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ABSTRACT

Since the collapse of the Northern Cod stock and the moratorium on July 2nd, 1992,
considerable changes have taken place which have substantially altered the face of the
traditional Newfoundland fishing industry. A diversification into other species,
particularly shellfish, has resulted in lucrative returns to the fishing industry.

This study poses two sti First, are the of the past
& ing the i vessel length, iate in today’s fishery? Second, while the
economic return in recent times have exceeded that of the pre-moratorium fishery, can the
Newfoundland fishing industry, with its existing fleet structure, be said to have reached its
maximum economic potential?

This study argues that the conditions under which the maximum length regulations were
established, no longer prevail. On the basis of the literature reviewed and the evidence
presented in this study, the regulations appear outdated and may well prevent the
rationalization of the structure of the fishing fleet necessary for the fishery to reach its
economic potential.

On the issue of safety there appears to be a trend in the number of accidents and the
movement further offshore to harvest new locations. There also appears to be a persistent
trend in the lower value of return for the same products from Newfoundland when
compared to the other Eastern Canadian Provinces.

The ﬁshlng industry has heen the primary awvuy that provided the original basis for the
Since i

it has been argued that the

:cqwredby nreloosmall As the next century

a new vessel policy, which a vessel design that allows

inshore fishermen to harvest resources out to and beyond the 200 mile Exclusive
ic Zone, should be i The main ion is that with clearly defined

management principles in place and an evolving movement towards output controls, the
maximum length restriction as an input control belongs in the past.
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Section 1.0: Introduction

Considerable changes have taken place in the fishing industry of Newfoundland and
Labrador since the initial moratorium on Northemn Cod (Gadus morhua) was imposed on
July 2nd, 1992. These changes have substantially altered the face of the industry from its
initial dependence on this species of groundfish. Through necessity and ingenuity the

fishery is now being and diversified towards previ ilized species

and new resource opportunities. Increased demand for seafood products in lucrative
Asian, European, and North American markets opens interesting if challenging

opportunities for improved viability in the Newfoundland and Labrador fishery.

The diversification of the fishing industry has largely been driven by the dramatic growth
of the shellfish fisheries. Since cod is a major predator of both snow crab (Chinoecetes
opilio) and northem shrimp (Pandalus borealis), it is perhaps not surprising that a
significant increase in the abundance of these species has been observed since the collapse

of the groundfish stocks.

In addition to snow crab and northern shrimp, there has also been an increasing interest in
pursuing Greenland halibut or turbot (Reinharditus hippoglossoides), and Icelandic
scallops (Chlamys islandica) on the Grand Banks off Newfoundland. These are notable
examples of fisheries that have evolved since the cod moratorium. As well, new markets

for seal products that utilize the whole animal, not just the pelts, have generated renewed



interest in the seal fishery. This transition from historic reliance on a single groundfish

species to an i P of ilized species places new demands on

both fishing effort and the capital stock in the Newfoundland fishery.

Regulation of the emerging multispecies fisheries is a vast subject and covers a wide

geographical region of Canada’s Atlantic coast (Figure 1.1). This paper is concerned with

one narrow but important aspect of fisheries i namely the
regulations governing vessel size. These regulations were introduced in the past under
conditions that were very different from those of the emerging fisheries of today. Yet

some of these regulations are still being implemented with little apparent consideration

given to their ic and social implications for fisheries p as we enter the

twenty-first century. This report will argue that certain existing vessel size regulations are

outdated and impede | The evidence ined in this study suggests that

they need to be revised in the interest of efficiency, safety and prosperity.

In particular, very little consideration has been given to the impact of vessel size
regulations upon the marketing of the product or indeed the implications for management
of the biological resource itself It can be expected that the need for more flexible
regulations will grow rapidly in the new fishery given that the marketing of the catch is an

integral part of the activity of fishing (MacSween, 1983). This report seeks to identify and
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Source: Fisheries Resource Conservation Council, 1996.

FIGURE 1.1: MANAGEMENT BOUNDARIES OF CANADA’S 200 MILE LIMIT AND NAFO
FISHING ZONES.



analyze key i ions in ining an iate and efficient size of fishing

vessel, which can harvest and market distant resources in an optimal manner.

1.1 Purpose and scope of the study

The purpose of this study is to examine the appropri of existing i length

restrictions for vessels 45 foot to 64 foot 11 inches (herceforth the 45°-65° vessel class) in
the context of the restructured Newfoundland fishery. In particular, this report will focus
on the implications of existing vessel length restrictions for the diversification of the
fisheries now prosecuted by this class of fishing vessel. Although the thrust of the
argument is applicable to most if not all vessel classes in the Newfoundland fishery, the
scope of the present study is limited to the 45°-65 vessel class. The reason is that the
vessel size regulations as they affect this particular, albeit small size class, take on an

economic significance that can be readily demonstrated.

The study begins by tracing the origins of the existing vessel restriction in order to
uncover its exact rationale as a means to control fishing effort. We then turn to the
implications this type of fishing effort control may have on future resource management,
new resource developments, safety at sea, and access to new domestic and global markets
as we enter the next century. The specific objectives are to:

1. establish the existing rationale of using 64’11 as the maximum length restriction,

2. identify_ potential safety problems with the design of such vessels due to the length

restriction,
3. highligh i ies for diversifying into new and market




4. address the management implications of relaxed vessel restrictions for the overall fleet
size and fisheries resource management,

5. make tentative ions for vessel suited for fishing the multiple
species found out to and beyond Canada’s 200 mile Exclusive Economic Zone (EEZ),'

6. identify further research needs and suggest directives for future research.

