
 

 

 

 

 

 

 

 

 

 

 

 

2013 Report Card for America’s Infrastructure Findings 

Over two hundred million trips are taken daily across 

deficient bridges in the nation’s 102 largest metropolitan 

regions. In total, one in nine of the nation’s bridges are 

rated as structurally deficient, while the average age of 

the nation’s 607,380 bridges is currently 42 years. The 

Federal Highway Administration (FHWA) estimates that 

to eliminate the nation’s bridge deficient backlog by 

2028, we would need to invest $20.5 billion annually, 

while only $12.8 billion is being spent currently. The 

challenge for federal, state, and local governments is to 

increase bridge investments by $8 billion annually to 

address the identified $76 billion in needs for deficient 

bridges across the United States.  

Bridges: Conditions & Capacity 

The health of our nation’s bridges is directly tied to the 

nation’s ability to compete in a global marketplace. 

Therefore, it is of growing concern that the bridges in 

our nation’s metropolitan areas, which are an 

indispensable link for both millions of commuters 

and freight on a daily basis, are decaying more 

rapidly than our rural bridges. Approximately 210 

million trips are taken daily across deficient 



 

 

 

 

bridges in the nation’s 102 largest metropolitan 

regions.  

The percentage of bridges that are either 

functionally obsolete or structurally deficient has 

been declining slowly over the last decade as 

states and cities have increased efforts to 

prioritize repairs and replacements. In 2012, one 

in nine, or just below 11%, of the nation’s bridges 

were classified as structurally deficient. The 

number of bridges defined as functionally 

obsolete has also declined, with currently 24.9% 

of the nation’s  bridges defined in either 

deficiency category. However, while billions have 

been spent annually on bridge construction, 

rehabilitation, and repair in the last twenty years, 

current funding levels are not enough to repair or 

replace the nation’s large-scale, urban bridges, 

which carry a high percentage of the nation’s 

traffic. To illustrate, the nation’s 66,749 

structurally deficient bridges make up one-third 

of the total bridge decking area in the country, 

showing that those bridges that remain classified 

as structurally deficient are significant in size and 

length, while the bridges that are being repaired 

are smaller in scale.  

At the state level, 22 states have a higher percentage of structurally deficient bridges than the national 

average, while five states have more than 20% of their bridges defined as structurally deficient. Pennsylvania 

tops the list with 24.4%, while Iowa and Oklahoma are not far behind, each having just over 21% of their 

bridges classified as structurally deficient. When looking at the highest percentage of deficient bridges 

(combined structurally deficient and functionally obsolete bridge categories), the nation’s capital tops all 50 

states, with 77%, or 185 of 239, of bridges in the District of Columbia falling into at least one of these 

categories.  

While it is important to look at the 

decrease in the overall number of 

bridges that are classified as either 

structurally deficient or functionally 

obsolete, there are other critical 

aspects to assess when grading the 

nation’s bridges. Looking beyond 

deficiency classifications, the total 

percentage of postings on the nation’s 



 

 

 

 

bridges has declined gradually over the past five years. While the number of bridges closed to traffic has 

climbed from 2,816 in 2007 to 3,585 in 2012, the number of bridges posted for load restrictions has decreased 

from 67,969 to 60,971 in that same period. Posted bridges are not necessarily a public safety risk, but they can 

create congestion and force emergency vehicles and trucks to take lengthy detours when the bridge is closed, 

making it harder, and more costly, for goods to get to market.  

Finally, the average age of the nation’s bridges has also slightly declined, as bridges have been constructed or 

replaced, from 43 years in 2009 to 42 years currently. Regardless, the FHWA calculates that more than 30% of 

existing bridges have exceeded their 50-year design life, meaning that maintenance, repair, and rehabilitation 

programs will still require significant investment in the upcoming years. Unfortunately, preserving aging bridges 

while replacing deficient bridges is a significant challenge for cash-strapped state and local governments to 

manage. 

Bridges: Investment & Funding 

Federal, state, and local bridge investments 

are not keeping pace with the growing costs 

of aging bridges. The FHWA estimates that 

the current cost to repair or replace only the 

deficient bridges eligible under the Federal 

Highway Bridge Program is almost $76 

billion. This total is up from 2009, when 

FHWA estimated that the total cost was $71 

billion. If bridge maintenance continues to 

be deferred over the next 25 years, these 

backlog costs will rise. To put these numbers 

in perspective, over the last 30 years Congress has provided approximately $77 billion to the states through the 

federal-aid bridge program.8 New York, with more than $9 billion in needs, followed by Pennsylvania with $7 

billion in needs, and then California with $6 billion in needs, are currently the states facing the largest cost to 

repair and replace their aging bridge infrastructure. Nevada has the lowest price tag to repair or replace its 

deficient bridges at $69 million.  

The investment backlog for the nation’s bridges is estimated to be $121 billion, according to FHWA. This figure 

represents all cost-beneficial bridge needs, not just the replacement or rehabilitation of eligible deficient 

bridges. The $121 billion estimate includes $102 billion in investment needs for federal-aid highway bridges. Of 

that $102 billion in federal highway needs, $60 billion is for the National Highway System bridges, which in turn 

includes $38 billion for Interstate System bridges. The Federal Highway Administration estimates that to 

eliminate the bridge backlog by 2028, the nation would need to invest $20.5 billion annually; however, at this 

time only $12.8 billion is being spent annually on the nation’s bridges.  

