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Opening Keynote Session: Port Metro Vancouver
Speaker: Peter Xotta, VP Planning and Operations, Port Metro Vancouver
Session Summary:
Peter Xotta initially describes the context in which Port Metro Vancouver faces
opportunities and challenges. Port Metro Vancouver faces land constraints in the
Vancouver area due to municipal opposition. While stakeholder relation is important, it
is also essential to educate members of the public of the importance of the Port and
international trade. Too often, members of the public resist the idea of transporting
certain commodities and neglect the importance of such trade to the local and national
economies.
Recommendations:
1. Increase Collaboration to Address Policy Issues Inhibiting Trade Competitiveness
a. Political and industry groups should work more cohesively to address
policy issues affecting Vancouver’s global competitiveness
b. Must balance efficient port operations with community concerns
2. Improve Transparency and Accountability of Interface Projects to Stakeholders
a. The Government has to invest much political capital into interface
initiatives so projects must be executed effectively
b. Must work together to improve political and public support
3. Develop Better Coordination and More Coherent Data Driven Perspectives on
How to Best Address Terminal Issues
a. Must figure out how to engage and bring together all necessary
stakeholders effectively
4. Sustain the Social License to Operate Various Projects Across Metro Vancouver
a. Address public concerns by increasing outreach and education about the
positive benefits to be gained from infrastructure projects
Opportunities:
1. Uphold the Safety and Reliability of Facilities
2. Future Growth Strategies to Address Land Constraints
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Session A: Containers
Moderator: Stephen Brown, President, Chamber of Shipping of BC

Rail Perspectives
Speaker: Pierre Arsenault, General Manager, Intermodal – CN
Session Summary:
Pierre first discusses CN’s diversified business. He emphasizes the importance of
sharing assets—information, people and space. He notes that British Columbia is in a
strategic position to compete against U.S. competitors; however, there remains much
room for improvement. Future research can investigate methods to improving
productivity across the supply chain.
Recommendations:
1. Develop more Effective Metrics and Measures to Improve Efficiency
a. Must put incentives in place to encourage vessels to arrive on-time
b. Must work alongside Port Metro to implement plans
2. Find Ways to Create Incentives for Off Shift Production
a. Need to make better use of off shift deliveries to lessen port congestion
and the time-sensitivity of removing vessels during day-time hours
b. Differing pay-scales of the various terminals make this difficult
3. Leverage Disruptions in Other Ports Along the Pacific Coast as Opportunities for
Increased Success
a. Must predict and prepare for these spikes in port demands
4. Collaboratively Create a Joint-Initiative to Fully Utilize Trains Productivity
a. Aim for high slot utilization & port terminal crane performance
b. Maintain fluidity at the ports
c. Timely spotting of cars
Opportunities:
1. Share Assets to Maximize Efficiency and Improve End-to-End Visibility
2. Increase Productivity and Facility Capabilities to Compete for Bigger Ships
3. Grow Business by Redirecting US Traffic to Vancouver
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Exporter/Importer Perspectives:
Speaker: Morley Strachan, President, Coast 2000
Session Summary:
Morley Strachan shares how Coast 2000’s business model continues to change (i.e. his
business now works 6 days a week with 2 shifts per day). Their container yard
performs at around 60% capacity as of date, which allows their fluid yard to address
demand fluctuations. Morley Strachan notes that there are areas for improvement in
supply chain collaboration.
Recommendations:
1. Growth in the Area Requires Higher Productivity to Fight Increasing Competition
a. The lack of available land highly restricts expansion opportunities
2. Standardize Operating Rules to Guide Ocean Carriers in Returning Empty
Containers Back to Asia
a. Must remove the clutter of empty containers lying around yards
3. Service Container Terminals with Night Gates and Weekends
a. Have the capacity to go to 24/7 operations
4. Need the Willingness of All Links in the Supply Chain to Work Together to
Resolve Challenges
a. “Supply chain is only has strong as its weakest link”
b. Import/Export trucks have been the lowest priority at the terminal
slowing down the entire system
c. Export truck volumes exceed the available number of drivers & services
d. Don’t look at your own self-interest; must forego self gain to achieve
collective benefits in network improvements
5. Change Operating Practices to Meet Growing Reefer Service Demands
Opportunities:
1. Facilitating Long Term Outlook for Containerized Exports to Asia within
Restraints of Limited Land Availability
2. Proximity to Large Rail Yards and Potentials for Rail Expansions
3. Must Push All Ports Towards Working With Night Gates to be Effective
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Trucking/Terminal Operators Perspectives:
Speaker: Gordon Payne, Chairman, Harbour Link Container Services Inc.
Session Summary:
Gordon Payne notes that there have been much technological advances with respect to
the trucking and terminal operator’s space. He suggests that nodes should become
centres for distribution and consolidation, and that supply chain collaboration has
room for improvement.
Recommendations:
1. Achieve Two-Way Moves by Truck when Possible
a. Use the same truck to import/export empty containers out of the port
b. Rail carriers unable to provide sufficient numbers of rail cars
c. Congested traffic creates huge backlog, occupying lots of space that
other containers need
2. Change Fundamental Reservation System for Truck Traffic
a. Biggest reason we have poor interface: cannot utilize 2-way moves to
match available reservations with customer requirements
b. Cannot handle truck traffic within the port hours of reservations
3. Port Nodes and Off Dock Facilities Will be Essential to Reduce Bottlenecks
a. Utilize barges and empty containers for 2 way traffic
b. Port nodes will become distribution and consolidation centres for
import/export/empty containers
4. Removal of Rail from Terminal Traffic to Substantially Reduce Traffic and
Increase Operational Activity and Increase Capacity
a. Conflicting traffic flows of ships, rail and trucks results in longer
container turn times
Opportunities:
1. Improve Turn-Time of Containers (currently takes 1 hr)
a. Takes 2x longer to complete the same transaction than Seattle
2. Just-in-Time (JIT) Supply Chain Requirements for the Terminals Secure Timely
Reservations to Match Customers Supply Chains
3. Planning for Roberts Bank Terminal 2 on How to Better Utilize Port Nodes
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Shipping Line Perspectives:
Speaker: Stephen Brown, President, Chamber of Shipping of BC
Session Summary:
Stephen Brown describes how the current container sector has yet to recover from the
2008 crisis. There continues to be too much capacity and competition between ocean
transport carriers thus prices keep fluctuating, yet companies continue to build more
(and even bigger) ships. Productivity is nowhere near where it needs to be in berth
productivity whereas China has many ports at the top of the most efficient list.
Recommendations:
1. Reduce Ship Building Immediately -Over tonnage of Depressed Freight Rates
a. Too many ships available (supply > demand)
2. More Collaboration to Improve Transparency, Strategic Relationships and
Efficient Rail Connections
a. Need low cost empty container storage
b. Prevent box damage
c. Minimal hassles & equipment demurrage
3. Address Inconsistency of Total Interface Services
a. Improve service quality through cooperation and information sharing
4. Re-evaluate Government Regulations with Industry Input
a. Poorly thought out regulations need industry input to be more effective
b. E.g. UNFCCC Green Climate Fund – collect $100 billion/year but 20% of
funds collected will come from marine industry alone
5. Increase Productivity Gains Through Strategic Alignment to Attract Bigger
Container Ships to Vancouver
a. If all containers from a 18K TEU vessel landed in Vancouver, it would
equate to 30 trains
Opportunities:
1. China will Control About 20% of Container Fleets and Drive Exports
2. Currently Can’t Handle the New Technology & New (Bigger) Container Ships
Being Built in the Next 35 Years
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Session B: Bulk
Moderator: Bob Wilds, Managing Director, Greater Vancouver Gateway Council

