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Mobility and Accessibility Challenges

Mobility and accessibility are key elements in transportation 
planning.  For the purposes of the LRTP, mobility is defined as 
the ability to travel easily from Point A to Point B.  Accessibility, 
on the other hand, is the ability to access the transportation 
network and/or destinations.  In other words, mobility is about 
reaching a destination quicker (less congestion, less barriers); 
accessibility is more about reaching the transportation network 
as well as the transportation options available while traveling to 
a destination.   
 
Generally speaking, mobility goals favor the motor vehicle 
whereas accessibility goals are often characterized as favoring 
walking, biking, and transit.  Therefore, in long-range 
transportation planning, both mobility and accessibility 
challenges should be considered across all modes.  There are, 

however, potential obstacles that could compromise achieving 
these goals.  Regional mobility is hindered by congestion, and 
regional accessibility is constrained by both the topography and 
multiple water crossings of the area. 
 
Mobility and accessibility challenges vary depending on the 
user’s viewpoint.  For example, the challenges faced by Special 
Needs Populations differ quite a bit from the Military or Freight 
communities.  As such, the LRTP must acknowledge that needs 
differ among various users and hence, solutions should address 
these differences. 
 
This section discusses the challenges faced by the following 
groups: 
 

• Special Needs Populations 
• Military 
• Freight 
• Modal Choices and Constraints 

Challenges for Special Needs Populations 
In Hampton Roads, there are several groups of the regional 
population that have a different perspective as it pertains to 
mobility and accessibility.  These groups include: 
 

• Elderly Population 
• Medical/Functional Needs Population 
• Zero-Vehicle Households 
• Youth Population 
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Elderly Population 
Highlighted in the 2000 Census and reaffirmed by the 2010 
Census, the population of the United States, and that of Hampton 
Roads is graying.  It is anticipated by 2030, nearly 19% of the 
regional population will be age 65 or older.  With this aging of 
the region's population, mobility and accessibility challenges 
emerge as acute transportation issues. 
 

 
As individuals age into their golden years, the likelihood of 
driving to meet mobility needs declines.  Whether from rising 
medical/functional needs or the reduced desire to drive, the 
elderly population evolve into non-drivers (see Figure 7.1).  
Though the elderly non-drivers reduce their trips as a result of 
mobility limitations, it is not a signal of a reduced need for 
transportation mobility and accessibility.  Instead, as this 
population becomes more reliant on others for transportation, 
their need for mobility and accessibility options increases. 
 
To meet their mobility needs and to bridge their ‘mobility gap’, 
the elderly often resort to non-motorized, public transportation, 
or carpool options.  With these particular modes of 
transportation, accessibility challenges sometimes arise, such as: 
 

• Limited transit stops 
• Transit stops that are too far from the traveler’s 

origin/destination 

• Infrequent transit service 
• Inconvenient transit service hours 
• Sidewalks/bike paths are not complete (gaps in the 

networks) 
• Low-density activity centers (having low-density activity 

centers often means travelers must make multiple stops 
as their destinations are not located in one area) 

 
These challenges place an undue burden on elderly users, 
causing them to question the necessity of the trip.  
 

Table 7.1  

Census Year Percentage of Hampton Roads 
65+ Population 

1990 9.07% 
2000 10.21% 

2010 11.45% 

Source:  US Census Bureau  
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Note:  Per a National Household Travel Survey (NHTS) in 2001, as individuals age, they tend to become non-drivers, depending 
more on rides from friends and relatives, as well as public transportation and non-motorized modes. 

0%

10%

20%

30%

40%

50%

60%

70%

80%

90%

100%

6-15 16-20 21-25 26-30 31-35 36-40 41-45 46-50 51-55 56-60 61-65 66-70 71-75 76-79 80-84 85+

Po
rt

io
n 

of
 U

S 
Po

pu
la

tio
n 

in
 S

ub
je

ct
 A

ge
 G

ro
up

 

Age 

Driver

Non-Driver

Figure 7.1:  Percent of Non-Driver Population vs. Percent of Driver Population 



 2034 LRTP:  Transportation Challenges| Chapter 7 – Mobility and Accessibility Challenges 
 

7-4 

 

Medical/Functional Mobility and Accessibility 
As the population continues to diversify and age, the number of 
individuals with medical/functional needs also continues to 
increase over time.  According to the Census Bureau, 1 in 5 
individuals have some form of medical/functional need.   
 
Traveling to doctor appointments, grocery stores, or social 
events can prove to be a daunting challenge for individuals with 
medical/functional needs.  Therefore, a portion of this 
population is reliant on non-motorized, transit, and paratransit 
(alternative mode of flexible passenger transportation that does 
not follow fixed routes or schedules) forms of transportation.  
This segment of the population faces some of the same 
accessibility challenges as the elderly.  These challenges and 
limited transportation alternatives can impact the quality of life 
for this group. 

Zero Vehicle Household Mobility and Accessibility 
Whether by economic limitations or by choice, there are 
individuals in Hampton Roads who do not own an automobile 
and therefore, are reliant on alternative modes of transportation.  
In this region, just over 47,000 persons live in zero-vehicle 
households.  Map 7.1 on the following page provides a snapshot 
of the location of the region's non-drivers in zero-vehicle 
households. 
 
For some of these individuals, economic distress limits 
automobile ownership.  The cost of owning, insuring, and 
maintaining an automobile has risen considerably over time; 
these costs have placed owning a vehicle out of reach for this 
segment of the population.  Without the car, economically 
distressed zero-vehicle populations often attempt to reside in 
neighborhoods with a reasonable level of transit availability. 
 
Some individuals who do not own automobiles do so by choice.  
Recent travel trends confirm that younger transportation users 
are more apt to prefer alternative modes of travel over the car.  
Citing the need to be environmentally, economically, and/or 
socially conscious, these individuals prefer walkable, mixed-use 
activity centers with multi-modal transportation options. 
 
      Table 7.2:  Non-Drivers in Hampton Roads, 2000 

By the Numbers, Hampton Roads in 2000  
47,101 Non-Drivers in Zero Vehicle Households 
70,696 Non-Drivers in Households with Vehicles 
117,797 Total regional Non-Drivers 
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Map	7.1:	Zero	Vehicle	Non‐Drivers	in	Hampton	Roads,	2001

LEGEND	

1	Dot	=	10	Non‐Drivers	
Age	18+	in	Zero‐Vehicle	
Households	
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Youth Mobility 
Transportation planning has historically focused on the adult 
transportation user, leaving the youth population 
underrepresented.  In Hampton Roads, over 19% of the regional 
population is comprised of individuals less than 15 years old, or 
driving age.  
 
Table 7.3 

Census Year Percentage of Hampton Roads 
Youth Population 

1990 22.68% 
2000 22.15% 
2010 19.45% 

 
 

Since these children are the future of the region, planning for 
youth transportation will impact not only how they travel today 
(to and from school, the playground, a friend’s house) but also 
plants the seed for how they will travel as an adult on the future 
regional transportation system. 
 
Efforts have recently been made at federal, state, and local levels 
of government to focus more efforts on youth transportation 
planning.  The predominant trip that involves youth in the region 
is to and from school.  The Safe Routes to School program 
encourages partnerships between parents, schools, and 
government to focus on multimodal transportation improvements 
for children traveling to and from school. 
  

