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EXECUTIVE SUMMARY
This study examines the economic development impacts that are likely to occur from a proposed
Horace Wilkinson Bridge (or New Bridge) bypass. The proposed bypass or alternate route will be
south of the New Bridge and downtown Baton Rouge. As is true for the construction of other
bypasses, the proposed bypass is motivated by a desire to improve the flow of traffic along the I10/I-12 corridors through Baton Rouge as well as increasing traffic safety. There will also be
substantial economic benefits that result from the creation of this bypass. In this study we employ
a case study method to illustrate what the economic development impacts are anticipated to be
following the construction of the proposed bypass and connector bridge across the Mississippi
River.
In order to assess the potential economic impacts, we examine the post-construction development
experiences of two important bridge crossings. Our study relies heavily on time-line aerial imagery
to illustrate the development impacts following the construction of these two bridges. Our first case
study is the Horace Wilkinson Bridge and the associated I-10/I-12 corridors. This can be viewed
as an example of a bypass since the New Bridge and the interstate provided a bypass or alternate
route for the Huey P. Long Bridge and US-190, which at the time was one of two major east-west
highways through south Louisiana. Our second case study is the Israel LeFleur Bridge and the I210 Loop in Lake Charles. The I-210 Loop provides an auxiliary route for I-10 and travels over the
Calcasieu River south of Lake Charles and back up to Interstate 10 to the west and east of the city.

The major findings from our study are as follows:
•

Evidence from a wealth of empirical research clearly shows that highway bypasses
promote economic development near and along a bypass route. Unlike bypasses that have
been constructed in small communities, however, we do not anticipate the proposed bypass
will cause any significant displacement impacts that might offset the substantial positive
economic development impacts along the bypass.

•

Evidence from case studies, including this one, find that bypasses tend to attract the
location of basic industries—those industries with sales that are primarily to customers
located outside of the area.

•

The location of basic industries along and near the bypass will generated positive multiplier
effects which in turn spawn the location of non-basic industries such as retail trade and
consumer services.

•

Compelling visual evidence from aerial imagery dating back to the late 1950s reveals major
developments after the construction of both bridges and their associated bypass routes.
o

Baton Rouge, Horace Wilkinson Bridge and I-10/12 Corridors:
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▪
▪

▪

o

Lake Charles, Israel LeFleur Bridge and I-210 Loop:
▪
▪
▪
▪

•

Port of Baton Rouge (including the Intercoastal, BWC Terminals, Louis
Dryfus Terminal, Inland Rivers Marine Terminal and Drax Biomass).
Downtown Baton Rouge where daytime aerial imagery revealed the
absence of vertical structures casting shadows in 1959 contrasted with
their ubiquity in 2020. In addition, the arrival of casinos and several other
tourist venues.
The transformation of pasture and residences to hotels and retail and
entertainment in the vicinity of present-day Acadian Thruway and College
Drive.

The chemical/refining corridor at the western terminus of the I-210 Loop
in Lake Charles.
The Casino/Resort area at the eastern foot of the Israel LeFleur/I-210
Bridge.
Prien Lake Mall at the Lake Street exit off I-210.
The eastern terminus with industrial developments and Chennault Airpark

The economic development impacts of a new bridge crossing and bypass depends upon the
availability of land and market forces. Growth was clearly evident in both case studies.
o

Areas near the Horace Wilkinson Bridge and I-10/12 corridors outpaced state
growth in three categories for the period between 1970-2018:
▪
▪
▪

Population: 85%
Employment: 187%
Per-capita income (inflation adjusted): 99%

o

West Baton Rouge Parish, where the starting point was much lower in absolute
terms than East Baton Rouge and Calcasieu, “Total” and “Construction”
employment (by place of work) grew by 230% and 479%, respectively, from 19702018. In comparison, the state grew by 90% and 123%.

o

While growth for the Lake Charles metro area has tended to lag growth in the state,
our aerial imagery clearly shows substantial growth occurred along the Israel
LeFleur Bridge and the I-210 Loop in the period between 1970-2018:
▪
▪
▪

o

o

Population: 9%
Employment: 33%
Per-capita income (inflation adjusted): 43%

During the same period, Louisiana experienced growth in:
▪ population 28%
▪ employment 86%
▪ Per-capita income (inflation adjusted): 78%.
Lower Census demographics for the Israel LeFleur Bridge are distorted by a placeof-residence versus place-of-work measurement that effectively omits the
development of the west-side chemical/refining complex that benefitted from
construction of the bridge.
iii

•

There are five alternative locations for the construction of a new connector bridge. Each of
the proposed alternative bridge locations will connect LA-1 on the west side of the
Mississippi to LA-30 (Nicholson) on the east side. All five connector bridge routes will
traverse areas that are relatively and presently undeveloped. Elevation data suggest most
of these areas are amenable to development. The average elevation (measured in feet above
sea level) of land surrounding each connector bridge is:
o

Location 1: Average elevation of 23.3 feet, with a maximum of 50 feet and a
minimum of 12 feet.

o

Location 2: Average elevation of 24.3 feet, with a maximum of 50 feet and a
minimum of 12 feet.

o

Location 3: Average elevation of 17.1 feet, with a maximum of 44 feet and a
minimum of 2 feet.

o

Location 4: Average elevation of 22.8 feet, with a maximum of 58 feet and a
minimum of 8 feet.

o

Location 5: Average elevation of 21.4 feet, with a maximum of 50 feet and a
minimum of 8 feet.
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Economic Impact of a New Bridge Bypass and Relief Route

I.

