
 

 

Chapter 6 Congestion Management Process 

Congestion management is the application of strategies to improve transportation system 
performance and reliability by reducing the adverse impacts of congestion on the movement of 
people and goods. A congestion management process (CMP) is a systematic and regionally-
accepted approach for managing congestion that provides accurate, up-to-date information on 
transportation system performance and assesses alternative strategies for congestion management 
that meet state and local needs. The CMP is intended to move these congestion management 
strategies into the funding and implementation stages. 

The CMP, as defined in federal regulation, is intended to serve as a systematic process that 
provides for safe and effective integrated management and operation of the multimodal 
transportation system. The process includes: 

 

 Development of congestion management objectives  
 Establishment of measures of multimodal transportation system performance  
 Collection of data and system performance monitoring to define the extent and duration 

of congestion and determine the causes of congestion  
 Identification of congestion management strategies  
 Implementation activities, including identification of an implementation schedule and 

possible funding sources for each strategy  
 Evaluation of the effectiveness of implemented strategies 

6.1 Congestion Management Objectives 

The congestion management objectives should reflect the priorities of the MPO, and should 
serve as a valuable tool for the MPO to assess how well its actions and policies are helping to 
achieve its goals.  The Mobile MPO has redefined the CMP process based on previous 
unsuccessful methodologies.  Now, under the CMP, there is funding associated with the CMP, 
with data that is easily obtainable.  This provides for a CMP that can implement projects with 
minimal capital, and that are an alternative to large, expensive projects that require purchasing 
right of way. 

6.2 System Performance and Performance Monitoring 

The Mobile Congestion Management Process monitors trends of congestion levels of Mobile 
Urban Area Roads.  This is a numerical index based on the average speed of travel during PM 
peak period only.   Historically, the roads comprising this index include interstates, principal 
arterials and some selected minor arterials; Bel Air Boulevard, Cottage Hill Road, Dauphin 

daily Vehicle Miles Traveled (VMT). 

Since 2003, the methodology for conducting the Area Wide Congestion Index was based on 
travel speeds obtained from floating car runs using G.P.S. (Global Positioning Satellite) 
transponders.  In 2016, MPO Staff utilized data provided by the State of Alabama for travel time 



 

 

called HERE, now provided by INRIX, available through the National Performance 
Management Research Data Set (NPMRDS).  HERE is formerly NAVTEC and was acquired by 
Nokia, and rebranded as HERE data. The data source is from on board car data, and cell phone 
data, and seems to be consistent with the average travel times from previous years.  

Travel times prior to the 2015 data were manually collected for each street segment during three 
midweek afternoon peaks from which an average travel speed has been calculated.  The Area-
Wide Congestion Index is intended to be an indication of the area-wide VMT weighted travel 
speed.  The methodology used to conduct the travel time runs is documented in the Institute of 
Transportation Engineers Manual of Transportation Engineering Studies, First Edition.   Each 
corridor included in the system was run a minimum of six times during the afternoon peak 
period in order to determine an average corridor travel speed.  From this and updated count 
data, the VMT weighted average travel speed for the entire CMP Monitoring System was 
determined. This was the methodology for years 2003, 2007 and 2011. 

As the Congestion Management Process is updated, the Index will indicate if congestion is 
getting better or worse.  If the index increases, obviously congestion is declining because our 
travel speed is increasing.  Theoretically, if this number falls, congestion is increasing in our 
area.   

In 2016, archived HERE data for January, 2015 to October, 2015 was used rather than manually 
collect travel time with GPS transponders as in previous years. The HERE data is presented for 
each Traffic Management Channel link, TMC, that falls on the National Highway System. The 

cted principal arterials. Unfortunately, Dauphin 

System and therefore excluded from the 2015 travel time index.  Because the index is a VMT 
weighted travel speed, this should have minimum impact.   The Area Wide Congestion Index 
for year 2015 was 52.39 mph (65.70 mph freeways and 34.50 mph arterials). 

The Area-Wide Congestion Index for year 2003 was 51.72 mph (35.75 mph arterials and 69.02 
mph freeways).  The initial figure was determined by Volkert and Associates, the consultants 
that conducted the base year study.   It should be noted that several months after the initial study, 
staff of South Alabama Regional Planning Commission updated the monitoring system to 
include Dauphin Street and McGregor Avenue.  The above Area Wide Congestion Index reflects 
the inclusion of Dauphin Street and McGregor Avenue.   

In 2007, South Alabama Regional Planning Commission collected travel times for the 
Congestion Monitoring Process update. All system facilities were run a minimum of six times 

Dawes Road, and sections of Dauphin Island Parkway and US Highway 90. The Area Wide 
Congestion Index for year 2007 was 50.41 mph (34.4 mph arterials and 67.26 mph freeways).  
This indicates the vehicle weighted travel speed for the Mobile Urban Area is progressively 
deteriorating.  Traditionally, the volume to capacity ratio (V/C) is the indicator of congestion, 
producing rates of Level of Service; the average travel speed is another measurement of 
congestion.  



 

 

In 2011, travel times for the CMP update were collected on all system facilities, and were run a 
minimum of six times. Because the US Census Urban Area increased geographically to the west, 
Moffett Road was extended to Big Creek Lake as part of the 2011 data collection. The Area 
Wide Congestion Index for year 2011 was 51.42 mph (35.52 mph arterials and 69.02 mph 
freeways).  This indicates the vehicle weighted travel speed for the Mobile Urban Area is 
holding steady.  Although there was a decrease from 2003 to 2007, it appears travel speeds have 
slightly increased from 2007 to 2011.  

In 2019, archived INRIX data for January, 2017 to October, 2017 was used to collect travel time. 
The INRIX data is presented for each Traffic Management Channel link that falls on the 

arterials. Again, Dauphin Street, McGregor Avenue, Water 

index, just as 2015.  Because the index is a VMT weighted travel speed, this should have 
minimum impact.   The Area Wide Congestion Index for year 2017 was 50.39 mph (63.3 mph 
freeways and 34.70 mph arterials). 

Although the original study was conducted in 2003, it was updated to include Dauphin Street and 
McGregor Avenue in 2007.  For comparative purposes, this study will consider the first data 
collection to be 2003, and compare it to the data manually collected data for 2007 and 2011, the 
2015 HERE data, and the 2017 INRIX data. Because the Urban Area Boundary changed as a 
result of the 2000 Census, Hamilton Boulevard and Theodore Dawes Road have been included in 
the study, as well as McGregor Avenue and the extension of Dauphin Street. As noted above, the 
average vehicle weighted travel speed, or the Area-Wide Congestion Index, decreased between 
2003 (51.72) and 2017 (50.39) by over 1 mph (see Table 6-1). That 1 mph in itself may seem 
insignificant, however when comparing the 2003 average freeway speed to the 2017 average 
freeway speed, the average speed dropped by almost six miles an hour. For an urban area that 
has over 97 miles of freeway, an almost six miles per hour drop is rather significant. More 
interesting to note, is the drop from 2003 to 2017 arterial speeds are lower by one mile an hour,  
in line with the overall vehicle weighted travel index.  The data suggests that the volume of the 
interstates has increased, producing slower interstate travel times, but because the index is 
vehicle weighted, those interstate speeds increased the total index value. 2015 to 2017, there was 
an increase in arterial mph but a decrease in interstate mph, dropping the overall weighted travel 
speed. 

