuels to reduce sulfur 

Chemtrade, one of North 
America’s largest suppliers 
of sulfuric acid, has 
experienced the same 
difficulties that Shell has 
at Anacortes with loading 
large vessels on a pier 
with decreasing draft. The 
company has stated its 

support for improvements at 
the port to make shipments 
more viable, especially 
important because of the 

global market.
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emissions by more than 80 percent.6

• U.S. sulfur exports have shifted in the last 
five years. For instance, exports to Brazil have 
dropped, from 900,000 metric tons in 2014 to 
less than 700,000 metric tons in 2018, while 
exports to Mexico climbed in the same period 
from 100,000 to 700,000 metric tons.

• The global market for sulfur is well-balanced, 
with both supply and demand steadily 
increasing. 

• COVID-19 pandemic slowdowns have led to 
major cuts in global supply and demand of 
sulfur. The market is expected to worsen as 
slowdowns continue and affect distribution 
logistics. Many U.S. refiners have reduced 
their production rates by 10 percent to 20 
percent. An oversupply of sulfur is likely, 
softening prices and further reducing 
production rates. The long-term outlook is 
uncertain.7

VESSEL BERTHING
The Port’s Marine Terminal currently provides 
berthing for a range of vessels, primarily small 
cruise ships and tugs. Vessel berthing does not 
provide significant revenues to the Port; for 
example, only $20,000 out of roughly $500,000 
in revenue generated by Pier 2 in 2019 was 
attributable to “lay” vessels. The COVID-19 
pandemic, however, may also introduce new and 
different revenue opportunities.

Tugs
Tugboats are the most common “lay” vessels at 
the Terminal. The outlook for overall tug activity 
in Puget Sound is for a significant increase in 
response to a new Washington State requirement 
that oil barges (not just tankers) be accompanied 
by escort tugs. A tug industry contact said it 
was very likely that one of the tug companies 
will station an additional tug out of Anacortes. 
In addition, the Washington Board of Pilotage 

6DTN.com, https://www.dtnpf.com/agriculture/web/ag/crops/article/2019/12/26/global-sulfur-market-bal-
anced-2 

7Lloyd, Claira, April 2020. Covid-19: Hitting the Sulphur market from all sides. Argus. https://www.argusmedia.com/
en/blog/2020/april/9/podcast-covid-19-hitting-the-sulphur-market-from-all-sides

8Port of Anacortes 2019 Dockage Logbook.

Commissioners is considering permanently 
stationing a rescue tug in the San Juan Islands/
Anacortes area. 

Small Cruise Ships 
The Port has indicated limited interest in 
attracting more small cruise ships to the port due 
to their relatively small economic contribution. 
It is still worthwhile to consider the state of this 
sector, particularly in light of the recent downturn 
in the tourism industry. 

The Marine Terminal currently serves as a port 
of call for two small cruise vessels, both operated 
by American Cruise Line (ACL). ACL runs week-
long cruises around Puget Sound between April 
and October, sailing round-trip from Seattle. The 
vessels are berthed at Curtis Wharf around 40-45 
times per year for roughly 24 hours per stop. In 
2019, ACL paid around $20,000 in berthing fees.8

Before the COVID-19 pandemic, the U.S. small 
cruise ship industry was booming. The Cruise 
Lines International Association’s 2019 Annual 
Report notes that the “niche” market increased in 
capacity from 47,046 in 2010 to 131,392 in 

Tugboats will be among 
the commercial vessels 
required to follow the 
new no-discharge 

requirements discussed 
above and will benefit 
from the commercial 
pump-out facilities.
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2019—a nearly three-times increase over the 
last decade.9 Further, the report projected the 
capacity would increase to 171,207 by 2024, 
representing 30 percent additional growth in the 
next five years. While the overall cruise industry 
may take years to completely recover from the 
COVID-19 pandemic, lines with smaller vessels 
may be in a better position than large cruise ships 
due to a perceived lower health risk. In addition, 
U.S.-based cruising may see a boost from fears of 
traveling internationally.

With 12 vessels and at least two additional vessels 
planned, ACL is in a relatively strong position to 
weather the COVID-19 pandemic. The likelihood 
of them adding any vessels or voyages to their 
Puget Sound capacity is low for the next several 
years, but there is longer-term potential for 
growth, particularly if other cruise lines enter the 
Puget Sound market. 

9Cruise Industry Annual Report, 2019.

Long-Term Layups
The Port was recently contacted by a ship’s agent 
seeking long-term berthing for a Panamax-class 
oil tanker that is currently in a holding pattern 
due to the COVID-19 pandemic related glut of oil. 
Initial calculations, based on $10,000 per day for 
90 days, show a potential for nearly $1 million in 
revenue. 

Another potential market for long-term layups is 
cruise ships, which face unprecedented berthing 
needs in the wake of the COVID-19 pandemic. 
A cruise industry expert noted that while there 
are more affordable places such as Malaysia 
for long-term berthing, there may be vessels 
that need berthing in Puget Sound due to their 
itineraries or other factors. Anacortes could 
promote their availability to the lines, if that kind 
of vessel is a good fit for the port. The industry 
expert suggested Anacortes should shoot for 
vessels 700 to 1,000 feet long. They may require 
300 crew members onboard for maintenance. An 
important consideration with long-term layups 
is their potential to disrupt the Port’s existing 
petcoke and sulfur operations.

ACL representative Scott Bauby, 
noted in a May 5, 2020 email that 
the commercial pump-out and 

shore-to-ship power systems could 
both improve logistics during port 

calls, with a caveat:
 

“Our vessels have generators and 
MSD[marine sanitation device] 
systems, so we would consider 
these shore services through 
a simple cost-benefit analysis. 
Often the port-mandated and 

charged connect-disconnect labor 
cost makes these options cost-
prohibitive for short port calls.”

Layed up vessels would benefit 
from access to local infrastructure 
provided by shore-to-ship power 
and the commercial pump-out 

station
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SAND AND GRAVEL
Shortages of sand and gravel in California’s 
major cities may offer an opportunity for the 
Port. Domestic economic forces are compelling 
aggregate consumers in large West Coast cities 
to purchase sand and gravel from more distant, 
lower-population areas, such as Anacortes. For 
instance, sand and gravel are being imported to 
Los Angeles from Vancouver Island, and to San 
Diego from Mexico.10 According to a 2018 study 
by California state geologists, the need for sand 
and gravel in the next 50 years in West Coast 
cities is going to intensify, with demand reaching 
about 11 billion tons.11

The Port has eight sand and gravel producers 
within 23 miles, and another six within 55 miles. 
Arrangements with local producers could be 
made to meet an increasing need for aggregate in 
California.

The California construction industry is being 
forced to import these products, not because 
of a lack of aggregate in its own region, but 
because of high real estate costs and permitting 
challenges. As the population and urban sprawl 
have increased, sand and gravel companies have 
faced increasing difficulty opening new quarries 
because of opposition to the associated traffic, 
noise, and pollution, coupled with the cost of 
buying property.

The economics of shipping have allowed 
California to turn to sand and gravel sources 
in distant, less-populated areas. For instance, 
shipping rock over 1,450 miles of ocean from 
Vancouver Island costs about $7.25 per ton. 
Add in the $8.75 to truck it from a Long Beach 
terminal to Los Angeles, and the total cost is $16 
per ton, less than the $22.75 needed to truck the 
same aggregate from a California quarry.12

10Koren, James Rufus, Nov. 4, 2017. Why builders of big L.A. projects are making concrete with gravel and sand from 
Canada, Los Angeles Times.

11Parrish, John G, 2018. Aggregate Sustainability in California.
12Koren,Why builders of big L.A. projects are making concrete with gravel and sand from Canada. 
13Grand View Research, August 2019. Aggregates Market Size, Share & Trends Analysis Report by Type. https://

www.grandviewresearch.com/industry-analysis/aggregates-market

Before the onset of the COVID-19 pandemic, 
the market forecast for the aggregate industry 
(crushed stone, sand, and gravel) was positive, 
with a projected 6.5 percent increase in 
compound annual growth from 2019 to 2025.13 
While the COVID-19 pandemic will undoubtedly 
affect that projection, the long-term outlook for 
sand and gravel remains positive.

 MARINE TERMINAL TENANTS

The study team checked in with 
several tenants at the suggestion of 
the Port to assess how the Terminal 
may or may not facilitate future 

growth.  Two tenants anticipated that 
the upgrades would have relevance 
to their operations: DCI and Transpac 
Marinas. DCI felt that the Pier 1 fender 
upgrades, commercial pump-out 
facility and shore-to-ship power 
would be beneficial to the current 
operations. They anticipated that 
the other upgrades were unlikely to 
impact their operations. Transpac felt 
that other than repurposing the white 
tent, the Terminal upgrades have little 
bearing on their operations. Transpac 
operations are more dependent on 

easy truck access, movement of heavy 
equipment across pier 2 and access to 

the DCI facility.
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Shore-to-ship power and pump-out 
facilities will be important to serve 

these vessels.

MODERATE MARKETS
Currently, the following markets represent a 
moderate potential for market expansion. 

HOMEPORT GOVERNMENT: COAST 
GUARD
The study team interviewed the Coast Guard 
about potential usage of the Port of Anacortes. 
In the next five to six years, the Coast Guard is 
very likely to build four larger vessels and five to 
six smaller vessels to be used in Puget Sound. 
The Coast Gaurd is currently seeking appropriate 
homeports. In addition to homeports, the vessels 
will need “harbors of refuge” or alternative 
berthing locations. Some vessels will need 
temporary berthing while infrastructure in Seattle 
is being upgraded to house the new vessels.

PETROLEUM COKE
Shell Oil’s Puget Sound Refinery in Anacortes 
trucks petcoke to the Port, where it is loaded 
and sent to China, Japan, and India, among other 
places. Petcoke is used in the aluminum and steel 
industries, as well as in power generation. Since 
2010, Shell has shipped an average of 266,000 
metric tons of petcoke out of Anacortes per 
year. In January 2019, the Port signed a five-year 
agreement to ship more petcoke at a reduced 
cost, guaranteeing a minimum annual shipment 
of 300,000 metric tons of petcoke from the Port.

Industry Outlook
While global petcoke markets are strong, some 
uncertainty lies ahead for ownership of the 
Shell’s refinery in Anacortes. The international 
petcoke market is expected to see robust growth 
through at least 2024. The global petcoke market 
size was valued at $16.68 billion in 2016 and 

is expected to reach about $29.65 billion by 
2023. However, Royal Dutch Shell is reportedly 
exploring the possibility of selling its refinery 
in Anacortes, which would reduce its refining 
presence in the United States to only the Gulf 
Coast. Finding a buyer may be difficult for several 
reasons including falling refining margins due to 
new emission regulations and competition from 
Caribbean refineries.
Global demand for petcoke has fallen due 
to COVID-19 pandemic slowdowns in major 
importing countries, such as China and India. 
Petcoke production could fall by as much as 
one-half in the short term. Demand for petcoke 
is likely to increase in conjunction with cement 
production when countries launch post-slowdown 
recovery efforts.

WOOD PRODUCTS
The Port has been in ongoing discussions with 
wood products companies about possible use 
of its Marine Terminal to transport wood chips 
and logs. The Port is currently addressing pricing, 
permitting, and labor agreement issues.  A recent 
effort to transport logs was found to be unviable 
due to pricing and labor-related insurance issues.

Shell supports improvements to the Port’s Pier 2 because the 
current infrastructure and material handling equipment restrict the 
company’s ability to load vessels efficiently. The draft limitations 
at Pier 2 has limited, and sometimes prevented, the loading of 
Panamax vessels. If the pier is not modernized, Shell may choose to 
shift its petcoke exports to another port that allows large ships to 
be easily loaded. 
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Pacific Northwest Industry Overview
The Pacific Northwest wood products industry 
has experienced large losses since the early 
1990s, but it continues to play a significant 
role in Washington’s and Oregon’s economies, 
especially in rural areas. In 2018, about 23,500 
people worked in the wood products industry in 
Oregon, with a total payroll of $1.2 billion.14 In 
Washington, the industry employs about 42,000 
workers, earning almost $3 billion annually.15 
Despite an overall long-term downturn between 
2011 and 2018, the industry slowly rebounded 
from the 2008 recession. Oregon, for example, 
added 4,300 jobs, a 22 percent increase, in that 
time period.16

The COVID-19 pandemic has added to the 
industry’s problems. The U.S. Department of 
Homeland Security declared the wood products 
industry “essential,” but the construction industry 
was largely shut down in Washington, New 
England, and parts of Michigan and California, 
all of which are large markets that absorb Pacific 
Northwest wood. While the U.S. Forest Service 
has approved about 400 timber projects in 
Oregon and Washington, only about 30 to 35 
were moving forward in spring of 2020.17

British Columbia Industry Overview
Similarly, the B.C. forest industry has experienced 
a sharp decline in recent years due to less 
demand from Asian markets, low timber 
prices, U.S. tariffs, and government fees or 
stumpage rates. Problems on the supply side 
have contributed as well, including decreased 

14 State of Oregon Employment Department, Aug. 8, 2019. Oregon’s Wood Products Manufacturing Industry Im-
portant, Especially in Rural Areas, https://www.qualityinfo.org/-/oregon-s-wood-product-manufacturing-indus-
try-is-still-important-especially-in-rural-areas

15 Washington State Department of Commerce, 2020. Washington State Forest Products Sector. 
 https://www.commerce.wa.gov/growing-the-economy/key-sectors/forest-products/
16State of Oregon Employment Department, Aug. 8, 2019. Oregon’s Wood Products Manufacturing Industry Im-

portant, Especially in Rural Areas, https://www.qualityinfo.org/-/oregon-s-wood-product-manufacturing-indus-
try-is-still-important-especially-in-rural-areas

17Urness, Zach, April 7, 2020. Oregon forests remain open for logging and timber sales during coronavirus pandem-
ic, Salem Statesman-Journal 

18Forest Economic Advisors, Jan. 20, 2020. B.C. Forest Industry Workers Looking for Signs of Hope in Early 2020, 
https://getfea.com/lumber/b-c-forest-industry-workers-looking-for-signs-of-hope-in-early-2020

19Ad Ligthart, Cement Distribution Consultants, 2018. A wave of new terminals: The impact of terminal ownership 
on cement imports into North America.

20Ad Ligthart, Cement Distribution Consultants, 2015. U.S. cement trade, transport and terminals.

harvests due to the mountain pine beetle and the 
recent strike on Vancouver Island involving 3,000 
forestry workers. In 2019, B.C. forest revenues 
dropped 11 percent and projected harvest 
volumes of 46 million cubic meters (19.5 billion 
board feet) were the lowest in years.18

B.C.’s forest sector is in a significant downturn 
due to devastation by the mountain pine beetle, 
the U.S. housing slowdown, and the COVID-19 
pandemic. The result is chips that Canadian pulp 
mills use are not available because they typically 
come from lumber mills. B.C. pulp mills need to 
find other sources, such as those in the Pacific 
Northwest, potentially creating an opportunity 
for the Port. The U.S. construction industry has 
been an important consumer of B.C. lumber, 
so, despite the recent downturn, opportunities 
for the Port may lie in becoming a conduit for 
lumber that is headed to the United States. In 
recent years, B.C. companies have been exporting 
raw logs in record volumes mostly to China; this 
is likely not a product suitable for transporting 
through Anacortes because shorter routes to Asia 
are already established.

CEMENT
The United States is experiencing a cement 
shortage and cement imports are expected 
to double between 2018 and 2021. Growth in 
imports is forecast to continue through 2029.19 
The Pacific Northwest is one of the three largest 
growth areas, along with the Atlantic North and 
South-Central Texas.20 New terminals will be 
needed to handle this growth.
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Because petcoke is a primary fuel at many of 
the cement plants in Asia, coordinating exports 
of petcoke with cement imports could lower 
transportation expenses significantly for shipping 
companies.21 
Establishing cement imports at the Port would 
require a storage area for up to 70,000 metric 
tons. A warehouse on Port land leased to a 
cement import company could meet this need.22 
The cement industry cycles through periods of 
major oversupply and shortage. Having storage 
that can be used by other industries when it is not 
needed for cement imports would allow the Port 
to better weather market fluctuations.23

The Port would need to work in partnership with 
several companies to establish a network for 
cement imports. Two or three cement-import 
companies would need to be involved to reach 
the required volume to make this economically 
feasible.24 To move ahead, the Port would need 
to look at concrete companies within a 150-mile 
radius and find key players outside of the three 
major cement companies (Lafarge Holcim, Lehigh 
Hanson, and CalPortland Company) that might be 
interested in working with the Port on imports.25 

Cement imports are likely to drop because 
of industry slowdowns due to the COVID-19 
pandemic, and that dip is expected to last about 
two years after business resumes. However, 
investment in major infrastructure projects, 
which require large quantities of cement, may be 
used as a means to restart the U.S. economy, 
which could also mean that cement imports will 
be in even greater demand following the current 
downturn.26 

ALASKA CARGO
Approximately 3 million tons of freight are 
shipped from Puget Sound to Alaska each year. 
Alaska depends on transportation linkages with 
Washington to meet nearly all its marine freight 
needs (with marine accounting for about 90 

21Ad Ligthart, Cement Distribution Consultants, interview by Lori Thomson. Videoconference, May 11, 2020.
22Ligthart interview. 
23Ibid.
24Ibid.
25Ibid.
26Ibid.

percent of all of Alaska’s in-bound freight, along 
with truck and air freight). Containerships 
account for more than half the freight volume 
shipped to Alaska. Scheduled and charter barge 
services provided the remainder of marine freight 
transportation.

Container Ship Service
Alaska’s in-bound marine freight transportation 
needs are met primarily by TOTE Martime 
and Matson, Inc. Combined, they transport 
approximately 1.5 million tons of freight 
annually to Alaska. Both serve Anchorage’s Port 
of Alaska with twice weekly sailings from the Port 
of Tacoma. Both carriers have dedicated docks at 

While major cement 
terminals already exist 
in Everett, Seattle, 

Vancouver, and Portland, 
these terminals typically 
were not designed for 
ships with more than 
a 40-foot draft. The 
cement industry is 

moving toward Supramax 
vessels, with cargo size 
of about 50,000 tons, 
because they are most 
cost-effective. These 
vessels have a draft of 
42.3 feet, which fits with 
the proposed deepening 
of the Port of Anacortes’ 
Pier 2 for vessels with a 

45-foot draft

-Ligthart Interview
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Anchorage.

TOTE operates two “Orca Class” roll-on/roll-
off trailer ships to Alaska. Both ships have an 
overall length of 839 feet and beams of 118 feet 
with a usable cargo beam of 100 feet. The ships 
have a trailer/flatbed capacity of 600 forty-foot 
equivalent units (FEU) plus automobiles. The 
transit time between Tacoma and Anchorage is 
66-72 hours.

Matson provides twice weekly sailings between 
Tacoma, Anchorage, and Kodiak, and one sailing 
per week to Dutch Harbor. Matson’s lift-on/lift-off 
containerships currently serving Alaska are 710 
feet in length with beams of 78 feet. The ships 
have the capacity for 1,668 twenty-foot equivalent 
units. Matson also has capacity to transport bulk 
products and pipe products in ISO bulk containers 
and post platform. 

Scheduled Barge Service
Alaska Marine Lines (AML) and Samson Tug & 
Barge offer scheduled barge service into Alaska 
from Puget Sound. CN Aquatrain has one tug/

barge operated by Foss that sails from Prince 
Rupert to Whittier.

AML has three tug/barges operating weekly 
scheduled service between Seattle and Whittier. 
The three barges are 420 feet long and are 
fitted with rail tracks on the deck with overhead 
container racks with capacity of 200 53-foot 
containers or platforms. The lower deck can 
be any combination of up to 50 rail cars, or 
30 rail cars and 100 FEU. AML has additional 
capacity, including a fourth tug/barge with the 
same configuration and a fifth with no overhead 
container racks. AML also has connecting 
scheduled barge service from Whittier to Cordova 
and Valdez. AML’s Puget Sound operations are 
based in Seattle on the Duwamish Waterway 
(along West Marginal Way).

AML provides direct barge service from Seattle 
to Anchorage, generally bi-weekly during the 
ice-free season, with a capacity of 300 FEU per 
trip and two barges per week to Southeast 
Alaska, including the port of Haines, with highway 
connections to Fairbanks and Prudhoe Bay.

Category Tons

Petroleum Products 419,375

Chemicals excluding Fertilizers 23,977

Lumber, Logs, Wood Chips, and Pulp 98,952

Sand, Gravel, Shells, Clay, Salt, and Slag 74,668

Primary Non-Metal Products 108,582

Primary Metal Products 208,936

Food and Food Products 399,121

Manufactured Goods 1,460,846

Unknown and Not Elsewhere Classified Products 126,125

Total 2,920,582

Source: USACE Waterborne Commerce.

MARINE CARGO SHIPPED FROM WASHINGTON TO ALASKA, 2017 (TONS)
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An Alaska barge service representative noted that the proposed Marine Terminal 
upgrades would not increase their likelihood of using Anacortes and cited the 
following barriers: a previous attempt to incorporate Bellingham into their Seattle-
Alaska route revealed logistical loading/unloading challenges and high costs that 
would likewise apply to Anacortes; Seattle is much more conveniently located 
for groceries and other commodities going to Alaska; they also have significant 
infrastructure in Seattle.

Samson Tug and Barge offers bi-weekly container-
break bulk service from Seattle to the ports of 
Valdez, Seward, Kodiak, and Dutch Harbor, with 
total capacity of 200 FEU. Samson operates 
weekly service to Southeast Alaska communities. 
Samson’s receiving warehouses and terminal are 
located in Seattle.

CN Aquatrain has one tug/barge operated by 
Foss that sails from Prince Rupert to Whittier 
approximately every three weeks. The barge is 
400 feet long and can carry 45 rail cars across 
eight tracks. CN Aquatrain reports transporting 
about 1,575 rail cars per year. The trip between 
Prince Rupert and Whittier is five days. CN has 
substantial additional capacity, by operating more 
frequently with the same vessel set.

Other Marine Transport to Alaska from 
Puget Sound
Coastal Transportation provides weekly cargo 
vessel service to the Aleutian region of Alaska, 
calling on Chignik, Sand Point, King Cove, False 
Pass, Akutan, Dutch Harbor, Captain’s Bay, and 
other ports on a less frequent basis. Its fleet of 
five vessels range from 225 to 244 feet in length. 
Its newest vessel, the Coastal Trader, is 225 
feet long and draws 29 feet of water. Coastal 
Transportation specializes in moving frozen 
seafood southbound from Alaska to Seattle, 
where it has a terminal on a 14-acre site near 
the Ballard Bridge. Northbound freight includes 
a variety of break-bulk cargo, including seafood 
processing and fishing supplies, construction 
materials, consumer goods, and other freight.

Boyer Towing provides contract towing and 
barging between Seattle and Alaska (and within 
Alaska) with a fleet of 14 tugs and 20 barges. 

Doing business as Boyer Logistics, the company’s 
Seattle operations and terminal are located on 
the Duwamish River. Boyer Logistics also offers 
stevedoring and freight operations for outside 
customers. 

Seatac Marine provides scheduled summer 
monthly and charter barge services (including 
bulk and heavy lift) to Alaska. Seatac’s Seattle 
terminal on the Duwamish River sits on 12 acres 
and has 1,600 feet of dockage for berthing and 
loading operations. Terminal facilities include a 
40,000 square foot warehouse. Seatac operates 
300-foot by 90-foot deck barges with capacity 
of up to 11,000 tons, with bulk, heavy lift, and 
general deck cargo capability.

Alaska Logistics LLC ships from its Duwamish 
River facility in Seattle to Seward and from 
there on to various Western Alaska ports. The 
company’s larger barges include the Logistics 
Provider (230 feet by 40 feet, 2,800 tons) and 
Madison Rose (170 feet by 44 feet, 1,800 tons).

Western Towboat Company is a Ballard-based 
operation with a fleet of 22 tugs and five barges 
with a capacity of 6,000 to 10,000 tons for moving 
bulk materials or general deck cargo. Its principal 
Alaska connection is towing for AML.

Other firms engaged in occasionally moving 
freight from Puget Sound to Alaska include 
Crowley and Foss. Foss is a member of the 
Saltchuk family of businesses (as is TOTE 
Maritime). Foss specializes in marine movement 
of project cargos, with a specialty in supporting 
the oil and gas industry in Alaska. 
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Alaska Cargo Market Analysis
Barge operators providing marine freight 
transportation services between Puget Sound 
and Alaska are deeply invested in port facilities 
in the Seattle area, either through ownership or 

27 U.S. Department of Agriculture’s Statistics Service, 2020. https://www.nass.usda.gov/Surveys/Guide_to_NASS_Sur-
veys/Organic_Production/

28The Fertilizer Institute, 2018. Fertilizer: 2018 State of the Industry.
29Mordor Intelligence, 2020. United States Fertilizer Market: Growth, Trends and Forecast (2020-2025).  https://www.

mordorintelligence.com/industry-reports/united-states-fertilizers-market

long-term leases. While it is important to maintain 
frequent communication with all barge operators 
serving Alaska, it is unlikely that the scheduled 
barge service providers would see advantage in 
relocating or expanding scheduled Alaska service 
to include Anacortes. There is likely greater 
near-term opportunity in working with charter 
barge operators (or Coastal Transportation) who 
may have occasional need for Port of Anacortes 
facilities. Contract barge operators are more likely 
to be shipping one commodity at a time, while 
scheduled barge operators require a complex 
loading/offloading strategy when they add a stop 
to their itinerary. 

