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ABOUT
THIS REPORT

A reporttitled Economic Impacts of Maritime Shipping in the Great Lakes-5t. Lawrence Region
was published in July, 2023. It was prepared by Martin Associates of Lancaster, Pennsylvania,
which was retained to prepare this study by a consortium of U.S. and Canadian Great Lakes -
5i. Lawrence Seaway System stakeholders. The stucly sponsors were: the Great Lakes -

5t Lawrence Seaway Development Corporation, the St Lawrence Seaway Management
Corporation, the American Great Lakes Ports Association, the Chamber of Marine Commerce,
the Lake Carriers' Association, and the Shipping Federation of Canada.

The analysis includes the economic impacts generated by marine cargo activity on the Great
Lakes-5t Lawrence Seaway system, including U.S. domestic commerce, Canadian domestic
commerce, bi-national commerce between the two countries, and infernational traffic moving
between the Greal Lakes-Seaway region and overseas destinations. The impacts are measured
far the year 2022 and are presented in terms of tofal economic impacts at the bi-natianal
regional level, the counfry level, and the state/provincial level,

This report, Economic Impacts of the Port of Oswego, isolates the econamic impacts
created by all cargo and vessel activity at the Part of Oswego.

Econamic Impacts of Mariime Shippimg in 1he Parl of Oswego



INTRODUCTION

Fram the earliest days of European settlemenl, the Greal Lakes and Si.
Lawrence River have been ulilized as a means of lransportalion, Great
Lakes cities were founded as frading posts alang a vast marine highway
that focilitated commerce in an era pre-daling railroads and highways.
This relationship io the water has enabled the region fo thrive and today,
the Great Lakes-Si. Lawrence region is the indusirial and agricultural
heartland of bath the United States and Canada.

Over the lasf 200 years, navigation improvements in both the Uniled
States and Canada have enhanced the waterway, The Welland Canal first
connected Lake Onfario and Lake Erie in 1829, enabling vessels o bypass
Niogara Falls. The Soo Locks have made the 5t Marys River navigable,
connecting Lake Superior to the lower four Great Lakes and the St Lawrence
Seaway. The 5t Llawrence Seaway has tamed the St Lawrence River,
enabling ships fa sail from Lake Ontario fa the Atlantic Ocean since 1959,

The resilting deep-draft inland navigation system is the longest in the
world, extending 3,700 kilomaters (2,300 miles) into the North American
heartland. This bi-national trade carridor complements the region’s rail
and highway network and offers customers a cost effective, safe, reliable,
and environmentally smart means of moving raw materials, agricultural
commodities and manufaciured products to and from domestic and
global markets. Cargoes include iron are, coal, steel, aluminum, machinary,
sfone, cemenl, grain, sugar, ferfilizers, road salt, petroleum products and
containerized goods. These cargoes become the slaples of everyday life
— food and ofher household ilems; buildings, factaries, ronds and bridges;
vehicles and planes; and the energy that powers cities and fowns.

Feanamic Impacks af Manlime 5]up|:|in[| in the Parl of quego

Three distinct vessel-operator communities serve ihe waferway. These
include U.5. domestic carriers ('UUS. Lakers”) transparting cargo between
ports on the Great Lakes, Canadian domestic carriers ("Canadian Lakers”)
operating between ports on the Great Lakes and the 5t Lawrence Riverand
Canadian constal waters, and acean- going vessel operators ("Salfies”),
which operate between the region's ports and overseas destinafions. These
carriers serve mara than 110 system ports locaied in each of the eight Greal
Lakes states and the pravinces of Ontario and Quebec.