Introduction

The purpose of this report is to analyze the potential economic impacts of a new bridge
crossing over the Mississippi River and the associated bypass or alternate route to be
located just south of the Horace Wilkinson Bridge (or New Bridge) and the downtown
area of Baton Rouge. Sometimes referred to as a relief route,1 the proposed combination
of a new Mississippi River bridge crossing and the bypass would permit some traffic to
avoid the New Bridge by taking the proposed bypass, which will connect with Interstate
10 to west of the New Bridge and to I-10 south of Baton Rouge.2 To the extent that a
significant amount of traffic is diverted from the New Bridge onto the alternate route,
travel times can be significantly reduced for both east-bound and west-bound traffic using
the I-10 and I-12 corridors.
More than 100,000 vehicles cross the New Bridge daily. One of the compelling reasons
for the construction of another bridge and relief route is due to the notorious reputation
the New Bridge has for daily backups that can stretch for miles on east-bound I-10. This
is primarily because east-bound traffic on the Bridge is reduced from three lanes to one
lane coming off the Bridge, which is then compounded by a sharp curve leading to the
Washington Street exit about a quarter-mile after exiting the Bridge.3 East-bound traffic
congestion is also compounded by LA-1 traffic merging onto the Bridge at its base on the

1

While there are technical distinctions, in this report, we use the terms bypass, alternate route and
relief route interchangeably.
2
With the exception of the construction of short highway extensions, the proposed loop will largely
make use of existing highways; LA-1 on the west side of the bridge crossing and LA-30 on the east
side.
3
It is our understanding that plans are to eliminate the Washington Street exit at some future date.
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west side. LA-1 traffic going to downtown Baton Rouge or further north must cross the
center lane in order to get to the far left lane, which becomes the exit lane for I-110 traffic.
Westbound traffic can also get congested from slower traffic that must enter I-10 from
the short transition zone of the St. Ferdinand Street entrance ramp and then the narrowing
of I-10 as it loses a lane for traffic exiting onto LA-1.
A bypass with another bridge crossing can also reduce commute times for residents of
West Baton Rouge and Iberville parishes who work and shop in Baton Rouge. Currently,
there are only two viable options for east-bound traffic in Iberville Parish and southern
West Baton Rouge Parish; take LA-1 north to the New Bridge or cross the River using
the Plaquemine-Sunshine ferry, which has a capacity of only 35 cars with a maximum
vehicle length of 51 feet.
A key economic development impact of the proposed new bridge is further development
on the west side of the river. Economic development officials inform us that expansion
of existing plants on the west side is severely limited by inability to attract labor that
would have to commute daily over the I-10 bridge. Shintech has about 8,000 acres on
the west side of the river and is currently using only about a tenth of that space. Dow
also has substantial excess land for expansion. Development officials tell us that
expansions opportunities such as these are very limited by recruitment barriers presented
by the I-10 bridge.

II.

The Literature: Development Impacts of Bypasses and Relief Routes

As a rule, the primary reason for constructing a bypass or relief route is to enhance
intercity travel by reducing travel times and the associated cost savings (time is money)
as well as increasing traffic safety. Consequently, there can be substantial economic
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benefits that result from the existence of a bypass. The consensus from existing
research is that highway bypasses promote local economic development along the
bypass.
However, studies investigating the development impacts of bypasses focus on small and
medium size towns where the bypass is built to provide an alternative route; moving intercity traffic around the town’s central business district (CBD). Thus, the primary empirical
issue addressed in these studies is to determine the “net” development impacts on the
community once the positive development impacts along the bypass and after taking into
account the impacts (negative or positive) on business activity within the CBD.
These studies find that a bypass route tends to reduce aggregate retail sales and
employment within the CBD as business activity is reallocated away from the CBD
toward the loop. In effect, the bypass or loop may become a prime draw for business
location, drawing some of the existing downtown businesses to relocate along the bypass
and also capturing a significant share of new business entrants in the community.4 This
displacement effect can result in a decreased demand for business location in the
downtown area and in turn, reducing sales, employment and increasing vacancy rates.
However, there are little to no displacement impacts anticipated from the
construction of the proposed bypass and connector bridge. In the present case, the

