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Freight Can’t Wait.
Freight transportation is the backbone of 
America’s commerce. It is an economic 
engine, producing millions of jobs and a 
higher standard of living for our population. 
Without the ability to quickly and cost 
effectively move goods, American 
businesses struggle to remain competitive 
and the overall health of the economy 
suffers. A campaign of strategic investment 
to expand capacity and increase efficiency is 
needed to maintain – and grow – U.S. 
productivity and global competitiveness. 

This book contains a snapshot of freight 
projects that stand to benefit from federal 
partnership and investment.  Federal 
support, in the form of a freight-specific 
competitive grant program, can incentivize 
states and localities to finance creatively and 
make use of public-private partnerships. 
Direct federal investment can leverage the 
state, local and private dollar, serving as the 
final piece in a funding package, and make 
projects like those in Freight Can’t Wait a 
reality.

Second Edition
January 2017
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Alameda Corridor-East 
Construction 
Authority
Durfee Avenue Grade 
Separation Project

Goals
The project would reduce an estimated 15.3
vehicle-hours of delay each day at the crossing
which is traversed by 49 trains per day, projected
to increase to 91 trains by 2025. Durfee Avenue
carries 13,600 vehicles per day which is projected
to increase to 14,300 vehicles by 2025. The project
would eliminate delays for emergency responders
and crossing collisions. Emissions would be reduced
and locomotive horn noise eliminated. Nine collisions
have been recorded at the crossing since 1981,
resulting in four fatalities.

Cost
$78.4 million

Website
http://www.theaceproject.org/

Background 
The Alameda Corridor-East (ACE) Project is a compre-
hensive program of constructing highway-rail grade 
separations and safety and mobility improvements at 
crossings along the freight rail mainlines in Los Ange-
les, Orange, Riverside and San Bernardino counties. 
The ACE Project is intended to mitigate the adverse 
environmental and community impacts of increasing 
rail traffic along the nationally significant ACE Trade 
Corridor carrying freight to and from the nation’s busi-
est container ports in the San Pedro Bay. 

The Durfee Avenue Grade Separation Project will
separate the roadway and the railroad tracks on
Durfee Avenue in the City of Pico Rivera, California. 
Plans call for constructing a roadway underpass on 
Durfee Avenue under the Union Pacific railroad tracks 
with retaining walls and a new railroad bridge.

The Durfee Avenue Grade Separation Project is in the 
final engineering and design stage. Environmental 
clearances have been obtained and right-of-way is 
being acquired. Construction will commence in 2017.
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Alameda Corridor-East 
Construction 
Authority
Montebello Corridor 
Grade Separation 
Project

Goals
The project would eliminate crossing collisions,
queuing and congestion and reduce vehicle emissions
at the underpass while improving safety at all four
crossings. Five collisions have been recorded at
Montebello’s crossings over the past 20 years, with one
pedestrian killed and injuries to one pedestrian and
one motorist. By 2025, rail traffic through Montebello
is projected to nearly double from 49 trains to 91
trains per day. Without the project, growing train and
vehicle traffic will result in an approximate doubling
of vehicle-hours of delay at the busiest crossing,
Montebello Boulevard, which carries an average of
21,000 vehicles a day.

Cost
$142 million

Website
http://www.theaceproject.org/

Background 
The Montebello Corridor Grade Separation project 
calls for constructing a roadway underpass with side-
walk and bike lanes and railroad bridge at the railroad 
crossing on Montebello Boulevard and installing safety 
improvements, including quad crossing gates for en-
hanced safety, at the crossings on Maple, Greenwood 
and Vail Avenues in the city of Montebello, California. 
A pedestrian overcrossing is planned for the Maple 
Avenue crossing due to significant numbers of pedes-
trians and cyclists. Project completion could result in 
eligibility for a “Quiet Zone” restriction on locomotive 
horn-blowing in Montebello.
 
Design of the project commenced in 2015, upon
approval of the Montebello City Council, and has
advanced to the environmental clearance and
preliminary engineering phase. Upon approval of final
design plans by the City of Montebello, construction
could begin in 2019 and be complete by 2022. 
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Caltrans D-11 & 
Imperial County 
Transportation 
Commission
Calexico / Mexicali 
Gateway and Port of 
Entry Improvements
 

Additionally, this project would widen the American 
Canal bridge, which is presently too narrow and a 
choke point for vehicles traveling northbound into the 
U.S. At the Calexico East POE three new commercial 
vehicle lanes (total of six lanes), and six new north-
bound auto lanes (total of 14 lanes) will be built.

Goals 
The widening/improvements to SR-98 from SR-111 to 
Dogwood Road will serve to improve safety, provide 
for additional traffic associated with the Calexico West 
POE expansion project, and improve the movement 
of goods, trade and commerce between the United 
States and Mexico. The portion of the SR-98 widening 
project from SR-111 east to SR-7, will similarly improve 
safety and serve the Commercial Vehicle crossing at 
the Calexico East POE. 

The POE portion of this project will increase cross-bor-
der capacity and decrease wait times (currently 
ranging from 1.5-3+ hours) at the border. A decrease 
in wait times will increase daily throughput of goods 
thereby saving time and costs and reducing air pollu-
tion associated with these delays. 

Combined crossings for these two POEs are over 7.3 
million vehicles per year (2013), with northbound 
truck crossings at Calexico East over 300,000 trucks 
annually. The value of import goods processed at this 
POE was over $7 Billion in 2013; with the total import/
export value over $13 Billion. Pedestrians at these two 
POEs combine to over 5.1 million annually.

Cost
$684 million

Website
http://www.imperialctc.org/

Background
This project will address inadequate infrastructure 
at the Port of Entrys (POEs) along the California/ Baja 
border. Studies show that the U.S. and Mexican econ-
omies lose $7.2 billion in gross output and 62,000 jobs 
annually due to long delays. 

Calexico West POE: This project will widen State Route 
98 (SR98) and Cesar Chavez Boulevard to provide 
better access to the renovated Calexico West Port of 
Entry (POE). 

• Phase 1 will build ten of 16 vehicle lanes, and 
a bridge across the New River for southbound 
vehicles. 

• Phase 2 builds the last six vehicle lanes, a 12 
lane pedestrian facility, and safe and secure 
inspection operation enhancements. 

Calexico East POE: SR-98 from SR-111 to SR-7 needs to 
be widened and improved to accommodate the vol-
ume of users, particularly commercial vehicles which 
are processed at the Calexico East POE and traverse to 
Calexico for paperwork processing and warehousing 
facilities. 
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City of Fife
Interstate 5 - 

Northwest Seaport 
Alliance Interchange 

Improvement

Background 
This project will provide road, intersection, and 
interchange improvements of great value to the 
Port of Tacoma, the surrounding industrial area, 
and businesses in the Cities of Fife and Tacoma. The 
project is a multi-phased plan to improve the Port 
of Tacoma Road/Interstate 5 interchange, Pacific 
Highway East and the Port of Tacoma Road. The Port 
of Tacoma indirectly accounts for more than 43,000 
jobs and generates $637 million in annual wages 
in Pierce County. Design, Value Engineering and 
Traffic Modeling studies have confirmed the need 
for the improvements and identified an alternative 
configuration for the interchange and the I-5/POT 
road ramps. The interchange reconstruction will 
improve level of service for trucks traveling to and 
from the Port of Tacoma.

Goals
• Improves Access to Port of Tacoma
• Improves Safety
• Improves I-5 Main Line Operation

Cost
$70 million

Website
http://cityoffife.org/city-departments/public-works/
port-interchange-improvement
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City of Industry & 
Los Angeles County 
Metropolitan 
Transportation Authority
57/60 Confluence Goals

• Eliminate the conflicting weaves in the eastbound 
direction of SR-60

• Improve safety by separating the interchange 
traffic from the mainline freeway weaves

• Provide operational flexibility to the two merged 
freeways, and improve LOS in 57/60 Confluence 
from an “F” to a “C” and better

Project Costs
$256 million, broken down in phases

Website 
http://www.freetheway.org/

Background 
California State Route 57 is a major north-south 
freeway corridor that provides commuters access 
to and from the San Gabriel Valley, portions of Los 
Angeles, San Bernardino, Orange and Riverside 
Counties. 

California State Route 60 is an interregional freeway, 
freight corridor, and a primary link between Los 
Angeles and Riverside Counties. SR-60 is also part of 
the National Highway System (NHS), and a vital east-
west link in the multimodal transportation network in 
Southern California. 

The route links commuter, commercial, and goods 
movement travel to and from the San Gabriel Valley, 
Pomona Valley, San Bernardino and Riverside Counties 
to the Los Angeles Central Business District and the 
ports. 

Daily over 356,000 drivers (of which 26,000 are 
trucks carrying goods) attempt to weave across 
multiple lanes within the 2 mile segment in the 57/60 
“bottleneck” resulting in 17 lanes of traffic to condense 
into 14, causing long delays in operation for both 
freeways and high accident rates. 

Currently, the Confluence is ranked #8 in the freight 
bottleneck index in the Nation and #1 for freight delays 
and truck accidents in California. 
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Los Angeles County 
Metropolitan 
Transportation 
Authority
I‐710 Port Connection
Background 
Route 710 is an Interstate Freeway which serves as 
a principal Transportation Corridor, from the ports 
of Los Angeles and Long Beach to the Los Angeles 
Central Business District. The I-710 Corridor has 
high traffic volumes, high truck traffic and freeway 
congestion. Interaction between cars and trucks 
in the traffic stream creates conditions that cause 
accidents. 

This project proposes to construct one or two 
additional mixed flow lanes in each direction and a 
total of four dedicated truck lanes, two lanes in each 
direction. In addition, some interchanges and local 
arterials will be improved along the Corridor, under 
Early Action projects. 