Table 6-1 Average Vehicle Weighted Travel Speed 

            Avg Veh 
Year           Weighted Travel Speed     Freeways       Arterials 
2003            51.72 mph        69.0 mph      35.8 mph 
2007           50.41 mph        67.3 mph        34.4 mph 
2011      51.42 mph       69.0 mph      35.5 mph 
2015      52.39 mph       65.7 mph      34.5 mph 
2017      50.39mph       63.3 mph      34.7 mph 

(Mobile MPO) 
 



 

 

In Table 6-1, it should also be noted that the data for 2015 and 2017 is an average for January to 
October of their respected years, as compared to 6 travel times runs done for 2003, 2007 and 
2011. The data is much more inclusive. Also, because the TMC links do not match up 
completely with what was used for the previous years, there is a slight skew in the 2015 and 
2017 average weighted speeds.   

Figure 6-3 and Figure 6-4 is the 2015 and 2017 average PM peak speeds, and it can be noted that 
there are several arterials that are not on the TMC, that had travel time collected for 2003, 2007 
and 2011.  The reduction of the arterial data, explains why 2015 Arterial speeds went down, yet 
even though the freeways went down also, the overall weighted travel speed went up, although 
this increased slightly in 2017.  Because of the smaller amount of arterial miles, there are more 
freeway vehicle miles in 2015 and 2017 compared to 2003, 2007 and 2011.  

Figure 6-1 and Figure 6-3 demonstrate the average travel speeds for the roads of the system for 
the years 2003 and 2011.  The opening of the new Industrial Parkway extension with a rather 
high speed for an arterial when Industrial Parkway is compared to 2003 and 2007. This can 
explain the slightly higher arterial Average Vehicle Weighted Travel Speed for arterials in 
Figure 6-21 and 6-2 from 2003 to 2007, there was a decline in vehicle weighted travel speed for 
arterials.  Like Industrial Parkway, it should be noted that the high volume and higher speeds on 
the new section of Demetropolis Road most likely increased the overall speed to 37.18 mph.  

6.2.1 National Performance Management Research Data Set (NPMRDS)  

The National Performance Management Research Data Set (NPMRDS) was provided by HERE 
for 2015/2016 and has since has been provided by INRIX, under the FHWA contract, and is a 
vehicle probe-based travel time data set acquired by the Federal Highway Administration 
(FHWA) to support its Freight Performance Measures (FPM) and Urban Congestion Report 
(UCR) programs.  The NPMRDS contract began with the 2011 monthly archive. The monthly 
archives are provided on an Electronic Data Download site approximately 3 weeks after the end 
of the previous month for each link on the TMC Network. NPMRDS data from HERE is 
available from 2011 to 2016, 2017 and onward is currently being provided by INRIX.  

HERE is owned by Audi/BMW, so a lot of the HERE data comes from the on board GPS system 
of Audi/BMW and other automobile manufacturers.  Other sources of data that HERE uses to 
obtain travel times is through phone Apps, and delivery data; Amazon, FedEx, etc. The data is 
presented as a travel time, per TMC link, 24 hours a day, in 5 minute intervals.  Since the 
distance of the TMC link is known, and the travel time is available in five minutes intervals, the 
travel speed per link can be calculated.  It is a large amount of data, with almost 14 million 
records for the month of October, 2015 for the State of Alabama.  The Mobile MPO obtained 24 
hour travel time data for January, 2015  October, 2015, without plugging in a single GPS unit. 

In 2017, INRIX was awarded the contract for providing travel time/speeds for the NPMRDS.  
The NPMRDS now has web site that the user can easily filter and download average travel 

an entire dataset with tens of millions of recor
dropped off the network such as a portion of Water Street and a portion of Hamilton Blvd. The 
data is still presented as a travel time, per TMC link, 24 hours a day, in 5 minute intervals, as 



 

 

well as speeds without having to calculate it. The Mobile MPO obtained 24 hour travel time data 
for January, 2017  October, 2017, again without plugging in a single GPS unit. 

The TMC network in Mobile is all freeways, and most principal arterials, and the data that is 
provided to the MPO from the FHWA, is travel time per TMC link, every 5 minutes, 24 hours a 
day 365 days a year. However, because INRIX data is not on all arterials, it is possible that a 
congested corridor not be on the TMC, but show up in the one or both of the other criteria as 
detailed in 6.4.1 Congestion Screening Mechanisms of this document. Although, additional 

 

Figure 6-1 2003 Average Roadway PM Peak Travel Speeds 
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Figure 6-2 2011 Average Roadway PM Peak Travel Speeds 
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Figure 6-3 2015 Average PM Peak Travel Speeds for the TMC Links 

 

 

(Mobile MPO) 



 

 

Figure 6-4 2017 Average PM Peak Travel Speeds for the TMC Links 
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 Table 6-2 2003 to 2017 Average PM Peak Travel Speeds for Roadways  

(Mobile MPO) 