• Enable and encourage all children to walk and 
bicycle to school 

• Make bicycling and walking to school safer and 
a more appealing transportation alternative 

• Encourage an active lifestyle from an early age 

• Facilitate the planning, development, and 
implementation of projects and activities that 
improve safety, reduce congestion, fuel 
consumption, and air pollution near schools 

The Safe Routes to School (SRTS) program is the partnership that 
aims to:  
 

Figure 7.2:  Safe Routes to School Program 
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In Virginia, VDOT administers the Safe Routes to School program.  
Regionally, there have been several projects and programs 
implemented for the Safe Routes to School Program.  Table 7.4 
documents the efforts in Hampton Roads enhancing youth 
mobility. 
 

 

Military Mobility  
As stated previously, the Hampton Roads region contains one of 
the largest natural harbors in the world, making the region an 
attractive location for military facilities.  The region’s military 
presence is comprised of the Norfolk Naval Base, the largest in the 
world, and dozens of other military facilities, resulting in more 
than 110,0001 active duty military personnel.  As a result of the 
area’s large military presence, much of the local economy is 
driven by the U.S. Department of Defense (DoD).  According to 
2008 Bureau of Economic Analysis data, Hampton Roads has the 
second highest concentration of military employment in the 
nation behind the San Diego, CA area (Figure 7.3).  
 

  

                                                        
1 United States Joint Forces Command (JFCOM), www.jfcom.mil, January 

2011. 

SRTS Grant 
Recipient School Project 

Description Year 

Portsmouth 
Public Schools 

Park View 
Elementary SRTS program 

implementation 2008 
James Hurst 
Elementary 

Churchland 
Elementary 

Sidewalk, bicycle 
racks, shared-use 
path, signage 

2010 

Virginia Beach 
Public Schools Bayside Middle 

SRTS plan 
development 2008 

Sidewalk and 
pedestrian signal 
upgrades 

2010 

Chesapeake 
Public Schools 

Western Branch 
Intermediate 

Curb extensions, 
pedestrian signal 
upgrades, sidewalk 

2010 

Williamsburg/ 
James City 
County Schools 

James River 
Elementary 

Intersection 
improvements, 
pedestrian signals, 
curb ramp upgrades 

2010 

Source: Virginia Department of Transportation. 

Figure 7.3 – Top 20 U.S. Metro Areas by Military Employment, 2008 
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Efficient military operations require a reliable transportation 
network so that cargo and personnel can be moved as quickly and 
as safely as possible.  Not only does the condition of the Hampton 
Roads transportation network impact the future viability of the 
region as a military hub, it also impacts national security as well. 

Military Transportation Concerns 
Several local military representatives (active and retired) recently 
provided oral2 and written3 statements to the HRTPO Board to 
give their perspective and to express their concerns regarding 
transportation in Hampton Roads.  Some suggested that 
transportation congestion and problems may hinder the ability to 
maintain or bring additional military personnel to the region.  
They stated that local traffic congestion affects every day 
commuting for their military personnel as well as travel times 
between installations during business hours.  Delays at existing 
bridges/tunnels significantly detract from mission performance 
effectiveness and efficiency.  Specific locations mentioned were 
the Midtown Tunnel, Downtown Tunnel, and the Hampton Roads 
Bridge-Tunnel.   
 
According to these military representatives, mobility, which is 
one of their primary keys to success, is currently impeded by 
insufficient local transportation infrastructure.  Specific projects 
being considered for the 2034 LRTP noted to be of importance to 
the military were the I-564 Intermodal Connector, Air Terminal 
Interchange, South Norfolk Jordan Bridge, Midtown Tunnel, 
improved Harbor crossing (i.e. Third Crossing), I-64 corridor 
expansion, and a light rail extension to Naval Station Norfolk.  
Related to transportation mobility, these military representatives 
requested the region consider their ability to respond to a 
military crisis as well as their ability to evacuate in times of 
national defense emergencies or natural disasters.   

                                                        
2 HRTPO Board Meeting, December 16, 2009. 
3 HRTPO Board Meeting - Retreat, February 10, 2010. 

These military representatives also requested consideration of 
time savings associated with high-speed and intercity passenger 
rail service connecting Hampton Roads to Richmond, Washington, 
D.C., and beyond.  For example, a high-speed rail connection 
would allow military personnel and officials to conduct a full day’s 
business in Washington, D.C. without an overnight stay. 
 
Traffic safety is also important to the military as they value all 
service members.  The military representatives expressed 
concern related to traffic congestion’s impact on overall quality of 
life for service members and their dependents.  They stated that 
local service members and their families who are routinely 
impacted by traffic challenges are less likely to spend additional 
tours of duty in Hampton Roads or consider this area for 
retirement.  For this reason, it is important for the HRTPO to plan 
and implement transportation improvement projects that provide 
a safe and efficient transportation network for the military.  
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Figure 7.4 – Projected Growth in Virginia Freight Tonnage,  
2004 to 2035 

Freight Mobility 
Freight transportation influences every aspect of our daily lives 
and keeps our industries competitive in the global economy.  
Given the Internet Age we now live in, people are becoming more 
and more accustomed to buying and receiving goods in a 
convenient and timely fashion.  This expectation and growing 
demand will require better connections and a more efficient 
transportation system.   
 
According to the Federal Highway Administration’s (FHWA) 
Freight Analysis Framework-3 (FAF-3), despite slight declines in 
national freight movement in 2008 and 2009, the overall tonnage 
of goods that will be moved throughout the country for all modes 
is expected to increase 61% between 2010 and 2040.  Within 
Virginia, even larger growth is expected.  By 2035, freight tonnage 
moved in Virginia is projected to increase 115% for trucks, 102% 
by rail, 102% by domestic water, and 100% for non-containerized 
international trades (See Figure 7.4). 

The Panama Canal Expansion will allow larger ships (traveling 
from Asia) which today use West Coast ports to use East Coast 
ports.  This project, which is expected to be complete in 2015, will 
benefit the Port of Virginia since it is the only East Coast port that 
has the capability to support the larger ships utilizing the 
expanded canal.  Some view the new influx of freight as a 
challenge, while others view it as an opportunity. 

Port of Virginia Accessibility 
According to a study done for the Virginia Port Authority, the Port 
of Virginia is one of the largest drivers of the Hampton Roads and 
Virginia economies, contributing to 343,000 jobs throughout the 
state of Virginia.4.  At over 15 million tons of containerized cargo 
annually, the Port of Virginia currently ranks as the third largest 
port on the East Coast of the United States. 

                                                        
4 Economic Impact Study:  Port of Virginia, Compiled by William & Mary 

Mason School of Business, January 2008 
http://portofvirginia.com/media/16804/finalvaeconimpactstudywithcover
.pdf 

Source:  Virginia Statewide Multimodal Freight Study, Phase I (2007). 

Port of Virginia 
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Newport News and Norfolk terminals both have public 
transportation access within a half-mile for the benefit of their 
workers.  Conversely, the Portsmouth and APM Terminals do not 
have reasonable public transportation access to their facilities.  
Similarly to the current scenario with public transportation, 
Newport News and Norfolk terminals have some bicycle and 
pedestrian facility accommodations to facilitate non-motorized 
commuting, whereas the Portsmouth and APM terminals do not 
have these facilities. 

