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Freight is a vital part of how our nation’s infrastructure grows. Our roadway networks, railways, airways, and waterways
should be able to support reliable transport of people and goods safely, effectively, and efficiently.

11.1 | Freight Planning Framework
National Freight Goals and Federal Requirements
National freight goals were initially established under the Moving Ahead for Progress in the 21st Century (MAP-21) Act of
2012, which included, for the first time, an explicit policy to improve the condition and performance of the national freight
network. This reflected recognition of freight movement as the foundation for the United States’ competitiveness in the
global economy, and the ability to achieve goals related to economic competitiveness and efficiency.
MAP-21 required the Department of Transportation (DOT) to establish a national freight network to assist States
in strategically directing resources toward the improved movement of freight on highways. MAP-21 also required
the establishment of the national freight strategic plan, which was developed in consultation with States and other
stakeholders. The national freight plan is on a five-year update cycle. The goals and requirements of the national freight
plan are continued in the Fixing America’s Surface Transportation (FAST) Act of 2015.

Local MPO Designation of Regional Freight Network
The CRPC-MPO, as an urbanized area with a population over 200,000, is eligible to be designated as a Transportation
Management Area (TMA) by the Secretary of Transportation. As described in 49 U.S.C. 5303(k), this designation recognizes
the greater complexity of transportation issues in large urban areas. The TMA designation gives the CRPC-MPO a stronger
voice in designating the freight network within the study area, setting priorities for implementing projects listed in the
Transportation Improvement Program (TIP), and responsibility for additional planning products. The planning processes
for MPOs in designated TMAs must be certified by the Secretary of Transportation as being in compliance with federal
requirements.

Louisiana Statewide Freight Goals
Coordinated strategic goals and objectives provide the framework for implementing the State’s Freight Mobility Plan in a
consistent and complementary way. These goals have been coordinated with other relevant statewide plans to promote
positive outcomes in interactions with the State’s transportation and non-transportation systems, and ensure consistency
with federal and state planning and investment initiatives. The FAST Act continues MAP-21’s focus on advancing a national
freight movement and economic vitality by improving the national freight network, strengthening the ability of rural
communities to access national and international trade markets, and supporting regional economic development. The
law required USDOT to develop a National Freight Policy, with the following goals:
•

•
•
•
•
•
•

Economic Competitiveness – Invest in infrastructure improvements and implement operational improvements
that strengthen the contribution of the national freight network to the economic competitiveness of the U.S.; reduce
congestion; and increase productivity, particularly for domestic industries and businesses that create high-value jobs;
Safety, Security, Resiliency – Improve the safety, security, and resilience of freight transportation;
State of Good Repair – Improve the state of good repair of the national freight network;
Advanced Technology – Use advanced technology to improve the safety and efficiency of the national freight
network;
Performance and Accountability – Incorporate concepts of performance, innovation, competition, and
accountability into the operation and maintenance of the national freight network;
Economic Efficiency – Improve the economic efficiency of the national freight network;
Environmental – Reduce the environmental impacts of freight movement on the national freight network.
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The FAST Act also encourages states to develop freight plans by increasing the federal funding match eligibility on projects
included in these plans. To receive the increased match, projects must make a demonstrable improvement in freight
movement efficiency and be identified in the state’s freight plan. State freight plans are now mandatory under the FAST
Act.

MTP Freight-Related Goals
The CRPC-MPO’s freight-related goals are as follows:
•

•

•

Provide choices- Use different routes, travel modes, or lanes, with tolls for high-speed and reliable service. The
Capital Region Industry for Sustainable Infrastructure (CRISIS) report noted regional issues with limited alternate
freight routes in case of road and lane closures caused by accidents or natural disasters;
Diversify development patterns- A more dense development with a mix of jobs, shops, and homes would enable
more people to walk, bike, or take transit to more, and closer, destinations. The Housing + Transportation (H+T)
Affordability Index, discussed in the Existing Conditions addendum to this document, emphasizes the advantages of
compact, walkable neighborhoods with high degrees of connectivity. The CRPC-MPO area’s dispersed development
pattern is already established. Adding connectivity through walking and/or bike paths and trails has the potential to
change the established patterns while enhancing community health;
Realistic expectations- Large urban areas will invariably be congested, but it is important to understand that
congestion is not an all-day occurrence. Flexibility and the willingness to adjust work schedules, such as flex time and
other travel demand management strategies, can help reduce congestion. Similar adjustments by employers and
workers have been helpful in responding to Ozone Action Days when emissions have risen above critical levels.

CRPC-MPO as Part of Louisiana State Highway Freight Network Planning
Despite the FAST Act’s expanded multimodal focus, roads and highways continue to be the primary focus in freight
transportation planning. This reflects the importance of trucks in “first and last mile” freight movement and the fact
that roadways are where most people and communities interact with the freight system. As part of the Louisiana State
Transportation Plan process, highway freight corridors of statewide significance were identified for description and
analysis regarding the types of long-distance movements of freight critical to shippers’ mobility needs. In line with MAP21, the Louisiana Department of Transportation and Development (LADOTD) identified three network tiers or levels of
transportation facilities that carry freight:
•