1.2 Nature of the problem

Since the cod moratorium of 1992, the Newfoundland fishery has been undergoing a
process of restructuring and reorientation away from the time honored inshore
groundfishery for cod toward more distant offshore species. The location of the resources
now being developed, and the demanding product quality considerations expressed in
discerning international markets pose a fundamental challenge for the adaptation of the
vessels used to prosecute these new fisheries. The fundamental problem of concern in this
paper is this: are the existing vessel size restrictions, originated in the 1940’s under vastly
different circumstances, consistent with the safe, efficient, and fair development of the new
Newfoundland fisheries sector? Specifically, will the legislated length restrictions of the
45°-65" vessel class allow the industry to harvest, process at sea, and deliver to market a
product of a quality that will maximize the industry’s economic potential? This problem
has arisen because the target species zre no longer found three or twelve miles from shore
as prior to the establishment of the 200 mile EEZ in 1977. The present day resources are
found distributed over an area 70 nautical miles offshore out to and beyond Canada’s 200

mile limit. However, vessel length classifications derived from subsidy programs during

! Sometimes referred to as the Exclusive Fishing Zone.



1942-68 still underlie fishery resource management policies today. The economic future
of Newfoundland’s fishing industry depends on its flexibility and ability to compete with
high quality products in global markets. As in the past with cod, if the inshore sector
cannot harvest the resources, significant amounts of the Total Allowable Catch (TAC) for
a particular specie may be redirected to other fleet sectors, other regions of Canada or to

other countries at the expense of the local economy.

From the int of the indivi this raises the fund: | problem of
determining the minimum efficient vessel size for participating in the new, diversified
fishery. It is not the aim of this paper to solve this technical problem. What this report
seeks to accomplish is to set out the safety and economic aspects that bear specifically on

the issue of vessel in the modernization of the fishery.

The study is organized as follows: Section 2 reviews the literature pertaining to the
management of capacity and vessel size in the Newfoundland fishery. Section 3 briefly
describes the fishery of the past (cod), and the origins of the present day maximum vessel
size restriction of 64’117, Section 4 outlines the change over time in the species harvested
by this key vessel class. Section 5 discusses safety at sea, methods used to increase
stabilization and safety at sea as well as fuel and quality comparisons for various fleet

sectors. In addition, Section 5 draws a comparison between the existing Newfoundland



fishing fleet with the other Eastern Provinces® in terms of fleet structure and economic
returns to the fishing industry. Section 6 places vessel regulation in the context of other
resource management methods employed to control capacity in the ‘race for the fish’.

Section 7 sums up the discussion and presents some conclusions and recommendations.

1.3 Approach
Previous studies have not examined the rationale for using 64°11” as the maximum vessel
length for the inshore sector, although a considerable number have dealt with the
ramifications of overcapacity problems in the groundfish industry. This study will
therefore begin by reviewing the relevant aspects of this literature. Literature relating to
snow crab, northern shrimp, turbot, Icelandic scallops, and seals will also be examined in
order to highlight the conditions under which these fishery resources are prosecuted by the

45°-65" class of fishing vessel. The purpose here is to illustrate the location and

of the harvesting techni and pi ing i needed to

achieve the product quality demanded by discerning consumers.

The information for this report was obtained from library research at Memorial University
of and the Dy of Fisheries and Oceans (DFO) Newfoundland

Region, and by personal, unstructured interviews with fisheries managers, fishermen,

processors, and other stakeholders.

* Nova Scotia. Prince Edward Island. New Brunswick and Quebec.



One of the primary messages of the Report on Income and Adjustments in the Atlantic
Fishery (Cashin, 1993) was that available capacity in most Canadian Atlantic

groundfisheries far exceeds that required to harvest the resource, and that a 40 to 50

percent reduction in both ing and ing is required for the future viability of
the groundfish fishery. In the context of this paper the challenge for managers can be put:
how can a vessel ‘replacement’ program be implemented that at once reduces capacity in
the groundfish fishery, and promotes a vessel design capable of harvesting new, non-

traditional resources out to and beyond Canada’s 200 mile limit?

In 1996, the Fishing Industry Renewal Board addressed the problem of capacity
adjustment by stating that it was ironic that groundfish based rules inhibited the
prosecution of non-groundfish activities. The Board recommended a longer term
approach to vessel replacement policy that would allow today’s fisheries to be prosecuted
more safely and efficiently, and provide the basis for less competitive fishing arrangements
based instead on output controls. These arrangements would take the form of individual
quotas and trip/weekly limits. When the cod fisheries re-opened, inshore fishermen would
be given more flexibility to adjust their vessel size to their overall enterprise shares. The
result would be a shift from input control (vessel length) to output controls (harvesting

restrictions).



The need to control fishing effort has long been seen as fundamental to conservation, and
the collapse of groundfish stocks on the Atlantic coast is a tragic example of failure to
effectively implement this principle. The Fisheries Resource Conservation Council
(1996:5) recommended that “special measures be taken to ensure that the available
capacity is managed so that the excess effort does not compromise conservation objectives

at this critical juncture.” One of these measures outlined in its report was the use of

Conservation Harvesting Plans (CHPs). These plans address

of fishing effort in terms of closed seasons, closed areas, selectivity for species and size of
groundfish, and monitoring and control of activities. The Council noted that the

introduction of the CHPs has improved the quality of management in the groundfish

fishery.