Modal Choices and Constraints 
The current state of the region, highlighted earlier, notes a robust 
and multi-faceted transportation network.  The various 
transportation modes are integrated for the movement of people 
and goods in and through Hampton Roads.  However, there are 
various constraints that impact the modal choices in the regional 
transportation network.  

Roadway Modal Choices and Accessibility 
With over 19,000 lane miles, the regional roadway network 
provides mobility for people and goods across various motorized 
modes.  Cars, trucks, and transit vehicles operate within the 
roadway network.  Looking forward to 2034, in order to meet 
modal mobility demands in the region, network connectivity, 
congestion, and bottlenecks have to be considered. 
 

Bottlenecks 
Bottlenecks are identified as points in the regional transportation 
system where design and/or function limit the flow of traffic.  
Many of the bottlenecks in Hampton Roads involve crossing 
various bodies of water.  The issue is compounded by the need to 
balance the flow of automobile traffic with maritime traffic.  For 
example, the draw bridges across the James, Elizabeth, and York 
rivers open on a regular basis to allow boats to pass through, 
holding up automobile traffic. 
 
Map 7.2 highlights some of the various bottlenecks that can be 
found in the region. 
  

Map 7.2:  Major Chokepoints 
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Congestion Impacts 
Congestion is a major issue in Hampton Roads.  Twelve percent of 
regional roadways are defined as severely congested and another 
20 percent as moderately congested.  As a result of congestion, 
economic considerations from regional businesses and national 
security considerations from the military emerge; deliberating 
whether to locate, expand, or even continue business/operations 
in the region. 
 
For the average citizen, congestion has the potential to erode 
quality of life and job access.  Congestions can limit employment 
opportunities and living arrangements.  Regional commuters start 
to find themselves spending more time behind the wheel 
traveling to destinations, rather than engaging in activities at 
those destinations. 

Transit Modal Choices and Accessibility 
Public transportation in Hampton Roads consists of the bus, ferry, 
and light rail.  As mentioned in Chapter 2, the regional transit 
nework has two transit providers (HRT and WATA) that oversee a 
network of approximately 3,400 bus stops, two ferry terminals, 
and 11 light rail stops.   
 
The Brookings Institute released a report in 2011, highlighting 
the "supply side" of transit, transit's potential effectiveness in 
serving workers and employers, and accessibility of workers to 
jobs via public transportation. Within the report, it was identified 
that the regional public transportation system provides 67.1 
percent of the regional working age population transit coverage 
within three-quarters of a mile of their place of residence.  This 
ranked Hampton Roads 42nd among the 100 largest Metropolitan 
Statistical Areas (MSAs) in terms of transit coverage. 

Service Coverage 
In general, public transportation planners accept a half mile as an 
acceptable walking distance5.  Assessing the current transit stop 
coverage across the region by area, only 15 percent of Hampton 
Roads is within a half mile of a transit stop.  When assessing the 
current transit stop coverage across the region by total 
population, 59 percent of Hampton Roads is within a half-mile of 
a transit stop, as of 2009.  Table 7.5 and Map 7.3 detail transit 
stop coverage across the region. 
 

                                                        
5 Wu, C., & Murray, A. T. (2005). Optimizing Public Transit Quality and 

System Access 
 

Locality Half-Mile Transit  
Area Coverage  

Half-Mile Transit 
Population Coverage 

Chesapeake 10% 42% 
Gloucester County* <1% <1% 
Hampton 67% 82% 
Isle of Wight County* <1% <1% 
James City County 18% 36% 
Newport News 55% 71% 
Norfolk 87% 95% 
Poquoson* <1% <1% 
Portsmouth 55% 71% 
Suffolk 4% 22% 
Virginia Beach 26% 57% 
Williamsburg 81% 90% 
York County 9% 11% 
Hampton Roads Region 15% 59% 
*No Fixed-Route Transit Service 

Table 7.5: Half-Mile  Transit Stop Coverage 
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1	dot	=	200	persons	
Yellow	area	=	half	mile	area	
coverage	

Map	7.3:		Half‐Mile	Transit	Stop	Coverage,	2009
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Service Frequency 
For the transit user, once they are at the transit stop, the concern 
of using the transit system turns to the question of when the next 
bus/train will come and how long is the service running.  With 
approximately 90 bus routes in the combined public 
transportation system of Hampton Roads, the average peak hour 
(most congested hour of the day) service frequency is 16.6 
minutes, ranking 69th among the 100 largest MSAs6.  As the 
frequency between buses decreases (more time between buses), 
the likelihood of transit users switching to other modes of 
transportation increases. 
 
Service hours vary depending on the transit route.  For certain 
routes, public transit operates within the extent of the transit 
provider's operating hours, while other routes only run a portion 
of the day (i.e. peak service hours only, start service late, or end 
service early in the day).  Limited resources and service demand 

                                                        
6 Source: Brookings Institution (2011). Missed Opportunity: Transit and 

Jobs in Metropolitan America. 

prevent the provision of service on all routes for the entire 
service day.  As a result, transit dependent riders are generally 
less likely to travel to destinations where routes do not operate 
for the entire day. 

Non-motorized Modal Choices and Accessibility 
In the Hampton Roads region, there are over 400 miles of bicycle 
facilities, and countless additional sidewalk miles for non-
motorized mobility needs.  Within the network, issues such as 
network gaps, safety and security, and support facilities reduce 
the accessibility of non-motorized modes of transportation. 

Network Gaps 
In Hampton Roads, not all 
bicycle and pedestrian facilities 
are inter-connected, nor do 
they always connect to activity 
centers.  Due to varying 
standards in community 
development, certain bicycle 
and pedestrian facilities in the 
region are built only to the 
limits of the development as 
required or designed, and are 
not connected to the non-
motorized network.  The 
challenge moving forward will 
be in addressing these network gaps, not only within localities, 
but also across jurisdictional boundaries. 
  

HRT Bus 
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Pedestrian/Cyclist Safety and Security 
For non-motorized travelers to use a bikeway or a sidewalk, 
there should be an assurance that they will be able to travel 
safely and securely.  From a safety point of view, pedestrians can 
encounter conflicts with other modes of transportation in a 
variety of ways, including: 
 

• Lack of sidewalks 
• Lack of buffer/protection from other modes of motorized 

transportation 
• Lack of ‘safety island’ on wide streets 
• Poorly maintained facilities 

 

For a cyclist, safety conflicts can arise from: 
 

• Lack of dedicated operating space (whether by a 
separate facility or extra wide roadway lanes) 

• Lack of buffer/protection from other modes of 
motorized transportation 

• Lack of curb cuts 
• Poorly maintained facilities 

 
Non-motorized travelers limit their travel if the bicycle or 
pedestrian facility does not feel safe and/or secure. 
 
 
 

  
Hampton Roads 
Road/Cyclist Crashes 

Number of Incidents 
(2008-2010) 

% of State 
Total 

Crashes 299 28.1% 
Injuries 295 32.4% 
Fatalities 4 25.0% 

Hampton Roads 
Road/Pedestrian Crashes 

Number of Incidents 
(2008-2010) 

% of State 
Total 

Crashes 989 25.3% 
Injuries 1013 25.7% 
Fatalities 32 16.8% 

Table 7.7 

Table 7.6 

Bicyclist on Shore Drive 
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Rail Modal Choices and Accessibility 
Rail transportation is a critical component to the Hampton Roads 
transportation network.  With the predominant aim of 
transporting goods to and from the Port of Virginia, regional rail 
is interconnected to provide maximum goods movement.  
Additionally, the rail network provides intercity passenger rail 
service connectivity with the rest of America. 
 