The preparation of the Project Report and the 
Environmental Document for this project is funded 
by six Funding Partners which include: Caltrans, 
Metro, Port of Long Beach, Port of Los Angeles, I-5 
JPA and Gateway Cities Council of Governments 
(GCCOG), with Metro as the lead. Southern California 
Association of Governments is also involved. The 
six Funding Partners have contributed a total of 
$30 million for this effort. A Hybrid Design Concept 
has been developed which proposes a total of ten 
general purpose traffic lanes and four exclusive truck 
lanes.

Goals
This project proposes to widen the I-710 Freeway by 
adding one or two mixed flow lanes in each direction 
as well as the addition of two dedicated truck lanes in 
each direction.  

The Ports of Long Beach and Los Angeles, the Hobart 
Rail yard, and numerous distribution centers are 
significant economic and employment generators 
along this corridor. 

Approximately 37% of all the goods coming into the 
United States enter at these two ports. The majority 
of these goods are shipped by trucks from the ports 
to the rail yards and points east. 
These generators serve every congressional District in 
the country. 

Currently, this corridor has a high mix of auto and 
truck traffic. The project intends to separate this mix 
by providing dedicated truck lanes. These dedicated 
lanes will give trucks more accessibility to the ports 
and railways and more reliability in delivering goods 
across the region, State and country.

Cost
$7 billion

Website 
http://www.metro.net/projects/i-710-corridor-
project/

   

http://www.metro.net/projects/i-710-corridor-project/
http://www.metro.net/projects/i-710-corridor-project/
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Northwest Seaport 
Alliance
Pier 4 Terminal 
Modernization Project 
Background 
Pier 4, part of the Port of Tacoma’s Northwest Seaport 
Alliance’s (NWSA) Husky Container Terminal, is 
rapidly becoming outdated in the face of modern 
containerized ship building trends. With wharfs 
constructed at odd alignments and cranes unable to 
handle increasingly larger ships, Pier 4 is in need of 
improvements.

The NWSA is demolishing and reconstructing Pier 4 in 
alignment with the neighboring Pier 3 to create one 
contiguous 2,800 foot long pier structure capable of 
simultaneously berthing two ultra-large container 
ships.

The new pier structure will also be designed to 
accommodate more modern 24-container wide,
100-guage cranes needed to work larger vessels.

Cost
$140 million 

Website
www.nwseaportalliance.com/

Goals
The planned upgrades to Pier 4 will allow the Husky 
Container Terminal to increase the size of ships it can 
handle. Today, the terminal can serve ships that carry 
6,500 Twenty Foot Equivalent Unit (TEU) containers. 
After the improvements, the terminal will be able 
to handle 18,000 TEU vessels with the new cranes, 
increasing cargo throughput capacity across the pier 
from about 160,000 TEUs annually to an estimated 
440,000 TEUs.  It is the increased throughput that will 
create the demand for new family wage jobs in the 
region.

Today, an estimated 2,370 jobs in Washington State 
are somehow connected to the movement of cargo 
through the Husky Container Terminal. The upgrades 
to Pier 4 will provide more cargo throughout and 
ensure the Terminal remains competitive in today’s 
evolving international shipping market-- providing 
an opportunity to increase the number of jobs 
associated with the terminal over time. 
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Northwest Seaport 
Alliance

Terminal 5 
Modernization

Background 
The Terminal 5 (T5) Modernization Project will 
upgrade T5 in Seattle to enable it to serve larger 
ships. The project includes dock strengthening 
to allow larger cranes; upgrading piles, beams 
& deck panels; installing new crane rails and toe 
walls; and upgrading the power system at the 
terminal. 

These enhancements will create economies of 
scale and generate benefits for carriers, shippers 
and consumers. By increasing maximum ship size, 
the project will generate $57 million in annual 
savings when 14,000 TEU ships begin calling the 
terminal, and $86 million for 18,000 TEU ships. 

With the expansion of Canadian ports, failure 
to undertake these upgrades and enable larger 
ships to call NWSA terminals will relegate the 
port to 2nd tier status and compromise the 
future of America’s northern trade corridor. This 
project will protect millions of dollars of existing 
investment in the Northwest freight network and 
secure the Puget Sound region’s role as a hub for 
transportation & trade.

Cost
$275 million

Website
https://www.nwseaportalliance.com/about/
strategic-plan/t5
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Orange County 
Transportation 

Authority
I-5 widening between 

I-405 and SR-55

Background 
The Interstate 5 Freeway (I-5) through the cities of 
Irvine and Tustin is essential to Orange County’s 
mobility, economy and quality of life. It is a major 
commuter and commercial corridor, and serves as a 
“bridge” that connects Orange County to Los Angeles 
County and San Diego County.  Today, this segment of 
I-5 is one of the most highly traveled and congested 
freeway corridors in the nation. Every day, more than 
350,000 motorists drive this segment of I-5 through 
the cities of Irvine and Tustin, to connect with major 
residential, commercial, educational and employment 
destinations. Already at capacity, traffic projections 
show that nearly ½ million motorists will travel this 
stretch of I-5 by 2040.

Goals
Currently, the I-5 corridor within the project limits 
is experiencing congestion and long traffic delays 
due to demand exceeding capacity. The purpose of 
the project is to address existing and future traffic 
demand and congestion, and enhance freeway 
operations from I-405 to SR-55 as follows: Increase 
the mainline/freeway capacity within the project 
limits with one additional lane in each direction; 
improve the capacity of the ramps within the project 
limits, improve operational deficiencies of merge 
and diverge areas within the project limits, improve 
the existing auxiliary lanes operations and optimize 
access of the existing HOV lane.

Cost
$728 million

Website 
http://octa.net/Freeways-and-Streets/Santa-Ana-
Freeway-(I-5)/I-5-(I-405-to-SR55)/Overview/



 

CAGTC | Freight Can’t Wait 22 CAGTC | Freight Can’t Wait 23

Oregon Department 
of Transportation

Interstate 205 
Operational 

Enhancements

Background 
This project will enhance freight mobility, improve  
safety, and reduce congestion along Interstate 
205 in Clackamas County, OR. The project will add 
additional travel lanes in both directions on I-205 
from the Abernethy Bridge to the Stafford Road 
Interchange. 

Originally built to provide a freight and commuter 
bypass to congestion on the I-5 corridor in the 
Portland/Vancouver metro area, I-205 has 
succeeded in its mission and today carries more 
traffic through the metro area than I-5 itself. I-205 
serves as a key alternative on the I-5 West Coast 
trade route. It has one of the highest average daily 
traffic volumes (171,000 ADT at its peak) in the state, 
and its percentage of freight traffic (roughly 10% to 
12%) is one of the highest in the state as well.

I-205 provides access to designated freight hubs in 
the Clackamas Industrial Area, at Portland 
International Airport, and along the I-84 corridor. 
Expanding I-205 will also leverage other freight 
investments in the region like the $208 million 
Sunrise Jobs & Transportation Act project which was 
recently completed and now provides better freight 
access from the Clackamas Industrial Area to I-205 
and beyond.

Cost
$290 million

Website 
http://www.oregon.gov/odot/

http://www.oregon.gov/odot/pages/index.aspx
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Oregon Department 
of Transportation

Portland/Rose Quarter 
Safety and Multimodal 

Enhancement

Background 
The connection between Interstate 5 and Interstate 
84 in Portland, Oregon, known locally as the Rose 
Quarter Interchange, was 36th on the 2013 national 
ranking of freight bottlenecks. I-5 in this location 
carries upwards of 120,000 vehicles per day – 
including an estimated 15,000 trucks in the heart 
of the project area. In addition, the Rose Quarter 
Interchange is crucial for access to and from the Port 
of Portland’s marine terminals. Based on research 
recently commissioned by ODOT, resolving this 
bottleneck would generate $732 million of benefits 
within 20 years, including more than $40 million in 
savings for goods movement. 

The project location is at the intersection of two 
transcontinental highways with the highest crash 
rates on interstates in Oregon. The area suffers 
from chronic, recurring congestion (by severity 
and duration). These impacts significantly affect 
the regional economy, which is trade-dependent 
and sensitive to the reliability of the transportation 
network. Congestion affects local, regional 
and national traffic, especially interstate and 
international freight movement on the I-5 corridor. 
The proposed project would improve 
safety and mobility by constructing northbound 
and southbound auxiliary lanes in order to achieve 
operational improvements. The project also includes 
the addition of braided ramps southbound to 
improve safety and reliability. 

Cost
$400 million

Website 
http://www.oregon.gov/odot/pages/index.aspx

http://www.oregon.gov/odot/pages/index.aspx
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Port of Long Beach
Gerald Desmond/I-710 

Gateway Project
Background 
The Gerald Desmond Bridge/I-710 Gateway is a crucial 
transportation facility serving the Ports of Long 
Beach/Los Angeles, the region, State and Nation. 
The I-710 Corridor and Gerald Desmond Bridge carry 
approximately 15% and 10% of all U.S. waterborne 
containers, respectively. While the recently opened 
Alameda Corridor can be thought of as the trade 
“railway” gateway to the Nation, the I-710/Gerald 
Desmond Gateway is the de facto trade “highway” 
gateway to the Nation. 

The Port of Long Beach and Port of Los Angeles, 
combined, are the largest port in the U.S. and in the 
top 10 busiest ports in the world. The Gerald Desmond 
Bridge/I-710 Gateway serves the ports, which provide 
over 1.2 million jobs regionally and contribute a 
combined $4.9 Billion in local, state and federal taxes. 

The Gerald Desmond bridge will replace the existing 
(Gerald Desmond) Bridge, and the I-710 Corridor 
Project will add capacity to the existing freeway. Both 
projects comprise the Gerald Desmond/I-710 Gateway 
program which will provide adequate infrastructure 
for goods movement related travel planned for 2035. 