Finally, recently passed surface transportation legislation from Congress, Moving Ahead for Progress in the 21st 

Century (MAP-21), eliminated the Highway Bridge Program, instead rolling it into the National Highway 

Performance Program (NHPP). However, the off-system bridges are not included in the NHPP, but have been 

placed in the Surface Transportation Program. With the nation’s bridges divided between two programs 



 

 

 

 

without guaranteed set-asides for repair, bridges 

may need to compete with other transportation 

programs for funding, which could have a negative 

impact on conditions. 

Bridges: Success Stories 

Oregon Bridge Delivery Program 

In 2003 the Oregon Legislature placed an increased 

priority on the state’s bridge program with the 

Oregon Transportation Investment Act. At the time, 

the state estimated that deteriorating bridges could 

cost Oregon’s economy $123 billion in lost production and 88,000 lost jobs over the next 25 years. 

The legislation included the State Bridge Delivery Program, a ten-year, $1.3 billion program that set out to 

repair and replace hundreds of bridges across the state, thereby ensuring the unrestricted movement of freight 

and spurring economic growth. 

The program employed the context sensitive and sustainable solutions philosophy throughout the process, 

incorporating activities that foster workforce growth and development; reflect the community’s interests; 

maintain mobility and safety; ensure sound stewardship of the natural environment; and promote cost-

effective decision making. The program is on track to be completed in 2013. 

Huey P. Long Bridge Widening Project 

In 2006 the state of Louisiana embarked on an ambitious 

project to widen the iconic Huey P. Long Bridge, a $1.2 

billion endeavor that is the single largest transportation 

project in Louisiana history. The multimodal bridge is one 

of the two bridges connecting the East and West Banks of 

the Mississippi River in the Greater New Orleans area. 

Work on the design of the bridge began in earnest in 

1925, and 10 years later, when the bridge opened in 

1935, it represented the first Mississippi River crossing for 

both railroad cars and automobiles in New Orleans. Over 

the past 75 years the Huey P. Long Bridge has carried an 

estimated 100,000 passenger trains and over 30 million freight cars, and carried an average of 43,000 vehicles 

per day prior to expansion.  

The approval of the Transportation Infrastructure Model for Economic Development (TIMED) program in 1989 

— funded by a 4 cent gasoline tax increase — provided for many transportation improvements, including the 

expansion of the Huey P. Long Bridge.  



 

 

 

 

Engineering and construction of the new bridge have indeed been an exceedingly challenging endeavor. A 

major requirement for the construction was that the bridge had to remain fully operational for both rail and 

auto traffic during the entire construction period. River traffic disruption was to be at a minimum. When the 

expansion is complete, the bridge will have three 11-foot lanes in each direction plus shoulders — double the 

previous driving surface width — and will be able to accommodate double the volume of vehicular traffic. 

Lake Champlain Bridge Project 

In 2009, civil engineers deemed the Lake Champlain Bridge, connecting Crown Point, New York, to Addison, 

Vermont, as structurally unsafe, and authorities closed the bridge. By December 2009 it was concluded that the 

bridge could not be repaired, and the nearly 100-year-old landmark was demolished, removing a key route for 

area residents.  

Construction began in June 2010 to install a new 

2,200 foot long bridge. Despite a harsh winter and 

spring, construction crews completed the bridge in 

less than two years, limiting the social and 

economic impacts. The main arch span was 

prefabricated off-site, floated by barge to the 

already constructed approach spans, and then 

lifted into place. The new bridge also took into 

account public safety concerns and Complete 

Streets engineering by including pedestrian and 

bicycle lanes.  

The $76 million project was co-led by the New York State Department of Transportation and the Vermont 

Agency of Transportation, with costs shared equally. The Lake Champlain Bridge demonstrates the positive 

impact when states, agencies, and the public work together.  

Bridges: Conclusion 

While the overall number of deficient bridges 

continues to decline, there is still a long road 

ahead. With the total number of structurally 

deficient or functionally obsolete bridges at more 

than 20%, the nation needs to remain focused on 

aging bridges and work diligently to decrease the 

total number to below 15% over the next decade.  

Most importantly, states will have to focus on 

repairing or replacing those large-scale bridges in 

urban areas where their upkeep has been consistently deferred due to the significant cost to repair these 

structures. 



 

 

 

 

Raising the Grades: Solutions that Work Now 

· Make the repair of structurally deficient urban bridges a top national priority through the 

implementation of a risk-based prioritization model.  

· Increase annual investment levels for bridge repair, reconstruction, and renovation by approximately 

$8 billion annually from all levels of government, to a total annual funding level of $20.5 billion. 

· Develop a national strategic plan for addressing the nation’s structurally deficient and functionally 

obsolete bridges in the upcoming decades, including long-term transportation research in order to 

develop more resilient bridges. 

· Set a national goal to decrease the number of just structurally deficient bridges to 8% by 2020 and 

decrease the percentage of the population driving over all deficient bridges by 75% by 2020. 

 

 

 


