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Since its groundbreaking first publication in 2007, the INRIX National Traffic Scorecard Annual Report has 

analyzed and compared the status of traffic congestion throughout the top 100 metropolitan markets in the 

U.S. and the nation as a whole.ES1 Last Fall, INRIX also introduced the Scorecard for major countries throughout 

Europe. Reviewed by regional departments of transportation, academics, the media, city planners, economists 

and everyday drivers, the INRIX Scorecard has become a trusted benchmark for understanding congestion and 

the impact of traffic in our major cities.

Drawing on five years of trend data, this 2010 Annual Report documents that after three years of relatively 

modest traffic congestion, America is now back on the road to gridlock with a vengeance. The data tells 

congestion is on its way back, even with only modest urban area job growth. And traffic is particularly worst 

in areas and specific locations where congestion levels remained elevated even at the deepest depths of 

the recession. Simply put, it appears that congestion in 2010 acted like a magnet—where it existed, it had a 

tendency to attract disproportionately more of it. This applies to both regions and specific roadways, where 

sharp increases in congestion were recorded. Absent a sudden and sustained fuel price shock, or the dreaded 

double dip recession or jobless recovery economic scenarios, congestion is poised to roar back—2010 shows 

that we are back on the road to gridlock. 
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Key Findings

The Nation’s Travel Time Tax , a key indicator of traffic congestion, was 9.7% in 2010, up •	

11% from 2009, but still 27% off the 2007 peak.

In 2010, 70 regions saw increased congestion vs. 2009, 41 regions exceeded their 2006 •	

levels, 9 (mostly smaller areas) exceeded their 2007 levels and are the highest yet recorded. 

When employment returns to 2007 levels, 9 MILLION more daily commute trips than 2010 •	

levels will need to be accomodated, further stressing America’s urban highway network.

All congestion is not created equal: The nation’s worst travel corridors can cost their users •	

more than 80 hours of annual delay in the evening peak period alone.

Los Angeles area’s freeway system is more congested than that of any other city in the•	  

United States, Great Britain, France, Germany, Belgium and the Netherlands, by all measures.
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INRIX’s initial 2007 Scorecard was revolutionary, demonstrating that GPS-based probe vehicle data can provide 

a comprehensive, consistent and timely measure of traffic congestion nationwide. The 2008 Annual Report 

documented the dramatic 30%+ plunge in congestion from 2007 caused by 2008’s skyrocketing fuel prices and the 

economic downturn. The 2009 Annual Report showed that drop in congestion had ended and seemed to “reset” 

to 2004/2005 levels and further concluded that “what happens in 2010 and beyond to congestion will largely be 

shaped by the rate and pace of economic recovery, in particular the rate—or lack thereof—of job growth.” This 

theme of job growth and its impact is a major focus of this 2010 Annual Report. 

Leveraging tens of billions of data points collected and archived by the INRIX Smart Driver Network, the Scorecard 

publishes the most up-to-date information regarding overall congestion and specific bottlenecks on the major 

roadways across America. By analyzing nearly 50,000 road segments totaling more than 110,000 miles of the major 

highways nationwide, with a special focus on the nation’s 100 largest metropolitan areas, the Scorecard informs the 

ongoing debate of one of the nation’s most frustrating and intractable issues: traffic congestion. 

The U.S. Economy’s Mixed Signals—Particularly for Urban America 

In the Introduction section of this Annual Report, 12-month rolling averages are provided for monthly national 

employment levels and urban interstate traffic volumes, and weekly U.S. gas prices. All show increases in 2010 

as compared to 2009. This is consistent with the 11% increase in the nation’s travel time tax, from 8.7% to 9.7%. 

However, the data that rolls up into these national figures tell a more interesting and nuanced story. Table ES-1 

shows year-to-year changes in several key statistics, each based on data from the appropriate federal agency. 