Liquid Bulk Perspectives:
Speaker: Ian Anderson, President, Kinder Morgan Canada
Session Summary:
Ian Anderson raises the important note that there are significant public misconceptions
about pipelines. He explains that Kinder Morgan Canada may have a more stringent
environmental requirement than the Government of British Columbia (i.e. he has eight
points of criteria as opposed to Premier Christy Clark’s five). He notes that pipeline
technology has been increasingly more developed and is a safer mode of transporting
liquid commodities as opposed to by rail. Ian Anderson notes that technological
research continues to be of great importance going forward.
Recommendations:
1. Plan for Capacity-building Pipeline Projects for the Future with the Government,
Industry and 3rd Part Support
a. Even after expansion projects are complete, pipeline capacities will
continue to be very tight for the years ahead
2. Seek Other Market Opportunities as US Demand Declines
a. US domestic production is increasing so must diversify exports elsewhere
b. High competition for the fast growing markets in China and India
3. Invest in and Use Technology to Continuously Monitor and Maintain Pipelines for
Safety Excellence
4. Align Considerations and Open More Public Dialogues to Increase
Understanding about Pipeline Performance
a. How can we engage and ensure the community and officials that
Pipelines are safe?
Opportunities:
1. Explore Feasibility for a Pipeline Connection to California (market opportunities
for refining)
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Dry Bulk Perspectives:
Speaker: Tony Nardi, Vice President, Logistics & Community-Neptune Bulk Terminals
(Canada) Ltd.
Session Summary:
Tony Nardi emphasizes the notion of a social license—what is the degree of acceptance
that communities have of companies and projects operating in the resource sector.
Tony explains that in order to maintain the social license, engagement with the
immediate communities is imperative. With rising expectations for higher safety
standards, high regard for environmental impacts and higher costs of operations due
to the lack of land availability, future research is required to develop effective ways by
which to build strong relationships with the relevant stakeholders.
Recommendations:
1. Require Joint Industry and Government Commitments to Address Issues
2. Focus on the 3 Areas of Safety, Environment and Community When Considering
Capacity Expansion Projects
a. Social license is critical to gain community support for future initiatives
3. Must Collaborate to Tackle Misinformation & Build a Relationship of Trust
a. Must ensure the public can differentiate between fact and fiction
b. Must convey how important crude oil is to our daily lives
c. Develop community engagement initiatives through sports and
educational activities to earn and sustain the social license
4. Develop more Local Conversations with Real Community Voices
a. Companies must take direct responsibility and become more
approachable to communicate with local voices
5. Review Protocols, Regulations and Safety Standards by Government
Opportunities:
1. New Conversations Needed to Support Wealth Creation and Future Prosperity
2. Overlapping Environmental Regulations Creating Issues to be Worked Around
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Labour Perspectives:
Speaker: Mark Gordienko, President, ILWU Canada
Session Summary:
Mark Gordienko explains that labourers and unions are partners in global trade—it is
important to work toward resolving labour disputes so that trade would not be
disrupted.

With

increasing

competition

from

American

Ports

with

upgraded

technologies, it is becoming even more critical to gain local support in order to further
increase developments in Vancouver’ Port interface. Moreover, education and training
of new employees is imperative for the functioning of the trade sector. Based on Mark
Gordienko’s speech, it is important to investigate methods to attracting more talent
and retaining their specialized skills & knowledge within the trade sector.
Recommendations:
1. Push for More Long-Term Contracts to Reduce Labour Disputes/Disruptions
2. Expand Training Centres with New Equipment and Technology to Continuously
Update Skills and Improve Productivity
a. Workers now require specific, continuous training after the initial
recruitment & must be tailored to each commodity & its transport method
3. Diversifying the Shifting Demographics: Must Attract Top Talent into the Field
a. Skilled labour is key to Canada’s competitive advantage in the Asia Pacific
Gateway and across the Supply Chain network
b. Aging workforce will put the supply chain sector at risk
4. Increase Marketing Efforts to Emphasize the Importance of the Port for
Generating Jobs for BC Citizens
Opportunities:
1. Key Indicators to Focus on: Dwell Times, Truck Waiting Time, Ship Productivity
and Rail Productivity
2. Talent Acquisition: How to Educate and Train the Next Wave of Supply Chain
Leaders?
a. How will we transition the collective wisdom and knowledge to the next
generation to maintain Canada’s competitiveness?
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CILTNA	
  Outlook	
  Conference	
  Sept	
  18	
  2013	
  
Report	
  of	
  Survey	
  Results	
  by	
  Capilano	
  University	
  Students	
  
	
  
(A)	
  Report	
  by	
  Awab	
  Batterjee	
  	
  
	
  
1)	
  How	
  satisfied	
  were	
  you	
  with	
  the	
  registration	
  process?	
  	
  
	
  18	
  people	
  were	
  very	
  satisfied.	
  	
  
	
  
2)	
  How	
  satisfied	
  were	
  you	
  with	
  the	
  conference	
  materials	
  provided?	
  	
  
3	
  were	
  very	
  satisfied	
  and	
  15	
  were	
  satisfied.	
  
	
  
3)	
  Overall,	
  how	
  satisfied	
  were	
  you	
  with	
  the	
  speakers/presenters?	
  	
  
16	
  were	
  very	
  satisfied	
  and	
  2	
  satisfied	
  
	
  
4)	
  Overall,	
  how	
  satisfied	
  were	
  you	
  with	
  the	
  conference	
  facilities?	
  We	
  are	
  also	
  interested	
  
whether	
  they	
  Strongly	
  Disagree,	
  Disagree,	
  Agree	
  or	
  Strongly	
  Agree,	
  with	
  the	
  following	
  
statements.	
  
10	
  strongly	
  agree	
  and	
  8	
  agree.	
  
	
  
5)	
  The	
  content	
  of	
  conference	
  sessions	
  was	
  appropriate	
  and	
  informative.	
  
Most	
  people	
  were	
  happy	
  and	
  said	
  it	
  was	
  really	
  instructive	
  and	
  informative.	
  	
