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The United States Air Force operates Offutt Air Force Base in Bellevue, Nebraska. In the 
past, Offutt was the home of Strategic Air Command or SAC. Currently, Offutt Air Force 
Base is the home of United States Strategic Command or USSTRATCOM and the 55th 
Wing of the United States Air Force. There are currently around 10,000 military and 
federal employees stationed at Offutt in various capacities.   
 
Further connectivity to international destinations is maintained through connecting 
flights from Eppley Airfield. Citizens in the MAPA TMA are also within reasonable 
driving distance of Kansas City International Airport, Des Moines International Airport, 
and to a lesser extent Denver International Airport.  
 
11.2 EPPLEY AIRFIELD (OMA)  

 
Eppley Airfield is located north of downtown Omaha. This 2,650 acre facility is 
classified as a Medium Hub Commercial Service Airport by the Federal Aviation 
Administration and currently serves nine commercial carriers:   
 

• American Airlines • Midwest Airlines 
• AirTran Airways • Southwest Airlines 
• Continental Airlines • United Airlines  
• Delta Air Lines • US Airways 
• Frontier Airlines 

 
Eppley Airfield operates two concourses with 21 available gates for commercial traffic. 
Although the number of flights has been on the decline in recent years, the overall 
number of enplanements and deplanements has risen during recent years.  
 
Eppley Airfield also serves various corporate, charter, and general aviation operations. 
Eppley Airfield’s flight statistics are shown in figures 11.2 and 11.3    
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11.2.1 PASSENGERS  
 
As shown in Figure 11.2, the general trend for passenger traffic over the past five years is 
upward. This is an encouraging sign for the airport and the MAPA TMA in general. It is 
also encouraging to see that passenger enplanements/deplanements continued to 
increase even during the times when fuel prices were reaching all time highs. The 
highest annual highs were recorded during July of 2007 and July 2008 when fuel prices 
were peaking. The effect of the current recession can also be seen in the trend data as 
2009 showed an overall decline in enplanements/deplanments across the board. 
 

FIGURE 11.2 
EPPLEY AIRFIELD PASSENGER ENPLANEMENTS AND DEPLANEMENTS 

JANUARY 2005 – DECEMBER 2009  
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11.2.2 TOTAL AIRCRAFT OPERATIONS  
 
Based on the data shown for passengers, it would seem that Eppley Airfield users have 
become more efficient over the past five years. The number of flights into and out of 
Eppley during this time period has fallen dramatically while the total passenger 
enplanements/deplanements have risen (see Figure 11.3). This shows that the aircraft 
that do enter and depart Eppley Airfield are operating with higher passenger volumes 
than they had in the past. It can be assumed that Air Taxi and Cargo operations are 
operating at similar levels in terms of capacity due to the correlated decline in both 
categories over the past five years.  
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FIGURE 11.3 
EPPLEY AIRFIELD TOTAL AIRCRAFT OPERATIONS  

 

 
 
11.3 MILLARD AIRPORT (MLE)  
 

The Millard Airport is a general aviation facility 
located northwest of the intersection of 
Interstate 80 and Harrison Street. Millard 
Airport does not have a control tower and traffic 
relies on control service from Eppley Airfield.  
The Millard Airport is operated by the Omaha 
Airport Authority. Millard has one concrete 
lighted runway that is 3,801 feet long by 75 feet 
wide.  
 
There are currently no plans to upgrade the 
facility. OAA will continue to maintain the 
facility as per federal regulations.  
The latest data available for traffic at Millard w
complied in 2005; traffic averaged 198 
departures/arrivals per day. 
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11.4 COUNCIL BLUFFS AIRPORT (CBF)  
 
The Council Bluffs Airport is a general 
aviation facility located 4 miles east of 
Council Bluffs, Iowa. This facility is owned 
and operated by the Council Bluffs Airport 
Authority. Council Bluffs Airport has two 
runways in operation.  
 
Runway 18/36 is a 5,500 feet by 100 feet 
concrete facility that was expanded in 
2005 to its current length. Runway 14/32 
was completely reconstructed in 2008 and 
now operates as a 3,650 feet by 60 feet 
concrete runway. As part of this process the ramps around the older hangars were 
broken up and replaced with new concrete ramps. A new terminal building and ten new 
T-hangars were built in 2009. Two new corporate hangars are slated to be completed in 
the spring or summer of 2010. The Instrument Landing System (ILS) will be completed 
in spring of 2010. Construction of a new itinerant apron will begin in the 
spring/summer of 2010.  Road access to the Council Bluffs Airport has also been 
improved concurrently with the improvements to the runways. 
 
The Council Bluffs Airport is designated in the National Plan of Integrated Airport 
Systems (NPIAS) as the reliever airport for Eppley Airfield.   
 
The emergency rescue organization LifeNet operates a rescue helicopter out of Council 
Bluffs Airport. Traffic statistics for the Council Bluffs Airport compiled in 2008 show 
average of 106 departures and arrivals take place per day.  
 
Council Bluffs Airport is also home to a full service fixed base operator with a certified 
flight school.   
 

11.5 NORTH OMAHA AIRPORT (3NO) 
 
The North Omaha Airport is a privately owned facility 
located on the northeast corner of the junction of 72nd 
Street and Bennington Road. There is one runway 
located at this facility.  
 
Runway 17/35 is a 2,480 feet by 40 feet concrete facility 
in good condition. The North Omaha Airport also has tie 
down space and hangar space for rent. There is an 
overnight parking fee at this airport and the facility is 
closed to aircraft 8,000 lbs or larger.  
North Omaha is also the base of operations for the 
Omaha Police Department’s helicopter operations.  
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Traffic statistics for the North Omaha Airport show that on average 39 departures and 
arrivals take place per day; statistics were updated in 2008. 
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FIGURE 11.4 
MAPA TMA AIRPORT MATRIX  

 

Airport 
Name 
(LID), 

Elevation
/Runway 

Control 
Tower 

Dimensions 
(Feet) 

Runway Weight Capacity (x 1,000 
lbs) Lighting Configuration 

Runwa
y 

Length 

Runway 
Width 

Single 
Wheel 

Double 
Wheel 

Double 
Tandem 
Wheel 

Runway 
Surface 

Type 
Approach Lights REIL Edge 

Lights 
Visual 

Guide Slope 
Centerline 

Lights 
Touchdown 

Lights 

Eppley Airfield (OMA), 983 feet 

14L/32R Yes 8,500 150 100 209 345 Asp/Con MALSR/ALSF2 No/No HIRL P4L/P4R Yes/Yes No/Yes 

14R/32L Yes 9,502 150 100 184 346 Concrete ALSF2/MALSR No/No HIRL P4L/P4R Yes/Yes Yes/No 

18/36 Yes 8,153 150 150 175 260 Asp/Con MALSR/MALSR No/No HIRL P4L/P4R Yes/Yes No/No 

Millard Airport (MLE), 1,051 feet 

12/30 No 3,801 75 13 13 n/a Concrete None/None Yes/No MIRL P2L/P2L No/No No/No 

Council Bluffs Airport (CBF), 1,253 feet 

14/32 No 3,650 60 28 48 n/a Concrete None/None Yes/Yes MIRL P2L/P2L No/No No/No 

18/36 No 5,500 100 30 60 n/a Concrete None/None Yes/No MIRL P2L/P2L No/No No/No 

North Omaha Airport (3NO), 1,322 feet 

17/35 No 2,480 40 28 n/a n/a Concrete None/None No/No NSLS None No/No No/No 

 
MALSR: Medium Intensity Approach Lighting system with Runway Alignment Indicator Lights 
ALSF2: High Intensity Approach Lighting System with Sequenced Flashing Lights, Category II Configuration 
REIL: Runway End Identifier Lights 
NSLS: Non-Standard Lighting System 
HIRL: High Intensity Runway Lights 
MIRL: Medium Intensity Runway Lights 
Visual Guide Slope: P(x)(y): P= Precision Approach Path Indicator, X= # of Lights, Y= Right or Left Side of Runway 
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Passenger Rail 
 
12.1 INTRODUCTION 
 
Passenger rail provides an alternate mode of inter-city travel to vehicles and airplanes.  
Passenger rail usage in the MAPA region has been limited, but large recent federal 
investments to upgrade the passenger rail network throughout the nation have raised 
the possibility of resurgence in this mode of transportation.   
 
