
Robert McGurk, CEO 
Mid-Atlantic Gateway 

Rockland, DE 
October 14, 2021 
 
Michael Shapiro 
Deputy Assistant Secretary for Economic Development 
U.S. Department of Transportation 
1200 New Jersey Ave, SE 
Washington, DC 20590 
 
cc: Ryan Endorf, at ryan.endorf@dot.gov 
 
RE: Docket ID No. DOT-OST-2021-0106 
 
Dear Mr. Shapiro: 
 

The international multimodal supply chain is a highly fragmented and market driven network.  Market 
driven solutions are necessary to accommodate the wide variety of Beneficial Cargo Owner (BCO) needs.  
Speed to market, cost, level of service, transit distance, sustainability, and reliability needs vary from 
product to product and shipper to shipper.  Excessive government intervention favoring or restricting 
shippers to a preferred mode, level of service, or price of service will benefit some in the near term, but 
will drive the supply chain network towards suboptimal performance.   

We find ourselves in a self-inflicted worse-than-zero-sum situation of gridlock, with nearly every 
segment of the supply chain blaming the upstream and downstream segments as the culprit.  The truth 
is that all supply chain segments contribute to the issues, but no one link in the chain can solve the 
problems of the world.  We live in unprecedented times where consumer demand is at an all time high, 
distribution center days of inventory are at record lows, consumer preference for home delivery in lieu 
of retail has effectively taken storage normally available at retailers offline, retailers are trying to add 90-
180 days of on hand inventory to alleviate future pandemic related disruptions, and all of the slack 
normally available within the multimodal supply chain is occupied with cargo in transit. 

Many of the suggestions listed below are currently in use to some degree by various entities in North 
America, and wider implementation would allow for better optimization and utilization of transport 
capacity across the multimodal network. 

  



 Warehouses / Distribution Centers 
o Inbound Receiving Docks should operate 24 hours/day, 24-hour delivery windows, and 

offer guaranteed two-hours or less unloads, with the clock starting at the inbound gate 
time.  This will help truckers to more efficiently utilize HOS clocks. 

o Costs for lumpers, if required, should be prearranged, prepaid, and prescheduled by the 
broker or dispatcher, not the truck driver. 

o In moderate to high-volume locations with dedicated receiving lanes, receivers and 
truckers should work to implement drop-hook operations at each yard to best utilize the 
OTR trucker’s HOS window and minimize downtime. 

o Restrooms and break areas should be made available for use by the truckers. 
 Rail 

o In situations where cargo is delivered FOB to an inland rail terminal, the receivers need 
to make a better effort to pickup containers from the terminal so that follow-on 
containers can be offloaded from inbound trains. 

o Point-to-point unit trains work well for bulk cargos.  Carriers should consider 
implementing dedicated and/or priority point-to-point unit trains for high-volume O-D 
intermodal pairs to improve throughput and asset utilization. 

o Carriers should work to secure additional container yard or laydown space near 
terminals to provide additional storage capacity and accommodate receiver preferences 
or needs for in-transit storage. 

o Grounded container yard operations provide additional capacity and flexibility. 
o Rail carriers have the opportunity to provide a sustainable and meaningful amount of 

additional line-haul capacity, but have storage capacity restrictions at terminal nodes.   
o Whereas a seaport might have a container yard capacity of 6,000-40,000 FEU, a typical 

rail terminal might only have storage for 100-500 FEU.  If containers are not picked up at 
the terminal, follow-on freight can’t be unloaded and the entire network comes to a 
screeching halt. 

o Railroads are designed for line-haul throughput, not storage.  Rail can alleviate the OTR 
trucker shortage and reduce emissions per ton-mile, but carriers need cooperation with 
receivers, drayage providers, and container storage facilities to address supply chain 
congestion. 

o Terminals should offer 24/7 truck gate hours. 
 

  



 Long-Term Container Storage Yards – Near Port, Empties, & Inland 
o The market is changing and more receivers are using in-transit containers for long-term 

storage.  In some cases, these full containers are sitting in a warehouse parking lot for 
days, weeks, or months.  In other cases, the containers have been emptied, but no 
forwarding instructions or hold-at-location instructions have been issued.  In most cases, 
these containers are sitting on chassis, reducing the quantity of chassis turns per month, 
taking up valuable space at the receiving warehouse, and preventing follow-on 
containers from being delivered. 

o The expansion of near-seaport empty container yards is necessary to provide a relief 
valve and allow for better chassis utilization in seaport areas. 

o There is a new need for a significant amount of container storage near inland 
distribution clusters for both empty and full containers, at multiple locations 
throughout North America.  Opening container storage yards close to the point of 
delivery allows for the container to be removed from the chassis and placed onto the 
ground or in a stack, while having it available for use by the retailer when needed.  The 
chassis can then be used to pickup another container from a port or rail terminal, 
clearing out some of the ramp congestion and providing room for follow on containers 
from the next train or ship.   