The Gerald Desmond Bridge will be constructed via 
a Design/Build Contract, while an environmental 
document is being prepared for the I-710 Corridor. The 
I-710 Project proposes to add capacity via adding a 
general purpose lane to the existing facility OR by way 
creating a separate 4 lane (truck only) freight corridor/ 
facility, parallel to the existing freeway.

Goals
The Bridge Replacement is the first project to be 
constructed within the overall I-710 Corridor/Gerald 
Desmond Bridge Gateway Program. This program 
is a formal, regional program established as a 
comprehensive, strategic approach to addressing 
congestion, air quality, and safety issues in the 
Corridor. 

As the de facto trade “highway” gateway to the 
nation and the primary link to off-dock intermodal 
railyards and other critical freeways, the Corridor 
serves a national trade market with nearly half of the 
containers having destinations/origins east of the 
Rockies. 

Approximately 60,600 truck trips/day move to/from 
the Ports with I-710 carrying 50% and the Bridge 
carrying 35% of these trips. By 2030, the number 
of daily truck trips is forecast to increase to nearly 
145,625, even with the increase in containers carried 
by railroads as a result of the Alameda Corridor and 
on-dock railyards at the Ports. The proposed project, 
which entails additional lanes, safety shoulders, 
and grade reductions, will improve traffic operating 
conditions and reduce delays, VMT, VHT and 
emissions.

Website
http://www.newgdbridge.com/

Cost
$1.29 billion

http://www.newgdbridge.com/
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Port of Long Beach
Pier B On-Dock Rail 

Support Facility
Background 
The Pier B On-Dock Rail Support Facility (Project) 
would enhance rail operations and the capacity and 
efficiency of rail facilities at the Pier B facility at the 
Port of Long Beach (POLB), the second busiest seaport 
in the U.S. 

Currently, the existing Pier B Railyard’s function is to 
support POLB on-dock railyards by providing railcar 
and locomotive storage and staging, which enables 
the on-dock yards to function more efficiently. The 
Pier B Street Realignment (Phase I) of the Project will 
realign the existing Pier B Street and Pico Avenue to 
accommodate future plans for the enhancement of 
the Pier B Rail Facility, and will enhance the traffic flow 
characteristics of the roadway. 

The expanded rail yard (Phases II and III) will allow 
10,000-foot long inbound and outbound intermodal 
trains to be staged at Pier B and will provide vital 
storage tracks for empty rail cars required to support 
the Port’s on-dock intermodal operations. In addition, 
the project will include on-site locomotive fueling 
tracks, an on-site railcar repair facility and rail crossing 
to improvements.

Cost
$560 million

Website
http://www.polb.com/

Goals
The Pier B On-Dock Rail Support Facility Project is part 
of improvements planned in the Southern California 
National Freight Gateway, referred to as the Los 
Angeles/Inland Empire (LA/IE) Corridor. Collectively, 
projects in the corridor will significantly improve the 
flow of goods, and reduce the impacts associated with 
that flow, from the ports through the inland areas to 
the east and through the coastal areas to the north 
and south to the rest of the state and nation. 

Development of on-dock/near-dock facilities and 
supporting rail infrastructure will improve intermodal 
efficiencies and reduce local and regional truck traffic. 
Any cargo that is moved by train from the Ports is a 
benefit to the transportation system by reducing the 
truck volumes and the associated congestion and 
diesel emissions. 

The Ports Rail Enhancement Program, which includes 
the Pier B On-Dock Rail Support Facility Project, is 
expected to provide additional on-dock rail capacity; 
reduce train delays and emissions; reduces daily 
Vehicle Miles of Travel (VMT) for Port trucks by about 
64,500 miles; and reduce daily Vehicle Hours of Travel 
(VHT) for Port trucks by about 2,300 hours.

http://www.polb.com/
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Cost
 $616 million

Port of Los Angeles
Primary Highway 
Freight System & 
Rail Improvement 
Program 

Benefits
These projects address the goals of the FAST Act and 
U.S. DOT National Freight Strategic Plan. Specifically, 
these projects shift containers from truck to rail, 
reduce train delays, reduce truck miles-travelled, 
reduce highway congestion/delay, and reduce 
emissions.

Background 
As the largest port in North America, the Port of Los 
Angeles (POLA) handled 8.2 million twenty-foot 
equivalent units (TEUs) in 2015, with a value of $270 
billion. By 2035, the POLA is projected to handle 
about 19 million TEUs. This growth in cargo translates 
to huge growth in trucks, autos, and trains on the 
most important highway and rail line segments of 
the federally designated National Multimodal Freight 
Network (NMFN), including the Primary Highway 
Freight System (PHFS). These NMFN highway/rail 
lines serve about 36% of all waterborne containers 
in and out of the U.S.  To safely and efficiently 
accommodate this growth, the POLA has developed 
a comprehensive freight transportation improvement 
program, which consists of the following elements:

Program Elements
1. Alameda Corridor Terminus Rail Crossing   
 Advanced Warning System (NMFN)
2. SR 47 Navy Way Interchange (PHFS)
3. SR 47/Harbor Blvd. Interchange (PHFS)
4. Truck Trip Reduction/Rail Efficiency Program   
 (six rail line and railyard projects; NMFN)
5. Container Efficiency Program (channel/berth   
 deepening, wharf deepening, gate, terminal     
 infrastructure; NMFN)

Website
http://www.portoflosangeles.org/

http://www.portoflosangeles.org/
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Port of Oakland
Oakland Global Trade 
and Logistics Center 
Background 
The former Oakland Army Base is being developed 
into the Oakland Global Trade and Logistics Center, 
transforming it into a world-class gateway for trans-
Pacific trade.  Expected to be completed in several 
phases during the next decade, the program will 
deliver the following key projects:  

• Dry bulk marine terminal creating a new 
gateway for agricultural and mineral exports

• 225-acre logistics park for:  
            - Trans-loading bulk exports from railcar into   
 containers

  - Topping off exports with additional cargo 
within the Port overweight container corridor
  - Re-packing imported freight into larger U.S.     
53- ft containers
  - De-consolidating imported consumer 
products  arriving from multiple foreign 
origins for distribution across the country

• New intermodal container transfer facility
• Grade-separated rail connection at 7th Street, 

linking rail facilities north and south of 7th 
Street and accommodating longer, more 
efficient trains to serve the Port

• Upgraded rail, road and utility infrastructure
• Maritime-related truck parking and ancillary 

support services

  

Goals
• Reduce regional truck trips
• Creates up to 1,500 new jobs 
• Add nearly $300 million in annual regional 

employee income
• Supports President Obama’s National Export 

Initiative

Cost
• $500 million for infrastructure, warehouse & logistics 

park, bulk terminal and enhanced rail support and 
access

• In Design and Planning: $700 million for additional 
logistics park development, intermodal facility and 
road-rail grade separation.

Website 
http://www.portofoakland.com/maritime/oab.aspx  
       



 

CAGTC | Freight Can’t Wait 34 CAGTC | Freight Can’t Wait 35

San Diego Association 
of Governments 

North Coast Corridor 
Program

Background 
The 27-mile North Coast Corridor (NCC) plays a key 
role in the San Diego region’s economic and transpor-
tation vitality. Housing 16% of the region’s population 
(525,000 people) and 20% of its employment (278,000 
jobs), the NCC is a thriving sub-region that contributes 
significantly to the San Diego economy.

Larger in area than both Rhode Island and Delaware 
combined, and home to more people than 20 of the 
50 states, San Diego County—also known as the San 
Diego region—contributes significantly to the eco-
nomic, political, social, recreational and environmental 
well-being of California and the U.S.

The region’s location in the southwest corner of the 
U.S. makes it the front door to the state and nation 
from the land ports of entry at the Mexican border as 
well as the seaport in San Diego Bay. 

The planned transportation improvements in the NCC 
will ensure that reliable access to, and through, the 
corridor is maintained and enhanced for residents, 
visitors and businesses, including the movement of 
vital freight.

Cost
$6 billion+

Website
KeepSanDiegoMoving.com/NCC

Goals
The North Coast Corridor (NCC) includes upgrades to 
Interstate 5 and 60 mile San Diego Segment of the 
Los Angeles-San Diego-San Luis Obispo (LOSSAN) Rail 
Corridor. 

These improvements will add capacity and enhance 
the safety and reliability of both the Interstate and rail 
system for passengers and freight.  About 90% of the 
surface freight moving in and through the NCC corri-
dor is by truck. The remainder is by freight rail through 
the LOSSAN rail corridor. 

It is important to note that the region only has one 
major rail artery that must be shared by both passen-
ger and freight operations. The LOSSAN Corridor is the 
second busiest intercity passenger rail corridor in the 
United States. Freight is only allowed to operate in a 
narrow window of off-peak passenger operations. 
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San Diego Association 
of Governments

SR 11/ Otay Mesa East

Background 
Border congestion in the San Diego-Baja California 
region costs the United States and Mexico a 
combined $7.2 billion in annual economic output 
and more than 62,000 jobs each year. Bottlenecks 
at the Otay Mesa Port of Entry (POE), the region’s 
commercial border crossing, and the San Ysidro 
POE, the busiest land border crossing the Western 
Hemisphere, constrict the flow of people and 
freight, choking off economic opportunities.

The San Ysidro POE does not process commercial 
traffic. There remains a pressing need for a new 
commercial POE to accommodate the billions of 
dollars in trade carried by trucks - the Otay Mesa 
POE cannot handle the demands alone. 

Cost
Estimated to be approximately $800 million

Website
SANDAG.org/SR11

Goals 
The State Route 11/ Otay Mesa East POE Project 
will provide fast, predictable, secure crossings via 
tolled approach roads that connect directly to a 
new state-of-the-art POE serving both personal and 
commercial vehicles. 

