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Mr. G.R.P. Graham 
Vice-President, Mountain Region 
Canadian National Railways 
Edmonton, Alberta 

Dear Sir: 

"CAN SURA" VANCOUVER 

October 29, 1965 

We are pleased to present our Report on a Harbour 
Development Survey for Prince Rupert, B.C. which has been 
prepared with the assistance of Nedeco. It comprises a 
survey of the present facilities of the Port of Prince 
Rupert and the surrounding area, and a plan to redevelop 
its natural resources to realize the full potential of 
the harbour. 

This plan leads to the introduction into the 
Report of a discussion of tonnages of various types of cargo. 
We have not made a study of the growth of shipping traffic 
and therefore cannot predict how quickly the various phases 
of the plan will be required. However, regardless of the 
rate of increase in cargoes handled, the plan proposed pro
vides a pattern for orderly development of the Port. 

We find that there is insufficient land space to 
allow the development of a suitable bulk loading terminal 
in the present City Port, however, we suggest that such a 
facility could be provided at the north end of Ridley Island. 

The satisfactory growth of the City Port will call 
for revisions to present land use and guiding of future use 
of land in the same pattern. 
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Mr. G,R.P. Graham 

The property inventory in the Report shows that 
other proprietors besides the C.N.R. would of necessity 
be required to participate in the implementation of a 
development program. A port authority which can provide 
the necessary planning and guidance would undoubtedly be 
of great value in achieving an orderly growth. 

We have been pleased to serve you in this matter 
and look forward to further associations. 

/ce 
encl. 

Yours very truly, 

C,B,A, ENGINEERING LTD, 

Keith A. Henry, P. Eng. 
Executive Vice-President 
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A. SUMMARY 

This report examines the development potential of 

Prince Rupert Harbour and in particular its ability to handle 

large volumes of bulk cargo and general cargo. 

A survey made of the present use of the waterfront land, 

within the City of Prince Rupert, discloses a lack of overall 

planning in the past development of this land. Whil<e this may 

not have been a real drawback. in the past, the Port is now 

faced with the need for considerable redevelopment and re

location of facilities, if it is to be able to handle both the land 

and marine traffic arising from any appreciable growth in 

export cargo volume. 

The survey also discloses that the waterfront land, within 

the City of Prince Rupert, is unsuitable for the development 

of facilities capable of economically handling large volumes 

of bulk cargo. An insurmountable problem, here, is the 

total lack. of the large land areas which are required to 

accommodate the stockpiles, rail car marshalling facilities 

and materials handling equipment needed in this type of opera

tion. It has therefore been necessary to look outside the 

present developed waterfront area for a site suitable for hand

ling the projected volumes of bulk cargo. 

Redevelopment of the waterfront land within the City, 

referred to herein for conveience as 11 City Port 11
, has been con

fined to providing the facilities needed for the handling of deep 

sea general cargo, coastal traffic, fish processing and small 

boat traffic. 

( 1 ) 

(2) 

( 3) 

( 4) 



- 2 - Summary 

The establishment of a Port Authority to provide guidance 

and a degree of control in the planning of the Port redevelopment 

and in the operation of the Port facilities as well as to coordinate 

the promotion of business, would be of great assistance to the 

orderly growth of the Port. 

( 5 i 

The proposed redevelopment plan for the City Port provides (6} 

for the reorganization of the waterfront by progressive phases, 

designed to realize the full potential of the harbour within the 

limits imposed by topography and economics. 

Redevelopment of the City Port is proposed as follows; the 

timing of the phases depending upon the needs of the harbour. 

Deep Sea Traffic 

General Cargo Phase 1 

Two new ship berths at the site of the 

former dry dock and shipyard to handle 

sawn lumber, pulp and mineral concen

trates. 

Phase II 

Two further ship berths at the site of 

the present C .N. Ocean Dock and 

waterfront to the northeast, to handle 

pulp and mineral concentrates. 

Phase III 

Expansion of Phase I and Phase II 

sites to the southwest as required to 

provide a. further four berths. 

(7} 



Deep Sea Traffic (cont'd) 

Logs 

Grain 

Coastal Traffic 

Coastal Ships 
and Barges 

- 3 - Summary 

Phase I 

With facilities at Port Simpson in 

operation, logs can be loaded at any 

vacant site in City Port. 

Phase II & Phase III 

Additional ship tie-up berths be-

tween the grain elevator dock and 

the C .N .R. Rail car slip as required. 

Phase I 

Existing grain elevator dock to-

gether with presently scheduled 

increase in storage capacity and 

increase in speed of loading. 

Phase II & Phase III 

Limited expansion possible to south-

west but preferable location would 

be at Bulk Handling Terminal. 

( 8) 

Phase I 

The existing Ocean Dock and North-

land Navigation Co. Ltd. Dock. A 

new drive-on drive-of£ ramp at the 

site of the former dry dock and ship-

yard. 



Coastal Traffic (cont'd) 

Passenger, Road 
and Rail Car 
Ferries and 
Cruise Ships 

Oil Company Ships 

- 4 - Summary 

Phase II & Phase III 

As the Ocean Dock is developed 

for deep sea use, further coastal 

traffic facilities can be developed 

to the southwest of the present 

0 cean Dock Extension. 

Phase I 

Existing harbour facilities, with 

more intensive use, are adequate 

to handle substantial increases. 

Phase II & Phase III 

Waterfront between existing 

C .N .R. Rail Car Slip and Digby 

Island Ferry reserved for eventual 

use by ferries. 

Phase I & Phase II 

Existing harbour facilities are 

adequate. 

Phase III 

Possible relocation in Lower 

Morse Creek Area as Cow Bay 

area becomes developed for deep 

sea use. 



Small Boats 

Fishing Boats 

Pleasure Boats 

Other Small Boats 

Seaplanes 

- 5 - Summary 

Phase· I 

Existing facilities with extension 

of Rushbrook Floats to northeast. 

Phase II 

Cow Bay Floats relocated to a 

site northeast of the C .N .R. Rail 

Yards upon redevelopment of the 

Cow Bay area for deep sea purposes. 

Phase III 

Overall plan for location of fish 

processing industry at Seal Cove 

and Fairview ends of the City Docks. 

Relocate Rowing and Yachting Club 

facilities outside City Port as 

expansion pressure requires. 

General relocation outside main 

waterfront area. 

Expansion of facilities as required 

in Seal Cove and east side of Depart

ment of Transport Base. 

(9) 

( l 0) 

The only site in the Prince Rupert area suitable for develop- (ll) 

ment as a bulk handling terminal, with sufficient capacity to 

handle a diversity of materials and substantial volumes of bulk 



- 6 - Summary 

cargo is at the northwest side of Ridley Island. Further studies 

are required to confirm that this coast is not subject to swell 

and wave action which would impose undue restrictions on ships 

berthing. 

Development of the bulk terminal has been considered in 

two stages. The first stage is sized to provide facilities to 

handle a total volume of bulk cargo of about 4, 250,000 tons on 

60 acres. The site development costs for this stage have been 

estimated to be $8,500,000, and the cost of equipment and dock 

facilities for the two ship berths a further $10,000,000. The 

total cost for Phase I would therefore be $18, .500, 000. The 

second stage would provide 80 acres with four ship berths and 

facilities to double the total volume of bulk cargo. Site develop

ment costs for this expansion will rise to a total of $10,500,000 

and the equipment and dock facilities to $20,000,000 resulting in 

a total cost for the whole t.erminal of $30, .500, 000. 

( 12) 
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B. SCOPE OF REPORT 

This report presents the findings of a survey of the 

development potential of the harbour and waterfront at 

Prince Rupert, B. C. The survey has been carried out to 

determine the best uses for the land owned by the Canadian 

National Railways and in so doing has taken into account all 

other waterfront land in the City. Particular reference has 

been made in the survey to the potential of the Port to 

handle certain export cargo types. These are broadly sub

divided into general cargo and bulk cargo, the latter re

quiring special facilities designed to cope with large volumes 

of materials handled in bulk form. 

Since the survey shows the waterfront of the present 

City Port is not capable of development nor redevelopment 

to meet substantial increases in bulk cargo volumes, the Con

sulting Engineers have broadened their review to include sites 

in the general area of Prince Rupert. 

( 13) 

( 14) 
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C. THE EXISTING PORT 

1. Topography of the Harbour Area. 

The topography of the Prince Rupert coastal area is 

such that three major requirements for a fine harbour are 

met by natural circumstance. Depth of water, width of channel 

and protection from heavy seas are all provided with a generous 

degree of adequacy. In addition, the harbour is ice free at all 

times of the year. 