ROAD_ID DIRECTION AVG_SPD03 AVG_SPD07 AVG_SPD11 AVG_SPD15 AVG_SPD17 
Airport Blvd.  EB 23.67 23.59 21.84 25.97 25.55 
Airport Blvd.  WB 34.90 24.34 20.49 24.10 24.60 
Bay Bridge Road  EB 48.36 48.81 41.68 43.77 44.89 
Bay Bridge Road  WB 47.58 44.53 43.97 43.77 42.62 
Dauphin Island Parkway  NB 43.00 44.79 41.69 40.29 37.28 
Dauphin Island Parkway  SB 40.12 43.54 41.15 39.31 38.25 
Demetropolis  NB 27.73 43.54 31.02 34.79 34.84 
Demetropolis  SB 30.55 45.93 29.04 37.18 35.50 
Hamilton Blvd.  EB   42.29 39.52 42.88 41.41 
Hamilton Blvd.  WB   32.21 37.9 37.17 41.50 
Hank Aaron Loop  EB 28.80 27.72 22.25 21.67 28.82 
Hank Aaron Loop  WB 18.84 18.84 20.69 22.10 20.82 
I-10  EB 68.67 65.71 62.81 59.09 63.06 
I-10  WB 67.60 65.91 66.46 65.87 62.63 
I-165  NB 59.58 56.60 61.47 60.73 58.09 
I-165  SB 57.29 58.33 52.13 62.25 57.97 
I-65  NB 69.27 69.34 69.3 66.52 64.47 
I-65  SB 70.02 69.20 68.29 66.59 64.84 
Industrial Parkway EB 34.97 37.73 46.53 47.56 48.91 
Industrial Parkway WB 27.11 38.13 46.49 46.60 49.72 
Rangeline Road  NB 43.84 42.92 42.3 46.17 44.97 
Rangeline Road  SB 45.58 57.26 46.96 49.84 47.22 
Schillinger Road  NB 32.49 31.19 29.67 35.01 34.33 
Schillinger Road  SB 35.58 30.22 27.88 35.15 34.19 
Theodore Dawes Rd.  EB 26.66 29.36 27.13 26.08 29.05 
Theodore Dawes Rd.  WB 22.82 29.06 30.98 25.89 29.77 
University Blvd.  NB 38.63 24.62 22.73 28.45 23.81 
University Blvd.  SB 39.68 20.65 20.44 26.39 23.35 
US 43  NB 30.34 39.11 37.79 36.38 37.26 
US 43  SB 28.99 39.53 35.03 35.75 36.78 
US 45  NB 32.43 29.60 32.19 28.67 29.62 
US 45  SB 29.41 28.82 30.2 29.60 29.33 
US 90  EB 32.43 33.58 30.01 30.99 32.31 
US 90  WB 29.41 32.06 28.41 32.50 32.54 
US 98 EB 36.91 36.50 34.91 35.90 34.36 
US 98 WB 34.38 31.56 30.57 33.93 32.85 



 

 

6.2.2 National Comparison 

Table 6-3 and Table 6-4 is a ranking using the Texas T  (TTI) 
methodology for developing a 2017 Travel Time Index detailed in their 2019 Urban Mobility 
Report. Under this methodology, it is interesting to see how Mobile compares to other cities in 
the country.  The Urban Mobility Report breaks the country down into Large Average Areas, 
Medium Average Areas and Small Average Areas.  Mobile, AL would fit in the Small Average 
Areas; however, Mobile is not even ranked in the top 100 worst congested area among the Small 
Average Areas. Pensacola, FL however is on the list and ranked as number 88 out of 100; Los 
Angeles-Long Beach being most congested ranked at number one.  

 2017 average 
total hours of delay for all cities is 17,800,000 hours.  Also noted in Table 6-3, is the Total Cost 
of Congestion for Mobile is below the national average total hours of delay at 9,766,000.  Mobile 
is also below the national average for congestion cost. Average annual cost of congestion for 
cities in the United States is $340,000,000, and Mobile has an average annual congestion cost of 
$199,000,000. 

Table 6-3 2017 National Comparisons, Delay, Cost and National Top 100 Rank  

   Total hours of Delay   Total Cost of Congestion  
Urban Area   (1,000s of Hours)        Rank           ($Millions)       Rank 
Los Angeles- Long Beach    971.478         1   17,784     1 
New York-Newark           811,609             2   15,040     2 
New Orleans, LA  55,833       32     1,029   32 
Birmingham, AL   22,877       57        421   57 
Pensacola, FL    9,520       88        175   88 
Mobile, AL    9,766      N/A        199  N/A 
AVERAGE   17,800          340  

 

Table 6-4 2017 National Comparisons Travel Delay                                                           

     Annual Hours of Delay     
  Total Delay    per Auto   
  (000)   Rank    Commuter   Rank   
Indio-Cathedral City, CA 5,795  98   14   101  
Modesto, CA  11,287  NA  30  NA 
Jackson, MS  10,999   83   42   67  
Flint, MI  5,495  NA  15  NA 
Kissimmee, FL  12,940  NA  32  NA 
Corpus Christi, TX  9,458   89   38   80  
Mobile, AL  9,776  NA  28  NA 
Bonita Springs, FL  9,448  NA  27  NA 
Greensboro, NC 7,896  94   38   80 

 



 

 

6.3 Congestion Management Strategies 

When determining which strategy to alleviate congestion is best suited for a specific problem, 
there are several issues to be considered.  The type of congestion (area-wide, corridor or 
specific location) is a deciding factor in which type of strategy to apply.  If the congestion occurs 
throughout an entire corridor, or area-wide, then a Travel Demand Management strategy may be 
recommended.  Conversely, if the problem is isolated to a specific location, the strategy will 
likely be a Traffic Operational Improvement.  The Congestion Management Process (CMP) 
program of funding will be included in the MATS Long Range Plan Update.  Projects are not 
identified by the CMP, rather corridors of concern are identified.  The actual project will require 
details that the sponsor can provide in house, a consultant can be retained, or it can be done as 
part of the preliminary engineering of the project. Prior to implementation with federal or state 
funds, all capital projects will be considered by the Mobile MPO as part of a Transportation 
Improvement Program. Similarly, all strategies that can be implemented with federal or state 
planning funds will be included in the Unified Planning Work Program. 

Performance measures will be calculated before and after implementation of a strategy to 
 for each congestion management 

project will be responsible for developing data for performance measures prior to and following 
onsoring agency may include this in the scope of the project 

to be completed by a consultant. The CMP will maintain a summary of projects which have been 
implemented since the last update. Based on evaluation of the performance measures, the 
effectiveness of the project or strategy will be determined, and those strategies which appear to 
be ineffective or inefficient will be dropped from the CMP. 

The following are strategies that the Mobile Congestion Management Process has determined   to 
be   suitable   for   the   Mobile   urbanized   area,   with   suggested performance measures. 

 Travel Demand Management Approaches 
 Traffic Operational Improvements 
 Public Transit Capital and Operational Improvements 
 Intelligent Transportation System (ITS) Approaches / Strategies 
 Additional Roadway Capacity 

6.3.1 Travel Demand Management (TDM) Approaches 

As defined by the USDOT document Implementing  Effective  Travel  Demand Management  
Measures, TDM  programs  are  designed  to  maximize  the  people moving capability of the 
transportation system by increasing the number of persons in a vehicle, or by influencing the 
time of, or need to, travel. 

 for the Mobile Congestion Management System are classified into the following two 
categories: 

 Increasing The Number Of Persons Per Vehicle/Vehicle-Trip Reduction 
 Influences On Time Of Travel And Need For Travel 



 

 

6.3.1.1 Increasing the Number of Persons per Vehicle/Vehicle-Trip Reduction 

The Rideshare Program seeks to increase the number of persons in a vehicle (bus/car/van), thus 
decreasing the number of (SOV) single occupancy vehicles.  The objective of these Travel 
Demand Management strategies is to reduce the travel demand or number of vehicle trips on 
the transportation system.  The following are the  trip  reducing  Travel  Demand  Management  
strategies,  and  can  possibly  be funded through FTA, STP, NH, IM, state, or local. 