Tier 1- National Primary Freight Network

•

Tier 2- Remainder of Interstates

•

Tier 3- Critical Freight Corridors

Freight Performance Monitoring
In the National Freight Strategic Plan draft, issued for public comment in early 2016, the USDOT recognized the challenges
of maintaining national economic competitiveness when transportation infrastructure is both aging and chronically
underfunded to address freight-specific needs. The issues identified in the plan are all highly relevant to the CRPC-MPO
study area: growing population, growth in freight tonnage, just-in-time supply chains, and other changes in commodity
and movement patterns.
The USDOT, through the FHWA, has only established one performance measure for freight, which is the Truck Travel Time
Reliability (TTTR) Index on the Interstate system. The FHWA states that the TTTR Index is calculated by:
“Freight movement will be assessed by the TTTR Index. Reporting is divided into five periods: morning peak (6-10
a.m.), midday (10 a.m.-4 p.m.) and afternoon peak (4-8 p.m.) Mondays through Fridays; weekends (6 a.m.-8 p.m.);
and overnights for all days (8 p.m.-6 a.m.). The TTTR ratio will be generated by dividing the 95th percentile time
by the normal time (50th percentile) for each segment. The TTTR Index will be generated by multiplying each
segment’s largest ratio of the five periods by its length, then dividing the sum of all length-weighted segments by
the total length of Interstate.”
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The TTTR Index can be developed for reporting years from data obtained from the FHWA National Performance
Management Research Dataset. For future years, the TTTR Index can be developed from the truck trip purpose in the
Travel Demand Model. The states are required to set their freight performance measure targets by May 20, 2018 and
report them to the FHWA by October 1, 2018 and every 4 years afterwards in the Baseline Performance Period Report.
Each state is required to establish 2-year and 4-year targets for the freight performance measure. Currently, targets for this
performance measure haven’t been set by the LADOTD. The CRPC-MPO may either support the targets established by the
LADOTD or establish their own, and will have 180 days from the adoption of the state targets to meet this requirement.
The CRPC-MPO is only required to establish 4-year targets for the freight TTTR Index measure.

11.2 | Metropolitan Freight Demand
Specialized Freight Generating Industries
The Baton Rouge MPA, which is bisected by the Mississippi River, is home to a large number of freight-generating
establishments that have located in the MPA due to its proximity to
major transportation facilities, a skilled workforce, and a large market
of consumers. This is also, in part, due to the numerous oil and
petrochemical companies that are based along the Mississippi River. In
order to better understand the magnitude of certain freight-generating
industries within the study area, it is necessary to compare the relative
size of freight-generating industries within the MPA to that of the State of
Louisiana on the whole, and the United States as well.
Of particular interest for freight planning are the mining, construction,
manufacturing, wholesale trade, retail trade, transportation and
warehousing, and accommodation and food services industries. This
section will focus on these industries and the subsectors within them.
In order to identify the freight-generating industries in which the MPA specializes, location quotients were calculated for
the entire study area. These indicators are ratios that compare an industry’s percentage of total employment in one area,
in this case the MPA, to that same industry’s percentage of total employment in a larger, more all-encompassing area, such
as a state or country. In this manner, location quotients highlight specialized industries by pointing out which industries
employ a disproportionately higher number of people as compared to the state or country as a whole. Typically, a location
quotient of 1.2 or higher indicates a specialized industry.
Location quotients for broadly defined freight-generating industries are provided in Table 11.1. The location quotients
were developed using the Bureau of Economic Analysis’ (BEA) Local Area Personal Income and Employment, which is the
most complete, publicly available, data source for employment.
The data indicates that the Baton Rouge MPA is specialized in the construction industry when compared to the state,
and in the mining and construction industries when compared to the nation. Aside from these two industries, the study
area does not appear to be specialized in any other broadly defined freight-generating industry. The BEA data does not
have any employment data available for transportation and warehousing, which is not shown to avoid the disclosure of
confidential information.
Figure 11.1 displays the density of the study area employers within these specialized sectors as well as their proximity to
schools, hospitals, and other public areas of concern.
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Table 11-1: Location Quotient for Freight-Generating Industries

Industry

Employment

Percent of Total
Employment
1.6%

Baton Rouge- Baton Rouge- Louisiana
Louisiana
National
Location
Location
Location
Quotient
Quotient
Quotient
0.33
1.14
0.33

Mining

3,182

Construction

National
Location
Quotient
1.14

60,632

30.6%

1.95

2.98

1.95

2.98

Manufacturing

31,107

15.7%

1.00

0.77

1.00

0.77

Wholesale trade

15,120

7.6%

0.97

0.78

0.97

0.78

Retail trade

52,119

26.3%

1.03

1.02

1.03

1.02

Transportation and warehousing

N/A

N/A

0.00

0.00

0.00

0.00

Accommodation and food services

35,728

18.1%

0.83

0.73

0.83

0.73

Source: BEA Local Area Personal Income and Employment
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Figure 11-1: Public Locations Near Specialized Freight Employers
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Major Commodities Transported

Commodity flows for the Baton Rouge area were obtained from the FHWA’s Freight Analysis Framework (FAF). The FAF data
provides freight flows by mode of transportation, commodity type, tonnage, and location (origin, destination, or intraarea) for 2015. Table 11.2 displays the freight tonnage in the Baton Rouge MPA by commodity.
Approximately 17 percent of the freight volume by weight transported in the MPA is destined for the MPA. However, the
MPA is very dependent on outside freight to meet its need for goods and commodities. The three commodities that have
the highest tonnage within the study area are gasoline, coal, and basic chemicals.
Table 11-2: Freight Tonnage Transported Within Study Area by Commodity
Commodity

OutInbound
bound
Tonnage
Tonnage (000)
(000)

Intra-Area
Tonnage
(000)

Total Tonnage
(000)

Outbound
%

Inbound %

Intra-Area %

Alcoholic beverages 149

176

129

454

32.8%

38.8%

28.4%

Animal feed

1,001

49

2,305

54.4%

43.4%

2.1%

Articles-base metal 757

458

63

1,279

59.2%

35.8%

5.0%

Base metals

864

668

144

1,676

51.6%

39.8%

8.6%

Basic chemicals

35,462

19,075

8,752

63,289

56.0%

30.1%

13.8%

Building stone

26

24

24

75

35.4%

32.4%

32.3%

Cereal grains

6,932

4,022

2,366

13,320

52.0%

30.2%

17.8%

Chemical prods.