FERTILIZER
The Port has been contacted in recent months by 
a fertilizer company to investigate the possibility 
of bringing in organic dry fertilizer. A Metro Ports 
representative observed that Anacortes is a good 
fit for fertilizer due to the presence of agriculture 
in the region and could potentially represent an 
attractive alternative to Seattle where real estate 
costs are higher. 

The organic fertilizer market is growing as an 
increasing number of farms are acquiring organic 
certification. The number of certified farms in the 
U.S. grew by 56 percent from 2011 to 2016.27 The 
United States imports and exports more than 
49 million tons of fertilizer each year.28 The U.S. 
fertilizer market is expected to grow modestly, 
with a compound annual growth rate (CAGR) of 
2.3 percent from 2020 to 2025. The market for 
micronutrient fertilizer, which has trace elements 
plants require in small amounts, is expected to 
experience much greater growth, with a projected 
CAGR of 9.25 percent in the same period.29 

HEAVY-LIFT

The Port occasionally serves clients 
needing heavy-lift operations. 
Heavy-lift services are good revenue 
generating activities and thus 
desirable by the Port but have only 
been occurring once a year or so. 
Shell does specialized module loading 
at Anacortes every two years, moving 
materials to and from their refinery. 
The Navy recently used the Port for 
heavy equipment. The Port was also 
recently contacted about a heavy-
lift project involving modular homes 
manufactured in China and bound for 
Kitimat, BC. 

Two factors limit the Port on 
the heavy-lift market: lack of 
infrastructure including a crane, and 
the downturn in the refinery sector 
noted above. 

While heavy-lift customers are 
few and far between, some of the 
terminal upgrades, including berth 
deepening, will make the Port better 
able to accommodate various users, 
and potentially avoid delays and 
costs associated with specialized 
analyses.  It is also essential for the 
Port to maintain the heavy haul route 
required by the refineries for heavy-
lift operation.



MARKET DEMAND

30

WEAK MARKETS
Currently, the following market represents a weak 
potential for market expansion. 

ARCTIC-RELATED ACTIVITY
The Port expressed interest in learning more 
about Arctic-related vessel and cargo activity, and 
whether Anacortes could play a future role in 
Arctic maritime commerce. In general, there are 
no specific, high-potential opportunities evident 
at this time for Port of Anacortes related to 
Arctic marine activity. There were 450 shipments 
through the Northern Sea Route last year, 
compared with 7,000 using the Great Circle Route 
from Asian to the Pacific Northwest, and 14,000 
through the Panama Canal. But we do expect 
to see strong growth. In the near-term, the best 
opportunities may be providing space to research 
and ice breaker vessels that will be based in Puget 
Sound. Legislators are pushing for eight total new 
icebreakers.
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MODERNIZATION 
IMPROVEMENT 
PRIORITIZATION
This section presents the findings from a 
prioritization effort of proposed modernization 
projects that take market viability into account. 
The prioritization effort was a collaboration of 
Port representatives and members of the project 
consulting team.
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CONNECTING MARKETS TO 
MODERNIZATION
IMPROVEMENTS
To evaluate and target specific market 
expansions, it is critical to first identify those 
markets that would be most attracted by 
the availability of specific Marine Terminal 
modernization improvements. The market 
study in Chapter 3 identified modernization 
improvements that would benefit specific markets 
based on input from industry representatives. 
Building on these findings, the project team 
went through a prioritization process to identify 
markets that would benefit from or require 
specific modernization improvements.

The result of that effort is represented in 
Figure 4 which identifies specific modernization 
improvements that would support the attraction 
of new or expanded markets.
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PRIORITIZATION EFFORT
The market analysis explored current conditions 
in the regional trade market and evaluated the 
strength of varying commodities. Each of these 
commodities present an opportunity for the 
Port, but some are more attractive for a host of 
reasons than a pure market strength assessment. 
To prioritize which markets the port should 
pursue in the midterm, the project team and Port 
staff collaborated in an interactive prioritization 
of market targets. This assessment of priorities 
took both market strength and a number of other 
factors into consideration.

The prioritization effort undertook a subjective 
assessment of:

the value of securing an expanded or new 
market

a sense of the risk associated with pursuing 
a specific market 





VALUE ASSESSMENT
The value assessment subjectively compared 
the relative value of securing a specific market 
or commodity. That value assessment included 
these factors applied to each potential market:

• Potential revenue to the Port
• Likelihood as a long-term tenant, thereby 

reducing transactional costs
• Potential volatility in the expanded or new 

market
• Sense of community support for attracting a 

specific commodity

The relative value was ranked as positive, neutral, 
or negative as reflected in the following Figure 5.

Figure 5. Market Value Assessment Summary

MARKETS REVENUE 
POTENTIAL

LONG-TERM 
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MARKET 
STABILITY

COMMUNITY 
SUPPORT
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Positive Neutral Negative
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RISK VS. INCOME ASSESSMENT
The risk versus income assessment subjectively 
evaluates the real and perceived risk associated 
with a specific market versus the potential for 
maximizing income to the Port and is based on 
the project team’s experience and understanding 
of the markets. Figure 6 compares the project 
team’s evaluation of risk versus potential income.

FACILITY IMPROVEMENT
MARKET DEMAND
The prioritization effort of the proposed Marine 
Terminal facility improvements assessed the 
availability of third-party funding for specific 
improvements compared to the universal 
demand for each specific improvement. For this 
prioritization process, universal demand reflects 
the need for a specific improvement by a number 
of market commodities. Figure 7 demonstrates 
the universal demand for each proposed facility 
improvement compared to potential available 
funding sources.

PURSUETEMPORARY

BE CAUTIOUSAVOID

INCOME

RI
SK

HighLow

Low

High

VB: Passengers VB: Long-Term

Alaska Cargo

Wood Products

Fertilizer

Homeport Gov’t

Arctic

Sand & Gravel

Sulfur Petcoke

Cement

VB: Tugs

Figure 6. Income vs. Rick Assessment

RESULTS OF PRIORITIZATION 
EFFORTS
The prioritization effort culminated in a final 
evaluation of the commodities that should be 
most sought after as well as the specific Marine 
Terminal modernization improvements that 
should be pursued.

Prioritized target markets include:

• Sand and gravel 
• Wood products 
• Cement

The remaining markets, while important, were 
designated as secondary targets.

Prioritized modernization projects include:

• Commercial pump-out 
• Shore-to-ship power
• Pier 2 berth deepening
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The remaining improvements, that may be 
required for some markets, are considered 
secondary.

It should be noted that, while these priorities 
inform the Port’s efforts to expand or attract 
new commodities, the competitiveness of the 
marketplace will require that the Port remain 
opportunistic and flexible.

Figure 7. Demand vs. Funding
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The prioritized modernization projects can be 
advanced as the Port develops the funding 
capacity to undertake them. The prioritized 
projects provide the basic infrastructure that will 
serve the Port’s Marine Terminal well into the 
future.

Figure 8 illustrates the target priority markets 
and associated modernization improvements, 
as identified through the project team’s 
prioritization.
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FUNDING 
ANALYSIS AND 
RECOMMENDATIONS
This section addresses the availability of a 
range of funding sources that can be taken into 
account as the Port considers advancing specific 
terminal modernization improvements.
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Port districts in Washington State have available 
to them a host of financing approaches for 
funding capital improvements, such as the 
Marine Terminal modernization projects under 
consideration. These financing approaches 
generally fall into the following categorial sources:

• Port Cash Balance
• Conventional Borrowing Through Bonds
• Grants (Government Loans)
• Other Financing Options
• Tenant Improvements

The Port projects earned revenues in 2020 of 
$17.8 million with operating expenses of $17.2 
million. Approximately 37 percent of the 2020 
earned revenues are attributable to operations at 
the Marine Terminal.

The Marine Terminal was originally projected 
to generate $6.62 million in earned revenues. 
However, revenues through August 2020 have 
been approximately 21 percent less than this 
initial projection as a result of COVID-19 impacts. 
The largest contributor to the decrease through 
the first 8 months of the year is petcoke and 
sulfur shipment totals have decreased by 40 
percent. Additionally, many event venue rentals 
have been canceled, there have been no cruise 
ship dockings and fuel sales are down. 

Initial expenses at the Marine Terminal were  
projected to be  $5.48 million.  However, as a 
result of the decrease in operations related to 
COVID-19, expenses through August 2020 have 
decreased by 20 percent from the initial forecast.   
Net income was projected at $1.143million. 
After allocated depreciation the net income of 
the Marine Terminal division is $.300 million. 
Including depreciation, net operating income 
through August  2020 totaled $390,224, as 
compared to $893,063 in 2019.

In addition to earned revenues, the Port projects 
collecting $1.588 million in property taxes levied 
at a rate of $0.21 per $1,000 of assessed value 
for property within the District. The District has a 
projected assessed valuation of $7.689 million in 
2020. By policy, the Port limits property tax use to 
addressing environmental costs, debt payments on 
general obligation (GO) bonds, and public access.

The Port currently has approximately $6.5 million 
in GO bond debt service in 2020 with those 2010 
and 2012 bonds maturing in 2024. 

PORT CASH BALANCE
Ports traditionally use cash balances in any 
given year for capital improvements based 
on their adopted Comprehensive Scheme of 
Harbor Improvements. The Port has projected 
an annualized cash balance over the next five 
years that ranges from $1.7 to $9.1 million. 
Included in that cash projection is an assumption 
of capital improvements in the Marine Terminal’s 
asset portfolio. Like most ports, these planned 
improvements tend to be allocated to address 
deferred maintenance.

The 2020 Capital Budget includes $1.286 million 
for the following Marine Terminal capital projects:

• Pier 1 Piling Repair: $0.580 million
• Curtis Wharf piling repair and corrosion 

prevention: $0.706 million

The Port’s five-year forecast for capital repairs for 
the Marine Terminal totals an additional $1.37 
million. 

Given the magnitude of the Port’s capital 
maintenance obligations, it is unlikely that cash 
balances would be considered a significant source 
of funds for the Marine Terminal modernization 
facilities under consideration in this report.

CONVENTIONAL LOCAL
GOVERNMENT BORROWING
There are four sources of conventional 
governmental borrowing available to the Port for 
capital projects of this nature.

GENERAL OBLIGATION & REVENUE 
BONDS

Limited Tax General Obligation Bonds, 
Commission Approved
General obligation bonds are secured by the 
full faith and credit of the Port through an 
unconditional pledge of its property tax revenues. 
RCW 53.36.030 defines the statutory limits on 
the amount of GO debt a Port may issue. That 
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limit for non-voted general obligation bond 
debt is one fourth of 1 percent of the value of 
the taxable property within the Port’s district 
boundaries. This is non-voted debt that, subject 
to statutory limits, is within the authority of the 
Port’s Board of Commissioners to issue. The 2020 
assessed value of taxable property in the Port’s 
district is projected to be $7.689 million yielding 
a maximum non-voted general obligation bond 
limit of $19.223 million. 

As stated previously the Port currently has two 
outstanding GO bonds that mature in 2020. The 
annual debt payment in 2020 is $1.510 million 
with an outstanding balance of $6.505 million.

Currently the Port has approximately $12.718 
million in available limited tax general obligation 
GO debt capacity. That total will increase in 
2024 as current debt is retired. This additional 
debt obligation would require an increase in 
current property taxes if undertaken prior to 
2024. Available and soon to be growing GO debt 
capacity is a viable source for Marine Terminal 
improvements and more specifically to be used 
as a match for state or federal grant awards.

Unlimited Tax General Obligation 
Bonds, Voter Approved
General obligation bonds can also be issued 
above the non-voted limitations through approval 
by three fifths of the voters voting at a general 
or special port election. RCW 53.36.030 limits the 
total tax funded debt for a port authority at three 
fourths of 1 percent of the districts assessed 
property value, which based on the Port’s 
projected 2020 assessed value of $7.689 million is 
$53.5 million. 

Currently the Port has no voter-approved GO 
debt obligations. This source of funding would 
require a vote of the district, and as a result, this 
source is unlikely to be viable.

Dredge Levy, Voter Approved
Ports, pursuant to RCW 53.36.070, may levy 
a special annual property tax throughout the 
district for the express purpose of dredging. Such 
a special levy must be approved by the voters 
consistent with the conditions of RCW 29A.04.330, 

which requires approval of a majority of district 
voters. The levy cannot exceed $.45 per $1,000 
of assessed value. A voter approved dredge levy 
could generate a maximum of approximately 
$3.46 million per year, which at an assumed bond 
interest rate of 4 percent for a term of ten years 
would generate approximately $27.6 million.

This source would require a vote of the district 
and be limited to dredge projects. It is a source 
that may be considered for the targeted dredging 
need in the absence of other funding sources.

Revenue Bonds
Port districts are authorized to issue revenue 
bonds (RCW 53.040.010) for carrying out all port 
district powers including acquisition, construction, 
reconstruction, maintenance, repair, additions 
and operation of port properties and facilities, 
as well as the transactional costs. Repayment 
of revenue bonds must be made by earned 
port revenues and are traditionally linked to the 
revenues associated with the improvements 
financed by the bonds. Tax revenue may not 
be used to repay revenue bonds. Financed 
improvements can be pledged to secure the 
repayment of the debt. 

There is no statutory limit to the maximum 
amount of revenue bond principle issued; 
however, the bond market limits the total 
through bond covenants. The issuance of debt 
through revenue bonds is limited by a port’s debt 
coverage ratio and its overall financial rating as 
a measure of its solvency. Debt coverage ratios 
are based on the port’s ability to have sufficient 
funds to make debt payments and an additional 
amount of coverage. Required revenue bond 
debt coverages typically range from 1.25 to 1.35. 
In some cases, a reserve fund may be required 
to ensure adequate cash flow resources to meet 
debt payments.

Ports are rated on their strength of financial 
planning, management experience, legal 
obligations, history and strength of leases, and 
other agreements. This rating determines a port’s 
creditworthiness in an open bond market and 
impacts the interest rate imposed on the debt.
On September 16, 2020, the Port closed on 
an $8.185 million sale of Limited Tax General 
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Obligation bonds to refinance existing debt and 
provide funding for future capital projects. As part 
of the bond issuance, the Port applied for a credit 
rating review by Moody’s Investors Service, and 
the “Aa3” rating was affirmed, based primarily 
on the Port’s steadily growing tax base, sound 
financial operations, and ample liquidity.  The 
bonds include two components, a refinance of 
the $2.89 million 2010 Build America Bonds, and 
$5.295 million to fund elements of its 2020-2021 
capital improvement program.

This is a viable funding source particularly for 
instances in which there is a long-term tenant 
or terminal user contract that accommodates 
pledging its long-term revenue stream to the 
revenue bond debt.

In summary, the condition of the national 
economy in 2020, due to the downturn caused 
by the pandemic, has created an environment 
favorable to re-investment. As a result, the 
banking industry and national monetary policy 
has kept interest rates low creating a window of 
opportunity to finance needed capital projects. 
These economic conditions favor consideration 
of borrowing through bonds to fund needed 
modernization projects.

GRANTS AND GOVERNMENT 
LOANS 
As a local government, Washington ports are 
eligible for a wide range of federal and state 
grants. These grants also, in some cases, include 
a loan component. While grants vary widely, they 
typically have several restrictions affecting their 
applicability, amount, and performance. These 
can include:

• Total amount of the grant
• Percentage of the project costs that are 

eligible for the grant leaving  a local share
• Percentage of the grant that is outright grant 

versus a loan
• Anticipated and expected performance 

measures, (ie employment numbers)
• Specific use of the funds

Grants are available either on a cyclical or ongoing 
basis. The table that follows describes current 
grants from federal or state agencies that are 
applicable to some or all of the improvements 
identified by the Port.

The Figure 9 assesses the eligibility and 
competitiveness of the listed grants for the 
Port’s identified Marine Terminal modernization 
improvements. The assessment is cursory in 
nature and based on a current understanding of 
the grant requirements. The analysis presented 
needs to be further confirmed by a more in-depth 
analysis of the timing, availability and changing 
conditions of the identified grants. The current 
economic situation is changing rapidly as a result 
of the COVID-19 pandemic and make that further 
assessment essential.
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Program Agency Description Frequency Maximum 
Amount

State SourceS

Freight 
Mobility 
Strategic 
Investment 
Program

WA State 
Freight Mobility 
Strategic 
Investment 
Board (FMSIB)

FMSIB provides grants through a competitive application 
process that focus on roadway, railway and marine 
freight mobility and reducing the negative impacts 
of freight. The funds can be used for a wide range of 
projects and can fund up to 80 percent of construction 
costs only. The award size ranges from $100,000 to $11 
million.

Biennially
Up to 80% 
of project 
costs 

Committed 
Private Partner 
Construction 
Program

WA State CERB

This CERB program offers to $3 million with up to 25 
percent of the total award available as grant funding and 
the remaining a low interest loan. The program funds 
projects where there is a private partner has committed 
to significant job creation and capital investment. The 
hourly wage of the created jobs must exceed the county 
median wage.

Ongoing $750,000 
grant

Prospective 
Development 
Construction 
Program

CERB

This CERB program offers to $2 million with up to 25 
percent of the total award available as grant funding and 
the remaining a low interest loan. It is available to rural 
counties like Skagit County. Projects must demonstrate 
economic feasibility and the likelihood of significant job 
creation and investments with a feasibility study.

Ongoing $500,000 
grant

Surface 
Transportation 
Block Grant 
Program 

USDOT/ 
Administered 
through Skagit 
Council of 
Governments

Skagit Council of Governments (SCOG) hosts a 
competitive application for Surface Transportation Block 
Grants typically every two years depending on funding 
availability. In the last funding round, applications could 
be awarded at total of 100 points for with points awarded 
for project's economic vitality, safety, mobility, and 
regional natures. 

Biennially

Typical 
award 
range: 
$500,000 to 
$1 million

Clean Diesel 
Grants

WA Department 
of Ecology

Clean diesel grant funds can be used to help purchase 
and install clean diesel technology inlcuding shore-to-ship 
power systems. Ports are among the eligible applicants. 
Shore-to-ship power projects can receive up to $150,000 
and may not exceed 50 percent of the total project costs.

Biennially

$150,000 
not to 
exceed 
50% of 
project cost

Federal SourceS

Public Works 
and Economic 
Adjustment 
Assistance 
Program

Economic 
Development 
Administration 
(EDA)/ U.S. 
Department of 
Commerce

These programs provide both planning and construction 
of a wide range of projects that support economic 
development, foster job creation, and attract private 
investment. Additional funding for this program was 
released in 2020 as a result of the CARES Act. In addition 
to adding $1.5 billion to the funding available the act 
widens the eligibility criteria to all communities impacted 
by the  COVID-19 pandemic. The program supports 
the creations of a regional Comprehensive Economic 
Development Strategy (CEDS) and/or the implementation 
of projects identified in an existing CEDS. In some cases, 
this program can fund implementation of projects that 
demonstrate they have a non-EDA CEDS-equivalent plan 
in place.

Ongoing
80 to 100% 
of project 
costs
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Program Agency Description Frequency Maximum 
Amount

Federal SouceS (continued)

Port 
Infrastructure 
Development 
Program

USDOT Maritime 
Administration*

This program provides funds for Ports to improve the 
safety, efficiency, and reliability  of the movement of 
goods to and from the Port. Eligible projects include 
road improvements, berth dredging, pier improvements 
and landside improvement to support cargo operations. 
These funds can cover up to 80 percent of the project 
cost, with no maximum amount. The minimum award 
amount is $1 million.

Annually 
(May)

80% of 
project cost

BUILD 
Transportation 
Discretionary 
Grants

USDOT

This program replaces the TIGER grant program and 
funds port infrastructure projects that foster safety, 
maintain infrastructure in state of good repair, benefit 
the economy, advance environmental sustainability, and 
fosters improved quality of life. The maximum award 
amount is $25 million, with a minimum award of $5 
million.

Annually 
(May) $25 million

Infrastructure 
for Rebuilding 
America 
(INFRA) 
program

USDOT

The INFRA program funds can be used for surface 
transportation infrastructure projects necessary to 
facilitate intermodal interchange and access into or out of 
the Port. The funds can be used for planning, design, and 
construction of projects. An INFRA grant cannot exceed 
60 percent of the project cost. INFRA can be combined 
with other Federal funds to bring the total federal cost 
share to a maximum of 80 percent of the project costs. 
Under this program, small projects can be awarded a 
minimum of $5 million.

Annually 
(Feb)

60% of 
project cost

Diesel 
Emmissions 
Reduction Act 
(DERA) Grant

EPA

The EPA hosts a competitive application process for DERA 
grants open to port authorities. Eligible projects include 
shore-to-ship power systems. In 2020, $1.9 million were 
available in EPA Region 10 with a maximum grant amount 
of $1 million. The grant can cover up to 25 percent of the 
cost of shore-to-ship power systems.

Annually 
(Dec)

25% of 
project cost 
for shore-
to -ship 
power

Potential uPcoming SourceS From coVid-19 Pandemic relieF

America’s 
Water 
Infrastructure 
Act of 2020

EPA

This bill was drafted by the Senate Committee on 
Environment and Public Works. The current draft 
includes a study of barriers to infrastructure and capital 
improvements faced by ports. It also would authorize 
the U.S. Environmental Protection Agency to spent $20 
million for each fiscal year 2021 and 2022 to provide 
grants to ports to reduce emissions from docked vessels.

TBD TBD

Heroes Act 
Pending

Multiple Federal 
Agencies

This bill was introduced by House Democrats and 
includes $3 trillion dollars in COVID-19 pandemic relief 
and economic stimulus funding. The 1,800-page bill 
was recently released and more detailed analysis of the 
funding implications is forthcoming.

TBD TBD

* The Port may also consider seeking Marine Highway Project Designation through the Maritime Administration nomination process 
that occurs every 6-months. After receiving this designation the project can receive priority for federal funding. Congress also 
periodically approves funding for Marine Highway Project Grants. See Appendix D for more information.
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Figure 9. Government Program Eligibility and Competitiveness Assessment
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Estimated Cost $0.5 to 
$0.8 m

$3.1 to 
$4.7 m

$4.8 to 
$19.7 m

$4.1 to 
$6.2 m

$3.9 to 
$5.9 m

$0.4 to 
$0.6 m

$6.8 to 
$10.2 m

State Sources

Freight Mobility Strategic 
Investment Program

Committed Private Partner 
Construction Program

Prospective Development 
Construction Program

Surface Transportation Block 
Grant Program

Clean Diesel Grants

Federal Sources

Public Works and Economic 
Adjustment Assistance Pro-

gram

Port Infrastructure Develop-
ment Program

BUILD Transportation 
Discretionary Grants

INFRA program

DERA Grant

Potential Upcoming Sources from COVID-19 Relief

America’s Water Infrastruc-
ture Act of 2020

Project is eligible and 
would be competitive

Project may not be as 
competitive

Project may not be  
good candidate
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OTHER FINANCING OPTIONS
There are several special district financing options 
that are available to Washington ports, which 
have limited application but that should be 
reviewed.

Local Improvement Districts and 
Associated Bonds
Ports, like cities and counties, have available to 
them the ability to create a local improvement 
district (LID) financed through assessments on 
the benefiting property. Because the property in 
the Port’s marine industrial waterfront is publicly 
owned, this financing mechanism would not 
be of any value, unless the Port were to sell the 
property to private parties and then create the 
LID.

This is not a viable option for financing.

Industrial Development District 
Industrial development districts are special 
districts (RCW 53.25.040) that have an 
accompanying property tax levy to retire 
industrial development revenue bonds. They have 
an overall limit to maximum taxes that can be 
generated at $0.45 per $1,000. While a significant 
source of potential capital improvement funds, 
the district must be established with a finding 
that the target properties are marginal lands. 
By statutory definition marginal lands must 
meet a definition that includes any of the 
following: economic dislocation due to faulty 
planning, irregular subdivision, untenable ground 
topography, inadequate streets and utilities, 
submerged by water, depreciated values, loss 
of population, or low property tax evaluation. It 
is unlikely that the Port’s industrial waterfront 
would meet this definition. 

This property is not marginal which means this 
is not a viable source for capital funds for the 
Marine Terminal modernization improvements.

Industrial Development
Corporation Revenue Bonds
The Port has created an Industrial Development 
Corporation, with the Port’s Commission 
serving as the Board of Directors. The Industrial 
Development Corporation is a public corporation 
within the statutes that can issue pass through 
financing to fund land acquisition, building, and 
equipment for new and expanding manufacturing 
facilities. The intent of the statute is to encourage 
larger manufacturing employers to invest in a 
community.

This source would have very limited application to 
the improvements being considered unless those 
costs were transferred to a private party through 
a lease that required the tenant to make the 
improvements.

TENANT IMPROVEMENTS
Throughout Washington State, port authority’s 
tenants are quite often required to make their 
own improvements as a condition of their lease. 
As a lease obligation, tenant improvements are 
subject to the economic negotiation between 
the port and prospective tenant. Shifting 
improvements to tenants is more common in up 
trending economies in which property availability 
is limited and demand is high. 