  
	
  
6)	
  The	
  conference	
  was	
  well	
  organized.	
  And	
  we	
  are	
  interested	
  in	
  responses	
  to	
  the	
  following	
  
open-‐-‐ended	
  questions	
  	
  
Most	
  people	
  agreed	
  that	
  the	
  event	
  is	
  well	
  organized	
  but	
  in	
  some	
  areas	
  of	
  the	
  room	
  you	
  cant	
  
see	
  the	
  presenter.	
  In	
  addition,	
  there	
  wasn't	
  enough	
  room	
  between	
  the	
  tables	
  to	
  make	
  the	
  
people	
  walk	
  around	
  in	
  the	
  breaks.	
  	
  
	
  
7)	
  What	
  did	
  you	
  like	
  most	
  about	
  the	
  conference?	
  
Most	
  people	
  said	
  that	
  it	
  was	
  well	
  organized.	
  And	
  moved	
  according	
  to	
  the	
  time	
  frame.	
  
	
  	
  
8)	
  What	
  did	
  you	
  like	
  least	
  about	
  the	
  conference?	
  	
  
Again	
  the	
  room	
  between	
  the	
  tables.	
  
	
  
9)	
  In	
  what	
  ways	
  could	
  this	
  conference	
  be	
  improved?	
  
No	
  body	
  answered	
  this	
  question.	
  	
  

	
  
	
  
Report	
  by	
  Richard	
  Romero	
  (Total	
  #	
  of	
  people	
  surveyed	
  =	
  15)	
  
	
  
1) How	
  satisfied	
  were	
  you	
  with	
  the	
  registration	
  process?	
  
• 100%	
  of	
  participants	
  answered	
  Very	
  Satisfied	
  
• Simple	
  to	
  register	
  ,	
  not	
  difficult	
  	
  
	
  
2) How	
  satisfied	
  were	
  you	
  with	
  the	
  conference	
  materials	
  provided?	
  
• 67%	
  of	
  participants	
  answered	
  Satisfied	
  
• 33%	
  of	
  participants	
  answered	
  Very	
  Satisfied	
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Agenda	
  and	
  information	
  provided	
  to	
  simple	
  
Wanted	
  to	
  see	
  more	
  information	
  on	
  the	
  topics	
  being	
  covered	
  
	
  	
  
Overall,	
  how	
  satisfied	
  were	
  you	
  with	
  the	
  speakers/presenters?	
  
• 80%	
  of	
  participants	
  answered	
  Very	
  Satisfied	
  
• 20%	
  of	
  participants	
  answered	
  Satisfied	
  
• Audience	
  only	
  heard	
  about	
  land,	
  rail	
  and	
  trucking	
  
• Wanted	
  more	
  info	
  on	
  ocean	
  
	
  
Overall,	
  how	
  satisfied	
  were	
  you	
  with	
  the	
  conference	
  facilities?	
  
• 25%	
  of	
  participants	
  answered	
  Very	
  Satisfied	
  
• 65%	
  of	
  participants	
  answered	
  Satisfied	
  
• 10%	
  of	
  participants	
  answered	
  Dissatisfied	
  
• Conference	
  room	
  structure	
  not	
  effective	
  for	
  presenters	
  or	
  audience	
  
• Spacing	
  of	
  room	
  made	
  it	
  difficult	
  to	
  see	
  presenters	
  
• Lunch	
  was	
  satisfactory	
  
• Facilities	
  were	
  clean	
  and	
  organized	
  
	
  
The	
  content	
  of	
  the	
  conference	
  sessions	
  was	
  appropriate	
  and	
  informative?	
  
• Participants	
  enjoyed	
  presentations	
  of	
  each	
  speaker	
  
• Important	
  information	
  on	
  the	
  ports	
  in	
  Vancouver	
  and	
  global	
  awareness	
  	
  
• Excellent	
  perspective	
  on	
  major	
  challenges	
  and	
  solutions	
  faced	
  in	
  
transportation	
  and	
  shipping	
  
• Changes	
  and	
  implementation	
  of	
  strategic	
  operations	
  very	
  informative	
  
• 	
  
The	
  conference	
  was	
  well	
  organized?	
  
• Agenda	
  including	
  presentations,	
  breaks,	
  and	
  questions	
  all	
  well	
  organized	
  
and	
  on	
  time	
  
• Food	
  and	
  refreshments	
  were	
  well	
  organized	
  
	
  
What	
  did	
  you	
  like	
  most	
  about	
  the	
  conference?	
  
• Outlining	
  the	
  most	
  crucial	
  challenges	
  that	
  are	
  faced	
  in	
  the	
  industry	
  today	
  
• Questions	
  were	
  answered	
  accurately	
  and	
  appropriately	
  by	
  all	
  presenters	
  
and	
  speakers	
  
• Continuous	
  improvement	
  towards	
  operations	
  and	
  transportation	
  efficiency	
  	
  
	
  
What	
  did	
  you	
  like	
  least	
  about	
  the	
  conference?	
  
• Structure	
  of	
  the	
  room	
  
• Difficult	
  to	
  see	
  presenters	
  or	
  speakers	
  
• PowerPoints	
  were	
  very	
  vague	
  and	
  simple	
  
	
  
In	
  what	
  ways	
  could	
  this	
  conference	
  be	
  improved?	
  
• Better	
  structure	
  of	
  room	
  for	
  audience	
  and	
  speakers	
  
• More	
  comprehensive	
  perspective	
  or	
  view	
  on	
  powerpoints	
  
•
•

3)

4)

5)

6)

7)

8)

9)
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Disclaimer
This Summary of Proceedings was prepared by students (“the authors”) of the BC Institute of
Technology, whose names are shown on the cover. The preparation of the summary served both
as an educational exercise and as a contribution to the ongoing work of the Pacific Chapter of the
Chartered Institute of Logistics and Transport.
The Summary is also intended as a reference document for those interested in current issues
surrounding the port logistics interface in Metro Vancouver. The source materials for the
Summary are (1) materials distributed at the conference by CILTNA (2) notes and recordings
made by the students during the CILTNA conference on September 18, 2013, and (3) copies of
presentation texts and slides supplied by some of the keynote speakers, moderators and panellists
who spoke at the conference.
Every effort has been made to ensure that the Summary records the proceedings accurately;
however, The Summary has not been reviewed and checked by those who spoke at the
conference, and it should be treated with appropriate caution. Any errors or omissions remain the
responsibility of the authors.

3

Programme Guide
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Speaker Biographies
Opening
Keynote Speaker: Peter Xotta
Peter Xotta has been the Vice President of Planning and Operations at Vancouver Fraser Port
Authority (Port of Metro Vancouver) since September 11, 2011. Prior to his current position,
Peter was the VP of Planning and Development (2009-2011) and VP of Business Development
(2007-2009) at the Port. Peter has extensive experience in executive level market and business
development. In 2010, Peter graduated from Simon Fraser University’s Segal Graduate School of
Business with an EMBA. Peter is also a member of several boards, including the Crossroads
Hospice Society and Canada Place Corporation.