 Carpool/Vanpool 
 Park and Ride Lots 
 Subscription Van Service 
 HOV Lanes 
 Measures to Encourage Use of Alternative Modes 

6.3.1.1.1 Carpool/Vanpool 

This is a program that will match workers that reside and work in the same areas, in order to 
travel in a carpool/vanpool together.  Individuals will volunteer to participate. The agency 
overseeing this program will have a database capable of matching the individuals to 
carpool/vanpool together using the addresses of me and workplace.  The 
participants may be a driver, passenger or both using their own private vehicles.  This is an 
effective program to reduce the number of SOV trips that travel to a location that has a 
concentrated number of workers.  A Emergency Ride Home program can also be considered in 
conjunction with this; the implementing agency assures a participant an alternative means of 
commuting if the carpool/vanpool is missed.  Once the carpool/vanpool program is established 
and in full operation, the VMT and participation data are used as measures of effectiveness for 
this strategy. 

The South Alabama Regional Planning Commission initiated a carpool matching program 
known as the CommuteSmart Mobile Rideshare program. Ridepro software has been purchased 
and there is a dedicated phone line (251-706-1CAR) for Rideshare clients. SARPC staff has 
created a website www.mobilempo.org that links to the CommuteSmart website which enables 
interested parties to sign up for the program online. The CommuteSmart Commuter Services 
Program maintains a database of individuals who work in the region and who have expressed a 
desire to commute to work via carpool, vanpool, transit, bicycle, and walking. This commuter 
database uses a person's home address, work address and work hours to find others who live and 
work near them, who have similar schedules, and are willing to share their commute. In the past, 
SARPC provided a free Emergency Ride Home for those carpoolers that get stranded at work.  
The federal funding for the program (FTA 5316) has since merged with another funding source 
(FTA 5307).  SARPC has not felt the need to apply for these funds as the demand for the 
Emergency Ride Home program has not justified the funding.  Participation data is used as an 
effective performance measure. 

6.3.1.1.2 Park and Ride Lots 

In conjunction with the carpool/vanpool program or incentives to transit use, park and ride 
lots should be considered in areas of high density on the fringe of the urban boundary or in 



 

 

locations where a convergence of traffic occurs.  This is a commuter parking lot that will be a 
central location for members of the carpool/vanpool match program to meet, therefore increasing 
the number of potential users.  Additionally, if the park and ride lot is located in proximity to the 

 fixed route system, carpoolers can park at this lot and travel to work by bus.  
Parking lots can be leased from churches during the week to minimize expenses and also to 
determine if there is a market for new park and ride lots prior to incurring capital expenses to 
purchase land and build a lot.  Like the carpool/vanpool strategy, the VMT and participation 
data are the performance measures. 

6.3.1.1.3 Subscription Van Service 

This strategy will allow a company to lease a van from the Wave Transit or the Mobile MPO and 
use it to serve their commuting employees.   This program has become popular in the bigger 
cities  across  the  nation,  including  Birmingham,  AL,  and  is  underway  in  Mobile through 
the Wave Transit.  The lessee is advised on the care of the van by the Wave Transit as the 
employees will be responsible for driving the van.    Once the vans are leased to companies, 
and in full implementation, VMT and participation data are used to measure the effectiveness of 
this strategy. 

6.3.1.1.4 HOV Lanes 

The market for an HOV (High Occupancy Vehicle) lane or lanes will present itself once the 
interstate network LOS has deteriorated significantly. This entails reserving a lane of road, most 
likely interstate, for vehicles with a certain minimum number of passengers.  The lane would be 
marked with diamonds to indicate that it is for HOV use only during a signed period of time. An 
HOV ramp by-pass lane can also be considered.  This Travel Demand Management strategy is 
widely used in large metro areas such as Washington D.C. and Atlanta, Georgia, but currently is 
not a likely strategy for Mobile.  However, this is an effective strategy for increasing the number 
of persons in a vehicle and might be promot
increases.   The performance measures for this strategy are VMT and participation data (lane 
counts). 

6.3.2 Measures to Encourage Use of Alternative Modes 

Alternative modes of travel in Mobile include public transportation, bicycle and pedestrian 
travel.   The provision of facilities for bicyclists and pedestrians will encourage their utilization 
as transportation modes.  The Bicycle and Pedestrian Plan, an element of the MATS Long 
Range Plan, details plans, policies, programs, and facilities to create a network linking major 
origins and destinations, which responds to the varied needs of the population and provides for a 
safe and convenient alternative mode of transportation. Implementation of any of the plan 
elements is an example of this strategy.   Economic incentives can also be used to encourage 
use of alternative modes.  The Taxpayer Relief and Parking Cash Out programs are federal 
tax programs, initiated with the Taxpayer Relief Act of 1997, to involve employers in sharing the 
cost of commuting by alternative modes with their employees.  Employers can receive a 
deduction from business income taxes while employees save on payroll and income taxes by 
receiving pre-tax compensation for transit fares.  Parking Cash Out programs are for employees 



 

 

who choose to forego employer-provided parking, and instead receive the taxable cash value, to 
be used for other means of transportation to work, such as carpool or transit. 

6.3.2.1 Influences on Time of Travel and Need for Travel 

Increasing the number of persons per vehicle is not the only effective category of Travel 
Demand Management strategies. The time and need of travel can also be effectively 
managed. However, if employers do not voluntarily implement this Travel Demand Management 
strategy, other implementation mechanisms are needed. While there are no known public 
funding sources for implementation, several cities use state or local ordinances. 

 Alternative Work Hours 
 Flex-Time 
 Telecommuting 

6.3.2.2 Alternative Work Hours 

Since the majority of congestion occurs during peak hours, and peak hour travel is 
predominantly home-based work trips, a shift of work hours would decrease peak congestion.  If 
large employers would off-set their work schedule, then peak hour congestion can be slightly 
reduced.  Currently, the Mobile County School Board lets school children out during the off-
peak period.  Although not much can be done to move  the  morning  school  traffic  to  the  
off-peak,  the  afternoon  school  hours contribute to the concept of this strategy. 

The alternative work hours strategy can only work with the participation of large employers, or 
complexes that house a large number of employees at a central location.  An example of an 
alternative work hour strategy would be to set the work hours at a complex with a large 
workforce to 7:30 a.m. to 4:30 p.m. or to 8:30 a.m. to 5:30 p.m.  This would offset the 
distribution of the surge of traffic heading toward the vicinity of the complex by half an hour.  
The performance measures for this strategy are VMT and participation data. 