In the entrance channel a minimum water depth of 60 

feet exists over a width of at least 1250 feet, whilst in the 

harbour proper this depth of water obtains over an average 

width of some 4, .500 feet. Depths of sheltered water, adequate 

for ship passage, exist at economically favourable distances 

from shore for almost the total lengths of both sides of the 

harbour. Development of the harbour area, however, is 

presently almost entirely limited to the eastern shoreline 

between the harbour entrance and Shawatlan's Passage; that is 

to the western side of Kaien Island. This limitation of develop

ment is imposed principally by the lack of land communication, 

both road and rail, to Digby Island to the west and to the 

shores of Tuck Inlet to the north. 

The harbour is protected from Pacific Ocean seas by 

Digby Island and the southwestern tip of the Tsimpsean 

Peninsula and is largely protected from severe winds by 

land masses which almost totally surround the water. 

( 15) 

( 16) 

(17) 
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1. Topography of the Harbour Area (cont'd) 

The presently developed waterfront, referred to in 

this report as the "City Port", is situated on the western 

shore of Kaien Island. This shoreline consists mainly of 

steep rock cliffs, of heights up to 100 feet above water, 

from which a series of irregular benches of varying widths 

stretch inland to Mount Hays (2400 ft.) and Mount Oldfield 

( 1885 ft. ) . The City of Prine e Rupert is situated on these 

irregular benches, with its major axis generally paralleling 

the sea cliffs. 

The cliff shoreline of the City Port is modified at 

Seal Cove, the mouths of Hays and Morse Creeks and at 

Fairview Bay. At these locations, areas of naturally 

flatter land exist at sea level and these have been artificially 

extended over the years by blasting and levelling the cliff 

faces. A narrow bench cut into the cliff connects these 

flat areas and carries the C .N .R. Rail tracks and sidings. 

Road access to the waterfront properties from the residential 

and commercial sections of the city is severely restricted 

by the rock cliff barrier. There is no continuous road at 

waterfront level to connect the several major areas of 

development and access to these areas is by lateral roads 

down from the City; these tend to follow the routes of the 

creeks which have formed the natural flats. 

(18) 

( 19) 
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1. Topography of the Harbour Area (cont'd) 

For some 3-1/2 miles to the south of Fairview Bay, 

the foreshore is relatively narrow and is fully occupied by 

the C .N .R. mainline track, the roadbed being cut into the 

cliffs where required. Between the extreme southerly tip 

of Kaien Island and the northerly tip of Ridley Island, there 

is an area of some 50 acres of relatively flat land which is 

partially water covered at high tide. 

2. Present Facilities and Waterfront Land Use. 

A survey of the existing facilities on the City Port 

waterfront has been undertaken to permit the compilation 

of an inventory of structures, users and uses. 

From the results of this survey and from information 

supplied by the C .N. R., the inventory shown in Appendix 1 

has been drawn up. The structures are listed in geographic 

order commencing in the Seal Cove area and following the 

coastline to the southeast to the Fairview Bay area. Their 

locations are shown on Plates 3 and 4. 

The inventory describes the name of the property 

owner, name of lessee, lease numbers and terms and 

expiry dates of all C .N .R. leases, construction details of 

the structures and the uses to which they are presently 

being put. 

(2 0) 

(21) 

(22) 

(2 3) 
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2. Present Facilities and Waterfront Land Use (cont 1d) 

An examination of the inventory of waterfront properties 

(Appendix 1) together with Plates 3 and 4, indicates the type 

of harbour facilities presently available in Prince Rupert. 

Generally the existing facilities are as follows; 

i) Deep Sea Shipping 

The following suitable facilities are presently 

available for use by deep sea shipping in the City Port 

area~ 

C.N.R. Ocean Dock Wharf length (including 

extension) 1, 610 feet. Transit 

shed 820 feet x 141> feet x 35 

feet (maximum height). 

Equipped with two 5 ton 

Barlow Elevators. Rail access 

over entire length of shed. 

Road access north end of shed 

only. Maximum shed floor 

loading approximately 350 lbs. / 

sq. ft. Low water depth 

approximately 30 feet. Present 

use: Coastal traffic with general 

cargo. Docking summer cruise 

ships. Wharf for ships loading 

lumber and logs. Fish product 

warehouse. 

(24) 
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2. Present Facilities and Waterfront Land Use (cont'd) 

Canadian Government 
Department of 
Agriculture 

H) Coastal Shipping 

Elevator berth 1, 020 feet long. 

Storage capacity l, 250,000 

bushels scheduled for increase 

to 2, 5 00, 000 bushels; work 

commencing fall of 19 65. 

Maximum anticipated through-

put after completion of additions 

40, 000 tons per month. Wharf 

also used for bunkering Govern-

ment ships. Rail access. Road 

access across rail tracks. 

In addition to the C.N.R. Ocean Docks, the following 

facilities are available for coastal shipping in the City 

Port area: 

Private Fish Company 
Docks 

B. C. Packers Ltd. 

Royal Fisheries Ltd. 

Babcock. Fisheries Ltd. 

Atlin Fisheries Ltd. 

The Canadian Fishing Co. 

Pacific Fisheries Co. Ltd. 

Prince Rupert Fishermen's 
Co-Op Assoc. 

All have fish wharves capable of 

handling barge coastal traffic 

for their products. 
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2. Present Facilities and Waterfront Land Use (cont'd} 

Private Oil Company 
Docks 

Ferry Installations 

Imperial Oil Ltd. 

Home Oil Distributors Ltd. 

B.A. Oil Co. Ltd. 

Standard Oil Co. of B.C. Ltd. 

Shell Canada Ltd. 

All maintain wharves used by 

tankers and barges for delivery 

of oil products. The Imperial 

Oil Ltd. 1 s wharf is also used 

for bunkering deep sea vessels. 

City of Prince Rupert Ferry: 

Road vehicle traff1c and passen-

gers from Prince Rupert to 

Digby Island (Airport) Ferry 

slip at Fairview Bay. 

Alaska Ferry: Road vehicle 

traffic, and passengers from 

Prince Rupert to Alaskan Ports. 

Waiting rooms, customs 

inspections halls, automobile 

parking, ferry slip at Fairview 

Bay. 
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2. Present Facilities and Waterfront Land Use (cont'd) 

C.N.R. rail car loading ramp 

north of Fairview Bay. Rail 

cars loaded onto barges for 

Whittier, Saxman and Ketchikan, 

Alaska. 

Northland Navigation Wharf length 520 feet. Transit 
Co. Ltd. (leased from 
Provincial Government) shed 250ft. x 60ft. x 25ft. 

Albert & McCaffery 
Private Dock 

iii) Small Boats 

maximum height. Transit shed 

100ft. X 45ft. X 25ft. height. 

Rail and road access. Shed 

floor loading approximately 

300 lbs./sq ft:. maximum. 

Used by coastal ships and 

barge traffic with general cargo. 

Four wharves totalling approxi-

mately 300ft. in length. Road 

and rail access. Used by coastal 

traffic - general cargo. 

In addition to the facilities listed under ii) above, 

following facilities are available for small boat use, in 

the City Port area: 

Fishing Boat 
Moorages 

Fairview Bay Canadian Govern-
) 

Cow Bay ) ment floats. 
) 

Rushbrook ) Operated by City 
) 
) of Prince Rupert. 
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2. Present Facilities and Waterfront Land Us" (cont 1d) 

Armour Salvage (1949) Timber floats used for tugboat 
Ltd. Private Float 

Canadian Government 
Department of 
Transport 

Prince Rupert Rowing 
and Yachting Club 

McLean's Shipyards 
Ltd. 

iv) Seaplanes 

and barge moorage. 

Timber float and pedestrian 

access. Government boat 

moorage. 

Timber floats and pedestrian 

access. Moorage for pleasure 

boats. 

Timber floats and pedestrian 

ace ess. Moorage for fish boats. 

Seaplanes use the northern end of the present harbour 

for landing, taking off and taxiing to floating passenger 

terminals in Seal Cove. Ramp, hangar and repair 

facilities are situated close by on the rock-filled 

promentory which houses the Department of Transport 

administration area. 

Present deep sea export cargoes, handled through the 

City Port, are limited, almost exclusively, to grain, lumber 

and logs. Pulp is also exported by deep sea shipping from 

privately owned facilities in Porpoise Harbour (Port Edward) 

and iron ore shipments, from the Queen Charlotte Islands to 

Japan, pass through the Port for customs clearance purposes. 