The goal is to operate the new POE with an average 
20-minute border wait time. Efficiencies will 
be achieved through a host of innovations and 
technologies, including:
• An integrated approach to providing advanced 

traveler information for the region’s major ports 
of entry, giving border crossers the information 
they need to make educated decisions on when 
and how to travel

• A new border wait time detection system that 
fees advanced traveler alert capabilities

• The use of electronic variable toll rates as a 
demand management strategy at the new POE

• Partnership approaches to designing and 
financing value-added amenities

Recent improvements to the San Ysidro POE have 
reduced wait times for pedestrians and passenger 
vehicles, leading to an increase at crossings. As a 
result, wait times are creeping back up. Since the 
San Ysidro POE does not process commercial traffic, 
a pressing need remains for a new commercial POE 
to accommodate the billions of dollars in trade 
carried by trucks. 
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Southern California 
Association of 
Governments
America’s Global Freight 
Gatway: Southern 
California Highway Strategy 
Background 
Southern California processes nearly half of 
international containerized freight entering and 
leaving the U.S. along with significant volumes of the 
domestic freight that serves the nation.  A large 
majority of these goods, around 70 percent, are 
transported to and from locations east of the Rocky 
Mountains using regional roadways that are 
consistently ranked as the most congested in the 
country. The Southern California logistics network is 
a regional, state, and national asset that needs to be 
maintained and improved in order to remain an asset 
for international imports and exports, a robust 
generator of domestic economic growth, and 
facilitator of substantial freight flows that are critical 
to businesses and residents nationwide. The project 
components comprising America’s Global Freight 
Gateway: Southern California Highway Strategy 
are key to growing America’s economy by relieving 
some of the worst bottlenecks from the nation’s most 
congested freight corridors including the State Route 
57/60 interchange, State Route 71, and Interstates I-10 
and I-15.

Website
http://www.scag.ca.gov/

Project Outcomes 
SR-57/60 Confluence—Construction of critical bypass 
improvements to unlock a bottleneck on SR-60 where 
SR-57 shares the same alignment near the Los Angeles 
and Orange County border. 

SR-71 Freeway Conversion—Conversion of a portion 
of SR-71 roadway to a fully access controlled freeway 
with additional mixed flow lanes, High Occupancy 
Vehicle (HOV) lanes, and the elimination of at-grade 
signalized intersections in Los Angeles County.

San Bernardino County I-10 Logistics Corridor— 
Construction of two tolled express lanes in each 
direction and auxiliary lanes along Interstate 10 (I-10) 
in San Bernardino County to reduce congestion by 
increasing capacity.

Riverside County I-15 Express Lanes—Construction of 
two tolled express lanes in each direction within the 
median of I-15 in Riverside County to reduce 
congestion by increasing capacity.

Cost
Requesting $160 million in FASTLANE grant funding. 

Total Cost = $1.8 billion 
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Southern California 
Association of 
Governments
East West 
Freight Corridor 
Background 
The proposed project is part of the Regional Clean 
Freight Corridor System with dedicated truck-only 
lanes. The East West Freight Corridor (EWFC) would 
connect to the north end of the I-710 and then run 
eastward along the State Route (SR) 60, connecting 
to I-15 in San Bernardino County, and continue north 
along I-15 up to I-10. 

The EWFC offers the opportunity for a high capacity 
corridor that serves key goods movement markets 
and industries along routes that have the highest vol-
umes of truck activity in the region. Approximately 50 
percent of the region’s warehousing and 27 percent 
of the regional manufacturing employment lie within 
five miles of the SR-60 alignment. 

The EWFC would effectively serve international, in-
ter-regional, and local markets for the region’s manu-
facturers and logistics industries. Further evaluation of 
initial project segments, including safety and oper-
ational improvements, are underway. Additionally, 
financial capacity analysis is being conducted along 
with private procurement industry outreach in screen-
ing for project delivery options.

Website
http://www.scag.ca.gov/

Goals 
The East-West Freight Corridor will provide major 
benefits that would improve performance of the 
Federal-aid highway system nationally, and regional-
ly. Based on recently completed Southern California 
Association of Governments (SCAG)’s Comprehensive 
Regional Goods Movement Plan and Implementation 
Strategy, the major project benefits include: 

• Mitigation of Future Truck Traffic: The con-
struction of the East-West Freight Corridor would 
increase capacity to accommodate the projected 
growth in truck activity. The corridor’s traffic mit-
igation impacts would be significant, especially 
considering that some segments of the East-West 
Freight Corridor are forecast to carry between 
58,000 and 78,000 trucks per day in 2035.  

• Reduction in Regional Delay: The East West 
Freight Corridor is projected to result in substan-
tial delay reduction for both trucks and autos. 
Within the identified influence area, all traffic is 
expected to experience a reduction of approx-
imately 4.3%, with heavy-duty trucks seeing a 
about 11% decrease.  

• Impact on Parallel Routes: The East-West Freight 
Corridor is projected to draw significant volumes 
of truck traffic away from parallel routes, easing 
congestion and creating capacity for other ve-
hicles on general purpose lanes. Estimates indi-
cate that the East-West Freight Corridor could 
reduce daily traffic on portions of SR-60 (between 
42–82%), I-10 (up to 33%), SR-91 (up to 19%), I-210 
(up to 17%), and major regional arterials (up to 
21%).”
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Ventura County 
101 HOV Lanes / 

Port of Hueneme 
Access Corridor

Background
This is a comprehensive strategy to improve access to 
the Ventura County Route 101 Corridor encompassing 
numerous technology firms, as well as the Port of 
Hueneme. 

The scope includes: (1) on the Route 101 Freeway, 
Bus/High Occupancy Vehicle and Auxiliary lanes from 
Route 23 in Thousand Oaks to Route 33 in Ventura; 
and (2) on Rice Avenue and Hueneme Road (the 
primary route connecting the Port of Hueneme to 
Route 101. Improvements include a road/railroad 
grade separation, widening of the remaining 2-lane 
sections to 4 lanes, and roadway reconstruction to 
accommodate anticipated loadings.  

The project will increase the speed of the existing 
express bus service accessing multiple employment 
centers in the Route 101 corridor, while reducing 
congestion and increasing safety for all traffic and 
truck traffic accessing the Port and the Corridor 
employers. 

Goals
The project will increase the capacity of a congested 
portion of Route 101, which serves as the primary 
California coastal route, and also the alternative 
route between northern and southern California 
when Interstate 5 is closed due to snow north of 
Los Angeles, a fairly common occurrence during the 
winter months.  The Rice Avenue Grade crossing, 
scene of a recent Metrolink / truck crash, would be 
eliminated.

Cost
$765 million

Website 
http://www.scag.ca.gov/

http://www.scag.ca.gov/Pages/default.aspx 
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Washington State 
Department of 
Transportation
Puget Sound 
Gateway Program 

Background 
The Puget Sound Gateway Program will complete 
the long-planned State Route 167 and 509 corridors. 
These corridors are vital to the continued economic 
vibrancy and growth of our seaports in Tacoma 
and Seattle and the Sea-Tac International Airport.  
The program recently received the majority of the 
necessary funding through Washington State’s 
legislature, and will seek federal grants to fully fund 
the program.

Goals
Completing SR 509 and SR 167 will reduce congestion, 
increase mobility between urban and manufacturing/
industrial centers, and allow for faster and more 
efficient freight movement, particularly to and from 
the ports of Seattle and Tacoma, now operating jointly 
as the Northwest Seaport Alliance. 

Completing these projects will provide essential 
connections for goods from around the U.S. being 
exported through Puget Sound ports. It will also 
connect the ports – the third largest gateway for 
containerized cargo in the U.S. – with the Kent, 
Puyallup and Sumner valleys, home to the second-
largest distribution center complexes on the West 
Coast. The ports support more than 48,000 jobs, 
generate more than $4 billion in economic activity 
and produce $379 million annually in state and local 
taxes to support our region. Creating direct access 
to our ports through the completion of SR 509 and 
SR 167 is essential to the health of our economy and 
region.

Cost
$1.87 billion

Website
http://www.wsdot.wa.gov/projects/gateway/
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Chicago Department 
of Aviation
O’Hare 
Modernization 
Program and New 
Northeast Air Cargo 
Development

Air Cargo Growth 
O’Hare Airport is one of the busiest airports on the 
globe and a major hub of national air traffic.  This 
leadership includes air cargo, which contributes to 
making Chicago one of the top trade centers in all the 
Americas.  Air cargo is among the top 20 in the world 
in annual volume at approximately 1.6 million tonnes 
and among the top five of all air, sea, or land ports in 
the Americas by value, processing over $170 billion in 
annual imports and exports.  Future growth is expected 
to be handled by a brand new air cargo development 
on the northeast corner of the airport that opened 
in 2016 (first phase).  This development will add 50% 
more freighter capacity with about 15 new parking 
spaces for the largest B747-8F aircraft as well as over 
800,000 square feet of distribution space.

Background 
The O’Hare Modernization Program (OMP) is a 
multi-billion dollar capital program at Chicago 
O’Hare International Airport that has transformed 
the airfield’s historic intersecting runways into 
a parallel system of six east-west runways (with 
two additional diagonal runways kept to handle 
varying weather conditions) for greater efficiency, 
enhanced capacity, and reduced delays.  The last 
runway to be constructed under OMP, Runway 
9C/27C, is anticipated to be completed in 2020.  OMP 
also includes associated infrastructure to improve 
operations, including new taxiway configurations and 
two additional air traffic control towers.  Further, new 
terminal development is being coordinated with the 
airlines on an ongoing basis.