Proponents of passenger rail point to its value as an environmentally-friendly 
alternative mode of transportation that carries large numbers of travelers in places like 
Europe and Japan, where nations have invested heavily in rail.  Passenger rail is also 
seen as providing redundancy in the transportation network. Redundancy can become 
valuable during weather events (passenger rail is not as susceptible to weather-related 
issues as air travel) or other concerns such as national security.  Rail proponents extol 
the “romance” factor of train travel, since one is able to watch the countryside and travel 
comfortably without having to worry about driving.  It is also argued that rail subsidies 
are appropriate since the government is involved in providing funding to the nation’s 
roadway and airport infrastructure.  Therefore, passenger rail supporters advocate 
investing in AMTRAK service and infrastructure in order to provide higher speed train 
travel in a more reliable fashion. 
 
On the other hand, detractors of passenger rail investment argue that rail cannot 
compete with air travel since travel times are so much longer.  They also note that even 
the frequently-used rail systems in other nations require substantial subsidies.  For 
several years, opponents of passenger rail funding have unsuccessfully attempted to 
eliminate nation-wide AMTRAK service and limit passenger rail to a small number of 
corridors, such as the Northeast.  If this were to ever happen, the MAPA region would 
likely lose its AMTRAK service. 
 
Recently, the federal government has been actively pursuing the development of 
passenger rail.  A nation-wide High Speed Rail Plan (Figure 12.1) was created that 
includes long-range plans for multiple regional systems of “high speed” and “higher 
speed” rail lines.     
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FIGURE 12.1 
HIGH SPEED RAIL CORRIDOR DESIGNATIONS THROUGHOUT THE UNITED STATES 

 

 
 
Congress has also increased funding for passenger rail investments.  In 2008, $2 billion 
was made available for key upgrades to infrastructure and planning and engineering 
studies.  Through the Recovery Act (“Stimulus”), an additional $8 billion was provided 
for rail projects around the country.    
 
Recovery Act projects awarded included Iowa DOT’s study for a new Chicago to Iowa 
City to Omaha route, which is further described below.  In order to be eligible for federal 
dollars for passenger rail, States must create a statewide passenger rail plan.  While 
Iowa has aggressively pursued passenger rail planning, the State of Nebraska has yet to 
draft a passenger rail plan and, consequently, remains ineligible for federal passenger 
rail dollars.   
 
12.2 CURRENT AMTRAK SERVICE  
 
Passenger transportation via rail in the MAPA TMA is provided by AMTRAK. The 
California Zephyr Line operates a route from Chicago, IL to San Francisco, CA and all 
points in between. The California Zephyr utilizes the AMTRAK depot located at 1003 
South 9th Street in Downtown Omaha.  
 
The California Zephyr route is comprised of two AMTRAK trains (numbers 5 & 6) 
providing daily eastbound and westbound service.  The eastbound train arrives in 
Omaha at approximately 5:39 a.m. daily and departs at 5:54 a.m. The westbound train 
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arrives in Omaha at approximately 10:55pm and departs at 11:05pm. In all, it takes 
approximately 51 hours 20 minutes to complete the entire Chicago to San Francisco 
Trip.  
 
Overall Nebraska AMTRAK ridership crested in FY 2008 at 47,180; FY 2009 saw a 
decline in total Nebraska ridership to 43,085. Prior to 2009, AMTRAK ridership in 
Nebraska had been increasing an average of 5.0% annually.  
 
The MAPA TMA AMTRAK ridership crested in FY 2007 at 25,982; FY 2008 saw that 
number decrease to 25,841 and FY 2009 ridership fell to 22,846. Prior to FY 2007 
Omaha area AMTRAK ridership had been increasing an average of 4.2% annually. 
Omaha area ridership has decreased by 12.1% since FY 2007.  
 
The following chart shows AMTRAK ridership trends in Omaha as well as the rest of 
Nebraska from FY 2003 to FY 2009.  

 
FIGURE 12.2 

NEBRASKA & OMAHA HISTORICAL AMTRAK BOARDINGS 
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12.3 MIDWEST PASSENGER RAIL PLANS  
 
Several organizations support plans to increase passenger rail in the Midwest.  
Representatives from Iowa and Nebraska participate in the Midwest Interstate 
Passenger Rail Commission (MIPRC), a group from eleven Midwestern states.  The 
MIPRC supports a proposed Midwest Regional Rail System, which would use Chicago as 
a hub and include a new connection between Chicago and the MAPA region via Des 
Moines and the Quad Cities.  is pursuing the development of a rail network with a hub in 
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Chicago.  In December 2008, the MIPRC’s fall meeting was held in Omaha, and future 
strategies and projects to improve passenger rail service in the Midwest were discussed.   
 

FIGURE 12.3 
MAP OF MIDWEST REGIONAL RAIN PLAN 

 

 
 
The proposed Midwest Regional Rail Initiative shown in Figure 12.3 was released in 
2004 and includes three levels of rail corridors:  The highest- speed group could reach 
top speeds of up to 110 mph; the middle group could reach up to 90 mph; and the third 
group could reach up to 79 mph.  Additional routes with feeder bus service were also 
identified.  Costs to implement the entire Initiative are estimated to approach $10 
billion for the entire system. 
 
This Plan identified a passenger rail connection from the MAPA TMA to Chicago via Des 
Moines and the Quad Cities with a top speed of up to 79 mph, with bus service 
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connecting from Lincoln, Sioux City, and Kansas City.  The speeds were selected based 
on limitations of current rail infrastructure, and feasible improvements.   
True high-speed rail that reaches top speeds above 110 mph, such as the bullet trains in 
Europe and Asia, requires major infrastructure upgrades and exclusive right-of-way.  In 
the Midwest, this would require the construction of an entirely new, dedicated railroad 
that would be very costly, and vastly exceed the Midwest Regional Rail System described 
above, which was developed with the assumption that interim “higher-speed”  rail 
improvements would be a necessary, politically palatable first step to expanding 
passenger rail service in the Midwest.  It should also be noted that the speeds, while not 
truly high speed rail, represent a vast improvement over existing AMTRAK service, and 
would make passenger rail service more competitive and, in some cases, superior to 
auto travel in terms of travel times. 
 
The Midwest Coalition’s Plan is being implemented in piecemeal fashion as funding 
becomes available.  Significant projects, especially along the important Chicago to St. 
Louis route, have been completed or are underway.  Other projects, such as the 
proposed rail connections between Cincinnati, Columbus, and Cleveland in Ohio, have 
become fodder for controversy and may be cancelled due to fiscal concerns in a weak 
economy. 
 
In 2009, the Midwest High Speed Rail Association (MHSRA) and other organizations 
proposed new studies of rail routes in the Midwest, with a goal of top speeds of 
220 miles per hour.  This organization advocates for high-speed rail as a means of 
improving economic competitiveness and reducing dependence on the automobile and 
foreign oil.   
 
12.4 CHICAGO TO COUNCIL BLUFFS/OMAHA STUDY 
 
Iowa DOT along with Illinois DOT and the Federal Railway Administration are currently 
examining the creation and extension of a dedicated AMTRAK route running from 
Chicago to Des Moines to Omaha. Funding has been secured to construct the route from 
Chicago to Des Moines but the Omaha extension is still seeking financial support.  The 
Iowa Passenger Rail Advisory Group (of which MAPA is a member) supports this 
initiative and the expansion of the route from Des Moines to the Council Bluffs/Omaha 
metro area.    
 
Iowa DOT has secured funding for a planning project to create a Service Level Tier 1 
NEPA document for the Chicago to Council Bluffs/Omaha route.  Deliverables for this 
project include a service development plan and completion of preliminary engineering 
for the selected route.  This study examines 5 potential routes from Chicago to the 
Council Bluffs/Omaha metro area as shown in Figure 12.4.  The study will determine a 
preferred corridor and identify Tier 2 NEPA project segments.   
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FIGURE 12.4 
TIER 1 NEPA ALTERNATIVES FOR RAIL LINES ACROSS IOWA 

 
Service development plan (SDP) will include a capital plan, operating plan, 
implementation plan, and a preliminary route feasibility study.  Through the 
development of this plan the new route’s operating parameters, station stops, time 
tables, and logical termini will also be determined and discussed.  The final document 
will include preliminary engineering in detail sufficient to define the project, including 
project footprint, design of critical elements, and determine a reliable cost estimate and 
project development schedule.   
 
