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The Philadelphia Regional Port Authority (PRPA)
is very pleased to announce that on February 5,
2004, Pennsylvania Governor Edward G. Rendell
signed into law House Bill 696, which conveys 
to PRPA 47.2 acres of ground previously part 
of the Philadelphia Naval Business Center, 
a waterfront industrial park located in 
South Philadelphia on the site of the former
Philadelphia Navy Yard. PRPA officials hailed
this transfer of property as an important first
step in the Port of Philadelphia’s future plans to
expand its operations along the Delaware River
to meet growing cargo business.

H.B. 696, sponsored by longtime supporter of 
the Port of Philadelphia Representative William
F. Keller, along with sixty of his colleagues in 
the Pennsylvania House of Representatives,
marks the first expansion of public port property
in over fifty years. H.B. 696 was the end result 
of a December 2002 agreement between PRPA, 
the City of Philadelphia, rail carrier CSX, Conrail
Joint Assets Corporation, and various commer-
cial and retail interests. That agreement stated
that PRPA would permit limited commercial and
retail development on waterfront lands previous-
ly earmarked only for maritime-industrial use,
but only if other waterfront acreage of compara-
ble size was turned over to PRPA to ensure 
room for future port expansion. PRPA had zoning

governance over, but didn’t own the lands 
previously in contention, meaning that PRPA 
has now gained significant new acreage for
maritime-industrial use without losing any 
previous acreage.

James T. McDermott, Jr., Executive Director of
PRPA, immediately thanked Governor Rendell
and Representative Keller for their efforts on 
the Port’s behalf. “With this additional acreage,
PRPA can now pursue its Southport expansion
project, which we believe is necessary to
ensure the future viability of maritime operations
in Pennsylvania,” Mr. McDermott said. The
Southport expansion proposal includes not 
only the lands conveyed in H.B. 696, but also
Piers 122 and 124 and adjacent property. The
proposal will significantly enlarge the capacity
of the Port of Philadelphia to handle additional
container cargo, as well as enhance its ability 
to handle military cargoes now regularly moving
through the Port as a result of PRPA’s 2002 
designation as a Strategic Military Seaport by
the Defense Department.

In addition, as the Southport project will require
major filling in and re-shaping of the waterfront
portions of the acquired acreage, the proposal
will enable Pennsylvania to accept a major 
portion of dredged material from the Delaware
River for this purpose, significantly advancing
the proposed Delaware River Navigation
Deepening Project, a top priority for PRPA and
its Board of Directors. PRPA Chairman Brian
Preski, Esq. expressed his approval of this new
legislation by saying, “PRPA has already estab-
lished that deepening the Delaware River’s 
navigation channel is the highest priority for the
port community. The Southport expansion plan
represents a substantial effort in achieving this
long-sought goal. We will undertake a major
expansion of the Port of Philadelphia while at
the same time accepting Pennsylvania’s fair
share of the dredged material resulting from 
the deepening project.”

Future issues of PortWatch will closely follow
this major new development for the Port of
Philadelphia. For more information about the
Delaware River Channel Deepening Project, 
see Chairman Preski’s editorial on page 2. ■

Southport Project Moves Forward
Governor Rendell Approves Measure Expanding 
Port of Philadelphia Holdings

PRPA’s proposed 
Southport project will 

dramatically expand the 
Port of Philadelphia’s 

operations.

with Security Consultant 
Miles Lehmann

S ecurity Consultant Miles Lehmann served more than
thirty-two years in the United States Army, retiring as 

a Colonel in the Military Police Corps in 1999 to join the 
corporate world as a specialist and consultant in security
matters. Since 1999, he has worked with several multina-
tional clients developing procedures to ensure safe 
transportation and proper logistics management for high-
value cargoes throughout worldwide supply chains. He has
acted as PRPA’s on-site Security Consultant since
November 2001. Mr. Lehmann last updated PortWatch
readers on security issues way back in our Fall 2002 edition,
so we asked him to once again provide, in his own words, 
a briefing on the state of PRPA’s port security initiatives and
his recent activities:

I can hardly believe it’s
been over a year since the
last time I reported to
PortWatch readers.
Needless to say, much has
happened in the area of
security enhancements
since my last column, so I
am happy to provide this
update to the stakeholders
of the Port of Philadelphia. 