The regional rail system is owned, operated, and maintained by 
private freight railroad companies.  The majority of the system is 
single-tracked, operating similarly to a two-lane roadway.  
Because of the single-track rail system, bottlenecks occur at rail 
junctions, as well as cause congestion-related delay between 
trains.  In addition, limited resources have prevented rail lines 
from crossing the Hampton Roads Harbor, further constraining 
regional rail connectivity. 

Passenger Rail Challenges on a Freight Rail System 
Passenger rail in Hampton Roads currently operates on an 
Amtrak Corridor (from Richmond to Williamsburg to Newport 
News) along the I-64/CSX freight railway.  Due to the single-
track rail system and associated bottlenecks prevalent in the 
region, passenger rail has to often endure significant delay.  The 
bottlenecks result from conflicts between freight and passenger 

rail traffic on segments of the corridor with no option of a third 
track. 

Rail Crossing Safety 
The regional roadway network has over 500 rail crossings, of 
which approximately 85 percent are at-grade crossings (no 
separation between roadway and railroad tracks) 7.  These rail 
crossings can present potential safety and operations issues.  In 
the past decade, various crossing improvements and grade 
separation projects have reduced the number of rail crossing 
crashes.  Table 7.8 notes the crash history at road/rail crossings 
in Hampton Roads in the past decade, as well as the trend from 
the prior decade.  
 
For highly traveled corridors such as interstates and major 
arterials, grade separation treatment of the crossing is 
considered, and is evident in nearly fifteen percent of the 
regional rail crossings.8  By separating the grade in the rail and 
road crossing, conflict-free traffic operations is possible, which in 
turn, reduces the number of roadway crashes at rail crossings.  
For other highly traveled rail grade crossings with no grade 
separation, roadway and rail signal and signage demarcate the 
crossings and temporarily impede roadway traffic as rail traffic 
traverses the crossing.  

                                                        
7 FRA, Office of Safety Analysis (2011) 
8 FRA, Office of Safety Analysis (2011) 

Hampton Roads 
Road/Rail 
Crashes 

Number of 
Incidents 

(2001-2010) 

% of State 
Total 

% Drop from 
Past Decade 

Crashes 96 21.3% 40.4% 
Injuries 21 14.9% 76.7% 
Fatalities 3 13.6% 62.5% 
Source:  Virginia DMV 

Table 7.8 
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Reliability Challenges
Having a reliable transportation system is vital to a community.  
A strong and reliable transportation system efficiently moves 
goods to markets, people to work, children to school, and even 
consumers to the grocery store.  In addition, the transportation 
network also provides a critical means of mobility for the region 
during emergencies.  Therefore, it is essential to keep the 
network in a state of good repair.   

Aging Infrastructure 
As America ages, the condition of its infrastructure is becoming 
more of an issue.  In many areas, roadways are crumbling, 
bridges are falling into disrepair, and transit vehicles are 
operated beyond their useful life.  According to the American 
Society of Civil Engineers, $2.3 trillion is needed to maintain the 
aviation, road, bridge, waterway, rail, and public transportation 
systems throughout the country over the next five years, of 
which $1.4 trillion is unfunded.  Aging infrastructure is an issue 
in Hampton Roads as well.  Many roadways throughout the 
region were not built to today's standards, and the condition of 
other roadways is poor.  Regional bridges and tunnels are aging 
as well, with two important water crossings being closed in 
recent years (Kings Highway Bridge and the Jordan Bridge). 
 
Looking towards the future of the regional transportation 
network, stakeholders will have to assess the condition of 
existing infrastructure, how much farther the existing 
infrastructure's lifespan can be extended, and what investments 
will be needed to maintain system operations.  Since Hampton 
Roads and Virginia must devote funds for the operation and 

maintenance of the existing transportation infrastructure before 
funding new projects, this will impact the amount of new 
transportation infrastructure that can be constructed.    

Closed Kings Highway Bridge 
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Roadway Infrastructure Conditions 
Nearly a quarter of all major roadways in Hampton Roads have 
pavement that is in poor condition.  This information comes from 
the Urban Roads Report, which is regularly released by The Road 
Information Program (TRIP), an organization that researches, 
evaluates, and distributes economic and technical data on 
surface transportation issues. 
 
In Hampton Roads, 23 percent of major roadways had pavement 
that was in poor condition in 2008 according to TRIP.  Thirty two 
percent of Hampton Roads roadways were rated as mediocre, 22 
percent were rated as fair, and only 24 percent were rated as 
good.  These percentages changed very little between 2000 and 
2008, with the percentage of pavement in poor condition in 
Hampton Roads remaining between 22 percent and 25 percent 
of all major roadways.  Among 35 large metropolitan areas with 
populations between one and three million people, Hampton 
Roads ranked 12th highest in terms of the percentage of regional 
roadways with pavement in poor condition in 2008. 
 
The substandard condition of pavement has a cost to users as 
well, including:  additional vehicle and tire repairs, higher fuel 
consumption, and additional vehicle depreciation.  TRIP 
estimates that driving on roads in substandard condition cost 
each driver in Hampton Roads an additional $429 in 2008.  This 
is slightly higher than TRIP's national average of $402. 
 

Bridge & Tunnel Infrastructure Conditions 
Water divides Hampton Roads into many sub-regions, making 
bridges and tunnels the most critical part of the transportation 
network.  In fact, Hampton Roads has more lane-miles of bridges 
than all other metropolitan areas in Virginia and most other 
metropolitan areas throughout the country. 
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Figure 8.1 - Pavement Condition in Hampton Roads, 2000-2008 
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Regional Bridges 
There are 1,214 roadway bridges1 in Hampton Roads, ranging 
from culverts across small streams to the long spans across the 
Hampton Roads Harbor.  Many of these bridges are aging; the 
median age of bridges in Hampton Roads is 36 years, and one out 
of every five bridges in the region is at least 50 years old.  As 
mentioned previously, two bridges in the region, the Kings 
Highway Bridge and Jordan Bridge2, were closed in recent years 
due to their deteriorated condition. 
 
All bridges in Hampton Roads are inspected at least once every 
two years by qualified inspection teams.  Based on these 
inspections, bridges may be classified as "structurally deficient" 
or "functionally obsolete." 
 

                                                        
1 Bridges are defined by the National Bridge Inventory as any structure that 

carries or spans vehicular traffic on a public roadway and has a length of more 
than 20 feet.  Bridges less than or equal to 20 feet in length are not included in 
these statistics, nor are bridges on military bases and private property. 

2 The Jordan Bridge is currently under construction and slated for reopening in 
2012. 

Structurally deficient bridges are structures with elements that 
need to be monitored and/or repaired.  They typically require 
maintenance and repair and eventually need to be rehabilitated 
or replaced to address deficiencies. Structurally deficient 
bridges, however, are not necessarily unsafe, and bridge 
inspectors close or impose limits on any bridge that is unsafe. 
 