Cost
$8 billion 

Website
http://www.flychicago.com/OHare/EN/AboutUs/
ModernizationProgram/default.aspx



 

CAGTC | Freight Can’t Wait 50 CAGTC | Freight Can’t Wait 51

The CREATE Partners
(Chicago Department of 
Transportation; Illinois 
Department of Transportation; 
Association of American 
Railroads)
75th Street Corridor 
Improvement 
(CREATE Projects P2, 
P3, EW2, and GS19)
Background 
Chicago is the nation’s rail hub with nearly 1,300 
trains daily, over 500 of which - with over 37,500 
railcars - carry freight. One quarter of the all 
freight rail traffic in the country is handled in 
Chicago with the volume of shipments expected 
to increase by 150% by 2040. Rail lines in the area, 
built more than a century ago, were not config-
ured for the current volume and types of freight, 
causing delay and congestion. 

Completing all of CREATE’s freight rail improve-
ments will provide great benefit to the national 
economy by making cross-country shipping 
more efficient. The estimated overall nation-wide 
annual economic benefit of completing CREATE is 
28,000 job years and $3.6 billion in increased eco-
nomic activity – 75% of which will accrue outside 
of the Midwest. 

Goals
The 75th Street Corridor Improvement Project 
consists of four component projects that will 
improve mobility and safety for rail passengers, 
freight, and roadway users. The project will:

• Eliminate rail-rail conflicts at 3 junctions result-
ing in a 20-percent reduction in fuel consump-
tion in the study area.
• Improve rail transit passenger service reliability 
by providing a second Metra track along Co-
lumbus Avenue and by eliminating the rail line 
at-grade conflicts at existing junctions.
• Improve average travel times through the 
study area between 37-percent and 82-percent 
for freight rail traffic.
• Create additional capacity at Chicago Union 
Station by re-routing the Metra Southwest Ser-
vice to LaSalle Street Station. This will allow for 
the potential future expansion of Metra, Am-
trak, and higher speed rail services terminating 
at Union Station.  
• Allow the 75th Street CIP rail corridor to ac-
commodate approximately 21-percent more 
freight trains and 23-percent more freight cars 
per day through the study area
• Remove a major highway-rail grade crossing.
• Improve local mobility and general infrastruc-
ture conditions by making capital improve-
ments at 36 viaducts within the study area.

Cost
$952 million

Website
http://www.createprogram.org/
www.75thcip.org/
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The CREATE Partners
(Chicago Department of 
Transportation; Illinois 
Department of Transportation; 
Association of American 
Railroads)
Grade Separation of 
95th Street and 
Union Pacific 
Railroad Chicago 
(CREATE Project 
GS21A)

Cost
$60 million

Website
www.createprogram.org/factsheets/GS21a.pdf

Background 
Chicago is the nation’s rail hub with nearly 1,300 
trains daily, over 500 of which - with over 37,500 
railcars - carry freight. One quarter of the all 
freight rail traffic in the country is handled in 
Chicago with the volume of shipments expected 
to increase by 150% by 2040. Rail lines in the 
area, built more than a century ago, were not 
configured for the current volume and types of 
freight, causing delay and congestion. 

Completing all of CREATE’s freight rail improve-
ments will provide great benefit to the national 
economy by making cross-country shipping 
more efficient. The estimated overall na-
tion-wide annual economic benefit of complet-
ing CREATE is 28,000 job years and $3.6 billion in 
increased economic activity – 75% of which will 
accrue outside of the Midwest. 

Goals
Removing this existing at-grade rail crossing, 
used by more than 26 freight and passenger 
trains per day, will eliminate nearly 44,000 hours 
of annual motorist delay impacting 3,800 vehi-
cles daily and improve safety for the 27,500 ve-
hicles and 885 CTA/Pace buses which utilize this 
crossing each day. Additionally, it will eliminate 
pedestrian and bicycle exposure to rail conflict 
thereby increasing safety and encouraging the 
use of these sustainable modes of transport.
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Des Moines Area MPO
Des Moines Rail 

Transload Facility

 Background 
Des Moines is located at the crossroads of I-35, a 
primary NAFTA Corridor, and I-80, a northern tier 
Interstate which connects New York to San Francisco.  
This crossroad location is attractive for transportation 
companies and is a desirable terminal location.  

The location of the proposed rail port has unique 
access to three Class 1 railroads and one Class 2 rail-
road, which, once developed, distinguishes the site 
by providing the market with cost-effective, direct 
rail access to most of the United States rail network, 
Mexico, and Canada.  Only 25 percent of U.S. shippers 
have direct access to more than one Class 1 railroad.  
The high level of access provided by this site creates 
competition which can afford shippers with far lower 
rail rates then their competitors.  

These factors make the development of this site as a 
rail port a critical factor for the economic success of 
the Des Moines region.      

Goals
The development of the site into a rail port would 
produce the following regional benefits:  
• Improve the overall freight capacity and option in 

the metropolitan area;
• Develop rail centric transportation option for 

existing businesses; 
• Expand existing transportation option to attract 

new industries to the region and support 
economic development; and,

• Focus the southeast area of Des Moines to 
support industrial development, in particular is 
manufacturing base.

Cost
$12 million

Website
http://dmampo.org/

http://dmampo.org/


 

CAGTC | Freight Can’t Wait 56 CAGTC | Freight Can’t Wait 57

Illinois Soybean 
Association
Illinois Waterway 
Operations and 
Maintenance

The expansion to locks of 1200’ (Phases II and III) will allow future 
increases in waterway use to be efficiently and reliably accommo-
dated.  The existing system upon which the economy relies is in 
urgent need of maintenance.  The Inland Waterway User Board in 
its final 2014 report highlighted that. “The Board continues to be-
lieve that it is imperative that adequate O&M funding be provided to 
the Corps of Engineers to keep the system functioning in an efficient 
and reliable manner. As the system continues to age, this need for 
adequate O&M funding can only be expected to increase.”

Goals 
The USACE applies a set of measures to asset management, 
where an operational condition assessment (OCA) expresses the 
statistical reliability of the locks and dam operations.  Achieving 
a level of reliability of “B,” is satisfactory, and provides a balance 
between expense and frequency, or risk of facilities being out 
of service.  Applying funds toward improvements to ensure an 
OCA level of B, would achieve an optimized benefit cost level of 
service.

Over a 3 to 5 year period, a sequencing of project maintenance 
and repairs should bring the system to this level of readiness.  
Major improvements and rehabilitations, dam gates and valves, 
lock gates, walls and machinery need to be upgraded. Many orig-
inal materials and operating fixtures date back to the 1920’s and 
1930’s construction, well beyond the 50-year engineered design 
life. Some critical custom components must be fully replaced to 
ensure reliability for the next half century or more.  

The application of new technologies, materials, and maintenance 
and repair strategies can help to ameliorate future cost escala-
tion.  Applying best-in-class techniques and project management 
practices during O&M will also help contain costs for the system 
improvements across the eight lock and dam sites, supporting 
jobs, quality of life and sustaining natural resources.

Cost
$599 million

Website
http://www.BuildIWW.com

Background 
The eight locks and dams of at least 600’ x 100’ each on the Illinois 
Waterway are in need of more comprehensive continuous mainte-
nance and repair to sustain reliable, resilient and robust operations 
for users of the waterway, from La Grange Lock and Dam at Mile 
Marker (MM) 80 on the Illinois River, up to TJ O’Brien Lock and 
Dam at MM 326 on the Calumet River.  Increased resources would 
enhance sustainability of lock and dam operations in light of the 
backlog of deferred maintenance that has built up over decades 
of inadequate Congressional funding appropriations and federal 
agency allocations. Dedicating sufficient resources to improving 
the existing system operations must take place urgently, before 
new assets that would support and rely upon the extensive traffic 
volumes in the corridor can be committed to expansion.

Providing significant value, the nominal investment required 
would benefit the local, statewide, regional and national econ-
omies while also serving as a matter of national security. The 
Department of Defense, U.S. Army Corps of Engineers (USACE) 
shoulders responsibilities for operation of the locks and dams. The 
organization’s missions recognize multiple beneficiaries of these 
investments in the system, for flood risk management, ecosystem 
management and sustainability as well as for navigation. Water-
way carriers and their shipper customers will benefit from im-
provements in greater system reliability.  Economic impact analysis 
has identified over $102 billion in annual wages and over 111,000 
commercial enterprises rely upon these inland waterway system 
assets.  Addressing the decaying infrastructure needs by bringing 
critical system components up-to-date with maintenance while 
applying technology and life-cycle cost management practices to 
non-recurring maintenance for the operations will be meaningful 
to water supply for municipalities, irrigation, industry and utilities, 
beside recreation, tourism and ecological values.

Investments will accommodate future plans for the enhancement 
of the system, potentially providing expanded locks in the future. 

(There should be no leaks, 
this is a lock gate) 

Lockport, IL

http://www.BuildIWW.com
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Illinois Tollway
Elgin O’Hare Western 
Access Project

Background 
The Elgin O’Hare Western Access (EOWA) Project 
includes 17 miles of new roads with 15 new or 
improved interchanges. The improvements are part of 
an all-electronic toll road that includes rehabilitating 
and widening Illinois Route 390, formerly known as 
the Elgin O’Hare Expressway, extending it east along 
Thorndale Avenue to O’Hare International Airport, and 
building a new roadway around the western border 
of O’Hare linking the Jane Addams Memorial Tollway 
(I-90) and the Tri-State Tollway (I-294).  

The EOWA Project is considered a Project of National 
and Regional Significance by the U.S. Department of 
Transportation.  As part of its Move Illinois Program, the 
Illinois Tollway has committed $3.1 billion toward the 
$3.4 billion needed to begin building the EOWA Project 
in 2013.  Funding sources to close the $300 million gap 
are currently being pursued by DuPage County and 
local officials.  To date, more than $140 million of the 
$300 million funding gap has been identified. 