Also, comparisons are made in each between 2010 and 2007, the peak year in all statistics, including the highest 

level of congestion recorded to date.
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Table ES-1:  Annual Changes in Major Economic and Traffic Data

Change % Change % Change % Change % Change %

Population (In Thousands of People) 2,962 1.0% 2,784 0.9% 2,479 0.8% 2,395 0.8% 7,657 2.5%

Gross Domestic Product (in Billions of $s) $663 4.9% $307 2.2% -$250.10 -1.7% $539 3.8% $596 4.2%

Nonfarm Employed (In Thousands of People) 1,078 0.8% -3623 -2.6% -4740 -3.5% 1,124 0.9% -7239 -5.2%

Average Annual Fuel Price (In $'s) $0.22 8.7% $0.45 16.1% -$0.89 -27.5% $0.43 18.2% -$0.02 -0.6%

Population (In Thousands of People) 1,725 0.9% 1,782 0.9% 1,898 1.0% 2,322 1.2% 6,002 3.1%

Nonfarm Employed (In Thousands of People) 744 0.8% -2100 -2.2% -4203 -4.6% 152 0.2% -6151 -6.5%

Urban Interstates Traffic Volume (Billions of Miles) 6.0 1.3% -14.5 -3.0% 8.8 1.9% 4.3 0.9% -1.4 -0.3%

INRIX Scorecard Travel Time Tax (%) 2.2% 19.8% -4.6% -34.5% 0.0% 0.2% 1.0% 11.0% -3.6% -27.1%

Entire United States

In "Top 100" Areas (or Urban Focused)

2006 to 2007 2007 to 2008 2008 to 2009 2009 to 2010 2007 to 2010

Category for Year-to-Year Change
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ES2 http://www.census.gov/foreign-trade/Press-Release/current_press_release/ft900.pdf 
ES3  INRIX introduced the Travel Time Tax as a variant of the Travel Time Index (TTI) in the 2009 Annual Report. The Travel Time 

Tax, or T3, takes the portion of the TTI above 1.00 and turns it into a percentage. For example, a TTI of 1.25 equates to a 
T3 of 25%. Much like a sales tax, T3 can be considered that additional cost of travel above the uncongested conditions. 
Throughout the report, T3 is being utilized where TTI was utilized prior to the 2009 Annual Report. 

ES4 Peak period drive time hours are 6–10 AM and 3–7 PM, Monday through Friday.

Fuel Prices:•	   Fuel prices rose consistently from the beginning of the year from the $2.60’s/gallon to roughly 

$3/gallon in 2010. The average gallon price rose 43 cents from $2.35 in 2009 to $2.78 in 2010, an 18% 

increase. For the first time in several years, fuel price volatility was largely a non-story in 2010, though 

ongoing events in the Middle East might end this quiet period in 2011. But without any price shocks, it is 

safe to say that overall demand was not significantly impacted by fuel prices in 2010.

Traffic Volumes: •	  Travel on roadways classified as “Urban Interstates” by the Federal Highway Administration 

—the roads that most closely align with the roads analyzed in the Scorecard—rose about 1% from 2009 and 

is nearing 2007 volumes, the highest ever recorded. Without shocks to the economy and/or fuel prices in 

2011, volumes appear on the trajectory to be back to setting records in 2011.

Jobs and Population:•	   Total employment in the U.S. increased by nearly 1.25 million jobs in 2010, roughly 

a 1% increase over 2009. Still, from its 2007 peak, over 5% fewer people are employed, a net drop of 7.24M 

jobs nationwide. Jobs appear to be rebounding, though at a modest pace so far. However, employment in 

the 100 largest metropolitan areas tells a bleaker story—only 150,000 jobs were added in these areas in 

2010, a scant 0.2% increase—and these regions are down 6.15 million jobs collectively from the 2007 peak. 

Roughly 65% of America lives in these top 100 areas; areas which have suffered 85% of the nation’s total net 

job losses. In the meantime, since the 2007 peak, total U.S. population has increased by 7.6 million, with 6 

million of the increase in the top 100 areas. Since 2007, 6 million more people and 6 million less jobs—that is 

the situation in urban America heading into 2011.

Gross Domestic Product•	 :  In total annual figures, only one year—2008—shows a decline in real GDP. In 

2010, the economy grew 4% and has increased overall by 4.2%, nearly $600 billion, since 2007. “Goods” 

imports and exports—both of which impact the transportation system—grew roughly 20% in 2010, a 

collective increase of $575 billion and nearly to the 2008 record of $3.39 trillion. ES2 In overall economic 

output, we are at record levels. 

National Congestion Results and Trends

In 2010, the nation’s Travel Time Tax (T3)ES3 was 9.7%. This means that during peak driving timesES4 a random 

traveler on a random trip on the roads analyzed in the 100 largest region’s in the U.S. took an average 9.7% extra 

time than if there was no congestion. 2010’s T3 is an 11% increase from 2009’s T3 of 8.7%, but still 27% below 2007 
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and 13% below 2006 levels. Figure ES-1 shows the nation’s 

annual Travel Time Tax from 2006 to 2009, and shows that 

2009’s T3 is 1/3 less than 2007 and more than 20% less than 

2006, the first year reported in the Scorecard series. 