6.3.2.3 Flex-Time 

Flex-time is the same general concept as alternative work hours, however flex-time gives the 
worker a choice on the time to report to work and what time to leave, as long as a certain amount 
of hours are worked in a day or week.  Currently, the Army Corps of Engineers and some 
employees of the city of Mobile are on flex-time.  This is another good strategy to move some of 
the peak hour trips to off-peak and uses the same performance measures as the alternative work 
schedule- VMT and participation data. 

6.3.2.4 Telecommuting 

The intent of the telecommuting strategy is to reduce the number of home to work trips by 
allowing employees to work at home.  However, telecommuting employees are not limited to 
only telecommuting from home.  For example, satellite telework centers are being implemented 
on an experimental basis in several areas of the United States.  Telecommuting is a growing 

echnology, but it appears incentives will have to be offered in order to gain 



 

 

widespread acce
data. 

6.3.3 Traffic Operational Improvements 

All of the intersections/corridors within the Urban Area have been screened and those that 
meet the thresholds of 6.4.1 Congestion Screening Mechanisms have been identified.   The 
Technical Coordinating / Citizens Advisory Committee (TCC/CAC) reviews the intersections 
selected by the screening process, and further refines the intersections to be improved.  Because 
of limited funding, not all identified corridors can be recommended for funding.  Generally, one 
per year at $500,000 (fed). 

The results of the screening process will be an inventory of suggested corridors that are specific 
congested locations. The type of treatment, timeline, and detailed cost estimates are the 
responsibility of the sponsor.  These improvements will be evaluated and prioritized for 
inclusion in the TIP.  Data required from the lead agency will include hourly counts by lane, 
number of lanes, signal phasing, turning movements, etc. in order to quantify the congestion 
level of the project and to develop data for performance measures.     If the construction of the 
project begins within one year of this LOS analysis, the same data may be used as a pre-
implementation performance measure as well.  Travel Time data from the NPRMDS provided by 
INRIX is already archived, and can be a source of data for before and after performance 
measures.  

This strategy may be funded with National Highway Performance Program funds, Surface 
Transportation Program funds (specifically STP Attributable CMP set aside), Highway Safety 
Improvement Program funds, ALDOT state funds and/or local city/county funds.  The following 
are some Traffic Operational Improvement strategies for the Mobile Congestion Management 
Process: 

 Turn Prohibitions 
 Intersection/Corridor Improvements 
 Incident Management Approaches 
 Access Management Techniques 

6.3.3.1 Turn Prohibitions 

Under the authority of the jurisdictional agency, a turn prohibitor can be installed to increase the 
 mobility on arterials.  Examples include no turning lanes at an intersection,  and  lack  

of  a  middle  turning  lane  through  the  midblock.    People stopping traffic flow waiting to turn 
is a common cause of traffic accidents, which can be deterred by using curbed medians or 
enforced illegal turns. Turn prohibitors should not be establis
should be considered for safety purposes as well.  Delay, vehicles per hour and if necessary 
vehicle crash data/rates are the performance measures for this strategy. 



 

 

6.3.3.2 Intersection/Corridor Improvements 

Intersection improvements include any physical improvement to an intersection that will increase 
the mobility of the traffic.  An intersection improvement could be adaptive signal technology, a 
roundabout, adding turning lanes, extending of existing turn lanes, install dual left turns, simply 
repositioning a stop bar, or even reconfiguring the intersection geometry.  Some of the 
improvements for intersections can be used for multiple intersections to improve capacity of 
an entire corridor, like adaptive signal technology and roundabouts.  Although these are 
treatments for single intersections, several of this type improvements will improve traffic flow 
on an entire corridor and can be used for corridor improvements as well. Safety is a concern at 
all intersections as they are a common location of vehicular collisions. The performance  
measures  for  this  strategy  are  delay,  vehicles  per  hour,  and  if necessary crash data/rates. 

6.3.3.3 Adaptive Signal Control Technology 

Traffic signal timing that is outdated contributes to traffic congestion and delay. Conventional 
signal systems use pre-programmed, daily signal timing schedules. Adaptive signal control 
technology adjusts the timing of red, yellow and green lights to accommodate changing traffic 
patterns and ease traffic congestion. The main benefits of adaptive signal control technology over 
conventional signal systems, are that it can: 

 Continuously distribute green light time equitably for all traffic movements 
 Improve travel time reliability by progressively moving vehicles through green lights 
 Reduce congestion by creating smoother flow 
 Prolong the effectiveness of traffic signal timing 
 Optimize traffic flow 

6.3.3.4 Roundabouts 

The frequency of roundabouts is increasing in the country because it is an effective means of 
intersection throughput. A roundabout is a type of circular intersection or junction in which road 
traffic flows almost continuously in one direction around a central island. So-called "modern" 
roundabouts require entering traffic to give way to traffic already in the circle and optimally 
observe various design rules to increase safety. 

6.3.3.5 Access Management Techniques 

As mentioned in a previous strategy, traffic slowing down or stopping to turn off of an arterial is 
a common trigger for congestion and cause of vehicle crashes.  Flow can be controlled 
somewhat by limiting the access on and off a facility.  An example of this strategy would be 
for a governing agency to adopt some type of access management ordinance.  This would limit 
the number and locations of access to and from major arterials, allowing for a smoother flow of 
traffic.  Traffic signal spacing, intersection spacing and limiting driveways are other examples of 
access management techniques. The performance measures for this strategy are travel 
time/speed, delay, vehicles per hour and/or vehicle crash data/rates. 



 

 

6.3.3.6 Incident Management Approaches 

Any congestion that is not a normal characteristic of the section of roadway and is not the 
result of deficient capacity can be considered nonrecurring congestion. Vehicle crashes and 
construction are two of the most common causes of nonrecurring congestion.   It is the goal 
of the incident management strategy to reduce the impedances caused by any nonrecurring 
congestion.  An example of an incident management strategy would be to send a press release to 
the media for all construction or improvement projects just before it starts, suggesting alternate 
routes for a specified period.   This gives people time to adjust their normal commuting 
routes before the construction starts.  Another example of an incident management strategy is 
to utilize traffic operation cameras for incident detection and to develop an early warning 
system, as the Bayway Fog Detection System is used.  Quick response and coordinated response 
by law enforcement agencies to vehicle crashes are other frequently used incident management 
techniques.   The performance measures for this strategy are vehicle crash data/rates. 

6.3.4 Public Transit Capital and Operational Improvements 

As mentioned in a previous section of this document, the transit system in Mobile is well 
established.  Under direction of the Wave Transit and the city of Mobile, there are several 
transit-related strategies that can be implemented to reduce congestion. In addition, there are two 
strategic areas which can be applied to help create a more efficient transit system, with more 
ridership and consequently fewer SOVs.  These two areas are: 

 Capital Improvements 
 Operating Improvements 

These strategies may be funded with FTA funds, local city/county funds or STP funds 
(specifically STP Attributable CMP set aside). 