Regarding vessels 45°-65", the Fishing Industry Renewal Board (1996:44) recommended
that all vessels in this class be allowed to expand up to 21,192 cubic feet’, the maximum
for 64’117 vessels, provided they are currently engaged in a fishery in which individual
quotas or smaller group arrangements have been made or are in the process of being
implemented. This begs the question how this recommendation on the vessel size better
promotes the safety and product quality issues of fishermen fishing far offshore, especially
since the Board noted that vessels built to maximum cubic numbers tend to be slow and

fuel inefficient? The Board further considered (but did not recommend) that vessels with a

 Derived from Length. width and depth of vessel.



high cubic number be allowed to expand beyond 65’ with unchanged cubic number. While

this may allow for a more streamlined vessel and therefore promote fuel efficiency and

better stability, it is unclear how maintaining the same ic di ions will allow for

increased accommodation space and better crew comfort, or allow for the addition of

and i king equi to further enhance the quality of the resource once

brought onboard.

Almost three decades ago, Copes (1971) stated that if smaller longliners' are used that are
suitable only for a close-to-shore role, then there are inherent limitations in the extent of
the resource available. Relief from the resource constraint will be obtained only by the
acquisition and effective utilization of vessels capable of “at least” middle distance fishing.
In addition, fishermen would have to spend much more time at fishing than before, i.e.
extending the season. The extent to which the season can be thus extended is limited by

the fishing vessel design and the envil diti d. In a later paper,

Copes (1972) noted that a large part of the Newfoundland longliner fleet consists of boats
at the lower level of their size classification. They have a limited operating range from
port and are thus often prevented from fishing by poor weather conditions. It is the larger
vessel with greater operating range and seaworthiness that can achieve net returns

substantially beyond those of the small boat inshore fishery. Mitchell and Frick (1970)

* The classification used by the Dominion Beareau of Statistics. Fisheries Statistics of Canada (1970)
izes vessels 100 gross tons or more are over 75 feet in length. while vessels of 50-99.9 tons category
range from 50 to 75 feet and vessels 25-49.9 tons are less than 50 feet.



also noted that the larger vessels are capable of more sustained fishing effort than smaller
ones by being able to operate in rougher weather, while vessels under 60 feet on the
Atlantic Coast must operate nearer to shore or in sheltered waters. An important point to
establish here is that at the time of these reports, the recognized length categorization for
intermediate type vessels was 50 to 75 feet’ compared with the 45 to 65 feet

categorization used today.

2.1 Previous Studies of Vessel Requirements

The importance of developing more efficient, economical and safer fishing vessels for the
Newfoundland fisheries has been suggested on a number of occasions over the past three
decades. The purpose of this section is to highlight some of the most important

recommendations made in various government reports.

o Proskie (1965:9) recommended that “further emphasis may be on the development of
larger boats, up to about ‘100 feet in length’ for fishermen-owners and on trawler and

other craft 100 feet and over for vertically integrated operations.”

e In 1970 the Industrial Development Branch provided a specification for a 97"
combination fishing vessel, designed for seining, bottom and mid-water trawling in

North Atlantic conditions (Department of Fisheries and Forestry, 1970).

See Footnote #4.



In 1973 the provincial government began to participate in a vessel conversion program
involving a number of equipment modifications to convert two Faeroe longliners.
These conversions envisaged vessels 80 to 130 feet with modern longlining and
gillnetting gear and proper refrigeration facilities intended to permit these vessels to

fish safely at greater distances from port (Department of Fisheries, 1974).°

In 1975 the Industrial Development Branch, in determining the commercial
distribution of shellfish and groundfish in the North, recommended the use of vessels
no less than 80 feet in length and equipped with shrimp cookers or mechanical
refrigeration, or a combination of both. This was because encouraging catches of
shrimp and crab in the Hawke Channel were 150 to 200 miles from the nearest
processing plants. This fishery would require weekly trips because shrimp deteriorate

rapidly after three to four days if only held on ice (Brothers, 1976).

In 1976 the Industrial Development Branch chartered a 65’ wooden multipurpose
stern dragger to carry out exploratory fishing for shrimp and crab in Labrador waters.
The inadequacies of this vessel class for offshore use was noted in the first
recommendation which stated:

“To carry out a shrimp and/or crab exploration in the

Hawke Channel or southeast of Labrador, it is recommend

that a vessel of 80 feet in length or over be chartered. The

65 foot vessel, “Robin and Gail” used during this charter
was too small to fish in the rough weather conditions

© Sec also Rendall (1974).



usually encountered in the areas explored (Brothers,
1977:3).

A major fisheries planning initiative by the Government of Newfoundland and
Labrador (1978:26) entitled Setting a Course concluded that “there was scope for
development of a middle distance fleet™.

In 1979 the Industrial Branch a ial shrimp survey in

the Gulf of St. Lawrence. Two 58 feet vessels were chartered. Bad weather
conditions showed up the “inadequacies of vessels in a size range of 55 to 58 feet
when operating 40 to 60 miles from shore.” After only 15 days, these vessels charters
were discontinued and the remaining 25 days of the charter were completed by an 80’

vessel. (Way and Hickey, 1979:5).

In 1981 a Provincial Royal Ci ission (p242) that “G

conduct, in short-season inshore fishery regions of the province, the projects necessary

to demonstrate the economics of operating medium range longliners.”