There are several interesting stories within the national 

number:

The nation’s monthly T — 3 was consistent as 

compared to 2009 for the last 11 months of 2010; 

only January, impacted by severe winter weather 

saw less congestion that 2009. 

The morning peak period T — 3 was 7.7%, much less than the evening peak period T3 of 11.7%—nearly all 

regions of the country mirrored this trend, where the morning commute is significantly lower than the 

afternoon commute.

Monday had the highest morning peak period T — 3 rise at 1%, while Thursday had the highest evening 

peak period T3 increase at 1.1%; Monday 7–8 am had the largest hourly T3 increase at 1.6%.

Tuesday replaced Wednesday as the busiest morning peak period, and Friday remained the busiest  —

evening peak period.

Friday from 5 to 6 PM remained America’s most congested hour of the week, with a T — 3 of 19.9%, up 1% 

from 2009.

Each weekday morning, overall national congestion peaks between 7:45 to 8:00 AM. —

Overall national evening congestion peaks between 5:30 and 5:45 PM Monday through Wednesday and  —

between 5:15 and 5:30 PM on Thursday and Friday.

Congestion was higher every hour of the week compared to 2009, except for a small decrease on  —

Saturday evenings. 

Weeknight overnight hours saw a consistent increase in T — 3 of about 1%, signaling a continued increase in 

work zone related slowdowns. This data provides a sure sign that stimulus projects are still being measured.

Metropolitan Comparisons and Trends

70 of the 100 regions saw an increase in congestion in 2010 from 2009, and in contrast to 2009, when 58 regions 

showed increases compared to 2008. with larger, more congested areas saw larger increases than the less 

populated/congested regions. 41 of the 100 areas have congestion levels in 2009 that were equal to or greater 

than 2006 levels (up from 25 in 2009), and 9 areas at higher than their 2007 levels (compared to none last year). 
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Figure ES-1:   National Travel Time Tax (T3) by Year
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ES5 As described in detail in the Report, Overall Congestion is analogous to overall power usage in a region, with the 

Travel Time Tax being analogous to power usage per home. One metric is system-centric, the other is user-centric. 

Tables ES-2 and ES-3 show the nation’s 

ten most congested cities, by overall 

congestion and also by Travel Time 

Tax.ES5 The top ten overall congested 

remained the same in 2010. San 

Francisco and Houston exchanged 

6th and 7th places, with San Francisco 

moving up. Philadelphia and Seattle 

exchanged 9th and 10th places, with 

Philadelphia moving up. Note that New 

York has moved nearly even with Los 

Angeles for the top overall congestion 

rank— if 2010 trends continue into 

2011, New York would pass Los 

Angeles. Of the 33 most congested 

regions, only three regions saw declines 

in congestion—Chicago a small 1% 

drop, Miami (9%) and Phoenix (12%). In 

total, these 33 regions together account 

for more than 82% of the overall peak 

period congestion—congestion is 

clearly on the rebound in larger areas. 

Los Angeles increased its lead on Honolulu with the nation’s highest peak period Travel Time Tax of 35.4%. 2009’s 

top ten all stayed in the top ten in 2010, although several moved up or down one rank. The largest drop near the 

top ten was Miami, from 12th in 2009 to 22nd in 2010. Only three of the top 38 saw declines in their T3 from 2009 

to 2010—Chicago, Miami and Baton Rouge. 

With five years of data, longer term trends can be analyzed. Table ES-4 shows the ten largest absolute drops 

in T3 from 2006 to 2010. Common themes of this list are struggling economies and/or complete major road 

construction (as is the case in Ogden, Utah). Clearly, drops in employment levels are the common denominator 

for this list. Of the five regions with the biggest absolute drop in congestion from 2006 to 2010, only Seattle had 

a below average loss in jobs (3.5% drop), while the others—Los Angeles, Riverside, Miami and Cape Coral/Ft. 
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Table ES-2:   Top Ten Ranking, Overall Congestion 2010