Functionally obsolete bridges are structures that were built to 
standards that are no longer used today. These bridges have 
narrow lanes, no shoulders, low vertical clearances, difficult 
approaches, or may occasionally be flooded. 
 
To limit confusion, bridges cannot be classified as both 
structurally deficient and functionally obsolete.  Instead, 
structures that could be classified as both are classified as 
structurally deficient (this being the more severe of the two 
classifications).   Of the 1,214 bridges in Hampton Roads, 77 

Sources:  VDOT, FHWA.  Data as of August 2011. 

Figure 8.2 - Bridges in Hampton Roads by Year Built 

Coleman Bridge 
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bridges (7 percent) are classified as structurally deficient as of 
August 2011 (Figure 8.3).  These 77 bridges are shown in Table 
8.1 on the following page.  Another 271 bridges (22 percent) in 
Hampton Roads are classified as functionally obsolete.  
Combined, 348 bridges, or 29 percent of all bridges in Hampton 
Roads, are deficient. 
 

Compared to other metropolitan areas, the percentage of 
structurally deficient bridges in Hampton Roads is not high.  
Hampton Roads had the 25th highest percentage of structurally 
deficient bridges among 35 large metropolitan areas with 
populations between one and three million people as of August 
2009.  Hampton Roads ranks much higher; however, in terms of 
functionally obsolete bridges.  Hampton Roads ranked 7th 
highest among the 35 large metropolitan areas in terms of the 
percentage of functionally obsolete bridges in August 2009. 
 

Structurally 
Deficient
77 bridges

7%

Functionally 
Obsolete

271 bridges
22%

Non Deficient
866 bridges

71%

 

Sources:  VDOT, FHWA.  Data as of August 2011. 

Figure 8.3 - Deficient Bridges in Hampton Roads  

James River Bridge 
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FEDERAL 
BRIDGE 

NUMBER

ROUTE 
NUMBER

FACILITY CROSSING
YEAR 
BUILT

CHESAPEAKE
21879 166 22nd St Seaboard Ave & N/S Railway 1938
21802 Beaver Dam Rd Drainage Ditch 1973
21811 Bells Mill Rd Mill Creek 1974
21797 Centerville Tpke Chesapeake & Albemarle Canal 1955
21799 Indian Creek Rd Indian Creek 1972
21827 13 Military Hwy Bainbridge Blvd & N/S Railway 1948
21830 13 Military Hwy N/S Railway 1938
21829 13 Military Hwy Southern Branch Elizabeth River 1938
21937 460 Military Hwy Ramp Bainbridge Blvd 1948

GLOUCESTER
8552 662 Allmondsville Rd Fox Creek 1937
8535 602 Burke's Pond Rd Burkes Pond 1940
8545 627 Cunningham Ln Wilson Creek 1963
8533 198 Dutton Rd Harpers Creek 1941
8538 610 Old Pinetta Rd Coffee Creek 1960
10588 14 Route 14 Porpotank Creek 1938
8548 641 Tidemill Rd Northwest Branch Sarah Creek 1974

HAMPTON
20294 Bridge St Salters Creek 1934
20352 64 I-64 EB HRBT Hampton Roads Harbor 1974
20366 167 LaSalle Avenue Tide Mill Creek 1965
20296 Power Plant Pkwy I-664 1983

ISLE OF WIGHT
10365 58 Carrsville Hwy Rte 632 & CSX Railway 1936
10371 258 Courthouse Hwy Champion Swamp 1932
10424 644 Fire Tower Rd Pope Swamp 1948
10427 646 Garrison Rd Burnt Mill Swamp 1945
10443 691 Jamestown Ln CSX & N/S Railway 1938
10414 637 Jones Town Dr Rattlesnake Swamp 1945
10402 621 Mill Swamp Rd Passenger Swamp 1945
10415 637 Orbit Rd Great Swamp Branch 1945
10438 680 Stalling Creek Rd Stallings Creek 1952
29488 662 Whippingham Parkway Ragged Island Creek 1970

JAMES CITY
24057 31 Jamestown Rd James River Ferry 1994
10476 31 Jamestown Rd Powhatan Creek 1957

NEWPORT NEWS
20727 173 Denbigh Blvd I-64 and CSX Railway 1965
20679 60 Warwick Blvd Lake Maury 1931

NORFOLK
20805 58 Brambleton Ave WB Hampton Blvd 1962
21039 460 Granby St Mason Creek 1936
20856 64 I-64 EB On Ramp Northampton Blvd 1967
20939 168 Tidewater Dr N/S Railway 1960

FEDERAL 
BRIDGE 

NUMBER

ROUTE 
NUMBER

FACILITY CROSSING
YEAR 
BUILT

PORTSMOUTH
21199 17 High St Western Branch Elizabeth River 1951
21217 239 Victory Blvd Paradise Creek 1944

SOUTHAMPTON
17785 615 Adams Grove Rd Browns Branch 1932
17821 640 Berea Church Rd Branch 1932
17841 653 Carys Bridge Rd Nottoway River 1954
17854 665 Cross Keys Rd Deal Swamp 1975
17865 671 General Thomas Hwy Nottoway River 1960
17812 634 Indian Branch Ln Indian Branch 1932
9139 730 Low Ground Rd Meherrin River 1953
17773 609 Meherrin Rd Branch 1979
17724 35 Route 35 Nottoway River 1929
17727 35 Route 35 Tarrara Creek 1946
17729 58 Route 58 EB Nottoway Swamp 1930
17755 189 Route 189 Blackwater River 1940
17853 663 The Hall Rd Flat Swamp 1968
17757 308 Three Creek Rd Three Creek 1948
17826 645 Trinity Church Rd Indian Branch 1932
17813 635 Tucker Swamp Rd N/S Railway 1915
17849 659 Vicks Millpond Rd Flat Swamp 1932
17855 665 White Meadow Road Tarrara Creek 1974

SUFFOLK
22027 32 Carolina Rd Cypress Swamp 1924
22121 639 Lake Cahoon Rd N/S Railway 1962
22137 660 Longstreet Ln Somerton Creek 1968
22132 643 Manning Bridge Rd Stream 1945
22111 616 Mineral Springs Rd Jones Swamp 1955
22091 337 Nansemond Pkwy Beamons Mill Pond 1920
22151 669 Robbie Rd Mill Swamp 1955
22107 608 Simons Dr Cohoon Creek 1945
22159 688 Turlington Rd Kilby Creek Spillway 1957

SURRY
18187 604 Goodrich Fork Rd Terrapin Swamp 1932
18304 603 Three Bridges Rd Blackwater River 1932

VIRGINIA BEACH
22239 264 I-264 First Colonial Rd 1967
22228 264 I-264 Lynnhaven Pkwy 1967
22224 264 I-264 Rosemont Rd 1967
22252 58 Laskin Rd Linkhorn Bay 1938
22260 60 Shore Drive EB Lynnhaven Inlet 1958
22264 60 Shore Drive WB Lynnhaven Inlet 1967
22187 S Lynnhaven Rd London Bridge Creek 1966

YORK
Yorktown Tour Rd Beaverdam Creek 1975

Sources:  VDOT, FHWA.  Data as of August 2011. 