The 1982 Task Force on Atlantic Fisheries (p91) recommended that 40,000 tons of
the Northern Cod be allocated to middle distance class vessels in 1987, particularly

large Scandinavian-type longliners (65 feet to 120 feet).



In 1983, in response to the Kirby Task Force recommendation on the need for larger
vessels, the DFO leased a 115’ Norwegian vessel, and the Province of Newfoundland

acquisitioned a 90” vessel from the United Kingdom (O’Rielly, 1988).

In 1985 two 60’ inshore draggers were chartered to carry out a redfish harvesting
experiment off the Northeast coast of Newfoundland (3K) and in Fortune Bay (3Ps).
The object of this project was to determine the capability of inshore draggers to land
redfish which met the specifications of the Japanese market and, more generally,
determine the potential of a viable redfish fishery using these vessels. The fishing area
in 3K was 120 nautical miles north off St. Anthony. Due to longer steaming time and
adverse weather conditions it was decided that further fishing effort in Division 3K
was not warranted. The vessels spent the remaining charter days in NAFO Division

3Ps in an area approximately 10 nautical miles from land (O’Leary and Clarke, 1987).

In 1986 the Provincial Department of Fisheries acquired a 106’ Norwegian longliner,
with a refrigerated hold, again in response to a recommendation of the Kirby Task

Force (O’Rielly, 1988).

In 1987 the first domestic Middle Distance vessels, were constructed with the

following features for Newfoundland conditions:



. acooled fish hold and associated blast freezer room for by-catch,
endurance capability for 30 days and certified for a2 maximum crew of 14,
. enclosed processing deck and space for handling fishing gear (O’Rielly, 1988).

awR -

Newfoundland has the largest proportion of coastline of any of the Eastern Provinces, and
direct adjacency to fishery resources within the 200 mile limit. Yet, despite the
recognition in the literature of the need for a larger vessel class there were only eight
registered vessels in the 65°-100 class in Newfoundland in 1996, while other Eastern
Provinces together had 76. Nova Scotia had 25, New Brunswick 39, and the province of
Quebec twelve (DFO, 1998a). As discussed below, the size aspect is likely to affect the

economic return in the fishing industry in the respective regions.



Section 3.0: Origins of the 64’11” Vessel Length Restriction in
the Fishery of the Past

The purpose of this section is to establish the background of the existing vessel length

restriction.

Marine resources in Canada have been determined constitutionally to be a common
property resource. Northen Cod with its seasonal migration behavior, which for
generations shaped the fishery and society of Newfoundland is a classic example of the
exploitation of a common property resource in the context of Hardin (1968) ‘Tragedy of

the Commons’.

It is well known that the settlement pattern of Newfoundland and Labrador is historically
linked to the harvest of marine resources that occurred in abundance in the coastal and
offshore waters. Northern Cod was, of course, the raison d'étre of most settlement along
the coast of northeastern Newfoundland and Labrador. The Island portion of the province
has been described as a “great ship moored near the fishing banks” (Harris et al.,
1990:18). This description held for hundreds of years as the inshore fishery centered on
the annual cod migration to the coast in early summer. From the sixteenth century to the
nineteenth century, there were virtually no management or conservation policies in place
in a modem sense. The constraints on fishing were the circumstances of nature; the

geographic, physical and seasonal limitations. This early absence of a management regime



did not jeopardize the health of the groundfish stocks. Arguably, the Northern Cod fishery
from 1850 to 1950 can be viewed as a model of stability and sustainable usage (Harris et

al., 1990).

It is interesting to note that the origins of today’s vessel length categorizations and the

resulting ictions dates back to p: ion days. In the period 1942 to 1968,

the federal and provincial g sought to ize and expand Canadian fishing
fleets by means of extensive subsidy programs. Significant in promoting these changes
was Stewart Bates, Deputy Minister of Fisheries from 1947 to 1954. His report on the
Canadian Atlantic Fisheries (the “Bates Report”) has been described as a blueprint for
fisheries development in the post-war period. Bates concluded that the Atlantic fishery, in
all its branches, was undercapitalized, inefficient, and lacking in technology that could
raise productivity. He argued that a modernized Atlantic fishery was a means to increase

the productivity and incomes of fishermen in the Atlantic Provinces (Wright, 1997).

3.1 Early C: ( ) g

The general objective of the subsidy programs resulting from the Bates Report was to
increase output and returns to fishermen. The federal government implemented two
programs during this time period. The first was the Department of Fisheries Program

designed to assist fishermen with the construction of medium-sized vessels of



approximately 25 to 100 tons, and wooden vessels exceeding 100 tons.” The second
program was the Department of Industry Program of assistance to shipyards for vessels,
including steel fishing trawlers over 75 feet in length or over 100 gross tons (Mitchell and

Frick, 1970),

In an analysis of the government programs of assistance, Mitchell and Frick (1970) report

that the first measure to private i in i ing the efficiency and

capacity of the Canadian Atlantic fishing fleet came in 1942. The federal government

wartime vessel it i measure i as ton subsidy for

the construction of draggers, and conversion of schooners to draggers. Owners of the
new or converted vessels were also given special or accelerated depreciation privileges

through the Income War Tax Act and the Excess Profits Tax Act of 1940

In 1944 the policy of assisting fishermen to build larger and more efficient fishing vessels
began to emerge more clearly with an order-in-council® under the War Measures Act.
This Act provided for the $165/gross ton subsidy to be paid to groups of not less than
four fishermen. It was intended for the construction of draggers or long-line vessels of no
less than 55 feet in overall length to a2 maximum to be determined by the Minister of

Fisheries.