Session A: Containers
Moderator and Shipping Line Perspective: Captain Stephen Brown
Since 2008, Captain Stephen Brown has been the President of BC’s Chamber of Shipping (COS)
representing more than 180 members across the marine sector of the shipping industry. Prior to
this position Stephen had a successful career acting as chair to various Chamber Committees. He
served on COS board for eight years, including acting as Chairman for BC’s COS for 17 months.
Stephen has also worked as the Executive Director of the Western Marine Community Coalition,
providing him with a vast amount of insight into BC’s shipping industry, its challenges, and
opportunities for the coming future.
Stephen, Captain Brown, has spent twenty-one years at sea, serving as Master with Gearbulk
Shipping for the last five of those years. He carries the distinction of being the first foreigner to
be given permission to work full-time in the major Chinese Port of Tianjin, a joint venture breakbulk terminal that he helped construct and subsequently managed for three years. After leaving
Gearbulk in 2005, Captain Brown joined Tidal Transport & Training LTD where he worked as
General Manager for Canada, and as the President of Tidal USA.
Rail Perspective: Pierre Arsenault
Pierre Arsenault is the General Manager for Intermodal Operations at Canadian National
Railway Company (CN). Pierre is responsible for the overall execution of the CN Intermodal
plan on a day-to-day, week-to-week basis, including overseeing Intermodal trains, Inland
Terminals, trucking, capacity management, and maintaining good relations with Ocean
Terminals. Pierre worked to establish the Level of Service Agreements between Ocean
Terminals and CN. Prior to his current position, Pierre held a variety of other posts throughout
his 32 year career, including Superintendent of Operations in Northern Ontario, Account
Manager for Intermodal sales in Moncton, and Director of Financial Planning in Montreal. Pierre
holds a Bachelor Degree in Applied Science –Civil Engineering.
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Importer/Exporter Perspectives: Morley Strachan
Since December 2011 Morley Strachan has been the President of Coast 2000, a wholly owned
subsidiary of The Western Group. Prior to his position as President of Coast 2000, Morley was
the Director of Sales and Marketing at Aerolnfo (a Boeing Company). Morley has also held
several senior management positions at CP Rail, Alberta Economic Development, and BC Rail.
Morley has spent over 10 years working at TSI (Terminal Systems Inc) during which time he
held a variety of positions. At TSI, Morley was Director of Marketing and Strategic Planning,
Executive Vice President, and Vice President of Sales and Marketing. Morley holds a BSc and
MBA and has been a board member of Canadian Manufacturers and Exporters.
Shipping Line Perspectives: Gordon Payne
Gordon Payne is the owner and Chairman of Harbour Link Container Services Inc. For the past
50 years Gordon has advocated for the Port of Vancouver and has been active in speaking-up
against the Port’s container clause. Gordon still advocates for changes at the Port and is active in
working towards raising the bar on industry standards at the Port. Gordon began his association
with the Port of Vancouver in the late 1950s when he was a seafarer and further developed as an
immigrant, in 1962, when he became a water-boy on the waterfront. Gordon has held a variety of
positions and ranks in all areas of port activity which has allowed him to develop great insight
and expertise on Port related issues.

Session B: Bulk
Moderator: Bob Wilds
Bob Wilds has been the Executive Director of the BC Wharf Operators Association since 2011.
Bob has also been part of the Greater Vancouver Gateway Council for over 11 years where he
currently serves as the Managing Director. In addition to his current roles, Bob also has 10 years
of experience with the Vancouver Fraser Port Authority where he served as the Vice Chair of the
Board and served as a Chair on the Human Resources and Compensation Committee. Bob also
has 16 years of experience with the BC Maritime Employers Association, where he served as
President and CEO.
Liquid Bulk Perspectives: Ian Anderson
Ian Anderson is the President of Kinder Morgan Canada. Ian is a graduate from the University of
Michigan’s Executive Program and holds a Certified Management Accountant designation.
Throughout his career Ian has been involved in the Canadian energy sector in a variety of areas
which include strategy development, regulatory affairs, human resources, and finance. In
addition to his current position as President of Kinder Morgan, Ian is also an active member of
industry associations. Ian is a member of the Association of Oil Pipe Lines, a board member of
the Canadian Energy Pipeline Association, and has been recently appointed as a Board of
Governor to the Business Council of British Columbia (BCBC).
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Dry Bulk Perspectives: Tony Nardi
Tony Nardi is currently the VP of Logistics and Community at Neptune Terminals. Tony has an
extensive amount of experience in the transportation, trucking, and railroad industry with over 32
years of experience working with Neptune Terminals. In addition to his current position, Tony is
also a director of the BC Wharf Operators Association, member of the Port of Metro
Vancouver’s North Shore Waterfront Liaison Committee, a member of Vancouver Board of
Trade’s Regional Transportation Advisory Committee, and most recently he has been appointed
to the City of North Vancouver’s Low Level Road and Port Area Liaison Committee.
Labour Perspectives: Mark Gordienko
Mark Gordienko has been the President of the International Longshore and Warehousing Union
(ILWU) Canada since March 2012. Mark is responsible for the representation of over 3000
Canadian marine industry workers and longshoremen who work on the west coast. Previous to
becoming President of ILWU, Mark has worked in BC for over 40 years on the docks. Mark is
also a member of the International Executive Board
Closing Keynote: Greg Moore
Since November of 2008, Greg Moore has served the City of Port Coquitlam as Mayor. In
December 2011 Greg was elected as Chair on the Board of Directors for Metro Vancouver. Prior
to being elected Mayor, Greg also served as the Director of Business Development for Monexa
for nine years and was a City Councillor for the City of Port Coquitlam for 6 years. Greg also has
a MBA from Royal Roads University and a Bachelor Degree in Urban Geography/Planning from
SFU.

Summary of Discussions
Keynote Address: Peter Xotta
The keynote address was focused on two questions in relation to the Port of Metro Vancouver
(PMV):
1.

How are we currently doing at PMV?

2.

How are we going to achieve a sustainable network?

Currently, the Port has the following three attributes in its favour; its geographic location as the
largest gateway to the Asia Pacific Region, connecting Canadians with trading partners in 160
economies; the stable Canadian economy which creates a foundation for investments with the
Port accounting for $9.7 billion of Canada’s GDP; and the balance between export and import
container loads, amongst the best in the world, which draws carriers to the Port.
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PMV is currently working on three major gateway improvement projects which are set to be
completed by 2014: the North Shore Project, which consists of 6 projects to add over 50% more
capacity to existing rail, the South Shore project which consists of 2 projects to improve
roadwork, and the Robert Banks Rail Corridor project consisting of 9 projects to double rail
capacity.
Additional Port improvement projects include the Delta Port Terminal, the proposed Roberts
Bank Terminal 2 project (which will increase capacity by 2.4m TEU/year), and regional
infrastructure investments which will create gateway capacity that will benefit everyone.
To build a sustainable network, stakeholders need to share data and collaborate regarding the
Port’s future. Such collaboration is already occurring, but needs to be continued and built upon.
PMV, CP, and CN have worked together previously with a 3-year agreement, and the BCMEA
has reached an 8-year agreement with labour to provide stability. Collaboration will improve
transportation efficiency, help met critical capacity, increase industry accountability and
transparency to community, and help supply chain players build their reputation and earn their
“social licence”.