 R
an

k

Area (Pop Rank)  %
 o

f W
or

st
 M

ar
ke

t*

 R
an

k 
Ch

an
ge

 fr
om

 2
00

9

1 Los Angeles-Long Beach-Santa Ana CA (2) 100% 0

2 New York-Northern New Jersey-Long Island NY-NJ-PA (1) 99% 0

3 Chicago-Naperville-Joliet IL-IN-WI (3) 42% 0

4 Washington-Arlington-Alexandria DC-VA-MD-WV (8) 40% 0

5 Dallas-Fort Worth-Arlington TX (4) 36% 0

6 San Francisco-Oakland-Fremont CA (13) 35% +1

7 Houston-Sugar Land-Baytown TX (6) 32% -1

8 Boston-Cambridge-Quincy MA-NH (10) 26% 0

9 Philadelphia-Camden-Wilmington PA-NJ-DE-MD (5) 23% +1
10 Seattle-Tacoma-Bellevue WA (15) 23% -1

* % Compared to Worst Market (Los Angeles Region)

Table ES-3:   Top Ten Ranking, Travel Time Tax (T3)
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1 Los Angeles-Long Beach-Santa Ana CA (2) 35.4% 0

2 Honolulu HI (55) 32.8% 0

3 San Francisco-Oakland-Fremont CA (13) 26.0% -1

4 Washington-Arlington-Alexandria DC-VA-MD-WV (8) 24.0% +1

5 New York-Northern New Jersey-Long Island NY-NJ-PA (1) 23.1% -1

6 Austin-Round Rock TX (35) 22.4% +1

7 Bridgeport-Stamford-Norwalk CT (56) 22.3% -1

8 Seattle-Tacoma-Bellevue WA (15) 19.8% +1

9 San Jose-Sunnyvale-Santa Clara CA (31) 18.5% -1
10 Chicago-Naperville-Joliet IL-IN-WI (3) 16.7% +1
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ES6 The Metropolitan Rankings section includes significantly more detail on the jobs/traffic link, as does 

each region’s summary report in Appendix A. 

Myers—had net job loss ranging 

from 9.2% to 10.5%.ES6 Seattle 

appears to be an interesting 

case where a combination of 

strategic construction projects 

and aggressive operations 

of the network are yielding 

improvements while the 

economy is struggling only 

modestly compared to its peers.

Congested Corridors and Bottlenecks

From the initial Scorecard, INRIX has analyzed road segments in detail to determine the specific location of chronic 

congestion on the major highways of the United States. This Annual Report continues to analyze these “bottlenecks” 

while adding an important new advance—turning adjacent congested road segments into “congested corridors.” 

This allows for 

direct comparisons 

between corridors 

in terms of travel 

time delays—

providing a direct 

measurement of the 

most tangible and 

frustrating impact 

of bottlenecks. 

INRIX continues to 

analyze essentially 

the nation’s entire 

limited access road 

network, in more than 48,000 unique segments spanning more than 110,000 miles. Figure ES-2 shows the roads 

analyzed, with the nation’s congested corridors in red and smaller non-corridor bottlenecks in yellow.
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Table ES-4:   Largest Drop in Travel Time Tax (T3), 2006 to 2010
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1 Miami-Fort Lauderdale-Pompano Beach FL (7) 21.7% 11.3% -10.5% -48
2 Cape Coral-Fort Myers FL (86) 10.6% 1.0% -9.6% -90
3 Seattle-Tacoma-Bellevue WA (15) 29.0% 19.8% -9.2% -32
4 Riverside-San Bernardino-Ontario CA (14) 20.0% 11.0% -9.1% -45
5 Los Angeles-Long Beach-Santa Ana CA (2) 43.7% 35.4% -8.3% -19
6 Ogden-Clearfield UT (93) 9.7% 2.3% -7.3% -76
7 Atlanta-Sandy Springs-Marietta GA (9) 18.7% 11.6% -7.0% -38
8 Jacksonville FL (40) 9.3% 2.8% -6.5% -70
9 Honolulu HI (55) 38.9% 32.8% -6.1% -16

10 Tampa-St. Petersburg-Clearwater FL (19) 11.9% 5.9% -6.0% -50

Figure ES-2:   Nation’s Congested Corridors (in Red) and Worst Bottlenecks (in Yellow) for 2010
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Nation’s Most Congested Corridors

In total, there were 341 congested corridors nationwide in 2010, a collective 2,295 miles in length. On average, 

these corridors were 6.7 miles in length, took 15 minutes in their peak period with 8 minutes of delay (a T3 of 

113%); in their worst hours, these corridors took 21 minutes to traverse with 14 minutes of delay (a T3 of 224%). 