" See Footnote #4.
*P.C. 3978, June Ist. 1944. Mitchell and Frick (1970).



Mitchell and Frick (1970) report that the fishing vessel construction assistance was
continued by the Department of Fisheries Program under the relevant Appropriations Act

in 1947.

As vessel construction costs continued to rise, the incentive effect of the subsidy
decreased. In 1961, the subsidy was therefore raised to $250/gross ton.” However,
because building costs per ton increased with the size of the vessel, a flat-rate subsidy
based on gross tonnage came to be seen as inappropriate for vessels of widely varying
sizes. As a result, payment of subsidy as a percentage of approved cost was therefore
substituted in 1964 for the flat rate basis.'® Under this arrangement, vessels 35-55 feet
received a subsidy of 25 per cent of approved costs. Vessels 55 feet to less than 100 gross
tons (75 feet.)"!, received a 30 per cent subsidy. The minimum length to qualify for the
subsidy was raised to 45 feet in 1968," with a subsidy of 30 per cent on wooden vessels
45 feet to 100 gross tons (75 feet.). Yet another size category was established in 1965"
when wooden fishing vessels in excess of 100 gross tons became eligible for a subsidy of

40 per cent of approved cost.

The primary objective of the Department of Industry Program was to provide work in

? (P.C. 1333). Mitchell and Frick (1970).
'° (P.C. 855). Mitchell and Frick (1970).
'! See Footnote #4.

12 (P.C. 198). Mitchell and Frick (1970).
3 (P.C. 1199). Mitcheil and Frick (1970).



Canadian shipyards, while at the same time help modemize the Canadian commercial
fishing fleet. Under Appropriations Act. No. 4, 1961," Ship Construction Assistance
Regulations were established, which provided for a construction subsidy to any eligible
ship of 40 per cent of the approved cost incurred for work performed before 1963, and 35

per cent thereafter. It is noteworthy that this subsidy was to be paid only when a trawler

replaced an existing trawler of steel or wooden ion that had been

withdrawn from fishing. (Interestingly this requirement was later dropped). These
policies' therefore allowed capacity expansion. By contrast, this paper will argue for
change in the existing replacement policies that do not promote capacity expansion. The

of this distinction cannot be

3.2 Related Provincial Subsidy Programs

Turning to p ial initiati the Fisheries D p Authority

administered the first inshore fisheries development program under the Bounties Act of
1955. A subsidy of $160/gross ton was paid on vessels built and equipped in Canada in
the size range of 12 to 150 gross tons aithough grants could be paid on vessels outside this
size range.® It is interesting to note that the maximum fishing vessel limit under the
Bounties Act was set at 150 tons, (which is greater than 75 teet).'’ Yet the Division of
" 1+(PC. 1290). Mitchell and Frick (1970).

'S A summary of the legislation and the principal regulations from 1942 to 1968 can be found in
Appendix A of Mitchell and Frick (1970).
o

¢ Mitchell and Frick (1970).
!" See Footnote #4.



Vessel C ion and ion supplied ints only for 36” to 66 longliners for a

fee of five dollars. Curiously, no blueprint plans for vessels larger than 66 feet were

available."

In 1962 a direct subsidy was also paid for the construction of small engine power boats
that had been certified by a provincial authority as suitable for the traditional
Newfoundland fisheries. This grant amounted to $8 per foot for boats 24 to 30 feet in
length, and $10 per foot for those 31 to 35 feet long. These provincial initiatives therefore

favoured smaller boats suitable for the traditional inshore trap fishery.

33 i of idy Legislation for Future Fi ies D

The result of changing the size limitations of the federal subsidy program (to 45 feet in
1951'” and 35 feet in 1964)” and the direct subsidies of the Newfoundland Fisheries
Development Authority combined to produce a fleet of small, less productive vessels. As
the fleet increased in numbers, the subsidy program came to contribute increasingly to yet
further expansion of the inshore fleet in these size categories. In effect, it became a
program of assistance for small vessels although this was not the original objective of the
* Department of Fisheries (1955). The Fishing Vessel (Bounties ) Act,. In addition to this Bounties Act.
assistance in rebuilding or repairing vessels was available under the Fishing and Coastal Vessels
Rebuilding and Repairs (Bounties Act of 1958). The bounty for rebuilding fishing vessels was from $100
1o $250/ton. depending on the size of the vessel. or 50 percent of the approved cost. whichever was less
(Mitchell and Frick. 1970).

1% (P.C. 2490). Mitchell and Frick (1970).
 (P.C. 855). Mitchell and Frick (1970).
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program. During the period 1957-66 the number of fishermen in Newfoundland increased
from 16,469 to 20,286. The number of vessels increased from 12,866 to 17,237.%" in the
same time period. The resulting low incomes and increased dependance on unemployment

by and plant workers has been well documented™ and

will not be discussed further here.

However, a second less well-documented implication of the subsidy program is the legacy
of a vessel class unsuitable to the pursuit of resources in the new diversified fishing

industry.  According to Mitchell and Frick (1970), Copes (1973) and others, the

ized vessel class (origi 50 to 75 feet) ranked as the most efficient for
the Atlantic coast with the larger vessels within this category being better suited for
offshore operations than the smaller ones because they were considered more seaworthy
and therefore able to extend the effective fishing season by logging more time at sea per

year.