Table 8.1 - Structurally Deficient Bridges in Hampton Roads  
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Regional Tunnels 
There are five underwater tunnel complexes in Hampton Roads:  
the Downtown Tunnel (I-264), Midtown Tunnel (US 58), 
Hampton Roads Bridge-Tunnel (I-64), Monitor-Merrimac 
Memorial Bridge-Tunnel (I-664), and the Chesapeake Bay 
Bridge-Tunnel (US 13). 
 
Keeping these important structures in operation is critical.  The 
traffic problems which followed events such as the flooding of 
the Midtown Tunnel during Hurricane Isabel in 2003 and a burst 
pipe closing the westbound Hampton Roads Bridge-Tunnel for 
many hours in 2009 confirm this.  This is complicated by the fact 
that the average age of the underwater tunnels in Hampton 
Roads is 42 years.  The oldest tunnels in the region, the 
westbound Downtown Tunnel and the westbound Hampton 
Roads Bridge-Tunnel are over 50 years old. 
 
All tunnels in Hampton Roads are inspected regularly by 
qualified inspectors, and VDOT engages in a continual operations 
and maintenance program.  The regional tunnel maintenance 
and operations program includes maintaining and replacing 
safety and operation systems such as fire suppressant, flood 
prevention, and drainage systems; replacing tunnel roof panels; 
upgrading lighting; and improving pavement/structural 
components. 

Other Infrastructure Conditions 

Pedestrian and Bicycle Infrastructure 
The bikeway and pedestrian network infrastructure condition is 
difficult to assess, with no region-wide inventory of this network 
available.  Many of the bikeways in Hampton Roads have been 
constructed in recent years and would be expected to be in good 
condition.  It is expected that newer activity centers would 
include sidewalks in good condition, per recent local and state 
guidelines.  The pedestrian network in older urban cores has 
varied conditions, based on when the facility was built. 

Rail Infrastructure Conditions 
The regional rail network on which freight and passenger rail 
operations are conducted is maintained by private freight rail 
companies, and as such, information regarding the condition of 
rail infrastructure is largely private.  However, in many cases, 
both public and private money, are used to improve rail 
infrastructure.  
 
As freight and passenger rail demands increase in Hampton 
Roads, various rail infrastructure issues will need to be 
addressed.  Among these issues are deferred maintenance (acute 
among shortline rail carriers), increasing wear and tear from 
heavier rail cars, growth in freight movements, increased 
passenger traffic on shared highway and rail corridors, and 
denser development. 
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Source:  HRPDC 

Figure 8.4:  Critical Hazard Risk Assessment in Hampton Roads  Security and Critical Infrastructure Protection 
Hampton Roads is vulnerable to potentially catastrophic events 
including hurricanes, flooding, and even terrorism.  If any of 
these events were to occur, a reliable transportation system will 
be crucial in evacuation scenarios and disaster response.   
 
However, due to the physical constraints of the region, 
transportation options are limited.  Construction and 
maintenance costs associated with water crossings are 
extremely expensive; therefore, in order to make efficicient use 
of financial and environmental resources, the region maintains 
only necesasary crossings.  As a consequence, if a facility shuts 
down or experiences reduced service, remaining facilities, which 
are already working at maximum capacity, will be further 
compromised. This would complicate any needed evacuation 
plans or disaster response.  In addition to these immediate 
transportation impacts, a shutdown of our system can also cause 
cascading disruptions to other sectors such as:  the economy 
(including loss of wages), goods movement (including the Port of 
Virginia), and emergency response. 
 
To further highlight the importance of a reliable transportaton 
system, Hampton Roads is home to the largest naval base in the 
world.  A compromised transportation system can negatively 
impact the military’s ability to carry out its mission or respond to 
a national security threat. 
 
Figure 8.4 highlights the various hazards to Hampton Roads, of 
which several can impact transportation.  Within the listing, 
hazards are categorized by risk (likelihood of the hazard 
occurring in the region. 

 
 
 
 

CRITICAL HAZARD -  
HIGH RISK 

Hurricanes and Tropical Storms 
Winter Storms and Nor'easters 

Sea Level Rise and Land Subsidence 
Floods (100-Year) 

CRITICAL HAZARD - 
MODERATE RISK 

Hazardous Materials Incidents 
Tornadoes 

Severe Thunderstorms and Hail 
Lightning 

Floods (Storm Surge) 
Tsunamis 

NONCRITICAL HAZARD - 
LOW RISK 

Urban Fires 
Wildfires 
Droughts 

Dam Failures 
Shoreline Erosion 

Earthquakes 
Extreme Heat 

Mosquito Borne Diseases 
Terrorism 

Biological Threats 
Radiological Threats 
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CARMAGEDDON:  A traffic nightmare in Hampton Roads, July 2, 2009 
 
On July 2, 2009, several incidents around our region’s water crossings led to a traffic 
nightmare for residents and visitors alike.  This event, referred to by local newspapers 
as “Carmageddon,” included either the closure of or severe delays at several of the 
region’s critical water crossings, including the Hampton Roads Bridge-Tunnel (HRBT), 
the High Rise Bridge, the Monitor Merrimac Memorial Bridge-Tunnel (MMMBT), the 
James River Bridge (JRB), the Chesapeake Bay Bridge-Tunnel (CBBT), and roadways 
between the two Elizabeth River tunnels (Downtown Tunnel and Midtown Tunnel).   
 
At the HRBT, an eight-inch portion of the fire water main that runs underneath the 
roadway surface in the tunnel burst, causing approximately 2 million gallons of water 
to flow into the duct and chamber located beneath the roadway surface of the tunnel.  
Consequently, the westbound tunnel was shut down so crews could pump out the 
water. 
 
Normally, when one water crossing shuts down, travelers simply detour to another 
water crossing.  However, on this particular day, options were limited for travelers.  In 
addition to the west bound closure of the HRBT, there were three Berkeley Bridge 
openings, a one-car accident on the High Rise Bridge, and a three-car accident in the 
northbound tunnel of the MMMBT.  To further complicate matters, a power line fell at 
the south entrance to the JRB and a tractor trailer overturned on the CBBT and 
movement between the two Elizabeth River tunnels was slowed by the closing of 
Waterside Drive in the City of Norfolk for the opening of Harbor Fest. 
 
A system failure of this nature, although rare, exposes the region’s vulnerabilities and 
lack of mobility options.  In order to properly address potential evacuation scenarios, 
disaster response mitigation will need to take into account the region’s unique 
geographical challenges in developing a more reliable, safe, and efficient regional 
transportation system. 
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Environmental Challenges
Hampton Roads is home to many natural resources, including 
woodlands, wetlands, rivers, and shorelines.  These resources 
provide both economic and environmental benefits as tourist 
attractions, recreational areas for residents, and habitat for 
wildlife and marine life.  Protecting and preserving these 
resources while balancing them with growth is a key strategy for 
promoting sustainable regional growth and development.   
 
Challenges that Hampton Roads will face in protecting these 
resources include:  maintaining water and air quality, protecting 
sensitive areas, and adjusting to the impacts of climate change on 
the region.  These issues will place particular stress on the 
planning, construction, maintenance, and operation of 
transportation infrastructure and services in the region.  