In the last “soundbite,” I
talked about PRPA’s desig-
nation as a Strategic
Military Port by the Defense
Department, and about our
bid to berth Naval LMSR
vessels here. Shortly fol-
lowing that report, PRPA
was selected as a home
port for two LMSR vessels,
which arrived at Tioga
Marine terminal this past October. I am pleased to report that the
military moves and related activity resulting from both the
Strategic Military Port designation and the berthing and deploy-
ment of two Military Sealift Command LMSR vessels here have
been keeping lots of port employees very busy, have been a model
of secure operations, and continue to gain complimentary com-
ments in the military’s “After Action Reviews.” 

Thousands of pieces of military equipment have moved through
our Packer Avenue Marine terminal since we became a Strategic
Military Seaport (in fact, much of this cargo was shipped out on
the LMSR supply vessels already stationed here), and congratula-
tions and thanks should be given to all those folks who made the
out-loads and retrogrades work so smoothly. As a veteran, 
I can really appreciate the Herculean efforts it takes to move so
much equipment to or from a theater of operations. I know that
somewhere out there are men and women whom I served with in

my Army career directly benefiting from PRPA’s role in the rapid
deployment and availability of equipment. We should be grateful
for the ability to “give something back” to all those who do so
much to protect us here at home.

Of course, by now everyone knows that the LMSRs are a new
fixture on the Philadelphia waterfront. What they may not know,
however, is that the Military Sealift Command (MSC), as well as
the U.S. Navy, have both rated the berthing area and the security
operations as “the best they have seen at any LMSR berth in the
world.” Our own security officers, direct employees of the PRPA,
do much to contribute to that reputation, as they provide 24/7/365
security to the ships at berth and at the berthing area of the 
terminal even when the ships are at sea. The MSC’s LMSR vessels
are docked at their secure, designated berthing area at the Tioga
Marine Terminal, and then, when needed, moved down to Packer
Avenue Marine Terminal to take on U.S. Army cargoes or to be
dispatched to other assignments. 

Moving along, two important legislative/regulatory develop-
ments have occurred since
my last update, both with
major impacts on PRPA: the
establishment of the
Maritime Transportation
Security Act (MTSA) of
2002 and the International
Maritime Organization’s
International Ship and Port
Security Code (ISPS Code).

The MTSA was passed 
in 2002 with the require-
ments for compliance being
listed in the Federal
Register in July of 2003.
Comments on the “final
rule” were solicited from
maritime stakeholders
across the nation, and the
guidance document was
published on October 26 as
“33 CFR” with parts 101
through 105 being the most
significant to PRPA. 

What is important about the MTSA is that it provides, for the
first time since World War Two, national requirements for vessels
and seaport facilities to conduct operations in a more secure 
manner and to a more specific standard than ever before. It pro-
vides for the structure of security efforts, both on land and at sea,
and gives guidance for operations under all three Maritime
Security (MARSEC) Levels. It requires that all facilities and vessels
have assigned Security Officers, that they and all security person-
nel undergo training in or have knowledge of certain critical 
subject matters, and that ALL maritime employees undergo aware-
ness training in such things as how to recognize suspicious 
behavior, recognize threats to security interests, recognize and
detect dangerous substances and devices, and respond to a 
terrorist threat. Across the board, in fact, the goal of the MTSA 
is to generally raise employees’ sense of responsibility for the
security of their work environment. 

PRPA Security Consultant Miles Lehmann (far right) 
following a recent meeting with PRPA’s new security staff.

Pictured from left to right are PRPA Safety/Security 
Training Manager Steve Gandy; Security Guards Dominic

Pietropaula, Anthony Banks, Charles Walto, Barbara Shapiro,
and Lawrence Goldberg; and Mr. Lehmann.
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And this is most important: it has been conclu-
sively demonstrated that dredged material 
from the Delaware River is environmentally
benign. After all, the Delaware River is a clean
river, containing insignificant levels of toxins,
and is in fact a major source of our region’s
drinking water.

And, despite what you may have heard from
some misinformed critics, Pennsylvania is pre-
pared to handle our fair share of the dredged
materials, and we offer three proposals in the
spirit of regional responsibility.