Given the opportunity to expand vessel size provided by the various subsidy programs,
why did this downward trend in vessel size occur? With a three mile coastal fishing limit
prior to 1964, and a twelve mile limit from 1964 until January 1977 it was thought that in
the exposed fisheries off Newfoundland, vessels exceeding 60 were required if they were
1o be as safe and efficient as vessels 50’ long in the more sheltered fisheries in the other

* Mitchell and Frick (1970).
= Copes (1964), (1971), (1972). (1973) and others.



Atlantic waters (Mitchell and Frick, 1970). However, the amendments to the subsidy
program during the 1942-68> had the eventual effect of subsidizing smaller vessel sizes.
In addition, fishermen who were building their own boats could contribute their own
labour “in lieu” of a down payment (Proskie, 1964). When one considers that at the time
over 70 percent of fishermen had not attended high school (Proskie, 1967), it may be
deduced that with the greater skill and knowledge needed in order to build and operate a
75 vessel, fishermen who were contributing their own labour would more readily accept

the smaller size categories offered under the subsidized programs which were better suited

for a trap and inshore gillnetti i The result ding to Mitchell and Frick
(1970:45) was that “the subsidy program contributed to the construction of relatively

vessels in the i i ized fleet.”

The real effect of this shift in vessel size from 75 to a maximum of 64’11" came in the

1970’s with what Parsons (1993) terms the “evolution of limited entry controls’. By 1973

and resource managers had become i i d about the
in both the size and catching capacity of the Atlantic fleet. However, while subsidy
programs had promoted small vessels in Newfoundland, they had not done so in other
Eastern Provinces. For example, under the same federal subsidy programs, New
Brunswick built the first 84’ and 92’ steel stern draggers and 86” wooden draggers. The

first 78" conventional steel draggers were built in Quebec. In Nova Scotia, 85’ to 92’

* See Footnote #15.



wooden longliners and a large number of 97° wooden scallop draggers were built. Two

92" steel seiners were built in New Brunswick.**

With the prospects of an expanded Canadian share of the North Atlantic catch, a serious
short-term imbalance between catching capacity and available resources appeared
imminent in the early 1970’s. The federal government therefore established a Licensing
Policy Review Committee to review existing licensing arrangements and to develop new
policies. I[n 1973, it was recognized that “there was no government policy on licensing for
the Atlantic fisheries...that there had been a real upsurge in interest in the Atlantic coast
fisheries..., and that there were a lot of people talking about expanding their investments,
expanding their fishing fleets. ™ Two reasons were identified for this increased interest.
One was the growing imbalance between demand and supply. The other was the Law of

the Sea discussions, and the expectation that coastal states would be extending their

with attendent prosp of an increase in supply of Canadian fish. It was
against this background that in 1973 the Ministry of Environment introduced for the first
time a fishing fleet development policy for Canada’s Atlantic Coast. The aim of this policy
was to match fleet size to fish stocks by instituting a more selective subsidy program for
vessel construction, and by establishing for the first time a licensing control program. This

policy saw the number of offshore trawlers frozen and entry into the offshore restricted.

** Proskie (1965: 11).
* Observed by the Senior Assistant Deputy Minister of the Fisheries and Marine Services. as reported by
Parsons (1993:176).



Licenses were introduced for fixed gear fisheries in 1974. However, the new entry

controls were not rigorously enforced.” Two years later, licenses for otter trawling by

vessels under 65° were limited. The replacement rules for these vessels were as follows:*’

1. vessels 45 feet and less - open access to all gear types.

2. vessels between 45 feet and 65 feet were placed under limited entry, with licenses
issued only to a vessel which had been licensed in the previous two calendar years
(1974 and 1975), and

3. areplacement vessel in the 45 feet to 65 feet class could not exceed 125% of the length
of the vessel being replaced up to a maximum of 64 feet 11 inches.

3.4 The 200 Mile Limit
On January 1, 1977 Canada declared a 200 nautical mile fishing zone on the Atlantic coast
encompassing 503,000 square miles. Canada agreed to the national allocation approach of

the i C ission for the Atlantic Fisheries (ICNAF) of managing

fisheries by Total Allowable Catch (TAC) and applied it to the domestic fleet.

In ing the first G Plan (1977) involving this vast new
fishing zone, the government noted that “the intermediate and small boats, more than
10,000 of them, had only limited range. Hence the large trawler fleet had a duty and
opportunity of going farther afield.” Large foreign vessels were also allowed to take fish
surplus to Canadian requirements and reserves (Jackson, 1981). The larger trawler fleet
was defined to comprise vessels larger than 100 feet. Then in 1977-78 a debate arose
** Parsons (1993).

* Parsons (1993:177).
 Romeo Leblanc. as quoted in Parsons (1993:122).



over the inshore/offshore allocation of the TAC for Northern Cod. The DFO gave priority
to the inshore in 1979. In its discussion paper entitled Toward a Policy for the utilization
of Northern Cod, one of the main policy directions was that two-thirds of the TAC of
Northern Cod be set aside for the inshore sector (Parsons and Lear, 1993). With reference
to Northern Cod, the Minister stated that:

“Who gets first crack at these fish? Here [ must say...that |

have a clear bias for the inshore fisherman. Not because of

some romantic regard, not because of his picture on the

calendars, but because he cannot travel far after fish,

because he depends on fishing for his income, because his

community in turn depends on his fishery being protected”

(quoted in Parsons, 1993:123).
In order to distinguish between inshore and offshore, operators of the large trawler fleet
preferred to use a 100” cut-off length to identify vessels that could fish anywhere along the
Atlantic coast and those which were to fish close to home port. Parsons (1993) reports
that the terms “inshore’ and ‘offshore’ were in fact misleading because 65° draggers from
southwest Nova Scotia were quite capable of fishing the Scotian Shelf most of the year.
However, the 100’ cut-off was gradually accepted as the basis for determining the

inshore/offshore allocations of harvests.