In all, the first stage of this project is scheduled to be completed in April 2011.  
Throughout the course of the planning study there will be a great deal of public 
involvement and stakeholder input.  The final result of this outreach is expected to be a 
series of memorandums of understanding (MOUs) between stakeholders and IDOT 
stating broad parameters of future service agreements and letters of interest in the 
study.   
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12.5 OTHER FUTURE EXPANSION POSSIBILITIES 
 
The California Zephyr currently passes through the MAPA region at nighttime hours, 
which is not conducive to attracting new ridership.  Rail advocates would like to Amtrak 
add new operations to increase the convenience and attractiveness of passenger rail as a 
transportation mode.   
 
The current schedule is largely due to the desire to have arrival and departure times 
during the daytime hours in the larger metro areas of Chicago and Denver.  Regardless 
of the direction, if a train leaves in the early morning hours from either Chicago or 
Denver, it would not arrive at its destination until the middle of the night.  Given this 
predicament, rail advocates propose a first step of adding a second train between 
Chicago and Omaha along the current route that would operate during the daytime 
hours.  This is viewed as a short-term solution and not as an alternative in lieu of the 
new Chicago to Omaha service through Des Moines that is being studied by Iowa DOT. 
 
Beyond the possible new connection between the MAPA region and Chicago, rail 
supporters point to other possible future expansions.  Restoring passenger rail between 
Omaha and Kansas City is a top priority for rail advocates.  A possible boost to this plan 
would be extending the existing Heartland Flyer, which currently runs between Ft. 
Worth, Texas and Oklahoma City, north to Kansas City.  Transportation officials and 
lawmakers recently met in Oklahoma City to discuss the proposal, but whether it will be 
implemented requires funding and remains to be seen.  There is no question, however, 
that if the Heartland Flyer were extended to Kansas City, there would be added 
incentive to look at extending further north from Kansas City through St. Joseph, 
Missouri to the Omaha/Council Bluffs metro area. 
 
Another long-term plan that has been discussed is a passenger rail connection to the 
Twin Cities metro area in Minnesota.  This would likely follow a prior connection 
between Sioux Falls, South Dakota and Minneapolis-St. Paul that does not exist today.  
If the service to Sioux Falls were commenced, extending the service south to the MAPA 
region would become more feasible.   
 
If all of the above plans were realized, it would provide rail connections along both a 
north-south and east-west axis that would provide travelers with passenger rail 
connections with major population centers throughout the country.  Of course, these 
developments depend on substantial additional funding and political will to invest in 
passenger rail service.  Another essential consideration is the availability of the 
railroads, which are largely privately owned by freight companies and may not available 
for passenger rail usage. 
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12.6 OMAHA TO LINCOLN COMMUTER RAIL  
 
12.6.1 2003 N-TRAC NEBRASKA TRANSIT CORRIDORS STUDY  
 
In 2003 the Nebraska Transit and Rail Advisory Council (N-TRAC) commissioned a 
study to examine feasible transit corridors in Nebraska.  This study examined the 
possibility of intercity bus and rail routes throughout the state.  Included in this 
document is a Commuter Rail Operating Plan for an Omaha to Lincoln commuter rail 
route.   
 
The study examined the potential for a commuter rail route utilizing existing Burlington 
Northern Santa Fe (BNSF) track between Lincoln and Omaha, Nebraska.  This track is 
currently utilized by AMTRAK’s California Zephyr.  The study assumed that the 
commuter train would operate a minimum of three locomotives offering a dual mirrored 
scheduled trip per rush hour per day.   
 

FIGURE 12.6 
MINIMUM SERVICE OPTION, 3 TRAIN SETS 

 
Eastbound (Read 

Down) 
 
    Westbound (Read Up) 

#1 #3 #5 #7 Location  #2 #4  #6 #8 

6:00a 6:45a 5:00p 5:45p Lincoln  7:35a 8:20a  6:35p 7:20p 
7:05a 7:50a 6:05p 6:50p Omaha  6:30a 7:15a  5:30p 6:15p 

 
Note: Train #1 turns to #4; Train #5 turns to #8 
 
This route schedule assumes that the total operating time for each train would be 55 
minutes.  En route stops located in southwest Omaha, Gretna, and east Lincoln each 
would add about 3 minutes to the trip time bringing the final trip time to 1 hour 5 
minutes.  Additional options that allow mid-day trips were also examined.  
 
Based upon the minimum service option with three train sets, annual operating 
expenses were forecast to be just under $5,000,000.00 (2003 dollars).  Total capital 
costs for a complete implementation of a three train system (including track work, 
stations, sidings, design and contingencies) was estimated to be just over 
$79,000,000.00 (2003 dollars).   
 
At the time of the study, total annual revenue was also estimated based upon the 
minimum service option with three train sets.  These estimates focused on a fare of 
$5.50 per rider per trip.  Total revenues based upon estimated trip levels and a $5.50 
fare totaled between $1,107,000.00 (high side) and $786,000.00 (low side).  This would 
create between a 22% and 16% fare box recovery for the system; requiring a subsidy of 
78% to 84% to operate the system.  The study estimated that the total subsidy required 
for daily operation in 2010 would have been between $3.9 million and $4.2 million.  The 
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study also expected that the annual subsidy would decrease over time as ridership 
increased. 
 
12.6.2 2010 FEASIBILITY STUDY OF A CORNHUSKER GAME DAY COMMUTER RAIL 
SERVICE  
 
In 2010 University of Nebraska at Lincoln Graduate Student Matthew D. Roque 
conducted a feasibility study to determine the possibility of reinstating the Game Day 
Special train that operated from the mid 1960s to the mid 1970s.  The study was 
sponsored by Pro-Rail Nebraska, a rail advocacy group.   
 
This independent study assumed that the game day train would operate along the same 
BNSF track identified in the N-TRAC study above.  The game day train would utilize 
existing AMTRAK stations in both Lincoln and Omaha and would only operate on days 
when the University of Nebraska Cornhusker football team had a home game.   
 
Operations for the game day train would utilize 15 passenger cars totaling 2,385 
passengers in transit via the train.  The train would be assumed to leave Omaha prior to 
the game, stay for the game’s duration and return to Omaha sometime after the game’s 
conclusion.  Financial data for the operation of the game day train showed that the 
operation could succeed with a small profit margin.  Partnerships would need to be 
established with the BNSF and a company would need to be contracted with to operate 
the system, but in the end the game day train is feasible according to the study.   
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Freight and Goods Movement 
 
13.1 OVERVIEW 
 
The movement of freight throughout the United States is a major driving force of the 
national economy. The crossroads of Interstate 29 and Interstate 80 creates an ideal 
situation for the movement of freight into and out of the MAPA TMA via truck. Omaha’s 
Eppley Airfield also serves as a major hub for airborne freight. Union Pacific Railroad 
and the Burlington Northern Santa Fe Railroad both have Class I lines that cross the 
MAPA region. The Missouri River, when navigable, also can serve as a major highway 
for barge traffic to carry freight north and south. Freight traffic should not be considered 
as handcuffed to a single mode of transportation. Currently, the MAPA TMA has two 
intermodal facilities for transferring train freight into truck freight. There is a great deal 
of demand in the region for intermodal facilities and two future intermodal sites are 
being studied for development.  
 
Of the four goals outlined for this LRTP, freight transportation relates to two: 
 

1. Maximize accessibility and mobility. 
Increasing the accessibility and mobility of freight inside the region will help 
to spur future economic growth in the region.  
  

2. Increase safety and security. 
Creating a centralized network for freight to enter and exit the region in a 
more controlled environment will help to enhance the security and integrity of 
the freight cargo. 

 
13.2 BACKGROUND 
 
The development of the Omaha-Council Bluffs metropolitan area owes a great deal to 
the investment of the freight community. During the late 1860s, Council Bluffs, and 
later Omaha, served as the railhead for the Transcontinental Railroad. Naturally an 
effort this large created an unprecedented boost in the number of people, goods, and 
services offered in the communities. In the decade surrounding the authorization and 
beginning of the Transcontinental Railroad, Omaha’s population grew from 1,883 (in 
1860) to 16,083 (in 1870) an increase of 754.1%. The Union Pacific Railroad continues 
to call Omaha home. 
 