First, there is our Southport port expansion 
project, which could utilize as much as 2.5 
million cubic yards of dredged material by filling
in the areas between Piers 122 and 124, and a 
parcel at the east end of the former Philadelphia
Naval Shipyard. This exciting project will
expand our port south of Packer Avenue 
Marine Terminal, allowing us to service more
containerized and breakbulk cargoes than 
ever before. With the recent passage of
Pennsylvania House Bill 696 (see the story on
page 4 of this issue), the Southport project will
soon become a reality, and it will utilize major
amounts of dredge material.

Second, the PRPA has asked the administration
of Pennsylvania Governor Edward G. Rendell to
approve construction of a rail spur adjacent to
the Army Corps’ dredge disposal site at Fort
Mifflin (the $3 million cost has already been 
provided in a recent Pennsylvania Capital
Budget Itemization Bill). This project will 
facilitate transportation of the dredged material
to mine reclamation sites in northeastern
Pennsylvania.

Third, the PRPA is awaiting the results of a 
feasibility study that will identify additional
dredge disposal site alternatives along the
Delaware River and elsewhere on the
Pennsylvania side of the river.

It all adds up. With a deeper channel and the
economies of scale that will accompany the
larger vessels we’ll be able to service, ships 
will be able to carry more cargo on the
Delaware River. This new river traffic will 
provide businesses and consumers with greater
access to a wider variety of goods as well as
create more direct and indirect economic 
activity on the waterfront, all bringing about a
climate of economic prosperity the region 
desperately needs.

As Chairman, I am fully aware that implementing
a project such as ours is never easy. And it
probably shouldn’t be easy. But, as I have 
discussed, we and our numerous allies have
conclusively demonstrated this project’s vital
need, its environmental safety, and our willing-
ness to fairly take on our share of the project’s
disposal issues. In other words, the PRPA Board
remains steadfast and deeply committed to the
challenge of deepening our channel.

At this pivotal moment in our port’s history, the
river needs to be deepened to 45 feet to keep
pace with the demands of our regional maritime
industry. To do anything less would be a disserv-
ice to the thousands of workers employed along
the river and the millions of consumers who
depend on us. Let’s make this project happen. ■

It also provides for conducting Facility Security Assessments
(FSAs), which we have already done at all PRPA facilities, and
final writing of Facility Security Plans (FSPs), which we had also
already accomplished (PRPA was well ahead of the curve with
many security issues). In any event, a port’s FSAs and FSPs had to
be completed and submitted no later than December 31, 2003 to
the US Coast Guard for approval. The US Coast Guard has until
June 30, 2004 to complete the approval review, at which time the
Captain of the Port will issue “letters of approval” to operate in
accordance with the written security plan. All of our plans have
been submitted and are in the approval review stream now.

The second document that I mentioned, the ISPS Code, was
developed by the IMO and provides the same type of guidance for
all signatory countries (called Flag States) operating maritime
activities. It, too, requires both Security Assessments and Security
Plans for all ports and vessels, and strongly supports the idea that
the international maritime community is aware of and determined
to reduce the risk of terrorist activities that either involve maritime
interests as targets or use maritime assets to further the goals of
the terrorist organizations. Because ships that belong to Flag
States operate in compliance with the code, we will see a more
coordinated effort to ensure that maritime security meets accept-
able minimum standards in accordance with the MARSEC Level
under which we are operating in the area. Also, we will be able to
tell what ports vessels have recently visited and more accurately
assess the risks involved to the Philadelphia port 
community by allowing the vessels to call on our port.

Both the MTSA and the ISPS Code require “Declarations of
Security,” which are essentially written agreements of security
responsibilities, to be executed between the port and calling 
vessels at MARSEC Levels 2 and 3 and, under certain conditions,
even under MARSEC Level 1. Interested readers are invited to 
contact me for further details about MARSEC levels and what 
they entail.

I wrote last time about our TSA Grants and other security
enhancements. I am very pleased to report that most of our grant
projects were approved and are currently under design or in the
bidding process for installation. We will see new barriers and
gates at Packer and Tioga Marine Terminals, including electric

rolling gates for vehicles and man-trap turnstiles for pedestrians.
All the gates will be equipped with card readers. There will be an
“intelligent” video surveillance and alarm system installed at
Packer, Tioga, and the Pasha Group facilities. New high-mast 
lighting will be installed where our survey showed that lack of
lighting created a crime-conducive condition. Additionally, there
are new truck gates in the planning stages for Packer and Tioga,
which will not only enhance the commercial value of both termi-
nals, but will contribute significantly to the increased security we
are able to offer the clients of those terminals.