(25) 
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2. Present Facilities and Waterfront Land Use (cont'd) 

The average annual volumes of dc,ep sea export cargoes 

passing through the City Port for the five year period to 

1964are: 

Grain 236,000 tons/annum 

Lumber 2 7, 000 tons I annum 

Logs 53, 000 tons I annum 

':' Including exports through Port Simpson 

Deep sea shipping presen!:ly forms orly a miror pro-

portion of the harbour activity in the City Port. Coastal 

shipping, including ferries and barge traffic, is somewhat 

more active but it is to the fishing industry that the City 

Port presently looks for the largest share of its waterfront 

activity. 

Fishing boats not only winter in the City Port but many 

others use it as a supply base and for d1sposal of the·ir catches 

during the fishing season; at this time some. 2 .. 000 boats may 

be based therein. 

3. Sources of Information 

In order to have the benefit of the exper·ience of present 

waterfront users, harbour administrators and other groups 

and individuals interested in harbour development, discussions 

were held with representatives from the followmg: 

Canadian Government: 

Department of Agriculture (Prince Rupert 
Grain Elevator) 

Department of Transport (Office of the 
Harbour Master, Prince Rupert) 

(26) 

(2 7) 

(2 8) 

(2 9) 
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3. Sources of Information (cont'd) 

Department of Transport (B.C. Pilotage Authority) 

Department of Public Works 

Prince Rupert City Council 

Prince Rupert City Town Planner - Mr. Dieter 
Naumann, DIPL, ING. AMPTIC. P .I .B.C. 

Prince Rupert Chamber of Commerce 

B.A. Oil Co. Ltd. 

Columbia Cellulose Co. Ltd. 

Empire Stevedoring Co. Ltd. 

Home Oil Distributors Ltd. 

Johnston Terminals Ltd. 

Northland Shipping (1962) Ltd. 

Prince Rupert Fishermen's Cooperative Association 

Prince Rupert Wholesale Fish Dealers' Association 

United Fisherman and Allied Workers' Union 

In addition, the following were contacted by letter: 

Imperial Oil Ltd. 

Native Brotherhood of B. C. 

Shell Canada Ltd. 

Standard Oil Company of B. C. Ltd. 

The information obtained from these discussions has 

been of great assistance in the preparation of this report and 

the authors wish to express their gratitude to the various 

groups and individuals concerned. 

(30) 
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D. DEVELOPMENT POTENTIAL OF THE PORT 

The development potential of the Port is dependent 

upon the ability of the waterfront to accommodate the facilities 

required to handle cargo efficiently both from the water side 

and from the land side. 

The modern concept of bulk handling cargo implies a 

reduction in transportation costs which is made possible by 

economy of large scale operations and the optimum use of all 

equipment. In general, however, the facilities necessary for 

the economic receipt, port storage and loading to ship of 

large volumes of bulk cargo require a single parcel of rela

tively flat waterfront land capable of development to an area 

of at least 80 - 100 acres. Road and rail access to the site 

must be unimpaired and in addition suitable adjacent land 

area should be available for further expansion, if required. 

Study of the topography of the City Port shows that no 

one parcel of waterfront land presently exists with an area 

greater than 35 acres and no parcel is capable of reasonable 

development into the 80 - 100 acres required. 

Thus, the City Port area contains no site suitable for 

development as a bulk handling terminal of adequate size. 

In addition to the lack of suitable land, the City Port is further 

handicapped by other factors, such as the difficulty of handling 

large volumes of rail traffic through the limited waterfront 

area, the added requirements of marine, rail and road facilities 

( 31) 

(32) 

(33) 

(34) 
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of the Port 

necessary to handle increased volumes of deep sea general 

cargo and the increasing requirements of present waterfront 

users. 

The high cost of adequate road and rail access across 

the harbour entrance rules out the development of the east 

coast of Digby Island for general and bulk cargo purposes, 

at least in the foreseeable future. Similarly, the cost of 

road and rail access and high cost of land development along 

the shores of Tuck Inlet would also preclude development for 

these purposes, at this time. The development of facilities 

for the loading of water borne cargo, such as lumber arriving 

in Prince Rupert on scows or logs are, however, feasible in 

these locations. 

The Port, as originally envisaged by the Grand Trunk 

Rail way in the early part of this century, was planned as a 

harbour for both deep sea and coastal ships serving the 

Pacific rail head of the second Canadian trans-continental 

rail line. Up to the present, however, cargo volumes have 

not justified this planning; development has taken place in a 

haphazard manner and land has been used for purposes not 

necessarily connected with its waterfront location. This 

form of past development has left the Port in a condition 

where large scale relocation and reconstruction of existing 

facilities will be required over the next twenty-five years if 

the port is to develop its full potential as a deep sea terminal 

(35) 

( 36) 
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of the Port 

and take advantage of its particularly favourable location for 

trade with the Orient. 

In analysing the potential of the area to handle substan-· 

tial deep sea cargo volumes, it has been considered that the 

City Port should be developed to handle general cargo only. 

Facilities for the handling of bulk cargo must be located 

outside the City Port area because of their particular 

requirements and the topography of the area. On the basis 

of this concept, separate consideration has been given to: 

a) The development and redevelopment of the City 

Port for use by: 

Deep sea traffic: - general cargo and grain 

Coastal traffic 

Small boat traffic 

Seaplanes 

and b) The development of a bulk handling terminal in an 

area outside the City Port. 

(37) 
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E. CITY PORT 

1. Potential of the City Port 

a) General 

There is presently little usable vacant water

hont land in the City Port; the largest parcel is the 

site of the former shipyard at the mouth of Hays Creek. 

This parcel has an area of approximately 7 acres and 

has a waterfrontage of 450 feet, 

The almost continuous cliff barrier to landward 

and rapidly increasing depth of water to seaward, makes 

development of new land areas both difficult and 

expensive. 

The locations of the existing City Port facilities 

are to no definite plan and their indiscriminate siting 

prevents the use of the waterfront property to its opti

mum potential. The location, for example, of pleasure 

craft floats, a sawmill and various warehouses in the 

Hays Creek-Cow Bay area presently prevent its use as a 

docksite for deep sea ships. 

Plans for the future development of the City Port 

will have, therefore, to consider the relocation, out of 

the waterfront area, of existing facilities not directly 

dependent on sea access and also the relocation to other 

waterfront property of facilities requiring sea access but 

not developing the full potential of their present sites. 

(38) 

(39) 

(40) 

(41) 
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1. Potential of the City Port (cont'd) 

Consideration has been given to the best use of 

the waterfront land in the existing harbour area in 

order to obtain the maximum efficiency in cargo hand

ling and to reduce to a minimum the interference in 

operations between the various types of traffic which 

will be using the harbour in the future. The antici

pated harbour traffic has been studied by type and 

suitable waterfront land allocation made according to 

the particular needs of each. 

b) Deep Sea Traffic 

The siting and development of a modern deep sea 

general cargo facility requires consideration of many 

factors. An efficient installation must satisfy con

ditions of: 

Depth of water 

Load bearing capacity of wharf and transit shed 

floor 

Width of apron 

Areas of transit sheds and/or assembly areas 

Access by rail and road 

Utilities 

Deep sea general cargo vessels presently require 

a minimum of 30 feet of water and with the current trend 

to the construction of larger vessels with greater draft, 

a minimum depth of water of 40 ft. should be provided 

(42) 

(43) 

(44) 
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1. Potential of the City Port (cont'd) 

wherever economically possible for new dock construc

tion. 

Modern methods of cargo handling require, for 

maximum efficiency, much larger permissible floor 

loadings in transit sheds than any presently existing in 

the harbour. 

With the use of fork lift trucks, cargo can now 

readily be stacked as high as 20 feet, thus simul

taneously increasing the overhead clearance required 

and increasing the required load bearing capacity of 

the transit shed floor. Use of fork lift trucks, also 

means that the wharf must have an even deck surface, 

adequate aprons and uninterrupted traffic aisles 

within the transit shed. Similarly for cargoes not 

requiring shed protection (e.g. lumber) suitable 

areas with flat even surface, adequate in bearing capa

city for the loads to be imposed both by the cargo 

itself and by transporters and with adequate aisle 

space, must be provided for maximum efficiency. 

Road and rail access for loading and unloading 

into the storage areas and transit sheds must be pro

vided, with adequate cover from weather where re

quired, and with room for movement of loading and 

unloading equipment. 

(45) 

(46) 

(4 7) 
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l. Potential of the City Port (cont'd) 

Utilities to be provided will include electrical 

power and water supply for dock side, shipboard and 

fire fighting purposes. Fuel bunkering service will 

not be in demand, except for emergency use, as long 

as the price structure for bunker fuel supplied at 

Prince Rupert remains in being. 