1,387

555

298

2,239

61.9%

24.8%

13.3%

Coal

11

7,347

1

7,360

0.2%

99.8%

0.0%

Coal-n.e.c.

9,140

36,829

2,046

48,015

19.0%

76.7%

4.3%

Crude petroleum

7,992

26,078

2,860

36,929

21.6%

70.6%

7.7%

Electronics

113

132

65

311

36.4%

42.6%

21.0%

Fertilizers

10,490

3,659

1,148

15,297

68.6%

23.9%

7.5%

Fuel oils

9,179

22,805

8,434

40,418

22.7%

56.4%

20.9%

Furniture

159

196

137

492

32.4%

39.9%

27.8%

Gasoline

27,131

38,711

23,957

89,799

30.2%

43.1%

26.7%

Gravel

5,157

5,387

4,014

14,558

35.4%

37.0%

27.6%

Live animals/fish

121

7

2

130

93.1%

5.7%

1.2%

Logs

908

936

894

2,738

33.2%

34.2%

32.6%

Machinery

252

336

175

763

33.0%

44.0%

23.0%

Meat/seafood

38

157

15

210

17.9%

74.7%

7.4%

Metallic ores

611

137

11

759

80.5%

18.1%

1.5%

1,254

Source: FAF, 2015
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Table 11-2: Continued
Commodity

OutInbound
bound
Tonnage
Tonnage (000)
(000)

Intra-Area
Tonnage
(000)

Total Tonnage
(000)

Outbound
%

Inbound %

Intra-Area %

Milled grain prods.

429

279

142

850

50.5%

32.9%

16.7%

Misc. mfg. prods.

96

136

18

249

38.3%

54.6%

7.1%

Mixed freight

1,259

1,245

354

2,859

44.1%

43.6%

12.4%

Motorized vehicles

21

194

8

222

9.3%

87.3%

3.4%

Natural sands

2,750

2,446

2,409

7,606

36.2%

32.2%

31.7%

Newsprint/paper

1,171

108

76

1,355

86.4%

8.0%

5.6%

Nonmetal min.
prods.
Nonmetallic minerals
Other ag prods.

5,298

4,423

3,808

13,529

39.2%

32.7%

28.1%

1,538

1,324

253

3,115

49.4%

42.5%

8.1%

1,943

2,597

785

5,325

36.5%

48.8%

14.7%

Other foodstuffs

2,029

953

508

3,491

58.1%

27.3%

14.5%

Paper articles

23

66

7

97

23.9%

68.7%

7.4%

Pharmaceuticals

4

39

2

45

9.3%

86.9%

3.8%

Plastics/rubber

7,313

1,622

1,015

9,951

73.5%

16.3%

10.2%

Precision instruments
Printed prods.

16

16

7

39

41.9%

41.2%

17.0%

24

89

18

131

18.6%

68.0%

13.4%

Textiles/leather

18

88

11

116

15.4%

75.3%

9.3%

Tobacco prods.

33

11

10

53

61.5%

20.4%

18.1%

Transport equip.

335

311

230

876

38.2%

35.6%

26.2%

Waste/scrap

1,583

1,276

1,193

4,053

39.1%

31.5%

29.4%

Wood prods.

493

1,315

234

2,042

24.1%

64.4%

11.5%

Total

144,511 187,237

66,669

398,418

36.3%

47.0%

16.7%

Source: FAF, 2015
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Freight is often thought of as goods that are moved through trucking on the nation’s roadways. But, freight is also moved
by railways, airports, and water ports. Due to the location of the Baton Rouge MPA along the Mississippi River, its ports
play a major role in the area’s freight movement. Port related freight is further increased by the numerous oil and gas
industries that have built their facilities along the river The Port of Greater Baton Rouge is a major freight location in the
MPA and ranked 8th in the nation and 65th in the world in annual total tonnage.
In addition to the oil and gas industries along the river, there are many industrial, wholesale trade, commercial, and retail
establishments in the MPA that generate freight truck trips. Figure 11.2 displays the daily number of freight trips generated
in each TAZ based on the MOVE 2042 Travel Demand Model.
The figure also displays areas of relatively high freight demand in the study area. These areas include the industrial park
near Siegen Lane, the industrial area north of South Choctaw Drive, the distribution centers at O’Neal Lane and I-12, and
the petrochemical plants south of LA 30 in Ascension Parish. Additional areas of freight demand include several smaller
businesses (such as restaurants, malls, drug stores, etc) that when grouped together receive a significant amount of truck
trips.
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Figure 11-2: Daily Truck Trips by TAZ

Capital Region Planning Commission
December 2017

11-9

MOVE 2042

11

11.3 | Existing Freight Conditions
Freight Movement
The Baton Rouge MPA is a large hub for freight generation in Louisiana due to its strategic position along the Mississippi River and handles a large amount of tonnage and value for commodities transported. Using data obtained from the
Freight Analysis Framework (FAF), general trends in freight movement can be observed. Table 11.3 shows the 2015 freight
movement by various modes of transportation within the Baton Rouge MPA.
Table 11-3: Freight Transportation by Mode