6.3.4.1 Transit Capital Improvements 

Transit capital improvement strategies include those approaches to alleviate roadway 
congestion that affect the number of buses, condition of the buses, type of buses and bus 
terminals.   Currently, the Wave Transit has requested that a portion of the transit fleet be 
replaced to become more efficient, and vans have been acquired recently for demand response 
service.  Bus pull-outs can be included as a transit capital strategy, as well as fleet size, a trolley 
system, park and ride lots and efforts to improve the physical characteristics to create a more 
comfortable or attractive transit system.  Ridership data and area-wide VMT are the 
performance measures. 

6.3.4.2 Transit Operating Improvements 

Transit operating improvements offer more of a variety of strategies to implement than the transit 
capital improvements.  Additionally, most of the transit operating improvement strategies are 
less costly than capital improvements.  Some examples of operating strategies are: routes can be 
modified to reduce headway, discount passes can be offered, fares can be reduced and/or traffic 
signal preemption for buses can be implemented.  These items are discussed in detail in the 



 

 

Public Transit section of this Long Range Transportation Plan.   Ridership data and area-wide 
VMT are the performance measures. 

6.3.5 Intelligent Transportation System (ITS) 

Technology in transportation is becoming increasingly more advanced. Intelligent Transportation 
System provides fascinating projects on the leading edge of technology that are new and 
innovative, but may be quite costly.  Further, any improve
Architecture is an eligible improvement. An example of an ITS project, is to maximize the 
efficiency of the transit system include the preemption for all buses and emergency vehicles, or 
even the tracking of buses using Global Positioning Satellites.   The performance measures for 
this strategy are project specific and may be funded through Interstate, NHS, STP (specifically 
STP Attributable CMP set aside), FTA, ALDOT, ITS Safety and/or local city/county funds. 

6.3.6 Additional Roadway Capacity 

Although other strategies must always be investigated, adding capacity to a roadway is  
sometimes  the  only,  and  most  expensive,  method  of  relieving  congestion. Generally, the set 
aside of STP Attributable funds for congestion management techniques are not intended for 
additional roadway capacity. Utilities, right-of-way, engineering, design and construction must 
all be considered when adding lanes to a roadway or intersection.  Section 1 of this document 
pertains primarily to adding capacity to midblock rather than intersections and prioritizing those 
projects. Additionally, this strategy may be combined with other strategies, such as in the 
case of construction of a new limited access roadway with a traffic surveillance system.  Funding 
for this strategy may be through National Highway Performance Program funds, Surface 
Transportation Program funds (specifically STP Attributable CMP set aside), Highway Safety 
Improvement Program funds, Federal Transit Administration funds, ALDOT state funds and/or 
local city/county funds. The performance measures are travel time/speed, and vehicles per hour. 

6.3.7 Funding Sources 

Funding sources for the above Mobile CMP strategies can be federal, state and/or local 
city/county funds. These are: 

 National Highway Performance Program funds (Discretionary through ALDOT) 
 Highway Safety Improvement Program funds (Discretionary through ALDOT) 
 Surface Transportation Program (STP) funds (Dedicated and Discretionary 

through ALDOT) 
 Surface Transportation Program (STP) funds (Dedicated and Discretionary 

through the Mobile MPO, specifically STP Attributable CMP set aside) 
 Transportation Alternative Program (TAP) funds (Dedicated and Discretionary 

through ALDOT) 
 Federal Transit Administration (FTA) Section 5307 (Urbanized Area Formula 

Program) 
 Federal Transit Administration (FTA) Section 5310 (Elderly and Disabled 

Transportation) 
 Federal Transit Administration (FTA) Section 5311 (Non-Urbanized Area 



 

 

Formula Program) 
 ALDOT State funds 
 City/County funds 

Although the funding sources detailed above are all eligible to fund congestion management type 
projects per the FAST ACT.  Most of these funding sources are already allocated to specific 
projects over the course of the four year transportation short range plan, the Transportation 
Improvement Program (TIP), and this 25 year Long Range Transportation Plan (LRTP).  The 
Surface Transportation Program (STP) funds (dedicated and discretionary through the Mobile 
MPO) has an annual set aside of $500,000 federal dollars for these CMP types of projects. This 
funding is for operational type improvements as mentioned in this section, and not for 
maintenance type projects like resurfacing and landscaping.   

6.4 Implementation Activities 

Implementation Activities has historically been called project development.  However, this 
updated Congestion Management Process focusses on where the congestion is, the funding 
mechanism, and how they will be prioritized and implemented.  Rather than developing the 
project to alleviate congestion as part of the CMP, the project development will be done through 
the preliminary engineering process of the project.  This will provide realistic cost estimates and 
detailed design information for the project.   

For example, the previous method of project development, would have included a committee 
investigating an intersection and developing a project while witnessing the PM peak period 
traffic at the intersection. This was a proactive approach; however, the most optimal system 
needed for that situation will not be known until some preliminary investigation is done. The 
results of some initial work could answer what are the existing signals, what needs to be 
replaced, what type of detection will work best given the geometry, will an adaptive signal work, 
do the controllers and heads all need to be updated, will a round-a-bout work here, is this part of 
a system, can this be part of a system.   

The current implementation strategy is to identify the areas of congestion, and provide some 
funding for the sponsor to correct it, in the most optimal manner possible.  

6.4.1 Congestion Screening Mechanisms 

The Congestion Management Process addresses congestion on all roadways inside of the Mobile 
Urban Area boundary which are functionally classified as an arterial or higher.  Figure 6-8 
details the functional classification system for the Mobile Urban Area.  Historically, these 
screenings took place on all freeways, principal arterials and some selected minor arterials.  The 
process is now updated in that the travel time collection using GPS transponders is no longer 
needed.  Data is collected for the FWHA through a company called INRIX. INRIX provides data 
that exists for all roads on the TMC (Traffic Management Channel) that is a part of the NHS 
(National Highway System).  Please see  6.2.1 National Performance Management Research 
Data Set (NPMRDS) of this document. Only freeways and principal arterials are currently 
available to the Mobile MPO from the National Performance Management Research Data Set. 



 

 

The INRIX -
peak ratio is a good indicator of congestion. Volume to capacity is a traditional indicator of 
congestion, as is incident data.  Historically the Mobile CMP has looked at all incidents at every 
intersection when screening for congestion.  A more efficient method of screening intersections 
for congestion utilizing incident data, is focusing on rear-end collisions.  Rear end collisions are 
more of an indicator of congestion, as opposed to side swipe, right angle, or left turn collisions.  