The detailed layout of the dock facilities, 

including dockside loading gear, apron widths and 

load bearing capacities, sizes and location and 

structural design criteria for transit sheds and 

assembly areas, layout of rail spurs and roads all 

depend on the specific nature of the cargoes to be 

handled. The detailed layout is affected by the 

manner of packaging the cargo, its rate of arrival 

at the terminal, period of assembly, size of indi

vidual shipments and many other factors beyond the 

scope of this development survey. However, in 

broad terms general cargo berths required to handle 

such diverse commodities as pulp, sawn lumber, 

mineral concentrates and other miscellaneous cargo, 

will require general yard space as well as freight 

shed facilities. Under these circumstances, a two 

berth unit occupying 1200 feet of waterfront and with 

an overall width of at least 700 feet from the dock 

face would provide the most versatile arrangement. 

(48) 

(49) 



- 25 - City Port 

1 . Potential of the City Port ( cont 1 d) 

Two sites, capable of economic development into 

such a land parcel, exist in the City Port area. These 

are the site of the former dry dock and shipyard and the 

watefrontage of the C .N. R. marshalling yards. The 

redevelopment of the latter site would, however, require 

the relocation of the railway yards, a process which 

would be both expensive and, for reasons discussed else

where in this report, not desirable. 

However, it is considered that the C .N. Ocean 

Dock and waterfront to the northeast can be redeveloped 

to the required standards. Two new ship berths could be 

developed at this location. The use of these berths will 

be limited, by the proximity of the rail.yards and the lack 

of space behind them, to the handling of only those 

cargoes such as pulp, which arrive by rail and are moved 

directly into a transit shed for storage until loaded to 

ship. 

Thus, the immediate potential of the City Port to 

accommodate facilities for deep sea general cargo is 

confined to development of the property of the site of the 

dry dock and shipyard where lumber, pulp, mineral 

concentrates and other general cargo could be handled, 

and to the Ocean Dock site which could be devdoped 

for limited use. Further expansion could be 

(S 0) 
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1. Potential of the City Port (cont'd) 

accommodated to the southwest of each of the develop

ments described above. 

c) Coastal Traffic 

General Cargo 

Present coastal cargo traffic is made up mainly of 

food stuffs, building materials, oil products and ge,neral 

goods for consumption in the Prince Rupert area and its 

hinterland. These supplies are brought by barges and 

coastal ships, mainly from the Vancouver area. 

Also travelling through the harbour are rail cars 

from the U.S .A. which are transported by barge ferries 

to and from Alaskan Ports. Some exports of processed 

fish products pass down the coast to the Vancouver area 

by coastal shipping. Road vehicle and passenger ferries 

from Prince Rupert to Alaskan Ports operate all the year 

round. Cruise ships operating between southern 

British Columbia and Alaska visit Prince Rupert 

Harbour during the summer months. 

The requirements of coastal traffic are much 

less demanding than the deep sea trade, both from the 

aspect of water depth alongside and from the facilities 

required on shore. 

(.53) 

(.54) 
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1. Potential of the City Port (cont'd) 

Coastal general cargo does, however, require its 

facilities to be located close to the city and have good 

road and rail access. Those areas which would appear 

most suited for development to handle coastal ships 

and barges are the existing Northland Navigation dock 

and sites at the northeastern end of Hays Creek and 

Morse Creek. These sites are adjacent to proposed 

deep sea facilities and one would complement the other. 

Rail Car Ferries 

The location of the existing rail car ferry appears 

to be satisfactory. It occupies a site which would be 

difficult to develop for higher use. Adjacent un

developed waterfront is available to the south of the 

existing installation arrl this will provide a logical area 

for future expansion. 

Road Vehicle and Passage Ferries 

The new road ferry installation occupies a site 

which is well suited for this purpose. The waterfront 

between the existing C .N .R. rail car ferry slip and the 

Digby Island Ferry at Fairview has been allocated for 

any future expansion of the ferry systems. 

Oil Products 

Many of the oil companies have their docks in the 

Cow Bay area where they occupy valuable waterfront 

land not essential for their operation. 

(56) 

(57) 

(58) 

(59) 
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l o Potential of the City Port (cont'd) 

It would be prudent to locate oil storage away 

from the centre of the harbour, at a more open site 

less vulnerable to serious property damage in the 

event of fire o 

The vessels using the oil facilities do not require 

deep water; the dockside structures need not call for 

large land areas sine e the storage tanks, while 

requiring immediate road and rail access, can be 

remote from the waterfront o 

In view of this, a more preferable site for oil 

facilities would be at the mouth of Morse Creek where 

good road and rail access can be obtained 0 

d) Small Boat Traffic 

Fishing Industry 

In assessing the potential of the City Port to 

accommodate the fishing industry, the problem has 

been considered as having two distinct aspects o 

Firstly, there is the fish processing industry and the 

associated shipyard and repair facilities 0 Secondly, 

there are the fishboat mooring facilities for resident 

boats, and the short term tie up floats for transients 

who require only provisions o 

( 6 0) 

( 6 l) 
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1. Potential of the City Port (cont'd) 

At present, the fish processing industry is spread 

out over the entire waterfront area. Initially it will be 

necessary to maintain the existing plants at Cow Bay, 

but in order to develop the maximum use of the City 

water-port, it would be desirable in time to consolidate 

the various plant sites into locations at each end of the 

harbour - Seal Cove and Fairview areas. At those 

sites too all the necessary facilities required for boat 

building and maintenance could be conveniently located. 

Fish boat mooring requires a sheltered site, easy 

road access right to the floats and parking areas for 

cars. As with the processing industry it would be 

desirable to concentrate the mooring facilities at each 

end of the harbour; at Fairview and at the Rushbrook 

Floats. 

It will always be necessary, however, to provide 

short term tie up facilities for boats arriving during 

the fishing season to provision. The site for this 

facility must be within easy reach of the downtown 

section of the city. At present the Cow Bay float 

serves this purpose. A suitable site could also be 

developed northeast of the rail yards and 2nd Street 

ramp. 

Pleasure Craft and Miscellaneous Craft 

Considerable numbers of pleasure craft and 

( 64) 

(65} 

(66) 
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1. Potential of the City Port (Cont'd) 

miscellaneous craft use the harbour. Wherever possible 

it should be the aim to locate their facilities to cause the 

minimum of interference to the Port's commercial 

enterprises. 

Thus in Prince Rupert the Seal Cove and Shawatlan's (68) 

Pas sage areas would appear to be the logical place for 

pleasure craft marinas and miscellaneous small boat 

activity. 

Property ownership may make such a proposal diffi- (69) 

cult to implement so that an alternate location has been 

set aside in the area northeast of the rail yards and 2nd 

Street ramp. 

2. Phased Development of City Port 

a) General 

We have seen from our examination of the "Potential (70) 

of the City Port" that a specific use may be allocated to 

any piece of waterfront property based on its location, 

depth of water, developable hinterland, access by road 

and rail. In some cases the present use of the property 

may in fact be its desirable use, while in others the water-

front may be occupied by activities requiring lower grade 

water facilities. The development of the City Port will 

inevitably involve relocation of some activities and the 

consolidation of others to provide the most efficient use of 

the available waterfront. 
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2. Phased Development of City Port (cont'd) 

This redevelopment should proceed logically and 

in accordance with an overall long term plan for the 

Port. However, it would be of no real value to have 

relocation and redevelopment take place far in advance 

of demand for new facilities. 

Therefore it is necessary to review the possible 

future needs of the various types of waterfront uses 

and to phase the development of the waterfront to meet 

their demand for new facilities. This has been done by 

assuming three stages of development as follows: 

Phase I 

Phase II 

Pase III 

Development and redevelopment 

which would cause minimum dis

ruption and which could proceed 

immediately the demand is estab

lished. 

Redevelopment as required to pro

vide for a 25 year period following 

completion of Phase I. 

Long term provisions. 

The development needs of each type of traffic are 

discussed below and the recommended phased redevelop

ment of the City Port is shown on Plates Nos. 5 and 6. 

(71) 

(72) 

(73) 
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2. Phased Development of City Port (cont'd) 

b) Deep Sea Traffic 

The principal general cargoes to be handled by 

deep sea traffic through the City Port comprises basically 

pulp, sawn lumber, mineral concentrates and logs. 

Pulp which is presently shipped through private 

facilities at Watson Island could, under the right circum

stances, be brought to a suitable dock in the City Port. 

The cargo would require dock side storage to build up 

ship load lots. 

Sawn lumber is not presently a regular export 

from Prince Rupert though a suitable facility for lumber 

assembly may attract local mill output. 