In addition to locks, ships and parts, a host of maritime service providers
work fo ensure fthe safe, reliable, and efficient transport of cargo,
These include stevedores, warehouse employees, freight forwardars,
dockwarkers, crane operators, vessel agents, dredging contractors,
marine pilots, Iruck drivers and port rail operators, lugboat operators
and shipyard workers,

[his report is designed to provide the navigation communily, transportation
planners, governmenl policy makers and the general public with a realistic
assessmen of the confributions mode by commercial marifime shipping al
the Port of Oswego,
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CHAPTER I

METHODOLOGY

This section describes the methodology utilized fo produce The Greal Lakes, their connecting channels and the St Lawrence River
the repart fifled Economic Impacts of Maritime Shipping exlends from the weslern-most point in Duluth, Minnesota, fo eastern
in the Greaf Lakes-5t Lawrence Region, which was published Quebec. This analysis examines the aconomic impacis created by cargo
an July, 2023. The economic impacts related specifically and vessel activity af all marine ferminals located along this fransportation
to the Port of Oswego are included in thaf broader corridor — in the stales of Minnesota, Wisconsin, lllinois, Indiana, Michigan,
Great Lakes-St. Lawrence study, and have been isolated Ohio, Pennsylvania and New York, and the provinces of Ontario and
and repotfed separately in this document. The impacts Quebec. Included are ferminals owned by public port autherities such as
are measured for the year 2022, municipalities, counties, and independent port agencies, as well as thase

owned and operated by private companies.

The sludy methodology is based on onalysis of a core group of 40
Conadion and US. Greal Lakes-5t Lawrence River ports. The 40 individual
porfs are listed in Exhibit 1-1.

The sludy feam conducled defailed interviews with marine ferminal
operators, service providers, railroads, port lenants and ofher slakehalders
at each port, The firms included in the interview process were identified
from the following sources:

= Greenwaod's Guide to Great Lakes Shipping

-+ Port directories

—>  Interviews with port authorifies nssociated

! The Great Lakes 5. Lowrence Seoway Dovelopmant Corparation (GLS), tho with the 40 iﬂdividuﬂ| pQFrS
51 Lawranca Seawsy Manngaman| Carporalian (SLSMC), lhe Americon Greal
Lakaes Parls Assaciation (AGLPA), the Chambar of Marineg Cammarce (CMC), ¢ 1
ihe Lake Carriars Association (LCA), and the Shipping Federalion of Canada (SFC). = Supplemental lists provided by stakeholdars

\£
Economic Impacts n:}Munlnne Shipping in the Par) of Oawego
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EXHIBIT 1-1

INDIVIDUAL PORTS MODELLED

U.S. Ports (19)

Canadian Ports (22)

Ashtabula Baje-Comeau
Burns Harbor Becancour
Calcite Goderich
Chicago Hamilten
Cleveland Havre-Saint-Pierre
Conneaut Jehnstewn
Detroit Meldrum Bay
Duluth Montreal

Erie Nanticoke
Green Bay Oshawa
Lorain Port Alfred
Milwaukee Port-Cartier
Monroe Quebec
Muskegeon Saguenay
Oswego Sarnia
Saginaw River Sept-lles
Superior Sarel

Toledo Thunder Bay

Two Harbors

Taerante

Trois-Rivieras

Valleyfield

Windsor

Fcanomic lmpqc!r. of Marilime Sh\pping in the Parl of Dg\,\mgu

In tatal, nearly 800 firms with mare than 1100 operations throughout the
region were idenlified. All firms were contacted by telephone fo collect
the data required to assess direct impacts and develop the individuel
port models.

These firms provided data in the following categories:
- |obs
*  Income
~*  Revenue
= Local purchases
—  Terminal operational specifics:
+ Madal splits
+ Hinterland distribution patierns
+ Rail and truck rafes
+ Rail yard specifics

To measure the impacts of marine carge moving via individual poris
and private terminals nof included in the core group of 40 ports, Martin
Assaciales developed prololype economic impact models,

These models were used to expand the individual porf impacis to a
state/provincial level, thus incorparaling the cargo tennage at all marine
terminals located within a specific state or province.