13.3 TOTAL FREIGHT BREAKDOWN 2002 – 2035  
 
The FHWA conducted a large scale freight analysis in 2002. This product projects 
freight growth by mode for the entire US as well as on a state by state level. The analysis 
also shows the origin and final destination for freight traffic by state. This serves as the 
basis for freight data and projections in the MAPA TMA as there is no local data source 
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from which to extrapolate trends. It is therefore assumed that the freight characteristics 
of the MAPA TMA will mirror the characteristics of the states of Iowa and Nebraska. 
 
The following charts will show a breakdown of freight movement by mode in 2002 and 
2035. The vast majority of freight transported in Nebraska and Iowa is via highway 
truck traffic. The MAPA TMA is thought to reflect this same trend of transport. Pipelines 
and unknown means make up for around 20% of the total transported materials. Goods 
transported by rail make up 15% of the total tonnage transferred. All other modes 
constitute the total tonnage transported by the USPS or other currier service, water 
transport, and unidentifiable intermodal transport.  
 
Figure 13.1 illustrates the above breakdown of freight tonnage in 2002. Total tonnage by 
mode is also shown above the percentage value.  
 

 FIGURE 13.1 
FREIGHT MOVEMENT BY MODE – 2002  

 

 

Highway
476,096,565 

tons
64%

Pipeline and 
Unknown

150,070,485 
tons
20%

Rail
110,983,587 

tons
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All Other 
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1%

F1:  Freight Movement by Mode ‐ 2002

 
The projected 2035 values for all modes of freight transport are shown in Figure 13.2. 
The overall growth in tonnage from 2002 to 2035 is projected to be 91%. For the most 
part, the breakdown by mode will remain the same. There is a small shift that is 
assumed to place 2% of rail tonnage into highway tonnage and 1% of rail tonnage into 
pipeline and unknown tonnage.  
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FIGURE 13.2 
FREIGHT MOVEMENT BY MODE – 2035 
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13.4 HIGHWAY  
 
In addition to Interstates 29 and 80, there are three US Highways in the region that 
provide additional connectivity for interstate traffic. US-6 (concurrent crossing with I-
480) and US-75 provide connectivity across the Missouri River for the MAPA TMA and 
US-75 allows for north/south traffic on the Nebraska side of the river.  
 
Further intrastate connectivity in the region is provided by the Iowa and Nebraska state 
highway systems. Iowa 92 and 192 along with Nebraska 36, 50, 64, and 370 provide 
major secondary facilities for freight traffic in the region.  
 
The data collected via the 2002 FHWA Freight Analysis projects that freight traffic via 
highway will grow by 98% in Nebraska and Iowa by 2035. According to this analysis, in 
2002 64% of all freight traffic utilized the highway system for transport. 2035 
projections show that 66% of freight transport is to use trucks on the highway system.  
 
While the percentage increase compared to other modes of transport is only 2%, the 
98% increasing in freight traffic will cause a great deal of strain on local infrastructure.  
The total freight movement via truck is projected to increase by 98%. The total value for 
this movement is expected to increase by 114% from 2002 to 2035.  
 
13.4.1 FREIGHT SURVEY  
 
A brief non-scientific survey of local freight trucking companies yielded useful 
information. In terms of good transported the following were indicated: agricultural 
products, processed foods, mixed freight, parcel/mail products, construction materials, 
paper and allied products, chemical products, steel, durable consumer products, movie 
projection equipment, heavy machinery, and manufactured goods and machinery.  
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ipeline 

products) 
eg to Omaha Pipeline (natural 

Hugoton (KS) to Detroit Pipeline 

 (WY) to Chicago (crude oil) 

Additionally, a majority of respondents transported goods throughout the Omaha-
Council Bluffs metro area and throughout Nebraska. Some also transported goods 
nationwide and one respondent operates in Canada as well. Several respondents said 
that they had encountered roadway or bridge deficiencies in the area that made 
traveling difficult.  
 
In terms of congestion at freight terminals or loading docks, all respondents said they do 
not experience congestion and few indicated the need for additional intermodal facilities 
in the area. One indicated the want for port accessibility. Last, respondents named 
several areas of improvement to make truck travel easier in the area: 
 

• Increase trucking speed limit to match car speed limit on L Street 
• Complete construction in the area 
• Add another north/south major arterial west of I-680 and east of Highway 31 
• Pave Fairview Road west of Highway 31 
• Improve signage along truck routes 
• Widen intersections 

 
 
13.5 PIPELINES  
 
Pipelines are the second largest mover of freight materials in Iowa and Nebraska. 
Pipelines in the MAPA TMA generally transport crude petroleum, products (gasoline 
and ethylene), natural gas, or a slurry mix such as pulverized coal. Omaha is a secondary 
junction center for pipelines throughout the United States. Regionally, there are three 
products pipelines that transport gasoline and ethylene, two natural gas pipelines, and 
one crude oil pipeline. These pipelines are listed as follows and displayed on the map 
below.  

C30- Minneapolis/St. Paul to Midland 
Basin Pipeline (products) 
C31- Minneapolis/St. Paul to Tulsa P
(products) 
C33- Omaha to Chicago Pipeline (
C18- Winnip
gas) 
C43- 
(natural gas) 
C18- Guernsey
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A more detailed view of pipelines inside the TMA is shown in Figure 13.3. Locations are 
approximated in order to ensure their security. 
 

FIGURE 13.3 
MAPA TMA PIPELINE MAP 

 
 
Pipelines are expected to increase their freight market share in terms of total tonnage by 
1% by 2035. That being said, FHWA estimates that total pipeline transport will increase 
97% by 2035. In order to achieve this increase, one or more of the following scenarios 
would need to happen:  
 

1. The current pipelines would have to operate at a higher speed, that is, a higher 
pressure, 

2. There would need to be an expansion in the diameter of the current pipeline 
infrastructure, 

3. New pipelines would need to be constructed in the region. 
 

Pipelines require a great deal of initial investment capital in order to facilitate 
construction. Over time, maintenance costs are not as high a percentage of operating 
totals as with other modes of large scale freight transportation such as trucking or rail. 
Pipelines also offer a continuous flow of goods to and through the region. 
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13.6 RAIL 
 
In 2002, rail accounted for 15% of the total tonnage shipped during the year. FHWA 
projections for 2035 show that rail will lose 3% market share in terms of total tonnage 
shipped. While rail is projected to lose that market share, the overall tonnage is 
projected to increase 78% by 2035.  
 
There are two Class I railroads in the MAPA TMA. Union Pacific Railroad and 
Burlington Northern Santa Fe Railroad both have lines that cross the MAPA TMA. 
Union Pacific is also headquartered in Omaha. Intermodal rail facilities are located on 
both sides of the Missouri River.  
 
A detailed look at rail freight statistics by carload for Nebraska and Iowa are located in 
Figure 13.4. (One carload is assumed to be 18 tons per carload.) Additionally, a view of 
the MAPA TMA rail network can be seen in Figure 13.5.  

 
FIGURE 13.4 

TOTAL RAIL FREIGHT STATISTICS BY CARLOAD FOR NE AND IA – 2007  
 

Product 
Carloads 

Terminated 2007 
Carloads Originated 

2007 

Nebraska Iowa Nebraska Iowa 

Coal 125,967 224,873 n/a n/a 
Chemicals 26,615 42,198 28,973 55,061 

Intermodal 11,000 22,560 6,520 23,400 
Iron or Steel 8,496 9,180 3,008 11,080 

Food Products 8,104 21,532 68,559 168,460 
Scrap Paper or 

Metal 7,400 18,188 4,584 10,360 

Railroad 
Equipment 7,165 9,541 3,526 5,605 

Cement 5,404 n/a n/a 7,152 
Grain or other 

field crops 3,841 28,494 158,470 121,012 

All Other 15,792 39,776 6,460 12,232 

Fresh 
Vegetables n/a n/a 1,120 n/a 

Petroleum or 
Coal Products n/a 5,856 n/a n/a 

Gravel, 
Crushed Stone, 

Sand 
n/a n/a n/a 12,232 

 Source: American Association of Railroads, 2009 
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FIGURE 13.5 
MAPA TMA RAIL NETWORK MAP 

 
 
13.7 AIR CARGO 
 
Air cargo in the MAPA TMA flows out of Omaha’s Eppley Airfield. Eppley services seven 
freight carriers that moved over 56 thousand tons of freight in 2008. Freight traffic via 
air carrier has declined slightly over the past 2 years.  
 