Mineral concentrates would also require dockside 

storage facilities since this is another export cargo 

which would arrive in small lots. 

The future export of logs is somewhat uncertain, 

however no special facilities are required for this opera

tion so that a variety of possibilities are open. 

There is, at present, virtually no movement of 

deep sea import cargo into the Port of Prince Rupert and 

it would appear that, for the short term, this situation 

will continue. However, with an increase in the number 

of ships using the harbour to load export cargo, it can 

(7 4) 

( 7 5) 
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(77) 
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2. Phased Development of City Port (cont'd) 

be expected that advantage will be taken of the ships 

otherwise arriving in ballast and shippers will look for 

suitable inbound cargo. Thus, as the volume of exports 

builds up, one can look to an increasing import volume. 

Further encouragement to the build up of an import 

business may be offered by the increased number of 

suitable rail cars arriving in Prince Rupert carrying 

the export cargo and returning empty on the eastward 

run. 

The berths, transit sheds and other facilities 

required for the export cargo will also be able to handle 

a considerable volume of import movement. However, 

consideration must be given to the extra space required 

to handle a miscellaneous general cargo as opposed to 

the specific nature of the export cargo. The greater the 

diversification of the types of cargo, then the less will 

be the tonnage per ship berth that can be handled in any 

one period of time. 

The general cargo facilities should be of a type 

suited to the variety of commodities to be handled. It is 

doubtful, for instance, if a specific use facility, such as 

loading ramps for a deep sea, side loading, roll-on roll

off operation would receive the high degree of use 

essential for the economic justification of the installation. 

( 8 0) 

( 8 l) 
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2. Phased Development of City Port (cont'd) 

From the survey of the City Port waterfront, it 

was concluded that only two sites were suitable for 

development of deep sea general cargo facilities. These 

are the site of the old dry dock and shipyard and the 

present Ocean Dock and the waterfront immediately to 

the northeast. Limitations on the development of the 

Ocean Dock site due to the proximity of the rail yards 

make the former site a first choice for development. 

Export Pulp, 
Mineral Con-
centrates & 
Lumber 

Phase I 
Ship Berths 

} 
} 
} 2 
} 

Import General} 
Cargo } 

Export Logs 2 

Phase II 
Ship Berths 

4 

3 

Phase III 
Ship Berths 

Thus redevelopment of the property at the site of 

the dry dock and shipyard, shown shaded on Plate No.5, 

into a two berth deep sea dock suitable for lumber assem-

bly, pulp and mineral concentrates handling would be the 

logical first step in the reorganization of the City Port, 

under Phase I. 

As the short term requirements for additional 

facilities increase, it is considered that the present 

Ocean Dock and waterfront to the northeast can be re-

developed to the required standards. In Phase II therefore, 

(82} 

(8 3} 

(84} 

( 85} 
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2. Phased Development of City Port (cont'd) 

two new ship berths can be developed at this location, 

but their use is limited by the lack of open storage space 

to cargo such as pulp which can be brought in by rail 

and taken directly into transit shed for future shipping. 

Meanwhile the two berths at the site of the former 

ship dry dock and shipyard can be increasingly used for 

lumber assembly and loading - this fact calling for 

special consideration during the initial planning for its 

development. 

( 86) 

In the initial stages of cargo volume build up the new (87) 

cargo referred to above will be available for the loading 

of logs, however, in general, log loading is presently 

done by ships gear and mooring facilities only are re-

quired. An area lending itself to this type of facility is 

to be found between the grain elevator dock and the C. N. R. 

Rail Car Slip and is so indicated on Plate No. 6. The 

somewhat uncertain future of log export would appear to 

make the provision of extensive facilities unnecessary. 

One log handling berth is presently situated at Port (88) 

Simpson and provided this berth remains in operation, 

only one further berth will be required for Phase I and two 

by Phase II. 

In the long term Phase III, provision can be made (89) 
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2. Phased Development of City Port (cont'd) 

to accommodate additional general cargo facilities to 

the southwest of each of the two developments described 

above. Such expansion will call for the relocation of 

existing land users in the area from the site of the old 

shipyard and dry dock to Cow Bay and of the fish 

processing plant presently established at the Ocean Dock 

extension. This long term need for relocation and the 

redevelopment of these areas should be acknowledged 

when considering the terms and conditions of future 

leases for these properties. 

Grain 

The existing grain elevator wharf, together with 

the increase in storage capacity from 1, 250, 000 bushels 

to 2, 250,000 bushels and the increase in speed of loading 

currently scheduled will be capable of handling anticipated 

grain exports through Prince Rupert for some time. 

Additional facilities could be developed in the City Port 

to the southwest of the present elevator provided that 

sufficient rail car storage can be made available. 

However, since rail congestion could be a handicap to 

this location a preferable site would be at the Bulk Handling 

Terminal where unrestricted development could take place. 

c) Coastal Traffic 

The rapid expansion of industrial enterprises now 

(9 0) 

( 9 1) 
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2. Phased Development of City Port (cont'd) 

underway and planned for the North Western B. C. area, 

will require a greatly increased work force which in 

time will lead to an even larger increase in total popu

lation. The sizeable and rapid increase in present 

coastal cargo volumes can therefore be expected to con

tinue in the near future. 

One of the results of an increase in shipping 

activity in the port would be the attraction to Prince 

Rupert of cargo from small coastal centres of northern 

British Columbia and Alaska. At present thi.s cargo is 

shipped by barge to Vancouver and Seattle for onward 

deep sea transport. 

The existing harbour facilities for handling coastal 

ships and barges, rail car ferries and road vehicle and 

passenger ferries appear adequate to handle present 

requirements. There is a need, however, for a suitable 

ramp permitting the drive-on drive-off handling of heavy 

unit loads from barges; such a ramp would also be used 

for palletized cargo from barges not equipped with 

elevators. It is recommended that such a facility be in

corporated at the northeast end of the new deep sea 

wharf at the site of the former dry dock and shipyard as 

part of Phase I. 

The redevelopment of the present Ocean Dock for 

( 9 2) 

( 9 3) 

(9 4) 
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2. Phased Development of City Port (cont'd) 

deep sea use when required will in turn require the 

development elsewhere of new coastal facilities. 

These can be provided to the southwest of the present 

Ocean Dock Extension during Phase II. 

Rail Car Ferries 

An increase in the number of rail cars moving 

by barge to Alaska and northern British Columbia 

coastal points is to be expected as resources of these 

areas are developed and populations increase. The 

existing C .N .R. rail car ferry slip, presently being 

overhauled, can be expected to handle any immediate 

increase in traffic. Nevertheless, the possibility of 

the requirement of a second such slip should be con

sidered in long term land use planning, as the sudden 

development of a single resource on a large scale could 

greatly increase the demand for this type of transporta

tion. This could be done under Phase III. 

Road Vehicle and Passenger Ferries 

The existing Alaska Ferry Terminal at Fairview 

Bay is considered adequate to accommodate anticipated 

increases in this type of traffic for the period under review. 

Experience in the Lower Mainland area has shown that 

with good organization and good loading and off-

loading techniques such an installation can be made 

( 9 5) 

(9 6) 
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2. Phased Development of City Port (cont 1d) 

to accommodate many ship turn-rounds per day. 

The existing City Ferry Terminal for the passen

ger ferry to the Airport at Digby Island is capable of 

handling many times the present traffic. Some recon

struction may be required in the future to accommodate 

any replacement ferry which will probably be of larger 

design than the one currently in use. 

The waterfront between the existing C ,N .R. rail 

car loading slip and the Digby Island ferry at Fairview 

will provide adequate room for ex pans ion of the facilities 

for all ferry systems. 

Oil Products 

(97) 

(98) 

None of the five companies operating in the harbour (99) 

area have indicated any need for enlargement of their 

present facilities. Certain works of renewal andre-

arrangement are planned but it would appear that the 

general size of the existing facilities is such that fore-

casted future demands can be met without a major expan-

sion programme. 

However, the present location of the oil facilities 

in the Cow Bay area compromises the higher use of this 

location for deep sea general cargo purposes. No 

increase is foreseen in docking requirements by the oil 

industry. Should future expansion of the deep sea 

( l 00) 
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2. Phased Development of City Port (cont 1d) 

facilities into the Cow Bay area be required, then re

location and consolidation of the oil docks and storage 

tank farms into the lower Morse Creek Area is 

recommended in Phase III. Warehousemen and other 

users unconnected with shipping, but requiring rail 

facilities, should also be relocated in this area. 