Summary of Session A: Containers Rail Perspective: Pierre Arsenault
The rail perspective focused primarily on the following two areas of discussion:
1. Identifying how rail, specifically CN, relates to Canadian ports and what actions they are
undertaking to better enable the supply chain.
2. Addressing challenges and opportunities to the improvement of the Port of Metro
Vancouver.
Rail relates to Canadian ports as a service provider enabling the functioning of the supply chain.
CN is the only rail which stretches the three coasts, East, West, and South. CN serves much of
the Canadian population and 75% of the US. Rail is a major contributor to domestic traffic
movement and plays a significant role in the movement of internal containers to and from Asia
through the Eastern and Western ports.
CN has created agreements with other stakeholders in supply chain collaboration. These help
improve individual player productivity, allow for greater innovation, enable the Gateways to
become more competitive, force stakeholders to focus on facts rather than blame one another,
and enhance dialogue. Communication and recognition for the need that these relationships are
important, like that between CN and ocean terminals, will continue to be instrumental in
furthering growth, improvement, and development of the supply chain.
One obstacle preventing better performance by supply chain players is lack of a daily operating
plan at each terminal. “Precision execution” will help to increase reliability of transit times,
speed of execution, and damage free deliveries. Overcoming this obstacle, in combination with
greater dialogue and collaboration between supply chain players, will help increase capacity and
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productivity. If one player in the supply chain wants to increase its traffic or capacity, it must
work in balance with the other players. For example, CN cannot increase traffic going to the US
if it has to move empty cars and containers because of imbalanced traffic between the supply
chain players. Collaboration will also allow for the optimization of assets and help ensure long
term supply chain viability.
Supply chain partners are doing many things right, however there is still room for improvement
and opportunities available to grow the business.

Exporter/Importer Perspectives: Morley Strachan
The Exporter/Importer perspective focused on the following two areas of discussion:
1. Reducing costs and reducing carbon footprint
2. Working together for a greater gain in order to efficiently and expediently meet current
and future capacity demand
Optimizing triangulation opportunities will be beneficial to reducing emissions and costs by
minimizing empty truck moves through linking imports with export cargo. Reducing empty truck
moves, consolidating export products and empty containers on the same
site will reduce trucks’ carbon footprint and traffic congestion on residential streets.
There is a strong outlook for containerized exports to Asia. There will be more pressure to
efficiently and expediently meet capacity demand. To meet this, individual supply chain players
will have to work together to strengthen the entire industry. Current problems are lack of
available land for further expansion, export truck volumes exceeding the available day-gate
hours, truck delays, and congestion due to increased rail volume. These problems are testing
supply chain capabilities.
Collaboration, willingness to resolve challenges, and not just looking out for individual selfinterest is necessary. The realization must be made that to achieve gains each party must be
willing to incur costs for a greater benefit.

Trucking/Terminal Operators Perspectives: Gordon Payne
The trucking/terminal operator’s perspective focused on the following three areas of discussion:
1. Establishing what truck carrier’s expectations from the port interface and comparing
them against how the Port is measuring up
2. Discussing how the port can improve in meeting truck carriers’ expectations
3. Reminder to focus on entire supply chain for improvement to prevent bottlenecks
Truck carriers’ expectations of the port’s interface are to achieve congestion free access and
prompt turnaround of their trucks at the port, to achieve two-way container moves at the port
whenever possible, and to secure timely port reservations that match requirements of the
customer’s supply chain.
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Currently the port is poorly meeting these expectations. Turn times average 1 hour (double the
time it takes at Seattle and Tacoma) which cause congestion and long transit times of containers
between berths, the rail intermodal yard, and between trucks to and from the gate. Existing
reservation system methodology does not allow for productive two-way movements which has
results in 80% of truck traffic that visits the port to complete one way container trips.
Changing dynamics of daily container activities often results in operational conflicts that do not
allow terminal operators to achieve timely transfer of containers on and off trucks as needed.
Terminal congestion decreases operational performance and overall port capacity. Shortening
truck turn time and accommodating daily market requirements of the Port’s customers in a
timely manner is a key objective. To accomplish this key objective, the reservation system must
be improved.
Improving reservation system to better match the requirements of the customers supply chain
and match the JIT supply chain requirements of the Port’s customers. Reservation systems are
becoming the norm at high volume container terminals that handle large volumes of truck traffic.
To improve the reservation system there needs to be open dialog and cooperation between
terminal operators and the supply chain service providers.
Increasing infrastructure to deal with potential railcar shortages will also need to be addressed in
order to prevent port congestion and to match increased truck turn times. Again, collaboration
and open dialogue is necessary, as is remembering that when one area of the supply chain
increases in productivity and efficiency, other parts of the supply chain risk becoming
bottlenecks by the funnel effect of rail and road traffic and growing markets.

Shipping Line Perspective: Stephen Brown
The shipping line perspective focused on the following four areas of discussion:
1. PMV’s geographical comparative advantage
2. Productivity
3. Ocean carriers’ expectations and frustrations
4. Supply and demand imbalance
PMV is Canada’s Asia Pacific Gateway. Its location in relation to China provides it with a
comparative advantage, especially with China’s increasing influence on the Marine Industry.
China has 6 of the top 10 world ports for container handling and is expected to control more than
30% of merchant tonnage by 2030.
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Increasing productivity at the ocean carrier level and at a large Canada-wide level is important.
In the June 3, 2013 issue of Macleans Magazine it was stated that “productivity growth matters
because it drives up our purchasing power; if it lags, so will our standard of living.” Canada has
been afflicted with low average labour productivity growth rate compared to other countries like
Korea, USA, Russia, Japan, and Israel (2001-2011). The productivity gap between Canada and
the US has continued to widen within this past decade.
Ocean carries expectations are predictability/reliability, productivity, transparency,
accountability, competitive pricing, safety and security, strategic relationships, service quality,
efficient rail connections and truck gates, minimal dwell times, low cost empty container storage,
no box damage, and no equipment demurrage. Ocean carrier frustrations include multiple and
unique reporting requirements, absence of accountability and transparency, loss of cargo
opportunity, container inspections, and additional costs.
Supply and demand of ocean carries is greatly imbalanced. There are too many ships, resulting in
overcapacity, still building larger container ships, and fleets are expanding, but world trade
growth does not match the available capacity. The result of supply and demand being
imbalanced is that the actual need is less than all the extra capacity and firms are unable to
increase rates to increase profit because of too much capacity and competition.