For the purpose of delermining econamic impacts, the report uses a
fonnage handled figure. "Handled" refers to both the shipping (exparting)
of the cargo from a system part, and fo the receipt (imporfing) of that cargo
in a system port, Because ecanomic acfivily is created every time cargo is
handled, for the purposes of this study, cargo moved between ports within
the region has baen handled iwice. By contrast, cargo moved betwean the
region’s porfs and averseas porfs has been handled once (in the regian).



1. FLOW OF IMPACTS

Waterborne cargo activity af a marine lerminal conlributes to the
local, regional, state/pravincial, and national economies by generating
business revenue for firms thot provide vessel and cargo-handling
services af the terminal.

These companies, in turn, provide employment and income fo individuals,
and pay taxes to federal, state/ provincial, and local governments.
Exhibit |-2 shows how ocfivity af marine lerminals generates impacts
throughout the local, regional, state/provincial, and national economies. As
this exhibit illustrates, the econamic impact of a part cannol be reduced to
asingle number, as the port activity creutes several impacls — the revenue
impact, employment impact, personal income impact, and tax impact,

These impacts are non-addifive. For example, the income impact is part
of the revenue impact, and adding fogether these impacts would result in
double-caunting.

The repart also provides a fotal economic activity value, which is explained
later in this chapter,

EXHIBIT [-2

1.1. BUSINESS REVENUE IMPACT

At the outsel, activity at o port generates husiness revenue for firms that
provide services. This business revenue impaclis dispersed throughout the
economy in several ways; il is used fo hire people, purchase goads and
services, and pay federal, slale and local taxes. The remainder may be
used fo pay stockholders, refire debl or make investmenls, ar may be held
as retained earnings. Nole thal the only components of the revenue impact
that can definitely be identified as remaining in the local economy are
those portions dispersed in Ihe fallowing ways: salaries fo local employees;
local purchases by individuals and businesses direclly dependent an the
seaport; confributions fo federal, statefprovincial and local taxes; tenant
lease payments to the parl authorilies; and wharfage and dockage fees
paid by the steamship lines fo the individual port authorities.

FLOW OF ECONOMIC IMPACTS GENERATED BY MARINE ACTIVITY

Seaport Activity

-

— Business Revenue —

1

Payroll

Retained Earnings
Dividends & Investments

Seaport Activity

l

Direct Jobs =11 Re-spending —>

I

Induced Jobs Inirect Jobs

1

—— Taxes

™
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1.2. EMPLOYMENT IMPACT

Employment is measured in terms of full-fime equivalent jobs, as defined
by 2,080 hours per year per full-time worker. The employmentimpact of the
port activily consists of three levels of job impaocs:

—  Direct employment impact — jobs direclly generated by seaport
activity. Direct jobs generated by marine cargo include jobs with
railroads and frucking companies moving corgo between inland
origins and destinafions, and the marine lerminals, as well as the
jobs of longshoremen and dackwaorkers, steamship agents, freight
forwarders, stevedores, and others. If should be noled that jobs
clossified as "directly generated” are those that would experience
near-term dislocation if the activity of the marine lerminals was
discantinued,

= Induced employment impaet — jobs supported throughout the
local, regional and national economias because individuals directly
employed due o part activity spend their wages locally on goods
and services such as foad, housing and clothing. These jobs are held
by residents lacated thraughaut the region, since they are estimaled
based on local and regional purchases.

= Indirect employment impact — jobs supported within Ihe region due
to purchases of goods and services by firms, not individuals. These
jobs are estimated directly from local purchases data supplied by
the 800 companies interviewed as part of this study. They include
jobs with affice supply firms, maintenance and repair firms, parts
and equipmen! suppliers, and others,

1.3. PERSONAL EARNINGS IMPACT

The personal earnings impact is the measure of employes wages and
salories (excluding benefils) received by individuals directly employed
due lo porl aclivily. Re-spending of these earnings on goods and services
throughout the regional ecanamy is also estimated using o sftafe or
provincial personal- earnings multiplier, which reflects the percenfage
of purchases by individuals that are made within the state/ province in
which the port is located. This re-spending generates additional jobs
or the "induced” employment impact. The re-spending effect varies by
region — a larger effect occurs in regions that praduce a relatively large
propartion of the goods and services consumed by residents, while lower
re-spending effects are associnled with regions that import a relatively
large share of consumer goods and services (since personal earnings “leak
out” of the regian for lhese oul-of-region purchases), The direct earnings
are o measure of the lacal impacl since they are received by those directly
employed by part aclivily.