The overall CMP corridor ranking is based on the following three criteria for screening and 
ranking the corridors and intersections, which are: 

 PM Peak speed to Free Flow speed ratio 
 Volume to Capacity (V/C) 
 Rear end collision per mile 

The incident / collision data comes from the Critical Analysis Reporting Environment (CARE).  
The dat
be used in other means in which it is not intended. Because there are some sensitivity issues with 
the rear end collision data, figures for each criteria are omitted from this document. 

Corridors that meet the rear end collision per mile criteria may be able to be deduced if the 
graphic had all three showing.  Because of these issues, and caution of breaching contract with 
the CARE program, an overall scoring system has be developed for the CMP corridors.  Figure 
6-6 depicts which corridors have met at least two of the three criteria, and Figure 6-7 represents 
an overall ranking number that is derived by totaling the v/c, a peak to free flow ratio, and a 
factor that represents the rear end collision per mile.  

 

 

 

 

 

 

 

 

 

 

 



 

 

Figure 6-5 Mobile Urban Area Functional Classification 

 

 

(Mobile MPO) 



 

 

6.4.1.1 PM Peak speed to Free Flow Speed Ratio 

Because the travel time data is available 24 hours a day, the free flow, or off peak travel speeds 
can be calculated as well. For the purposes of this study, 10:00 PM to 5:00 AM is considered off 
peak, or free flow. The PM peak period is considered to be 4:30 PM to 6:00 PM, and the ratio 
can be calculated of peak to free flow.  That is to say, if the free flow speed is 45 mph, and the 
peak period speed is 33 mph, then there is .73 peak to free flow ratio.  The peak to free flow 
speed criteria threshold is .75 or less.   

6.4.1.2 Volume to Capacity   

The volume to capacity ratio is a traditional method of analyzing congestion in terms of Level of 
Service, or LOS. It is a simple calculation of the number of cars on the road in terms of Average 
Annual Daily Traffic (AADT) to the capacity of the road.  The capacity of a road can vary 
depending on the density, speed and functional classification of the road. Typically, any volume 
to capacity ratio that is over 1.0 is considered congested, or LOS F.  

6.4.1.3 Rear End Collision per Mile 

The Critical Analysis Reporting Environment (CARE) is a data analysis software package 
originally designed for problem identification and countermeasure development in traffic safety 
applications. Developed by the staff of the Center for Advanced Public Safety at the University 
of Alabama, CARE uses advanced analytical and statistical techniques to generate valuable 
information directly from the data. This includes data on types of collisions, severity, location, 
pedestrian, etc. For the purposes of the Mobile Congestion Management Process, the focus is on 
rear-end collisions.  The corridors that have over a certain limit of rear end collisions per mile are 
flagged as part of this process, and included in the overall score as represented in Figure 6-9 and 
Figure 6-10.   

6.4.1.4 Prioritization and Ranking 

area of concern in terms of congestion. To mathematically depict the corridors of concern, a 
scoring mechanism is established that is a combination of volume to capacity ratio, peak to free 
flow ratio, and rear end collisions per mile.   The higher the number, the more severe the 
congestion is in that corridor, as depicted in Figure 6-7. 

 

 

 

 

 

 



 

 

Figure 6-6 Corridors Meeting At Least Two of the Three Criteria 

 

 

(Mobile MPO) 

This ranking process is important to depict the severity of congestion in the Mobile Urbanized 
Area; however, it does not depict the order in which projects will be funded through the 
Transportation Improvement Program. That will be at the discretion of MPO Policy Board, and 

-10, the red areas are the worst 
congested; however, there are already plans and funding for an adaptive signal type project for 
Airport Boulevard from I-65 to McGregor Ave. and addition capacity on McGregor Ave. from 
Airport Blvd. to Dauphin Street. That negates projects at those locations under the current 
Mobile MPO CMP, as the congestion levels will be unknown until these projects are completed.  

There are other areas that already have CMP projects either underway or planned such 
Government Street west of the Bankhead Tunnel,  Dauphin Street from Sage Avenue to 
Springhill Hospital, and Airport Boulevard from University to Hillcrest Road. Other areas of 
congestion are Old Shell Road from University Boulevard to Hillcrest Road, Moffett Road west 
of I-65, and Springhill Avenue from Florida Street to Moffett Road that all appear to be very 
congested based on the data.  



 

 

Figure 6-7 Corridors Combined CMP Score 

 

(Mobile MPO) 

6.4.2 Recommendations 

The Transportation Improvement Program (TIP) is the funding mechanism in which the CMP 
projects can be funded.  Although other funding sources are available, the STP Attributable Set 
Aside is for CMP Projects funded at $500,000 (federal) annually, requires a 20% match, and is a 
program that is funded through the STP Attributable funds apportioned to the Mobile MPO.  The 
current 2020-2023 TIP is a four year program (2020, 2021, 2022, 2023) allowing for four CMP 
corridors to improve.   

Because the TMC links are somewhat inconsistent in length when compared to one another, it 
would be difficult to numerically portray the TMC links.  For that reason, the corridors may not 
exactly match the TMC links. The corridors of concern are a combination of both links that 

the TMC links. The corridors are given 
scores that are a combination of volume to capacity ratio, peak speed to free flow speed ratio, 
and a rear-end collision rate. 



 

 

In Table 6-5, Moffett Road shows up as the most congested, mainly because it is a very short 
corridor, but scored high in two out of the three thresholds. This intersection has been looked at 
and improved in the past, and once the SR 158 Extension to the State line is open, congestion at 
this interchange will dramatically decrease.  Industrial Parkway from Shelton Beach to I-65 is 
also a very short link, and has been recently awarded an ATRIP Project applied by the City of 
Saraland. Airport Boulevard from I-65 to McGregor Avenue has a project already under way.  
Dauphin Street from Sage Avenue to Springhill Hospital is a corridor that may have some 
additional MPO funding tied to it as there is an adjacent project currently in the TIP; Dauphin 
Street is a CMP top priority. The majority of Airport Boulevard has scored high also.  This 
corridor can be broken up into sections or phases. The first phase was already awarded a CMP 
project in the 2016-2019 TIP from University Boulevard to Hillcrest Road.  Other sections of 
Airport Boulevard are eligible for funding under this CMP.  

University Boulevard from Airport Boulevard to Old Shell Road and Springhill Avenue from 
Florida Street to Moffett Road both scored rather high; however, Government Street to Broad 
Street to the Bankhead Tunnel scored high as well; there is a CMP project currently underway on 
this section as Government Street is a CMP Priority.    