o We propose opening expeditionary container yards at repurposed parking lots, 
durable fields, airports, portions of bases, and underutilized industrial and commercial 
sites.  Operated with top-loading off-road reach stackers, currently in DOD inventory 
or available from various rental agencies and manufacturers, these 1-3 high grounded 
container yards can be operational less than 48 hours after arrival.   

o Conventionally developed by a private entity, these yards normally take 3-36 months to 
get permitted and operational and often are not cost effective given the cost or lack of 
available adequately zoned land.   

o Operated under a DPA mandate or contract, with sufficient capital and staffing, 
expeditionary container yards can be up and running at strategic and non-traditional 
locations in less than a week providing supply chain relief here and now.  Certainly, 
receivers will incur some additional costs with this double move, but the incremental 
expense will be more than offset by upstream savings in transit time and shipping fees 
on subsequent shipments, while providing easy access to stored goods and containers 
when needed. 

o These expeditionary container yards: 
 Provide network storage capacity near the point of demand 
 Free up chassis for follow-on shipments 
 Subsequently free up space in port and rail terminals, improving the fluidity of 

the network 
 Fee-for-Service model provides revenue to fund ongoing operations 

  



 Trucking – OTR 
o Truckers are probably the most regulated mode from an Hours of Service perspective, 

yet frequently operate with no buffer, having to meet limited or unrealistic appointment 
windows at origins and destinations and have limited leverage to demand changes.  Any 
delay or hiccup can easily, and frequently does, turn a one-day roundtrip into a two-day 
roundtrip, or a two-day roundtrip into a three-day roundtrip.  Better time management 
for unloads at the destination will pay dividends across the board for individual 
receivers, truckers, and the network as a whole.  Receivers, brokers, truckers, and ports 
need to be cognizant of HOS restrictions and truck speed limits when scheduling routes 
and appointment delivery times while working together to minimize impacts for supply 
chain partners. 

o Agencies should work to make weigh stations and rest areas available 24/7 for overnight 
truck parking.  Even 3-5 spaces at each site will help to get trucks off shoulders and 
ramps. 

o Significant investment is needed in truck parking along highway corridors and 
warehouse clusters.  Certainly small 10-15 space parking areas should be made 
available where feasible, but mega sites (300+, 500+, 1000+) in areas where existing 
parking regularly fills up will provide certainty to truckers that safe parking and 
amenities will be available at a certain location.  With this certainty, truckers can better 
plan their routes to maximize HOS utilization.  Currently, most truckers start searching 
for overnight parking with 1-2 hours remaining on their ELD clock, because otherwise all 
of the logical spots are already in use.  Knowing that parking will be available, drivers 
can spend an extra 10-20% of on-duty time moving cargo towards the destination.   

o While a freight improvement, truck parking facilities should be eligible for highway 
safety and performance funding, as it relocates unlawful parking to safer areas and 
allows for better utilization of existing highway capacity.  It would be beneficial if these 
mega parking sites incorporated drop-hook lots so that drivers can trade off trailers, 
load match, and minimize dead-heading.  Furthermore, if these sites are located near or 
collocated with rail terminals, highway interchanges, and/or expeditionary container 
yards, additional network efficiencies are possible. 

o The government should continue to work with truck OEMs to deploy work arounds for 
the DEF sensor shortage to get trucks back on the road. 

o ELDs should permit low speed (<15mph) vehicle movement within a 2-mile radius 
geofence during the 30 minute break and during rest periods to facilitate efficient truck 
fueling and positioning at rest areas and service plazas. 

  



 Ports & Port Drayage 
o Offer 24/7 Truck gate hours with both appointments and FIFO lanes. 
o In port areas with outside-the-gate container yards for empty containers or drayage 

yards, ports, liners, chassis providers should work together to allow local drayage drivers 
maximum flexibility in regards to permitted container-chassis pairings while going 
through the gate, returning to contractual container-chassis restrictions for the OTR 
driver at the outside-the-gate container yard.   

o The key is to get the container out of the port and into the hands of the OTR driver.   
o Shifting lift-off chassis swap operations to the outside-the-gate container yard allows 

the drayage driver to utilize one chassis for an entire shift, minimizing unproductive 
time spent searching for and inspecting chassis just to pickup a container from the stack. 

o In certain markets and trade lanes, dray providers, container yards, and the liners 
should cooperate to establish free-flow or peel-off operations to maximize throughput 
through the terminal gate. 

o In the NY/NJ to Allentown trade lane, NY/NY to Albany trade lane, and NY/NJ to CT trade 
lane, there are significant land use and operational constraints with street turns and 
handoffs between drayage and OTR drivers.  Pennsylvania, New York, New Jersey, and 
Connecticut should work with USDOT and FMCSA to allow intrastate CDL drivers to 
operate across state lines in the metro area.  Perhaps a Metro/Regional CDL could work.  
This would alleviate staffing shortages associated with regional movements of freight 
from the NY/NJ ports to distribution clusters in nearby states.  Keeping within the 150 
NM range, or even 75 NM range, the Metro drivers will have simplified ELD compliance 
procedures and can move freight in congested areas while OTR drivers can pickup loads 
in relatively uncongested areas along the urban periphery, maximizing distance travelled 
during HOS for OTR drivers and improving freight velocity.  It’s our understanding that 
the age limit for intrastate CDL drivers in New Jersey is 18+, whereas an interstate CDL is 
21+.  It’s no surprise that intrastate CDL drivers typically earn less than an interstate CDL 
driver.  Allowing this relief/exemption, in this specific region, can allow intrastate drivers 
to access higher-paying destinations (i.e. warehouses in the Allentown, PA area), 
providing recruitment, retention, and employment incentives for the 18-20 age group 
while adding truck capacity where it’s needed most. 