Nevertheless, the recognition of the mobility of the 65’ draggers from Nova Scotia
resulted in the introduction of ‘Sector Management’ in January 1982. This was to prevent
this fleet of small draggers from moving into the Gulf of St. Lawrence and catching the

small vessel quotas there (Parsons, 1993). The policy was applied to all vessels less than



65" that fished groundfish, and regulated them within three geographic sectors (Figure

3.1)

ource: Parsons, (1993:138).

FIGURE 3.1: THE THREE SECTOR MANAGEMENT AREAS OF THE ATLANTIC COAST.
This three sector approach was introduced in order to make decisions affecting capacity
specific to a geographic sector. Under Sector Management licenses for vessels less than
65" became non-transferable between sectors. This was to allow decentralized
management of the inshore fishery with a regional headquarters, thus allowing each region
to respond quickly to local fisheries problems and align fishing effort to resource

availability (DFO, 1985).

b1



Since the inshore fishery traditionally takes place in Summer and early Fall, and the
offshore fleet capable of fishing in late Fall and Winter, it was suggested by the Kirby Task
Force (1982) that the inshore and offshore be divided “so that the maximum employment
model applies inshore and the maximum economic rent offshore.” With two-thirds of
the fish were allocated to the inshore (<65”) and the remainder to the offshore (>100),
there were virtually no allocations to vessels between these two size classes (Parsons and
Lear, 1993). A review of vessel classes (to be discussed in a later section) reveals that the

65°-100° vessel class comprise less than 0.1 percent of fishing vessels in Newfoundland

Recall that the subsidy programs 1942-68 had led to a size of vessel operated by inshore

fishermen ill suited to the harsh environmental conditions in the offshore fishery. This

of offshore was ized by the Kirby Task Force (1982). One
of the two mandates of the Task Force according to Parsons and Lear (1993:73), was “to
advise the government on the long-term policies it should implement to promote a healthy
fishery in the future” The Task Force recommended that the harvest allowance for
existing inshore vessels (<65’) not be increased in proportion to the expected growth in
the TAC due to the high seasonal catches already being landed. It was felt that any
increases would only add to the seasonal ‘glut’ situation. Instead it was recommended
that a significant amount be set aside for the Resource Short Plant Program (RSPP). This

program was seen as a way to provide raw material to plant operators who complained of

* See Schrank (1995:293).



a critical shortage during the off-season. This required use of additional harvesting
capacity from larger Canadian offshore vessels. Since this domestic effort did not
materialize, large foreign offshore vessels were used to land cod until 1989. The Task
Force also recognized that the extreme seasonality and the low annual production in the
inshore fishery on the East Coast of Newfoundland was fundamentally a problem of
technology. The Task Force therefore placed a high priority on the development of a fleet
of large Scandinavian-type longliners that could fish most of the year. There appeared to
be no other intermediate vessel already in existance between the smaller vessel (<65°) and
a large stern trawler (>100’) that was capable of fishing Northern Cod (Parsons and Lear,
1993). The recommendations to develop the new fleet were accepted by the federal
government and reflected in the 1983 Groundfish Plan. The plan included a 3000 ton
quota for the new 65’-100° fixed gear vessels, which used traditional inshore fishing gear
technology but were capable of fishing all areas accessed by the larger trawler fleet

(O’Rielly, 1988).

3.5 Trends in Newfoundland Fishing Fleets

Table 3.1 suggests that the number of fishing vessels in all classes decreased by almost 29

percent in the period 1983-96. From the int of ity, it is i ing to
note that vessels <35’ made up 93.1 percent of the total fleet in 1983. By 1996 this share
had dropped only slightly to 91.6 percent. The share of the 65’-99’11” remained

unchanged at less than 0.1 percent over the same period. The 45°-64’11” class saw a



slight increase from 2.6 percent to 3.6 percent over the same thirteen year time period as
did the 35’-44711" vessel class in going from 3.7 to 4.5 percent.

TABLE 3.1 NUMBER OF FISHING VESSELS BY SIZE CLASS, NEWFOUNDLAND AND
LABRADOR, 1983-96.

Year <35 35'44'11" | 45'64'11" | 65-99'11" >100" Total
1983 15,207 597 430 12 89 16,335
1984 15,020 875 545 18 90 ,548
1985 14,184 740 502 9 89 ,524
1986 14,438 768 493 9 84 ,792
1987 15,326 770 481 8 78 663
1988 15,828 662 494 10 85 7.079
1989 15,730 715 488 9 85 7,027
1990 15,360 694 502 7 6,638
1991 13,678 646 497 i 4,905
1992 | 13,587 638 485 7! 4,793
1993 12,848 601 470 7 4,001
1984 | 12075 561 445 9 40 ,130
1995 11,403 536 438 8 13 ,398
1996 10,659 521 420 8 28 636
Source: Adapted from Department of Fisheries and Oceans, 1998a.

