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Purpose of this submission 
This submission is in response to the Government of Canada’s call for input to its 
engagement paper on a proposed Western Canada Growth Strategy. Specifically, 
government has outlined challenges and opportunities relating to changing demographics, 
First Nations, Inuit and Métis, real GDP, the labour market, trade, natural resources, SMEs 
and entrepreneurship, innovation and skills. 

Government has asked the following questions: 

• What does a stronger western Canadian economy look like 10 years from now? 

• What are the best ways to spur new growth in western Canada? 

• What will help the Indigenous economy continue to grow? 

• How can we improve economic participation in the west of underrepresented groups, 
including women, youth, and new immigrants? 

• How can governments, industry, and western Canadians work together to grow the 
regional economy? 

The Vancouver Fraser Port Authority is pleased to provide this submission, focused in 
particular on trade. 

About the Port of Vancouver and the Vancouver Fraser 
Port Authority 
The Port of Vancouver is Canada’s largest port, handling more than one in every three 
dollars of Canada’s foreign trade in goods beyond North America, as well as significant 
volumes of regional and North American trade. Port activities generate almost four million 
dollars in taxes per day across the country for all levels of government. 

The Vancouver Fraser Port Authority is responsible for the stewardship of federal port lands 
and waters in and around Vancouver, British Columbia. Like all Canada Port Authorities, the 
Vancouver Fraser Port Authority is accountable to the federal minister of transport and was 
established by the Government of Canada pursuant to the Canada Marine Act, which sets 
out a mandate for the port authority to facilitate Canada’s trade objectives, ensuring goods 
and passengers are moved safely and efficiently, while protecting the environment and 
considering local communities.  

Operations within the Port of Vancouver are managed by industry and government 
agencies. Terminals are private operations that contract directly with shippers and freight 
services, including railroads, shipping lines and trucking companies. Laws and regulations 
are overseen by many different authorities, such as Transport Canada, the Canadian Coast 
Guard, and many more. Crime and cargo security are managed by local and federal police 
forces, the Canadian Border Services Agency, and others.  

Sustainability has always been a part of the legislated mandate of a port authority, and the 
vision of the Vancouver Fraser Port Authority is for the Port of Vancouver to be the world’s 
most sustainable port. We define a sustainable port as one that delivers economic 
prosperity through trade, maintains a healthy environment, and enables thriving 
communities through collective accountability, meaningful dialogue and shared aspirations. 

The current port authority system of arms-length, commercially self-sufficient agents of the 
Crown has worked well to meet Canada’s trade needs. Since the Canada Marine Act came 
into effect, Canada’s trade with Asia through the Port of Vancouver has grown significantly. 
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In 2017, nearly 339 million metric tonnes of international and domestic cargo moved 
through ports overseen by the 18 Canada Port Authorities. The Port of Vancouver handled 
over 42 per cent of this cargo, more than the total of the next five largest ports combined. 

 
Figure 1: Total 2017 cargo volumes at all 18 Canada Port Authorities (data provided by 
Canadian Sailings) 

Figure 2 shows that international cargo volumes through the Port of Vancouver have grown 
by 62 per cent since 1999, a compound annual growth rate of 2.7 per cent. The Canada 
Marine Act has enabled the Vancouver Fraser Port Authority to grow the Port of Vancouver 
to be one of the leading ports in North America, primarily by being able to meet commercial 
needs by raising capital and conducting project environmental reviews to facilitate and lead 
infrastructure development.  

 
Figure 2: Port of Vancouver international cargo volumes 1999-2017 
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With respect to western Canada and to be expected, trade through the Port of Vancouver to 
and from Western provinces has also grown, as shown in Figure 3.  

 
Figure 3: Port of Vancouver volumes from and to western Canada provinces (2013-2017) 

Submission 
Rather than answer each of government’s questions individually, the port authority has 
elected to speak to topics that are inspired by two of the questions, which are most relevant 
to our role in western Canada’s economic development: 

• What does a stronger western Canadian economy look like 10 years from now? 

• What are the best ways to spur new growth in western Canada? 