1.4. TAX IMPACT

Tax impacls are tax payments to federal, state/provincial and local
governmenls by firms and by individuals whose jobs are directly
dependent upon and supparted (induced and indirect jobs) by activity at
the marine ferminals.

Economic Impocts of Mantime Shipping in the Pan of Oswego

1.5. TOTAL ECONOMIC ACTIVITY

The total economic activily value calculated in this report consists of the
direct business revenue received by the businesses supplying the cargo
and vessel handling services, and the re-spending of direct income and
cansumption expendiiures. These fwo monetary measures of economic
impact are additive, since the re-spending impact is in addition to the
direct income impact and Ihe business revenue is independent of other
dollor value impacts. The direcl personal income, business purchases and
taxes are poid from business revenue, and lo include these in the total
aconomic impact measure would resull in double counting.

2. IMPACT STRUCTURE

The four types of economic impacts are created throughout various
business sectors of the local, regional, state/provincial and national
economies. Four disfinct sectors are impacted as a result of activity at the
marine terminals. These are:

—»  Surfoce fransportation sector

—»  Maritime services sector

-+ Shippers/consigness using the porl
= Port authorities/Seaway authorities

Within each business sector, various partficipants are involved. This siudy
estimales separale impacts for each of the participants. Below is a
discussion of the four sectors analyzed far economic impacis — including o
description of the major parficipantsin each,

2.1. SURFACE TRANSPORTATION SECTOR

The surface transportafion sector consists of both the railroad and frucking
industries. The trucking firms and railronds are responsible for moving the
various cargoes between the marine ferminals, and the inland arigins and
deslinations.

2.2. MARITIME SERVICES SECTOR

Walerborne cargoes handled by each port/marine terminal generale
economic activily in various business sectars of the local economy.
Specifically, these impacts occurin the following categories:

=»  Terminal Operations — includes those companies that hire labor o
load/off-load ships, transter cargo to truck ar rail, sort cargo, stage
cargo, and provide short- and long-term storage of cargo,

= Dackworkers — includes members af the Internationdl
Longsharemen's Assacialion, International Union of Operating
Engineers, International Brotherhood of Teamstars and the United
Steelwarkers, as well as thase dackwarkers with na union affiliation
that are invalved in the loading/unloading of cargo,

6



=*  Tug Assist — includes those companies hal provide lugboats
io ossist vessels with docking and undecking

—*  Pilofs — includes those companies and organizations that provice
navigafion-assistance services lo vessels as required under LS,
and Canadian law,

—+  Agents — includes those companies that provide vassel and
crew-relafed services, including documentation required fo enter
and clearthe ship, arrangement of pay for crews, and provision
of food and supplies.

—*  Marine Services — includes o variely of service providers such os
chandlers that supply ships with faod, supplies and equipment;
marine surveyors that inspect vessels and cargo and provide
valuations for insurance purposes; launch operators that provide
farry services for craw fo mave from ship la share; and fuel-supply
companies that provide vessels with bunker fuel.

=+ Freight Forwarders — includes fhose companies that provide
transpartation logistics and managemeni services, and that
coordinate both marine and land fransporlalion for cargo.

-+ Government — includes those federal and local government agencies
that perfarm services related to cargo handling and vessel operations,
such as the US. Army Corps of Engineers, Deparimen! of Homeland
Securily, US. Customs and Border Proiection, ihe Canadian and US.
Coosl Guards, and the Canada Border Services Agency.