 Ocean Liner Services 
o Liners need to allow more flexibility with container-chassis parings to minimize 

unproductive movements in and around port facilities. 
o Liners need to honor slot guarantees, minimize blank sailings, and minimize skipped 

export port calls.  We recognize that some sailings need to be cancelled because the 
previous voyage did not return on schedule, but when export port calls are skipped, 
entire sectors are unable to participate in the global market and need to rush to secure 
slots on other vessels or through other ports, frequently leading to delays, additional 
costs, and moving to the back of the line.  Bypassed export port calls are probably the 
most disruptive business practice in the multimodal supply chain. 

  



 Airfreight 
o High value goods have already shifted to airfreight to the maximum economic extent 

practicable.   
o The government should work with industry to determine if there are opportunities to 

airlift business critical replacement parts from overseas to maintain supply chain and 
harvest equipment.  In these cases, airlift likely does not make economic sense for the 
specific business, or the business cannot afford it, but delivery of those replacement 
parts would help to restore network supply chain capacity. 

o For example, farmers are having trouble securing tires for combines so that they can 
harvest crops this fall. 

 Funding and Financing 
o Public and private infrastructure projects, and each mode, compete with each other for 

access to capital. 
o Many government grant and financing programs are siloed by mode in terms of eligible 

expenses, but the bottleneck elimination projects are multimodal.  For example, the 
Ports Infrastructure Grant program will permit certain waterside improvements as an 
eligible expense, but certain landside improvements are ineligible.  Other needed 
infrastructure improvements, truck parking and expeditionary container yards in 
particular, do not have a dedicated funding and/or public financing mechanism, 
especially when not collocated at port or rail terminal facilities.  Financing plans for 
multimodal bottleneck elimination projects urgently needed by the market are overly 
complex, lengthy, and risky.  We need the project; we can build the project; we can pay 
for the project; but can we finance the project?  Fast underwriting approvals (less than 
60-90 days) and access to low-cost financing with well-defined and expansive program 
eligibility requirements significantly reduce project delivery risk for public and private 
sector owners when developing supply chain solutions.  Often federal financing 
programs are last-in capital.  While ‘pre-approval’ letters are a stretch, ‘eligibility 
determination’ letters from the financing program can help infrastructure owners 
attract additional investors to build out the project’s capital stack during the project 
development process. 

o Many infrastructure projects in the supply chain have high benefit to cost ratios and 
readily identifiable revenue streams to cover O&M expenses and 100% of debt service, 
but the underwriting process is lengthy and really doesn’t consider the future 
‘speculative’ revenue streams associated with the infrastructure improvement. 

o Expand RRIF to consider project-based revenues in the underwriting process, similar to 
toll revenue bonds, and accelerate/simplify the underwriting process for projects 
expected to cost less than the Class II/III railroad annual revenue threshold.  

o Furthermore, a financing program similar to RRIF but with no carve outs or restrictions 
by mode is necessary to alleviate supply chain bottlenecks and infrastructure 
constraints. 

o Opportunity zones offer many tax benefits for investors.  The government should 
consider expanding the opportunity zone program eligibility to include infrastructure 
and utility projects located within 15 miles of an opportunity zone boundary.  Why? 
Supply chain infrastructure often isn’t collocated with the opportunity zone, but is 



necessary to make the OZ viable for businesses.  Maybe a spur or terminal needs to be 
built, an interchange needs to be constructed, or utilities need to be extended to the 
site.  Expanding OZ eligibility can attract significant amounts of capital, lowers tax 
liability, and improves benefit to cost ratios for infrastructure improvements. 

o The government should consider using Defense Production Act authority to contract for 
and establish expeditionary container yards as an immediate relief valve for the supply 
chain crisis. 

o The government should encourage the EPA to finalize and approve renewable 
electricity, hydrogen, methanol, and ammonia fuel pathways for the RFS2 program to 
facilitate decarbonization investments in the supply chain.  For the renewable electricity 
pathways, the vehicle charging location should be considered the ‘blender’ and 
obligated party for reporting purposes whereas the renewable electricity producers 
should be considered ‘producers’ similar to ethanol and renewable diesel producers.  
This structure allows maximum market participation and flexibility (project specific, 
horizontal integration, vertical integration, etc.) 

 

Thank you for your time and thoughtful consideration of our suggestions.  If you have any questions, 
please do not hesitate to contact me using BOB at MAGATEWAY.COM 

 

Sincerely, 

 

Robert McGurk, CEO 
Mid-Atlantic Gateway LLC 
Rockland, DE  
 