One of the greatest challenges facing Canada’s trade aspirations with Asia is the ability of 
our West Coast ports to manage that growing trade. 

In Vancouver, though there has been strong and successful infrastructure development over 
the last decade that has supported record volumes in trade, there are several significant 
impediments to continued growth of the port and supporting industry. This submission 
addresses those impediments. 

Envisioning a stronger western Canadian economy 

Port 2050 

Since 2010, the Vancouver Fraser Port Authority, in collaboration with terminal operators, 
railways, industry organizations, communities, municipalities, government agencies, and 
First Nations leaders, has used scenario planning as a strategic tool to test our thinking and 
challenge our assumptions about the future.  
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• Near certainty of climate change and link with human activity 

• A shifting energy landscape with fracking and growing demand of non-carbon 
sources 

• Increasing interest in Vancouver Gateway development by local communities 

• Intensification of public debate about major resource projects 

• Supreme Court of Canada rulings on Aboriginal title 

• Strong economic expansion following 2008/2009 collapse of financial markets 
although uncertainty remains 

• Increasing discourse about a widening wealth gap 

Four plausible scenarios have been identified: 

1. Local Fortress: Gateway growth is constrained because B.C.’s Lower Mainland 
focuses on the regional economy and local resilience 

2. Missed The Boat: Emerging market growth is strong, but the gateway misses key 
opportunities and doesn’t live up to expectations, due to problems in the supply 
chain, poor coordination, lack of community buy-in and diminishing industry support 

3. Rising Tide: Continued growth, but in a context of increased volatility due to 
resource conflicts and climate instabilities 

4. The Great Transition: A paradigm shift of rapid transition to a post-industrial/post-
carbon model 

While we cannot address the broader issues that will influence the port but are beyond our 
control, the port authority is doing all we can to aspire and work towards The Great 
Transition. It represents a shift to a lower carbon economy with a focus on sustainable trade 
that includes an ability to accommodate Canada’s trade needs, but at the same time 
maintain a healthy environment and enable thriving communities. Everything we do is 
filtered through the lens of sustainable trade, and therefore it follows that we believe a 
strong western Canadian economy should similarly focus on the same ideals. 

Greater Vancouver Gateway 2030 

Greater Vancouver Gateway 2030 is a strategy for smart infrastructure investment to 
address the community impacts of trade and population growth in B.C.’s Lower Mainland, 
and it is guided by the Government of Canada’s commitment to strengthen trade corridors 
to increase trade and access to global markets. 

Recently-proposed and funded projects are focused on strategic transportation 
infrastructure in British Columbia’s Lower Mainland, and include principal road and rail 
connections stretching across western Canada and south to the United States, key border 
crossings, and West Coast ports. The approach, known as the Gateway Transportation 
Collaboration Forum, has been collaborative, bringing together governments at all levels, 
industry and gateway stakeholders. The port authority, Transport Canada, and others have 
worked in partnership through a dedicated secretariat that supports industry and municipal 
and provincial governments to determine priority projects, establish businesses cases to 
support funding agreements, secure funding, and execute on projects. 

About 40 projects have been identified that will enhance the movement of goods and people 
through the Vancouver Gateway, and support sustainable growth, environmental 
stewardship and livability for communities. Delivery of these projects is critical to create a 
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foundation for a strong western Canadian economy in the future, with continuing and 
growing access to overseas markets 

Spurring new growth in western Canada 

Continued infrastructure spending 

The Vancouver Fraser Port Authority commends the government for its commitment to 
infrastructure spending through the National Transportation Corridor Fund, which has 
provided more than $222 million supporting nine of the Greater Vancouver Gateway 
projects to date. As the government decides how it will commit the next phase of the 
National Transportation Corridor Fund, the port authority wants to ensure that trade-
enabling common-user infrastructure in and around western ports and trade corridors 
continues to be at the forefront of investment. 

Over the past several years, federal government investment of $1.4 billion supported 
projects worth $3.5 billion in West Coast gateway infrastructure, and inspired further public 
and private investment of over $7.5 billion to date. 