4

Thompson, Eric, Joseph Miller and Jonathon Roenker, “The Impact of a New Bypass Route on
the Local Economy and Quality of Life,” Research Report, Kentucky Transportation Center,
College of Engineering, University of Kentucky (June 2001). Also see, Thompson, Eric, Joseph
Miller and Jonathon Roenker, “The Impact of a New Bypass Route on the Local Economy and
Quality of Life,” Research Report, Kentucky Transportation Center, College of Engineering,
University of Kentucky (June 2001).
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bypass will not divert traffic away from or around downtown Baton Rouge or other
business locations. Rather, it will divert some traffic away from the New Bridge.
The reduced utilization of the New Bridge, with an associated reduction in traffic
congestion, will come primarily from three sources: (1) diverting some east-bound traffic
whose destination is within the Baton Rouge metro area; (2) east and west-bound
commuter traffic originating within West Baton Rouge and Iberville Parishes and (3) east
and west-bound commuter traffic originating within the Baton Rouge metro to work at
the plants on the west side of the river. The New Bridge and the I-10/I-12 interstates will,
however, remain as the principal routes for inter-city and inter-state traffic. Therefore,
the development impacts (positive) anticipated to occur along the bypass will not be
offset by any significant displacement impacts (negative) occurring elsewhere in Baton
Rouge.
Based on the evidence from previous research, what are the positive development impacts
likely to be? Since the proposed bypass route will traverse areas that are relatively
undeveloped, it is expected that new firms and residential developments will locate along
the relief route on both sides of the Mississippi River. The economic impacts will arise
from at least two sources. First, bypasses tend to attract the location of basic industries,
whose sales are primarily to customers located outside of the area.5 Basic industries find
it beneficial to locate in areas along bypasses because their transportation costs can be
significantly reduced. Second, location of basic industries generates favorable

For evidence, see the literature survey by Michael W. Babcock and Jose A. Davalos, “Case
Studies of the Economic Impact of Highway Bypasses in Kansas” Journal of the Transportation
Research Forum, (Spring 2004). Also see, Babcock, Michael et al. “Case Studies of the Economic
Impact of Highway Bypasses in Kansas,” (October 2003).
5
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multiplier effects on non-basic industries such as retail trade and consumer services.
Economic development also tends to be enhanced as new businesses locate at highway
bypass interchange points. Further, because east-west intra-metro commuting costs will
be reduced, it is anticipated that the increased demand for residential developments will
add additional stimulus for the growth of non-basic industries such as retail and service
establishments. This will be particularly important in West Baton Rouge and Iberville
Parishes.

Evidence accumulated from a wealth of past empirical research clearly shows
that highway bypasses promote economic development near and along a
bypass route. Unlike the experience of small communities however, there are
no anticipated displacement impacts that might offset the potentially
significant positive economic impacts that occur along the proposed bypass
route on both sides of the Mississippi River.

In the present study, we employ a case study method to demonstrate what the potential
economic impacts are likely to be following the construction of the proposed bypass and
connector bridge across the Mississippi River. In order to assess the potential economic
impacts, we look at the post-construction development experience of two important
bridge crossings in South Louisiana:

1. The I-10 Horace Wilkinson Bridge or “The New Bridge” that crosses the
Mississippi River in Baton Rouge, which opened in 1968. This can be viewed

as an example of a bypass since the interstate provided a bypass or
alternate route for US-190, which at the time was one of two major eastwest corridors through south Louisiana.
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2. The Israel LeFleur Bridge and I-210 bypass, which carries Interstate 210 across
the Calcasieu Ship Channel in Lake Charles. This bridge was dedicated in 1964.
The final three sections of I-210 eastward were built between 1967 and 1976.
As stated in our proposal, our demonstration of the pre- and post-development impacts
includes both imagery and data. The objective is to give decision makers the equivalent
of a “30,000 foot overview” of what might be expected from an economic development
perspective if the new bridge is built. As stated in the proposal we are not attempting to
financially quantify in detail these economic development benefits. To provide this view
we used several different sources:
•

Aerial imagery from the Louisiana State University’s Cartographic Information
Center containing the Louisiana State Aerial Photograph Collection dating back to the
1940s. It may appear at first glance that the aerial images are just five or so satellite
pictures shot from space. In fact the images prior to 1983 had to be tediously pieced
together using a geo-referencing/mosaicking procedure using just under 100 different
photographs.

•

Demographic and economic data from the United States Bureau of Census for
decennial Census’ 1970 through 2010. Again, while it may appear that these data are
very straight-forward, in reality assembling demographic data on the census tracks
along the bridge routes was very complicated because of changes in the compositions
of census tracts between 1970 and 2019.

•

Business data from the Bureau of Economic Analysis and the Bureau of Labor
Statistics.

•

Land elevation (LIDAR) data for the proposed routes acquired from the Louisiana
State University Atlas
III.