Water Quality  
Hampton Roads is defined by its relationship to the water.  
Industrial facilities such as shipyards and ports line the Elizabeth 
and James Rivers, while military facilities are found along every 
major shoreline in the region.  Tourism, a major economic sector 
in the region, relies largely on the oceanfront and rivers 
throughout the area to act as magnets for visitors.  The region also 
has strong cultural and economic ties to water-based industries 
such as oyster harvesting, fishing, and crabbing.  Water quality can 
be impacted by excessive nutrient and sediment runoff caused by 
development and construction; therefore, runoff must be 
monitored and its negative impacts minimized. 
 
Transportation is a key contributor to water quality issues 
because it can increase nutrients to water bodies in multiple ways.  
Construction of roadways generates sediment runoff that delivers 
nutrients to nearby waterbodies.  Debris and oil deposited on 
roadways are also delivered to waterbodies during rain events.  
Additionally, motor vehicles that travel the roadways release 
nitrogen into the air through tailpipe emissions; this nitrogen then 
falls to the ground or directly enters waterbodies with 
precipitation. 
  



2034 LRTP:  Transportation Challenges| Chapter 9 – Environmental Challenges  
 

9-2 

 

Air Quality 
Maintaining clean air in Hampton Roads is an important issue as 
air quality affects the health and well-being of residents, workers, 
and visitors in the region.  Air pollution can irritate the eyes, nose, 
and throat; it can even trigger respiratory problems.  Air pollution 
can also damage both the natural environment (trees, plants, 
crops) and the built environment (buildings, bridges, monuments)  
 
Exhaust fumes from motor vehicles are responsible for 
contributing to greenhouse gases1 that erode regional air quality.  
To address this issue, Congress amended the Clean Air Act in 1990 
to require “transportation conformity” of all regional 
transportation plans.  In other words, transportation projects 
must be consistent with state air quality goals.  More importantly, 
transportation projects cannot contribute to new air pollution 
violations.  Transportation Conformity will be discussed in further 
detail in Chapter 19.  

                                                        
1 Greenhouse gases include carbon monoxide (CO), nitrogen dioxide (NO2), 

sulfur dioxide (SO2), nitrogen oxides (NOx), and ozone (VOC). 

Climate Change 
Climate change presents a long-term challenge with the potential 
to negatively affect the region’s infrastructure, economy, 
population, and environment.  In 2009, the U.S. Global Change 
Research Program2 released Global Climate Change Impacts in the 
United States, a summary of the causes, effects, and impacts of 
climate change.  The report found that climate change, caused 
primarily by the burning of fossil fuels, is already occurring, 
resulting in higher temperatures, increased precipitation, and 
rising sea levels.3 

Environmentally Sensitive Lands 
Maintaining the quality of environmentally sensitive lands is an 
important part of the region’s overall natural resource 
conservation strategy.  However, new construction and 
development can stress or harm these areas.  Transportation 
infrastructure, in particular, can have large impacts on where and 
how development occurs in the region, and how this development 
can impact environmentally sensitive lands. 

                                                        
 
3 Global Climate Change Impacts in the United States, Thomas R. Karl, Jerry 

M. Melillo, and Thomas C. Peterson, (eds.). Cambridge University Press, 
2009. 

Newport News Shipyard 
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Sea Level Rise
According to the Virginia Governor’s Commission on Climate 
Change Final Report:  A Climate Change Action Plan4, sea level rise 
poses a serious threat to transportation infrastructure, such as 
roads, railways, and ports in vulnerable areas and could have the 
greatest impacts on transportation facilities in Virginia.  Some 
coastal areas may be permanently inundated, while others may be 
exposed to regular tidal flooding.   
 
Sea level rise has been documented in Hampton Roads by direct 
observation for over 80 years.5  Some roads in the region are 
already rendered unusable during storm events or higher tides.  
Sea level rise could increase the frequency of road or bridge 
closings due to either tidal or storm flooding.  Hampton Roads is 
currently vulnerable to extensive flooding during hurricanes and 
Nor’easters.  A study by the Hampton Roads Planning District 
Commission found that nearly five hundred miles of roads in the 
region are vulnerable to flooding during Category 1 hurricanes.6 
  

                                                        
4 The Governor’s Commission on Climate Change Final Report:  A Climate 

Change Action Plan, 2008, 
http://www.deq.virginia.gov/info/climatechange.html 

5 The National Oceanic and Atmospheric Administration has maintained a 
tidal gauge at Sewell’s Point in Norfolk, VA since 1927. See 
tidesandcurrents.noaa.gov 

6 Climate Change in Hampton Roads Phase II: Storm Surge Vulnerability and 
Public Outreach, Hampton Roads Planning District Commission, 2011, 
http://www.hrpdcva.gov/Documents/Phys%20Planning/2011/HRPDC_Clim
ateChange2010_FINAL.PDF  

Map 9.1: Sea Level Rise Vulnerability in Hampton Roads 

Flooding in Portsmouth 

www.deq.virginia.gov/info/climatechange.html
www.hrpdcva.gov/Documents/Phys%20Planning/2011/HRPDC_ClimateChange2010_FINAL.PDF
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Land Use and Transportation 
Land use and transportation planning are directly correlated and 
interdependent.  Roadways, railroad corridors, airport locations, 
and waterways influence land development patterns, while the 
distribution and types of land uses affect transportation systems 
and mobility options. 
 
Up to this point, the challenges presented in this section discuss 
how transportation either impacts or is impacted by the 
environment.  Land use alone is not necessarily an environmental 
challenge.  The real challenge is better integration of land use and 
transportation planning; a lack of integrated planning can have 
environmental implications. 
 

From a transportation perspective, growth itself is not the issue; 
instead, where and how growth will occur is the critical 
component.  In other words, the type and distribution of growth 
impacts the transportation system differently.  Since the 
relationship between land use and transportation planning is 
integral, better coordination between the two planning 
perspectives will help to minimize impacts to the environment. 
 
The key challenge moving forward will be to better integrate land 
use and transportation planning.  New federal programs and 
policies are now strongly encouraging multidisciplinary and 
coordinated approaches to development.  This improved 
integrated planning will help maximize benefits of development 
while minimizing the negative impacts to the region’s natural and 
financial resources; in essence, helping the region to get the most 
‘bang for its buck.’ 
 

Air Quality Environmentally Sensitive Lands 

Our Region 
Figure 9.1: Land Use and Transportation Impacts in Hampton Roads 



2034 LRTP:  Transportation Challenges| Chapter 10 – Financial Challenges  
 

10-1 

 

Financial Challenges
As with the rest of the nation, the Hampton Roads region has 
experienced major impacts from the December 2007 recession.  
The housing market continues to struggle with lower home 
values, increased foreclosures, and an abnormally large 
inventory of homes.  Gasoline prices remain high, averaging 
between $3.00 and $4.00 per gallon.  Regional unemployment 
has increased as a result of the recession and major employers, 
including Ford Motor Company and International Paper, closed 
their Hampton Roads facilities. 
 
This economic strain has compounded the already present 
shortfalls in transportation funding.  Limited traditional 
transportation revenue, the uncertainty of a dedicated 
transportation funding stream at the national level, and the lack 
of said stream at the state level have resulted in a bleak financial 
forecast for transportation. 