Like overall congestion, most of these corridors are located in the largest, most congested cities, with 29 of the 

50 worst corridors located in Los Angeles, New York and Chicago. These 50 corridors—ranked by a combination 

of total delay and T3 in their peak period—averaged 9.5 miles in length, took 30 minutes to traverse in their 

peak periods (20 minutes of delay, a T3 of 196%), and at their worst took a whopping 45 minute travel time on 

average (35 minutes of delay, a T3 of 341%). To put it in perspective, 20 minutes of daily delay translates to 80 

hours of annual of delay—for one-half of a commute—for a very realistic 48 weeks of annual commuting.

Nation’s Worst Bottlenecks

A central theme of this year’s bottleneck analysis is that if congestion is up on America’s main roads in 

2010, it is WAY UP in its most congested spots. Overall, the Top 100 bottlenecks had a length-weighted 
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Table ES-5:   Top 25 Congested Corridors, 2010
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1 New York (1) I-95 SB (NE Thwy, Bruckner/Cross Bronx Expys) CONNER ST/EXIT 13 HUDSON TER 11.3 13 PM 43 30 231%

2 Los Angeles (2)/Riverside (14) Riverside Fwy/CA-91 EB CA-55/COSTA MESA FWY MCKINLEY ST 20.7 20 PM 57 37 183%

3 Los Angeles (2) San Diego Fwy/I-405 NB I-105/IMPERIAL HWY GETTY CENTER DR 13.1 13 PM 41 28 224%

4 Chicago (3) I-90/I-94 EB (Kennedy/Dan Ryan Expys) I-294/TRI STATE TOLLWAY RUBLE ST/EXIT 52B 15.9 17 PM 49 32 195%

5 Los Angeles (2) Santa Monica Fwy/I-10 EB CA-1/LINCOLN BLVD/EXIT 1B ALAMEDA ST 14.9 14 PM 42 28 192%

6 New York (1) Long Island Expy/I-495 EB MAURICE AVE/EXIT 18 MINEOLA AVE/WILLIS AVE/EXIT 37 16.0 16 PM 45 29 176%

7 Los Angeles (2) I-5 SB (Santa Ana/Golden St Fwys) EAST CEASAR CHAVEZ AVE VALLEY VIEW AVE 17.5 18 PM 47 30 167%

8 New York (1) I-278 WB (Brooklyn Queens/Gowanus Expy) NY-25A/NORTHERN BLVD/EXIT 41 NY-27/PROSPECT EXPY/EXIT 24 10.2 12 PM 37 24 197%

9 Pittsburgh (22) Penn Lincoln Pkwy/I-376 EB LYDIA ST/EXIT 2 US-19 TK RT/PA-51/EXIT 5 3.4 4 AM 17 13 348%

10 Los Angeles (2) San Bernadino Fwy/I-10 EB CITY TERRACE DR/HERBERT AVE BALDWIN PARK BLVD 12.8 13 PM 37 24 188%

11 Chicago (3) I-90/I-94 WB (Dan Ryan/Kennedy Expys) PERSHING RD/EXIT 55B SAYRE AVE/EXIT 81B 15.4 16 PM 43 27 167%

12 Los Angeles (2) San Diego Fwy/I-405 SB NORDHOFF ST MULHOLLAND DR 8.1 8 AM 26 18 225%

13 New York (1) Van Wyck Expy/I-678 SB HORACE HARDING EXPY/EXIT 12A LINDEN BLVD/EXIT 3 6.2 7 PM 24 17 242%

14 Washington, DC (8) I-95 SB I-395 RUSSELL RD/EXIT 148 23.9 23 PM 52 29 129%

15 Chicago (3) Eisenhower Expy/I-290 EB IL-72/HIGGINS RD/EXIT 1 AUSTIN BLVD/EXIT 23A 21.5 22 PM 51 28 127%

16 Los Angeles (2) Pomona Fwy/CA-60 EB WHITTIER BLVD BREA CANYON RD 21.7 22 PM 50 28 128%

17 Austin (35) I-35 SB US-183/EXIT 239-240 WOODLAND AVE 6.7 7 PM 22 15 226%

18 Baton Rouge (66) I-12 EB ESSEN LN O'NEAL LN 5.8 6 PM 20 14 243%

19 Washington, DC (8) Capital Beltway/I-495 Inner Loop I-95/I-395/EXIT 57 MD-650/NEW HAMPSHIRE AVE/EXIT28 20.7 20 PM 47 26 129%