To be successful in shifting site or facility 
improvements to a tenant these conditions must 
be present:

• Longer term lease
• Exclusive user
• Readily identifiable improvements
• Competitive market from the tenant 

perspective

While a limited application, the Port could explore 
this as a possible funding strategy for some of the 
projected improvements.
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CONCLUSION 
There appears to be promising sources of third-
party grant and/or loan proceeds to fund some 
or all of the considered terminal modernization 
improvements. Due to the COVID-19 pandemic 
federal and state grant programs are in a state 
of flux. However, a reoccurring theme among 
the programs that are being made available is 
that eligible projects must be “shovel ready”. 
Shovel ready projects are those that have made 
sufficient progress in design and permitting, 
essentially be in a phase that they are ready to go 
to competitive bid and award in a relatively short 
time. 

It is recommended that the Port develop a plan 
of finance for each of the prioritized terminal 
improvement projects that is structured by 
phases from conceptual design through contract 
award. 

To assist in that effort the U.S. Department of 
Transportation Maritime Administration has 
developed consultative services to assist U.S. 
ports in navigating the complexities of federal 
grant funding. Specifically, the Office of Port 
Infrastructure Development & Congestion 
Mitigation was established to assist ports with 
development challenges including coordinating 
infrastructure projects for local and state port 
authorities.

Appendix C contains a listing of federal and state 
grant program contacts.
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COMMUNITY IMPACT 
ANALYSIS SUMMARY
This preliminary economic analysis of terminal 
modernization addresses the following 
questions: What are the current economic 
impacts of the Marine Terminal? How will the 
upgrades ensure, and potentially increase, the 
Terminal’s impacts in terms of jobs, government 
revenues, and investments? How will these 
impacts be measured? The full Community 
Impact Analysis Technical Memo is available in 
Appendix B. 
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CURRENT MARINE TERMINAL 
ECONOMIC IMPACTS

Direct  Employment and Wages
Direct employment related to the Marine 
Terminal is primarily attributable to terminal 
tenants, which employ an estimated 536 people. 
Longshore/stevedoring employment is estimated 
at 15 additional positions (while larger projects 
occasionally require additional workers, 15 reflects 
the number of consistent positions that would 
disappear in the absence of the Marine Terminal).

The structure of the Port’s staff does not allow an 
exact estimate of jobs directly associated with Port 
Marine Terminal management and maintenance; 
multiple staff share duties related to the Marine 
Terminal as well as other Port facilities and 
services. A conservative estimate of Terminal-
related Port employment is six full-time, year-round 
jobs including security, facility technicians, and 
administration.

Detailed wage data is not available for Port tenants; 
however, based on average wages paid in the 
industries represented at the Marine Terminal, 
total annual payroll associated with the 552 jobs is 
estimated at $33 million.

Total Employment and Wages
Additional jobs and wages are created because 
of local spending in support of Marine Terminal 
operations. Terminal tenants purchase a wide 
variety of goods and services in support of their 
operations. Likewise, operations and upkeep of the 

992 JOBS $53 million
IN ANNUAL WAGES 

552 Direct

440 Indirect
$33 million Direct

$20 million Indirect

150 JOBS $24 million
IN TOTAL WAGES* 

95 Direct

55 Indirect
$17 million Direct

  $7 million Indirect

CONSTRUCTION EMPLOYMENT IMPACTS

CURRENT EMPLOYMENT IMPACTS

*based on two-years of construction activity

135 JOBS $7.2 million
IN ANNUAL WAGES 

75 Direct

60 Indirect
$4.5 million Direct

$2.7 million Indirect

PERMANENT EMPLOYMENT IMPACTS

Marine Terminal involves purchase of a range of 
goods and services. The jobs and wages supported 
by this spending are indirect economic impacts of 
the Marine Terminal. 

Similarly, when employees of Marine Terminal 
tenants, longshore workers, and Port employees 
spend their wages in the local economy, additional 
induced jobs and wages are created. Together, 
indirect and induced economic impacts are often 
termed “multiplier effects.” 

While it is beyond the scope of this study to 
measure the Marine Terminal’s multiplier effects 
in detail, based on Bureau of Economic Analysis 
multipliers specific to Skagit County, indirect and 
induced effects include 440 jobs and $20 million 
in annual wages. In summary, the employment 
footprint of the Marine Terminal, including 
direct, indirect, and induced impacts, totals 
approximately 992 jobs and $53 million in payroll.

Total Value of Marine Terminal-Related
Economic Activity
In understanding the economic impact of Marine 
Terminal infrastructure, it is useful to consider 
the total value of commercial activity supported 
by that infrastructure. With regard to the Port’s 
Marine Terminal, this would include the value of 
cargo and commodities moved over the dock, the 
value of shipbuilding and repair that occurs at the 
Marine Terminal, and the value of the wide range 
of other goods and services produced or provided 
at the terminal. Based on economic modeling 
of business activity that occurs at the Marine 
Terminal, in a typical year it is likely that more 
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than $100 million in annual commercial activity 
is reliant to some degree on the Port’s Marine 
Terminal. It is important to recognize the value 
of commercial activity supported by terminal 
operations may vary significantly from year-to-
year.

IMPACTS OF TERMINAL
MODERNIZATION

Potential Economic Outcomes of 
Marine Terminal Modernization
The economic benefits of the proposed Marine 
Terminal modernization will include:

• Short-term jobs and wages associated with 
modernization-related construction.

• Preservation of the business activity, 
employment, and wages that are currently 
supported by the Marine Terminal.

• Increased berthing and freight tonnage as the 
market takes advantage of new facilities and 
services.

• New jobs and wages associated with 
increased utilization of Marine Terminal 
facilities and equipment..

• Increased state and local revenue from 
sources like the Business and Occupation Tax, 
and sales and utility taxes.

• Public investment in Marine Terminal 
modernization is likely to spur additional 
private investment in new equipment and 
facilities.

While there is uncertainty about the pace at 
which the economic benefits of Marine Terminal 
modernization will unfold, and the magnitude of 
those benefits, market research conducted for 
purposes of this study clearly identified there are 
opportunities available to the Port. 

Potential Employment-Related
Impacts of Port Improvements
Each component of the Marine Terminal 
modernization will have its own set of economic 
benefits, stemming from a total investment 
ranging between $23.7 million and $48.1 million. 

With respect to construction and installation, 
labor-intensity will vary among the different 
project components. On average, however, about 
40 percent of the total cost will be labor-related, 
based on construction industry averages. Based 
on that average, it is anticipated Marine Terminal 
modernization will generate between $11.3 and 
$17.0 million in total labor income. For example, 
as an indicator of economic impact, if the projects 
were to occur over a 24-month period, the direct 
employment impact would include between 65 
and 95 jobs over that two-year period. Including 
multiplier effects (direct, indirect, and induced), 
the total construction phase-related employment 
impact of the Marine Terminal modernization 
project will range between 100 and 150 jobs, with 
total (two-year) labor income ranging between 
$16 million and $24 million. The median hourly 
wage of the new jobs is estimated at $42.

992 JOBS $53 million
IN ANNUAL WAGES 

552 Direct

440 Indirect
$33 million Direct

$20 million Indirect

150 JOBS $24 million
IN TOTAL WAGES* 

95 Direct

55 Indirect
$17 million Direct

  $7 million Indirect

CONSTRUCTION EMPLOYMENT IMPACTS

CURRENT EMPLOYMENT IMPACTS

*based on two-years of construction activity

135 JOBS $7.2 million
IN ANNUAL WAGES 

75 Direct

60 Indirect
$4.5 million Direct

$2.7 million Indirect

PERMANENT EMPLOYMENT IMPACTS
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Potential Job Creation
As noted above, while increased usage is certain 
to occur, there is uncertainty about the degree 
and timing of job creation associated with Marine 
Terminal modernization. It is also important to 
recognize that the number of jobs created at 
the Marine Terminal is only part of the project’s 
employment impact. The Marine Terminal 
also indirectly supports upstream jobs (where 
freight is sourced) and downstream jobs (where 
the freight is destined). The full spectrum of 
employment and other economic impacts are 
important, but beyond the scope of this study.

Several metrics that can be used to measure the 
success of the Marine Terminal modernization 
project are outlined in the following section. Two 
key metrics are increased Port revenues and 
the amount of tonnage moved across the dock, 
which is a frequently used measure of a marine 
terminal’s relative commercial importance. 
Marine Terminal cargo-related revenues totaled 
approximately $5.9 million in 2019, including 
revenues derived from the 355,000 tons of freight 
moved across Pier 2. Recognizing the variability 
of dockage fees and cargo types served by the 
Marine Terminal (ranging from bulk commodities 
to break-bulk to heavy lift), if modernization 
improvements are conservatively estimated to 
result in a 50 percent increase in freight tonnage, 
another $3 million in dockage, wharfage, and 

992 JOBS $53 million
IN ANNUAL WAGES 

552 Direct

440 Indirect
$33 million Direct

$20 million Indirect

150 JOBS $24 million
IN TOTAL WAGES* 

95 Direct

55 Indirect
$17 million Direct

  $7 million Indirect

CONSTRUCTION EMPLOYMENT IMPACTS

CURRENT EMPLOYMENT IMPACTS

*based on two-years of construction activity

135 JOBS $7.2 million
IN ANNUAL WAGES 

75 Direct

60 Indirect
$4.5 million Direct

$2.7 million Indirect

PERMANENT EMPLOYMENT IMPACTS

other terminal services and handling fees would 
be generated. 

Given how key aspects of the modernization 
projects will fundamentally enhance the 
competitiveness of the Marine Terminal, 
especially improvements such as increasing Pier 
2 berth depth, installing  commercial pump-out 
facilities, and shore-to-ship power systems, it is 
reasonable to assume utilization of the Marine 
Terminal will double over the next ten years, 
with a similar increase in Port revenues and 
employment. 

It is difficult to estimate the number of jobs 
and associated wages that could result from 
terminal modernization due to the uncertain 
nature of which facility upgrades will occur and 
when, as well as changing market conditions. 
A conservative estimate of potential FTE jobs 
created by modernization, including likely hires 
by the existing tenants, is roughly 75 additional 
jobs, a 14 percent increase from the current 
employment of 552. The total permanent 
employment represents 0.1 percent of the 
county’s total labor force and 2.2 percent of the 
county’s unemployed workers. Although it is 
difficult to quantify the total impact of this new 



COMMUNITY IMPACT ANALYSIS

LIV

permanent employment, based on the Port’s 
current multiplier effects up to 60 indirect and 
induced jobs would be created, resulting in a total 
of up to 135 new jobs with up to $7.2 million in 
annual wages.

Wages Associated with Port Jobs
Marine Terminal-related employment most 
directly affected by the modernization projects 
includes longshoremen and stevedores. 
Longshore workers earn an average annual wage 
of approximately $65,700, about 25 percent 
above the Skagit County average annual wage of 
$52,300. 1

Increased utilization of the Marine Terminal will 
also include additional need for maintenance, 
security, and various other services.

1https://esd.wa.gov/labormarketinfo/occupations
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The services undertaken in completing this report were performed consistent with generally 
accepted professional consulting principles and practices. No other warranty, express or implied, 
is made. These services were performed consistent with our agreement with our client. This 
report is solely for the use and information of our client unless otherwise noted. Any reliance on 
this report by a third party is at such party’s sole risk.

Opinions and recommendations contained in this report apply to conditions existing when 
services were performed and are intended only for the client, purposes, locations, time frames, 
and project parameters indicated. We are not responsible for the impacts of any changes in 
environmental standards, practices, or regulations subsequent to performance of services. We 
do not warrant the accuracy of information supplied by others, or the use of segregated portions 
of this report.
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1 INTRODUCTION 

In 2020, The Port of Anacortes (Port) obtained a Community Economic Revitalization Board (CERB) 
Planning Grant to evaluate several identified terminal modernization projects and to develop a 
decision-making report that helps establish a clear path toward implementation. The Market Demand 
Technical Report provides baseline data analysis to begin assessing the overall demand for the 
improved facilities and, in doing so, evaluate the advisability of the Port undertaking capital 
investment(s). The information presented will provide a basis for further discussion with the Port to 
prioritize potential investment given the current market realities, costs associated with each upgrade, 
and funding opportunities to implement each project. 

The report begins with planning-level cost estimates for each marine terminal modernization project 
and an analysis of their need and contribution to the overall success of the terminal. Next, a market 
analysis based on existing data and interviews with key potential users identifies target products and 
potential areas for focused marketing efforts. Finally, the report provides a funding overview of both 
the Port’s existing financial forecasting and federal and state grant/loan funding sources that can be 
considered for funding/financing of the upgrades.  

2 MARINE TERMINAL FACILITY UPGRADES 

The Port has identified seven potential marine terminal modernization projects that may contribute 
to making the Port more regionally competitive. The section that follows provides an overview of the 
scope of each project and initial cost estimates. To account for any number of variables inherent in a 
high-level cost estimating exercise, a budget range has been applied to try to encompass the high and 
low spectrum. For this estimate, a range from 20 percent above and below has been presented. A 
more detailed breakdown of the estimated cost of each project is provided in Appendix A. 

Preliminary Project Cost Estimates 
Project Cost Range (USD) 
Pier 1 Fender Upgrades 3.92 m to  5.87 m 
Pier 2 Berth Deepening* 12.95 m to  19.72 m 
        Dredging Option    4.79 m  to 7.19 m 
        Pierhead Expansion Option    13.15 m To 19.72 m 
Commercial Avenue Street Improvements 0.4 m to  0.6 m 
Pier 2 Mobile Bulk Ship Loader 6.77 m to  10.15 m 
Commercial Vessel Pump-out 0.51 m to  0.77 m 
Shore-to-Ship Power Systems 3.15 m to  4.72 m 
Repurpose White Tent     4.14 m  to 6.21 m 
Total 23.89 m to  48.04 m 
*Two options are being considered, cost range includes lowest and highest of the options 
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The map below illustrates the approximate location of each proposed project within the highlighted 
port owned properties. Ship-to-shore power improvements are anticipated throughout the Port area, 
and commercial pump-out stations are anticipated on Curtis Warf and Pier 2. The remainder of the 
improvements are specific to one of the three areas. 

 

Marine Terminal Facility Upgrade Location Map 

2.1 Pier 1 Fender Upgrades 

Pier 1 is located immediately adjacent to the Port’s offices at the north terminus of Commercial 
Avenue. This pier spans approximately 600 linear feet of prime commercial berthing space on Guemes 
Channel. The pier is constructed of two different materials and styles. The West 350 feet of pier is 65 
feet wide, constructed entirely of timber piles, caps, stringers, and deck. The east portion is about 250 
feet long by 90 feet wide and constructed of concrete piles, cast-in-place caps and pre-cast, prestressed 
deck panels. 
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The east portion is on a long-term lease to Dakota Creek Industries (DCI). The fender system along 
all of Pier 1 consists of treated timber fender piles, spaced approximately 10 feet on center. Over the 
years, hard berthings and challenging weather events have damaged the fender system as well as the 
pier itself, requiring emergency repairs on occasion. 

The Port is seeking to upgrade the fender system along Pier 1 to improve safety, reduce maintenance, 
provide improved facility performance, and protect vessels and the pier from damage. With an 
improved fender system at Pier 1, the Port would enhance berth flexibility with the adjacent Curtis 
Wharf facility by allowing vessels to move between either berth depending on specific needs of the 
Port to accommodate any potential specialized vessels and cargoes.  

A new fender system would ideally span the full 600-foot face of Pier 1 to maintain a consistent 
berthing line for all users on the pier. An effective solution for providing fendering to protect vessels 
as well as the pier structure from damage would feature an independent load bearing system. The 
timber portion of the pier does not have the structural ability to resist lateral loads from an effective 
fender system. PND Engineers Inc. recommends that load-bearing dolphins be constructed to 
support each fender panel, spaced at 50-foot on center, along the pier face. In this way, the existing 
timber pier would not be providing the lateral support required of the fender system. Based on a 
historical cost of $375k per fender, this improvement would cost in the range of about $3.9M to 
$5.9M, including planning, engineering, permitting, bidding and construction administration, 
construction contingencies, and applicable taxes and fees. 

2.2 Pier 2 Berth Deepening 

Pier 2 is the Port’s multipurpose bulk handling pier located east of Pier 1. Pier 2 provides 
approximately 460 linear feet of berthing face on the Guemes Channel. The dolphins at either end of 
the pier expand the berthing space to over 1,200 linear feet. The pier was originally constructed in 
1964 and is comprised of concrete piles, cast-in-place caps, and pre-cast, prestressed deck panels. 

 
Left: Juneau Steamship example project with individual load bearing dolphins in front of the existing timber pier,  
Right: Cruise Ship at Berth at Pier 1 
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This facility’s primary use is the export of petroleum coke (petcoke) and sulfur, both byproducts of 
refining crude oil at the nearby refineries. Both byproducts have industrial value overseas, driving the 
export market for transloading at Pier 2. In addition to these products, Pier 2 has been used for heavy 
lift operations, including products such as armor rock in breakwater construction and heavy module 
loading to ships and barges. The need for heavy lift capabilities was recently emphasized when the 
Port partnered with Phoenix International and the U.S. Navy to complete the first ever heavy lift at a 
public port, when they performed a timed exercise to deploy an Emergency Underwater Rescue ROV 
system across the face of the pier. To perform this operation, a detailed analysis and loading plan had 
to be developed specifically for the loadout. 

 
Left: Pier 2 Aerial, Right: Pier 2 From Water 

 
In recent years, the Port has identified limitations to operations at Pier 2, including available draft 
depth along the face of the pier and limits on the existing live load capacity necessary for heavy lift 
operations. Currently, the depth at the face of the pier is about 38 feet, and a depth of 45 feet is needed 
to accommodate the size of vessels the Port hopes to attract. The Port is exploring options to address 
the greatest need, adding depth at the berth to allow unlimited accommodation of up to Panamax size 
vessels.  Container ships have been getting bigger over the past 50 years to increase operating efficiency 
and to improve environmental performance, among others.  A comparison of Handymax vessels and 
Panamax vessels is provided below to demonstrate these increases.   
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Characteristic Handymax Panamax Description 

Number of 
Holds 5 holds 7 holds Holds are the chambers within the vessel hull used to 

hold cargo. 

DWT 50,000 tons 75,000 tons DWT (deadweight tonnage) is the measure of how 
much weight a ship can carry. 

LOA 650 feet 965 feet LOA (length overall) is the maximum length of a vessel's 
hull measured parallel to the waterline. 

Beam 106 feet 106 feet Beam of a ship is its width at its widest point. 

Max Draft 40 feet 46.3 feet Draft of a ship's hull is the vertical distance between the 
waterline and the bottom of the hull. 

 

 

 

 

Handymax Vessel 

Handymax vessels are larger bulk carriers.  
These ships are used for less voluminous 
cargoes and have the ability to handle 
different cargoes carried in different 
holds.  Handymax vessels typically have 
four cranes built into the vessel, making it 
easier to use for loading and unloading in 
ports with limited infrastructure. 

Panamax Vessel 

Panamax is the naval architecture term 
for the largest size ship that can travel 
through the original Panama Canal, 
defined by the size limits required to 
traverse the canal. The original canal 
can only accommodate vessels of a 
limited length, beam and draft. 
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The options being explored to address the berth deepening that will accommodate larger vessels 
include dredging the existing sediment along the face of the pier as well as moving the entire pier face 
into deeper water.  Both options are presented below, with separate cost estimates for consideration 
as part of this study. 

The dredging option consists of construction of an underwater bulkhead along the face of the existing 
pier to retain the existing slope and pier support piles while allowing dredging to final design depth. 
The existing fenders would need to be removed and reinstalled after construction of the bulkhead and 
dredging. Much of the dredged materials would require upland disposal as contaminated sediments. 
This option has an estimated cost range of about $4.8M to $7.2M, including planning, engineering, 
permitting, bidding and construction administration, construction contingencies, and applicable taxes 
and fees. 

The pierhead expansion option has the added benefit of not only providing the draft needed for 
Panamax size vessels but would also provide for increased heavy lift capacity on the new pier 
extension. The new pier face would be constructed on steel pipe piles, with precast concrete caps and 
panels. The new section would be seismically isolated from the existing pier to reduce unintended 
loading on the older structure. This option will require moving the fender panels, dolphins, and other 
components as needed to establish the new pierhead line.  

One added element of complexity with this option is the need to work with the Department of Natural 
Resources and the Harbor Line Commission to negotiate moving the existing Port Management 
Agreement line further offshore to allow the expansion. This effort is anticipated to add up to a year 
to the planning process and added expense for the associated coordination efforts. This project has 
an estimated cost range of about $13.0M to $19.4M, including planning, engineering, permitting, 
bidding and construction administration, construction contingencies, and applicable taxes and fees. 

2.3 Commercial Avenue Street Improvements 

Commercial Avenue is the primary roadway serving the Transit Shed, Pier 1, access to Curtis Wharf, 
and several primary tenants in the commercial and industrial core of the City of Anacortes. The Transit 
Shed, home of the Port offices, also serves the community as temporary event space, hosting 
numerous art fairs, festivals, Port and Chamber of Commerce events, and private events. Adjacent to 
Commercial Avenue are warehouses and manufacturing industrial spaces, including major Port 
tenants, including Cortland Puget Sound Rope and Dakota Creek Industries. Due to the large variety 
of uses along Commercial Avenue, improvements will ideally maintain effective street parking, 
pedestrian safety, pavement durability, and overall enhanced safety along this critical corridor. 
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Left: Commercial Ave Aerial, Right: Commercial Ave Street View 

 

The stretch of Commercial Avenue from Second Street to Railroad Avenue is approximately 300 feet 
long and 80 feet wide. This roadway corridor has seen heavy use over the years and has been subject 
to several overlay and repaving projects. The Port has determined it is time to perform a more 
comprehensive improvement project. These improvements may include removal of previous overlays, 
subgrade preparation, establishment of dedicated pedestrian corridors and street parking, crosswalks 
and striping, and adjustment to utility manhole elevations and storm drains to match the finish grades. 
It is assumed that removal of existing pavement may expose some contaminated soils that will need 
to be disposed of in an approved facility, which is anticipated to increase demolition costs on the 
project. 

The estimated costs for the described improvements range from $403k to $605k, including planning, 
engineering, permitting, bidding and construction administration, construction contingencies, and 
applicable taxes and fees. 

2.4 Pier 2 Mobile Bulk Ship Loader 

The break bulk loading operations at Pier 2 depend on a bulk ship loader to move petroleum coke 
(petcoke) and sulfur from trucks to the ship’s holds. The existing bulk ship loader at Pier 2 is owned 
and operated by Metro Stevedoring. It is a semi-mobile, covered conveyor belt that carries product 
approximately 300 feet from the truck unload point, up the loader ramp, and into the various holds 
on the ship. The loader can swivel east and west along the face of the pier to distribute product into 
various ship holds. The reach and range of the existing loader provides for loading approximately 130 
feet of hold space before the vessel needs to be moved to access other holds. 
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Limitations to the existing loader include reach, range, loading volume rate, and outside ownership of 
the equipment. The Port is interested in purchase of a new ship loader that has increased mobility to 
enable loading of all ship holds without moving the vessel midway through the loading process. There 
is also an interest in longer reach to accommodate wider, Panamax vessels, without the need to turn 
the vessel midway through loading. An increase in loading volume, consistent with delivery truck 
arrival would improve efficiency, keep truck traffic moving, rather than idling at the pier, and decrease 
vessel turnaround times. An added benefit to Port ownership of the ship loader would be the added 
flexibility in the relationship between owner and operator at the facility. 

A new mobile bulk ship loader would 
require upgrades to the Pier 2 structure as 
well as consideration of the available 
electrical power supply. A conservative 
estimate for costs associated with a new 
ship loader would range from $6.2M to 
$9.2M, including planning, engineering, 
permitting, bidding and construction 
administration, construction contingencies 
and applicable taxes and fees. 

 

2.5 Commercial Vessel Pump-Out 

In accordance with the Washington State Department of Ecology’s federal “No Discharge Zone” 
discharge of both treated and untreated sewage from boats and vessels into Puget Sound is prohibited. 
Operators have until 2023 to fully retrofit their vessels to hold sewage until they can properly discharge 
into an established sewer system. 

To comply with this new rule, facilities need to provide a means for vessels to empty their holds when 
at berth. Curtis Wharf hosts tugboats, cruise ships, and other vessels and will need to be capable of 
providing pump-out services. In addition, Pier 1, upon fender replacement, will serve as a regular berth 
for such vessels, and will also need commercial pump-out. Pier 2, though less likely to require pump-
out due to its transocean clientele, may one day be a suitable candidate for pump-out equipment. Cost 
for new commercial pump-out facilities at Pier 2 are included in the estimates. 

Most vessels of any size, like those expected to call at Curtis Wharf or Pier 1, are already equipped 
with onboard sewer evacuation equipment. As a result, the pier side equipment will consist primarily 
of connection points with backflow preventor check valves, spaced along the pier face, connected to 
a force main piping system under the piers, with a final connection to the City gravity sewer system. 