Over the next several years, the port authority is forecasting an additional 33 million tonnes 
of cargo through the port – nearly equivalent growth to the annual throughput of the Port of 
Montreal. Year-end statistics for 2017 and mid-year 2018 statistics show steady overall 
volume, a trend that is expected for a few years due to global economic softening. However, 
long-term forecasts are robust, particularly in light of agreements such as the Trans-Pacific 
Partnership and government’s commitment to strengthen bi-lateral relationships with China 
and India, as well as terminal infrastructure investments already committed by private 
sector investors. 

To accommodate that growth, the port authority and others are delivering on and 
identifying further opportunities for trade-enabling infrastructure that will improve road and 
rail access to benefit producers and shippers across Canada through greater efficiency, 
increased capacity and lower operating costs. The projects brought forward would result in 
increased employment, reduced travel time for road users, reduced noise levels and 
increased tax revenues to all levels of government. They would also be built sustainably, 
mitigate environmental impacts as a result of efficiencies in the supply chain, increase 
public safety and security, and reduce road and rail conflicts. 

In total, over $2.5 billion worth of projects have been identified in coordination with 
Transport Canada, the Province of British Columbia, local governments, and First Nations.  

Recommendations 

• The National Transportation Corridor Fund should continue to be focused on common 
user, goods movement trade-enabling infrastructure projects that have national 
importance and can prove to have significant, long-term economic impact. The fund 
should continue to allow for private sector proponents and should only require one 
public sector partner – the federal government – but should incentivize additional 
support from provinces, municipalities and/or First Nations. The port authority 
supports and will continue to assist with the delivery of the government’s plan to 
stimulate the economy through projects that will result in long-term measurable 
economic benefits.   

• Government is encouraged to continue to allocate funding based on the regional 
opportunities with the most economic potential. In other words, rather than 
allocating trade corridor funding somewhat equally across the country, there should 
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be a continued focus on identifying and allocating funding where it offers the 
greatest chance to capitalize on emerging markets, grow the Canadian economy and 
have positive long-term impact. 

• Funding should be expanded for the $2 billion, 11-year, National Transportation 
Corridor Fund to meet the substantial need for further investment. 

• The federal government should implement a secretariat to oversee joint-funding 
opportunities for common infrastructure projects on the West Coast to ensure critical 
projects proceed for the benefit of Canada’s trade agenda and the broader economy 
and the maximum leverage of federal investments is achieved. 

Maintain timely project and environmental reviews 

Canada Port Authorities have been the permitting authority for federal port lands and 
waters since the introduction of the Canada Marine Act in 1998, and they conduct 
environmental reviews of projects in accordance with Section 67 of the Canadian 
Environmental Assessment Act, 2012 (CEAA 2012). The Vancouver Fraser Port Authority 
was pleased to see this authority is retained in what is proposed to be Section 82 under the 
new Impact Assessment Act because we believe it is in the best interests of facilitating 
Canada’s trade while protecting the environment and considering impacts on local 
communities. 

As a federal authority under CEAA 2012 (and building on our experience as a regulated 
authority with review responsibilities under former CEAA (1992)), the Vancouver Fraser Port 
Authority developed a review methodology called the Project and Environmental Review 
Process to determine whether or not a project is likely to cause significant adverse 
environmental effects and inform our decision-making requirements under Section 67 of 
CEAA 2012, and the new Section 82. Our process meets regulatory objectives under CEAA 
2012, the Canada Marine Act, and the Vancouver Fraser Port Authority’s Letters Patent. 

The Vancouver Fraser Port Authority’s project and environmental review process is the most 
robust and transparent of Canada’s port authorities. Detailed information about our process, 
including guidelines that set out requirements for public consultation and technical studies, 
is available to the public on our website. 