An increase in the frequency of calls at Prince 

Rupert by cruise ships is foreseen. The short period 

of their stop-over, currently about 4 hours, permits 

the use of any wharf, suitable for the discharge of foot 

passengers and light baggage that happens to be 

vacant. The need for special facilities to accommodate 

cruise ships is not anticipated. 

d) Small Boat Traffic 

Fishing Industry 

At present fishing boats form the bulk of the sea 

traffic in the City Port. However, changing conditions 

in the industry may affect their future requirements for 

larger facilities. 

It can be expected that the present trend in the 

Prince Rupert area fishing industry to fewer but more 

efficient fish processing plants will not be reversed. 

The trend in fishing vessels will likely be to 

larger boats with little increase and even a possible 

(101) 

( 102) 

( 103) 
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2. Phased Development of City Port (cont'd) 

decrease in numbers. 

City Port 

No significant increase in the overall labour force 

in the industry is foreseen. 

These views expressed by representatives of the 

fish processing companies and of the fishermen serve to 

indicate that once the present overcrowded conditions 

of the existing fishing boat facilities have been alleviated, 

there will be little requ·ir ement for further expansion. 

The prP.sent need for expansion of the existing 

fishing boat floats can be accommodated by extension of 

the Rushbrook Floats to the northeast. This will require 

an improvement in road access along the waterfront and 

the provision of further parking areas. Deep water close 

inshore at this location will require special consideration 

in the design of floats. Provision should be made in the 

long term plan for the eventual location of the fish pro

cessing industry at the Seal Cove and Fairv'tew ends of 

the harbour. With the completion of such a plan, the 

whole of the present Provincial Government Dock Site 

at Cow Bay would be available for development as an 

extension to the general coastal cargo handling wharf 

presently privately operated at the southwestern end. 

The Seal Cove area is also a suitable eventual location 

for the fish processing plant now occupying the Ocean Dock 

Extension. 

( l 05) 
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2. Phased Development of City Port (cont'd) 

With the redevelopment of the Cow Bay area for 

deep sea use, the Cow Bay floats, intended for. easy 

access by fishing boat operators to the downtown area 

of the City, should be relocated in the area to the 

northeast of the C .N ,R. rail yards, with road access 

constructed along the waterfront from the 2nd Street 

ramp. The concentration of Government boat facilities 

into the Seal Cove area is recommended as a measure 

to clear these craft from the main harbour waterfront. 

Pleasure Craft 

The anticipated growth in population of the City 

of Prince Rupert and immediate area will bring further 

pressure on the already crowded facilities for pleasure 

boat moorage. At least three times the present space 

will be required in the next 10 years and continuing 

growth can be expected thereafter. 

The area to the northeast of the rail yards and 

·the 2nd Street ramp could also accommodate relocation 

and expansion of the Rowing & Yachting Club Floats, 

however, an alternative and more desirable relocation 

would be to a site removed from the present developed 

waterfront, say in Shawatlan's Passage. 

Miscellaneous Craft 

With a general increase in harbour use, a conse-

( 108) 
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2. Phased Development of City Port (cont'd) 

quent increase in activity by tug boat, water taxi, pilot 

boat and other private and government craft can be 

expected in the harbour. The advent of a Coast Guard 

Service would also increase the need for small craft 

moorage. The facilities now in operation are adequate 

for requirements in the immediate future and further 

facilities can be developed as required at the Depart

ment of Transport base at Seal Cove. 

e) Seaplane Traffic 

With continuing development expected in areas 

within light plane operating distance from Prince Rupert, 

expansion in seaplane traffic can be expected. However, 

much of this increase will be absorbed by more frequent 

flights and larger aircraft and land facility development 

will be required at a somewhat slower pace. Future 

planning, however, must allow for expansion to double 

the pre sent facilities by 197 5. 

Seaplane traffic should continue to use the Seal Cove 

area, with the development of future facilities on the east 

side of the Department of Transport base. 

f) Synopsis of Facilities 

The phased development of the City Port discussed 

above may be summarized as follows: 

( 112) 

( 113) 

( 114) 
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Total Developed Facilities 
Type of Traffic 

Deep Sea 

General Cargo 

Logs 

Coastal 

Ship and Barge 

Roll-on Roll-off 
Barge 

Rail Car Ferry Slip 

Road Vehicle and 
Passenger Ferry 

Oil Products 

Small Boats 

Fish boats 
moorage 

Pleasure craft 
moorage 

Other 

Seaplane 

Seaplane moorage 

Phase I 

2 berths 

2 berths 

1 berth 

1 ramp 

1 ramp 

1 ramp 

no increase 

30% increase 
in existing 

150% increase 
in existing 

Existing 
adequate 

Phase II 

4 berths 

3 berths 

3 berths 

1 ramp 

2 ramps 

1 ramp 

no increase 

30% increase 
in existing 

400% increase 
in existing 

25% increase 
in existing 

25% increase 150% increase 
in existing in existing 

g) C ,N .R. Owned Non- Waterfront Property 

Certain parcels of land, owned by the C.N.R. and 

situated away from the waterfront, are not included in the 

redevelopment plans discussed previously in this report. 

Consideration is given below to the best use to which the 

Phase III 

8 berths 

3 berths 

3 berths 

1 ramp 

2 ramps 

1 ramp 

no increase 

( 115) 
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2. Phased Development of City Port (cont'd) 

major parcels of these non-waterfront lands may be put. 

i) Fairview Area 

The C .N .R. owned property in the Fairview area, 

and to landward of the rail tracks, is split into two 

parcels by Highway 16, which leads to the Alaska and 

Digby Island Ferry Terminals. 

The parcel to the south of Highway 16 is some 25 

acres in area and consists of two tongues of land, both 

reaching east to Fairview Avenue and which are joined 

at their base by a narrow neck of land paralleling the 

rail tracks. The southerly tongue, presently leased to 

the Department of National Defence (CNR Lease MPP8782), 

is physically separated from the waterfront by steep rock 

cliffs some fifty feet high and its potential would not 

appear to be tied to any waterfront use. No short term 

development of this land is envisaged and it is concluded 

that the parcel be held, as at present, against the 

possible opening up of the area by road access at high 

level and also against possible future requirements for 

road access along the waterfront, at rail track level; this 

could be provided by blasting and levelling. The second 

and northerly tongue of land parallels Highway 16 on its 

south side and extends inland to the intersection of the 

Highway with Fairview Avenue. The rock cliff shoreline is 

modified in this area and the potential of the land parcel 

( 116) 

( 11 7) 
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2. Phased Development of the City Port (cont'd) 

appears to be best tied to the existing waterfront land 

use, thus giving much needed depth to this waterfront 

area. Consideration must, however, be given to the 

possible future requirement of rail facilities to serve 

the potential industrial land in the Upper Hays Creek 

area. This can be served by a rail spur through the 

Fairview area. Thus a reserve for rail trackage should 

be included in plans for developing this area. 

The parcel of land to the north of Highway 16 is 

of some 35 acres in extent and consists of a curved 

strip some 200 feet wide with 1800 feet of waterfrontage 

and a further area extending some 1100 feet further 

inland and following Highway 16. The strip following 

the waterfront commences in the Fairview Area at 

moderate elevation above sea level and rises to the 

north until cliffs some 100 ft. high separate it from the 

waterfront land. The lower portion is considered best 

reserved for future use in connection with the Ferry 

Services, whilst the higher portion has no association 

with waterfront land use and would appear best suited 

for development for residential purposes. The larger 

area, following the north side of Highway 16, is presently 

zoned for industrial use and development for industrial 

purposes, particularly those requiring the use of rail 

facilities, should be encouraged. Certain commercial 

( 118) 
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2. Phased Development of the City Port (cont'd) 

uses, such as automobile servicing, parking and restau

rant facilities serving the increasing ferry traffic in 

this area, can also be located close to the Highway. 

Consideration should also be given here to the needs 

for possible rights of way for future rail tracks leading 

inland to the Upper Hays Creek area. 

ii) Lower Morse Creek Area 

One parce 1 of C .N .R. owned land, some 850 feet 

long and 200 feet wide, is situated on top of the rock cliffs 

overlooking the Department of Agriculture's Grain 

Elevator. The cliffs decrease in height towards the 

northerly end of the area and a road access and parking 

lot, for use by elevator employees, have been developed. 

The area is currently zoned for use for industrial pur

poses. It is considered advisable to retain this land to 

meet the possible long term requirements for extending 

the railway marshalling yards to the south. The levelling 

of the rock cliffs could add some 1000 feet of usable yard 

length, if required. 

iii) 1st Avenue (Wayne Place and Stiles Place) Area 

These properties, lying on high land overlooking 

the C .N .R. marshalling yards and passenger station, 

cannot be developed in connection with the waterfront prop

erties.. They are situated in the commercial core of the 

City and should be developed for commercial purposes. 