 

 

The onboard pumping equipment on the vessel will push the effluent into the system until it opens 
into the gravity system. In case vessels lack onboard evacuation systems, a backup system will include 

 
Bulk Ship Loader 



 

R:\0436.09 Port of Anacortes\Document\01_2020.09.30 Market Demand Technical Report\Rf-Market Demand Technical Report.docx 

PAGE 9 

an 80-gallon-per-minute vacuum pump with retractable hose reel to serve as the connection between 
the vessel holding tank and the pier connection point. Connection points would need to be spaced 
approximately 100 feet apart to effectively accommodate any vessel along the berth. 

The cost for installing a commercial pump-out system at each pier would be on the order of $514k to 
$772k, excluding any potential upgrades to the existing sewer pipe and infrastructure or added 
coordination with the utilities. These costs include allowances for planning, engineering, permitting, 
bidding and construction administration, construction contingencies and applicable taxes and fees. 

2.6 Shore-to-Ship Power Systems  

Shore-to-Ship Power Systems are planned at permanent dock facilities to allow ships to maintain full 
electrical services without running their shipboard generators. The benefit of Shore-to-Ship power (or 
cold ironing) is a reduction in noise and air pollution while a ship is in port. 

The electrical demand on Shore-to-Ship systems depends greatly on the size and class of ship, as well 
as the equipment on board. Refrigerated cargo holds and cruise berth amenities place high demand 
on electricity compared to other vessel types. Typical power output requirements range from 1 to 7 
megawatts, with cost increasing with size. The availability of electrical infrastructure is a critical piece 
of the analysis when determining capabilities and costs. The Port of Anacortes is well situated with 
sufficient power supply availability at all three terminals (Curtis Wharf, Pier 1 and Pier 2). 

It is assumed that Curtis Wharf and Pier 1 would both require a 1 to 2 megawatt capability, and Pier 
2 could require between 4 and 7 megawatt capability, to accommodate the potential for Panamax class 
vessels in the future. 

Estimated capital costs for Shore-to-Ship 
power systems at Curtis Wharf and Pier 1 
would range from $1.3M to $2.0M. A full 
system at Pier 2 is estimated to cost from 
$1.8M to $2.7M. To provide Shore-to-Ship 
power at all three piers would cost in the 
range of $3.1M to $4.7M. All costs include 
an allowance for changes to the existing 
supply lines and coordination with the 
utility on the necessary changes. Also 
included are cost for planning, engineering, 
permitting, bidding and construction 
administration, construction contingencies 
and applicable taxes and fees. 

2.7 Repurpose White Tent 

A 260-foot-long by 120-foot-wide by 45-foot-tall white tent is located at the center east side of Pier 2. 
The aptly named White Tent was deployed some years ago as part of a dredging project and was used 
to dry contaminated dredge spoils prior to transport for disposal. Since then, it has seen many uses, 

 

Shore-to-Ship Power System Example Project 
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most recently as a covered fabrication facility for Port tenant, Transpac Marinas. The tent is readily 
accessible to the pier face, as well as located central to the entire upland yard. Consequently, the Port 
is interested in exploring other options for its use. Transpac Marinas has expressed interest in new 
fabrication facilities, custom designed for their operations, on other Port-owned property. A new 
fabrication shop would better suit their needs and free up the White Tent for repurposing. 

Costs associated with repurposing the White Tent would include upgrades to the electrical, mechanical 
and ventilation systems in the tent. Further costs may arise to add storage bins, shelving, or other 
flexible use appurtenances within the tent. Based on economic analysis, the actual use will define how 
the White Tent would need to be retrofitted. In addition to tent retrofits, the Port would need to 
provide the new facilities for 
Transpac Marinas, as they would 
be displaced from their current 
arrangement. These items would 
have a total estimated cost in the 
range of $4.1M to $6.2M, including 
planning, engineering, permitting, 
bidding and construction 
administration, construction 
contingencies and applicable taxes 
and fees. 

2.8 Estimation of Soft Costs 

Soft cost is a term used to express costs that are not directly related to construction. Soft costs typically 
include project construction contingencies, sales tax, planning, engineering, permitting, contract 
administration, etc. The following is a brief description of how each of these items is handled in the 
estimates. 

Adding a construction contingency to a project budget provides for the variations and uncertainty in 
pricing over the duration of project planning and design. Typically, the construction contingency value 
starts relatively high and gradually decreases as the project nears design completion. After design is 
completed and the project is ready to advertise for bids, a project often carries a budget contingency 
forward to assist with potential changes to the contract during construction. The construction 
contingencies in these estimates are set to a consistent 20 percent of the construction subtotal for each 
project. 

 

The sales tax rate for Anacortes is currently 8.7 percent. The sales tax breakdown includes 6.5 percent 
for Washington State, 0.65 percent for Skagit County, 1.15 percent for  the City of Anacortes, 0.4 
percent for Skagit Transit and 0.1 percent for 911 Communications. Sales tax is applied to the 
construction subtotal, plus construction contingency value. 

Engineering costs, including planning, design, construction documents, permitting assistance, and 
bidding and construction support, are estimated on a sliding scale based on project size and project 
complexity. By referencing “Guidelines for Determining Architect/Engineer Fees for Public Works 

 
Existing White Tent 



 

R:\0436.09 Port of Anacortes\Document\01_2020.09.30 Market Demand Technical Report\Rf-Market Demand Technical Report.docx 

PAGE 11 

Building Projects,” issued by the Washington State Office of Financial Management (effective July 1, 
2015), appropriate engineering fee estimate rates were selected for each project. Generally, the larger 
the construction cost, the lower the percentage for engineering fees. In the guideline tables, the fee 
percentage excludes specialty services such as geotechnical investigations and permitting. Where these 
tasks are anticipated for each project, an additional percentage component is applied. Engineering fee 
estimates are calculated using the construction subtotal before contingencies and taxes. The 
engineering costs range from 7.5 percent to 15 percent in each project estimate, depending on the 
overall project size and complexity.  The cost estimates also assume domestic sourcing of materials to 
comply with “Buy America” requirements in consideration of potential Federal funding program 
assistance. 

3 MARKET OUTLOOK FOR MARINE TERMINAL 
UPGRADES 

This section of the Technical Report presents an assessment of current and potential markets for the 
Port of Anacortes’ Marine Terminal, with attention paid to whether and how the seven potential 
upgrades may impact each market. The Port is seeking guidance in two primary areas: which upgrades 
are justifiable and highest priority and which markets and customers they should target as they move 
forward with the upgrades. The Port provided guidance as to areas that were of particular interest 
(such as wood products), and areas that were, at least initially, a lesser priority (such as those related 
to fossil fuels). They also expressed a strong interest in cargo-related uses, rather than berthing or 
other types of terminal activity. 

There are challenges to definitively connecting upgrades with potential markets. Some upgrades are 
essential to preserve and enhance the Port’s competitive position in Puget Sound. Others are more 
specific to enhancing particular facilities at the Port. The following analysis provides a high-level 
assessment of markets for the services and facilities currently or potentially available at Port of 
Anacortes and a foundation of information necessary for more targeted market development and 
clearer understanding of the benefits of port modernization. 

3.1 Methodology 

The study team used the following methods and sources to inform the market outlook: 

 A site visit to the Port in early February. 

 Compilation of  secondary research on current and potential markets. 

 Interviews with Port staff  and current tenants. 

 Interviews with 20 contacts familiar with Puget Sound and Alaska maritime commerce (a 
list of  contacts can be found in the Appendix).  

 Review of  the following Port of  Anacortes documents:  
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 Pier 2 Export Initiative Project 2017 FASTLANE Grant Application 

 2020 Operating Budget and Capital Improvement Plan 

 Comprehensive Plan 2008 (and associated updates) 

 Marine Terminal Dockage Logbooks, 2018-2020 

 Review of  additional reports, including (but not limited to): 

 Anacortes Maritime Strategic Plan 2018 

 Skagit County Economic Development Strategic Plan 2016 

 A Ten-Year Projection of  Maritime Activity in the U.S. Arctic Region, 2020-2030 

 2017 Marine Cargo Forecasts and Rail Capacity Analysis 

 Ties That Bind: Alaska’s Enduring Economic Impact on the Puget Sound Region 
 

The study team did not directly contact potential tenants or cargo customers, with the understanding 
that this would be the role of Port staff; rather, we reviewed reports and interviewed contacts that 
informed which types of clients and cargo may be of highest interest to the Port. 

3.2 Outlook: Current Markets 

3.2.1 Petroleum Coke (Petcoke)  

Shell Oil’s Puget Sound Refinery in Anacortes trucks petroleum coke (petcoke) to the Port of 
Anacortes, where it is loaded on barges and ships and sent to China, Japan, and India, among other 
places. Petcoke is used in the aluminum and steel industries, as well as in power generation. Since 
2010, Shell has shipped an average of 266,000 metric tons of petcoke out of Anacortes per year. In 
January 2019, the Port signed a five-year agreement to ship more petcoke at a reduced cost. Under the 
new agreement, Shell guarantees a minimum annual shipment of 300,000 metric tons of petcoke from 
the Port.1  

Shell supports improvements to the Port’s Pier 2 because the current infrastructure and material 
handling equipment restrict the company’s ability to load vessels efficiently. The draft limitations at 
Pier 2 has limited, and sometimes prevented, the loading of Panamax vessels. If the pier is not 
modernized, Shell may choose to shift its petcoke exports to another port that allows large ships to 
be easily loaded. The likely candidate would be the Port of Vancouver, British Columbia (B.C.).  

 
1 Amending Agreement, Jan. 1, 2019. Terminal facility-use agreement between Equilon Enterprises d.b.a Shell Oil 
Products, U.S. and Port of Anacortes and Request for Commission Action Authorizing the Executive Director to Execute 
a Terminal Facility Use Agreement with Equilon Enterprises, LLC, dba Shell Oil Products 
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3.2.1.1 Industry Outlook 

While global petcoke markets are strong, some uncertainty lies ahead for ownership of the Shell’s 
refinery in Anacortes. Below are some market developments related to petcoke: 

 The international petcoke market is expected to see robust growth through at least 2024. 
The global petcoke market size was valued at $16.68 billion in 2016 and is expected to 
reach about $29.65 billion by 2023. The petcoke industry’s growth stems from the 
product’s use in electrical generation and, cement production. The highest increase in 
demand is expected to come from rapidly developing countries, such as China, India, and 
Vietnam. One factor that could affect market growth during this period are government 
regulations due to petcoke’s high sulfur content.2 

 In early 2020, news outlets reported that Royal Dutch Shell was exploring the possibility 
of  selling its refinery in Anacortes, which would reduce its refining presence in the United 
States to only the Gulf  Coast. The Netherlands-based company announced it aims to sell 
more than $5 billion of  assets per year in 2019 and 2020. Finding a buyer, however, may 
be difficult for several reasons: falling refining margins due to new emission regulations 
and competition from the restarting of  Caribbean refineries.3 

3.2.1.2 COVID 19 Pandemic Effects on Petcoke 

Global demand for petcoke has fallen due to COVID 19 pandamic slowdowns in major importing 
countries, such as China and India. U.S. refiners, particularly on the Gulf Coast, have cut production 
because of poor margins and lack of storage. Petcoke production could fall by as much as one-half in 
the short term.4  Demand for petcoke is likely to increase in conjunction with cement production when 
countries launch post-slowdown recovery efforts. 

3.2.2 Prilled Sulfur  

Chemtrade, located in Mount Vernon, transports prilled sulfur to the Port’s Pier 2, where it is loaded 
onto ships headed to China, Mexico, Indonesia, New Caledonia, Brazil, and Thailand. The sulfur 
pellets are used in rubber vulcanization and the production of fertilizer, asphalt and bitumen, 
detergents, dyes, explosives, and insecticides, among others. Sulfur shipments through the Port were 
declining prior to 2018 because ports in Seattle and Tacoma had more competitive pricing. The Port 
of Anacortes amended its agreement with Chemtrade in 2018, dropping its charges for sulfur 
transported through the terminal from $12.50 per metric ton to $7 per metric ton.5  The Port also 
asked the Anacortes City Council to institute a five-year hiatus on road fees for mitigation of city truck 

 
2 Allied Market Research, https://www.alliedmarketresearch.com/petroleum-coke-market); Global Market Insights,  
https://www.gminsights.com/industry-analysis/petroleum-coke-market. 
3 Resnick-Ault, Jessica, Jan. 9, 2020. “Royal Dutch Shell seeking buyer for Anacortes, Washington-refinery.” Reuters��
4 Argus, March 2020. Virus to tighten US petroleum coke supply. https://www.argusmedia.com/en/news/2089320-virus-to-
tighten-us-petroleum-coke-supply 
5 Terminal 2 Use Agreement Amendment, Jan. 10, 2018. 
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routes. The new arrangements brought about an increase in sulfur prill shipments, with as many as 
100 trucks delivering the product to the port per day.6  

Chemtrade, one of  North America’s largest suppliers of  sulfuric acid, has experienced the same 
difficulties that Shell has at Anacortes with loading large vessels on a pier with decreasing draft. The 
company has stated its support for improvements at the port to make shipments more viable, 
especially important because of  the global market. 

3.2.2.1 Industry Outlook 

The sulfur industry is expected to have modest growth in coming years in a changing global 
marketplace and companies such as Chemtrade will need to operate as efficiently as possible to 
maintain a foothold in the market. The compound annual growth rate for the sulfur market from 2020 
to 2025 is expected to be more than 3 percent7. The Asia-Pacific region is expected to dominate the 
market due to growing demand for sulfur in fertilizer and rubber processing in countries such as China 
and India,8 although this consumption has dropped temporarily due to COVID-19. These are the 
primary forces affecting sulfur trade: 

 Growing demand for fertilizer and the increased use of  sulfur in vulcanizing rubber are 
spurring market growth.  

 Conventional agriculture has led to soil-depletion, with nitrogen and sulfur being the 
primary deficiencies, causing the use of  sulfur in fertilizers to be on the rise. The sulfur 
fertilizer market is expected to grow almost 8 percent between 2018 and 2026, from $3.8 
billion to $4.1 billion. The world’s growing demand for food is also likely to increase the 
need for sulfur-based fertilizers. 

 Market growth may be reduced somewhat by new International Maritime Organization 
emission standards, which went into effect Jan. 1, 2020. The marine sector will have to 
switch to lower sulfur fuels to reduce sulfur emissions by more than 80%.9 

 U.S. sulfur exports have shifted in the last five years. For instance, exports to Brazil have 
dropped, from 900,000 metric tons in 2014 to less than 700,000 metric tons in 2018, while 
exports to Mexico climbed in the same period from 100,000 to 700,000 metric tons. 

 The global market for sulfur is well-balanced, with both supply and demand steadily 
increasing.  

 
6 “Sulfur exports back up at port marine’s terminal after decline,” July 11, 2018, https://www.goskagit.com/anacortes/ 
7 Allied Market Research, https://www.alliedmarketresearch.com/sulfur-fertilizers-market’; Globe Newswire,  
https://www.globenewswire.com/news-release/2020/01/15/1970890/0/en/Global-Sulfur-Market-Growth-Trends-
and-Forecast-2020-2025.html; DTN.com,  
https://www.dtnpf.com/agriculture/web/ag/crops/article/2019/12/26/global-sulfur-market-balanced-2; Globe 
Newswire, https://www.globenewswire.com/news-release/2020/01/15/1970890/0/en/Global-Sulfur-Market-Growth-
Trends-and-Forecast-2020-2025.html) 
8 Ibid. 
9 DTN.com, https://www.dtnpf.com/agriculture/web/ag/crops/article/2019/12/26/global-sulfur-market-balanced-2 
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3.2.2.2 COVID 19 Pandemic Effects on Sulfur Market 

COVID 19 pandemic slowdowns, particularly by key players such as China, India, and South Africa, 
have led to major cuts in global supply and demand of sulfur. The market is expected to worsen as 
slowdowns continue and affect distribution logistics. Many U.S. refiners have reduced their 
production rates by 10% to 20%. An oversupply of sulfur is likely, softening prices and further 
reducing production rates. The long-term outlook is uncertain.10 

3.2.3 Vessel Berthing 

The Marine Terminal currently provides berthing for a range of vessels, primarily small cruise ships 
and tugs. Vessel berthing does not provide significant revenues to the Port; for example, only $20,000 
out of roughly $500,000 in revenue generated by Pier 2 in 2019 was attributable to “lay” vessels. The 
COVID 19 pandemic, however, may also introduce new and different revenue opportunities. 

3.2.3.1 Small Cruise Ships  

The Marine Terminal currently serves as a port of call for two small cruise vessels, both operated by 
American Cruise Line (ACL). ACL runs week-long cruises around Puget Sound between April and 
October, sailing round-trip from Seattle. The vessels are birthed at Curtis Wharf around 40-45 times 
per year for roughly 24 hours per stop. In 2019, ACL paid around $20,000 in berthing fees.11 

The Port has indicated limited interest in attracting more small cruise ships to the port due to their 
relatively small economic contribution. It is still worthwhile to consider the state of this sector, 
particularly in light of the recent downturn in the tourism industry.  

 While the overall cruise industry may take years to completely recover from the COVID 
19 pandemic, lines with smaller vessels (fewer than 250 passengers) may be in a better 
position than large cruise ships due to a perceived lower health risk. In addition, U.S.-based 
cruising may see a boost from fears of  traveling internationally. 

 Before the COVID 19 pandemic, the U.S. small cruise ship industry was booming. The 
Cruise Lines International Association’s 2019 Annual Report notes that the “niche” market 
(which includes American small ship/river cruises) increased in capacity from 47,046 in 
2010 to 131,392 in 2019—a nearly three-times increase over the last decade.12 Further, the 
report projected the capacity would increase to 171,207 by 2024, representing 30 percent 
additional growth in the next five years. 

 With 12 vessels and at least two additional vessels planned, ACL is in a relatively strong 
position to weather the COVID 19 pandemic. The likelihood of  them adding any vessels 
or voyages to their Puget Sound capacity is low for the next several years, but there is 

 
10 Lloyd, Claira, April 2020. Covid-19: Hitting the Sulphur market from all sides. Argus. 

https://www.argusmedia.com/en/blog/2020/april/9/podcast-covid-19-hitting-the-sulphur-market-from-all-sides 
11 Port of Anacortes 2019 Dockage Logbook. 
12 Cruise Industry Annual Report, 2019.  
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longer-term potential for growth, particularly if  other cruise lines enter the Puget Sound 
market.  

 An ACL representative noted that the Commercial Pump-Out and Shore-to-Ship Power 
Systems could both improve logistics during port calls, with a caveat:  

“Our vessels have generators and MSD[marine sanitation device] systems, so we would consider these shore 
services through a simple cost-benefit analysis.  Often the port-mandated and charged connect-disconnect 
labor cost makes these options cost-prohibitive for short port calls.”13  

3.2.3.2 Tugs 

Tugboats are the most common “lay” vessels at the Terminal. The outlook for overall tug activity in 
Puget Sound is for a significant increase in response to a new Washington State requirement that oil 
barges (not just tankers) be accompanied by escort tugs. A tug industry contact said it was very likely 
that one of the tug companies will station an additional tug out of Anacortes. In addition, the 
Washington Board of Pilotage Commissioners is considering permanently stationing a rescue tug in 
the San Juan Islands/Anacortes area. Tugboats will be among the commercial vessels required to 
follow the new no-discharge requirements discussed above and will benefit from the commercial 
pump-out facilities. 

3.2.3.3 Long-Term Layups 

The Port was recently contacted by a ship’s agent seeking long-term berthing for a Panamax-class oil 
tanker that is currently in a holding pattern due to the COVID 19 pandemic related glut of oil. Initial 
calculations based on $10,000 per day for 90 days show a potential for nearly $1 million in revenue.  

Another potential market for long-term layups is cruise ships, which face unprecedented berthing 
needs in the wake of the COVID 19 pandemic. A cruise industry expert noted that while there are 
more affordable places such as Malaysia for long-term berthing, there may be vessels that need 
berthing in Puget Sound due to their itineraries or other factors. Anacortes could promote their 
availability to the lines, if that kind of vessel is a good fit for the port. The industry expert suggested 
Anacortes should shoot for vessels 700 to 1,000 feet long. They may require 300 crew members 
onboard for maintenance.  

An important consideration with long-term layups is their potential to disrupt the Port’s existing 
petcoke and sulfur operations. 

3.2.4 Heavy-Lift 

The Port occasionally serves clients needing heavy-lift operations. Heavy-lift services are good revenue 
generating activities and thus desirable by the Port but have only been occurring once a year or so. 
Shell does specialized module loading at Anacortes every two years, moving materials to and from 
their refinery. The Navy recently used the Port for heavy equipment. (As noted in the previous section, 
a detailed analysis and loading plan had to be developed for this operation.) The Port was also recently 

 
13 Email communication with Scott Bauby, American Cruise Lines, May 5, 2020. 
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contacted about a heavy-lift project involving modular homes manufactured in China and bound for 
Kitimat, BC.  

Two factors limit the Port on the heavy-lift market: lack of infrastructure including a crane, and the 
downturn in the refinery sector noted above.  

While heavy-lift customers are few and far between, some of the terminal upgrades (including berth 
deepening) will make the Port better able to accommodate various users, and potentially avoid delays 
and costs associated with specialized analyses.  It is also essential for the Port to maintain the heavy 
haul route required by the refineries for heavy-lift operations. 

3.2.5 Marine Terminal Tenants 

The study team checked in with several tenants at the suggestion of the Port to assess how the 
Terminal may or may not facilitate future growth.  Two tenants anticipated that the upgrades would 
have relevance to their operations: Dakota Creek Industries and Transpac Marinas. 

3.2.5.1 Dakota Creek Industries 

As described in the previous section, Dakota Creek Industries (DCI) is the Marine Terminal’s primary 
tenant. They offered the following observations regarding how the proposed upgrades may impact 
their operations.  

 The Pier 1 fender upgrades will make DCI’s operations safer and more efficient. They will 
experience some impact from the construction phase in needing to move their drydock. 

 The commercial pump-out facility will be useful for their smaller vessels. (Their larger 
vessels usually have treatment facilities onboard.) 

 Ship to shore power systems will be helpful when their vessels are using Curtis Wharf, 
usually in overflow situations. 

 Other upgrades were unlikely to impact their operations. 

3.2.5.2 Transpac Marinas 

Transpac currently occupies the White Tent and is discussing plans to move into a more permanent 
facility on Port property. Transpac shared the following information with regard to the potential 
Terminal upgrades and their future plans: 

 Other than repurposing the White Tent, the Terminal upgrades have little bearing on 
Transpac’s operations.  

 Transpac moves nearly all of  their products via truck, rather than vessel. Once in a while, 
a barge carrying cruise ship dock materials from Seattle north to Alaska will stop and add 
Transpac materials to their load at Pier 2; these vessels don’t require a deep berth.  

 Easy truck access will be very important if  they move locations. 
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 Facilitating the movement of  heavy equipment across Pier 2 is important to their 
operations. 

 They need to maintain contiguous access to Dakota Creek Industries’ facility to 
accommodate moving oversized loads between their production space and Dakota Creek 
Industries; this prevents those loads having to traverse city streets. 

3.3 Outlook: Potential Markets 

3.3.1 Wood Products 

The Port of Anacortes has been in discussions with wood products companies about possible use of 
its marine terminals to transport wood chips and logs. The Port is currently working on pricing, 
permitting, and labor agreements.  (A recent effort to transport logs was found to be unviable due to 
pricing and labor-related insurance issues.) 

3.3.1.1 Pacific Northwest Industry Overview 

The Pacific Northwest wood products industry has experienced large losses since the early 1990s, but 
it continues to play a significant role in Washington’s and Oregon’s economies, especially in rural 
areas. In 2018, about 23,500 people worked in the wood products industry in Oregon, with a total 
payroll of $1.2 billion.14 In Washington, the industry employs about 42,000 workers, earning almost 
$3 billion annually.15 Despite an overall long-term downturn between 2011 and 2018, the industry 
slowly rebounded from the 2008 recession. Oregon, for example, added 4,300 jobs, a 22 percent 
increase, in that time period.16 

The COVID 19 pandemic has added to the industry’s problems as well. The U.S. Department of 
Homeland Security declared the wood products industry “essential,” but the construction industry 
was largely shut down in Washington, New England, and parts of Michigan and California, all of 
which are large markets that absorb Pacific Northwest wood. While the U.S. Forest Service has 
approved about 400 timber projects in Oregon and Washington, only about 30 to 35 were moving 
forward in spring of 2020.17 

3.3.1.2 British Columbia Industry Overview 

Similarly, the B.C. forest industry has experienced a sharp decline in recent years due to less demand 
from Asian markets, low timber prices, U.S. tariffs, and government fees or stumpage rates. Problems 

 
14�State of Oregon Employment Department, Aug. 8, 2019. Oregon’s Wood Products Manufacturing Industry Important, 
Especially in Rural Areas, https://www.qualityinfo.org/-/oregon-s-wood-product-manufacturing-industry-is-still-
important-especially-in-rural-areas 
15 Washington State Department of Commerce, 2020. Washington State Forest Products Sector.  
https:// https://www.commerce.wa.gov/growing-the-economy/key-sectors/forest-products/ 
16 State of Oregon Employment Department, Aug. 8, 2019. Oregon’s Wood Products Manufacturing Industry Important, Especially 
in Rural Areas, https://www.qualityinfo.org/-/oregon-s-wood-product-manufacturing-industry-is-still-important-
especially-in-rural-areas 
17 Urness, Zach, April 7, 2020. Oregon forests remain open for logging and timber sales during coronavirus pandemic, Salem Statesman-
Journal 
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on the supply side have contributed as well, including decreased harvests due to the mountain pine 
beetle and the recent strike on Vancouver Island involving 3,000 forestry workers. In 2019, B.C. forest 
revenues dropped 11 percent and projected harvest volumes of 46 million cubic meters (19.5 billion 
board feet) were the lowest in years.18 

Market factors that are of note for the Port are as follows: 

 B.C.’s forest sector is in a significant downturn due to devastation by the mountain pine 
beetle, the U.S. housing slowdown, and the COVID 19 pandemic. The result is chips that 
Canadian pulp mills use are not available because they typically come from lumber 
mills. B.C. pulp mills need to find other sources, such as those in the Pacific Northwest, 
potentially creating an opportunity for the Port. 