Mode

Outbound Ton- Inbound Tonnage
nage
(000)
(000)

Intra-Area Ton- Total Tonnage
nage
(000)
(000)

% by
Mode

Air (include truck-air) 6.0

6.5

0.0

12.5

0.0%

Multiple modes &
mail
No domestic mode

2,566.8

656.0

244.8

3,467.6

0.9%

2,504.5

2,504.5

2,504.5

7,513.4

1.9%

Other and unknown

22.0

0.7

0.1

22.9

0.0%

Pipeline

39,446.9

111,954.7

33,640.0

185,041.5

46.4%

Rail

24,427.9

11,375.2

1,535.9

37,338.9

9.4%

Truck

42,891.0

34,218.4

18,203.7

95,313.0

23.9%

Water

32,646.2

26,521.4

10,540.4

69,708.1

17.5%

Total

144,511.3

187,237.3

66,669.4

398,417.9

100.0%

Table 11-3 shows that in Baton Rouge the pipeline mode accounts for almost half of the tonnage of freight transported
in the area. This is likely due to the large presence of petrochemical businesses and refineries in the MPA, which receive
oil and natural gas feedstocks for their production processes via pipeline. Trucking accounts for nearly 25 percent of the
freight moved through the MPA, and the MPA’s waterways are used for about 18 percent of the freight movement.

Freight Congestion on Highways
As national policy shifts towards a multimodal focus, intense highway congestion continues
to affect the movement of trucks carrying freight. The Texas A & M Transportation Institute’s
(TRIP) 2012 Urban Mobility Report noted that trucks are a key component of just-in-time
manufacturing and require reliable delivery times. If scheduled times are missed, production lines can be stopped at high cost to all parties involved. Urban and rural corridors,
ports, intermodal terminals, warehouse districts and manufacturing plants are all locations
prone to truck congestion.
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Congestion Management Plan
The CRPC-MPO’s Congestion Management Plan (CMP) is an integral part of the regional transportation planning process.
The goal of the CMP is to improve mobility, connectivity, accessibility, reliability, travel time, and safety; and to provide a
variety of modal travel options.
The CRPC-MPO’s Congestion Management Plan (CMP) is an
integral part of the regional transportation planning process.
The goal of the CMP is to improve mobility, connectivity,
accessibility, reliability, travel time, and safety; and to provide a
variety of modal travel options.
The CMP is a cooperatively developed and implemented
metro-wide strategy that considers new and existing regional
transportation facilities that are eligible for funding under
title 49 USC Chapter 53. The CMP also considers the potential
of travel-demand management (TDM) and operational
management strategies to reduce congestion.
A well-focused CMP creates a credible, defendable planning
process that creates effective congestion management projects.
The process is intended to build capacity to integrate previously
separate elements into a coherent planning process. CMP
planning can also have positive impacts on regional air quality
by reducing delay and stop-and-go traffic, thus reducing fuel
waste and exhaust emissions due to idling. Coupled with
transit service improvements, CMP planning can help reduce or
defer the need to add new capacity on congested corridors, and
facilitate efficient management of any new capacity that may
be added in the future.

From a freight perspective, along with new roads, new lanes on existing roads, and new rail lines, additional capacity may
include dedicated truck lanes and adding lanes and docking facilities at warehouses and distribution centers. Questions
regarding how such improvements will be funded within the fiscally-constrained transportation planning framework have
yet to be answered.
Other possible strategies, suggested by the Texas A & M Transportation Institute, may involve regulatory changes or changes in operating hours of freight facilities, delivery schedules, or manufacturing plants;
•

•

•

Get as much service as possible from existing facilities- Low-cost improvements include rapidly removing crashed
vehicles from roadways, re-timing traffic signals, and improving road and intersection designs. The CRPC-MPO is pursuing improvements at high crash frequency (a.k.a. “hot spot”) intersections;
Add capacity on critical corridors- More roadway lanes, new streets and highways, new or expanded public transportation, and larger bus and rail fleets. The CRISIS report, discussed in more detail below, analyzed 18 possible
projects and identified the combination with the highest potential benefits in reducing congestion;
Change usage patterns- Avoiding travel during traditional rush hours by allowing flexible work schedules. The federal
Department of Transportation report Beyond Traffic 2045: Trends and Choices discusses possible flexible work pattern
solutions.
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Trucking Network and Facilities
Network
The Baton Rouge MTP Study Area has no active intermodal terminal facilities or roadways designated as intermodal
connectors. There are two roadways designated as part of the draft National Primary Freight Network (NPFN) including:
1. Interstate 10 is part of the Tier I Lake Charles-Baton Rouge-New Orleans corridor
2. Interstate 12 is part of the Tier I Baton Rouge-Hammond-Slidell Corridor
In addition to the above roadways, I-110 from I-10 to US 61 is a key connector for the Baton Rouge Regional Airport; and LA
1 south of I-10 connects to the Greater Baton Rouge Port.
Facilities
There are no active intermodal terminal facilities listed
by the Bureau of Transportation Statistics in the Baton
Rouge MTP Study Area.
Beyond intermodal terminal facilities, there are
many trucking establishments within the MPA. These
establishments provide both local and long distance
trucking services. Figure 11.3 shows the location of the
major trucking establishments (those with 25 or more
employees) within the MPA as well as the state’s freight
network.
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The Louisiana Supply Chain Council
The Louisiana floods of 2016 highlighted critical failure
points across the state in all modes of transportation. During
the 2017 Louisiana legislative session a Senate Concurrent
Resolution authorized the creation of a Louisiana Supply
Chain Transportation Council “to study and make recommendations regarding increasing resilience in various modes of
transportation through increased communication, collaboration, development of geographic information technologies,
and new innovations in transportation.” Stakeholders from
the private sector, Louisiana universities, and state and federal government are represented on the council. The Capital
Region Planning Commission is supporting the mission of the
Supply Chain Transportation Council by providing a Co-Chair
of the Council and all administrative activities. The council
will release a report of critical points of failure in Louisiana’s
supply chain with recommendations to address these failure
points to make Louisiana’s infrastructure and economy more
resilient. Once completed, the study will be provided to the
Legislature, Secretary of LADOTD, Secretary of Louisiana Economic Development, Executive Director of Office of Community Development, and the Director of the Governor’s Office
of Homeland Security and Emergency Preparedness.
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Figure 11-3: Major Trucking Establishments
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Traffic
The CRPC-MPO Travel Demand Model provides the estimated daily freight truck volumes on the study area’s roadways.
The estimated volumes for the base year (2015) are displayed in Figure 11.4.
The estimated freight truck volumes suggest the following trends:
•
•