Roundtable A:
Question 1: CN has recently expanded into Detroit, but Detroit is bankrupt. How will CN
expand? What are some of the effects?

CN through Detroit is an advantage for Canada because there are not any US transportation
options that provide a more efficient alternative. Although Detroit is bankrupt, industries still
exist. There are more opportunities coming; growth will soon be seen.
Question 2: How feasible is it to use barge infrastructure?
The use of barges will decrease dwell time and thus improve efficiency. Using a barge system will move
the trucks off the roads by focusing on the waterways. An ideal location would be at Fraser Surrey Docks
or potentially Port Kells and into Mission. These locations will serve a larger portion of industrial zones.
We need to have more businesses take on the advantage of using waterways.
Question 3: Coming from Vancouver Island, will there be a hub to fit the model?

At this current time, Vancouver Island is not likely to be a gateway for big ships. The focus will
continue to remain on Vancouver.
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Question 4: Why are more night shifts being created if they cost more (additional costs as it
will be running 24 hours)?

It would be more efficient to have a night gate program where terminals are open all night. This
would allow the trucking industry to be more efficient, as there are fewer vehicles on the roads.
However, this will cause higher costs. Currently, it is difficult to implement this night gate
program because there are not enough people working. The truckers are unwilling to work night
shifts without a higher pay. Another problem that this program may face is that, if not all the
terminals are open during the night, there would be no reason for the night gate to work.
Question 5: With the trickle-down effect of larger container vessels coming from Asia, are we
able to handle the load?

To attract the big vessels, we will need to increase our productivity. As we gradually grow, the
traffic will come. At first, there may be displaced ships, but we can use those displaced ships in
other corridors. At the current time, the TEUs capacity of the largest ships is too great for the
Pacific. In order to handle the Asian Trick-Down effect, new container terminals should be built.

Summary of Session B: Bulk
Liquid Bulk Perspective: Ian Anderson
The Liquid Bulk perspective focused on the following four areas of discussion:
1. Pipeline capacity and demand for Canadian crude oil
2. Systems, safety, and interface conditions
3. Responses from stakeholders
4. Pipeline integrity and collaboration
Pipeline capacity is tight and will continue to be so. Canada is not receiving the global price for
crude oil and needs access to world markets. In addition to receiving a lower global price for its
crude oil, Canada is experiencing a decrease in demand for its crude oil from the US due to the
US increasing domestic production. However, there is still demand for Canadian crude in further
markets, such as China.
In order for a pipeline to gain acceptance, both pipeline performance and local benefits must be
measured; support from commercial, political, labour, small business, and First Nations is
essential in addition to satisfying regulatory requirements and environmental standards.
Responses from stakeholders show safety and environmental concerns. Communities are worried
about pipeline safety, about where pipelines are being routed and placing restrictions on land use.
Environmental groups are concerned about sea level changes and other land, water, and air
threats. An overall concern is whether or not any emergency response will be timely and fully
equipped to deal with the problem.
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Pipeline operators are informing the public about the low risks of pipelines in that they have an
indefinite lifespan, are continuously updated, and that there are systems in place to detect large
and small defects. Collaboration on resolving marine transport issues and concerns is especially
important among local communities, the Port of Metro Vancouver, BC Chamber of Shipping,
Tugboat operators, and BC Coast Pilots. Understanding that open dialogue and working together
is essential to meeting demand and working towards efficient transportation of liquid bulk goods.

Dry Bulk Perspectives: Tony Nardi
The dry bulk perspective focused on three major areas of discussion, they are as follows:
1. Long-term investment in critical infrastructure and sustainability
2. Fostering communication and reorienting industry culture
3. Working with government and locally to earn social licence
(See slides below, pages 60-69)

Labour perspectives: Mark Gordienko
The labour perspective focused on the following two major areas of discussion:
1.

Maintaining competition against American Shippers

2.

Marketing of BC Ports

With the positive experience of the Asia Pacific Gateway Initiative, sponsored by Transport
Canada, ILWU has been able to demonstrate their competitive edge to government and industry.
However, to maintain and improve on this competitive edge, competition against American
shippers must be maintained. With two terminals in Portland being upgraded, there has been
increased worry that business is going to be taken away from the West coast shipping facilities
by these newly upgraded warehouses and its increased capacity. To remain competitive and
relevant in the industry, presently and in the future, the ports need to be equipped with better and
more up-to-date infrastructure. Currently some terminals are not large enough to hold all
products, forcing ships to visit multiple terminals, increasing delivery times.
The Western economy is very dependent on the Port of Metro Vancouver; however, the
importance of PMV to BC life is not well emphasized. There needs to be an increased awareness
of just how crucial the Ports are to BC’s economy and future. Many jobs are dependent on
the Port, and this number is expected to increase as trade increases. Communities need to be
aware of the benefits which the Port brings to Metro Vancouver and the province. More
advertising and marketing materials shining light onto the importance of PMV is needed.
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Roundtable B:
Question 1: How viable is it to use railways instead of pipeline?

Rail has filled a transportation gap to accommodate the waiting time between the start of a
pipeline and its completion. New rail terminals and cars have been ordered to support pipelines’
growing infrastructure, especially with the current uncertainty around pipeline construction. This
addition of new cars and terminals resulted in increased review and safety measures for rail. Rail
plays an important role for bulk liquids; however, it will not replace the need for pipelines. Rail
is a compliment to pipelines, not a replacement.
Question 2: What did you mean by misinformation?

An example of the types of industry related misinformation is when you hear “the pipeli
nes are leaking,” or “crude oil sinks when it hits water.” Obviously, it is not in the interests
of transporters, pipeline companies, to ship a corrosive product that will actually damage the
pipeline causing monetary and physical loss. Misinformation is driven by personal agendas and
these sound bites of misinformation must be fought with scientific studies, data, and educational
backing.
Question 3: How do you account for misinformation?

Ensure that scientific studies assess and study the commodities and share these studies to refute
misinformation within the transportation industry. We must communicate face-to-face with the
public. You cannot walk away from your responsibilities and expect no social or economic
impact. Keeping an open line of communication with the public is important, as they are your
consumer base.
Question 4: What do you mean in terms of increased marketing and advertisement of the Port?

The industry does not do a great job of marketing its role and impact on and in the Lower
Mainland. The industry needs to translate their technical jargon into real world examples.
Industry needs to maximize their role in the sustainability of natural resources and what their
actual impacts are on the environment and communities.

Closing Keynote: Mayor Greg Moore
Question Period:
Question1: What are your views on road pricing, e.g. comprehensive bridge tolling?

Answer: I am supportive - they are a good idea, but difficult to implement.
Question 2: What is your view on benefiting-area taxation, i.e. property tax rates based on
proximity to transit nodes?