<> Ship Repair — includes those companies that pravide ship
conslruclion and repair services on both a scheduled and
emergency basis.

—»  Laker Operators — includes the crew and headquarters-
based monogemenl emplayees of U.S. and Canadian domesiic
Greaf Lokes vessel operalors that fransport cargo.,

—+ Barge Operators — includes the crew ond headquarfers-
based management employees of US. and Canadian domestic
Great Lakes barge operators that transport cargo.

2.3. SHIPPERS/CONSIGNEES SECTOR

This seclor includes carga owners that ship or receive cargo via a specific
porl. These companies are dependent upon the port and usually localed
within the port'simmediate vicinity,

2.4. PORT AUTHORITIES/
SEAWAY AUTHORITIES

This seclor includes the various part authorities aperating in the Greal
Lakes-Seaway and St. Lawrence River. Alsa included in this category are
the employees of the Great Lakes 5t Lawrence Seawoy Developmenl
Carporalion (GLS) and the Canadian St Lawrence Seaway Management
Corporalion (SLSMC), as well as the lack aperatars at each of the lock
systems on the Greal Lakes-Seaway system — including the Soo Lacks,
which connec! Lake Superiar and Lake Huran,

Ecanomic Impacts of Maritime Shipping in the Pan af Oswego

3. SUMMARY
OF METHODOLOGY

This section provides a summary of the methodological approach used
to analyze the economic impacts of the vessel and cargo activity on the
Great Lakes and St. Lawrence River.

3.1. DATA COLLECTION

The cornerstone of Marfin Associates' approach is the collection of defailed
haseline impact data from firms providing services at the ports and
ferminals. To ensure accuracy and defensibility, the boseline impacel dato
were collected from interviews with nearly 800 firms that provide services
on the Greal Lakes and 5t Lawrance River,

In mos! cases, multiple interviews were conducted wiih several persons
in each firm.

The baseline survey data collected from the nearly 800 firms was used to
develop operalional impact models for each of the 40 ports, This data was
also used to develop models fo expand the impact calculations beyond the
40 ports and therefore, lo eslimate state-wide/province- wide impacts,

3.2. DIRECT JOBS, INCOME,
REVENUE AND TAX IMPACTS

The resulls of these inferviews were than used to develop the baseline direc!
Job, revenue and income impacts for the business sectors and job categaries
associafed with the cargo activity at the marine ferminals in the 40 individual
pori districts for which specificimpact models were developed,

Tatal state and local tox impacts generaled by Ihe cargo activity on the
5t Lawrence were esfimated from several sources. The US. tax impacts
were estimated from income indices developed by the Tax Foundation and
the U.S. Bureau of Census, “State and Local Gavernmenl Finances,” while
the Canadian tax impacts were estimated based on data fram Revenues
Canoda, CANSIM and the Broadbent Insfitute.

3.3. INDUCED IMPACTS

Induced impacis are those generaled by the purchases of individuals
directly employed as o resull of por! and lerminal activity. For example,
a portion of the personal earnings received by those directly emplayed
due to aclivity ot tha marine ferminals is used for purchases of goods and
services, both regionally, as well as oui-of- region. These purchases, in furn,
create additional jobs in the region; these jobs are clossified os “induced’.

Ta estimate hese induced jobs for the 19 US. Greal Lakes ports; the study
team developed a state personal- earnings multiplier (for each state
in which @ port wos localed) from data provided by the U.S. Bureau of
Economic Analysis, Regional Income Division. This persanal-earnings
mulfiplier was used fo estimale the folal personal earnings generated in
the state as a result of the activity at the specific Great Lakes port within that
state. A partion of this fotal personal earnings impact was next allocated