20 Boston (10) Southeast Expy/I-93 NB MA-28/RANDOLPH AVE/EXIT 5 COLUMBIA RD/EXIT 15 10.4 10 AM 29 19 179%

21 Portland, OR (23) I-5 NB CORBETT AVE/EXIT 298 N TOMAHAWK ISLAND DR/EXIT 308 10.1 11 PM 30 19 174%

22 New York (1) Van Wyck Expy/I-678 NB BELT PKWY/EXIT 1 MAIN ST/EXIT 8 3.1 3 PM 13 10 298%

23 Chicago (3) Stevenson Expy/I-55 SB STATE ST/EXIT 293C PULASKI RD/EXIT 287 5.7 6 PM 19 13 225%

24 Pittsburgh (22) Penn Lincoln Pkwy/I-376 WB US-22 BUS/EXIT 10 SQUIRREL HILL TUNL 5.3 6 AM 19 13 223%
25 New York (1) Long Island Expy/I-495 WB GLEN COVE RD/EXIT 39 WOODHAVEN BLVD 14.9 15 AM 35 20 137%
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average of more than 78 hours of weekly congestion each week, up 39% from 2009 (58 hours) and by far the 

highest level recorded. The nation’s worst bottleneck has remained unchanged since 2007:  The Cross Bronx 

Expressway/I-95 SB in the Bronx leading up to and including the Bronx River Parkway exit 4B interchange. 

This 0.35 miles long segment was congested an astounding 116 hours each week on average (more than 16 

hours each day of the week!), with an average speed of just 11.3 MPH during those 116 hours. In 2009, this 

bottleneck was congested “only” 94 hours of the week, with an average speed of 11.4 in those hours. Big 

increases in duration of congestion from 2009 to 2010 is consistent for the top bottlenecks, in most cases, 

these are the worst levels of congestion since the scorecard began, topping even the overall peak congestion 

year of 2007.

Miles congested at least five hours or more was up significantly in 2010 as compared to 2009. Interestingly, 

while fewer miles of roads were congested below 20 hours a week than the peak levels of 2007, more miles of 

road are congested 20 hours a week or more than any previous year. Over 500 miles of roads were congested 

25 hours a week in 2010 and nearly 200 of those miles were congested 40 hours a week. Congestion has 

snapped back quicker to bottlenecks that were already congested. 

Long Haul Freight Movement

As first done in 2009, the subset of GPS vehicle probe data from 2010 attributed to commercial vehicles 

focused on long haul freight movement has been separated from INRIX’s full archive to present a timely picture 

on national freight movement via highways. While the distribution of samples may not precisely match the 

movement of all long haul vehicles nationwide, with INRIX’s billions of data points and sources nationwide, this is 

the most extensive, consistent, and current analysis to date on national freight activity. 

Figure ES-3 illustrates that the nation’s truck freight network is highly interconnected, with some of its most 

important links—I-44 through Missouri, I-40 through Arkansas and I-70 through Indiana for example—located in 

places that aren’t immediately obvious (except to fleets and people traveling those roads). Nationwide, just 5% 

of road miles have four times or more the average density of freight data, and less than 1% of road miles have 

five times or more.

In 2009, 45% of the freight vehicle data volume analyzed was located in the top 100 markets—roughly in 

proportion to the total road miles analyzed located in these regions (43%). Thus, an important conclusion from 

the data is that long haul freight activity is proportional in urban and inter-urban areas; it is not a rural or urban 

issue—it affects both roughly the same. Long-haul freight is an urban AND rural issue—in addition to a national 

economic competitiveness issue.
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The analysis also highlights the importance of “crossroads cities” and “crossroads states” to the freight network. 