Air cargo numbers have been on a steady decline over the past 5 years as depicted in 
Figure 13.6. It seems as if the increase in fuel prices that hit the United States did the 
most damage to the cargo traffic in the MAPA TMA as the trend was upwards until 
January of 2008. Economic recession coupled with high fuel prices explain the steady 
decline in cargo enplanements and deplanements since January 2008.  
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FIGURE 13.6 
EPPLEY AIRFIELD ENPLANED AND DEPLANED CARGO (LBS) 

 

7,000,000

8,000,000

9,000,000

10,000,000

11,000,000

12,000,000

13,000,000

2005 2006 2007 2008 2009

Enplaned and Deplaned Cargo (lbs) 
January 2005 - December 2009

Enplaned/Deplaned …  
 
13.7.1 MAIL 
 
Total mail has remained fairly steady over the past five years (see Figure 13.7) which is 
an encouraging trend considering the amount that cargo has fallen during the same time 
period. In an ideal environment we would expect mail totals to rise in the MAPA TMA 
due to the expanding population of the area. However, in times of economic downturns 
it is reasonable to expect that mail, like all other applications, would trend downward.  

 
FIGURE 13.7 

EPPLEY AIRFIELD ENPLANED AND DEPLANED MAIL (LBS)  
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13.8 WATER FREIGHT 
 
Water freight transportation in the MAPA TMA takes place on the Missouri River. 
Recently, low water levels have caused barge traffic on the Missouri River to decline. 
Several factors have lead to the decline of barge traffic on the Missouri River. While the 
Mississippi River has a system of locks in order to support barge traffic, the Missouri 
River does not. The Missouri River also has a narrower channel than the Mississippi, 
resulting in higher flow speeds. These higher speeds cause greater resistance and greater 
fuel consumption on upstream traffic making it less efficient to operate on this 
waterway.  
 
In order to deal with the low water levels and fast currents of the Missouri, shallow draft 
Missouri River tugs were designed and built. These tugs can navigate the channel much 
more efficiently and effectively than their Mississippi River counterparts. However, due 
to the decrease in overall traffic on the Missouri River, the vast majority of the Missouri 
River specific tugs were shipped to South America. There is currently one Missouri 
River specific tug that operates in the United States.  
 
The agricultural profile of the region has also changed. Farmers in Nebraska and Iowa 
are producing more corn and soybeans than wheat in past years. This change in 
production further damaged the water freight in the region due to the availability of 
local corn and soybean processing facilities. It is not cost effective to ship corn or 
soybeans downriver to processing facilities when they are available locally.  
The availability of rail transport is also a contributing factor to the decline of water 
freight in the region. There are two intermodal facilities that can facilitate land transport 
of freight at lower prices and faster speeds than water travel can provide.  
 
13.9 FACILITIES INVENTORY 
 
13.9.1 INTERMODAL FREIGHT FACILITIES 
 
There are two Intermodal Freight Facilities in the MAPA TMA: 

• Iowa Interstate Railroad Intermodal Freight Facility (2722 South Avenue P.O. 
Box 1737 Council Bluffs, IA 51501)* 

o Operator/Owner: Iowa Interstate Railroad 
o Operation start date: 1984 
o Square feet: Did not disclose 
o Major materials handled: Freight of all kinds: frozen meat, canned 

goods, animal feed, etc.  
o Traffic numbers: 115,000 lifts/year 
o Capacity: 500 units  
o Area to expand: Did not disclose  

*Source: Iowa Interstate RR  
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• BNSF Omaha Intermodal Freight Facility (4370 Gibson Road, Omaha, NE 
68107)* 

o Operator/Owner: Burlington Northern Santa Fe 
o Operation start date: September 1987 
o Facility Land Occupancy: 30 acres  
o Major materials handled: Major intermodal carriers 
o Traffic numbers: Lifts in 2009 – 10,500 
o Capacity: The facility can accommodate volumes significantly higher 

than current levels  
o Area to expand facility: The facility can handle additional volume on 

its current footprint  
*Source: BNSF RR  

13.9.2 AIR FACILITIES  
 
Eppley Airport (OMA) is the only air cargo facility in the MAPA TMA. According to the 
official airport website, the Eppley facilities cover 2,650 acres of land and there are 
368,000 sq. ft. in the building. Additionally, there are six runways at Eppley Airfield. 
OMA currently has eight freight carriers and accommodated over 54 million pounds of 
mail and over 100 million pounds of cargo in 2009.  
 
13.9.3 PORTS  
 
The U.S. Army Corp of Engineers designates two ports located on the Omaha side of the 
Missouri River. These facilities include:  

• Lafarge Corp. (located at 1106 Ida, Omaha, NE 68112) 
o Port has not been recently utilized 

• Kinder Morgan Inc. (located at 6801 No. 9th St., Omaha, NE 68112) 
o Square Feet: 35 acres  
o Barge Volume: Average about 2 barges per year 
o Historically it handled 25-30 barges per year, however since water levels 

on the Missouri have dramatically decreased due to drought, little barge 
traffic is handled 

o The facility also uses rail and truck to move product  
• Product mainly arrives by rail (90-95%) 
• 100% of outgoing product is by truck 

o While this facility handles various freight transport options, it is not 
considered an Intermodal Freight Facility  

o Major products handled: steel, fertilizer, salt  
 
After discussions with managers of these ports, it is clear that barge traffic is very 
limited to nonexistent. The main methods of transporting freight in the MAPA TMA is 
via truck, pipe, and rail facilities.  
 
Information from the U.S. Army Corp of Engineers indicates two barge/port facilities 
are located on the Council Bluffs side of the Missouri River. These facilities are 
commercial property:  
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• Cargill (located at 2401 So. 37th St, Council Bluffs, IA 51501) 
• Warren Distribution (located 2850 River Road, Council Bluffs, IA 51501) 

 
Contact with these facilities indicates that they are not currently in operation for any 
commercial barge/port purposes.  
 
While port and barge facilities in the area presently have limited use, water levels on the 
Missouri River are rising after drought conditions for nearly the past ten years. With 
this increase in water levels there is a possibility that barge traffic could increase as the 
Missouri River will be more accessible.  
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Environmental  
 
14.1 INTRODUCTION 
 
23 CFR 450.322(f)(7) requires that MAPA LRTP include the following: 
 
A discussion of types of potential environmental mitigation activities and potential 
areas to carry out these activities, including activities that may have the greatest 
potential to restore and maintain the environmental functions affected by the 
metropolitan transportation plan. The discussion may focus on policies, programs, or 
strategies, rather than at the project level. The discussion shall be developed in 
consultation with Federal, State, and Tribal land management, wildlife, and 
regulatory agencies. The MPO may establish reasonable timeframes for performing 
this consultation; 
 
Per these guidelines, MAPA offers the following overview of the Environmental Element 
of this plan.  
 
14.2 CONNECTION TO MAPA LRTP GOALS 
 
Environmental Stewardship falls under the third goal of this Long Range Transportation 
Plan:  

GOAL #3: CONSIDER THE ENVIRONMENT AND URBAN FORM. 
 
Possible strategies for implementation of this goal are listed below. 

• Avoid, minimize, and mitigate the negative environmental impacts of the 
transportation system. 

• Retain attainment air-quality status, as designated by the EPA. 
• Foster energy conservation through the transportation system. 
• Increase the mode share of alternative modes of transportation (transit, bicycle, 

pedestrian) to ten percent of all trips by 2035. 
• Consider aesthetics and urban form in the design process. 
• Coordinate transportation investments with land use policies to minimize 

environmental costs. 
• Achieve the national designation as a “Bicycle Friendly Community” as conferred 

by the League of American Bicyclists. 
• Preserve cultural, scenic and historic resources. 
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14.3 ENVIRONMENTAL RESOURCES 
 
14.3.1WATER RESOURCES 
 
The MAPA TMA is abounding in environmental resources. The western edge of the 
MAPA region is defined by the Platte River. Iowa’s Loess hills flank the region on the 
eastern end. In the middle of the region the Missouri River defines the scenery. The  
MAPA Region is also home to a multitude of lakes, ponds, creeks and streams.  
 
Included in this watershed are wetlands. Wetlands are defined by the EPA as areas in 
which water is covers the soil, or is present at or near the surface of the soil during 
varying times of the year (including the growing season). Wetlands are further separated 
into two categories based upon their location.  
 