Proposed Bridge Location(s) and Bypass Route

There are five alternative locations for the construction of a new connector bridge. Each
of the proposed alternative bridge locations will connect LA-1 on the west side of the
Mississippi to LA-30 (Nicholson) on the east side. The route for the bypass will connect
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with Interstate 10 on the west side using the existing I-10/LA-415 interchange. Plans are
for eastbound traffic to exit at LA-415, traveling south approximately 3 miles to a
proposed tie-in with LA-1. Currently, LA-415 dead ends about a quarter mile south of I10 just before the Port Allen Lock canal, but the LA 415 extension to LA 1 is on the list
of road lettings by the state over 2021-22. A new bridge will be constructed across the
canal in conjunction with the construction of the LA-415 extension. The proposed route
for the extension and its tie-in to LA-1 are illustrated below.
Proposed LA-415 Extension

Proposed LA-415/LA-1 Tie-in

The figure on the next page shows the five alternatives for the location of a new bridge
connecting LA-1 to LA-30.
Alternative 1 (Blue). The proposed bridge over the Mississippi would extend from Brusly
in West Baton Rouge Parish to just north of Gardere Lane in Baton Rouge. It would begin
in Brusly at the intersection of Famco Road and LA-1 and continue in a southeasterly
direction, crossing onto Duncan Point on the east side and terminating at GSRI Avenue
and LA-30. The overall length of this connection is approximately 6.5 miles.
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Alternative 2 (Yellow). The proposed bridge would extend from Addis in West Baton
Rouge Parish to just north of Gardere Lane. It would begin in Addis at Sid Richardson
Road and continue to the northeast joining the last part of Alternative 1 on Duncan Point,
terminating at the intersection for GSRI Avenue and LA-1; a route of approximately 7
miles.
Alternative 3 (Green). The proposed bridge would from Plaquemine in Iberville Parish
to St. Gabriel, also in Iberville Parish. The route would begin at the intersection of LA-1
and Evergreen Road. It would continue northeasterly crossing the river onto Plaquemine
Point on the east side and ending at the intersection of LA-30 and Laurie Lane;
approximately 8 miles. This is the southernmost alternative for the new bridge crossing.
Alternative 4 (Purple). Like Alternative 2, this proposed bridge would begin in Addis at
Sid Richardson Road continuing southeasterly, crossing onto Plaquemine Point and
ending at the intersection of LA-30 and Laurie Lane. This is the longest route of the five
proposed locations; a little over 10 miles.
Alternative 5 (Red). This bridge route would begin in Plaquemine at the intersection of
Industrial Boulevard/Louisiana Highway 1148 and LA-1; traveling east and crossing onto
Plaquemine Point, joining Alternative 3 near its final stretch and ending at the intersection
of LA-30 and Laurie Lane. This route is a little over 8 miles long.

8

Proposed Bridge Locations

9
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Regardless of the bridge location, the proposed bypass will permit some east bound traffic to
avoid the New Bridge by using the proposed bridge to connect with LA-30. Using the Alternate 1
bridge location (Blue), for example, the intersection with LA-30 would be approximately 5½
miles south of downtown Baton Rouge (Dark Green) and roughly 18 miles north of I-10 in
Gonzales (Light Green). Traffic can also take South Bluebonnet Boulevard to continue eastbound.
Proposed New Bridge Bypass Routes
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IV.

Development Impacts from the Horace Wilkinson Bridge

The Horace Wilkinson Bridge, otherwise known as the New Bridge, is a cantilever bridge
that spans the Mississippi River from Port Allen on the west side to Baton Rouge on the
east side. Construction began in 1963 and was open to traffic in 1968. The Bridge’s is
4,550 feet long with a clearance below of 175 feet, making it the highest bridge on the
Mississippi River. Interestingly, the Bridge was named after 3 separate men named
Horace Wilkinson; all served in the Louisiana legislature for a combined 54 years. As
discussed in the introduction, more than 100,000 vehicles cross the New Bridge daily. A
major reason for constructing a bypass with a new Mississippi River bridge is due to the
almost daily backups that can stretch for miles on east-bound I-10.
Horace Wilkinson Bridge
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Prior to the construction of I-10 and the New Bridge, US-190 and US-90 served as the
two major east-west highway corridors through south Louisiana.6 Entering Louisiana
from Texas, US-90 runs through Lake Charles and Lafayette before heading southeast
passing well to the south of Baton Rouge. US-190, on the other hand, passes through
Baton Rouge, crossing the Mississippi River on the Huey P. Long Bridge, opened in
1939. Traffic heading for downtown Baton Rouge used Scenic Highway. Other traffic
would take Airline Highway. Eastbound traffic would then pick up US 190 heading east,
while southbound traffic continued on US-61. US-190 also served as the modern-day
equivalent of I-12 for travel around the north side of Lake Pontchartrain.
The opening of the New Bridge, I-10 and I-12 fundamentally altered traffic patterns, not
only for east-west interstate travel, but movement within the Baton Rouge metro area as
well. Both US-190 and US-61 were largely displaced as major highways, thus changing
the distribution of business activity
within the city. Businesses along
US-190 in north Baton Rouge
suffered as the center of gravity for
population and economic activity
moved south and southeast. The
New Bridge also made the towns of
Brusly, Addis and Plaquemine
more accessible to Baton Rouge, which led to more subdivisions on the west side of the
River.