Nine of the top 10 metropolitan areas ranked for freight density are at the intersection of two or more interstates 

(Austin is the only one that doesn’t, but it has some of the most dense freight movement in the country along 

I-35). In addition, all of the top ten states in terms of freight density are critical to movement along east-west or 

north-south corridors, and in most cases, both. Tables ES-6 and ES-7 show the top 10 metropolitan areas and 

states in terms of freight density per mile.
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Figure ES-3:   National Freight Density Map

Table ES-6:   Top Metropolitan Areas for Freight Density, 2010 
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1 Chattanooga TN-GA (98) 282% 28
2 Indianapolis-Carmel IN (34) 258% 7
3 Knoxville TN (73) 257% 30
4 Austin-Round Rock TX (35) 240% 33
5 Nashville-Davidson--Murfreesboro--Franklin TN (38) 222% 8
6 Atlanta-Sandy Springs-Marietta GA (9) 195% 4
7 Chicago-Naperville-Joliet IL-IN-WI (3) 194% 1
8 Columbus OH (32) 190% 11
9 Harrisburg-Carlisle PA (96) 189% 23

10 Dayton OH (61) 184% 26

Table ES-7:   Top States for Freight Density, 2010
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7 Kentucky (26) 156% 15
8 Pennsylvania (6) 155% 4
9 Illinois (5) 152% 3

10 Virginia (12) 149% 10
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313 of America’s 341 congested corridors carry long haul freight as well (the rest are parkways or located in Hawaii). 

82 of these 313 have above average freight usage across their entire length. Some, like the Borman Expressway 

in northwest Indiana are strategic, and congested, freight corridors —in this case over eight times the national 

average of long haul freight moves across the entire 6.7 mile length of the nation’s 154th most congested corridor.

International Comparisons

In November 2010, INRIX published Traffic Scorecards for six western European countries—Great Britain, France, 

Germany, Belgium, the Netherlands and Luxembourg—in four separate reports.ES7 Since these reports used 

identical methodologies as used in the U.S. reports, it is now possible to compare congestion levels between 

metropolitan areas in all seven countries. Table ES-8 provides country level comparisons. In total, the 100 U.S. 

areas analyzed have about 10% more 

overall peak hour congestion than 

the 109 areas analyzed in Europe. 

This is due primarily to a major 

highway network more than twice as 

large in U.S. cities, which serves over 

80 million more people. But from a 

Travel Time Tax perspective, Europe 

has twice the delay intensity than 

the United States. So from a driver’s 

perspective, the U.S. as a whole 

has half the congestion of these 

European countries.

In terms of overall congestion, fifteen of the Top 25 are American areas, with Paris the only non-U.S. region in the 

Top 5. When ranked in terms of Travel Time Tax, only two U.S. areas—Los Angeles and Honolulu—crack the Top 25. 

The T3 rankings are clear demonstration that Europeans have to fight harder to utilize the smaller highway network.

But…all regions take a back seat to Los Angeles, by any measure. Even though congestion is over 20% lower 

than the peak year of 2007 in the L.A. area, it is still worse than cities such as Paris, London and Brussels. 

Congratulations Los Angeles—even when adding most of Western Europe, those of you that use the freeways to 

get around town—you still take the cake!
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Table ES-8:   Country Level Congestion Comparisons, August 2009 to July 2010
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United States 100 201,502 46,266 9.1% NA

6 EU Countries Total 109 113,671 20,125 18.9% 90.3%

  Germany 35 41,508 7,601 19.7% 35.6%
  Great Britain 25 34,022 4,231 22.5% 22.7%
  France 27 26,501 5,896 14.3% 20.0%
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22 11,640 2,397 21.1% 12.1%
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Conclusions

In 2009, the Scorecard showed that, congestion— like the economy—stabilized…and reset. We predicted that 

the key factor for congestion growth was job growth and “what happens in 2010 and beyond to congestion 

will largely be shaped by the rate and pace of economic recovery, in particular the rate – or lack thereof – of job 

growth.” So what does 2010 tell us?

Looking forward, the Scorecard leads to several conclusions and identifies issues to watch:

We are (back) on the road to gridlock...but not for everyone, everywhere.•	  In 2010, the major cities of 

America only saw the return of 150,000 of the more than 6 million jobs lost in the recession since 2007. Still, 

this 0.2% net increase coincided with an 11% increase in congestion. In the meantime, population in these 

areas has increased since 2007 by 6 million people to over 200 million. If and when employment returns just 

to 2007 levels, with an estimate from the U.S. census that 75% of people drive to their jobs alone (another 

11% share a ride), the 6 million jobs would translate into 9 MILLION extra daily work trips that need to be 

accommodated by the urban highway network. Obviously where the jobs are created will have a bearing on 

their impact on congestion, but suffice to say that millions more people employed, millions more people in 

metropolitan areas, and continued increases in imports and exports will ensure that a byproduct of the job 

creating economic recovery we all are desperately hoping for is record levels of congestion.