Although not directly impacting the operations of Philadelphia
Regional Port Authority facilities, some good news is that PRPA
security efforts continue to be in the limelight and earning high
marks. I teach at the US Merchant Marine Academy, where the
faculty presents classes in Security Assessments, C/T-PAT
(Customs/Trade Partnership Against Terrorism) and Facility and
Ship Security Officer duties and responsibilities. The main reason
that I was invited to join the adjunct staff of the Academy was 
the reputation that the PRPA has garnered for being an industry
leader in security efforts. We use the study done in Philadelphia
as a model for training, and have had students from ports such 
as Miami, Los Angeles/Long Beach, New York, and Seattle 
learning to “do it right” or, as our students and instructors put it,
“the way they do it in Philly.” We also hosted the Hamburg,
Germany Harbor Police here at PRPA in December, as they were
on a tour of the United States to see how the U.S. ports were 
complying with the ISPS Code and wanted to visit a port which
was well down the road in making security upgrades to protect
our people and property. 

Lastly, I recently graduated from the program from State
University of New York (SUNY) for certification as a
Facility/Ship/Company Security Officer, as did several of my 
business associates. We are now able to offer to the maritime
community of the Delaware River and Bay training in all phases 
of Ship and Facility Security matters required by both the MTSA
and ISPS Code.

I again want to say that I am extremely pleased to work with 
so many fine and talented individuals at PRPA and throughout the
Delaware River maritime community and that I look forward to
providing additional security updates in the future.

Security consultant Miles Lehmann invites questions or 
comments about this report. Readers can reach him via e-mail at
miles_lehmann@msn.com or at miles@philaport.com. ■

continued

The Philadelphia Regional Port Authority
(PRPA) is an independent agency of the
Commonwealth of Pennsylvania charged
with the management, maintenance, mar-
keting, and promotion of publicly owned
port facilities along the Delaware River
in Philadelphia, as well as strategic
planning throughout the port district.
PRPA works with its terminal operators
to modernize, expand, and improve its
facilities, and to market those facilities
to prospective port users. Port cargoes
and the activities they generate are
responsible for thousands of direct and
indirect jobs in the Philadelphia area 
and throughout Pennsylvania.

PRPA Senior Staff
Members of the PRPA senior staff can be reached at the Authority’s main telephone number, which is 
(215) 426-2600. PRPA’s administrative offices are located in the Port of Philadelphia Administration 
Building, 2nd floor, 3460 N. Delaware Avenue, Philadelphia, PA 19134.

James T. McDermott, Jr.
Executive Director
Robert C. Blackburn
Deputy Executive Director
Bruce J. Colucci
Administrator of Fiscal Services
Mary E. Cooney
Director of Human Resources
David A. Dambly
Director of Real Estate &
Insurance

Edward G. Henderson
Director of Strategic Planning &
Development
Gregory V. Iannarelli, Esq.
Chief Counsel
Charles J. Lawrence
Chief Engineer
Sean E. Mahoney
Director of Marketing

William B. McLaughlin, III
Director of Governmental &
Public Affairs
Joseph P. Menta, Jr.
Director of Communications
Ronald E. Mikalaitis
Director of Maintenance
Donna Powell
Director of Procurement
Carl M. Trovato
Director of Operations

Want to add a name 
or two to our PortWatch

mailing list?

Contact PRPA’s
Communications

Department at 
(215) 426-2600.
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Last September, the Board of Directors of the
Philadelphia Regional Port Authority unani-

mously reaffirmed our support for the Delaware
River Navigation Deepening Project. I can report
to you today that our resolve is unwavering, our
commitment unyielding. Why? Because deepen-
ing the Delaware River’s navigational channel
will mean economic growth, job creation, and
expansion of trade for the entire region.

As I’ve stated in the past, there has been entire-
ly too much misinformation spread about this
project, which is truly vital to the region’s eco-
nomic stability. Frankly, as did our predecessors
many years ago when the Delaware River was
at its natural depth of just 18 feet, we must mod-
ernize to stay competitive, especially with the
major ports along the North Atlantic range. 
Thus, the pressing and urgent need to deepen
our navigation channel from 40 to 45 feet.