•

Freight truck traffic is greatest on I-10 west of the I-10/I-12 split
Freight traffic continues to be heavy on:
• I-10 and I-12 east of the split
• I-210
• US 190
• US 61
• LA 1
• LA 19
• LA 44
• LA 70
• LA 415
• Portions of Choctaw Dr, Florida Blvd, and Airline Hwy
Freight truck traffic is also relatively high on:
• LA 16
• LA 30
• LA 444
• Hooper Rd
• Greenwell Springs Rd
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Figure 11-4: Modeled MPO Freight Truck Traffic- Base Year (2015)
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Rail Network and Facilities
Network
There are three Class 1 rail lines that serve the Baton Rouge MTP Area:
• Canadian National (CN)
• Kansas City Southern (KCS)
• Union Pacific (UP)
Facilities
There are no active intermodal terminal facilities listed by the Bureau of Transportation Statistics in the MOVE 2042 study
area. However, each of the rail companies within the study area operates a traditional carload switching yard within the
MPA.
Traffic

Railway data for the individual companies is not readily available from the private rail service providers that operate in the
area. However, as shown in Table 11.3, the railway mode of freight movement in the MPA accounted for just over 37 million
tons of freight moved in 2015. This was equal to a share of 9.4 percent of the MPA’s freight movement, most of which is
exported from the area. The rail lines that operate within the MTP study area are shown in Figure 11.5.

Airports
Facilities
While only a small amount of freight is typically shipped by air, these commodities
tend to be high in value. Additionally, the area around airports tends to serve as a
distribution and manufacturing hub.
The only public-use airport in the MPA is the Baton Rouge Metropolitan Airport,
which is shown in Figure 11.5.
Traffic
As with the railroads, neither the airport nor the private airlines that make use of it
have readily available freight data. The FAF data shows that the Baton Rouge area
had a total of approximately 13 thousand tons pass through the MPA via airports.
This tonnage includes freight transported by private airports as well.

Water Ports
Facilities
The only water port in the MPA is the Greater Baton Rouge Port, which is located in West Baton Rouge Parish. This port sits
at the intersection of the Mississippi River and the Gulf Intracoastal Waterway and is linked to several other major ports
within the nation. Jurisdiction of the Port of Greater Baton Rouge falls within river mile 168.5 AHP to the south (Sunshine
Bridge) and 253 AHP to the north (ExxonMobil Refinery) on both sides of the Mississippi River and spans a length of 85
miles. It also provides accessibility for freight to multiple modes of transportation.
Facilities at the port include:
•
•
•
•
•
•
•
•

General Cargo Docks
Grain Elevator
Flour Mill
Sugar Storage and Distribution Complex
Liquid Bulk Storage Facilities
Inland Rivers Marine Terminal
Midstream Transfer Buoys
Dry Bulk Terminal
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Traffic
While it is known that the Greater Baton Rouge Port is ranked as 8th in the nation and 65th in the world in annual total
tonnage, the exact values of the tonnage are not readily available. The 2015 FAF data shows that the port mode of travel
for freight within the study area handled approximately 70 million tons and is responsible for almost 18 percent of the
area’s freight, the vast bulk of which would have been handled by the Greater Baton Rouge Port.
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Figure 11-5: Study Area Freight Facilities
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Truck to Barge Transfer

The U.S. Department of Transportation’s Maritime Administration (MARAD) has awarded a grant of $1,758,595 to the Ports
of Baton Rouge and New Orleans to fund a regularly-scheduled container on barge service to support exports moving from
the Baton Rouge area to the Port of New Orleans, where the containers are loaded onto container vessels.
The new service is designed to collect empty containers in Memphis, TN and transport them to Baton Rouge to meet
customer demand for chemical industry exports. This service will provide exporters with new and more efficient
transportation options. It also offers a waterway alternative to re-position empty equipment that would otherwise have to
be moved by truck, contributing to regional congestion.
In announcing the grant, the Secretary of Transportation stressed the importance of investing in integrated, multi-modal
transportation systems that capitalize on the country’s extensive network of inland waterways and domestic seaports to
provide opportunities to stimulate economic growth while reducing congestion on the national freight transportation
system.