6

Map source: https://www.flickr.com/photos/usends/28029296792/in/album-72157666015236406/
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Evidence From Street Maps
Further, the I-10 and I-12 corridors opened up vast areas for residential development to
the east and southeast of the city. To illustrate the development impacts that are likely to
occur along the proposed New Bridge bypass, we examine the before-after street maps
of Baton Rouge East. The first street map (1971) shows Baton Rouge East prior to the
completion of the New Bridge and the I-12. Note the large areas of virgin territory just
south of I-12 (still under construction). There was virtually nothing there.
Baton Rouge East, Circa 1971

Source: Old Maps Online https://www.oldmapsonline.org/map/usgs/5588160

14
But, within a decade after the completion of the Bridge and I-12, this area already
contained large subdivisions like Shenandoah, Hickory Ridge, Woodlawn Ridge as well
as hundreds of commercial and retail establishments. The street map below (1981) shows
the same area a roughly a decade later. The extent of new residential and commercial
development can be gauged by the number and the clustering of additional streets and
roads (in purple) not present a decade earlier.

Baton Rouge East, Circa 1981

Source: Old Maps Online https://www.oldmapsonline.org/map/usgs/5588160
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Baton Rouge East continued to develop around the I-12 corridor, as evident from the
street map for 1995-1998 below. A very similar pattern of development occurred along
I-10 below the I-10/I-12 split (not shown).
Baton Rouge East, Circa 1995 - 1998

Source: Old Maps Online https://www.oldmapsonline.org/map/usgs/5588160
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Aerial Imagery of the I-10 and I-12 Corridors
To demonstrate the development impacts that followed the completion of the New Bridge
and the I-10 and I-12 corridors, we present time-line aerial images that document how
development occurred over time in each location. Each set of aerial images contains
images of the same location and are the same scale. The two images below show the
development of the Port of Baton Rouge (including the Intercostal, Dreyfus elevators,
and Drax Biomass) along with other extensive developments to the west in 1959 versus
2019.
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The series of aerial images below show the timeline development the Port of Baton Rouge and the Western landing of the I-10, Horace Wilkinson
Bridge in 1959 (top left), 1967 (top center), 1973 (top right), 1983 (bottom left), and 2020 (bottom right).
Development of Port of Baton Rouge Area: 1959 - 2020
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The aerial images below show the pre- and post-development on the east side of the New Bridge.
Notice below that in the 1959 aerial on the left, the Wilkinson Bridge is absent. Again, this image
is from 1959. The same view is pictured to the right in 2020. When crossing the Wilkinson Bridge
eastbound, the USS Kidd, Belle of Baton Rouge Casino, Cane’s River Center, and the Water
Institute are all visible, new developments since 1959. They are among a myriad of vertical growth
(mostly government and financial) in the downtown area as evidenced by shadows.
East Side Development: Years 1959 and 2020
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Below are images of the Acadian Thruway/College Drive retail and hotel areas developed
between 1959 and 2020. The most prominent change occurred in the wooded area on the
right side of the older image, which we see in the right aerial image became Corporate
Boulevard and Constitution Avenue.
Acadian Thruway/College Drive: Years 1959 and 2020
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Demographic Data over Time for I-10/I-12 Corridors in WBR and EBR Parishes
Now we transition from aerial imagery to evidence from demographic data. The
Decennial Census offers a contrast in how this area fared during and after the completion
of the New Bridge and the I-10/I-12 corridors. Our objective is to examine how the
geographic area along and near the New Bridge performed economically after its
construction. That essentially involves examining census tracts in that geographic area.
One challenge in using the census tract data is that the geographic areas for summary
data change every ten years. A sub-unit of the Parish, the census tract aims to use existing
features such as roads and waterways to define an area containing approximately 4,000
persons for further subdivision into Block Groups then Blocks, the smallest geographic
units of the Census. Over time, tracts can be split as population grows making tracts
different from one Decennial Census to the next.
To aid in this analysis, Census data transformed by the company Geolytics Inc. was
acquired. Geolytics offers data from 4 decennial Censuses (1970, 1980, 1990 and 2000),
transformed into 2010 census tract boundaries. This was a massive undertaking and one
from which this report benefits.
Below are graphs showing growth in population, employment, and per-capita income for
(1) I-10/I-12 census tracts, (2) East Baton Rouge Parish, (3) West Baton Rouge Parish,
and (4) Louisiana so the reader can compare performance in these tracts with these other
areas. Census 2010 tracts that either contain, or have as their boundary, the path of I-10
or I-12, are included in I-10/I-12 tracts which include 23 in total:
• Five (5) 2010 Census tracts in West Baton Rouge Parish: 201, 202, 203, 204.01, and
204.02.
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• Eighteen (18) 2010 Census Tracts in East Baton Rouge Parish: 22, 23, 25, 26.01, 27,
38.01, 38.02, 38.04, 38.05, 39.04, 39.07, 39.08, 39.09, 39.1, 40.09, 45.04, 45.05, and 52.
Selection of Census Tracts for Year 2010: Tracts along the Interstate Segments
Connected by the Horace Wilkinson Bridge