( 119) 
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2. Phased Development of the City Port (Cont'd) 

The largest parcel, consisting of Blocks 5 and 6, south

east of the C .N .R. passenger station, is well suited for 

development for tourist accommodation; as also are the 

adjoining Lots 3 - 12 of Block l. The modified nature 

of the waterfront cliff formation in this area makes de

velopment of road access to the waterfront possible and 

consideration to the provision of such access should be 

given when considering the layout of any proposed develop

ment. 

iv) Lower Hays Creek Area 

An area of WF Block G, lying on high ground above 

the mouth of Hays Creek, and including the site of a 

former storage tank, is presently zoned for industrial 

uses, by City By-Law 1594. This area cannot presently 

be developed for purposes connected with the lower 

waterfront land. However, its potential remains connected 

to the use of the waterfront land and it could form the 

source of rock fill which will be required in any wharf 

development in this area. The removal of such rock 

fill would, of course, increase the area of land available 

for dock side use. 
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F. BULK HANDLING TERMINAL 

1 . General 

There are presently no facilities in the Prince Rupert 

area for the handling of large quantities of bulk cargo, other 

than grain, arriving from the east by C .N .R. nor for the 

loading of such cargo to ships. Private facilities are in use 

at Jedway, Queen Charlotte Islands, for the shipping of iron 

ore which originates on the Islands and facilities are being 

developed at Tasu, Queen Charlotte Islands, for the handling 

of mineral concentrates. 

The lack of suitable land, within the presently 

developed Prince Rupert waterfront area, and high construc

tion costs for road and rail access to land on the east side of 

the harbour and the shores of Tuck Inlet above Shawatlan's 

Passage, eliminates these areas from consideration as 

economically feasible for development for the purpose of 

handling cargoes in bulk. Limitations imposed by existing 

depths of water at low tide also eliminate consideration of 

areas in the Port Edward area and along the Skeena River. 

Any search for potential sites in the Prince Rupert area, 

capable of economic development for the bulk handling of 

cargo, is limited, therefore, to the west coast of Kaien Island 

south of Fairview and the west coast of Ridley Island. 

This report considers the potential of these areas for 

the development of a bulk handling terminal and consideration 

( 122) 

( 123) 

( 124) 

( 125) 



- .50 - Bulk Handling Terminal 

l. General (cont'd) 

is given to the various factors influencing such potential. It 

is not within the scope of this report to consider the detailed 

engineering of such a terminal and the estimate of cost figures 

given are feasibility costs and are not the result of an engineering 

study. 

2. Requirements for Bulk Handling Terminal 

a) Bulk Cargoes 

A bulk handling terminal is required to be able to 

handle a diversity of commodities; for example, coal, iron 

ore, potash and mineral concentrates. 

In the absence of specific tonnages it has been 

assumed, for the purposes of assessing the terminal 

facilities, that it would be prudent to have an initial instal

lation, Phase I, capable of handling a total of 4, 250,000 

tons per annum. This total is assumed made up as follows: 

Coal 2, 000, 000 tons 

Iron Ore l, 000,000 tons 

Potash 1,000,000 tons 

~::: Mineral Concentrates 2.50,000 tons 

•:• It has also been assumed that part of the mineral 

concentrates would be handled through the general cargo 

facilities in the City Port. 

It has been further assumed for the purpose of illus

tration that in the long term, Phase II, cargo volumes 

(126) 
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2. Requirement for Bulk Handling Terminal (cont'd) 

will double. Since one of the most important properties 

of a good bulk terminal location is adequate land area, 

the site selected should be capable of long term expansion 

to at least twice its initial capacity. 

b) Rail Facilities 

Large volumes of bulk cargo would be transported 

to a shipping terminal mainly by rail. Assuming the 

adoption of some modified form of "unit train" system, 

then the initial volume of cargo considered above would 

probably require 3 - 4 full trains per day. The overall 

capacity of the terminal would require up to 8 full trains 

per day to maintain the output. The design of the ter-

minal facilities will, therefore, have to include provisions 

for the receipt, unloading and empty dispatch of this 

volume of traffic, per day. It is doubted, however, that 

full "unit train" handling of the many varied possible types 

of bulk cargo will be developed and provision will have to 

be made for the breaking of trains and spotting of cars. 

The "unit train" concept requires captive rolling stock, 

used exclusively for the operation. While this may be 

developed for a single cargo type, such as coal from one 

mine, the diversity of cargoes possible to be handled here, 

would indicate that conventional facilities might be required. 

Any detailed design of the terminal and the extent of 

unloading facilities, including full car storage tracks, 
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2. Requirements for Bulk Handling Terminal (cont'd) 

car dumpers, car unloaders and empty car storage 

tracks, will depend not only on the-anticipated average 

volume of traffic but also on the type of rolling stock 

used and the scheduling of trains. Consideration must 

also be given to the duration and frequency of possible 

interruptions to the flow of rail traffic and the ter

minal facilities must be suitably sized to overcome the 

backlog so built up. 

c) Road Access 

While it is presently anticipated that most of the 

bulk cargoes will arrive at the terminal by rail trans

portation, provision should be made for some delivery 

by road, particularly of mineral concentrates. Special 

facilities will be required for truck unloading the nature 

of which will depend mainly on the types of trucks to be 

used. 

d) Storage Facilities 

A rapid turn round of rolling stock is desirable 

because of both the long railhaul distances involved and 

also the scarcity, in the Prince Rupert area, of land 

suited to the construction of rail trackage for the storage 

of large numbers of rail cars. Adequate storage capacity 

should also be provided to furnish a surge capacity, to 

level out the differences between the rate of ship loading 

and the rate of rail delivery. Increases in the loads 
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2. Requirements for Bulk Handling Terminal (cont'd) 

carried by individual ships are to be expected, in future, 

and allowances should be made for this in providing 

stockpile capacity. 

Initially for Phase I, uncovered storage areas, 

for the stockpiling of coal and iron ore, may be expected 

to require a minimum of 12 acres permitting the storage 

of some 150,000 tons of coal and 80,000 tons of iron 

ore. In the long term uncovered storage would have to 

be increased to say 35- 40 acres by the end of Phase II. 

Covered storage for potash will be required and 

initially 3 acres (80, 000 tons) has been allowed for this 

purpose. Provision has been made to allow for future 

expansion up to 7 acres. These figures for potash are 

based on normal shed storage. Present experiments in 

pelletizing and the use of free flow agents, permitting of 

the hand! ing of potash through silos, will lead to a 

reduction in the area required for storage of this material. 

Covered storage for mineral concentrates will be 

required and may be expected to occupy l to 2 acres 

(30, 000 tons}, depending on the number of separate stock

piles required to keep shipments isolated. 

e) The Ship Loading Terminal 

To handle the types and annual tonnages of bulk 

commodities assumed for planning purposes two ship 
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2. Requirements for Bulk Handling Terminal (cont'd) 

berths, each 800 feet long, with a minimum water depth 

of 45 feet, serviced by 2 or 3 ship loaders with a total 

average operating capacity of 4, 500 tons per hour, will be 

required in Phase I. Provision has been made in Phase II 

for an eventual increase in facilities to four ship berths, 

each 850 feet long with minimum water depth of 50 feet, 

serviced by 4 to 6 ship loaders of total average operating 

capacity of 13, 500 tons per hour. 

3. Development of Bulk Handling Terminal 

a) The Site 

Summarizing the more important needs of the various 

operations required for the hand! ing of the assumed bulk 

cargoes, the site required must be: 

1. Accessible by rail. 

ii. Capable of development into a flat area (at 

approximately 5 feet above high water) of at least 

80 acres, and should have potential for further 

expansion thereafter. 

iii. Adjacent to protected water frontage at least 

3600 feet long with a minimum depth of water of 

50 feet. 

iv. Accessible by road. 

v. Capable of being serviced by utilities. 

Examination of the west coast of Kaien Island, south 

of Fairview, shows the foreshore to be of limited extent, 
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3. Development of Bulk Handling Terminal (cont'd) 

with sharply rising cliffs for considerable stretches. 

Bedrock lies just below ground level over the major 

portion of the area, with frequent outcroppings. Develop

ment of a site of the extent required would be extremely 

costly in this area. The area immediately south of 

Fairview is, however, suitable for development, by 

blasting, levelling and filling to seaward, for a bulk 

handling installation of limited capacity and which re

quired only limited stockpiling and rail trackage. Road 

access, here, would require development along the water

front and would add to the present congestion at Fairview. 