Answer: There are already some provisions in legislation, but this probably will not happen:
there are equity issues in applying these retroactively to existing facilities.
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Panellists Presentations and Notes
Panellists’ notes and presentations, where possible, have been added to this report. Please see
pages 16-69.
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Panellist Gordon Payne’s Speaker’s Notes
Good morning everyone and thank you for inviting me to present my views about the port
interface and my perspective of where I believe the port is going.
I have advocated for this Port for over 50 years and still bear the scars from leading the
battle to rid the Port from the shackles of the container clause, which, until 1987, was a
barrier to the development of the port’s container business.
My efforts resulted in huge retaliatory action by the ILWU and cost me my job.
The good thing is - the removal of the container clause opened the Vancouver Gateway to be
a successful competitor within the geographic region of the Gateway’s container market.
My association with the Port of Vancouver commenced in the late fifties when I was a
seafarer and continued as an immigrant in 1962 when I started on the waterfront as a waterboy.
Through the years I rose through the ranks and along the way garnered knowledge and
experience at all levels and in all aspects of port activities, especially the container sector. So
I feel that what I have to say today is supported by a solid background and a broad
understanding of all aspects of the port’s container interface and its supply chain.
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I will start by stating that the Port – in my opinion - is well managed and is rated highly
by container shipping lines to be an efficient and reliable world class gateway - albeit - it
continues to be by far the highest cost port in the PNW for container shipping lines to call.
This is something that Vancouver must be very mindful of, and why PMV and its
stakeholders must strive to maximize the utilization of existing facilities and to continue to
improve operational efficiency.
I would like to speak more about this and the positive things being done by PMV to
improve the port interface - but my task today is to discuss the port interface from a truck
carrier’s perspective, which I will now do.
I’m often teased by my contemporaries for leaving the port sector to enter the container
drayage business. They allude to its controversial reputation and they think I am nuts to get
involved at this late stage of my life.
Well, I have always enjoyed challenges and working towards raising the bar of industry
standards for others to want to follow.
As a generalization, yes, there is some validity to my colleague’s claims – however –
Harbour Link’s approach is very different.
By different - I mean - our business model adheres to high ethical business practices and
uses leading edge technology developed by the Company to differentiate Harbour Link
as a provider of reliable. drayage services modeled for customers that rely on “just-in-time”
supply chains.
Our systems integrate the dispatch and back room tasks, such as, wage capture and billing
functions with the real time tracking of all trucks, chassis and container’s in Harbour Links
care using PDA, GPS, Geo- Fencing and bar coding technology.
We also work closely with all members of the supply chain to achieve transportation solutions
for customers that depend on the seamless transfer of containers between the Port and their
premises, no matter what obstacles may be encountered to achieve same.
For those of you interested in finding out more about Harbour Link and our systems
technology, I invite you to contact one of Harbour Link’s attendees at this event and/or to visit
our web site.
So What Are a Truck Carrier’s Expectations of The Port Interface:
They are:
1.
To achieve congestion free access and the prompt turnaround of their trucks at the port
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2.

3.

To achieve two-way container moves at the port whenever possible. i.e.
a. To use the same truck to move an export or empty container into the terminal,
and while at the terminal
b. To move an import or empty container out of the terminal
To secure timely port reservations that match with the requirements of the Customer’s
supply chain

And how is Vancouver measuring up to these expectations

In a nutshell: POORLY
In the case of my first point, i.e. To achieve congestion free access and the fast turnaround
of trucks at the port.
Harbour Link is a regular visitor to all container terminals in Vancouver, Seattle and
Tacoma. All of the terminals within these ports have been geo fenced by Harbour Link to
enable us to monitor and track truck turn times commencing from the time a truck arrives
at the terminal through until the time of departure from the terminal.


The turn times for trucks that call Seattle and Tacoma average less than 30 minutes per
container.