Using the designated Census Tracts outlined in teal above, we constructed a time series
for population growth from 1970 through 2018. Below, we provide details on how much
growth occurred in these Census tracts relative to the parish and state.
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Total Population (1970=100%)
200%
185%
156%
150%

153%
128%

100%
1970

Area
I-10/12 Tracts
EBR Parish
WBR Parish
Louisiana

1980

1990

2000

2010

I-10/12 Tracts

East Baton Rouge Parish

West Baton Rouge Parish

Louisiana

2018

Population
1970
1980
1990
2000
2010
60,427
80,398
86,915
96,239
109,878
285,094
366,365
380,106
412,851
440,171
16,864
19,041
19,419
21,601
23,788
3,640,490 4,218,940 4,219,973 4,468,976 4,533,372

2018
112,054
444,094
25,860
4,663,616

Note that population within Census tracts along the I-10/I-12 corridors increased by 85%
between 1970 and 2018 compared to 56% for the East Baton Rouge Parish (EBR) as a
whole and 53% in West Baton Parish (WBR). State-wide, population grew by about 28%
over this same time period. That is, from a population standpoint, the New Bridge
tracts fared significantly better than the other regions.
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We also examined employment growth in these same areas between 1970 and 2018. As
shown below, employment increased by 187% along the I-10/I-12 tracts, leading the
state’s growth of 86%. Employment growth for EBR was 56% and 53% for WBR.
Again, by this important metric, the New Bridge tracts performed better than the
other areas. Note that these employment numbers are by place-of-residence, not placeof-work.

Employment(1970=100%)
340%
287%

290%

269%
240%
212%
190%

186%

140%
90%
1970

Area
I-10/12 Tracts
East Baton Rouge Parish
West Baton Rouge Parish
Louisiana

1980

1990

2000

2010

I-10/12 Tracts

East Baton Rouge Parish

West Baton Rouge Parish

Louisiana

2018

Employment
1970
1980
1990
2000
2010
2018
20,366
36,688
43,326
49,122
53,211
58,439
102,519
162,034
172,712
192,714
205,122
216,944
4,583
7,183
8,039
9,408
10,691
12,329
1,092,909 1,643,128 1,641,614 1,851,777 1,873,869 2,031,115
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Per capita income growth in these Census tracts was also impressive over this period,
growing about 99%, compared to 78% in EBR. Per capita income growth in WBR was
even more impressive, growing at approximately 129%. What these data suggest is
not only was job growth better in these tracts, they were better than average paying
jobs---exactly what one would hope from an economic development standpoint.

Per Capita Income (1970=100%; 2020$)
250%
229%
200%

199%
178%

150%

150%

100%
1970
I-10/12 Tracts

1980

1990

2000

East Baton Rouge Parish

2010

West Baton Rouge Parish

2018
Louisiana

I-10/12 Tracts

Per Capita Income (2020$)
1970
1980
1990
$18,542 $27,815 $31,200

2000
$36,457

2010
$36,794

2018
$36,909

East Baton Rouge Parish

$20,075

$26,323

$26,617

$29,511

$29,622

$30,134

West Baton Rouge Parish

$12,452

$20,152

$21,075

$23,883

$25,793

$28,468

Louisiana

$15,652

$21,568

$21,695

$25,875

$27,149

$27,877

Area
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Finally, we also include employment data published by the Bureau of Economic Analysis
(BEA). Unlike the Census data, the BEA employment data is based on where the
employed work rather than where the employed live. The chart below presents the
percentage growth rate in total employment within East and West Baton Rouge Parishes
and the State between 1969 (base = 100%) and 2018. The percentage growth in total
employment within East and West Baton Rouge Parishes outpaced the state over this
period, at least in part due to the development opportunities created by I-10 and the
Wilkinson Bridge (certainly as seen in the aerial images).
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V.