Studies and materials submitted by proponents are posted to the website for public review 
and comment, and proponents of larger projects with potential effects on adjacent 
communities are required to provide opportunities for public comment (open house and/or 
on-line). Proponents must then consider the feedback from the public in their project 
planning and design. For larger projects, with potential for environmental effects, the port 
authority posts project decisions on our website along with a report summarizing the results 
of our review, and conditions required to reduce environmental effects beyond mitigation 
outlined in the proponent’s application. This level of process, rigour, and transparency is 
necessary considering the significant ongoing investment and development at Canada’s 
largest port and the dense population that surrounds it. 

In 2017, the Vancouver Fraser Port Authority completed reviews of 220 project applications, 
which included eight larger projects with potential for environmental effects. Two other port 
authorities, the Quebec Port Authority and the Prince Rupert Port Authority, have also 
implemented transparent environmental review processes that provide opportunities for 
public review and comment. Together, these processes could provide a scalable template for 
other port authorities wishing to improve transparency or increase public participation.  

The Vancouver Fraser Port Authority understands that the government of Canada, 
specifically the Canadian Environmental Assessment Agency, is considering changing the 
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marine terminal entry Section 24 (c) of the Regulations Designating Physical Activities (the 
Project List) by removing the caveat of historical use of such lands or designation in a land 
use plan to capture terminal expansions as well as new terminals. Any new or expanded 
marine terminal designed to handle ships larger than 25,000 DWT would become a 
designated project, including brownfield development and conversion of an existing terminal 
to another use. 

The current Regulations Designating Physical Activities already successfully capture those 
projects with the potential to result in significant adverse environmental effects in areas of 
federal jurisdiction. As currently worded, sections 24(c) and 25(b) of the Regulations 
Designating Physical Activities effectively identify the port-related projects that have 
potential to pose significant risks to areas of the environment that fall under federal 
jurisdiction. New or expanded terminals on existing port-terminal sites are considered 
redevelopments and not greenfield developments. They do not warrant being designated 
projects as the land and waterways are already being used or have already been used as 
port terminals.  

There is no question that changing the Project List as contemplated would mean smaller 
capital projects (relative to designated projects) with low potential for environmental effects 
but high economic significance would not go forward, and larger projects with moderate 
effects that can be mitigated in all likelihood would also not go forward. 

Therefore, the changes, if implemented, would have significant and negative impacts on the 
competitiveness of Canada’s ports, especially Canada’s largest, the Port of Vancouver.  

The Vancouver Fraser Port Authority has a third-party validated, rigorous, transparent and 
effective project and environmental review process, and there are other ways that 
government could compel port authorities to excellence in this regard without taking away 
their permitting authority. In our May 18, 2018 submission to Government of Canada in 
response to the Consultation Paper on Approach to Revising the Project List, we identified 
ideas by which government could provide greater scrutiny of federal agency review 
processes. These included implementing a fairness advisor, validating periodically a port 
authority’s ability to conduct environmental reviews, or creating a federal certification 
process whereby the review process of a federal agency is evaluated or accredited for 
meeting certain standards.   

Recommendation 

• Port authorities as a federal authority should continue to make environmental 
determinations (for non-designated projects) and the language as it is currently 
written in Sections 24 (c) and 25 (b) of the Regulations Designating Physical 
Activities should be maintained. In doing so, require port authorities to provide full 
transparency around project and permit reviews and improve public participation in 
informing permitting decisions. 

Innovation and trade logistics 

Canada’s trade depends on its trade networks, including ports, and the success of the 
country as a trading nation will depend on the future ability of those networks to facilitate 
trade. According to several reports, including from the Van Horne Institute and the Canada 
West Foundation, Canada is lagging on development of its trade strategy and related 
infrastructure which is, and will continue to, restrict the country’s ability to get goods to 
market. 
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The Vancouver Fraser Port Authority recommends several opportunities to improve Canada’s 
trade capacity and the ability of port authorities to facilitate trade.  

National transportation strategy 

The port authority strongly supports the development of a national transportation strategy 
in collaboration with the provinces, Indigenous governments, municipalities and industry. 

The strategy should be evidence-based and provide for the identification and protection of 
national transportation corridors, including surrounding land suitable for trade-related 
business and infrastructure. Such a strategy would also drive long-term infrastructure 
planning and funding decisions. 