Cost
$3.4 billion 

Website
https://www.illinoistollway.com/projects/eowa

https://www.illinoistollway.com/projects/eowa
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Michigan
Blue Water Bridge 
Plaza Expansion 
Project

Background 
The Blue Water Bridge (BWB) Plaza Expansion Project 
occurs at a major international border crossing 
for cars and trucks between the United States and 
Canada. The bridge connects Port Huron, Michigan, 
and Port Edward, Ontario, Canada. The BWB consists 
of two bridge spans over the St. Clair River; one for 
traffic to Canada and one for traffic to the United 
States (US). The bridges are jointly owned by 
Michigan Department of Transportation (MDOT) 
and the Blue Water Bridge Canada, managed by the 
Federal Bridge Corporation Limited. The Blue Water 
Bridge is the third busiest crossing between the 
United States and Canada, and the second busiest 
truck crossing between the two countries. 

The existing BWB plaza facilities are inadequate 
to deal with forecasted traffic and have many 
deficiencies for accommodation of existing volumes. 
Lengthy backups of commercial and passenger 
vehicles interfere with local traffic using Highway 
402 in Canada. The plaza has inadequate parking 
for trucks in secondary inspection and often 
make unsafe maneuvers to find parking. Plaza 
improvements are needed to accommodate several 
new inspection procedures and technologies and 
additional space is needed to house improvements 
and increased staff. Improvements are needed to 
correct an undesirable weave situation on the Blue 
Water Bridge, as well as weave movements and traffic 
conflicts on the plaza and freeway exit ramps. This 
project will provide a more efficient plaza which 
will support the significant amount of national, 
international and regional trade that uses the BWB 
plaza. 

Cost
The overall project cost is estimated at $274.6 
million in 2016 dollars.

Website
http://www.michigan.gov/mdot/0,4616,7-151-
9618_11070---,00.html

http://www.michigan.gov/mdot/0,4616,7-151-9618_11070---,00.html
http://www.michigan.gov/mdot/0,4616,7-151-9618_11070---,00.html
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Michigan Department 
of Transportation

Detroit Intermodal 
Freight Terminal

Background 
The Detroit Intermodal Freight Terminal (DIFT) project 
is a public/private partnership between government 
and four Class I railroads (Canadian National, Canadi-
an Pacific, CSX Transportation, and Norfolk Southern) 
that currently provide intermodal rail service to south-
east Michigan.  

Intermodal traffic is forecast to grow significantly by 
2030 and the existing terminal capacity is inadequate 
to accommodate this growth.  Also, the connectiv-
ity between intermodal terminals is poor and train 
routings in the area suffer because of inadequate 
rail connectors (interlockers) which limit the efficient 
movement of trains in the area.  

The DIFT project will address each of these problems.  
In addition to expanding terminal capacities to meet 
future business needs and eliminating the major 
choke points in the rail lines outside the terminal, the 
project will provide improved access between the 
terminal and major interstate highways.  

Benefits of the project include a reduction in long-
haul truck traffic serving southeastern Michigan 
markets, creation of 4,500 permanent jobs along with 
620 construction jobs, reduced local roadway delays 
at railroad grade crossings, and increased government 
revenue from increased business activity.  

Cost
Total project cost will be $650 million over a ten-year 
build-out period, with an approximately 60% / 40% 
split between government/railroads.

Website
http://www.michigan.gov/mdot/0,1607,7-151-
9621_11058_26215---,00.html

http://www.michigan.gov/mdot/0,1607,7-151-9621_11058_26215---,00.html
http://www.michigan.gov/mdot/0,1607,7-151-9621_11058_26215---,00.html
http://www.michigan.gov/mdot/0,1607,7-151-9621_11058_26215---,00.html 
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Ohio-Kentucky-Indiana 
Regional Council of 
Governments
New Brent Spence 
Bridge 
Background 
The Brent Spence Bridge (BSB), built to carry 80,000 
vehicles, now carries 160,000 vehicles from Interstates 
71 and 75 across the Ohio River between Cincinnati, 
Ohio and Covington, Kentucky. 

Nationally, it is the lynchpin on the I-75 trade corridor, 
stretching from Michigan to Miami. It has been 
judged to have the seventh most truck-congested 
spot in the nation. 

Safety deficiencies plague the bridge. Its emergency 
shoulders were eliminated and lanes were narrowed 
to 11 feet. The Brent Spence Bridge is labeled 
functionally obsolete by the U.S. Department of 
Transportation. Wrecks are three to five times more 
likely along the corridor than on other portions of the 
interstate systems in Ohio, Kentucky or Indiana. 

This mega-transportation project includes 
construction of a new bridge, rehabilitation of the 
existing BSB and reconstruction of 7.8 mile segment 
on both sides of the bridge in Ohio and Kentucky. 
Currently $400 billion in freight crosses the BSB 
annually and that is expected to double by 2040. 

Goals
• Brent Spence Bridge and related projects will 

improve safety and traffic flow along with 
reducing traffic congestion

• Ensure the future of the 600,000 jobs located near 
the Brent Spence Bridge

• Improve the flow of the $400 billion in freight that 
crosses the bridge, annually

Cost
$2.7 billion 

Website
www.oki.org/brentspencebridge

http://www.oki.org/brentspencebridge
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Will County Center 
for Economic 
Development
Illiana Expressway

Background 
The Illiana Expressway is a new 50-mile access 
controlled highway developed in partnership 
between the Illinois and Indiana Departments of 
Transportation. Following extensive environmental 
studies and public input, federal approval was 
given to construct a four-lane east-west expressway 
that connects I-55 in Illinois with I-65 in Indiana. 
The project will be built using a public-private 
partnership financed by state and federal bonds/
grants and private equity investments.  

The project will serve as a major freight corridor for 
the Midwest providing a much needed by-pass to 
move domestic and international freight through 
the Chicago region. It will boost the region’s 
long-term economic output by $4 billion. At the 
western terminus of the project is the largest inland 
international container port in North America, 
including two intermodal rail facilities developed by 
the BNSF and Union Pacific Railroads. 

The road will serve over 100 M square feet of 
transportation and logistics facilities. It will improve 
regional mobility and create thousands of short-
term and long-term jobs, amounting to over a 
billion dollars in wages over a 30-year period. 

Cost
$1.4 billion

Website 
http://www.illianacorridor.org 
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JAXPORT
Berth and Crane 

Improvements and 
Expansion 

Background 
This project reconstructs JAXPORT berths to accom-
modate deeper water and purchases three Post-Pana-
max 100’ gauge ship-to-shore cranes which will  both 
accommodate the Asian business trade lanes. These 
larger 8,000 to 12,000 TEU ships are currently shipping 
via the Suez Canal and will travel through the expand-
ed Panama Canal when complete. This trade lane is 
our highest growth which has been averaging 20+ 
percent for the last 5 years.

Cost
$135 million

The Project is divided into 3 phases –

Phase 1 - $52 million development of a 1,300 foot 
berth (Berth 35)

Status: Contractor mobilized; estimated 
completion date is October 2016

Phase 2 - $38 million Three 100’ gauge Cranes
Status: Being Constructed; Delivery expected in 
July 2016

Phase 3 - $45 m - development of 1,350 foot berth 
(Berth 33/34)

Status: In Design; Shovel-Ready Documents ex-
pected in July 2015

Phase 1 and Phase 2 which total $90 million are 
funded - $41 million by JAXPORT and $49 million from 
the State of Florida.  Phase 3 is unfunded and would 
be our Federal request of $45 m. The total funding of 
$135 million would thus be allocated as follows – JAX-
PORT $41 million (31%), State of Florida $49 million 
(36%), and Federal $45 million (33%).

Website 
www.JAXPORT.com

http://www.JAXPORT.com
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Port Canaveral
North Cargo 

Berth Improvement

Goals
Benefits to be gained from funding the project:
• Will improve the utility and extend the service life 

of the berths.
• Estimated to create 5,000 permanent jobs.
• Economic competitiveness by way of increased 

freight capacity for existing commodities and 
potential for expanded services and product 
capabilities.

Cost
$164 million

Website
http://www.portcanaveral.com/Cargo-Trade

Background
Port Canaveral North Cargo Berths Improvement con-
sists of four separate berths that need rehabilitation 
and convert to multimodal/intermodal berths.  This 
project will increase the capacity for freight move-
ment, relieve congestion and will have a profound 
impact on the local businesses in Brevard County and 
all of Central Florida and the Florida east coast.  There 
will be significant improvement on the National High-
way Freight Network by shifting freight movement 
by water rather than using Interstate 95 for trucks 
coming from the north going south, thereby roadway 
congestion and bottlenecks can be somewhat miti-
gated within the hinterland region served by the Port. 
Port Canaveral has continuously been improving the 
efficiency and expanding cargo facilities to remain 
globally competitive.

http://www.portcanaveral.com/Cargo-Trade
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Port Canaveral
Port Wide Intermodal 

Road Improvements

Goals
• This needed infrastructure will support heavy 

loading equipment and trucks, relieve congestion, 
improve safety, and expand the efficiency and 
capacity of existing roads.  

• Estimated to create 200 permanent jobs.
• Will provide substantial benefits to the region’s 

economic competitiveness by providing safe and 
efficient access to the existing and expanding 
cargo facilities.  As such, the project is a critical 
component of the port’s cargo development 
strategy and will help facilitate increased service 
to the Orlando Metro Market, which will continue 
to grow and ultimately become the largest region 
in Florida. 