• Coastal Wetlands 
o These wetlands occur along the nation’s oceanic coasts. Coastal wetlands 

are closely linked with estuaries where freshwater rivers mix with oceanic 
saltwater.  

• Inland Wetlands 
o More pertinent for the MAPA LRTP are Inland wetlands. These areas of 

hydrologic soil are found most commonly around lakes, rivers, and 
streams (riparian wetlands); isolated wetlands can also be evident in 
depressions surrounded by dry land. In many cases, wetlands can be dry 
for much of the year. These vernal wetlands are important because they 
offer specialized breeding habitat for many plants and animals.  

 
Inside of the above classifications, the US Army Corps of Engineers (USACE) identifies 
jurisdictional and non-jurisdictional wetlands. The determination of a jurisdictional 
wetland or waterway is conducted by the Corps of Engineers. Generally, jurisdictional 
wetlands are under the protection and control of the EPA and USACE.  
 
Where applicable, projects in the MAPA region will comply with all necessary FHWA, 
USACE, and EPA regulations in dealing with the region’s water resources.  
 
Water resources in the MAPA TMA are shown in figure 14.1. It should be noted that all 
wetlands are not delineated in this figure. Wetlands delineation shall take place as part 
of the NEPA process for individual applicable projects. 
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FIGURE 14.1 
TMA HYDROLOGY MAP 
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14.3.2 THREATENED AND ENDANGERED SPECIES  
 
Consultations were performed with Natural Resource Agencies of both Iowa and 
Nebraska to identify threatened and endangered species throughout the MAPA TMA. A 
complete listing of threatened, endangered, and rare species in the MAPA region is 
shown in figure 14.2. 

FIGURE 14.2 
THREATENED, ENDANGERED, AND RARE SPECIES IN THE MAPA REGION 

 

Common Name Scientific 
Name 

Federal 
Status IA Status NE Status 

American Ginseng Panax 
quinquefolium   Threatened 

Bald Eagle Haliaeetus 
leucocephalus  

Rare 
species  

Biscuit Root Lomatium 
foeniculaceum  Endangered  

Cobaea Penstemon Penstemon 
cobaea  

Rare 
species  

Dusted Skipper Atrytonopsis 
hianna  

Rare 
species  

Eared Milkweed Asclepias 
engelmanniana  Endangered  

Great Plains Ladies'-
tresses 

Spiranthes 
magnicamporum  

Rare 
species  

Great Plains Skink Eumeces 
obsoletus  Endangered  

Interior Least Tern 
Sternula 

antillarum 
athalassos 

Endangered Endangered Endangered 

Lake Sturgeon Acipenser 
fulvescens   Threatened 

Lance-leaf Scurf-pea Psoralidium 
lanceolatum  

Rare 
species  

Leonard's Skipper Hesperia 
leonardus  

Rare 
species  

Narrow-leaved 
Milkweed 

Asclepias 
stenophylla  Endangered  

Ornate Box Turtle Terrapene 
ornata  Endangered  

Ottoe Skipper Hesperia ottoe  
Rare 

species  

Pallid Sturgeon Scaphirhyncus 
albus Endangered Endangered Endangered 

Piping Plover Charadrius 
melodus Threatened Endangered Threatened 
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Plains Pocket Mouse Perognathus 
flavescens  Endangered  

Pretty Dodder Cuscuta indecora  
Rare 

species  
River Otter Lutra canadensis   Threatened 

Scarlet Globe-mallow Sphaeralcea 
coccinea  Threatened  

Slender Ladies'-
tresses 

Spiranthes 
lacera  Threatened  

Spreading Yellow 
Cress Rorippa sinuata  

Rare 
species  

Sturgeon Chub Macrhybopsis 
gelida   Endangered 

Sumpweed Iva annua  
Rare 

species  
Western Prarie 
Fringed Orchid 

Platanthera 
praeclara Threatened Threatened Threatened 

 
These species are associated with several habitats, including wooded river and stream 
corridors, prairie remnants, and wetlands. To best avoid adversely affecting these 
species it is recommended that whenever possible these habitats be avoided. The above 
is a general listing of species that may or may not be found on the location of a 
particular project inside the TMA. Field surveys should be undertaken to assess the 
possible impacts to threatened and endangered species as part of project development 
as additional planning, phased construction, impact studies, or mitigation activities may 
need to be undertaken.  
 
14.3.3 SECTION 4(F) RESOURCES  
 
49 U.S. Code 303 Section 4(f) states that a special effort should be made to preserve the 
beauty of the nation’s public parks, recreation lands, wildlife and waterfowl refuges, and 
historic sites. A map showing the location of Section 4(f) resources inside the MAPA 
TMA is shown below. This map is not the definitive source for 4(f) resources inside the  
TMA and individual surveys should be carried out during the planning stages of future 
projects to ensure the project does not adversely affect the region’s 4(f) resources.  
 
For a complete listing of the region’s historical sites please see the National Park 
Service’s database (available here: 
http://nrhp.focus.nps.gov/natreghome.do?searchtype=natreghome). The National 
Register of Historic Places is constantly being updated with new sites. In addition, the 
National Park Service is in the process of digitizing their records to make the Register 
easier to use.   
 
The region’s 4(f) resources as well as other culturally important resources are shown in 
the following map. 
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Also shown in figure 14.3 the limits of Iowa’s Loess Hills are inside the MAPA TMA. As 
part of the environmental consultation for this plan, the Iowa Department of Natural 
Resources (IDNR) identified the Loess Hills as a culturally significant resource. The US 
National Park Service identifies Iowa’s Loess Hills as “the best example of loess 
topography not only in the Central Lowlands, but in the United States.” Due to the 
uniqueness of this area and in deference to the efforts of a large number of people and 
organizations to protect this resource it is the policy of this LRTP to avoid utilization of 
the Loess Hill’s material as borrow for construction projects in the MAPA TMA.  
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FIGURE 14.3 
TMA SECTION 4(F) INVENTORY AND LOESS HILLS 
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14.4 ENVIRONMENTAL STREAMLINING 
 
The protection and enhancement of the environment is a concern shared by most of the 
transportation community. Planning factors contained in SAFTEA-LU provide the 
guidance that affords for the protection of the environment. SAFETEA-LU identifies the 
need for integrating the planning and environmental processes and promotes a 
streamlined process for reviews and permitting.  
 
The early integration of the planning and the environmental review and approval 
improves the likelihood that transportation projects and services can be implemented in 
a timely and environmentally sensitive manner.  
 
The MAPA LRTP offers a coordinated effort to support the protection and enhancement 
of the environment and a streamlined process to achieve the environmental review set 
forth by the National Environmental Policy Act (NEPA). Although the integration of the 
planning and development process will vary for projects included in the LRTP, all efforts 
should be made to initiate the environmental assessment and to avoid, minimize, and 
mitigate possible environmental impacts as early in the project developmental phase as 
possible. 
 
14.4.1 AVOIDANCE, MINIMIZATION, AND MITIGATION 
 
During the planning process, environmental impacts (and therefore potential mitigation 
costs) can be reduced by avoiding or minimizing areas of potential environmental 
impacts.  
 
Avoidance Practices 
 
Where possible, this Long Range Plan will seek to avoid potential environmental 
impacts when planning, designing, and constructing federal infrastructure projects. 
Examples of possible avoidance activities include but are not limited to the following: 

• Alignment Shifts- where possible the alignment of a proposed improvement can 
be shifted to eliminate possible impacts on protected areas. 

o Example: In the planning stages, wetlands are located adjacent to a 
proposed alignment. The design team is informed and the wetlands are 
found to be in a cut area. The alignment can be shifted slightly to avoid 
impacting this protected area.  
 