 The U.S. construction industry has been an important consumer of  B.C. lumber, so, 
despite the recent downturn, opportunities for the Port may lie in becoming a conduit for 
lumber that is headed to the United States. 

 In recent years, B.C. companies have been exporting raw logs in record volumes mostly to 
China; this is likely not a product suitable for transporting through Anacortes because 
shorter routes to Asia are already established. 

3.3.1.3 Firm Profile: Sierra Pacific Industries  

Sierra Pacific Industries is a third-generation family-owned forest products company based in 
Anderson, California. The company, which manages almost 1.9 million acres of timberlands in 
California and Washington, has 5,300 employees and annual revenue of $1.28 billion per year.19 It is 
among the top ten producers of sawn wood in North America, with production of 3.2 million cubic 
meters (1.36 billion board feet) of wood per year. It owns ten sawmills, including four in Washington 
at Aberdeen, Burlington, Centralia, and Shelton. Several of its sawmills recycle wood into power for 
its plants. The company also owns Sierra Pacific Windows, which has three plants and exports 
windows to 35 countries, including Canada, China, Japan, and Korea. Sierra Pacific Industries’ other 
products include bark, chips, sawdust, shavings, hogwood, and hog fuel.20  

3.3.1.4 Firm Profile: Western Forest Products  

Based in Vancouver, Western Forest Products is one of B.C.’s leading coastal woodland operators and 
lumber producers. The company also has operations in Bellingham and Mount Vernon. The company 
owns eight sawmills, with an annual lumber capacity of more than 1.1 billion board feet, and two 
value-added manufacturing plants. With about 3,000 employees, the company harvests timber and 
manufactures lumber, wood chips, specialty wood products (such as decking and siding), kitchen and 
bathroom surfaces, and cabinetry. An eight-month strike, which ended in February 2020, significantly 

 
18Forest Economic Advisors, Jan. 20, 2020. B.C. Forest Industry Workers Looking for Signs of Hope in Early 2020, 
https://getfea.com/lumber/b-c-forest-industry-workers-looking-for-signs-of-hope-in-early-2020 
19 Dun & Bradstreet, “Sierra Pacific Industries: Company Profile”, https://www.dnb.com/business-directory/company-
profiles.sierra_pacific_industries.1242a501d34d5ff2a1bb1d8e5dcf00f2.html#financials-anchor 
20 Sierra Pacific Industries website, https://www.spi-ind.com/ 
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curtailed the company’s operations in 2019. The company experienced a net loss of $46.7 million in 
2019, compared to net income of $69.2 million in 2018.21 

3.3.2 Cement 

The United States is experiencing a cement shortage and cement imports are expected to double 
between 2018 and 2021. Growth in imports is forecast to continue through 2029.22 The Pacific 
Northwest is one of the three largest growth areas, along with the Atlantic North and South-Central 
Texas.23 New terminals will be needed to handle this growth. 

Because petcoke is a primary fuel at many of the cement plants in Asia, coordinating exports of 
petcoke with cement imports could lower transportation expenses significantly for shipping 
companies.24 

While major cement terminals already exist in Everett, Seattle, Vancouver and Portland, these 
terminals typically were not designed for ships with more than a 40-foot draft. The cement industry is 
moving toward Supramax vessels, with cargo size of about 50,000 tons, because they are most cost-
effective. These vessels have a draft of 42.3 feet, which fits with the proposed deepening of the Port 
of Anacortes’ Pier 2 for vessels with a 45-foot draft.25  

Establishing cement imports at the Port would require development in several areas: 

 Storage at the terminal would be needed. For vessels in the 40,000 metric ton range, 55,000 
to 60,000 metric tons of  storage is required; for Supramax vessels, 65,000 to 70,000 metric 
tons of  storage is needed. A warehouse on Port land leased to a cement import company 
could meet this need.26 

 The cement industry cycles through periods of  major oversupply and shortage.   Having 
storage that can be used by other industries when it is not needed for cement imports 
would allow the Port to better weather market fluctuations.27 

 The Port would need to work in partnership with several companies to establish a network 
for cement imports. Two or three cement-import companies would need to be involved 
to reach the required volume to make this economically feasible.28 

 To move ahead, the Port would need to look at concrete companies within a 150-mile 
radius and find key players outside of  the three major cement companies (Lafarge Holcim, 

 
21 Western Forest Products Annual Report 2019. 
22 Ad Ligthart, Cement Distribution Consultants, 2018. A wave of new terminals: The impact of terminal ownership on cement imports 
into North America. 
23 Ad Ligthart, Cement Distribution Consultants, 2015. U.S. cement trade, transport and terminals. 
24 Ad Ligthart, Cement Distribution Consultants, interview by Lori Thomson. Videoconference, May 11, 2020. 
25 Ligthart, U.S. cement trade, transport and terminals. 
26 Ligthart interview. 
27 Ibid. 
28 Ibid. 
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Lehigh Hanson, and CalPortland Company) that might be interested in working with the 
Port on imports.29 

Cement imports are likely to drop because of industry slowdowns due to the COVID 19 pandemic, 
and that dip is expected to last about two years after business resumes. However, investment in major 
infrastructure projects, which require large quantities of cement, may be used as a means to restart the 
U.S. economy, which could also mean that cement imports will be in even greater demand following 
the current downturn.30 

Two companies were noted as important players in the Puget Sound cement market:  

 CalPortland is a building materials company producing cement and construction material 
products on the West Coast. They manufacture portland cement in three cement plants 
and operate five deep water international import terminals located in California, Oregon, 
Washington, and Alaska. Their Seattle-area Cement Terminal is a deep-water import 
terminal located on the Duwamish River, importing Type I and II portland cement.31   

 Ash Grove Cement Company produces portland and masonry cement. They operate eight 
cement plants and 27 cement terminals throughout the United States, including a Seattle 
plant located on Marginal Way. Their Seattle plant has a production capacity of  750,000 
tons of  clinker.32 

3.3.3 Alaska Cargo 

Approximately 3 million tons of freight are shipped from Puget Sound to Alaska each year. Alaska 
depends on transportation linkages with Washington to meet nearly all its marine freight needs (with 
marine accounting for about 90 percent of all of Alaska’s in-bound freight, along with truck and air 
freight). Containerships account for more than half the freight volume shipped to Alaska. Scheduled 
and charter barge services provided the remainder of marine freight transportation.  

 

Marine Cargo Shipped from Washington to Alaska, 2017 (tons) 
Category Tons 
Petroleum Products  419,375 
Chemicals excluding Fertilizers 23,977 
Lumber, Logs, Wood Chips, and Pulp  98,952 
Sand, Gravel, Shells, Clay, Salt, and Slag  74,668 
Primary Non-Metal Products  108,582 
Primary Metal Products  208,936 
Food and Food Products  399,121 
Manufactured Goods  1,460,846 
Unknown and Not Elsewhere Classified Products  126,125 
Total 2,920,582 

 
29 Ibid. 
30 Ibid. 
31 www.calportland.com 
32 www.ashgrove.com 
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Source: USACE Waterborne Commerce. 

3.3.3.1 Container Ship Service 

Alaska’s in-bound marine freight transportation needs are met primarily by TOTE Martime and 
Matson, Inc. Combined, they transport approximately 1.5 million tons of freight annually to Alaska. 
Both serve Anchorage’s Port of Alaska with twice weekly sailings from the Port of Tacoma (currently 
on Wednesday and Friday, arriving in Anchorage on Sunday and Tuesday). Both carriers have 
dedicated docks at Anchorage. 

TOTE operates two “Orca Class” roll-on/roll-off trailer ships to Alaska. Both ships have an overall 
length of 839 feet and beams of 118 feet with a usable cargo beam of 100 feet. The ships have a 
trailer/flatbed capacity of 600 forty-foot equivalent units (FEU) plus automobiles. The transit time 
between Tacoma and Anchorage is 66-72 hours. 

Matson provides twice weekly sailings between Tacoma, Anchorage, and Kodiak, and one sailing per 
week to Dutch Harbor. Matson’s lift-on/lift-off containerships currently serving Alaska are 710 feet 
in length with beams of 78 feet. The ships have the capacity for 1,668 twenty-foot equivalent units 
(TEUs). Matson also has capacity to transport bulk products and pipe products in ISO bulk containers 
and post platform.  

3.3.3.2 Scheduled Barge Service 

Alaska Marine Lines (AML) and Samson Tug & Barge offer scheduled barge service into Alaska from 
Puget Sound. CN Aquatrain has one tug/barge operated by Foss that sails from Prince Rupert to 
Whittier. 

AML has three tug/barges operating weekly scheduled service between Seattle and Whittier. The three 
barges are 420 feet long and are fitted with rail tracks on the deck with overhead container racks with 
capacity of 200 53 feet. containers or platforms. The lower deck can be any combination of up to 50 
rail cars, or 30 rail cars and 100 FEU. AML has additional capacity, including a fourth tug/barge with 
the same configuration and a fifth with no overhead container racks. AML also has connecting 
scheduled barge service from Whittier to Cordova and Valdez. AML’s Puget Sound operations are 
based in Seattle on the Duwamish Waterway (along West Marginal Way). 

AML provides direct barge service from Seattle to Anchorage, generally bi-weekly during the ice-free 
season, with a capacity of 300 FEU per trip and two barges per week to Southeast Alaska, including 
the port of Haines, with highway connections to Fairbanks and Prudhoe Bay.  

Samson Tug and Barge offers bi-weekly container-break bulk service from Seattle to the ports of 
Valdez, Seward, Kodiak, and Dutch Harbor, with total capacity of 200 FEU. Samson operates weekly 
service to Southeast Alaska communities. Samson’s receiving warehouses and terminal are located in 
Seattle. 

CN Aquatrain has one tug/barge operated by Foss that sails from Prince Rupert to Whittier 
approximately every three weeks. The barge is 400 feet long and can carry 45 rail cars across eight 
tracks. CN Aquatrain reports transporting about 1,575 rail cars per year. The trip between Prince 
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Rupert and Whittier is five days. CN has substantial additional capacity, by operating more frequently 
with the same vessel set.   

An Alaska barge service representative noted that the proposed Marine Terminal upgrades would not 
increase their likelihood of using Anacortes, and cited the following barriers: 

 A previous attempt to incorporate Bellingham into their Seattle-Alaska route revealed 
logistical loading/unloading challenges and high costs that would likewise apply to 
Anacortes. 

 Seattle is much more conveniently located for groceries and other commodities going to 
Alaska; they also have significant infrastructure in Seattle. 

3.3.3.3 Other Marine Transport to Alaska from Puget Sound 

Coastal Transportation provides weekly cargo vessel service to the Aleutian region of Alaska, calling 
on Chignik, Sand Point, King Cove, False Pass, Akutan, Dutch Harbor, Captain’s Bay, and other ports 
on a less frequent basis. Its fleet of five vessels range from 225 to 244 feet in length. Its newest vessel, 
the Coastal Trader, is 225 feet long and draws 29 feet of water. Coastal Transportation specializes in 
moving frozen seafood southbound from Alaska to Seattle, where it has a terminal on a 14-acre site 
near the Ballard Bridge. Northbound freight includes a variety of break-bulk cargo, including seafood 
processing and fishing supplies, construction materials, consumer goods, and other freight. 

Boyer Towing provides contract towing and barging between Seattle and Alaska (and within Alaska) 
with a fleet of 14 tugs and 20 barges.  Doing business as Boyer Logistics, the company’s Seattle 
operations and terminal are located on the Duwamish River. Boyer Logistics also offers stevedoring 
and freight operations for outside customers.  

Seatac Marine provides scheduled summer monthly and charter barge services (including bulk and 
heavylift) to Alaska. Seatac’s Seattle terminal on the Duwamish River sits on 12 acres and has 1,600 
feet of dockage for berthing and loading operations. Terminal facilities include a 40,000 square foot 
warehouse. Seatac operates 300-foot by 90-foot deck barges with capacity of up to 11,000 tons, with 
bulk, heavy lift, and general deck cargo capability. 

Alaska Logistics LLC ships from its Duwamish River facility in Seattle to Seward and from there on 
to various Western Alaska ports. The company’s larger barges include the Logistics Provider (230 feet 
by 40 feet, 2,800 tons) and Madison Rose (170 feet by 44 feet, 1,800 tons), 

Western Towboat Company is a Ballard-based operation with a fleet of 22 tugs and five barges with 
capacity of 6,000 to 10,000 tons for moving bulk materials or general deck cargo. Its principal Alaska 
connection is towing for AML. 

Other firms engaged in occasionally moving freight from Puget Sound to Alaska include Crowley and 
Foss. Foss is a member of the Saltchuk family of businesses (as is TOTE Maritime). Foss specializes 
in marine movement of project cargos, with a specialty in supporting the oil and gas industry in Alaska.  
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3.3.3.4 Alaska Cargo Market Analysis 

Barge operators providing marine freight transportation services between Puget Sound and Alaska are 
deeply invested in port facilities in the Seattle area, either through ownership or long-term leases. 
While it is important to maintain frequent communication with all barge operators serving Alaska, it 
is unlikely the scheduled barge service providers would see advantage in relocating or expanding 
scheduled Alaska service to include Anacortes. There is likely greater near-term opportunity in 
working with charter barge operators (or Coastal Transportation) who may have occasional need for 
Port of Anacortes facilities. Contract barge operators are more likely to be shipping one commodity 
at a time, while scheduled barge operators require a complex loading/offloading strategy when they 
add a stop to their itinerary.  

3.3.3.5 Arctic-Related Activity 

The Port expressed interest in learning more about Arctic-related vessel and cargo activity, and 
whether Anacortes could play a future role in Arctic maritime commerce.  The following map provides 
a definition of the U.S. Arctic boundaries. 

Source: www.arctic.com  
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In the last decade, the number of vessels operating in waters north of the Bering Strait around the 
Chukchi and Beaufort Seas has increased by 128 percent and is now 2.3 times larger than the number 
of ships passing through the region in 2008 (see following chart).33 

Number of Vessels in the U.S. Coast Guard District 17 Arctic Area of Interest by Type, 2009-2019 

 

A recent report by the U.S. Committee on the Marine Transportation System projected how many 
additional vessels might be expected in the region over the next decade (to 2030) through four 
scenarios. The Most Plausible Scenario, based on conservative assumptions, indicates that the number 
of vessels operating in the U.S. Arctic in 2030 is likely to be more than triple the number of vessels in 
2008. (See following chart.) 

 
33 A Ten-Year Projection of Maritime Activity in the U.S. Arctic Region, U.S. Committee on the Marine Transportation System, 

September 2019. 
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Historical and Projected Vessel Counts by Scenario in the Northern U.S. Arctic Region, 2008-2030 

Contacts noted the following market conditions, as Anacortes relates to Arctic vessel activity: 

 Most of  the ship traffic coming through the Bering Strait is driven by Russian exports, 
largely oil and gas as well as some mining. Almost all of  it is bound for Japan, South Korea, 
and China.  

 It will be some time before the Northern Sea Route is used for cargo, in part because there 
is so little port and transportation infrastructure in northern Alaska, as well as few ice-
capable vessels and inadequate mapping of  the sea floor. 

 The Ocean Conservancy is leading a campaign to get companies to pledge not to send 
goods through the Arctic (Arctic Corporate Shipping Pledge).34 Three out of  five primary 
container cargo companies have signed the pledge. 

 While cargo and container vessel traffic is speculative at this point, research and ice breaker 
vessels are much more certain, and will be based in Puget Sound. Legislators are pushing 
for eight total icebreakers. 

 There were 450 shipments through the Northern Sea Route last year, that compares with 
7,000 using the Great Circle Route from Asian to the Pacific Northwest, and 14,000 
through the Panama Canal. But we do expect to see strong growth. 

 

 
34 https://oceanconservancy.org/protecting-the-arctic/take-the-pledge/ 
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In general, there are no specific, high-potential opportunities evident at this time for Port of Anacortes 
related to Arctic marine activity. In the near-term, the best opportunities may be oil industry related.  
Planned development on the North Slope, such as ConocoPhillips’ Willow project and Oil Search’s 
Pikka development, will require summer sea-lift of modules and other materials not suitable for regular 
shipment on scheduled barge services. These large development projects may have temporary staging 
and marine terminal space needs exceeding that available at the Puget Sound ports routinely serving 
the North Slope. Recognizing that the recent sharp drop in oil prices is likely to slow development, 
maintaining relationships with shippers, logistics professionals, and oil company planners will be 
important to track and take advantage of opportunities in this area.    

3.3.4 Other 

3.3.4.1 Sand and Gravel 

Shortages of sand and gravel in California’s major cities may offer an opportunity for the Port. 
Domestic economic forces are compelling aggregate consumers in large West Coast cities to purchase 
sand and gravel from more distant, lower-population areas, such as Anacortes. For instance, sand and 
gravel are being imported to Los Angeles from Vancouver Island, and to San Diego from Mexico.35 
According to a 2018 study by California state geologists, the need for sand and gravel in the next 50 
years in West Coast cities is going to intensify, with demand reaching about 11 billion tons. 36 

The Port Anacortes has eight sand and gravel producers within 23 miles, and another six within 55 
miles. Arrangements with local producers could be made to meet an increasing need for aggregate in 
California. 

The California construction industry is being forced to import these products, not because of a lack 
of aggregate in its own region, but because of high real estate costs and permitting challenges. As the 
population and urban sprawl have increased, sand and gravel companies have faced increasing 
difficulty opening new quarries because of opposition to the associated traffic, noise, and pollution, 
coupled with the cost of buying property. 

The economics of shipping have allowed California to turn to sand and gravel sources in distant, less-
populated areas. For instance, shipping rock over 1,450 miles of ocean from Vancouver Island costs 
about $7.25 per ton. Add in the $8.75 to truck it from a Long Beach terminal to Los Angeles, and the 
total cost is $16 per ton, less than the $22.75 needed to truck the same aggregate from a California 
quarry.37 

 

 

 
35 Koren, James Rufus, Nov. 4, 2017. Why builders of big L.A. projects are making concrete with gravel and sand from Canada, Los 
Angeles Times. 
36 Parrish, John G, 2018. Aggregate Sustainability in California. 
37 Koren,Why builders of big L.A. projects are making concrete with gravel and sand from Canada. 
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Before the onset of the COVID 19 pandemic, the market forecast for the aggregate industry (crushed 
stone, sand, and gravel) was positive, with a projected 6.5 percent increase in compound annual growth 
from 2019 to 2025.38 While the COVID 19 pandemic will undoubtedly affect that projection, the long-
term outlook for sand and gravel remains positive. 

3.3.4.2 Fertilizer 

The Port has been contacted in recent months by a fertilizer company to investigate the possibility of 
bringing in organic dry fertilizer. However, they communicated that the supplier had since withdrawn 
their interest and did not respond to a follow-up question. 

A Metro Ports representative observed that Anacortes is a good fit for fertilizer due to the presence 
of agriculture in the region and could potentially represent an attractive alternative to Seattle where 
real estate costs are higher.  

The organic fertilizer market is growing as an increasing number of farms are acquiring organic 
certification. The number of certified farms in the U.S. grew by 56% from 2011 to 2016.39 The United 
States imports and exports more than 49 million tons of fertilizer each year.40 The U.S. fertilizer market 
is expected to grow modestly, with a compound annual growth rate (CAGR) of 2.3% from 2020 to 
2025. The market for micronutrient fertilizer, which has trace elements plants require in small 
amounts, is expected to experience much greater growth, with a projected CAGR of 9.25% in the 
same period.41  

3.3.4.3 Coast Guard 

Coast Guard contacts made the following observations about potential usage of the Port of Anacortes: 

 In the next five to six years, the Coast Guard is very likely to build four larger vessels and 
five to six smaller vessels to be used in Puget Sound. They are currently seeking appropriate 
homeports. 

 In addition to homeports, the vessels will need “harbors of  refuge” or alternative berthing 
locations.  

 Some vessels will need temporary berthing while infrastructure in Seattle is being upgraded 
to house the new vessels.  

 Shore power and pump-out facilities will be important. 

 

 
38 Grand View Research, August 2019. Aggregates Market Size, Share & Trends Analysis Report by Type. 
https://www.grandviewresearch.com/industry-analysis/aggregates-market 
39 U.S. Department of Agriculture’s Statistics Service, 2020. 
https://www.nass.usda.gov/Surveys/Guide_to_NASS_Surveys/Organic_Production/ 
40 The Fertilizer Institute, 2018. Fertilizer: 2018 State of the Industry. 
41  Mordor Intelligence, 2020. United States Fertilizer Market: Growth, Trends and Forecast (2020-2025).  
https://www.mordorintelligence.com/industry-reports/united-states-fertilizers-market  



 

R:\0436.09 Port of Anacortes\Document\01_2020.09.30 Market Demand Technical Report\Rf-Market Demand Technical Report.docx 

PAGE 29 

3.4 Additional Considerations 

While the following issues are not necessarily relevant to the specific Terminal upgrades, the Port may 
want to keep them in mind for future planning. 

 The current administration is reportedly looking to replace some of  the mined materials 
they currently get from China (including those used in tech products) with Alaska 
products. This may introduce a cargo opportunity. 

 With Boeing’s business facing current declines, the Port of  Everett will become more 
competitive and will be looking for new cargo clients, potentially limiting opportunity for 
Anacortes. 

 Shipyards and shipbuilders in Seattle have become increasingly concerned about the rising 
cost of  living, cost of  waterfront property, and traffic, along with difficulty in finding 
skilled workers who can afford to live there. Companies such as Nichols Brothers, Delta 
Marine, Foss, and Lake Union Drydock may be convinced to relocate if  the Port could 
offer enough space.  

 Several seafood companies in Seattle have considered moving out of  Seattle due to rising 
costs.  

 The West Seattle Bridge closure may incentivize companies in the Duwamish area, and/or 
containerized barge traffic, to move north. It may take six to eight years to resolve the 
construction and traffic issues. 

 The McKinley Paper Company has recently re-opened its Port Angeles plant and is 
producing recycled paper.42 There may be an opportunity to transport recycled materials 
via Anacortes to feed that mill, avoiding the cost and time of  truck transport around Puget 
Sound.  

3.4.1 Foreign-Trade Zones 

A Metro Ports representative noted that Anacortes may gain cargo customers by establishing a Free 
Trade Zone (FTZ). Construction companies may be enticed by the opportunity to make modifications 
to imports within the FTZ; for example, by adding televisions to modular homes.  

A Foreign-Trade Zone (FTZ) is a geographic area near a seaport, international airport, or national 
border where goods may be landed, stored, manufactured, processed, or re-exported without being 
subject to customs duty or excise tax. The United States uses the term “Foreign-Trade Zones,” which 
are also referred to as “free-trade zones,” “special economic zones,” or “duty-free export processing 
zones” in other parts of the world. 

 
42 https://www.peninsuladailynews.com/news/mckinley-mill-in-port-angeles-making-paper-now/ 
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3.4.1.1 Advantages to FTZs 

Companies can achieve major savings by operating in FTZs. Benefits besides not paying customs duty 
include the following43: 

 U.S. tariffs on raw materials or components may have a higher duty rate than the finished 
product. An FTZ will allow a U.S. manufacturer to pay whichever duty is lower for raw 
materials. 

 Importers using FTZs can file a Customs entry only once a week, as opposed to every 
time a shipment enters the country, reducing bureaucratic costs and customs brokerage 
fees. 

 Companies can have greater control over their inventory by warehousing items in an FTZ, 
identifying and classifying goods at their own warehouse instead of  a Customs control 
point. 

 Companies can hold goods indefinitely in an FTZ, if  required, for instance, when quota 
restrictions delay the entry of  items into the country 

3.4.1.2 How to establish an FTZ44 

To receive FTZ status, the Port would need to apply to the U.S. Foreign-Trade Zones Board, which 
approves zones and subzones based on a necessity to adequately serve the public interest. The Board 
oversees administration of FTZs and rates charged by zone grantees. The applicant must designate 
what type of authority it is seeking (general purpose, subzones, production) and pay fees to establish 
an FTZ. The intent of the program is to stimulate U.S. economic growth. 