I understand that change can be difficult.
Remember the debate some years back in the
City of Philadelphia about whether or not devel-
oper Willard Rouse should be allowed to exceed
the height of City Hall and build his majestic
Liberty One office tower? There were argu-
ments, counterarguments, all kinds of critical
invective about the business community trashing
“tradition,” and on and on. But cooler heads
prevailed, the restrictions were lifted, and
Philadelphia has reaped all of the economic
benefits ever since. Thousands of jobs were 
created along with a new spirit of renewal and
optimism, a spirit that to this day has helped 
fuel Center City’s revitalization and Philadelphia’s
renaissance.

What if the city had decided against Rouse?
Would Liberty One—and then Liberty Two and
others—have remained on the architects’ 
drawing boards? What would have become of
Center City? What would have happened to the
jobs? I think we know the answer to that. In the
end, tradition can be a wonderful thing, but not
when it’s so blind that it doesn’t address the
needs of the future.

We can draw some parallels to the proposed
river-deepening project. Should we fail to move
ahead, our port will be left behind. We will be
forced to turn away the very business that will
benefit our maritime competitors. Our reluctance

to modernize will eventually result in a dramatic
decline in river traffic. Ultimately, thousands of
jobs will be lost and the tri-state region will 
suffer a crippling economic blow. This isn’t doom
saying. It’s fact. We’ve seen it happen again and
again in ports that failed to modernize. Just 
like we’ve seen again and again how other ports
have reaped the
positive benefits
of deepening
their channels.

Here are
some
important
facts
that
have
been lost
in the
melee of
arguments
over this issue: 

First, the Delaware River
Channel Deepening project has been authorized
by the United States Congress and the United
States Army Corps of Engineers. Neither of
these entities endorse huge public works 
projects such as ours lightly.

Second, a bevy of exhaustive studies dramati-
cally underscore the direct economic benefits
the project will bestow on the region. Further,
we had to additionally demonstrate that the 
project would benefit not only our region, but 
the nation as a whole. And the studies conclu-
sively demonstrated that fact, as well. This isn’t
a project that will simply churn cargo between
one U.S. port and another; it will dramatically
attract cargo to our port that currently isn’t 
moving over any U.S. port. 

Third, the Army Corps has carefully examined
the environmental impact of this project and
concluded that not only is it safe, but it will yield
environmental benefits. How? Nearly seven 
million cubic yards of sand dredged from the
Delaware River will be used to restore local
beaches in New Jersey and Delaware, thus 
saving millions of dollars normally spent to
restore those recreational sites.

Dredge or Be Left Behind… It’s That Simple
An editorial by PRPA Chairman Brian Preski, Esq.

The Philadelphia Regional Port Authority is
pleased to offer its new 84-page pocket 2004

Port Service Directory to interested PortWatch
readers. Produced by the PRPA Marketing
Department, the directory lists addresses and
telephone numbers of hundreds of regional 
maritime-related businesses, airline and hotel
information for business travelers, and other
general business information.

The directory is available free of charge and
can be requested by contacting the PRPA
Marketing Department at (215) 426-2600. ■

The Port in a Nutshell

Comprehensive 
Port Service Directory 
Now Available

PRPA Chairman 
Brian Preski, Esq.

The Philadelphia
Regional 

Port Authority 
Board of Directors

Brian Preski, Esq. 
Chairman

John Cuff

James W. Eastwood

Frank Gillen

Thomas J. Kelly

Edward F. Keyser, Jr.

Charles N. Marshall

James E. McErlane,
Esq.

Reverend Nicholas S.
Rashford, S.J.

Michael A. Rashid

Jerry Volpe

tractor-trailer: Some trucks are a solid unit, such as a
van, but many have three main units. The front section
where the driver sits is called the cab or the tractor
(because it pulls a load). Cargo is loaded into the metal
box (container), which is loaded onto the wheel base
called a chassis or a trailer. These big trucks are often
also called 18-wheelers.