• Grade Shifts- where possible the grade of a proposed improvement can be raised 
or lowered in order to eliminate possible impacts on protected areas. 

o Example: A significant archeological site is identified that warrants 
preservation in place. During project design it is determined that the 
entire area can be bridged; impacts are avoided by building the new 
roadway above the site, preserving it in place. 
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Minimization Practices 
 
Minimization practices involve the creation or implementation of measures to reduce 
potential impacts to a protected area or resource. Examples of potential minimization 
practices could include but are not limited to the following: 

• Alignment shifts 
• Commitment to off-season construction to avoid habitat used by threatened and 

endangered species during breeding season 
• Incorporation of drainage structures to prevent or control the release of excess 

runoff into protected water resources 
• Construction of sound walls or depressing a section of roadway to minimize noise 

impacts where justified 
• Create landscaping option that serve as a visual screen  
• Limiting access to an expressway or interstate facility in order to minimize 

incompatible development 
 
Mitigation Practices 
 
Mitigation practices include compensation and enhancement measures. Compensation 
measures make an effort to replace land or facilities to offset damages or displacements 
due to construction. Examples of compensation activities include but are not limited to 
the following: 

• Adding area to a public park or recreation area to replace lost facilities 
• Providing off-site compensation (replacement) for lost wetlands 

 
Enhancement measures add attractive, desirable features to allow a project to blend into 
the surrounding environment. Enhancements can occur when a project’s impact cannot 
be avoided or minimized. Examples of enhancement measures include but are not 
limited to the following: 

• Developing bicycle and pedestrian trails or paths adjacent to roadways 
• Creation of a landscaped gateway boulevard into a community 
• Including artistic works (i.e. sculpture, painting, etc.) on an overpass or adjacent 

to a roadway that requires widening 
• Providing signage to recognize specific cultural, scenic, or historical resources  
• Naturalizing the look of retaining walls to mimic stone outcroppings 
• Creating wildlife overpasses or underpasses 

 
14.4.2 CURRENTLY UTILIZED MITIGATION PRACTICES 
 
In addition to the above strategies, When transportation improvement projects cannot 
avoid environmental consequences the project sponsor is required to mitigate the effect 
of the project on the environmental resource. In the MAPA region, the most common 
type of environmental mitigation revolves around wetlands mitigation.  
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Wetlands Mitigation Banks 
 
The MAPA TMA is divided and bordered by rivers. The Missouri, Platte, and Elkhorn 
Rivers are all located in the MAPA TMA. In addition to these major waterways, the 
MAPA Region has an abundance of creeks, streams, lakes and ponds. These water 
resources are sometimes unavoidably impacted by transportation activities. In these 
cases, the impacted area must be mitigated for. The Nebraska Natural Resources 
District and the Iowa Department of Natural Resources both maintain wetlands 
mitigation banks that offer areas for mitigation activities to occur.  
 
General wetlands mitigation banking practices allow for the constructing jurisdiction to 
add to an existing mitigation bank, restore a previously-existing wetland, or create a 
new wetland. Wetlands are often mitigated for in excess of the impacted on-project 
wetland. This means that if one acre of existing wetland is destroyed through 
construction, wetlands mitigation would result in the creation, enhancement or 
restoration of a total more than one acre.   
 
Generally, when projects impact wetlands the constructing jurisdiction approaches 
willing landowners in order to purchase land to construct isolated wetland mitigation 
banks. Wetlands banks are located in both Iowa and Nebraska but are usually near to a 
past or current roadway construction project.  
 
Context Sensitive Solutions 
 
As defined by FHWA in 2007, Context sensitive solutions (CSS) is a collaborative, 
interdisciplinary approach that involves all stakeholders in providing a transportation 
facility that fits its setting. It is an approach that leads to preserving and enhancing 
scenic, aesthetic, historic, community, and environmental resources, while improving or 
maintaining safety, mobility, and infrastructure conditions. 
 
CSS is based upon four key principles. These guiding principles shape the way that 
projects should be developed with respect to their surrounding environment. The four 
key principles factor in during the planning process, determine outcomes and are key 
factors in decision-making. 
 

1.  Strive towards a shared stakeholder vision to provide a basis for decisions;  
2.  Demonstrate a comprehensive understanding of contexts;  
3.  Foster continuing communication and collaboration to achieve consensus; 
4.  Exercise flexibility and creativity to shape effective transportation solutions, 

while preserving and enhancing community and natural environments. 
 
The use of CSS results in a windfall of benefits in overall project performance. Some of 
these potential benefits include: improved predictability in project delivery, the ability 
to scope and budget the project, environmental stewardship, improved 
public/stakeholder feedback, increased partnering opportunities, improved 
opportunities for economic development, and many others.  
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For a complete breakdown of Context Sensitive Solutions including NCHRP Report 
642-Quantifying the Benefits of Context Sensitive Solutions, please visit:  
 

http://www.contextsensitvesolutions.org . 
 
This LRTP will seek to promote the use of CSS throughout the planning and design 
process for infrastructure projects inside the region.  
 
National Environmental Policy Act (NEPA)  
 
The National Environmental Policy Act (NEPA) was signed into law on January 1, 1970. 
This law outlines national environmental policy and goals for the protection, 
maintenance, and enhancement of the nation’s environment. Also included in this 
legislation is guidance for implementing these goals within various federal agencies.  
 
The NEPA process examines the effects of a federally funded undertaking on the 
surrounding environment. This analysis determines whether or not the federal action 
would have a significant impact on the environment. Based upon this examination the 
action can be funneled into one of three categories: 

• Categorical exclusion determination (CE) 
o Categorical Exclusions are the lowest level of the NEPA Process. 

Categorical Exclusions are granted to those federal actions that a federal 
agency has previously performed and found to have no significant impact. 
Federal agencies have developed lists of actions that are normally eligible 
for CE determinations under NEPA regulations.  

• Preparation of an Environmental Assessment/Finding of No Significant Impact 
(EA/FONSI) 

o If a federal action is not covered under the scope of a CE the administering 
federal agency prepares a detailed Environmental Assessment. This 
assessment determines whether or not the action will significantly impact 
the environment. If the assessment finds that the project will not 
significantly impact a Finding of No Significant Impact (FONSI) is issued 
and the project goes forward. The FONSI may also include potential 
mitigation activities.  

• Preparation of an Environmental Impact Statement (EIS) 
o If the EA determines that a federal action will significantly impact the 

environment the administering federal agency will proceed with an 
Environmental Impact Statement (EIS). An EIS is a highly detailed 
evaluation of the proposed action and alternatives. During the creation of 
the EIS the public, other federal agencies and outside parties may provide 
input and comment on the project.  

o In the case of highly controversial projects, or if a federal agency 
anticipates the undertaking may significantly impact the environment, a 
federal agency may prepare an EIS without an EA. 

  

Page | 169 
 

http://www.contextsensitvesolutions.org/


Metropolitan Area Planning Agency 
Long Range Transportation Plan 2035 

The Council on Environmental Quality (CEQ) is charged with the implementation of 
NEPA at the federal level. CEQ has interpreted NEPA legislation and modified NEPA’s 
action forcing provisions to create federal regulations and guidance documents to aid in 
NEPA compliance.  
 
14.4.3 FHWA AND NEPA 
 
The Federal Highway Administration requires that the policies, regulations, and laws of 
the federal government be interpreted and administered in concert with the goals set 
forth in NEPA. The FHWA NEPA project development process is meant to balance any 
and all potential environmental impacts with the public’s need for safe and efficient 
transportation.  
 
FHWA Policy states that (23 CFR §771.105): 

• To the maximum possible extent, environmental investigations, reviews and 
consultations be coordinated as a single process. Compliance with all applicable 
environment requirements must be reflected in the environmental document 
required by 23 CFR §771.105. 

• Alternative actions must be evaluated as a part of this process. Decisions are to be 
made in the best interest of the public based on a broad and balanced 
consideration of the need for safe and efficient transportation; of the social, 
economic, and environmental impacts of the proposed transportation 
improvement. The action must also be based on national, state, and local 
environmental protection goals. 

• Public input and a systematic interdisciplinary approach be implemented and 
considered as part of the development process. 

• Mitigation activities for adverse impacts must be included into the action 
 
Federally funded projects inside the MAPA TMA will seek to conform to the NEPA 
Process in all of stages listed above. 
 
14.4.4 NEBRASKA CONSIDERATIONS 
 
During a project’s infancy, Local Public Agencies (LPAs) are required to complete two 
forms. The first of these forms is the DR530. This form outlines basic project details 
including location, improvement type, proposed schedule, and project budget. At the 
same time the DR530 is completed the LPA is required to complete the DR53 form. The 
DR530 form is available on the NDOR Local Projects website (available here:  
 

http://www.dor.state.ne.us/gov-aff/lpa/chapter-forms/dr530.pdf). 
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DR53 Form 
 
The DR 53 is also referred to as the “Probable Class of NEPA Action Form.” Completing 
the DR53 helps LPAs to determine the best course for their project to navigate through 
the NEPA process. The DR53 contains a series of questions that are reviewed by NDOR 
staff to determine the necessary NEPA determination required for the project. The end 
result of the DR53 is an indication as to whether the project will require a Categorical 
Exclusion, Programmatic Categorical Exclusion, Environmental Assessment or 
Environmental Impact Statement in order to clear the NEPA process. This document 
can be completed by Local Public Agency Responsible Charge staff. The DR53 is 
available on the NDOR Local Projects website (available here: 
http://www.dor.state.ne.us/gov-aff/downloads.htm).   
 