The issue is whether the present (1996) fleet structure of which the 45°-64°11 vessel
class comprise 3.6 percent is suited to maximize the potential economic return from the
new fishery involving underutilized resources. Is it desirable to keep the 65°-9911” class
at less than 0.1 percent of the total fleet and instead allow the offshore vessels of >100” to
expand? The effects of large offshore draggers capable of fishing twelve months of the
year are in evidence, as is the struggle of the inshore fleet to keep up. This paper argues
that the time has come to consider merging elements of the inshore and the offshore into a
new intermediate design of vessel that is safe and efficient in harvesting sensitive ocean

resources of high value and quality for a global market.



Section 4.0: Today’s Resources, Harvesting Techniques and
Product Market Requirements

Several developments continue to alter the face of the Newfoundland fishing industry as

we approach the next century. One is the value of shellfish landings, which generated

more value from 1994-97 than did groundfish from 1987-93 (Figure 4.1).
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Source: Department of Fisheries and Oceans, Newfoundland Region.

FIGURE 4.1: VALUE OF LANDINGS IN CURRENT DOLLARS, NEWFOUNDLAND AND
LABRADOR, 1987-97.

This section describes the geographic location of these new resources. The purpose is to
illustrate that the value of landings can be increased and safety issues addressed if these

new fisheries are pursued with a more appropriately sized fishing vessel that matches both

the envi | conditi d, and the product quality demands of the market.
In his analysis of fisheries development in Newfoundland Copes (1973) suggested that the
longliners acquired by Newfoundland fishermen were too small to achieve a really

significant extension of the seasonal and geographical range of operations. Copes pointed



out that the administrati: measure of icting vessel length impacts upon
not only volume, but size, quality, presentation and the overall image of Newfoundland as

a seafood producer. Since the fishing ise is a business ization, it stands to

reason that the type and size of vessel must bear a sound economic relationship to the
resources exploited. Doll (1988) argues that the goal of the fishing enterprise is to

maximize profits within the production period. It may th be argued that the shift in

species diversity in the past decade (Figure 4.2) and its geographical location should allow

flexibility in vessel design.

Shrimp
1988 % 1997

Source: Department of Fisheries and Aquaculture, Newfoundland.
FIGURE 4.2: SPECIES DIVERSITY, PERCENTAGE OF LANDINGS 1988 AND 1997.
It is instructive to examine how restrictions on design relate to the requirements of the

market, and to attempt to draw out the implicati of these ini i on

the resource harvesting, p ing and marketing of particular species. A
case for modified vessel length restrictions can be made in respect of each of the species

considered below.



4.1 Snow crab
The Newfoundland and Labrador snow crab fishery has grown primarily as a result of the

post i ion of the y fishing grounds in all NAFO Divisions to

the offshore as far as 200 nautical miles and beyond (Figure 4.3).

= = 'y
Source: Taylor and O’Keefe, 1997

FIGURE 4.3: DISTRIBUTION AND LOCATION OF CRAB FISHING EFFORT, 1996.

The snow crab quota outside 200 miles in 1997 and 1998 was set at 2500 tonnes
compared to 1500 tonnes in 1996 for a total snow crab quota of 44,300 tonnes in 1997

and 1998% (Figure 4.4). However, it is doubtful that the full economic value of this

* Department of Fisheries and Oceans (1997a).
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resource can be realized by using the existing fleet of 45’ to 65’ vessels to harvest the

resources now found as far offshore as the 200 mile limit and beyond.
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Source: Department of Fisheries and Oceans, 1997a.

FIGURE 4.4: SNOW CRAB QUOTAS, NEWFOUNDLAND AND LABRADOR, 1988-98.

Snow crab sections from Newfoundland, where more than half of the Canadian snow crab
quota is now caught, sell at a discount of as much as $2.20 per kilogram compared with
crab product from Alaska and New Brunswick. Two reasons have been given for this.
The first is the higher percentage of bamacles and dark shell discolouration of older crab

from This is an i of nature. The second reason is

that because the snow crab fishery is a high volume fishery conducted by many small boats
without live tanks, Newfoundland processors inevitably process some crab that is almost
dead, which results in lower-quality meat (Anon., 1997). This contention is further
supported in the Report on the Provincial Mission to Japan (Vardy, 1997), which states
that mission members were told by Japanese importers that Newfoundland ranked at the

bottom of the list of preferred suppliers. Ahead of in order of




were Japan, Gulf of St. Lawrence, Alaska, and Russia. The reason is the Japanese
importers insistence that crab should be treated like eggs. This means that they should be
properly boxed and iced at sea, and placed in refrigerated sea water systems onboard
harvesting vessels. This is the industry standard in high-end markets. The intrinsic quality
of the crab stock is given by nature. However, the means by which it is harvested can be
improved. It is paramount that Newfoundland vessels and practices are up to this

standard.

4.2 Shrimp
The East Coast shrimp fishery off Newfoundland has both offshore and inshore processing

capability. The offshore harvesting and p ing is onboard

twelve offshore trawlers (164’-223") capable of cooking, peeling, freezing and packaging
shrimp within minutes of the harvest. This fleet harvests shrimp quota from 17 offshore
licenses which are currently held by 14 companies and received about 61 percent of the
TAC in 1998 with the remainder going to the inshore sector (DFO, 1997b). Quotas for
northern shrimp have increased from 5,000 tonnes in 1979 to 85,020 tonnes in 1998

(Figure 4.5).
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