Trailer On Flat Car (TOFC): A container placed on a chas-
sis that is in turn placed on a railroad car.

tramp: A ship operating with no fixed route or published
schedule.

transit port: When the majority of cargoes moving
through a port aren’t coming from or destined for the
local market, the port is called a transit (or through) port.

transit shed: The shed on a wharf is designed to protect
cargoes from weather damage and is used only for short-
term storage. Warehouses operated by private firms
house goods for longer periods.

transshipment: The unloading of cargo at a port or point
where it is then reloaded, sometimes into another mode
of transportation, for transfer to a final destination.

transtainer: A type of crane used in the handling of 
containers, which is motorized, mounted on rubber tires and
can straddle at least four railway tracks, some up to six,
with a lifting capacity of 35 tons for loading and unloading
containers to and from railway cars.

trucks: Heavy automotive vehicles used to transport cargo.
In the maritime industry, cargo is often carried by tractor-
trailers. The tractor is the front part of the vehicle, also
called a cab. The trailer is the detachable wheeled chassis
behind the tractor, on which containers or other cargoes are
placed (see common carrier; heavy hauler; drayage).

tugboat: Strong v-hull shaped boat used for maneuvering
ships into and out of port and to carry supplies. A ship is too

powerful to pull up to the wharf on its own. It cuts power
and lets the tug nudge it in. Generally barges are pushed by
towboats, not tugs.

Twenty Foot Equivalent Unit (TEU): A unit of measurement
equal to the space occupied by a standard twenty-foot 
container. Used in stating the capacity of container vessel 
or storage area. One 40 ft. container is equal to two TEUs.

U.S. Army Corps of Engineers: See Corps of Engineers.

U.S. Customs: See Customs.

vessel: A ship or large boat.

vessel operator: A firm that charters vessels for its service
requirements, which are handled by their own offices or
appointed agents at ports of call. Vessel operators also han-
dle the operation of vessels on behalf of owners.

warehouse: A place in which goods or merchandise is
stored.

way bill: The document used to identify the shipper and
consignee, present the routing, describe the goods, present
the applicable rate, show the weight of the shipment, and
make other useful information notations.

wharf: The place at which ships tie up to unload and load
cargo. The wharf typically has front and rear loading docks
(aprons), a transit shed, open (unshedded) storage areas,
truck bays, and rail tracks.

wharfage fee: A charge assessed by a pier or wharf owner
for handling incoming or outgoing cargo.

yard: A system of tracks within a certain area used for mak-
ing up trains, storing cars, placing cars to be loaded or
unloaded, etc.

Continued from page 12: Industry Terms

That’s it for now! We hope you weren’t overwhelmed
by this big dose of “salty” talk. But just think, now
you’ll feel right at home if you ever visit Philadelphia’s
working waterfront to see your port in action!
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The Tundra Consumer discharges 
pallets of fruit at the Tioga Marine
Terminal during the early weeks of 2004.

From North to 
South, a Bustling 
Port of Philadelphia
New Cargoes, Advancing
Initiatives Mark Busy First Quarter

FRUIT VOLUMES, NEW WAREHOUSE KEEP
TIOGA TERMINAL HOPPING… The 2003/2004
winter fruit season has been keeping Tioga
Marine Terminal and terminal operator
Delaware River Stevedores very busy lately,
with projections already indicating that the
current season may just be the busiest and
most successful of the past several years.
“Chilean fruit volumes have been running
high,” said PRPA Deputy Executive Director
Robert C. Blackburn, “and when the final 
numbers are in, I believe that our expanded
refrigeration capacity and our total commit-
ment in general to this cargo will pay off with
some of the highest volumes and activity levels
we’ve seen in a long while.” Mr. Blackburn
was also pleased that a recently completed

107,000-square-foot, frame-supported, 
movable warehouse at Tioga Terminal has
been efficiently serving the needs of its main
user, Bertling Line. “Once again, PRPA
responded to the needs of a major port 
customer, in this case a shipper that needed
more on-terminal dry warehouse space for its 
finished wood products and other cargoes. 
By getting this warehouse up and running in
record time, we’ve done our part to help
secure a major piece of port business that 
regularly keeps the north end of Tioga Marine
Terminal extremely busy.” 
Finished wood products that arrived via
Bertling Line seen inside the new frame-
supported, movable warehouse at Tioga
Marine Terminal.

(continued from page 9)