The port authority also calls for the express separation of freight and passenger rail in areas 
where conflicts are constraining one or both. In the Lower Mainland, the Westcoast Express 
passenger service is causing significant capacity constraints for goods movement that 
cannot be easily resolved due to land availability and other limitations. With growth 
contemplated for the passenger service and trade growth potential assured based on 
forecasts, continued conflict cannot be sustained.  

Recommendations 

• Develop a national transportation strategy in collaboration with the provinces, 
municipalities, Indigenous governments and industry that provides for the 
identification and protection of national transportation corridors, including 
surrounding land suitable for trade-related business and infrastructure.  

• Separate freight and passenger rail in areas where it impacts goods movement to 
and from ports. 

Strategic sharing of supply chain data 

Tremendous potential exists around the strategic sharing of data among supply chain 
participants to optimize the supply chain. Ensuring data availability would stimulate ongoing 
performance improvement, maximize accuracy of overall forecasts, tap available capacity 
and maximize efficiency.  

As data would be operational and transactional in nature, it should be aggregated in a way 
that protects commercial sensitivities but provides strategic insight. Such data would also 
support the identification, protection and development of national transportation corridors 
and infrastructure planning. An example of how the sharing of data can benefit all 
participants in the supply chain is the Vancouver Fraser Port Authority’s recently completed 
Supply Chain Visibility Project. Using data supplied by railways, terminal operators and 
cargo owners, the project provides a consolidated view of the port’s bulk sector (coal, grain 
and fertilizers) supply chain performance. The project allows the port authority, Transport 
Canada and industry users to monitor the “health” of the Western Canada supply chain on a 
near real-time basis, from cargo origin through to vessel loading in Vancouver, as well as 
supporting the port authority’s transportation planning and infrastructure development 
initiatives.   

While the Vancouver Fraser Port Authority supports the introduction of regulation as a 
means to ensure data is shared, we encourage regulation that promotes transparency to 
stimulate performance improvement, rather than seeking to regulate performance.  

If data collection is to be managed by Canadian Transportation Agency or other government 
agency, the agency will need to be properly resourced and competent. Canada Port 



VANCOUVER FRASER PORT AUTHORITY | SUBMISSION 
Western Canada Growth Strategy 
 

October 24, 2018 | Page 11 of 14 

Authorities, as federally constituted agencies, could also play a lead role in the data 
gathering processes for their gateways, with Transport Canada providing a framework to 
ensure data availability. 

Recommendation 

• Develop policy, legislation, and/or regulation to ensure the timely strategic sharing of 
data among supply chain participants to optimize supply chain performance. 

Industrial land 

The loss of industrial land in the Lower Mainland is reaching crisis levels. Studies completed 
by Metro Vancouver indicate that approximately 860 acres of industrial land have been 
converted to other uses in the five-year period from 2010 to 2015, and that approximately 
1,000 acres of trade-enabling industrial land remain in the face of estimated demand over 
time of approximately 3,500 acres. While a balance of land uses in a region is necessary to 
ensure the many competing needs are met, the ability to continue to meet the nation’s 
trading objectives through Canada’s major West Coast port will be constrained unless 
greater protection of industrial land is provided. Canada’s importers, exporters and e-
commerce providers require an increasing supply of suitable land served by effective 
transportation infrastructure, and continued growth of these uses in the Lower Mainland is 
facing a crisis as industrial land is lost to other uses and land costs are rapidly increasing. 

Despite increasing awareness of this issue regionally, the municipal and regional land use 
planning framework is failing to address the industrial land shortage that will lead to 
inefficient and higher cost cargo logistics and ultimately decreased ability to attract cargo 
through western Canadian ports. The federal government needs to aggressively engage in 
the issue through consultation, policy and legislation to protect the national interest of 
Canada’s trade capacity through the West Coast. 