National Transportation Funding Challenges 
Part of the funding for the Hampton Roads transportation 
network originates at the Federal level.  Federal transportation 
funding, administered by the US Department of Transportation, 
is generated from user fees – motor fuel and motor vehicle taxes 
– applied nationally and distributed to states and transit 
agencies by formula.  Since 1956, these taxes have been allocated 
to the Highway Trust Fund (HTF), a fund dedicated to the 
maintenance, improvement, and expansion of the national 
transportation system. 
 
The U.S. Congress has provided continuing authorization of the 
HTF via various multi-year transportation reauthorization bills.  
Presently, the Safe, Accountable, Flexible, Efficient Transportation 

Equity Act: A Legacy for Users (SAFETEA-LU) is the authorization 
that governs the Nation’s federal surface transportation funding.  
Authorized in August 2005, SAFETEA-LU represents the largest 
surface transportation investment in our Nation's history and 
provides funding totaling $244.1 billion for the interstate 
highway system, transit systems, bicycle and pedestrian 
facilities, and freight rail operations.  SAFETEA-LU was originally 
set to expire on September 30, 2009, but has been extended 
multiple times as Congress continues to deliberate on a new 
surface transportation reauthorization bill.  
 
The most difficult issue to be considered by policymakers during 
reauthorization is how to finance transportation into the future 
while maintaining fiscal stability.  The HTF and the revenue 
sources that support it have been reliable mechanisms for 
financing highway and transit programs for five decades; 
however, with technological advancements in the auto industry, 
more fuel efficient cars are being developed.  As a result, these 
more efficient cars consume less fuel and therefore, less fuel tax 
is collected.  Consequently, fuel taxes, which currently provide 
most of the revenue for surface transportation, are unlikely to 
continue to provide a stable and lasting foundation to improve 
and maintain the Nation’s highway system.  This decline in fuel 
tax collection contrasts with a steady increase in the vehicle 
miles traveled on the national roadway system, which is 
expediting wear and tear.  With increasing maintenance and a 
shrinking HTF, the traditional transportation funding system is 
moving in an unsustainable direction.  This challenge dominates 
transportation debates not only in Washington, but in state 
capitals across the country, including Richmond. 
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State Transportation Funding Challenges 
Virginia operates and maintains the nation’s third largest 
highway system, which includes: 
 

• 57,867 miles of highway 
• More than 12,000 bridges 
• Four underwater crossings 
• Two mountain tunnels 
• Three toll roads 
• One toll bridge 
• Four ferry services 
• Forty-one safety rest areas 
• Over 100 commuter parking lots 

A separate system includes 10,561 miles of urban streets that 
are maintained by cities and towns with the help of state funds. 
 
Funding for VDOT’s activities is derived from several revenue 
sources – the largest being Federal.  The majority of the state’s 
transportation revenues are generated from taxes and user fees.  
Virginia regulations require the allocation of transportation 
revenues primarily from two funds, each designated for specific 
purposes: the Highway Maintenance and Operating Fund 
(HMOF) and the Transportation Trust Fund (TTF).  The HMOF 
disburses funding for transportation maintenance projects and 
the TTF provides funding for transportation capital 
improvements (construction projects). 
 
Virginia law requires VDOT to fully fund maintenance and 
operations before funding the construction of any new 
infrastructure.  Historically, Virginia’s transportation revenues 
have provided sufficient funds to meet maintenance needs while 
allowing residual funds to be transferred to the TTF construction  
  

Figure 10.1:  Sources of Transportation Revenues in Virginia 

95% of all transportation revenues are generated primarily from motor fuel 
taxes and user fees at the State and Federal levels. 

 State Taxes and User Fees  
 Gas Tax (17.5 cents per gallon)  
 HMOF 14.85 cents  
 TTF 2.5 cents  
 DMV 0.15 cents  
 Every 1 cent generates $48 million in annual revenue  
   

 Vehicle Sales and Use Tax (3%)  
 HMOF 2%  
 TTF 1%  

Each percent generates about $141 million in annual revenue 
 

 Motor Vehicle License Fee ($40.75)  
 HMOF $26.00  
 TTF $3.00  
 DMV $4.00  
 Other $7.75  

Every 1 dollar generates $8.4 million in revenue 
 

 Sales and Use Tax (5%)  
 TTF 0.5%  
 

 Federal Taxes  
 The Federal Gas Tax is comprised of 18.4 cents per gallon and 

comprises 87% of the Federal Highway Trust Fund. Other sources 
include motor vehicle and tire taxes. 
 
The amount of federal transportation revenues and how it is divided 
among the states is determined once every six years. Federal funds are 
not distributed as lump sum grants to states. Virginia is reimbursed for 
expenses. 
 
Federally-funded projects are generally an 80% Federal and 20% 
State/Local match. 

 

 

 Other Sources  
 Toll revenues, bonds or debt, general fund appropriations and local 

contributions for specific purposes. 
 

 

Source: Virginia Department of Transportation, December 2010. 
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fund.  However, since FY 2002, the reverse has been occurring:  
funds from Virginia’s construction fund have been diverted 
annually to the HMOF to cover Virginia’s growing maintenance 
and operations needs.  Starting in FY 2002, over $3 billion 
(averaging $357 million annually) has been transferred from 
construction to adequately support the maintenance of existing 
infrastructure.  By spending less on construction, Virginia will 
receive less federal match funds for construction projects, and 
Virginia’s roadways will become even more congested. 

The decline in available revenue, coupled with increasing 
maintenance costs, have resulted in substantial decreases in the 
amount of funding available for construction activities as 
indicated in the Commonwealth’s Six-Year Improvement 
Program (SYIP) – Virginia’s program for allocating funds for 
transportation projects over the next six years.  State officials 
anticipate the state will run out of money to build new roads by 
2017 if maintenance continues to drain the construction fund. 
 

Virginia’s highway system is aging 
and requires increasing 

maintenance resources to 
maintain 

 
2010 Performance: 
- Interstates: 22% deficient  

(target is 18% or less) 
- Primary Roads: 27% deficient  

(target is 18% or less) 
- Secondary Roads: 34% deficient 

(standard is 31% or less) 

Figure 10.2:  Maintenance Deficit 
Figure 10.3:  2010 Performance Report Summary – 

Virginia’s Highway System 
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Construction Cost Increase 
As the need to maintain, improve, and expand the capacity of the 
regional transportation has grown, so have many of the costs 
associated with those projects.  Traditionally, the U.S. Census 
Bureau’s Producer Price Index (PPI) has been used as a proxy for 
the costs of transportation.  This index includes the cost of inputs 
used for road and highway construction and has increased by 
57.7% between June 2000 and June 2010.1 
 
The FHWA produces an index that should better track the costs 
associated with road projects, called the National Highway 
Construction Cost Index (NHCCI).  This index closely tracked the 
PPI for Highways and Street Construction until the beginning of 
the 2007 recession.  Since that time, the index has declined as 
construction companies have cut back on overhead and profit 
margins. 
 
In order to overcome these financial challenges, the Nation and 
the State must continue to explore sustainable ways of funding 
transportation.  At the regional level, stakeholders continue to 
discuss the need for establishing a dedicated regional 
transportation funding system, as well as investigate innovative 
funding sources. 
 
Moreover, in an effort to make the most with the funds that have 
been allocated to the region, prioritization of transportation 
needs will be essential. 

                                                        
1 The US Census stopped producing the PPI in June 2010. 

Figure 10.4:  Comparing Producer Price Index to National Highway 
Construction Cost Index 