11.4 | Future Freight Need
Trucking Need
1. Tier 1: The National Primary Freight Network(PFN), of which the FHWA identified approximately 603 miles of
highways in Louisiana as being a part of. The LADOTD is seeking to add another 47.5 miles to this total in order to close
identified gaps in the Tier 1 network segments. The factors that will be considered include:
a. Origins and destinations of freight movement; total freight tonnage and value moved; percentage of average annual
daily traffic (AADT) on principal arterials; land and maritime ports of entry; access to energy exploration/production
areas; population centers; network connectivity
b. Under the FAST Act, LADOTD added all Class I railroads; airports, waterways and port terminals that meet freight
value and/or weight criteria
2. Tier 2: Remainder of the Interstates not identified in the PFN, as well as railroads, airports, waterways, and port
terminals that meet freight value and/or weight criteria
3. Tier 3: Critical Freight Corridors important to the movement of freight in Louisiana that accommodate significant
truck traffic and provide access to energy exploration/production areas. Corridors may connect with PFN (Tier 1) or
Interstate System (Tier 2) and meet truck traffic, unit and weight criteria. These include rural principal arteries, active
railroads, waterways and airports with commercial service not in Tier 1 and 2 that meet weight and value criteria.
4. Tier 4: Freight Connectors that are intermodal and roadway facilities that connect urban areas necessary for moving
freight in urban settings. With this tier, criteria are more qualitative to identify critical links between facilities that may
not have a large amount of freight, but have a large impact on system connectivity. This encompasses corridors that
serve several freight-related businesses, but that are not in Tier 1, 2, or 3, as well as links between the freight system and
connectors to corridors that serve primary freight generators.
Figure 11.6 displays the anticipated daily freight volumes on the study area’s roadway network in 2042.
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Figure 11-6: Modeled MPO Freight Truck Traffic- Horizon Year
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11.5 | Improvement Plan
Statewide Freight Plan Recommendations
The State of Louisiana maintains its own freight plan, as required by the FAST Act, the Louisiana Freight Mobility Plan. This
plan has identified several needs for the state’s freight infrastructure which can also be applied to the Baton Rouge study
area, including:
Trucking:
•
•
•
•
•
•
•

Improved permitting and registration
Monitoring truck size and weight limits as well as safety
Improved incident management
Increased truck parking and rest areas
Monitoring the condition and design of roadways used by the trucking industry
Increased intermodal connectivity
Additional funding for the roadway network

Rail:
•
•

Increase in terminal capacities
Creation of a state rail program

Airports:
•

Increased intermodal connectivity

Ports and Waterways:
•
•
•
•
•
•

Deepening the Mississippi River
Increased dredging for channels and coastal waterways
Increased intermodal connectivity
Streamlining of coordination between the ports and other agencies
Increased infrastructure for anticipated increased demand
Concerns over climate change and sea-level change

Fiscally-Constrained Roadway Projects with Major Freight Benefits
The purpose of the MTP is to produce a transportation plan that improves travel conditions for all roadway users within
the MPA. Freight movement, which relies on the quick transportation of goods, is heavily impacted by congested roadway
conditions. Roadway projects that increase safety, reduce congestion, and provide alternative means of transporting
freight will increase the economic vitality of the MPA. These projects will also increase the reliability of freight.
Projects that are located on the state’s freight network will provide additional capacity and reduce the congestion on
roadways, allowing freight to reach its destination quicker. The following projects identified in the MOVE 2042 Staged
Improvement Program are located on the State of Louisiana’s freight network:
•
•
•
•
•
•
•

The widening of I-10 to six lanes from the Iberville Parish line to the Mississippi River
The widening of I-10 to six lanes from LA 73 to LA 22
The widening of US 61 (Airline Highway) to six lanes from Florida Boulevard to Florline Boulevard
The widening of US 61 (Airline Highway) to six lanes from Greenwell Springs Road to I-110
The widening of US 61 (Airline Highway) to six lanes from Florline Boulevard to Greenwell Springs Road
The widening of US 190 (Florida Boulevard) to eight lanes from US 61 (Airline Highway) to Monterey Boulevard
The widening of US 190 (Florida Avenue) to four lanes from Pete’s Highway to LA 1026 (Burgess Avenue)
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The MOVE 2042 Travel Demand Model was used to determine the impact that the roadway test projects would have on the
MPA’s network. One of the outputs of this model was the daily Truck Vehicle Hours of Delay (TVHD.) The following projects
identified in the MOVE 2042 Staged Improvement Program are not located on the State of Louisiana’s freight network, but
provide a significant reduction (greater than 25 hours) in TVHD:
•
•
•
•
•
•
•
•
•
•
•
•
•
•

The widening of LA 22/LA 70 to four lanes from the Study Area Boundary to I-10
The widening of LA 30 (Nicholson Drive) to five lanes from the East Baton Rouge Parish/Iberville Parish line to the
Iberville Parish/Ascension Parish line
The widening of LA 44 (Burnside Avenue) to four lanes from LA 621 to LA 42
The new 2-lane roadway, the LA 1/I-10 Connector, from Lobdell Highway to LA 1
The widening of LA 64 (Greenwell Springs-Port Hudson Road) to four lanes from LA 67 (Plank Road) to Joor Road
The widening of LA 427 (Perkins Road) to five lanes from Pecue Lane to Highland Road
The widening of LA 447 (Walker South Road) to four lanes from I-12 to Hood Road
The widening of LA 67 (Plank Road) to four lanes from Groom Road to Main St
The widening of LA 30 (Nicholson Drive) to five lanes from Brightside Lane to the East Baton Rouge Parish/Iberville
Parish line
The widening of LA 37 (Greenwell Springs Road) to five lanes from Sullivan Road to LA 64 (Magnolia Bridge Road)
The widening of LA 30 (Nicholson Drive) to five lanes from the Iberville Parish/Ascension Parish line to Ashland Drive
The widening of LA 427 (Perkins Road) to four lanes from Siegen Lane to Pecue Lane
The widening of LA 62 (Magnolia Beach Rd) to four lanes from LA 1019 to LA 16 (North Range Avenue)
The widening of South Choctaw Dr from North Flannery Rd to Central Throughway