Development Impacts from the Israel LeFleur Bridge and I-210 Loop

We use the Israel LeFleur Bridge, which spans the Calcasieu Ship Channel and Prien
Lake, as our second case study. It was constructed in 1962 as part of the I-210 loop, an
auxiliary route of I-10. The bridge is about 8,500 feet long and 140 feet high and is one
of the tallest structures in southwest Louisiana.
The I-210 highway expansion travels over the Calcasieu River south of Lake Charles and
back up to Interstate 10 to the east of Lake Charles; approximately a 12-mile route (see
map below). The entire I-210 Loop is part of the National Highway System; considered
to be important to the nation’s economy, to interstate mobility and to national defense. It
is interesting to note that the bridge survived the fourth-most intense hurricane ever
recorded (Hurricane Laura) and Hurricane Rita, the most intense tropical cyclone ever
observed in the Gulf of Mexico. Despite surviving both hurricanes, the Bridge maintains
a structural rating of 96%.7
Israel LeFleur Bridge and I-210 Loop

7

See https://en.wikipedia.org/wiki/Israel_LaFleur_Bridge
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Aerial Imagery of Notable Areas along the I-210 Loop
As was the case for the New Bridge in Baton Rouge, we demonstrate the development
impacts that followed the completion of the Israel LeFleur Bridge and the I-210 Loop by
presenting time-line aerial images documenting how development occurred over time in
each location. Each set of aerial images contains images of the same location and are the
same scale.
The two images below capture the Israel LeFleur Bridge and the Calcasieu Ship Channel
at the west end of the I-210 Loop. The first image captures the landscape of this area in
1963, just after the completion of the bridge and Loop. Note there was very little
development in this area.

Israel LeFleur Bridge and I-210 Loop at the West End Loop - 1963
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The image below captures the same area as it looks today. Note the development that
occurred as a result of the Bridge and the I-210 Loop. In addition to other developments,
two major structures are captured in this aerial image—the Golden Nugget (opened in
2014) and L’Auberge (opened in 2005) resorts. Both benefit from the access to I-10
provided by the Bridge and Loop as a mjor market for these two casinos is Texas patrons.
Israel LeFleur Bridge and I-210 Loop at the West End Loop - 2020
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We move to the west end of the Loop at its terminus where it connects with I-10. The
next two images capture the I-10/I-210 interchange in 1963 and 2020. Note the
PPG/Westlake manufacturing complex. Completion of the bridge made much easier
access for employees that work in these plants and aided in the plant expansions. For lake
Charles this western end development was one of the major benefits of I-210 and the new
bridge.
I-210/I-10 Interchange Area in 1963
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I-210/I-10 Interchange Area in 2020
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Starting at the Bridge and continuing east, I-210 passes Prien Lake Mall then residential and retail
corridors near LA-14 (top images). The Loop turns north toward I-10 (middle images) and passes
SOWELA Technical Community College and a manufacturing/wholesale area before connecting
with I-10 (bottom images).
Prien Lake Mall (1963 vs 2019)

LA-14 @ I-210 (1963 vs 2019)

SOWELA Tech/Community College & Chennault Airport (1963 vs 2019)
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A series of aerial images below shows the development current-day chemical corridor west of Lake Charles and at the terminus
of the I-210 Loop with Interstate 10 (top left corner) in 1963 (top left image), 1973 (top right), and 2020 (bottom).
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The aerial images below show the construction of I-210 and associated development at the Lake Street Exit and the Prien
Lake Mall with Ryan Street to the right (east) in 1963 (top left), 1973 (top right), 1983 (bottom left), and 2020 (bottom
right).
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What these aerial images reveal is that the construction of the I-210 bridge in Lake
Charles was particularly followed by an immense expansion of the chemical corridor on
the west side of Lake Charles. As we argued earlier, economic developers argue that
construction of a new bridge over the Mississippi River in Baton Rouge would create
more expansions on the west side of the river that are being hampered by easy employees
access to west-side plants from Baton Rouge. The Israel LeFleur Bridge made it much
easier for employees to commute from south Lake Charles to the chemical corridor, so
that corridor took off. We suggest this is what would happen on the west side on the
Mississippi River if the new bridge was constructed over the Mississippi.
Demographic Data for Areas along the I-210 Loop
Again, we use Decennial Census data to show how census tracts along I-210 and the
Israel LeFleur Bridge this area fared before and after the completion of the Bridge and
the I-210 Loop. As discussed earlier, one challenge in using the Census is that the census
tracts change every ten years. Over time, tracts can be split as population grows making
tracts different from one Decennial Census to the next.
Again, to aid in this analysis Census tract data were transformed by the company
Geolytics Inc. Geolytics offers data from 4 decennial Censuses (1970, 1980, 1990 and
2000), transformed into 2010 Tract Boundaries. This “National Change Database”
(NCDB) was a massive undertaking and one from which this report benefits.
The census tracts used in this analysis are illustrated in teal in the figure below. It is
important to note that no tract is used on the west side of the bridge---the very area where
the heavily developed chemical corridor is located, a very important benefit of
construction of this bridge. The reason is that census data are based on place-ofresidence, not place-of-work. While there are a lot of people working in the large census
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tract on the west side of the bridge, there are almost no people living there (hence the
immense size of that #32 west-side tract). This will be a significant factor distorting the
census tract demographic data as a measure of the benefits of building the bridge.