Other alternative supply chain concepts, such as inland terminals and short-sea shipping, 
have been suggested as a way to increase trade capacity, especially for the movement of 
containers. Ultimately, it is shippers that decide how best to contract supply chain options 
for moving cargo, and the port authority supports any opportunity for greater efficiency. 
However, marine terminal capacity is still needed to manage ship-to-shore cargo 
movements, and the closer related transload, warehousing and other logistics providers are 
to those marine ports, the more efficient the entire supply chain. Ideally, government 
should seek to optimize the most efficient goods movement possible to ensure Canada can 
stay competitive, which is why working to protect land around marine ports must be a 
priority. 

Recommendation 

• The federal government should adopt a leadership role to better protect land for 
trade-enabling uses in the local regions of port authorities through consultation, 
policy and legislation. 

Land acquisition and disposition 

Current land transaction requirements can limit the ability of Canada Port Authorities to 
compete for lands needed for port expansion. Port authorities need as much flexibility in 
managing land transactions as possible, particularly in the Vancouver area, which faces a 
highly competitive land market, rapidly increasing land value and a shortage of available 
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industrial land. This could be accomplished by amending Vancouver Fraser Port Authority 
letters patent, the Canada Marine Act or other acts, regulations or guidelines.  

Market pressures in the Vancouver region demand that participants react quickly and with 
flexibility to opportunities as they arise. While the target timeframe for approval of 
supplementary letters patent on land transactions is three months, if achieved, this is often 
not acceptable to vendors and places the Vancouver Fraser Port Authority at a disadvantage 
with private sector purchasers. Faster issuance of supplementary letters patent and allowing 
the ability to amend their own Schedule C after closing would put the Vancouver Fraser Port 
Authority in a more competitive position. While transactions can be timelier through a 
subsidiary, current lending restrictions from the Vancouver Fraser Port Authority to our 
subsidiaries limits this option, especially in the high value real estate market of the Lower 
Mainland. 

Canada Port Authorities should have the flexibility to acquire land at values competitive 
within their local markets without non-market based restrictions currently in place. For 
example, exchanges involving Schedule B lands within the required 15 per cent value 
restriction are very difficult to achieve. More flexibility allowing value differences to be 
balanced with cash or other non-cash considerations would allow port authorities better 
access to exchange opportunities to manage their land portfolios. 

Port authority lands held in Schedule B may include parcels that are difficult to lease or 
develop for port purposes and may also be difficult to exchange for lands that offer greater 
potential to create trade opportunities. In these situations, it would be beneficial for port 
authorities to be able to dispose of such properties and retain the proceeds for reinvestment 
in replacement Schedule B lands. Port authorities could each establish a fund restricted to 
such purposes to ensure funds are allocated accordingly. In addition, while not specifically 
precluded from exchanging Schedule B for Schedule C land and vice versa, there currently 
is no clarity on this option. 

With the severe shortage of expansion options in the Vancouver region and high 
competition for industrial land for non-port related purposes, the Vancouver Fraser Port 
Authority could benefit from other opportunities to meet the needs for growing trade. While 
the port authority has been successful in negotiating important acquisitions and exchanges, 
there are situations when the use of federal expropriation powers could assist in acquiring 
lands for trade related purposes such as infrastructure projects. The Minister of Public Works 
holds federal expropriation powers, but there is no guidance on how to request the use of 
these powers, as a last resort, to protect national trade interests. In addition, other federal 
real property in the region being underutilized for federal interests, and which has the 
potential to support trade growth, could be made available to the Vancouver Fraser Port 
Authority as an addition to our Schedule B assets through transfer of administration. This 
would assist the port authority in meeting our trade mandate while optimizing the use of 
existing federal assets. 

Recommendations 

• Improve federal procedures and timeframes for significantly faster issuance of 
supplementary letters patent, and subsequent use of same, allowing port authorities 
to operate effectively in a highly competitive market where success is dictated by 
market forces as opposed to government processes. 

• Authorize port authorities to dispose of less productive Schedule B land and hold the 
proceeds of sale in a restricted fund for the sole purpose of reinvesting in 
replacement Schedule B lands. 
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• Canada Port Authorities would benefit from more flexibility in federal land transaction 
procedures allowing for property exchanges whose value differences can be 
addressed through cash payments and other non-cash considerations. 