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



 

 

Table 6-5  

(Mobile MPO) 
 
 

Rank Road Start End Score 

1 Industrial Parkway Shelton Beach Road I-65 3.94 

2 Airport Blvd Bel Air Mall I-65 3.90 

3 Airport Blvd I-65 McGregor 3.85 

4 Dauphin Street Sage Avenue Springhill Memorial 3.84 

5 I-10 Exit 27 Canal Street 3.82 

6 Springhill Avenue Florida Street Moffett Road 3.78 

7 Airport Blvd University Blvd Hillcrest Road 3.64 

8 Cottage Hill Road Woodland Road Blue Ridge Blvd 3.60 

9 Airport Blvd McGregor Avenue University Blvd 3.60 

10 Schillinger Road Old Shell Road Zeigler Blvd 3.54 

11 US-45 I-65 Wolf Ridge Road 3.51 

12 Moffett Road Springhill Avenue Wolf Ridge Road 3.49 

13 University Blvd Old Shell Road Gaillard Drive 3.48 

14 University Blvd Grelot Road Airport Blvd 3.45 

15 University Blvd Airport Blvd Old Shell Road 3.40 

16 Airport Blvd Hillcrest Road Cody Road 3.39 

17 Government Blvd Magnolia Road Butler Drive 3.37 

18 Moffett Road Wolf Ridge Road University Blvd 3.36 

19 Government Blvd Ann Street Catherine Street 3.30 

20 Government Blvd Bankhead Tunnel Broad Street 3.29 



 

 

It needs to be noted that projects and cost estimates may happen at the preliminary engineering 
level.  The optimum project for each of congested locations needs to be investigated, modeled 
and vetted.  The existing inventory, how old the current system is, and what is needed for the 
best system (signal upgrades, detection, adaptive signals, and new technology), all needs to be 
determined as it will be included in the cost estimate of the project.  The intent of the CMP is to 
allocate $500,000 (federal) per corridor. Some corridors may be able to be improved for less than 
$625,000 (includes 20 percent match), some corridors will be more expensive, and some 
corridors may require more than one annual allocation.  

For the purposes of the Long Range Transportation Plan and the current 2020-2023 
Transportation Improvement Program (TIP), the following areas have been selected has the 
current Congestion Management Process corridors, eligible for federal assistance ($500k) and to 
be included in the current TIP: 

Table 6-6 Congestion Management Process 2020-2023 Corridors 

Mobile MPO 
 
Because the Long Range Transportation Plan (LRTP) is updated every five years, a new set of 
projects for each new Transportation Improvement Program (TIP) will be identified, in each new 
LRTP.  The CMP corridors of concern for FY 2024-2028 will be identified as part of the next 
LRTP to be adopted no later than March 2025.  

6.5 Effectiveness of Strategies  

In order to document the effectiveness of any CMP project, the before and after conditions 
should be evaluated by the sponsoring agency, using specified performance measures. The 
before data may be completed by the sponsoring agency, or may be part of the PE phase and 
included in the PE contract.  At the very least, travel time before the project is authorized is 
included in this document. The after data c a n  be the responsibility of the sponsoring entity, 
or as the CMP is updated every 5 years, the data will be available for further evaluation and 
documentation in the CMP Report.  The ease of use of the NPMRDS, or INRIX data, will make 
performance measures not such a daunting task as in previous CMPs. If the INRIX data is 
available for the corridor being funded, it certainly is an acceptable means of performance 
measure data. 

 

Rank Road Start End Score FY 

20 Government Blvd Bankhead Tunnel Broad Street 3.29 2020 

16 Airport Blvd Hillcrest Road Cody Road 3.39 2021 

13 University Blvd Old Shell Road Gaillard Drive 3.48 2022 

12 Moffett Road Springhill Avenue Wolf Ridge Road 3.49 2023 



 

 

These performance measures will help decision makers determine which strategy is the most 
efficient and productive for future projects. Therefore, the Mobile Congestion Management 
Process recommends, but is not limited to, the following performance measures: 

 Vehicular Volume 
 Travel Time/Speed 
 Delay 
 Transit Data 
 Vehicle Crash Data 

6.5.1 Vehicular Volume 

The number of vehicles on a road during a particular time period is important data to the 
Congestion Management Process.   Traffic count data can be measured and used in various 
ways.  It can be the ADT (average daily traffic), VMT (vehicle miles traveled), vehicles per hour 
or the V/C ratio (vehicles divided by capacity) from which the LOS is derived.  These 
measurements of traffic counts can be for total volume, by direction or even by lane. There are 
permanent counters on the Interstates and Highway Performance Monitoring System (HPMS) 
locations that are retrieved on a continual basis. 

Currently, MATS needs the assistance of ALDOT in acquiring more recent and more frequent 
area-wide count information.  Counts for all arterials in the urban boundary continually need to 
be updated.   If the area-wide counts are not available to accurately maintain the Congestion 
Management Process, then local counts on the non-NHS roads need to be collected by the CMP 
participants. 

6.5.2 Travel Time/Speed 

One of the primary goals of the Congestion Management Process is to reduce travel time.  If the 
vehicular travel time between point A and point B is reduced through a CMP strategy, then the 
objective of the Congestion Management Process is met. Thus, travel time is an effective way 
to measure congestion.  Travel time is usually an average per direction and time of day, and can 
sometimes be obtained through modeling efforts.   Once travel time is obtained, average travel 
speed can be calculated for the distance traveled.  Travel time can be collected manually, or from 
the NPMRDS. 

6.5.3 Delay 

While it is recognized that there are several different types of delay, total intersection delay 
given in seconds/vehicle, as calculated by the Highway Capacity Manual methodology, will be 
used for performance measures.  All inputs into the HCM formula or software are required for 
this performance measure. 

 



 

 

6.5.4 Transit Data 

The backbone of the Congestion Management Process is to reduce the number of SOVs 
(single occupancy vehicles).  An increase in the number of fixed route riders and the 
participation in Travel Demand Management strategies (i.e. carpool and rideshare programs), 
will have a direct impact on the traffic flow of Mobile as the number of SOVs will be reduced.   
Additional local procedures to measure the effectiveness of transit modifications and Travel 
Demand Management strategies (TDMs) other than the suggested CMP measures are 
welcome.   FTA National Transit Database Reports are an effective means of collecting ridership 
data for any program that the Wave Transit manages. 

6.5.5 Vehicle Crash Data 

Vehicle crash data is an important measure of not only how safe the roadway or intersection is, 
but also non-recurring congestion.   Non-recurring congestion is caused primarily by accidents 
or construction. The number of vehicle crashes should decrease as a result of an effective 
strategy as it is relative to the amount of traffic congestion.  Vehicle crash data can be obtained 
from ALDOT or directly from the Department of Public Safety.  It is detailed vehicle crash 
information and can be generally acquired for any time period for any link (road segment) and 
can be converted to a rate. 

 

 

 

 

 