3.4.2 Impact of COVID 19 Pandemic on Washington Trade45 

An estimated 40% of Washington state jobs are tied to international trade, which is experiencing an 
unprecedented disruption caused by the global COVID 19 pandemic. The World Trade Organization 
(WTO) predicts that international trade in goods will drop between 13% and 32% in 2020 due to the 
COVID 19 pandemic. A recovery is expected in 2021, but only if the virus can be contained and 
governments can safely reopen economies. Washington state exports had already dropped from $74.9 
billion in 2018 to $53.7 billion in 2019. Trade conflicts with China and the imposition of tariffs have 
particularly affected the state. A January 2020 trade deal was approved to pause the escalation of tariffs 
and dramatically increase China’s purchase of U.S. goods, but the COVID 19 pandemic undermined 
that agreement due to a clause for natural disasters or “other unforeseeable events outside the control 

 
43 Bordner, Ty, March 17, 2014. The Benefits of Using a Foreign Trade Zone, Inbound Logistics, 
https://www.inboundlogistics.com/cms/article/the-benefits-of-using-a-foreign-trade-zone/ 
44 U.S. Customs and Border Protection website, 2020. https://www.cbp.gov/border-security/ports-entry/cargo-
security/cargo-control/foreign-trade-
zones/about#:~:text=Foreign%2DTrade%20Zones%20(FTZ),internationally%20as%20free%2Dtrade%20zones. 
45 Washington Council on International Trade, May 2020. International Trade and the Global Pandemic: Impacts of COVID-19 
on Washington’s Trade Economy. https://wcit.org/wp-content/uploads/2020/05/WCIT-COVID19-Study.pdf 



 

R:\0436.09 Port of Anacortes\Document\01_2020.09.30 Market Demand Technical Report\Rf-Market Demand Technical Report.docx 

PAGE 31 

of the Parties.” China’s economy contracted by 6.8% in the first quarter of 2020, and disruptions to 
shipping and logistics have made it difficult for China to meet its trade commitments. 

COVID 19 pandemic slowdowns among Washington’s major international trade partners have also 
severely disrupted supply chains and export markets. Nine out of 10 of Washington’s largest export 
markets are projected to experience a contraction in output, according to the IMF World Economic 
Outlook. China is the only one of those countries whose output is expected to still grow, and its 
growth is predicted to shrink from a previously projected 5.8% to 1.2%. 

3.5 Profile of Relevant Ports: Bellingham, Everett, and Port Angeles 

3.5.1 Port of Everett 

The Port of Everett is a major force in Puget Sound shipping in terms of export value. It is the third 
largest container port in the state. It ranked third in tonnage in the region in 2016, behind Seattle and 
Tacoma, but was second in value, with $29 billion in exports, ahead of Seattle’s $22 billion. 46   The 
port specializes in high-value, over-dimensional, and heavy cargoes, including forest products, 
transformers, vehicles, and farm equipment. The aerospace industry relies heavily on the port, which 
handles all oversized parts of the Boeing 747, 767 (commercial and military), 777 and 777X airplane 
production lines. The airline industry exported almost $14 billion in aircraft via Everett in 2019.  

3.5.1.1 Cargo Handling Facilities 

The natural deep-water port operates four shipping terminals with a total of eight shipping berths on 
about 100 acres. It has 12,500 lineal feet of shipside rail and direct access to the BNSF rail network, 
the largest freight railroad network in North America. BNSF railways serve Canada, the Midwest, and 
the eastern United States. The port offers direct road connections to Interstates 5, 2, 90, and 84, and 
a heavy haul route to Interstate 5. The seaport is four miles from Paine Field airport, which is home 
to the Boeing manufacturing plant.  Port storage includes a 55,000 ton capacity bulk storage facility, 
58,000 square feet of covered storage, and 75 acres of uncovered storage.  The port also offers the 
following for handling cargo: 

 Two 40 long ton rail-mounted Hitachi container cranes 
 Heavy lifts with 100-ton and 150-ton mobile harbor cranes, a 185-ton tandem lift capacity 
 Five reach stackers with a 45-ton lift capacity 
 110-ton rail loading ramp 
 Upgraded roll-on/roll-off cargo berth 
 Forklifts, mafis (mobile platforms for loading a large item) and other yard equipment 
 Yard locomotive pusher 
 50-ton rail-mounted straddle gantry crane at the Mount Baker Terminal 
 On-site tug service 

 
46 www.portofeverett.com 
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3.5.1.2 Imports and Exports 

With Boeing as a major client for the Port of Everett, airplane parts are by far the port’s most valuable 
imported and exported cargo. These parts, which come from Japan, account for $1.5 billion in 
imports, compared to $19.5 million in industrial parts, the port’s second most valuable cargo. Aircraft 
exports at the Port of Everett totaled $13.83 billion, far exceeding machine parts at $156.4 million and 
containers at $7.72 million. 

Port of Everett’s Top Imports and Exports by Value 
�� ���	
� ����� �����	
� �����

Airplane parts $1.5 billion Aircraft $13.83 billion 

Industrial parts $19.5 million Misc. machine parts $156.4 million 

Cement $5.52 million Containers $7.72 million 

Containers $3.37 million Forest products $3.3 million 

Pre-fab building $3.24 million Computers $1.58 million 

Vehicle engines $2.27 million Soybeans $861,000 
�����Source: Port of Everett Citizen Budget Guide 2020 

 
Outbound cargo declined in all categories at the port in the last five years. Inbound cargo was mixed, 
however, with cement increasing from 25,721 to 121,542 short tons between 2015 and 2019, and 
general cargo and containers decreasing by roughly half in the same period. 

Port of Everett Cargo Statistics, 2015-2019 
Category 2015  2016 2017  2018  2019  
Outbound           
Logs (board feet)  21,798,710  18,760,200 20,779,290 7,010,400 - 
General cargo (short 
tons) 12,564    893 7,817 1,794 1,314 

Containers (TEUs*)  10,932   9,237 7,808 4,622 5,781 
Inbound           
Cement (short tons) 25,721  28,771 70,525 110,797 121,542 
General cargo (short 
tons)  92,607  14,739 9,320 26,990  43,062 

Containers (TEUs) 19,146  18,143 11,842  8,628 9,976 
Vessel calls           
Ships 133   85 90 82 99 
Barges 62  57 43   40 52 
Tonnage Comparison           
Cement 25,721  28,771 70,525  110,797 121,542 
General Cargo  105,172  15,632 17,137 28,784 44,376 
Containers  146,604  94,849 92,941  75,710 89,751  
Wood Fiber Products           
Overside  144,991  117,541 138,774 43,615 - 
Total 422,488  256,793 319,377 258,906 257,671 

      Source: Port of Everett website 
      *Twenty-foot Equivalent Unit 
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3.5.1.3 Modernization Plan 

The Port of Everett has a capital improvement plan for 2020 to 2024 that includes 45 projects to 
modernize its facilities. The plan proposes investments of $24.3 million in 2020 and another $103.1 
million through 2024. Wharf upgrades and extensions are among the slated improvements, along with 
the development of the recently acquired Kimberly-Clark mill site. That property was purchased for 
$11.2 million to support future maritime opportunities, including building terminal storage space. Also 
planned is the completion of Fisherman’s Harbor, the first phase of the port’s planned Waterfront 
Place Central mixed-use development. Other improvements include the upgrade of the port’s marina, 
cleanup of contaminated sites, and the development of additional public access facilities for visitors.47 

3.5.2 Port of Bellingham  

The Port of Bellingham has handled break bulk shipping since 1920. Hundreds of thousands of tons 
of cargo passed through the Bellingham Shipping terminal annually in the 1980s and 1990s, but it lost 
its two primary customers in 2001, and has shifted its focus away from shipping. Instead the port 
serves as the southernmost terminal for the Alaska Marine Highway System and is homeport for 
seasonal daily passenger service to the San Juan Islands, as well as for charter vessels and whale-
watching tour boats. 

3.5.2.1 Shipping Facilities 

The Bellingham Shipping Terminal is still available for break bulk and clean bulk cargoes. In recent 
years, the full-service marine terminal has handled construction materials, organic grains, pulp logs, 
and hardwood logs. The terminal has 1,250 feet of dock space, 400-foot deep-draft berth, more than 
85,000 square feet of covered storage, 2.5 acres of berth face, and 35 acres of available upland. The 
terminal also offers more than 25 paved outside acres for laydown, storage, and other marine 
industrial-related uses. The terminal has a dedicated truck corridor to Interstate 5 and is close to rail 
service.  

The port has three shipping berths, from 550 to 700 feet long and with drafts of 25 to 34 feet at mean 
low water. Berth #1 provides a heavy cargo section of about 1,900 square feet, rated at 1,200 pounds 
per square foot, and Berth #3 is available for short-term lay-up use. The terminal’s two warehouses 
bordering the piers are 41,880 square feet and 45,768 square feet. 

3.5.2.2 Shipping History 

In 1918, the City of Bellingham built the municipal dock, which was purchased by the port in 1924. 
By the 1950s, shipping was almost nonexistent at the terminal. In 1962, voters approved major port 
improvements that brought about a resurgence in shipping by the late 1960s. Cargo traffic shot up 
from 36,000 tons in 1960 to 506,179 tons in 1970. More than 600,000 tons of cargo passed through 
the port annually throughout the 1980s and 1990s. Two key players in this were Intalco Aluminum in 
Ferndale, and Georgia Pacific, which had a pulp mill, chemical plant, and tissue mill in Bellingham. 

 
47 Everett Herald, July 3, 2018. 
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The shipping boom ended in 2001, when Georgia Pacific shut down its pulp and paper mill and 
Intalco had to close its plant for six months. After Intalco reopened, it did not return to its previous 
production capacity and it stopped exporting aluminum overseas. 

3.5.2.3 Port Revitalization 

In the last several years, the port has invested $7.5 million in upgrading its facilities to revitalize its 
shipping business. Improvements have included strengthening docks, electrical and lighting upgrades, 
extensive paving of the outside storage areas, new roofs on terminal warehouses, and updated storm-
water catchment basins.  

The port worked with the International Longshore and Warehouse Union (ILWU)  Local 7 to identify 
equipment needed for current and anticipated cargo needs. Recent purchases include forklifts, 
terminal trucks and trailers, a hopper and belt conveyor, a reach-stacker, and a front-end loader.  

In addition, the port hired a business development manager in 2017 to reactivate its shipping business. 

3.5.2.4 New Business 

In October 2017, the 590-foot MV Diana Bolten arrived from Turkey at the Port of Bellingham, the 
first major cargo shipment in 17 years. The ship transported corn and soybeans.48 In 2018, the Port of 
Bellingham signed a three-year contract with Ports America, the largest terminal operator and 
stevedore in the United States. Ports America entered negotiations after several of its shipping 
customers requested use of the Bellingham Shipping Terminal. International cargo vessels are 
expected to arrive in Bellingham on a regular basis because of the contract. The agreement gives Ports 
America exclusive stevedore right for certain types of steel, inbound international forest products, 
metal and aluminum ingots, modules, and oversized and project cargoes at the port. The contract has 
options for two additional three-year terms.49  

3.5.3 Port Angeles50 

The Port of Port Angeles, a deep-water port on the Strait of Juan de Fuca, has been a hub for shipping 
logs and forest products to domestic and international markets. The port’s full-service operations 
mainly serve land and water-based log and lumber loading. In recent years, the port has modernized 
so it can also handle bulk and break-bulk cargoes.  

In the past, much of the port’s land was leased to businesses handling and processing wood. By 1950, 
about 70 acres of Port land was leased to forest products companies such as Peninsula Plywood Corp., 
Goodyear Nelson Co., and Port Tie and Lumber Co. The port handled Olympic Peninsula logs 
shipped to Puget Sound mills, as well as timber transported to West Coast destinations and Pacific 
Rim countries. Logs originating in Alaska and Canada also passed through the port. 

 
48 Robes Meeks, Karen, “Diversity Keeps Pacific Ports in the Game,” Pacific Maritime Magazine. 
49 Rasbach, David, Nov. 2, 2018, “The Port of Bellingham is about to get a lot busier,” The Bellingham Herald. 
50 Port of Port Angeles website, 2020. https://www.portofpa.com/ 
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Logs once occupied about 500 acres of waterfront property, in comparison to about 25 acres now. 
While volume has declined, the port’s log yard still handles an average volume of 60.5 million board-
feet of logs per year.  

3.5.3.1 Terminals 

The port has seven terminals, two of which are deep-water ports. Terminals 1 and 3 (T-1 and T-3) 
can handle barges, Handymax vessels, and super-tankers up to 1,200 feet in length.  

T-3 is the primary cargo terminal, loading from both water and wharf. This terminal loads logs and 
forest products headed to Japan, China, and Korea; it also serves ocean log barges routed to domestic 
markets. As the port’s heavy-lift pier, it can accommodate cranes up to 200 tons. The pier is 445 feet 
long with remote dolphins and a water depth of 36.5 feet mean lower low water (MLLW). A longshore 
workforce in ILWU Local 27 provides ship loading and equipment operation. For storage, the terminal 
has a five-acre log yard, surge area, and limited covered warehouse storage. Handling equipment 
includes three log stackers and three forklifts, with a capacity up to 16,000 pounds. 

The port’s other working terminals provide the following: 

 Terminal 1, the longest of  the port’s terminals, can berth ships up to 125,000 dead weight 
tons. It provides loading and off-loading of  general cargo. It has facilities for servicing 
ships in need of  major repairs. 

 Terminal 2 is leased to Blackball Transport for the MV Coho ferry, which provides 
passenger and vehicle service to Victoria, B.C. 

 Terminal 4 is a small cargo pier leased to Arrow Marine Services. 

 Terminal 7 is a lay berth facility. 

Terminals 5 and 6 are not currently leased.  

3.5.3.2 Cargo 

Since 1967, the port’s outbound cargo has consisted primarily of logs, lumber, pulp, paper and wood 
chips, and its inbound cargo has mainly been pulp, chemicals, petroleum products, and wood chips. 
The port also handles project cargo. 

Cargo facilities include pilot services, topside repair, overhaul services, outfitting services, fuel, lubes, 
bunkering, provisioning, U.S. Customs and Immigration, cranes, and environmental services. 
Available equipment includes three log stackers and three forklifts. The log yard provides full service 
for timber products, including banding, decking, round booming, rafting, rollout scaling and sorting, 
reloading, de-watering inbound cargo and container loading. 
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3.5.3.3 Access 

The Port of Port Angeles provides access to Puget Sound, Canada, and the Pacific Rim. 

In terms of barging, the port offers service across Puget Sound, as well as some coastal barge service. 
Transit time from Port Angeles to Puget Sound terminals is 11 hours. No regularly scheduled liner 
service exists, due to lack of volume commitments.  

Trucks have access to and from the I-5 corridor, via US-101 N and WA-16. Travel by truck to I-5 
near Tacoma (110.4 miles) takes about 2 hours while travel to I-5 near South Seattle (130.6 miles) 
takes about 2 hours 30 minutes. Truck-to-rail services to and from the port include connections to 
BNSF Railway in South Seattle and Union Pacific Railroad in Tacoma. 

3.5.3.4 Diversification 

The port set a target of increasing revenue non-timber dependent revenue at its marine terminals by 
30% by 2020. It also has been expanding its tenant base and now has more than 60 tenants working 
in topside repair, composite manufacturing, aviation components, commercial diving, and the 
restaurant industry.  

3.6 Market Forecast and Terminal Facility Improvement Correlation 

Below is an initial assessment of the above described markets and their needs in terms of the identified 
marine terminal facility improvements.  The green, yellow and red shading of the Market Forecast 
column indicates an initial evaluation of strong, moderate and weak market potential relative to the 
Port of Anacortes.  Additionally, each market is evaluated as to whether each facility improvement 
may be necessary to support that particular market/customer.  It is important to note the above market 
outlook is current as of Spring, 2020, and that market conditions can change rapidly.  Market forecasts 
should be regularly revisited and updated accordingly. 
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4 FUNDING OVERVIEW 

Ports have available to them a host of financing approaches for funding capital improvements, 
including internal sources, external borrowing, and government grant/loan programs. This section 
will provide a high-level overview of the Port’s overall financial outlook, as well as identify several 
government funding programs that may be available for the identified marine terminal improvements. 
The Final Report will contain an overview of the Port’s financial options, including an analysis of the 
likelihood of the below public funding sources applicability for different facility improvements. 

4.1 Potential Sources of Improvement Funding 

Ports have available to them a host of financing approaches for funding capital improvements. These 
financing approaches generally fall into the following categorial sources: 

Port Cash Balance: The Port’s traditionally use cash balances in any given year for capital 
improvements based on their adopted Comprehensive Scheme of Harbor Improvements.  

Conventional Borrowing Through Bonds: There are three sources of conventional borrowing 
available to the Port for capital projects of this nature including general obligation bonds, revenue 
bonds and dredge levy bonds. 

Government Grants and Loans: As a local government Washington ports are eligible for a wide 
range of federal and state grant and/or loan programs. It is also sometimes the case that grant 
programs also include a loan component. While grants vary widely, they typically have several 
restrictions affecting their applicability, amount and performance. The table below, describes current 
grants from federal and state agencies that are applicable to some or all of the improvements identified 
by the Port. 

Other Financing Options: There are several special district financing options that are available to 
Washington ports and their tenants, which have limited application but that should be reviewed. Those 
include Local Improvement Districts, Industrial Development Districts, and Industrial Development 
Corporations. 
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Grant Funding Alternatives 

Program Agency Description Frequency Maximum 
Amount 

State Sources 

Freight 
Mobility 
Strategic 
Investment 
Program 

WA State 
Freight Mobility 
Strategic 
Investment 
Board (FMSIB) 

FMSIB provides grants through a competitive 
application process that focus on roadway, railway 
and marine freight mobility and reducing the 
negative impacts of freight. The funds can be used 
for a wide range of projects and can fund up to 80 
percent of construction costs only. The award size 
ranges from $100,000 to $11 million. 

Biennially 
Up to 80% 
of project 
costs  

Committed 
Private 
Partner 
Construction 
Program 

WA State 
Community 
Economic 
Revitalization 
Board (CERB) 

This CERB program offers to $3 million with up to 25 
percent of the total award available as grant 
funding and the remaining a low interest loan. The 
program funds projects where there is a private 
partner has committed to significant job creation 
and capital investment. The hourly wage of the 
created jobs must exceed the county median 
wage. 

Ongoing 

$750,000 
grant 
 
$2.25 
million 
loan 

Prospective 
Development 
Construction 
Program 

CERB 

This CERB program offers to $2 million with up to 25 
percent of the total award available as grant 
funding and the remaining a low interest loan. It is 
available to rural counties like Skagit County. 
Projects must demonstrate economic feasibility and 
the likelihood of significant job creation and 
investments with a feasibility study. 

Ongoing 

$500,000 
grant 
 
$1.5 
million 
loan 

Surface 
Transportation 
Block Grant 
Program  

USDOT/ 
Administered 
through Skagit 
Council of 
Governments 

Skagit Council of Governments (SCOG) hosts a 
competitive application for Surface Transportation 
Block Grants typically every two years depending 
on funding availability. In the last funding round, 
applications could be awarded at total of 100 
points for with points awarded for project's 
economic vitality, safety, mobility, and regional 
natures.  

Biennially 

Typical 
award 
range:  
$500,000 
to $1 
million 

Federal Sources 

Public Works 
and 
Economic 
Adjustment 
Assistance 
Program 

Economic 
Development 
Administration/ 
U.S. 
Department of 
Commerce 

These programs provide both planning and 
construction of a wide range of projects that 
support economic development, foster job 
creation, and attract private investment. Additional 
funding for this program was released in 2020 as a 
result of the CARES Act. In addition to adding $1.5 
billion to the funding available the act widens the 
eligibility criteria to all communities impacted by the  
COVID 19 pandemic. The program supports the 
creations of a regional Comprehensive Economic 
Development Strategy (CEDS) and/or the 
implementation of projects identified in an existing 

Ongoing 

80 to 
100% of 
project 
costs 
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Program Agency Description Frequency Maximum 
Amount 

CEDS. In some cases, this program can fund 
implementation of projects that demonstrate they 
have a non-EDA CED-equivalent plan in place. 

Port 
Infrastructure 
Development 
Program 

USDOT 
Maritime 
Administration 

This program provides funds for Ports to improve the 
safety, efficiency, and reliability  of the movement 
of goods to and from the Port. Eligible projects 
include road improvements, berth dredging, pier 
improvements and landside improvement to 
support cargo operations. These funds can cover 
up to 80 percent of the project cost, with no 
maximum amount. The minimum award amount is 
$1 million. 

Annually 
(May) 

80% of 
project 
cost 

BUILD 
Transportation 
Discretionary 
Grants 

USDOT 

This program replaces the TIGER grant program and 
funds port infrastructure projects that foster safety, 
maintain infrastructure in state of good 
repair, benefit the economy, advance 
environmental sustainability, and fosters improved 
quality of life. The maximum award amount is $25 
million, with a minimum award of $5 million. 

Annually 
(May) 

$25 
million 

Infrastructure 
for Rebuilding 
America 
(INFRA) 
program 

USDOT 

The INFRA program funds can be used for surface 
transportation infrastructure projects necessary to 
facilitate intermodal interchange and access into 
or out of the Port. The funds can be used for 
planning, design, and construction of projects. An 
INFRA grant cannot exceed 60 percent of the 
project cost. INFRA can be combined with other 
Federal funds to bring the total federal cost share to 
a maximum of 80 percent of the project costs. 
Under this program, small projects can be awarded 
a minimum of $5 million. 

Annually 
(Feb) 

60% of 
project 
cost 
 

Potential Upcoming Sources from COVID 19 Pandemic Relief 

America’s 
Water 
Infrastructure 
Act of 2020 

USEPA 

This bill was drafted by the Senate Committee on 
Environment and Public Works. The current draft 
includes a study of barriers to infrastructure and 
capital improvements faced by ports. It also would 
authorize the USEPA to spent $20 million for each 
fiscal year 2021 and 2022 to provide grants to ports 
to reduce emissions from docked vessels. 

TBD TBD 

Heroes Act 
Pending 

Multiple 
Federal 
Agencies 

This bill was introduced by House Democrats and 
includes $3 trillion dollars in COVID 19 pandemic 
relief and economic stimulus funding. The 1,800-
page bill was recently released and more detailed 
analysis of the funding implications is forthcoming. 

TBD TBD 
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LIMITATIONS 
 
The services undertaken in completing this report were performed consistent with generally accepted 
professional consulting principles and practices. No other warranty, express or implied, is made. These 
services were performed consistent with our agreement with our client. This report is solely for the 
use and information of our client unless otherwise noted. Any reliance on this report by a third party 
is at such party’s sole risk. 

Opinions and recommendations contained in this report apply to conditions existing when services 
were performed and are intended only for the client, purposes, locations, time frames, and project 
parameters indicated. We are not responsible for the impacts of any changes in environmental 
standards, practices, or regulations subsequent to performance of services. We do not warrant the 
accuracy of information supplied by others, or the use of segregated portions of this report. 