• Port authorities should be given authority to exchange Schedule B lands for Schedule 
C lands and vice versa.   

• Amend Vancouver Fraser Port Authority letters patent to grant autonomy to amend 
Schedule C to reflect additions/deletion of Schedule C lands. 

• Remove the restriction on Vancouver Fraser Port Authority’s lending to subsidiaries 
to allow greater nimbleness in acquiring new land. 

• Transfer administrative control of surplus federal lands from other federal 
departments to local port authorities where such lands can support uses under the 
Canada Marine Act. Ensure port authorities the right of first offer on any other 
available federal land in their regions before it is offered to any non-federal entity or 
to the general marketplace so that opportunities can be pursued for uses under the 
Canada Marine Act.  

• Determine a process to allow port authorities to petition the government of Canada 
to exercise federal expropriation powers to protect lands essential to Canada’s 
international trade capacity. 

Land use 

Permitted uses under Canada Port Authorities’ letters patent are unnecessarily restrictive, 
such as limiting some uses to ‘grandfathered’ areas, and can put limits on how land is used 
that may not suit a particular port over time. With greater flexibility in uses, port authorities 
can better strategically manage their land resources to ultimately create enhanced 
opportunities for trade-enabling purposes. 

For example, through widened permitted uses on specific sites, port authorities could 
generate revenue from land resources that can be reinvested in port infrastructure. Also, 
purchasing property and maintaining its non-port use until conversion to port use is 
practical would enable revenue generation particularly when land assembly is involved. 
Purchasing land and maintaining its non-port use over the longer term could allow for 
buffering of port activities from residents, a significant community benefit. 

Additional flexibility in use to allow for accessory uses required to support a primary trade-
related industrial zone such as retail services necessary for the local workforce as well as 
evolving e-commerce uses within traditional distribution warehouses would ensure 
development remains viable while responding to changing needs of logistics providers and 
consumers. 

Recommendation 

• Widen the scope of permitted uses under the Canada Marine Act and port authority 
letters patent to create better flexibility for port authorities to strategically manage 
their land resources while enhancing income generation and trade opportunities. 

Land tenure and leases  

The Vancouver Fraser Port Authority’s letters patent limit tenure periods for different uses 
and are also inconsistent among the forms of ownership of port lands. While the Vancouver 
Fraser Port Authority has largely been able to accommodate tenure needs within these 
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parameters, greater consistency would ease administration and open opportunities for uses 
requiring greater terms on lands other than Schedule B. Local authority to lease land up to 
99 years would also create flexibility for port authorities to enhance value of their assets in 
certain situations and provide an alternative to disposal of land assets.  

Port authorities are currently required to obtain supplementary letters patent when leasing 
land from third parties without regard for the length of tenure. This creates an impediment 
when dealing with landowners, particularly in the private sector, who may not be willing to 
wait for federal procedures to complete. Optimally, port authorities should be able to lease 
land from others for port purposes without issuance of supplementary letters patent, 
tracking such tenures on their own, or minimally be able to enter into tenures of up to 60 
years without application for supplementary letters patent. 

Recommendations 

• Allow Vancouver Fraser Port Authority to lease land from third parties without 
issuance of supplementary letters patent. 

• Increase a Canada Port Authority’s authority to lease land up to 99 years.  

• Align tenure parameters across all forms of ownership. 

Conclusion 
The Port of Vancouver continues to be recognized as a world-class gateway in implementing 
and inspiring strategic, nation-building infrastructure improvements that have facilitated 
tremendous trade growth while at the same time effectively protected the environment and 
considered the impact of trade on local communities. 

Ensuring the sustainability of Canada’s major trade and transportation corridors and overall 
goods movement through strategic infrastructure and innovation is vital to maintaining and 
enhancing the competiveness of the gateway and the western Canadian economy.  

Taken together, implementing the recommendations articulated in this submission will go a 
long way towards supporting the continued, long-term economic develop of western 
Canada. 

If you have any questions about this submission, please reach out to Terry Lalari at 
terry.lalari@portvancouver.com. 
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