Cost
$27 million

Website
http://www.portcanaveral.com/Cargo-Trade

Background
This project comprises several roads on the north 
and south side of the Port.  Port Canaveral has direct 
access to the entire Central Florida market via SR 401, 
SR 528 and A1A, and also boasts excellent connectiv-
ity to key federally designated freight infrastructure.  
A full depth reconstruction and restoration on exist-
ing roads, as well as road extensions to connect port 
activity centers to the major port connectors such as 
A1A and SR 528.  Currently there is only one access 
road to connect the south side of the Port to these 
highways.  The proposed extensions as alternate port 
connectors will be used primarily by cargo trucks, 
heavy equipment, cruise passenger vehicles, and 
ground transportation services.  These improvements 
are linked directly to Port Canaveral’s cargo expan-
sion plans as the current condition of the roadways is 
unsustainable for current traffic and will fail with the 
several orders of magnitude increase in truck traffic in 
the coming years.

http://www.portcanaveral.com/Cargo-Trade
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Port Everglades
Intermodal Freight 
Connector Project 
Background
Broward County’s Port Everglades Intermodal Freight 
Connector Project is a nationally significant freight 
transportation and logistics project. Additional dock 
space and low-profile super Post-Panamax gantry cranes 
are critically needed to transfer cargo intermodally from 
ship to shore for distribution throughout the United 
States by truck and rail.  Port Everglades has handled 
Post-Panamax cargo ships for several years prior to 
the Panama Canal expansion, and continues to handle 
increasingly larger ships. These ships must be lightly 
loaded due to depth constraints. Timing for this project 
is essential as older fleets are being replaced with much 
larger ships that have deeper drafts and the Panama 
Canal has been expanded to accommodate these larger 
ships. This essential project consists of:
• Lengthen the existing Southport Turning Notch 

from 900 feet to 2400 feet and create up to 5 addi-
tional berths

• Purchase of 3 super post-Panamax Cranes 
• Upgrades to crane rail infrastructure,1,900’ of new 

crane rail girders for new container cranes with 120’ 
gauge 

• 1,500’ of new crane rail girders for upgraded cranes 
with 100’ gauge 

• Excavation of an existing cargo yard built over exist-
ing landfill

• Approximately 3,250 linear feet of new bulkhead & 
approximately 1,600 linear feet of new environmen-
tally friendly bulkhead 

This Project will ensure that Port Everglades is able to 
provide the infrastructure and capacity necessary to 
fulfill its role as a nationally significant global gateway 
and provide goods and services to Southeast and Central 
Florida’s over 8.8 million residents and seasonal 80 mil-
lion tourists. 

Goals
• The ability of Port Everglades to retain/attract and 

handle waterborne trade for Florida’s regional and 
United States markets. 

• Reduce future truck vehicle miles traveled (VMT) on 
the nation’s highways by bringing cargo through 
a global gateway closer to the actual point of 
consumption. 

Website
www.porteverglades.net

Cost
$480 million

http://www.porteverglades.net
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PortMiami
Cargo Gate 

Modification and 
Process 

Improvements

Background
PortMiami is the Cargo Gateway of the Americas 
and one of the leading container ports in the nation. 
Trade with Latin America and the Caribbean com-
prise more than half of the Port’s cargo business. 
PortMiami is a major North-South logistics hub that 
benefits from the strength of the Latin American 
economies and growing markets. 

The State of Florida has committed $457 million to 
the tunnel and $112 million for the 50-foot dredge 
project. All of these investments will help PortMiami 
triple its cargo imports and exports and will create 
thousands of new jobs in the South Florida region. 

Goals
This project will consolidate the cargo gates of two 
terminal operators and relocate to a central location 
with existing gate infrastructure that will be rehabil-
itate with the latest technology to increase the effi-
ciency and speed of gate operations. It also increases 
cargo yard capacity, speeds truck processing, and 
accommodates growing cruise business.

PortMiami’s Cargo Gate Infrastructure Improvements 
project is an innovative public/private partnership 
that will provide the necessary increased capacity for 
the Port to attract new import-export trade oppor-
tunities in the Southeast U.S. that have been lost to 
foreign competitors. 

Cost
$30 million

Website
http://www.miamidade.gov/portmiami/
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PortMiami
Cargo Yards RTG 

Infrastructure 
Improvements 

Background
PortMiami is the Cargo Gateway of the Americas and 
one of the leading container ports in the nation. Trade 
with Latin America and the Caribbean comprise more 
than half of the Port’s cargo business. PortMiami is a 
major North-South logistics hub that benefits from 
the strength of the Latin American economies and 
growing markets. 

The State of Florida has committed $457 million to the 
tunnel and $112 million for the 50-foot dredge proj-
ect. All of these investments will help PortMiami triple 
its cargo imports and exports and will create thou-
sands of new jobs in the South Florida region. 

Goals
This project will replace top loaders with electric 
Rubber Tired Gantry (eRTG) equipment, which will 
increase cargo capacity and drive down costs. The 
storm water management system will be upgraded to 
a twenty-five year storm rating. This project addresses 
a major Administration goal of reducing effects that 
promote climate change and simultaneously pre-
paring infrastructure for the future climate change 
events. The scope of work includes: drainage, utility 
and pavement improvements. 

PortMiami’s Cargo Yard RTG Infrastructure Improve-
ments project is an innovative public/private partner-
ship that will provide the necessary increased capacity 
for the Port to attract new import-export trade op-
portunities the Southeast U.S. that have been lost to 
foreign competitors. 

Cost
$80 million

Website
http://www.miamidade.gov/portmiami/

http://www.miamidade.gov/portmiami/
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PortMiami
Recycling Export 

Center and Container 
Storage at Inland Port

Goals
This project will result in PortMiami, a land con-
strained port, owning an inland intermodal facility, 
initially established to store and repair a large quan-
tity of empty marine containers and to serve as the 
accumulation zone for various recyclable materials. 
PortMiami and Florida are large players in the recycla-
bles export market. The proposed rail served facility 
will become a necessity for PortMiami to secure its 
container cargo viability beyond 2030. The primary 
investments involve reclaiming approximately 120 
acres of low lying land, leveling, grading and paving 
and extending the Florida East Coast rail from a near-
by spur. 

The Inland Port is a 500 +/- acre County owned 
property adjacent to the County’s main warehous-
ing district, which is approximately nine miles from 
PortMiami.  Approximately 200 +/- acres are suitable 
for development.  The intent is to develop the prop-
erty so that it can provide certain freight and logistics 
services that support economic growth and port re-
lated efficiencies for the movement of cargoes.  These 
services are intended to lower costs, free up port 
capacity and support private development with the 
provision of services not normally provided by the 
public sector.  These services include: Truck transfer 
to/from rail, Truck parking, Empty container storage, 
and Undeveloped areas that the private sector might 
develop for cross-docking or heavy commodity 
handling such as: scrap metals and waste paper. For 
environmental sustainability LNG services will be 
available on adjacent properties. 

83

Background
PortMiami is the Cargo Gateway of the Americas and 
one of the leading container ports in the nation. Trade 
with Latin America and the Caribbean comprise more 
than half of the Port’s cargo business. PortMiami is a 
major North-South logistics hub that benefits from 
the strength of the Latin American economies and 
growing markets. 

The State of Florida has committed $457 million to 
the tunnel and $112 million for the 50-foot dredge 
project. All of these investments will help PortMiami 
triple its cargo imports and exports and will create 
thousands of new jobs in the South Florida region. 

Cost
$30 million

Website
http://www.miamidade.gov/portmiami/
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Port Newark 
Container Terminal 
Expansion and 
Improvement Project

Cost
$265 million

Website
www.PNCT.net

Background 
The Port Newark Container Terminal (PNCT) 
Expansion and Improvement Project encompasses 
the most significant infrastructure investment 
required for the expansion and upgrade of PNCT 
from a 720,000 lift container terminal without Ultra 
Large Container Vessel (ULCV) or barge capabilities 
to a 1,400,000 lift terminal with ULCV, barge, and 
significantly improved road and rail capabilities.  This 
$265M heavy infrastructure project represents around 
44 percent of the overall projected $521M in capital 
expenditures planned for PNCT from 2011 through 
2021.  This project ensures that sufficient capacity 
is developed in the short term to support increased 
trade, job, and economic growth in the region. 

PNCT currently handles over 20 percent of the Port 
of New York and New Jersey’s (PoNYNJ) container 
volume and currently employs approximately 1,300 
full-time equivalent, highly compensated, union 
employees at the terminal.

PNCT is a tenant of the PoNYNJ serves the population 
and economic center of North America, with over 21 
percent of American retail sales located within a day’s 
truck drive.  

http://www.PNCT.net
www.PNCT.net 


 Port of New York & 
New Jersey
Marine Terminal 
Access Improvements 
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Background 
The Port of New York and New Jersey (PONYNJ) is a 
premier national gateway. It is the largest port on 
the East Coast of North America, third largest in the 
nation and a major generator of jobs and economic 
activity. The Port Authority of New York and New 
Jersey has invested approximately $4B to support 
increased capacity and the continued growth of 
global competitiveness. These investments include 
harbor deepening to provide superior ocean carrier 
access, raising the Bayonne Bridge to improve 
navigational clearance and expanding intermodal rail 
to enhance connectivity to additional markets. 

Governmental partnerships supporting investment 
in primary connector and access infrastructure are 
essential to keep goods efficiently flowing through 
this national gateway. Roadway priorities have been 
identified to ensure the ongoing efficient movement 
of goods to a market of 23 million consumers 
locally and 100 million more within a 36-hour reach. 
Marine Terminal Access Improvements at Port 
Newark, Elizabeth Port Authority Marine Terminal, 
Howland Hook and Port Jersey will enhance safety, 
productivity and capacity by removing bottlenecks 
at entry points, improving safety for trucks accessing 
port terminals, and reducing the impact of port traffic 
on regional roadways and local communities.  These 
additional priorities will help the PONYNJ maintain its 
competitive edge enabling improved service to the 
largest population and economic center on the East 
Coast with an approximate 30% market share. 

Cost
$800 million

Website
http://www.panynj.gov/port/ 

http://www.panynj.gov/port/ 
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Port Panama City
Bulk Cargo Terminal

Background 
The Panama City Port Authority manages and op-
erates a dynamic, expanding seaport on northwest 
Florida’s gulf coast.  The port planning area comprises 
of the principle seaport, a 138 acre complex located in 
Bay County, Florida.  The port continues to experience 
significant growth, reaching a record 1.8 million tons, 
or 35.95% increase over the last five years.  