The only area suitable for development into the re

quired site is found to the south of the southern tip of 

Kaien Island and includes the tidal flat between Kaien 

Island and Ridley Island. Excavation and fill in rock 

will be necessary to give the initial flat areas required 

and later development would take place by further levelling 

the rocky northern tip of Ridley Island. 

Discussions with the Harbour Master and Senior 

Pilots would indicate that this coastal location, whilst not 

as well, protected from heavy seas as is the Prince Rupert 

City waterfront, would, nevertheless, be suitable for the 

berthing and loading of bulk transports at all times of the 

year. Detailed hydrographic studies are required at this 

site to confirm these opinions. Possible effects on tidal 
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3. Development of Bulk Handling Terminal (cont'd) 

currents in Porpoise Harbour, caused by eliminating the 

high-water passage between Kaien Island and Ridley 

Island, should also be studied. This proposed site is 

referred to, in this report, as the Ridley Island site. 

b) Development of Proposed Site 

Based on the assumed bulk cargo volumes discussed 

above, development of the Ridley Island site will require 

the levelling of 60 acres in Phase I and some 80 acres 

by Phase II. This levelling will again involve considerable 

excavation and filling in rock, as a surface survey shows 

the whole area to consist of bedrock overlain by a thin 

cover of topsoil above sea level and with silt deposits 

below sea level. The cost of this site preparation is 

estimated at $7,000,000 for 60 acres in Phase I, and 

$9,000,000 for 80 acres in Phase II. The extent of this 

work is shown on Plate No. 7, which also shows, in sche

matic outline, a possible layout of rail trackage, rail car 

unloaders, conveyors, storage areas, ship loaders and 

ship berthing facilities. This schematic layout proposes 

the use of an offshore platform, supporting travel! ing ship

loaders, with conveyor movement of materials to this plat

form from the covered and uncovered storage areas. Elec

tricity is presently not available at the site and supply lines 

would have to be erected from the present mainland supply. 

The supply of water would be either from existing private 

supplies in the Watson Island area or from new sources to 
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3. Development of Bulk Handling Terminal (cont'd) 

be developed on.Kaien Island. 

Topographical details, both above and below sea 

level, shown on Plate No. 7, have been taken from 

drawings to a scale of 1 inch: 400 feet, supplied by the 

C.N.R. 

It is estimated that the cost of providing road 

access from Watson Island will be $1, 500,000 and 

such access would parallel the rail trackage presently 

passing the north boundary of the site. 

Thus the total site development cost, including 

road access, is estimated at $8,500,000 in Phase I 

and $10,500,000 by Phase II. 

In addition, it is estimated that the cost of the 

supply and installation of rail trackage, materials 

handling equipment, utility connections, office accommo

dation, ship loaders and docking facilities will be 

$10,000,000 for Phase I and will rise to a total of 

$20,000,000 by the end of Phase II development. 
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G. RAIL FACILITIES 

For the total volume of cargo considered in this report 

and assuming 250 operating days per annum, the following 

average rail car traffic would be handled in the Prince 

Rupert area by the end of Phase II: 

Export bulk cargo (other than grain- 800 full cars/day 

Export general cargo 

Export grain 

Import general cargo, rail ferry 
and miscellaneous 

- 180 full cars/day 

30 full cars/day 

60 full cars/day 

In addition to this traffic, the Skeena Subdivision will 

also handle the increasing volume of local traffic, serving 

the lumber and other resource industries of the area and also 

car repair movements, presently originating as far east as 

the Bulkley Subdivision. With the grain and general export 

cargoes being passed through the City Port and with the im-

port general cargo, miscellaneous car repair and passenger 

traffic, some 300 full cars per day, together with the resulting 

empties, would have to be handled in the City waterfront area. 

To accommodate this traffic, a more intensive use of the 

existing marshalling yard in the City waterfront area will be 

required. Expansion of the yard area, together with a traffic 

decrease in the waterfront area, can be accomplished by the 

relocation of the locomotive and car repair facilities to a site 

removed from the City waterfront. Consideration should also 

be given to the relocation of the present passenger station build-

ings, perhaps to a site near Lower Morse Creek. Without doubt 
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the potential of the deep sea berths at Lower Hays Creek, at 

the Ocean Dock and at the Grain Elevator, will be directly 

affected by the ability of the rail yards to handle the traffic. 

The assumed volume of export bulk cargoes would 

represent some 8 full and 8 empty trains at 90 cars, per 

operating day, by the end of Phase II. Handling these sub

stantial volumes would require extensive rail trackage at the 

ship loading terminal and adequate passing trackage on the 

single track main line between Prince Rupert and Terrace. 

This would r"sult in the establishment of considerable yard 

facilities at the bulk handling terminal site and it may be 

advantageous to relocate, here, those non-waterfront 

orientated rail services, now situated in the City Port yard 

area. 

( 148) 



- 60 -

H. CONCLUSIONS 

From an examination of the various factors contributing 

to the development potential of the Prince Rupert Harbour 

area, the following conclusions have been drawn: 

l. The existing Port of Prince Rupert is not capable of 

handling a substantial increase in volumes of general 

and bulk cargoes. 

2. The existing Port does not use its waterfront to the best 

advantage. 

3. The City Port is considered unsuitable for the develop

ment of bulk handling facilities because of its topo

graphical features and the lack of the large areas 

required for the handling of bulk cargoes. 

4. The Port of Prince Rupert should have a Port Authority 

to provide overall guidance in Port redevelopment and 

in the operation of harbour facilities as well as to pro

mote business in the Port. 

5. Up to four deep sea berths could be developed within 

the City Port area without extensive relocation of exist

ing facilities. Further expansion is possible if required 

in the long run, to the southwest of both these locations. 

Development of the berths would be phased as follows: 

Phase I 2 berths at the site of the old dry dock 

and shipyard to handle pulp, sawn lum

ber and mineral concentrates. 
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2 berths at the CNR Ocean Dock site 

to handle pulp and other general cargo. 

Further expansion to the southwest of 

Phase I and Phase II sites for four 

extra berths. 

6. The existing facilities, together with the presently 

scheduled increase in storage capacity and speed of 

loading, appear adequate for the handling of grain ex

ports through the Port for some considerable time. 

7. An increase in all forms of coastal traffic is envisaged 

in the next 25 years. To accommodate the increase con

struction of a barge unloading ramp is proposed in 

Phase I at the site of the former dry dock and shipyard. 

This together with the barge site presently operated by 

Northland Navigation Co. Ltd. will be adequate for 

general cargo use. For other forms of coastal traffic, 

it is expected that a more intensive use of existing faci

lities will handle the projected traffic increase for some 

time after which expansion can take place within the areas 

designated in this report for these users. 

8. The present facilities for fishing boats in the harbour are 

overcrowded but this can be overcome by extension of the 

facilities at the Rushbrook Floats. Once this congestion 

has been alleviated, there would appear no reason to antici

pate a need for further significant expansion of facilities to 
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meet the requirements of the fishing industry. Other 

small boat traffic, such as government services and 

pleasure craft, will increase in numbers and require 

more facilities. These should be confined to the areas 

designated in this report for this purpose. 

9. Seaplane traffic is likely to increase in volume over 

the next few years. Expansion of the facilities should 

be confined to more extensive use of the area already 

occupied for this purpose and to development of further 

facilities on the south side of Department of Transport 

complex at Seal Cove. 

10. The only practical site, for development of a bulk load

ing facility capable of handling substantial tonnages is 

on the northwest side of Ridley Island. Site preparation 

at this location will require a considerable amount of 

rock cut and fill to develop both the initial 60 acres and 

the eventual 80- 100 acres. This site appears to 

be suitable for berthing large ships but its relatively 

exposed location requires that further hydrological 

data be obtained to confirm this point. 
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11. The movement of increased export volumes of general cargo 

and grain will involve a considerable increase in the numbers 

of rail cars destined for the City waterfront area, To accom

modate this it will be necessary to develop the existing C. N. R. 

marshalling yard area to its utmost extent. This would 

probably involve the relocation, out of the waterfront area, 

of the repair sheds and car cleaning equipment and reorgani

zation and extension of the yard itself. Additional storage 

could be accommodated at the bulk handling area on Ridley 

Island, when this becomes necessary, 

12, ·Bulk handling facilities will require considerable trackage 

at the terminal to receive, spot, unload, assemble and 

dispatch trains, 

13. Consideration has been given to the best use of C. N. R. 

owned non-waterfront property in the City Port area. 

Generally it has been recommended that these properties 

be developed according to the land use designated for the 

area in which they lie; 
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14. To ensure optimum development of the Port, land 

use should be restricted to the purposes designated 

on the land use plan (Plates 5 and 6). 
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