The turn times for trucks at Vancouver are presently averaging more than an hour
per container. So, in the case of a truck that delivers and/or picks up a container at
Vancouver, it is taking twice as long. to complete the same transaction compared to Seattle or
Tacoma.
Why is this when the port’s container terminals are operated by two world class terminal
operators - and they each deploy modern operating and management systems that put them at
the forefront with global competitors?
Well, the right party to answer this is of course the terminal operators themselves.
Based on my broad knowledge of container terminal operations and my observations - in my
opinion - the longer turn times at Vancouver has a lot to do with the challenges being
encountered by the terminal operators in being able to adjust their daily operations to the
changes in the traffic flows that evolve daily for the transit of containers between ships at
berth, the Rail Intermodal Yard (IY) and between trucks to/from the gate.
The only certain container flow IN THE PIECE is that for truck traffic as this is controlled
by the terminal operator through the use of a reservation system.
This is not the case for ship and rail traffic. These flows depend on ships arriving
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according to their planned work schedule and rail carriers positioning the rolling stock
needed to accommodate the transfer of containers to/from rail, which is not always possible
for reasons beyond the control of the shipping lines and the rail carriers respectively.
Despite the exhaustive planning by the terminal operators to prevent conflicting traffic flows the changing dynamics of daily container activities often results in operational conflicts
that prevent the terminal operator’s ability to achieve the timely transfer of containers on and
off of trucks as intended.
In fact - the changing operational dynamics of ship and rail activities is the driving reason
why many high volume container ports have chosen to relocate rail activities to nearby
intermodal rail facilities and to establish satellite port facilities.
Simply put, the removal of rail from terminal traffic flows substantially reduces terminal
congestion. It also increases operational performance and overall port capacity.
In the case of my second point: That is- To achieve the two-way movement of containers by
truck whenever possible.
Vancouver’s existing reservation system is modeled to enable truck carriers to select from
the list of available reservations posted by each terminal - the reservations they need to fit
their customers supply chain requirements.
The problem with this reservation methodology - it is extremely difficult for a truck
carrier to match available reservations (which are listed separately) for import, export
and MT containers to achieve productive two-way truck movements. Because of the
difficulty being encountered by truck carriers to match reservations to achieve two-way
truck moves - 80% of the truck traffic that visits the port today completes one way container
trips. That ladies and gentlemen creates a lot of additional truck traffic at the port interface.
The vast majority of trucks either bobtail with an empty chassis to the port to pick up an import
container
- and in the case of trucks that deliver export container’s - the truck leaves the port empty to
begin their next assignment elsewhere.
So how do you fix this?
I believe the fix will be found by changing the fundamental methodology of the existing
reservation system, which I will speak to in a moment.
Onto my third point: That is - To secure timely reservations to match the requirements of the
Customer’s supply chain
I’m not sure there is a simply solution to this one. What I can say is that it presently
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requires a lot of resources and forward planning by the trucking sector to secure the
reservations needed to match the “just in time” supply chain requirements of the Port’s
customers.
And - notwithstanding the best efforts of all parties and the good cooperation and efforts by
the terminal operators to accommodate reservations, it is regularly taking up to 3 working
days to obtain reservations to pick-up or deliver containers for the port’s most important
customer of all, “THE INTERNATIONAL TRADING COMMUNITY” that the Port and
most of us in this room depend on for our business.
This is surely something that must be corrected if Vancouver is to retain its good reputation
as a world class container gateway.
So let me now address the reservation system.
Reservation systems are rapidly becoming the norm at high volume container terminals that
handle large volumes of truck traffic. In fact – having a good reservation system is an
essential tool used by modern terminals to manage the flow of truck traffic.
I think it would be fair to say that the reservation system used by most ports has
evolved through cooperative open dialogue between the terminal operators and the supply
chain service providers to match the unique dynamics of the business operating practices at
their gateway.
Whether this process occurred in Vancouver I do not know. I can state, during the past 4
years of my direct involvement in the drayage sector, there has been growing recognition
by all parties that Vancouver’s reservation system has serious weaknesses that are
impeding the ability of Vancouver to efficiently service truck traffic.
The good thing flowing from this recognition has been the coming together of the container
terminal operators, the BCTA and other stakeholders within the supply chain to work
collectively to find solutions to improve the reservation system.
The key objective is to shorten truck turn time and to accommodate the daily market
requirements of the port’s customers in a timely and expeditious manner.
At this stage it would be fair to say a panacea has not yet been found. The excessive waiting
time that is being incurred by trucks to receive service within the reservation time
window given by the terminal operators to pick up or to deliver a container is a regular
occurrence, which, invariable results in truck carriers being unable to keep subsequent
terminal reservations and penalty fees of $25 per missed reservation being levied by
terminal operators against truck carriers.
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This is a strange outcome, given that the missed reservations by truckers are mostly
created by the terminal operator’s own failure to perform services within the time window
specified by the terminal operator for earlier reservations.
Given the fact that terminal operators do impose a penalty on truckers for missing reservation
windows - then surely compensation must be paid to truck carriers when the terminal
operator fails to match their service with the reservation time window given by them, which
is not presently the case.
I believe I echo the view of all drayage carriers in stating that Quid-Pro-Quo
accountability must be incorporated into the reservation system – Truck carriers should
rightly pay for missed and unused reservations and terminal operators should rightly pay for
truck waiting time that exceeds the reservation time window.
As previously said, now that everyone is working together to resolve the reservation and turn
time issues, hopefully the port interface for truck traffic is on its way to reinstating the 35
minute turn times that were previously the norm at this gateway.
On this point - I would like to say - that based on my experience and involvement in
helping to develop truck reservation systems at other global ports - the foremost criterion of
a workable reservation system is for the system to be managed by the container terminal
operator. This is necessary to enable reservations to be allocated in a manner to harmonize
traffic flows within the terminal – ship operations – rail operations - and truck/gate
operations - with the terminal’s daily operating plan to minimize traffic conflicts and to
optimize overall operational efficiency.
It also enables the terminal to match reservations for import, export and empty containers
to fit the supply chain requirements of the Port’s customers and to optimize the two way
utilization of trucks at the terminal to reduce traffic volume.
So now that I have presented - in the limited time available – my perspective of where the
port interface is at from a truck carrier’s perspective - my next task is to present my views as
to where I think the port is going.
As most of your know - the success of Vancouver as a container gateway has been built on
having a direct interface with Canada’s two transcontinental railways (CN & CP).
In my opinion - on dock rail works well when a terminal has a very large foot print
and can easily segregate rail from truck areas. It also works well when all containers are
handled by rail, such as at the Port of Prince Rupert.
The caveat however is: It only works well when rail carriers have sufficient rolling stock
available to seamlessly accommodate the flow of containers between ships at berth on/off of
31

railcars.
On dock rail becomes a huge setback for the terminal when rail carriers are unable to
provide sufficient railcars to match container flows.
A railcar shortage rapidly causes the terminal to become congested with rail traffic
occupying space urgently required to handle containers for other modes of transport.
It is not unusual at Vancouver to encounter a back log of import containers ranging between 2
– 4 double stack trains occupying space on the terminal which is needed to accommodate
other container flows.
On dock rail also increases the volume of MT containers that must be stored at the terminal
ex rail for subsequent redelivery out the gate by truck carriers to exporters, trans-loaders and
to off dock container depots.
And let’s not overlook the fact that on dock rail also requires the terminal to receive export
containers from rail well ahead of the preferred earliest receiving date (ERD) of the vessel,
thus elongating the dwell period for export containers, which reduces the overall throughput
capacity of the terminal.
Conversely, In the case of Off Dock Rail: Foremost it significantly reduces the port dwell
time of import and export containers

It also substantially reduces the volume of MT containers needed to be staged at the
terminal. And, as container volume grows:
The need to progressively transform a greater portion of the terminal area into rail
infrastructure is negated.
On this point, let us not lose sight of the fact that - as container volumes grow - terminals
like Deltaport that are connected by a causeway will ultimately become bottle-necked by
the funnel effect of rail and road traffic that links the Port with the geographic region of its
growing market.
This is why I believe the use of port nodes provides a solution to minimize port congestion
and to add significant additional throughput capacity to existing port facilities.
What I am saying is - the use of off dock rail facilities and port nodes will evolve to become
an essential component of the supply chain and provides a viable solution to accommodate
continued growth in the Port’s container traffic.
With the forgoing in mind, it is reasonable to foresee the following evolving developments
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as container volumes continue to grow:



The CN & CP intermodal yards are both located on the Fraser River.
To optimize port utilization and the ability to handle significantly larger container
volumes, rail containers will probably be shuttled directly between ships at berth
and barges moored at an inset barge slip spanned by RMG’s
Barges will be used to shuttle containers to the CN & CP railheads respectively.
The barges will return from the railhead with export containers for assembly by
the terminal operator within the window of the Earliest Receiving Date of the
designated ship.
Shipping Lines presently store large inventories of MT containers at the port’s
container terminals. The MT’s largely flow from the return of MT’s by rail westbound.






If rail traffic was handled at an off-dock location, most MT containers will remain at
the off-dock for pick-up by truck carriers for direct relay to exporters/trans-loaders
facilities, freeing up terminal space to increase the throughput capacity of the port
and to reduce truck traffic at the port.

I also believe it is reasonable to foresee:
The creation of port nodes along the Fraser River and at TFN’s planned port
industrial zone, and also at places like Ashcroft as future inland hubs to substantially
increase the throughput capacity of Vancouver and its container terminals.



Port nodes will enable:
 Import Containers to be moved by barge “In Bond” to the nodes as an extension of the
port gateway.


The nodes will become distribution and consolidation centers for Import, Export and
Empty Containers to greatly increase existing port capacity.



In a nutshell, the use of nodes will reduce port dwell time, reduce the storage of MT
containers at the port and prevent terminal backlogs and bottlenecks that are
predominantly caused by unforeseen disruptions in the transport supply chain.
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Panellist Stephen Brown’s Presentation

34

35

36

37

38

39

40

41

42

43

44

45

46
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