to specific local purchases (as determined from consumption data for
the relevant slate residents), as developed from the U.S, Bureau of Labor
slalistics, Cansumer Expenditure Survay, 2022, These purchases were nexl
converted into retail and wholesale induced jobs in the state economy
by combining the purchases with the jobs-to-sales ratios in he supplying
indusiries. A portion of the retail purchases was allacated lo wholesale
purchases, based on industry- specific data developed from the US.
Bureau of Census, 2017 Economic Census, These whalesale purchases were
combined wilh the relevant jobs-to-sales rafios for the wholesale indusiries
associaled wilh the local purchases. These ratios were developed al the
state level in which the specific port was located,

lo eslimate the induced impacts associnted with the cargo moving via
the 21 Canadian ports, personal- income muliipliers for the waterbarne
Iransportation sector in Ontario and Quebec were developed by Statistics
Canada, Industry Accounts Division and provided fo Martin Assaciates.
Marlin Associales developed the disfribution of purchoses by lype of
purchase (food al home, food in restaurants, housing, opparel, home
furnishings, transportation, medical care, efc.) for each provinee — using
data provided by Slalistics Canada {2022 base dala), The associated
supplying industry jobs-lo-sales ratios on a provincial level were also
supplied lo Marlin Associales by Stafistics Canada (Provincial Inpul-
Output Models 2018).

These ratios included the retail and wholesale re-spending impacts.
The personal consumplion expendilures from tha port aclivity were then
combined with these job mullipliers lo estimale the ‘consumption” induced
impacls by the pravince in which each of the 21 Canadian ports are lacated,

lo estimale the "nan-consumption” induced impacts with such seclors
as stote/pravinciol governmenls, education, and other social services, a
ratio of state/ pravincial employmenl in [hese key service industries fo fotal
state/pravincial employment was developed. This ralio was then multiplied
by the direct and consumpfion induced jobs fo eslimate the fotal direct and
induced job impact.

Ecanomic Impacls o

The re-spending impact includes not only the wage and solary income
received by people employed fo provide goods and services lo the
direct job holders, but also the value of the purchases. Therefarg, the re-
spending/local consumption impact cannol be divided by the induced jobs
to estimate the induced income — as this would overestimale the induced
persanal wage/salary impoct per induced job.

Aseparate induced impacts moadel was developed for each of the 40 ports.

3.4. INDIRECT JOBS

Indirect jobs are generated in the local economy as the resull of purchases
by companies ihat are directly dependent upon cargo and vessal activity
at perts and marine ferminals, including shippers/consignees. Thase
purchases are for goods such as office supplies and equipmant, as well
as for services including maintenance and repair, communicalions and
utilities, transportation, and professional services. To estimate the indirect
economic impach, data on local purchases — by type of purchase - were
collected from each of the firms inferviewed. These local purchases
were then combined with employment-to-sales rafios in local supplying
industries, developed from the U.S. Bureau of Econamic Analysis, Regional
Input-Output Medeling System (RIMS 1) for the US. ports and from
Statislics Canada, Industry Accounts Division, for Canadian porls. The
indirect job ratios also account for the in-state/in- province spin-off effects
from multiple rounds of supply chains that are required 1o pravide the
purchased goads and services, Indirect income, local purchases and faxes
are also eslimaled.

A separale indirect impacts modal was developed for each of the 40 poris,
us well os for the province-wide and state-wide madels.




4. COMMODITIES INCLUDED
IN THE ANALYSIS

Economic impacts were estimated for the following commadities handled
at the marine terminals on the Great Lakes-Seaway and 5t Lawrence River.

L4

Containers

Steel producls
General cargo (excluding sleel)
Iron ore

Grain
Stone/aggregales
Cement

Salt

Otherdry bulk
Other liquid bulk
Coal

Petroleum producls

b bbb b4l Ll

Impacls that are relaled to cargo or aclivity autside of ihe listed commodity
groups are calegorized as Nof Allocated. This category includes employees
such as the St. Lowrence Seaway Management Corp. and the 5, Lawrence
Seaway Developmen! Corporation, Customs and Border Profection,
Canadian and U.S. Coast Guard, US. Army Corps of Engineers assigned fo
the Greal Lakes Dislricls, ship repair and boatbuilding, portions of marine
consiruction aclivily, lo name a few.