 



 

 

 

APPENDIX A 
DETAILED CONSTRUCTION COST ESTIMATES 

  



Construction Cost Estimate

ROUGH ORDER OF MAGNITUDE

Port of Anacortes

Marine Terminals Modernization

PND 204029.01

June 9, 2020

PIER 1 FENDER UPGRADES

No. Item Unit Quantity Unit Cost Cost

1 Mobilization and Demobilization (10%) LS 1               317,000$                 317,000$                

2 Marine Environmental Controls (incl. MMMP) LS 1               150,000$                 150,000$                

3 Bearing Piles EA 30             30,000$                    900,000$                

4 Fender Pin Piles EA 26             17,500$                    455,000$                

5 Dolphin Cap, Lateral Strut and Rubber Components EA 13             60,000$                    780,000$                

6 Steel Fender Panel with UHMW Face EA 13             60,000$                    780,000$                

7 Demolition and Disposal LS 1               100,000$                 100,000$                

Subtotal 3,482,000$             

20% Contingency 696,000$                

Total (before tax) 4,178,000$             

Total (incl. 8.8% tax) 4,546,000$             

Engineering: Permitting, Design, Bid & Construction Support (Est. 10% Subtotal) 348,000$                

Total Project Cost 4,894,000$             

Low (‐20%) High (+20%)

3,915,200$              5,872,800$             

PIER 2 BERTH DEEPENING (DREDGING OPTION)

No. Item Unit Quantity Unit Cost Cost

1 Mobilization and Demobilization (10%) LS 1               387,000$                 387,000$                

2 Marine Environmental Controls (incl MMMP) LS 1               300,000$                 300,000$                

3 Modifications to City Outfall LS 1               150,000$                 150,000$                

4 Furnish and Install Cutoff Wall LF 610           3,550$                      2,165,500$             

5 Furnish and Install New Fender Pin Piles EA 24             5,000$                      120,000$                

6 Reinstall Fender Panels EA 12             5,000$                      60,000$                   

7 Dredging and Disposal CY 6,430        160$                         1,028,800$             

8 Miscellaneous LS 1               50,000$                    50,000$                   

Subtotal 4,261,300$             

20% Contingency 852,000$                

Total (before tax) 5,113,300$             

Total (incl. 8.8% tax) 5,563,000$             

Engineering: Permitting, Design, Bid & Construction Support (Est. 10% Subtotal) 426,000$                

Total Project Cost 5,989,000$             

Low (‐20%) High (+20%)

4,791,200$              7,186,800$             

BUDGET RANGE

BUDGET RANGE



Construction Cost Estimate

ROUGH ORDER OF MAGNITUDE

Port of Anacortes

Marine Terminals Modernization

PND 204029.01

June 9, 2020

PIER 2 BERTH DEEPENING (PIERHEAD EXPANSION OPTION)

No. Item Unit Quantity Unit Cost Cost

1 Mobilization and Demobilization (10%) LS 1               1,048,000$              1,048,000$             

2 Marine Environmental Controls (incl MMMP) LS 1               300,000$                 300,000$                

3 Modifications to City Outfall LS 1               150,000$                 150,000$                

4 Demolition and Disposal LS 1               320,000$                 320,000$                

5 Bearing Piles EA 69             34,500$                    2,380,500$             

6 Concrete Caps, Panels and Closures SF 18,000     195$                         3,510,000$             

7 Deck Ballast, Asphalt Pavement, Final Surfacing SF 18,000     20$                            360,000$                

8 Pull, Rehab and Reinstall Pierhead Fenders EA 14             75,000$                    1,050,000$             

9 New Dolphins EA 3               450,000$                 1,350,000$             

10 Dredging and Disposal CY 1,750        160$                         280,000$                

11 Furnish and Install Armor Rock TONS 2,400        75$                            180,000$                

12 Electrical and Lighting LS 1               200,000$                 200,000$                

13 Plumbing and Mechanical Systems LS 1               150,000$                 150,000$                

14 Corrosion Protection System LS 1               200,000$                 200,000$                

15 Miscellaneous LS 1               50,000$                    50,000$                   

Subtotal 11,528,500$           

20% Contingency 2,306,000$             

Total (before tax) 13,834,500$           

Total (incl. 8.8% tax) 15,052,000$           

Engineering: Permitting, Design, DNR Lease, Bid & Construction Support (Est. 12% Subtotal) 1,383,000$             

Total Project Cost 16,435,000$           

Low (‐20%) High (+20%)

13,148,000$            19,722,000$           

BUDGET RANGE



Construction Cost Estimate

ROUGH ORDER OF MAGNITUDE

Port of Anacortes

Marine Terminals Modernization

PND 204029.01

June 9, 2020

COMMERCIAL AVENUE STREET IMPROVEMENTS

No. Item Unit Quantity Unit Cost Cost

1 Mobilization and Demobilization (10%) LS 1               28,000$                    28,000$                   

2 Asphalt Removal SY 2,000        15$                            30,000$                   

3 Sidewalk and Curb Removal LS 1               30,000$                    30,000$                   

4 Utility Adjustments (manhole elev., storm drains, etc.) EA 5               1,000$                      5,000$                     

5 Subgrade Preparation (to 6" depth) SY 2,650        5$                               13,250$                   

6 Asphalt Pavement TON 675           150$                         101,250$                

7 Sidewalk Placement SY 400           120$                         48,000$                   

8 Curb Placement LF 600           40$                            24,000$                   

9 Roadway Striping LS 1               5,000$                      5,000$                     

10 Contaminated Materials Disposal LS 1               25,000$                    25,000$                   

Subtotal 309,500$                

20% Contingency 62,000$                   

Total (before tax) 371,500$                

Total (incl. 8.8% tax) 404,000$                

Engineering: Permitting, Design, Bid & Construction Support (Est.) 100,000$                

Total Project Cost 504,000$                

Low (‐20%) High (+20%)

403,200$                 604,800$                

PIER 2 MOBILE BULK SHIP LOADER

No. Item Unit Quantity Unit Cost Cost

1 Mobilization and Demobilization (10%) LS 1               557,000$                 557,000$                

2 Furnish New Ship Loader (estimate) LS 1               5,000,000$              5,000,000$             

3 Assemble and Install New Ship Loader LS 1               200,000$                 200,000$                

4 Upgrades to Electrical Service LS 1               300,000$                 300,000$                

5 Upgrades to Surfacing and Prepare Site LS 1               50,000$                    50,000$                   

6 Miscellaneous LS 1               20,000$                    20,000$                   

Subtotal 6,127,000$             

20% Contingency  1,225,000$             

Total (before tax) 7,352,000$             

Total (incl. 8.8% tax) 7,999,000$             

Engineering: Permitting, Design, Bid & Construction Support (Est. 7.5% Subtotal) 460,000$                

Total Project Cost 8,459,000$             

Low (‐20%) High (+20%)

6,767,200$              10,150,800$           

BUDGET RANGE

BUDGET RANGE



Construction Cost Estimate

ROUGH ORDER OF MAGNITUDE

Port of Anacortes

Marine Terminals Modernization

PND 204029.01

June 9, 2020

COMMERCIAL VESSEL PUMP‐OUT

No. Item Unit Quantity Unit Cost Cost

1 Mobilization and Demobilization (10%) LS 1               41,000$                    41,000$                   

2 Under Pier Piping and Attachements LF 1,500        100$                         150,000$                

3 Buried Piping LF 400           200$                         80,000$                   

4 Connections, Backflow Valves (3 at CW, 6 at P1, 6 at P2) EA 15             2,000$                      30,000$                   

5 Hose Reel and Vacuum Pump EA 3               50,000$                    150,000$                

Subtotal 451,000$                

20% Contingency 90,000$                   

Total (before tax) 541,000$                

Total (incl. 8.8% tax) 589,000$                

Engineering: Permitting, Design, Bid & Construction Support (Est. 12% Subtotal) 54,000$                   

Total Project Cost 643,000$                

Low (‐20%) High (+20%)

514,400$                 771,600$                

SHORE‐TO‐SHIP POWER SYSTEMS

No. Item Unit Quantity Unit Cost Cost

1 Mobilization and Demobilization (10%) LS 1               255,000$                 255,000$                

2 Trenching and Buried Utilities LF 600           250$                         150,000$                

3 Underpier Suspended Utilities LF 300           150$                         45,000$                   

4 Transformers/Substations (< 2 MW) EA 2               300,000$                 600,000$                

5 Transformers/Substations (4 to 7 MW) EA 1               1,000,000$              1,000,000$             

6 Cable Management Systems (< 2 MW) EA 2               175,000$                 350,000$                

7 Cable Management Systems (4 to 7 MW) EA 1               400,000$                 400,000$                

Subtotal 2,800,000$             

20% Contingency 560,000$                

Total (before tax) 3,360,000$             

Total (incl. 8.8% tax) 3,656,000$             

Engineering: Permitting, Design, Bid & Construction Support (Est. 10% Subtotal) 280,000$                

Total Project Cost 3,936,000$             

Low (‐20%) High (+20%)

3,148,800$              4,723,200$             

BUDGET RANGE

BUDGET RANGE



Construction Cost Estimate

ROUGH ORDER OF MAGNITUDE

Port of Anacortes

Marine Terminals Modernization

PND 204029.01

June 9, 2020

REPURPOSE WHITE TENT

No. Item Unit Quantity Unit Cost Cost

1 Mobilization and Demobilization (10%) LS 1               337,000$                 337,000$                

2 New Ventilation Systems LS 1               50,000$                    50,000$                   

3 New Electrical Systems LS 1               150,000$                 150,000$                

4 New Mechanical Systems LS  1               50,000$                    50,000$                   

5 Storage Systems, Doors LS 1               20,000$                    20,000$                   

6 Tenant Fabrication Shop SF 20,000     120$                         2,400,000$             

7 Tenant Office Space SF 5,000        140$                         700,000$                

Subtotal 3,707,000$             

20% Contingency 741,000$                

Total (before tax) 4,448,000$             

Total (incl. 8.8% tax) 4,839,000$             

Engineering: Permitting, Design, Bid & Construction Support (Est. 9% Subtotal) 334,000$                

Total Project Cost 5,173,000$             

Low (‐20%) High (+20%)

4,138,400$              6,207,600$             

BUDGET RANGE
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Scott Bauby, American Cruise Lines 

Joshua Berger, Director of Maritime, State of Washington 

Rich Berkowitz, Transportation Institute 

Jim Ciccateri, British Columbia Economic Policy and Strategic Initiatives 

Charlie Costanzo, American Waterways Operators 

Arne Fuglvog, Glacier Fish Company/Iquique 

Paul Fuhs, Marine Exchange of Alaska and Port Development Consultant 

Shay Hancock, Crossroads Strategies 

Taylor Holshouser, Polar Institute at the Wilson Center 

Brian Johnson, Metro Ports 

Dan Johnson, US Coast Guard 

Eleanor Kirtly, Green Marine 

Bruce Lambert, US Maritime Administration (MARAD) 

Ad Ligthart, Cement Distribution Consultants 

Jake Maenpa, Alaska Marine Lines 

Mike Nelson, Dakota Creek Industries 

Scott Pattison, Retired (formerly Northwest Seaport Alliance) 

Jim Peschel, Vane Brothers (formerly of Foss) 

Tracy Stark, Transpac Marinas 

Joseph Vezzali, Metro Ports 

Rob Waterman, Metro Ports 
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1 INTRODUCTION 

The Port of Anacortes (Port) is considering seven upgrades to its Marine Terminal: Pier 1 fenders 
upgrade, improvements to Commercial Avenue, increasing berth depth at Pier 2, a new mobile bulk 
ship loader at Pier 2, commercial pump-out facilities, shore-to-ship power systems, and repurposing 
the White Tent that provides covered warehouse storage. The Market Demand Technical Report 
presented an evaluation of these upgrades, including their estimated costs and how the upgrades may 
impact current and potential markets/customers.1  

This follow-up memorandum presents a preliminary economic analysis of terminal modernization that 
addresses the following questions/topics: 

• What are the current economic impacts of  the Marine Terminal? 

• How will the upgrades ensure, and potentially increase, the Terminal’s impacts in terms of  
jobs, government revenues, and investments? 

• How will these impacts be measured? 

This Community Impact Analysis will provide the Port with valuable information related to the 
community and economic impacts of the Marine Terminal modernization projects to help guide future 
investment decisions. 

  

 
1Market Demand Technical Report. Prepared for the Port of Anacortes. Maul Foster & Alongi, Inc.; PND Engineers, 

Inc.; McDowell Group, Bellingham, WA, 2020.  
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2 OVERVIEW OF MARINE TERMINAL 

This chapter provides a brief overview of the Port’s Marine Terminal, including facilities, cargo and 
berthing activity, tenants, and budget. This information is intended to illustrate the wide range of 
economic activity supported by the Marine Terminal. Information from this section was derived from 
the Port of Anacortes 2020 Operating Budget and Capital Improvement Plan, logbooks provided by 
Port staff, and other sources. 

2.1 Facilities and Terminal Activity 

The Port’s Marine Terminal facility consists of three working piers: Pier 1, Pier 2, and Curtis Wharf.  

 

Pier 1 houses the Port’s historic Transit Shed, currently used as a community events center and Port 
administrative offices, as well as providing berthing for a variety of vessels. Dakota Creek Industries 
(DCI) uses Pier 1 for its floating dry dock in support of its shipbuilding and repair operations, and 
M&M Seafood operates a seafood processing area. Key activities for Pier 1 have included the 
following: 

• Pier 1 provided berthing on 25 days in 2019, serving tugboats; fishing vessels; and one call of  
American Spirit, a small passenger cruise vessel.  

Pier 2 is used primarily for exporting dry bulk cargoes. At 37.5 feet of draft, it is the Port’s deepest 
pier. Pier 2 has 14 acres of paved asphalt-cement surfacing, a self-contained stormwater management 
system, a 460-foot concrete-cement frontage pier, and a stationary ship loader. Currently, the Port’s 
primary bulk product commodities are petroleum coke (petcoke) and prilled sulfur. Key activities for 
Pier 2 have included the following: 
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• In 2019, Pier 2 handled over 268,000 metric tons of  petcoke and nearly 87,000 metric tons of  
prilled sulfur. Heavy-lift operations represented an additional 330 metric tons at Pier 2. 

• In 2019, Pier 2 had 102 cargo berthing days and 67 berthing days, primarily for tugs. 

Curtis Wharf is a working wharf and dock providing periodic vessel berthing to a range of commercial 
users and a seafood processing facility. The facility also provides periodic vessel berthing to tenants 
staging project cargoes and for their short‐term project assembly activities. Key activities for Curtis 
Wharf have included the following: 

• In 2019, Curtis Wharf  provided 126 days of  berthing, primarily to tugboats and American 
Cruise Line vessels. 

2.2 Tenants 

The Port’s Marine Terminal has several tenants with a variety of short- and long-term lease 
agreements. Additionally, some areas are authorized for use as laydown and staging but do not 
currently have specific written agreements. The current Port tenants, grouped by the specific location 
on the Marine Terminal, are identified below.  

Pier 1  

• DCI: Provides vessel construction, repairs, and conversions. Previous and current 
construction projects include tugboats, offshore support vessels, research vessels, fireboats, 
ferries, and fishing vessels. DCI is the largest employer among Marine Terminal tenants, 
accounting for approximately half  of  all Marine Terminal tenant employment.  

• M&M Fish Company: Purchases and distributes wholesale crab.  

• Cortland Company: Researches, develops, and produces rope, supplying customers in a 
variety of  industries, including maritime, oil and gas, mining, and defense. 

Pier 2 

• A.J. Edmond Company: Specializes in sampling and analysis of  petcoke, coal, biomass, 
anodes, cathodes, carbon, sulfur, and iron ore.  

• San Juan Propane: Offers propane tank exchange, propane refill, and installations. 

• Transpac Marinas (Transpac): Designs and manufactures high-performance timber, 
concrete and steel float systems, and wave attenuation systems.  

• International Longshore and Warehouse Union: A labor union representing West Coast 
dockworkers.  

Curtis Wharf 

• Crowley: Provides escort and docking services for tankers, container ships, and other vessels. 

• Pacific Dream Seafoods: Purchases live Dungeness crab from the Puget Sound, West Coast, 
and Alaskan fisheries, then packages and ships it to both domestic and international markets. 
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Pacific Dream is the second-largest Marine Terminal tenant in terms of  employment, 
representing approximately one-fifth of  tenant-based jobs.  

• Seafarers Worldwide Career Training: Offers maritime safety, survival, and career 
development training. 

Other 

• Cooke Aquaculture (Quiet Cove): Operates two salmon hatcheries; has 120 pens in the Puget 
Sound and uses portions of  Curtis Wharf/Quiet Cove for staging of  materials to support 
those activities.  

• National Council for Air and Stream Improvement: Nonprofit association serving the 
forest-products industry, providing scientific research and technical information necessary to 
achieve the industry’s environmental and sustainability goals. 

• San Juan Marine Freight (Secret Cove): Provides a variety of  marine transportation services, 
including vehicles, equipment, deck-loaded freight, construction support, filming platform, 
aircraft salvage, dive support, and fireworks platform. 

2.3 Budget 

The Marine Terminal is projected to have $6.6 million in operating revenues in 2020, achieved through 
cargo shipments; short- and long-term lease of dock space; other ground leases; and transient dockage 
revenue from berthing of vessels, barges, and tugboats. Roughly one-half (52 percent) of 2020 
revenues are attributable to handling, 31 percent to terminal services, 8 percent to ground leases, and 
9 percent to other sources.  

Operating expenses in the 2020 budget totaled $5.5 million, with nearly two-thirds (63 percent) 
attributable to longshoring/stevedoring, 19 percent to general and administrative allocation, and 
15 percent to facilities and operations. 

2020 Operating Budget: Marine Terminal 
  
Total Operating Revenues $6,623,767  
Total Operating Expenses $5,480,633  
Net Operating Income $300,171 
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3 CURRENT MARINE TERMINAL ECONOMIC IMPACTS 

3.1 Direct Employment and Wages 

Direct employment related to the Marine Terminal is attributable primarily to terminal tenants, which 
employ an estimated 536 people. Longshore/stevedoring employment is estimated at 15 additional 
positions (while larger projects occasionally require additional workers, 15 reflects the number of 
consistent positions that would disappear in the absence of the Marine Terminal). 

The structure of the Port’s staff does not allow an exact estimate of jobs directly associated with 
Marine Terminal management and maintenance; multiple staff share duties related to the Marine 
Terminal as well as other Port facilities and services. A conservative estimate of terminal-related Port 
employment is six full-time, year-round jobs, including security, facility technicians, and 
administration. 

Detailed wage data regarding Port tenants are not available; however, based on average wages paid in 
the industries represented at the Marine Terminal, total annual payroll associated with the 552 jobs at 
the Marine Terminal is estimated at $33 million. 

Direct Employment Associated with Marine Terminal  

 
Peak 

Employment 
Tenant employment 536 
Longshore/stevedoring employment 15 
Port employment 6 
Total Direct Employment 552 
Estimated Total Annual Wages $33 million 

3.2 Total Employment and Wages 

Additional jobs and wages are created because of local spending in support of Marine Terminal 
operations. Terminal tenants purchase a wide variety of goods and services in support of their 
operations. Operations and upkeep of the Marine Terminal also involve purchase of a range of goods 
and services. The jobs and wages supported by this spending are “indirect” economic impacts of the 
Marine Terminal.  

Similarly, when employees of terminal tenants, longshore workers, and Port employees spend their 
wages in the local economy, additional “induced” jobs and wages are created. Together, indirect and 
induced economic impacts are often termed “multiplier effects.”  

While it is beyond the scope of this study to measure the Marine Terminal’s multiplier effects in detail, 
based on Bureau of Economic Analysis multipliers specific to Skagit County, indirect and induced 
effects include 440 jobs and $20 million in annual wages. In summary, the employment footprint of 
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the Marine Terminal, including direct, indirect, and induced impacts, totals approximately 992 jobs 
and $53 million in payroll. 

3.3 Total Value of Marine-Terminal-Related Economic Activity 

In understanding the economic impact of marine terminal infrastructure, it is useful to consider the 
total value of commercial activity supported by that infrastructure. With regard to the Port’s Marine 
Terminal, this would include the value of cargo and commodities moved over the dock, the value of 
shipbuilding and repair conducted at the Marine Terminal, and the value of the wide range of other 
goods and services produced or provided at the terminal. Based on economic modeling of business 
activity at the Marine Terminal, in a typical year it is likely that more than $100 million in annual 
commercial activity relies to some degree on the Port’s Marine Terminal. It is important to recognize 
that the value of commercial activity supported by Terminal operations may vary significantly from 
year to year. 

3.4 Economic Indicators 

The Marine Terminal is a critical part of a vibrant and diverse maritime sector in Anacortes that 
includes cargo handling and logistics; fishing and seafood processing; ship and boat building, repair, 
and maintenance; passenger vessel operations; recreational boating; and other maritime support 
industries. A 2016 study found that the maritime sector in Anacortes accounted for 1,186 jobs and 
$59 million in wages annually.2  

In considering the potential economic impact of the Marine Terminal and the benefits of terminal 
upgrades, it is important to place them in the broader context of the region’s overall economy. 

Skagit County’s population was estimated at 129,205 in 2019, up by 6.3 percent from the 2015 total 
of 121,604. Anacortes’ population was estimated at 17,527 in 2019, representing 14 percent of the 
county population. Anacortes’ population increased by 7 percent over the 2015–2019 period, similar 
to the Skagit County growth rate. 

Skagit County and Anacortes Population, 2015-2019 
 Skagit County Anacortes 
2015 121,604 16,388 
2016 123,709 16,664 
2017 126,026 17,002 
2018 128,206 17,283 
2019 129,205 17,527 
% change 2015–2019 +6.3% +7.0% 

Source: U.S. Census. 

 
2 Economic Development Alliance of Skagit County. Anacortes Maritime Strategic Plan 2018. Prepared for the City of 
Anacortes and Port of Anacortes, 2018. 
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The Skagit County economy in 2019 included an average of 52,750 jobs, with a total payroll of 
$2.8 billion, according to the Washington State Employment Security Division. The annual average 
wage was $52,308. 

Skagit County Employment and Wages, 2017–2019 

 Employment 
Total Wages 

(billions) 
Avg. Annual 

Wage 
2017 50,688 $2.38 $47,035 
2018 52,016 $2.58 $49645 
2019 52,750 $2.79 $52,308 

Source: Washington State Employment Security Department. 

The employment data presented in the table above include residents and nonresidents who work in 
the county. Labor force data reflect employment trends for residents of Skagit County. In 2019, the 
county labor force totaled 63,069, including 59,644 who were employed and 3,425 who were 
unemployed. The annualized unemployment rate in 2019 was 5.4 percent.  

Skagit County Labor Force, 2017–2019 

 Labor Force Employed Unemployed Unemployment 
Rate 

2017 59,305 56,012 3,293 5.6% 

2018 60,564 57,337 3,227 5.3% 

2019 63,069 59,644 3,425 5.4% 
Source: Washington State Employment Security Department. 

Labor force data for the first five months of 2020 reflect the economic damage done by the COVID-
19 pandemic. The unemployment rate in Skagit County in April 2020 stood at 19.1 percent, more than 
triple the March rate of 5.2 percent. Between March and April 2020, the number of unemployed Skagit 
County residents increased from 3,223 to 12,485. 

The unemployment rate for the larger Mount Vernon-Anacortes Metropolitan Area in April 2020 was 
19.4 percent, four percentage points above the statewide average rate of 15.5 percent. The national 
unemployment rate in April 2020 was 14.7 percent. 

Economic recovery from COVID-19 is likely to take several years and require multipronged strategies. 
This includes investment in infrastructure such as the Port Marine Terminal, where there is significant 
opportunity to quickly leverage modernization into increased Port-related revenues and employment. 
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4 IMPACTS OF TERMINAL MODERNIZATION 

4.1 Role of Port Modernization in Local Economic Diversification 

4.1.1 Market Analysis Summary 

The Market Demand Technical Report found that a wide variety of both current and potential 
customers/markets could benefit from the planned Marine Terminal facility upgrades. For example:  

• Current sulfur and petcoke clients have expressed a need for terminal upgrades, and there is 
potential to gain additional market share. 

• Commercial Avenue improvements will enable easier transport of  products to the Port; pump-
out facilities and shore-to-ship power systems will create efficiencies that will help the wood-
products industry in an uncertain market. 

• More cement terminals will be needed in the Pacific Northwest in the coming years, and 
adding depth at the Pier 2 berth will make Anacortes competitive with regional ports that 
cannot accommodate the larger vessels used in this market. 

• Berthing clients, particularly tugboats, are almost certain to increase with the addition of  
pump-out facilities due to new environmental regulations.  

• Shore-to-ship power will benefit many different types of  vessels, particularly as vessel 
electrification increases. In addition, new regulations that may make shore-to-ship power 
mandatory are anticipated. It is also possible that shore-to-ship power could serve as 
mitigation for the modernization projects. 

• Heavy-lift jobs are likely to increase (and require less advance planning and engineering) with 
upgraded facilities. 

There is also the possibility that new, previously unknown customers or markets will emerge because 
of the upgrades.  

4.2 Potential Economic Outcomes of Marine Terminal Modernization 

The economic benefits of the proposed Marine Terminal modernization will include: 

• Short-term jobs and wages associated with modernization-related construction 

• Preservation of  the business activity, employment, and wages that are currently supported by 
the Marine Terminal 

• Increased berthing and freight tonnage as the market takes advantage of  new facilities and 
services 
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• New jobs and wages associated with increased utilization of  Marine Terminal facilities and 
equipment 

While there is uncertainty about the pace at which the economic benefits of Marine Terminal 
modernization will unfold, and the magnitude of those benefits, market research conducted for 
purposes of this study clearly showed that there are opportunities available to the Port.  

4.3 Impacts of Modernization Investment 

4.3.1 Potential Employment-Related Impacts of Port Improvements 

Each component of the Marine Terminal modernization will have its own set of economic benefits, 
stemming from a total investment ranging between $23.7 million and $48.0 million. The following 
table is excerpted from the Market Demand Technical Report. 

Preliminary Project Cost Estimates 
Project Cost Range (USD) 
Pier 1 Fender Upgrades 3.92 m to  5.87 m 

Pier 2 Berth Deepening     

 Dredging Option 4.79 m  to 7.19 m 

 Pierhead Expansion Option 13.15 m to 19.72 m 

Commercial Avenue Street Improvements 0.4 m to  0.6 m 

Pier 2 Mobile Bulk Ship Loader 6.77 m to  10.15 m 

Commercial Vessel Pump-out 0.51 m to  0.77 m 

Shore-to-Ship Power Systems 3.15 m to  4.72 m 

Repurpose White Tent 4.14 m  to 6.21 m 

Total 23.68 m to  48.04 m 

With respect to construction and installation, labor intensity will vary among the different project 
components. However, about 40 percent of the total cost will be labor-related, based on construction 
industry averages. Therefore, it is anticipated that Marine Terminal modernization will generate 
between $11.3 and $17 million in total labor income. For example, as an indicator of economic impact, 
if the projects were to be constructed over a 24-month period, the direct employment impact would 
include between 65 and 95 jobs over that two-year period. Including multiplier effects (direct, indirect, 
and induced), the total construction-phase-related employment impact of the Marine Terminal 
modernization project will range between and 100 and 150 jobs, with total (two-year) labor income of 
$16 million and $24 million. The median hourly wage of the new jobs is estimated at $42. The total 
construction employment represents 0.2 percent of the county’s total labor force and 4.4 percent of 
the county’s unemployed workers. 
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Construction Impacts of Port Modernization 
 Direct Impacts Total Impacts 
Employment 65 to 95 jobs 100 to 150 jobs 

Wages* $11.3 to $17.0 million $16 to $24 million 
*Two-year total. 