Congestion is acting like a magnet—attracting more congestion.•	  Back in 2007, Washington State DOT 

showed with rice and a funnel that optimizing throughput is the key to avoiding congestion.ES8 The data 

in 2010 illustrate clearly that the corridors where traffic breaks down are the first to feel the increases in 

demand that comes with a growing economy. We fully expect—should growth continue and particularly if 

job growth picks up—to see congested corridors get longer in length, have delays more hours of each day, 

and see slower traffic while congested. This triple whammy of longer (length), longer (time), and slower is 

likely to be the primary contributor to congestion growth in 2011, as it appears to have been in 2010.

Freight mobility is a national issue, and an increasingly important issue. •	 Over the past several years, 

murmurs have turned into shouts of near universal agreement of the need for national freight policies—after 

all, facilitating interstate commerce is one of the key clauses in the Constitution and a primary reason, if not 

THE primary reason, for federal involvement in surface transportation. International goods trade rose more 

than 20% last year to just below their record levels of 2008. President Obama has declared as a national goal to 

double exports by 2015. If successful, this will increase the strain on the nation’s highway system. As the data 
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shows, this strain is not evenly placed across the network. Several key corridors traverse multiple states and 

their ability to support freight movement is a strategic issue for the nation…and only increasing in relevance 

with time. Many of these corridors also frequently appear on the most congested corridor list. We must treat key 

corridors like the national asset they are. 

If we want to “win the future,” we need to address congested corridors.•	  Horror stories like the Big Dig 

in Boston or the 20-year plus saga to replace the Bay Bridge in San Francisco show this may be the most 

difficult time ever to target persistent congestion locations. And that doesn’t even include the complications 

added by the fact that resources for transportation investment are clearly inadequate and the gap between 

basic needs and ability to fund is growing quickly. Whatever the solutions may be—extra capacity, active 

traffic management, toll express lanes, transit alternatives, or creative ideas not yet thought of that shift 

just enough traffic from peak days/times/locations to break the gridlock—we will not unclog America’s key 

roads by adding lane miles in the far outlying suburbs or improving pavement quality. People are adaptable 

and creative (after all, few people actually try to get stuck in traffic), but the data shows that a floundering 

economy and creative people still had to deal with 2,300 miles of corridors in 2010 that were consistently 

congested. Efforts like the I-95 Express Lanes in South Florida, the HOT Lanes under construction by a private 

consortium along the Capital Beltway outside Washington, DC in Virginia, or the active traffic management 

system including variable speed limits recently installed along I-5 near Seattle are making an impact. But the 

current efforts are few and far between to move the needle nationally. People can debate each corridor on a 

case-by-case basis to determine whether fixing it is a national issue, but certainly giving states and regions 

the tools to fix corridors on their own if federal resources and programs won’t or can’t is imperative. 

Operating the system is the biggest force multiplier available to impact full network performance. •	

Of the more than 46,000 road miles analyzed in 2010, about 3,400 miles averaged one hour or more of 

congestion each weekday in 2010. This means that less than 10% of the nation’s urban limited access 

highways suffered from recurring congestion (the peak in 2007 was still under 10%). Of course, congestion 

isn’t limited to just these locations. Accidents, work zones, bad weather, special events are just a few of 

the reasons that congestion can pop up anywhere at any time on the network. In addition to minimizing 

the pain associated with these corridors and bottlenecks, addressing the “other 90%” of roads—and the 

unpredictable congestion that occurs—is the function of “operations.” Operations is the mix of activities 

from monitoring and managing traffic (including active tools such as ramp meters, variable speed limits, 

and congestion pricing), detecting and responding to unplanned incidents to minimize their impact on 
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traffic flow, managing traffic around special events, work zones and evacuations, aggressively maintaining 

roads in bad weather, and communicating available information to the traveling public so people and 

freight operators can minimize exposure to congested or unsafe conditions. Unfortunately, many of these 

programs—instead of increasing their scope and effectiveness—are proving to be fodder for cuts in these 

tight budget times. Interstates alone—though a fraction of the nation’s overall network—carry 24% of the 

traffic volumes in both urban and rural America. Operations is key to the performance of the interstate 

and well organized and executed operations programs can obviate the perceived need for major capital 

improvements on most of the network. Operations is a money saver—not a cash drain.
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