Impacls of cruise passenger aclivily wera not included in the analysis, but
the impacts generated by passenger ferry aperalions were included.

5. ESTIMATE OF TONNAGE

Currently, there is na single data source for the marine cargo moving on
the Greal Lakes and St Lawrence River. In order fo accurately caplure the
tonnage moving on the Great Lakes-5t. Lawrence waterway an exfensive
data collection effort was underiaken. The Chomber of Marine Commerce
(CMC) provided delailed port to part corgo mavements by commodity
carried on Canadian-flag vassels, The Lake Carriers’ Association (LCA)
provided similar port fo port movements by commadity and port for
tonnage moved on US-flag carriers, International and laker fonnage
by commadity and part maving through the 5t, Lawrence Seaway was
provided by The St Lowrence Seaway Management Corporation. In
addition, fonnage data by port and private marine terminal was collected
by Marfin Associates from port autharifies and private terminal operators.

This proprietary databose of tonnage represents the anly comprehensive
database deseribing port to port cargo flows, by commadity and by flag,
for cargo operations on the waterway.

The report estimales tonnage volume (and its dollar value) moved for each
of the geographic segments detailed in the Organization of Study Results.
This is the recorded fannage transported by vessels,

Tonnage value wos calculated for 2022 by using the US, Bureau of Census,
USA Trade On-Line, which publishes the value per ton of waterbome cargo
ata7-digit commodity code classification, for both confainerized and non-
conlainerized commodities maving via Greal Lakes Ports. This value perfon

Ecanemic Impacts of Manlime Shipping in the Parl of Qsvaga

althe commodity level excludes the ocean or loker shipping rates as well s
the terminal charges and inland fransportation costs, The value per fon by
commodity was then multiplied by the specific commadities maving on the
U.S. Great Lakes and 5t. Lawrence River. The dollar value of the cargo was
then expressed in both U.S. as well as Canadian dollars, No dollar value per
ton of waterbarne cargo is published by Canada, so the dallor value per
lon for the cargo maving via the U5, Great Lakes ports was used s a proxy
far all carga, by commodity, moving an the Graat Lokes,

Far the purpase of datermining econamic impacts, the report uses a
lonnage handled figure. "Handled” refers to both the shipping (exporting)
of the carga from a system part, and to the receipt (importing) of that cargo
in a system port. Because economic achivity is created every fime cargo is
handled, for the purposes of this study, carga moved betwean ports within
the region has been handled twice. By canlrast, cargo moved between the
region's parts and overseas parts has been handled once (in the region).
For example, one ton of cargo moved to or from Europe is counted as one
ton handled by a port, while ane fan of cargo maved from Duluth, Minn,, te
Cleveland, Ohio, is counted as twa tons (one fon exported in Duluth and ane
fon imporled in Cleveland).

The tonnage handled af each of the 40 ports was then used as inputs inta
the port-specific models, which consist of the direct, induced, indirect sub-
modules. Impacis were then estimated for each of the 40 ports,

6. EXPANSION OF THE 40-PORT
IMPACT MODELS TO MEASURE
SYSTEM-WIDE IMPACTS

A prololype model was developed for each sfate and pravince to measure
the carga thal moves through private terminals and ports not located in
ane of the 40 porl districts for which the individual madels were developed,
[hese prololype models also consist of direct, induced and indirect sub-
madules, and were developed based on revenue-per-ton rafios and
jobs-per- fon rafios by commadily and calegory, estimated from the port-
specific models for the poris located in each relevant state or pravince.