4.3.1.1 Potential Job Creation 

As noted above, while increased use is certain, there is uncertainty about the degree and timing of job 
creation associated with Marine Terminal modernization. It is also important to recognize that the 
number of jobs created at the Marine Terminal is only part of the project’s employment impact. The 
Marine Terminal also indirectly supports upstream jobs (where freight is sourced) and downstream 
jobs (where the freight is destined). The full spectrum of employment and other economic impacts 
are important, but beyond the scope of this study. 

Several metrics that can be used to measure the success of the Marine Terminal modernization project 
are outlined in Section 4.4, below. Two important metrics are increased Port cargo-related revenues 
and the amount of tonnage moved across the dock, which is a frequently used measure of a marine 
terminal’s relative commercial importance. Marine terminal cargo-related revenues at the Port totaled 
approximately $5.9 million in 2019, including revenues derived from the 355,000 tons of freight 
moved across Pier 2. Recognizing the variability of dockage fees and cargo types served by the Marine 
Terminal (ranging from bulk commodities to break-bulk to heavy lift), if modernization improvements 
are conservatively estimated to result in a 50 percent increase in freight tonnage, another $3 million in 
dockage, wharfage, and other terminal services and handling fees would be generated.  

Given how key aspects of the modernization projects will fundamentally enhance the competitiveness 
of the Marine Terminal, especially improvements such as increasing Pier 2 berth depth, installing 
commercial pump-out facilities, and shore-to-ship power systems, it is reasonable to assume that 
utilization of the Marine Terminal will double over the next ten years, with a similar increase in Port 
revenues and employment. 

It is difficult to estimate the number of jobs and associated wages that could result from terminal 
modernization because of the uncertainty about which facility upgrades will take place and when, as 
well as changing market conditions. A conservative estimate of potential full-time equivalent jobs 
created by modernization, and taking into account the likelihood that current tenants will increase 
employment, is roughly 75 additional jobs, or a 14 percent increase from the current employment of 
552. The total permanent employment represents 0.1 percent of the county’s total labor force and 2.2 
percent of the county’s unemployed workers. Although it is difficult to quantify the total impact of 
this new permanent employment, based on the Port’s current multiplier effects, up to 60 indirect and 
induced jobs would be created, resulting in a total of up to 135 new jobs with up to $7.2 million in 
annual wages. 
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Permanent Employment Impacts of Port Modernization 
 Direct Impacts Total Impacts 
Employment 75 jobs 135 jobs 

Annual Wages $4.5 million $7.2 million 

4.3.1.2 Wages and Benefits Associated with Port Jobs 

Marine Terminal-related employment most directly affected by the modernization projects includes 
longshoremen and stevedores. Longshore workers earn an average annual wage of approximately 
$65,700, about 25 percent above the Skagit County average annual wage of $52,300.3 Benefits 
associated with current longshore jobs at the Port of Anacortes include full coverage for dental, 
medical, and vision services and for prescription drugs, and pensions.4  

Increased utilization of the Marine Terminal is also likely to include increased employment related to 
maintenance, security, and various other services. Skagit County’s median hourly wage is $23,5 while 
jobs created by terminal modernization are likely to be in the $35- to $40-per-hour range. (No data on 
the median hourly wage of specific occupations for Skagit County are available.) 

4.3.2 New State and Local Revenue 

New state and local revenue, primarily new tax revenue, will be generated by the increased economic 
activity associated with the Marine Terminal modernization projects. However, the level of new state 
and local revenue resulting from the upgrades will depend on the timing and scale of modernization, 
as well as market conditions at the time of construction. There will be both short-term and long-term 
sources of state and local revenue: short-term revenue will be primarily construction-related, and long-
term revenue will be associated with ongoing operations and commerce conducted on the Marine 
Terminal. 

Typical sources of state and local revenue include:  

• State Sources: 
− Business & Occupation (B&O) taxes 
− State sales taxes 

• Local Sources: 
− City and county sales and use taxes 
− Utility taxes 
− Property taxes 

Construction of the facility improvements will generate state and local sales and use tax revenue as 
each project moves forward. Where facility improvements generate an increased use of city 

 
3 https://esd.wa.gov/labormarketinfo/occupations 
4 https://www.benefitplans.org/welfarelit.html 
5 Washington State Employment Security Department. 

https://esd.wa.gov/labormarketinfo/occupations
https://www.benefitplans.org/welfarelit.html
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infrastructure services (water, sewer, storm drain), the City of Anacortes will see a commensurate 
increase in their utility tax collections.  

Because the Port is a municipal entity, it does not pay real property tax; however, new/future tenants 
will be required to pay a leasehold excise tax. This tax applies in lieu of county property tax when a 
private business leases publicly owned real or personal property. The leasehold excise tax is typically 
collected by the Port and remitted to the state, where approximately 53% is deposited in the state 
general fund and 47% is returned to both the city and the county. B&O taxes are also collected for 
many of the activities taking place at the Marine Terminal  

4.3.3 Private Investment 

Public investment in the Marine Terminal modernization is likely to spur additional private investment 
in new equipment and facilities. While it is not possible to estimate with certainty the timing or 
magnitude of that investment, it will generate employment and other economic benefits beyond those 
directly associated with terminal modernization. It is important to note that, in the absence of 
modernization, significant private investment is unlikely. 

4.4 Measures of Success  

The following metrics can be tracked to measure the impacts of the Marine Terminal modernization 
projects: 

• Annual tonnage 

• Number of  new clients/customers 

• New types of  cargo 

• Number of  new berthing customers and vessels 

• Percent utilization of  each dock: 
− Number of  cargo-handling days 
− Number of  berthing days 
− Number of  heavy-lift days 

• Peak and annual average terminal-related employment 

4.5 Environmental Impacts 

This section provides a preliminary discussion of the environmental impacts associated with the 
Marine Terminal modernization projects. Further environmental analysis will be needed as each 
individual facility project progresses toward implementation. 

4.5.1 Upland and Overwater Improvements 

Many of the proposed modernization improvements will take place in the upland areas of the Marine 
Terminal and on the pier structures that are over water. Except for improvements to Commercial 
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Avenue, all the upland projects involve the installation of new equipment or a change in use, rather 
than significant construction activities. As a result, negative environmental impacts of these projects 
are anticipated to be primarily short-term-construction-related.  

Commercial pump-out station and shore-to-ship power systems: It is anticipated that these 
improvements will take place throughout the Marine Terminal. New equipment would enable ships 
to connect to expanded electricity and sanitary sewer systems serving the Marine Terminal. Both 
projects would require limited excavation to install and bury new utility infrastructure. Best 
management practices, such as erosion-control measures, will be needed to limit environmental 
impacts during construction. Once complete, the improvements could lead to significant 
environmental benefits. Ships connected to the shore-to-ship power systems would access power from 
Puget Sound Energy. This would limit fossil fuel consumption and emissions from ships berthed at 
the Port that would typically be kept idling. Connecting to the existing sanitary sewer system would 
help prevent ships from storing and potentially discharging wastewater into the ocean. Both 
improvements will require close coordination with existing utility purveyors to ensure that sufficient 
capacity exists to serve the electricity and sewer demand from ships berthed at the Marine Terminal. 

Repurposing of Covered Warehouse Storage (White Tent): This project includes both 
construction of new facilities (including a fabrication shop and office space) to accommodate 
Transpac’s relocation as well as improvements to the existing covered storage area after Transpac 
relocates. Improvements planned for the covered storage area include new ventilation, electrical, and 
mechanical systems. These systems upgrades are anticipated to have minimal environmental impacts. 
Planning for construction of a new Transpac facility is in the early stages, and a development site has 
not yet been selected. Additional analysis of environmental impacts associated with this new 
construction will be needed once a site is selected and more detailed plans are in place. 

Mobile bulk ship loader: A mobile bulk ship loader is proposed to contribute to the modernization 
of Pier 2. The new equipment will increase loading efficiency and limit carbon emissions by reducing 
the time that trucks idle at the pier while awaiting access to the loader and, decreasing the time that 
the vessels spend loading at the pier. To accommodate the new loader, upgrades to the surface of the 
pier are planned. Best management practices such as erosion-control measures will be needed to limit 
environmental impacts during installation. 

Commercial Avenue improvements: Improvements are planned for Commercial Avenue between 
Second Street and Railroad Avenue, including removal of previous overlays, subgrade preparation, 
establishment of dedicated pedestrian corridors and street parking, and crosswalks and striping. The 
improved street will enhance pedestrian safety and vehicle access to the Transit Shed, Pier 1, and 
Curtis Wharf. This more extensive upland construction project will go through a local permitting 
process to ensure that best management practices are adhered to, limiting the environmental impacts 
during construction. Because the use will remain the same, the improvements to Commercial Avenue 
are not anticipated to have significant long-term environmental impacts. 

4.5.2 In-Water Improvements 

Planned improvements to the Pier 1 fenders and deepening of the berth at Pier 2 involve in-water 
construction activities that require additional measures to limit environmental impacts. Additional 
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state and federal permits on these projects will require that environmental impacts be addressed and 
mitigated.  

Pier 1 fender upgrades: The Port is seeking to upgrade the fender system along Pier 1 to improve 
safety, reduce maintenance, improve facility performance, and protect vessels and the pier from 
damage. New loadbearing dolphins will provide additional support to the existing facilities and 
accommodate the upgraded fenders. The proposed budget for this project includes funding for marine 
environmental controls, including the preparation of a Marine Mammal Mitigation Plan to limit 
environmental impacts. 

Pier 2 berth deepening: Deepening of the berth at Pier 2 will allow the Port to accommodate larger 
vessels. Two alternative approaches have been identified to accomplish this. The first is dredging off 
the existing Pier 2 berth, and the second is extending Pier 2 north into deeper water. Both alternatives 
would include significant in-water activities. Like the Pier 1 fender upgrades, the budget for each 
includes marine environmental controls, including the preparation of a Marine Mammal Mitigation 
Plan. The dredging option would require upland disposal of potentially contaminated sediments to 
protect water quality. Extension of the pier would require additional approval by the Department of 
Natural Resources and the Harbor Line Commission to negotiate moving the existing Port 
Management Agreement line farther offshore.  

4.5.3 Required Environmental Review and Permitting 

Further analysis is needed to determine the specific permit and environmental review processes 
triggered by each project. It is anticipated that the smaller upland improvements may require more 
limited permits and review from the City of Anacortes. The City of Anacortes Shoreline Master 
Program designates the Marine Terminal waterfront as an Urban Maritime Area. This designation 
allows for the development of transportation facilities, piers, dredging, and other water-dependent 
commercial uses, but requires that the project obtain a substantial shoreline development permit or 
exemption. In-water projects likely will require more extensive review from state and federal agencies 
such as the Washington State Department of Fish and Wildlife, the National Marine Fisheries Service, 
and the U.S. Army Corps of Engineers.  

The table below provides an overview of potential permit applications and review processes that may 
be required for the proposed Marine Terminal modernization projects. Permitting and environmental 
review of projects such as these often require significant coordination between and among the 
different agencies to ensure that all applicable requirements are met. It is advisable to develop an 
entitlement (permitting) strategy early in the design and development phase of each project, and to 
pursue securing any required permits to avoid delays in construction.  
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Potential Permit/Review Processes  

CITY/ 
COUNTY 

State Environmental Policy Act 
• Local government is typically lead 

agency 
• Ports can be lead agency for their own 

projects 
 
Critical Areas Review 

• Technical studies to 
identify/characterize  

• Design to avoid impacts (buffers and 
setbacks) 

• Mitigation for wetland impacts  
 
Shoreline Permit 

• Shoreline designation  
• Shoreline uses: Permitted, Prohibited, 

Conditional 
• Design regulations: setbacks, height 

limits, etc. 
• Review exemptions  

Grading Permit 
• Erosion- / sediment-control measures  

 
Floodplain Development Permit 

• Net rise analysis  
• Building requirements 
• Compensatory flood storage (some 

jurisdictions) 
 
Building Permits 

• Building and fire code 
• Mechanical, electrical, plumbing 

 

STATE 

State Environmental Policy Act 
• State may be the lead for cleanups 

under Agreed Order of Consent 
Decree.  

 
Hydraulic Project Approval 

• Department of Fish and Wildlife 
review/approval 

• Separate online permit application 
 
Clean Water Act Section 401 Water Quality 
Certification 

• Dept. of Ecology review/approval 

Executive Order 05-05 
• Cultural and historic resources 

consultation 
• Department of Archaeology & 

Historic Preservation 
 
Construction Stormwater Permit 

• Dept. of Ecology Review/Approval 
• Disturbance of over 1 acre or 

potential for contamination  
 
State-Owned Aquatic Lands Approval 

• Dept. of Natural Resources 
review/approval 

FEDERAL 

Clean Water Act Section 404—Fill Permit 
• U.S. Army Corps of Engineers 

review/approval 
• Nationwide permits may be applicable  

 
Rivers and Harbors Act Section 10 River & 
Harbor 

• U.S. Army Corps of Engineers 
review/approval 

 
National Historic Preservation Act  

• Section 106 Consultation 

National Environmental Policy Act 
• Federal environmental review 

requirements 
 
Endangered Species Act Section 7 
Consultation 

• NOAA Fisheries / U.S. Fish & Wildlife 

 

4.5.4 Additional Considerations 

Additional factors will have to be considered when evaluating implementation of the identified Marine 
Terminal facility improvements.  
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In-water work windows. Work that will be conducted in water may be limited to certain times of 
the year to avoid potential impacts to important fish habitat resources. These timeframes are known 
as in-water work windows developed by federal and state resource agencies and are intended to avoid 
negative impacts on sensitive aquatic species and their habitats.  

Outer harbor line extension. The Pier 2 Berth Deepening project involves two potential options 
(please see the Market Demand Analysis Technical Report), including one that involves working with 
the Department of Natural Resources and the Harbor Line Commission to negotiate moving the outer 
harbor line farther offshore to allow the expansion. This effort is anticipated to add up to a year to 
the planning process and added expense for the associated coordination efforts. 

Vacating Second Street. Redevelopment that facilitates an increase in activity at Curtis Wharf likely 
will trigger a request that a small portion of Second Street be vacated, from the westerly edge of O 
Avenue to its terminus near the water’s edge.  



APPENDIX C
Grant Contacts



Source Program Site

Federal Department of Transportation: Marad https://maritime.dot.gov/grants-finances

EPA Handbook (Environmental Orientation)
https://www.epa.gov/ports-initiative/
funding-opportunities-ports-and-near-
port-communities

Federal Funding Handbook
https://www.cmts.gov/downloads/2017_
CMTS_Federal_Funding_Handbook_for_
MTS_Infrastructure.pdf

State Washington DOT: Fund Directory https://www.wafunddirectory.wa.gov/
transportation/

Infrastructure Assistance Coordinating 
Committee

https://www.infrafunding.wa.gov/
resources.html

https://maritime.dot.gov/grants-finances
https://www.epa.gov/ports-initiative/funding-opportunities-ports-and-near-port-communities
https://www.epa.gov/ports-initiative/funding-opportunities-ports-and-near-port-communities
https://www.epa.gov/ports-initiative/funding-opportunities-ports-and-near-port-communities
https://www.cmts.gov/downloads/2017_CMTS_Federal_Funding_Handbook_for_MTS_Infrastructure.pdf
https://www.cmts.gov/downloads/2017_CMTS_Federal_Funding_Handbook_for_MTS_Infrastructure.pdf
https://www.cmts.gov/downloads/2017_CMTS_Federal_Funding_Handbook_for_MTS_Infrastructure.pdf
https://www.wafunddirectory.wa.gov/transportation/
https://www.wafunddirectory.wa.gov/transportation/
https://www.infrafunding.wa.gov/resources.html
https://www.infrafunding.wa.gov/resources.html


APPENDIX D
Marine Highway Program Information



Information from USDOT Maritime Administration Website: 

America's Marine Highway 
To: Project Designation | Route Designation | Grants 

America has a versatile and expansive network of navigable waterways including: rivers, bays, 
channels, coasts, the Great Lakes, open-ocean routes and the Saint Lawrence Seaway System. 
We like to think of this as "America's marine highway," a network of maritime expressways 
having as many benefits (in some cases more) as America's road network. 

However, America's waterways are underused. The benefits of using our marine waterways -- 
such as reducing landside congestion and reducing system wear and tear -- are not perceived on 
an individual level. Using our waterways more consistently would create more public benefits 
and incentivize shippers to use these critical transportation channels. 

The Marine Highway Program 
MARAD's Marine Highway Program has one major goal: expand the use of America's navigable 
waters. We work closely with public and private organizations to: 

• develop and expand marine highway service options and facilitate their further integration into 
the current U.S. surface transportation system, especially where water-based transport is the most 
efficient, effective and sustainable option 

• highlight the benefits, increase public awareness and promote waterways as a viable (in some 
cases a superior) alternative to "landside" shipping and transportation options  

We do not directly operate marine highway services. Rather, we promote their use, 
efficiency and public benefits. 

So what are the benefits? 
Public benefits include: 

• create and sustain jobs in U.S. vessels, ports and shipyards 
• relieve landside congestion 
• reduce maintenance costs and improve the U.S. transportation system's overall state-of-

repair (wear and tear on roads and bridges) 
• drive the mandatory use of emerging engine technologies 
• improve U.S. economic competitiveness by adding new cost-effective freight and passenger 

transportation capacities 

https://maritime.dot.gov/grants-finances/marine-highways/project-designation
https://maritime.dot.gov/grants-finances/marine-highways/route-designation
https://maritime.dot.gov/grants-finances/marine-highways/grants


• improve environmental sustainability of the U.S. transportation system by using less energy 
and reducing air emissions (such as greenhouse gases) per passenger or ton-mile of freight 
moved 

• improve public safety and security by providing alternatives for the movement of hazardous 
materials outside heavily populated areas 

• improve transportation system resiliency and redundancy by providing transportation alternatives 
during times of disaster or national emergency 

• improve national security by adding to the nation’s strategic sealift resources. 

For a full list and explanation of the public benefits, see pages 11-37 of the America’s Marine 
Highway Report to Congress (April 2011). 

Current Marine Highway Routes 
The Marine Highway system currently includes 25 "Marine Highway routes" that serve as 
extensions of the surface transportation system. Each all-water route is designated by the 
Secretary and offers relief to landside corridors suffering from traffic congestion, excessive air 
emissions or other environmental challenges. View Route Descriptions. 

 

  

https://maritime.dot.gov/grants/marine-highways/america%E2%80%99s-marine-highway-report-congress
https://maritime.dot.gov/grants/marine-highways/america%E2%80%99s-marine-highway-report-congress
https://maritime.dot.gov/grants/marine-highways/marine-highway-route-descriptions


Funding America's Marine Highway Program 
The Marine Highway program was established by Section 1121 of the Energy Independence and 
Security Act of 2007 to reduce landside congestion through the designation of Marine Highway 
Routes. Section 405 of the Coast Guard and Maritime Transportation Act of 2012 further 
expanded the scope of the program to increase the utilization and efficiency of domestic freight 
or passenger transportation on Marine Highway Routes between U.S. ports. The National 
Defense Authorization Act for Fiscal Year 2016 then expanded the definition of short sea 
shipping to include freight vehicles carried aboard commuter ferry boats and cargo shipped in 
discrete units -- or packages that are handled individually, palletized or unitized specifically for 
transport. 

Updated: Wednesday, April 15, 2020 
 

U.S. Department of Transportation Announces 
Nine New Marine Highway Project 
Designations 
Tuesday, July 30, 2019 

U.S. Department of Transportation Announces Nine Marine Highway Project 
Designations 

WASHINGTON, DC –  The U.S. Department of Transportation’s Maritime Administration 
(MARAD) today announced the designation of nine Marine Highway Projects and a Marine 
Highway Route that will benefit Connecticut, Florida, Michigan, New York, Oregon, Texas, 
Virginia, Washington State and American Samoa. Marine highways are navigable 
waterways that can be used as alternate options to traditional shipping methods. 

“The designation of marine highways by Congress will help move cargo and people to help 
grow the economy and shift freight off of congested highways,” said Transportation 
Secretary Elaine L. Chao. 

“Marine highways are an efficient and cost-effective option for moving freight and 
passengers in America,” said Maritime Administrator Mark H. Buzby. 

The America’s Marine Highway Program (AMHP) authorizes the designation of Marine 
Highway Routes and Marine Highway Projects. A Marine Highway Project is a planned 
service, or expansion of an existing service, on a designated Marine Highway Route. 
Designation makes projects and highway routes eligible to apply for federal funding. 
Congress appropriated $7 million for AMHP in Fiscal Year 2019. 

https://maritime.dot.gov/ports/deepwater-ports-and-licensing/coast-guard-and-maritime-transportation-act-2012
https://www.congress.gov/bill/114th-congress/house-bill/1735
https://www.congress.gov/bill/114th-congress/house-bill/1735


The new designations and route include: 

Bridgeport to Port Jefferson Ferry Service: The Bridgeport to Port Jefferson ferry service 
currently removes over 440,000 passenger vehicles and nearly 9,000 trucks from the road 
annually and relieves landside congestion on Long Island, the bridge crossings and along 
the I-95 corridor in New York and Connecticut. The Ferry Service Expansion includes the 
development of a new state-of-the-art ferry terminal (Barnum Landing) for the Bridgeport & 
Port Jefferson Steamboat Company in Bridgeport, CT. 

Port of NY to CT Ports Trailer on Barge: By connecting Brooklyn, NY, Newark, NJ, 
Bridgeport, CT and other New England ports along the existing M-95 Marine Highway, this 
barge service is designed to reduce congestion in the NY/NJ port area and on the 
highways, bridges, and tunnels that connect to Interstate 95 into New England. 

M-95 Fernandina Beach to Charleston Barge Service: A new barge service will help the 
Port of Fernandina in Nassau County, the northernmost county on the Atlantic coast in 
Florida, service all coastal seaports on the Atlantic, including Charleston, SC, and contribute 
to the reduction of truck traffic on I-95. 

Port of Oswego Great Lakes Container Service: The designation will support the Port’s 
goal of expanding its reach into national containerized cargo movement, which should help 
to reduce on-road truck trips and ease congestion at two international border crossings 
(Buffalo and Detroit/Windsor). 

Port of Morrow Barge Service Extension: The expansion of existing service will support 
the rural economy and increase the economic competitiveness of the region by reducing 
transportation costs and rail and highway congestion through new opportunities for barge 
shipping to and from the Port along M-84. 

Wallops Island M95 Intermodal Barge Service: The creation of a new barge service will 
expand short sea shipping near Virginia Space’s Mid-Atlantic Regional Spaceport (MARS) 
at NASA’s Wallops Flight Facility on the Eastern Shore of Virginia. This project will grow 
existing site capabilities at Wallops Island, enhance STEM research opportunities, and spur 
high-tech/high-paying jobs in a predominately rural area. 

Seattle – Bainbridge Island Ferry Service: This service offers a faster, more reliable, and 
safer alternative to the circuitous road connections where freight and passenger vehicles 
would otherwise travel along Interstate 5 (I-5) and State Route (SR) 16, as well as SR 3 and 
SR 305. 

Houston Gateway & Gulf Container-On-Barge Central Node: As proposed the project 
would reduce landside congestion through the creation of dedicated centralized Container 
on Barge facilities serving the M-69, M-146, and M-10 marine highways. 



American Samoa Inter-Island Ferry Service: As a newly designated Marine Highway 
route and designated project, the Port of Pago Pago will enhance both intra-island and 
inter-island transportation to the outer islands, including the movement of freight, to 
ultimately promote the development and growth of these relatively isolated areas. 

 Port of Everett Puget Sound Container on Barge Service 

Sponsor: Port of Everett Corridor: 

Project Snapshot: This project supports the COB service for aerospace cargoes between the 
Port of Everett, Mount Baker Terminals and the Northwest Seaport Alliance. It project will 
enable the Port of Everett to expand its current M-5 aerospace COB service to a new non- 
aerospace COB service along M-5 Marine Highway in Puget Sound. It will connect the Port of 
Everett to Northwest Seaport Alliance (NWSA) Terminals in Seattle and Tacoma. This will 
allow the Port to build on its experience and successful aerospace COB model to meet the 
increasing needs of non-aerospace industries in the Everett, WA area. This project will also 
create new opportunities for COB movement between Puget Sound ports. The use of COB 
service for non-aerospace containers will provide regional shippers with viable options to 
improve productivity by diverting volume from congested highways in Puget Sound to our 
marine highway  

Attributes: This Project has the potential to generate measurable public benefit along the M-5, 
which experiences about 136,800 Vehicle Miles Traveled (VMT) from local roads and 
highways. In addition, it promises to save approximately $6,416 of maintenance and repair costs 
due to the reduction of VMT on the road network.  

The Project will result in fewer trucks on the road, which will save lives, reduce carbon 
emissions, reduce highway maintenance, lower transportation cost for shippers, and provide 
economic opportunities in the region. It is fully anticipated that the service will provide shippers 
with transportation alternatives by utilizing the waterway system. 

https://www.maritime.dot.gov/sites/marad.dot.gov/files/docs/grants-finances/marine-highways/3071/marine-
highway-project-description-pages-9-3-2019.pdf 

https://www.maritime.dot.gov/sites/marad.dot.gov/files/docs/grants-finances/marine-highways/3071/marine-highway-project-description-pages-9-3-2019.pdf
https://www.maritime.dot.gov/sites/marad.dot.gov/files/docs/grants-finances/marine-highways/3071/marine-highway-project-description-pages-9-3-2019.pdf
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