The Port’s mission statement, “Expand regional 
economic opportunities by providing modern port 
facilities, promoting trade, and supporting industrial 
development,” solidifies the commitment to continue 
investment in terminal and distribution facilities to 
support the Northwest Florida, Southeast Alabama, 
and Southwest Georgia regions.  

Driving the increased export tonnage is the biomass 
fuels trade.  The Port completed a new bulk terminal 
to export wood pellets in 2008.  Tonnage levels have 
increased from 350,000 tons to 719,000 tons in 2014, 
supporting 189 direct jobs.  

The port has included in its 2008 and 2014 Five Year 
Master Plan to construct additional bulk facilities. This 
will enable the port to handle additional bulk cargo 
tonnage and alleviate berth congestion.  

Cost
The new terminal will cost $4.5 million to construct 
and support an additional 92 direct jobs.

Website
http://www.panamacityportauthority.com/

http://www.panamacityportauthority.com/
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Port Panama City
Bulk Rail Facility 

Background 
The Panama City Port Authority manages and op-
erates a dynamic, expanding seaport on north-
west Florida’s gulf coast.  The port planning area 
comprises of the principle seaport, and the Inter-
modal Distribution Center located in Bay County, 
Florida.  The Bay Line Railroad and U.S. HWY 231 
directly serve the IDC. The Port’s mission state-
ment, “Expand regional economic opportunities 
by providing modern port facilities, promoting 
trade, and supporting industrial development,” 
solidifies the commitment to continue invest-
ment in terminal and distribution facilities to 
support the Northwest Florida, Southeast Ala-
bama, and Southwest Georgia regions.  

The planned bulk facility will target bulk cargoes 
transloading between rail, container, and truck.  
The seaport is near capacity for terminal opera-
tions and this will enable facility growth at the 
distribution center to better serve customers 
who utilize the port.  This facility will allow for 
reduced truck traffic in favor of rail delivery, and 
create transportation efficiencies and fuel sav-
ings.  There are multiple opportunities to trans-
load liquid bulk from rail to containers with an 
initial estimate of three thousand TEU’s per year.  

Cost
This project represents an overall $1.9 million 
investment for the initial phase and will generate 
an estimated additional $375 thousand in facility 
and container revenues for the port annually.  

Website
http://www.panamacityportauthority.com/

http://www.panamacityportauthority.com/
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Port Tampa Bay
US 41 Separated 
Grade Crossing of 
CSX Rail Line
Background
Port Tampa Bay is a major transportation gateway to 
West Central Florida, a region that is expected to grow 
at a faster rate than any other in the State in the next 
15 years. The Port has a $17.2 billion annual econom-
ic impact on the region resulting primarily from the 
direct and indirect jobs associated with its cargo, 
shipbuilding and repair, and passenger cruise lines 
of business. In fiscal year 2015, the public and private 
berths at the Port handled more than 37 million tons 
of cargo serving local and international markets. 

The expected growth in cargo handled through the 
Port and its ventures into real estate development 
present challenges in preserving mobility for people 
and freight accessing the diverse land uses of Port 
Tampa Bay.  An efficient land-side transportation 
network, including roadway and rail infrastructure, is 
crucial to the Port’s operations, quality of service and 
its competitiveness.  

Cost 
$180 million

Website
https://www.tampaport.com/

Project Benefits
US 41 is a primary freight corridor serving port 
facilities. It serves a critical role connecting port 
facilities with Interstate 4, Interstate 75, and the I-4/
Selmon Connector, the primary regional gateways for 
moving freight from and to the port.  It also serves 
as major commuter corridor for workers destined to 
downtown and other major employment centers. 
Preserving freight mobility in this corridor is critical 
to the continued and future success of the port. US 
41 carries over 2500 truck trips daily, approximately 
ten percent of the total traffic on the facility. It serves 
an important function of connecting major port 
terminals at Port Redwing, Pendola Point, and Port 
Sutton to the regional roadway network.

With high traffic levels and large number of truck 
movements, the portion of US 41 between I-4 and 
Pendola Point operate in congested conditions for 
over ten hours per day. The mixture of heavy trucks 
and commuter traffic contribute to the vehicular 
delay. Grade crossing conflicts between truck 
movements and CSX rail movements also impact 
the ability of US 41 to fulfill its role as a major freight 
connector. One of the busiest crossings is at SR 45/
US 41, with an average of 18 trains traversing US 
41 on a daily basis at a maximum speed of 15 miles 
per hour (mph). Resolving the delay at this crossing 
has long been a priority for Port Tampa Bay, FDOT 
and the Hillsborough County Metropolitan Planning 
Organization.  The grade separation project would 
relieve traffic queues currently reaching almost one 
mile in length, improve freight transit times and 
reduce delay for both trucks and passenger vehicles. 
As serious as are current conditions, forecasts of future 
conditions paint a grim picture. Anticipated year 2030 
traffic is expected to amount to nearly 43,000 daily, 
including 4,500 trucks.   

https://www.tampaport.com/
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Tennessee Department 
of Transportation
I-69 Tennessee 
High Priority Corridor 
18 Across Mid-America 
Modernization Project 
Background 
I-69 is an integral part of High Priority Corridor 18 across 
Mid-America. It originated with the Intermodal Surface 
Transportation Efficiency Act of 1991 (ISTEA), where the U.S. 
Congress designated certain highway corridors of national 
significance to be included in the National Highway System. 

The proposed project would involve the construction of 
a new facility from SR-385 in Shelby County to I-155/U.S. 
51 in Dyersburg, a distance of approximately 65 miles. The 
study area lies within Shelby, Tipton, Lauderdale and Dyer 
Counties.

This area where I-69 is proposed is a rural area with a high 
concentration of poverty. At this time there is no significant 
non-Federal funding share for the development of this 
project. The needs of local communities are reflected in 
the national needs for this project, including economic 
development opportunities resulting from an improved 
transportation system. 

Additionally, the diversion of traffic from local roads to the 
I-69 corridor would increase the efficiency and safety of the 
local and regional transportation systems. Communities 
in the project area do not have a direct connection to the 
Interstate Highway System. 

This lack of a direct connection to the Interstate Highway 
System could impede the evacuation of area citizens in 
the event of any major natural disaster. I-69 would likely 
improve the evacuation of area residents should the need 
arise. 

I-69 is proposed to intersect with I-40 in Memphis. The I-40 
corridor is one of a few corridors that have an Average Daily 
Truck Traffic (ADTT) count of approximately 8,500 trucks 
per day and is the third most traveled corridor for freight 
movement tonnage. I-69 is forecasted to provide a north-
south connection for freight movement that would improve 
the delivery of people and goods both internationally 
(Mexico and Canada) and nationally (Southwest, Southeast 
and Midwest sections of U.S.). 

Cost
The total cost of the I-69 Corridor through the State of 
Tennessee is estimated at $1.5 to $2 billion. The cost to 
complete this section of I-69 in Dyer and Obion Counties is 
estimated at approximately $80 million in Dyer County and 
$120 million in Obion County.

Website
http://www.tdot.state.tn.us/i69/
http://www.tdot.state.tn.us/i69/segment8/map.htm 
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Tennessee Department 
of Transportation
US-78 / SR-4 / 
Lamar Corridor 
Improvement Project

Background 
Lamar Corridor connects Memphis, TN to 
Birmingham, AL; Atlanta, GA and other major cities 
in the Southeast moving regional, national and 
global goods. Improvements to Lamar Avenue 
include increasing capacity from 4 to 6 lanes from 
the TN/MS State line continuing north to the 
current six-lane cross-section at Getwell Road. 
Three congested, signalized intersections will also 
need to be upgraded to new interchanges. These 
improvements, collectively, address a significant 
highway bottleneck that constrains system 
performance and reliability. The Lamar Corridor 
provides a key connection to I-240, I-40 and I-55 
in Tennessee and I-22 in Mississippi, serving as 
a conduit for freight movement throughout the 
Southeast, supporting national freight system 
connectivity, and serving as a critical link in the 
national and global supply chain. It also provides 
direct, last-mile access to air and rail intermodal 
hubs including  Burlington Northern Santa 
Fe (BNSF) intermodal yard and the Memphis 
International Airport, home of FedEx world 
headquarters.  There are over 98.7 million square 
feet of industrial space in the southeast industrial 
market that is served by the corridor, supporting 
over 1,100 transportation, distribution, and logistics 
companies employing 42,000 people. In addition to 
the critical freight needs that the corridor supports, 
there are over 138,000 commuters each day to 
Shelby County, with a significant portion utilizing 
the Lamar Corridor. With an anticipated 23 percent 
growth in population and 34 percent growth 
in employment  for the region and continued 
momentum for reshoring manufacturing jobs in the 
southeast industrial market, congestion challenges 
will continue to get worse without adequate and 
targeted investment.    

Cost
$300 million

Website
www.memphismovesus.com

Goals
• Reducing total Vehicle Hours of Delay (VHD) along 

the corridor during (AM and PM) peak periods of 
travel;

• 488 short-term construction jobs and 3,680 
permanent jobs created within the region which 
has an unemployment rate that exceeds both 
state and national averages;

• Address significant freight bottleneck along the 
corridor;

• Cost savings derived from reduced travel time and 
freight delivery times, improved reliability and 
associated impacts on safety, vehicle operating 
costs, and air and noise pollution; 

• Complementary multimodal investment and 
workforce development strategies to ensure 
expanded access and opportunity for local labor 
market; and

• Support a proposed regional express bus 
route planned along the corridor to improve 
employment access for underserved communities 
within the area. 

http://www.memphismovesus.com