Other Strategies (Programs, Policies, and Actions)
Shifting to a Multimodal Perspective
Freight occupies a unique position in the transportation system because it operates between the public and private
sectors and requires major investments by both, as private sector trucks travel on public highways. Freight railroad
facilities, rolling stock, and services are almost entirely private. Air cargo services are also private, but operate in public
airways and at public airports. Private ships use public waterways as well as public and private port facilities. Pipelines are
typically privately owned, but operate under public oversight and regulations.
In addition to the mix of public-private ownership, freight projects are very costly, with no dedicated sources of public
funding. Port and airport projects are often partially funded with a mix of federal and state funds and frequently use
revenue bonds issued by regional port and airport authorities. The projects are also very complex and typically cross not
only transportation modes, but also jurisdictional and stakeholder boundaries. This often creates fragmented, sometimes
conflicting, and even contentious goals, lines of responsibility, authority, and decision-making.
Legal Framework for Freight Planning
MAP-21 was the first federal legislation to establish a legal framework for freight policy and mandated the identification
of a national freight highway network. The FAST Act represents a significant expansion in scope, providing a legal basis
for establishing a multimodal freight policy and network (MFN) that also encompasses local roads, railways, navigable
waterways, pipelines, key sea and river ports, airports, and the intermodal facilities necessary to enable efficient and safe
movement of freight. Such a multimodal perspective on freight represents an important step in national freight policy and
in addressing critical challenges to efficient freight movement.
Issues of national economic competitiveness, aging transportation infrastructure, and chronic underfunding for freightspecific purposes were recognized in the National Freight Strategic Plan. All of these issues are highly relevant to the MPA,
as well as:
•
•
•
•

Growing population
Growth in freight tonnage
Just-in-time supply chains
Other changes in commodity and movement patterns
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Freight and Land Use
The FHWA Freight and Land Use Handbook [2006] describes positive benefits of freight movement, including jobs,
increased tax revenues, and support of “just-in-time” consumer markets. If well planned, freight activity can be a good
neighbor in terms of land use, transportation, and environmental considerations. When not properly planned, freight
movement and related land uses can have a range of negative impacts on surrounding neighborhoods. This is especially
true for residential areas near freight uses. These impacts include light and noise pollution, unwanted odors and
vibrations, safety concerns, and environmental impacts on regional air and water quality.
The impacts can be mitigated, but only if freight and land use planning and decision-making are well integrated,
by balancing economic activity and the external impacts, to make freight movement a “good neighbor” within the
community context. Recognizing and responding to the close interaction of public and private sector benefits can
create opportunities for reduced congestion, improved air quality and safety, enhanced community livability, improved
operational efficiency, reduced transportation costs, and greater access to facilities and markets.

The FHWA Handbook identifies critical success factors in best-practice strategies, developed by agencies of all sizes. These
strategies reflect freight and community needs in a range of urban, rural and suburban areas.
1. Appropriate and Coordinated Land Use Policies include regional visioning and planning, local zoning and
transportation policies, and site-specific policies and practices that address context-sensitive design and access to
industrial and freight transportation facilities. Strategies involve:
a. Incentives, such as tax credits, to reinvest in existing industrial space.
b Creating buffers around freight zones to provide safe means for residents to traverse freight facilities.
c. Use of zoning tools to preserve industry and limit freight impacts.
d. Promote context sensitive solution (CSS) site and building design features.
2. Effective Transportation Systems and Services include developing and maintaining transportation systems that
can effectively, efficiently, and safely accommodate freight and passenger traffic that can help freight systems be better
neighbors in a community or region. Strategies involve:
a. Freight-exclusive facilities, such as truck lanes, to reduce noise and vibration, light, aesthetic, and local air quality
impacts on neighboring land uses.
b. Effective truck route networks that ensure trucks avoid sensitive areas and link with truck routes in neighboring
jurisdictions.
3. Effective Operations and Maintenance Policies include systems to reduce peak-period demand and, therefore,
reduce congestion, in ways that produce fewer negative impacts to quality of life and the environment. Strategies
involve:
a. Offering incentives for off-peak delivery helps spread truck traffic times across a wider timeframe.
b. It also increases efficiency because of decreased road congestion.
4. Education and Outreach includes ways state and regional agencies educate themselves, provide technical assistance
to local jurisdictions and other agencies and authorities, and effectively engage private stakeholders and residents in
developing effective land use and transportation policies. Strategies involve:
a. Technical Assistance to Local Jurisdictions ensures that local land use policy-makers are informed on freight
needs and can help codify integration of freight and land use policy and best practices. Strategies involve:
i. MPOs recognize the importance of linking freight transportation and land use planning and develop methods
for guiding local jurisdictions without infringing on their sovereignty.
ii. Strategies and tools focused at the regional level can help guide location of major freight-generating uses, such
as manufacturing and distribution centers.
iii.Gaining regional planning consensus can be advanced by use of strategies and tools implemented by regional
agencies, including scenario planning, preferential zoning, and tax relief programs.
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Preferential Zoning
Specialized zoning can help reduce conflict between freight and sensitive community land uses such as neighborhoods,
schools, playgrounds, or near other areas where freight movement may have a negative impact. Special zoning may
be applied in the vicinities of airports, rail/truck terminals, and seaports, all of which typically generate or receive large
volumes of freight. This approach can include creating buffers or separation between industrial and/or freight uses
and other land uses to help minimize the interference of freight with community quality of life. Separation may also be
achieved through construction of physical barriers, intermediate zones (often office of commercial uses), and freight
routing.