Census 2010 Tract Selections Along I-210/Israel LeFleur Bridge

Given this caveat, it is safe to say that construction of the LeFleur Bridge and the I-210
Loop created development activity in both the I-210 Census tracts and Calcasieu Parish
as a whole. To illustrate the magnitude of these impacts, we present demographic data
for both with reference to what was happening at the state level. Census 2010 tracts that
either contain, or have as their boundary, the path of I-210, will be included in I-210
Tracts. These include thirteen (13) Tracts 6-11, 12.01, 12.02, 15-17, 19.01, and 32
(shown outlined in teal). The following series begin in 1970 and end in 2010 and includes
details on how much growth in population, employment and per capita income occurred
in these places of interest relative to their Parish and State surroundings.
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Total Population (1970=100%)
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50,219
192,768
4,533,372

2018
52,347
200,182
4,663,616

Between 1970 and 2018, population along the I-210 Loop increased by 9 percent, the state
increased by 28 percent, and Calcasieu Parish by 38 percent.
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Area
I-210 Tracts
Calcasieu Parish
Louisiana

1970
1980
1990
2000
2010
2018
17,242
22,749
19,464
21,165
20,830
22,853
47,648
69,926
67,326
79,409
81,604
90,129
1,092,909 1,643,128 1,641,614 1,851,777 1,873,869 2,031,115

Employment (by residence) increased by 33 percent along I-210 Tracts between 1970 and
2018. State employment grew by 86 percent and 89 percent within Calcasieu Parish. To
repeat, the numbers in the graph and chart above are based on place-of-residence, so
employment at the massive chemical corridor is essentially not counted.
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Per Capita Income
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Per capita income (inflation adjusted to 2020) increased by 43 percent along the I-210
Loop between 1970 and 2018. This lagged per capita income growth in the state (78
percent) and the parish (71 percent). This metric is also distorted by the place-ofresidence versus place-of-work phenomenon. The chemical and refining firms in the
corridor pay the highest wages in Louisiana’s manufacturing sector, yet this would now
be captured in the census data for the I-210 tracts.
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There is one data source that backs up our argument for this distortion—the place-ofwork data from the Bureau of Economic Analysis (BEA). The chart below presents the
percentage growth rate in total employment within Calcasieu Parish and the State
between 1969 (base = 100%) and 2018. The percentage growth in total employment
within Calcasieu Parish generally outpaced the state over this period, at least in part due
to the development opportunities created by both I-10, the I-210 Loop, and the Israel
LeFluer Bridge.
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While the Census population, employment and per capita income data for this bridge
are not as supportive as was the case for the New Bridge in Baton Rouge, it is also
important to note that I-210 was largely routed through an area that was already “housed”
relative to the case in Baton Rouge. Still, there were developments along and around the
entrance and exits to this bridge that very likely would not have occurred absent the
construction of the bridge. At the margin, this community certainly gained from the
construction of the bridge.
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VI.

Elevation Data for the Proposed Connector Bridge Locations

As mentioned above, the proposed bypass route will traverse areas that are relatively
undeveloped. In this section, we present elevation data for each of the proposed
connector bridge locations. The elevation data can indicate which areas might require less
flood mitigation and therefore, amenable to development. This, in turn, can be an
important indicator of the magnitude and timing of development that is likely to occur
along and near the river crossing.
Elevation data for the proposed connector bridge locations were obtained from LSU,
which is a host of the Louisiana Atlas containing LIDAR data.8 LIDAR produces highresolution topographic information, and we employ this information to assess the
development potential along the proposed bridge locations pictured below.

8

LIDAR is an acronym for Light Detection and Ranging
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The table below provides summary statistics of the elevations (measured in feet above
sea level) for each of the locations. The data reveal that average elevation (24.3 feet)
within buffer zone for alternative 2 is higher than the other alternatives. Alternative 1 is
a close second at 23.3 feet, while alternative 4 is next 22.8 feet. Alternative 3 is the lowest--though this option’s lower numbers are dominated by lower points on the west side of
the river. These data suggest elevation is not going to be a significant issue in
development around each alternative. These data are intended to be informative, not
prescriptive. A more robust flood risk analysis would include current development and
drainage in these areas.
LIDAR Elevation Data for Proposed Connector Bridge Locations
Bridge Alternative:
Average Elevation (ft ASL)
Standard Deviation
Maximum
90th Percentile
75th Percentile
50th Percentile
25th Percentile
10th Percentile
Minimum

1
23.3
7.5
50
34
24
22
18
16
12

2
24.3
8.3
50
36
30
22
18
16
12

3
17.1
7.4
44
26
20
16
12
10
2

4
22.8
7.6
58
34
26
20
18
16
8

5
21.4
6.1
50
30
22
20
18
16
8