The tonnage handled al porls thal was nol among the 40 porfs was
grouped by state and province and used in the other sfate and province
models fo develop o comprehensive measure of the econamic impact on
the bi-national economies,

Using the 40 port-specific models, and the state and provincial models,
the economic impacts at the level of the 40 port districts and the "other
state and provincial ports” were then combined to estimate total impacts
in the following categories:

—»  Bi-national System-wide
By country

By state and province

By commaodity

By carrier flog

ool

By employment sectar

Nale: Tatal figuros on ell tablos and charts may net add up due ta rounding.
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CHAPTER II

ECONOMIC IMPACTS
OF THE PORT
OF OSWEGO

This report isolales the economic impacts created by all cargo
and vessel activity at the Port of Oswego in 2022.

1. JOB IMPACTS

1,229 jobs in New York were supporfed by cargo moving via the marine
terminals located at the Port of Oswego.

—  Offhe 2,229 jobs, 1,132 jobs were direclly generaled
by the marine cargo and vessel aclivily al the marine ferminals.

- Asaresultof the local and regional purchases by those
1132 individuals holding the direct jobs, an additional
797 induced jobs were supparted in the ragional economy,

= 300indirect jobs were supported by 549.7 million of regional
purchases by businesses supplying services of the marine
terminals af the Port of Oswego.
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2. REVENUE IMPACTS

In 2022, the direct business revenus received by the firms directly
dependent upon the carga handled at the marine terminals locoled af the
Port of Oswego was 5399.8 million. These firms provide marilime services
and inland transpartation services for cargo handled af the morine
terminals and the vessels calling at the terminals. Total economic activity
created by the Porl of Oswego was 5513.9 million.




3. PERSONAL INCOME
AND LOCAL CONSUMPTION
IMPACTS

The 1,132 individuals directly employed as a resull of the cargo handled at
the marine terminals at the Part of Oswego received $64.6 million in wages
and salaries. These individuals, in turn, used these earnings fo purchase
good and services, fo pay faxes, and for savings.

The purchase of goods and services from regional sources creates a re-
spending effect known as the personal earnings multiplier effect. Using the
local persenal earnings multipliers, an additional $114.1 million in income
and cansumplion were created by the Porl of Oswego. In developing
the personal-income multiplier impacts, Martin Associates relied on
gavernment agencies fo provide the income mulfipliers.

In addifion, the 300 indirectly employed workers received indirect wages
and salaries totaling $22.4 million.

Combining the direct, induced, and indireci income impacls, the carga
handled at the Part of Oswego generated $201.2 million in wages and
salaries, and lacal consumption expenditures in the regional economy.

4. FEDERAL, STATE
AND LOCAL TAX IMPACTS

A total of $80.8 million in stofe and federal taxes were generated by cargo
and vessel activity at the Port of Oswego, with $37.8 million generaled at the
slale level and $42.9 million generated at the federal level,
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TOTAL

Jobs
Direct jobs 1,132
Induced 797
Indirect 300
Total 2,229
Sl 55 uss
Economic Activity (1,000) $513,890
Personal incoma (1,000) uss
Direct 564,618
Ra-SpendiﬂglLﬂtGl
Purchases $1147102
Indirect 522,441
Total $201,161
Business Revenue (1,000) $399,788
Local Purchases (1,000) 549,666
Total Taxes Uss
State/Local (1,000) $37,821
Federal (1,000) 542,942
Total 580,763

Hote: Tolals may no! odd due 1o raunding
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ASSOCIATES

Martin Associates of Lancaster, Pennsylvania, is a leading provider
of economic onalysis and cansulting services fo the maritime
industry, Since 1986, the company has developed more than 1,500
economic impach, strategic planning, financial feasibility and
market studies for major ports and waterway systems thraughout
the United States and Canada, as well as for porfs in Eurape,
Asig, and the Caribbean, Marfin Associates’ clienls include part
authorities, marine terminal operators, private investment groups,
ocean carriers and federal, provincial, and stafe governmenls, as
well as maritime frade organizations,
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Lancaster, PA17603
Tel. 717-295-2428
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