Freight and Land Uses
In many communities, redevelopment of former industrial sites for residential and/or commercial land uses has pushed
freight development to the fringes. Local and regional planning agencies sometimes facilitate such development because
residential, commercial, and tourism uses are viewed as preferred or “highest and best uses” in Euclidian Zoning terms.
The “freight sprawl” created by these policies results in increased truck vehicle miles traveled (VMTs), which impacts air
quality, congestion, safety, and roadway pavement condition.
On the other hand, regional strategies that integrate freight planning and land use recognize that preserving industrial and
freight-related uses contributes to economic vitality and recognizes public benefits in jobs created or retained, reduced
congestion, fuel consumption, and emissions.
The dedication and preservation of space for manufacturing and industrial land uses also supports the development of
freight-generating land uses can be achieve through the Context Sensitive Solution (CSS) approach, which continuously
involves stakeholders in establishing context, documenting problems and issues, identifying and evaluating alternatives,
and selecting a solution. The use of CSS and public participation also make it easier to build appropriate infrastructure to
support freight uses. CSS applied to building and site design features may include the following:
•
•
•
•
•

Orient loading facilities to minimize aesthetic, noise, and pollution impacts on residents
Consider creating a buffer around all freight generating land use
Establish staging areas for freight delivery
Reduce light spillage from freight facilities
Employ “green port” technologies, such as electric gantry cranes, modern generator sets which consume less fuel, and
electric plug-ins at ship berths

Additionally, good neighbor land use policies related to freight development include:
• Freight-Exclusive Facilities help mitigate potential adverse effects of freight, as previously described;
• Replacing At-Grade Rail Crossings reduce safety issues for pedestrians, bicyclists, and motorists crossing the tracks;
• Promote Anti-Idling Technologies for Trucks such as engine control modules, automatic shut-down/turn-on systems,
direct-fired heaters, auxiliary power units, generator sets, and electric parking places for trucks.

Examples of Freight-Oriented Development
Cargo Oriented Development (COD)
The Center for Planning Excellence (CPEX), which is based in Baton Rouge, has worked with the Center for Neighborhood
Technology (CNT) on community efforts to reinstate passenger rail service in the Baton Rouge area. In January 2015,
CNT issued its report titled New Orleans-Baton Rouge: Capturing the Value of the Economic Boom and the Freight that
Supports It. The report, and CNT’s later presentation at the 2016 Institute for Trade and Transportation Studies (ITTS)
conference in New Orleans, featured the concept of Cargo-Oriented Development (COD), defined as co-locating freight,
logistics, and manufacturing with a ready workforce.
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Such convergence, which once occurred more or less naturally has, over the past 30 years, become more separated
and less connected. Freight carriers and logistics are increasingly distant from population centers and even from
manufacturing. Dispersed jobs and populations require long auto commutes, which drive up household transportation
costs. Including passenger rail in the plan creates potential to ensure local residents will have access to employment even
though jobs are on the river and coast and people live in urbanized areas.
Making COD part of planning helps reconnect activities to promote development that integrates freight system efficiency
with the development of manufacturing and logistics businesses in ways that benefit local economies, the environment,
and public safety. CNT views the COD concept, even though it is still under development, as a counterpart to previously
described TOD (Transit-Oriented Development) and CNT’s H + T (Housing + Transportation) Affordability Index. The
next steps of COD call for additional research and development, and engaging multiple stakeholders to support the
formulation of a robust, unified metric for multi-criteria analysis. Public sector stakeholders include local governments,
planning agencies, ports, and development authorities. Private sector stakeholders include freight carriers, industrial
developers, manufacturers, and their consultants.
Another Model for Planning Urban Freight Mobility
The Atlanta Regional Commission (ARC) also made a presentation at the 2016 ITTS conference which recognized the
need for robust planning tools to integrate freight and land use. With 2.4 million in population growth expected over the
next 25 years, Atlanta faces a larger-scale version of traffic and freight challenges than those confronting Baton Rouge. In
addition to expanding demands for supportive transportation infrastructure, these include increased need to consider
multi-jurisdictional and corridor freight impacts and consideration of freight needs in regional land use and transportation
planning.
ARC’s model, called Livable Centers Initiative (LCI) will invest $172 million in design, right-of-way, and the construction of
105 projects in 63 communities. The LCI combines integration of information on market conditions, land use and zoning,
urban design, multi-modal transportation networks, and freight mobility. Like COD, this approach emphasizes supporting
livability in freight areas, and showing that state-of-the-art freight terminals can make good neighbors, even to nearby
natural areas. The LCI also calls for improving travel through wayfinding and improved signage. Lessons learned to date
include:
•
•
•

Goods movement is too often treated as an afterthought in site design
Effective economic development requires institutionalizing consideration of efficient goods movement into local
government zoning and site plan reviews
Supportive programs are needed to encourage incorporating freight considerations into discussions of community
livability
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