If the DR53 form leads the LPA to believe it may apply for a Categorical Exclusion or 
Programmatic Categorical Exclusion the LPA completes the Programmatic Categorical 
Exclusion Form. 
 
Programmatic Categorical Exclusion Form 
 
The PCE form is a four page document containing a series of questions concerning 
project activities and the impact of these activities on the surrounding environment. 
LPA staff can complete this form and deliver the form to NDOR staff for review and 
approval. If LPA staff is able to answer “no” to all questions contained in the PCE form 
the project is determined to be under a Programmatic Categorical Exclusion and may 
proceed with no further NEPA documentation required. The PCE form is located on the 
NDOR Local Projects website (available here: http://www.dor.state.ne.us/gov-
aff/downloads.htm).  
 
If the project is not able to meet the criteria of a PCE the project must undergo one of 
the previously mentioned NEPA actions (CE, EA, or EIS). Local LPA staff is usually not 
able to satisfactorily complete this level of NEPA documentation; an outside consultant 
is typically required to satisfy the criteria for CE, EA, and EIS projects. 
 
NDOR On-Call Environmental Consultants 
 
To assist LPAs in completing the necessary NEPA documentation for their projects, the 
NDOR has prepared a pre-selected and pre-qualified list of environmental consultants. 
The consultants on this list may be contracted with in order for LPAs to complete NEPA 
processes and continue on with their project.  
 
The NDOR On-Call Environmental Consultants List is located on the NDOR Local 
Projects section website (available here: http://www.dor.state.ne.us/gov-aff/pdfs-
docs/consultants/CE%20Services/consult-sel-proc-oces.pdf).  
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The Six Programmatic Agreements  
 
In addition to the standard NEPA determinations above, the Nebraska Department of 
Roads and Federal Highway Administration-Nebraska Division have come to terms on 
six Programmatic Agreements (PA’s). These agreements cover six basic types of 
transportation improvement projects and offer a streamlined path to NEPA approval. 
These agreement categories are listed as follows: 

1. Bridge Inspections 
2. Lighting and Signal Repair and Replacement Activities 
3. Projects Not Leading Directly to Construction 
4. Pavement Marking Activities 
5. At-Grade Railroad Crossing Improvement Activities 
6. Sign Installation and Replacement Activities 

 
A full set of instructions and documentation pertaining to the use of these agreements is 
available on-line at the Nebraska Department of Roads Local Projects website (available 
here: http://www.dor.state.ne.us/gov-aff/downloads.htm).  These determinations will 
take place prior to undergoing any of the more complex standard NEPA determinations 
listed previously.  
 
14.5 CLIMATE CHANGE 
 
In 2008 the American Association of State Highway and Transportation Officials 
(AASHTO) released a report concerning global climate change.  AASHTO’s Primer on 
Transportation and Climate Change (available here: 
http://downloads.transportation.org/ClimateChange.pdf) maintains the validity of 
climate change, outlines some root causes of climate change (as they pertain to 
transportation), and offers several strategies for climate change mitigation.   
 
The U.S. DOT and FHWA support and reference the Primer on Transportation and 
Climate Change as a key document that offers climate change guidance for 
transportation agencies.  Additional FHWA guidance on climate change and 
transportation is available online at FHWA’s Climate Change and Transportation 
webpage (available here: http://www.fhwa.dot.gov/hep/climate/index.htm). 
 
14.5.1 EVIDENCE OF CLIMATE CHANGE AND ROOT CAUSES  
 
AASHTO offers the following points as evidence that global climate change is occurring: 

• The global climate is becoming warmer.  Average global temperatures have risen 
markedly in the last century. 

• Global warming, if allowed to continue unchecked will cause severe and lasting 
impacts.  Impacts such as rising sea levels, shrinking polar ice, warmer winters, 
and receding glaciers have been evident for some time and will become more 
severe if global warming continues. 

• Global warming is caused in large part by human activities.  Human activities and 
industries release greenhouse gas.  These gasses accumulate in the atmosphere 
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and prohibit heat from dissipating.  Human activities also hamper the earth’s 
ability to absorb greenhouse gas through actions such as deforestation.   

 
The AASHTO report examines the root causes in great detail and the report asserts 
that hundreds of scientific studies that all point to the same outcome.  AASHTO 
asserts that climate change is real and human factors are contributing to the 
problem.   
 
Greenhouse gasses are determined to be the primary cause of this issue.  In 2006, 
greenhouse gas emissions from transportation activities comprised 27 percent of 
total US greenhouse gas emissions.  The vast majority of these emissions is the result 
of fossil fuel combustion.   

 
14.5.2 CLIMATE CHANGE MITIGATION STRATEGIES 
 
To assist in reducing global greenhouse emissions AASHTO offers the following 
strategies as templates for implementation: 

• Reduce total vehicle miles traveled (VMT) 
o Expand transit services or other alternatives to single-occupant vehicles 
o Encourage land use that minimizes the number and length of auto trips  

• Congestion relief 
o Recent research has demonstrated that the optimal speed for internal 

combustion engine emission reduction is 45 mph.  Reducing congestion 
and allowing traffic to flow at 45 mph may have a positive impact on 
greenhouse gas emissions 

• Alter driver behavior 
o The manner in which many people operate their vehicles is inefficient and 

can lead to an increase in greenhouse gas emissions.  AASHTO 
recommends education campaigns that would help to promote more 
efficient vehicle operation. 

 
AASHTO has also examined larger policy strategies to assist in lowering greenhouse gas 
emissions on a national stage.  These strategies center around the increased research 
and development of alternative fuel sources, higher efficiency engines, and punitive tax 
policies to encourage motorists to reduce their VMT.  These strategies are broken down 
in a greater amount of detail in the full document.   
 
14.5.3 LOCAL IMPLEMENTATION OF CLIMATE CHANGE MITIGATION STRATEGIES 
 
The above recommended strategies and positions of AASHTO, FHWA, and the U.S. 
DOT complement other MAPA initiatives to promote environmental stewardship and 
create a more balanced multi-modal transportation policy, including: 

• Local efforts to increase the efficiency of the transportation system are being 
implemented through signal coordination and other intelligent transportation 
system (ITS) projects.   

• Congestion relief through intersection and corridor improvements are also taking 
place through construction efforts.   
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• MAPA is also supporting changes in existing land use policies to encourage more 
dense development.   

o Recently, large mixed use developments such as Midtown Crossing and 
Aksarben Village have opened to the public with positive reviews.   

• MAPA is currently examining transit trips not taken in North Omaha in order to 
gain knowledge of how to better serve constituents in that area.  

• The Metro Transit and the City of Omaha have been awarded a grant to perform 
an alternatives analysis, which will analyze transit options, including a potential 
streetcar circulator system running from midtown to downtown Omaha.  

• MAPA offers carpool matching services through the MetrO! Rideshare program 
(available here: http://www.mapacog.greenride.com/).  This service allows 
carpoolers to match up based upon common starting and ending points. 

• MAPA has also conducted public education campaigns to increase citizen 
awareness of greenhouse gas (discussed under section 14.6.1).  

 
14.6 AIR QUALITY 
 
The Clean Air Act, as amended in 1990, requires the EPA to set National Ambient Air 
Quality Standards (NAAQS) for pollutants deemed harmful to humans and the 
environment. The EPA lists the following 7 pollutants as harmful. Figure 14.4 identifies 
the maximum allowable value of these pollutants and also the time frame in which the 
pollutants are measured.  
 

• PM10: Fine Particulates less than 10 microns in diameter. 
• PM2.5: Fine Particulates less than 2.5 microns in diameter. 
• O3: Ground level Ozone gas. 
• CO: Carbon Monoxide gas. 
• SO2: Sulfur Dioxide gas. 
• TRS: Total Reduced Sulfur. 
• NO2: Nitrogen Dioxide gas. 

 
 

FIGURE 14.4 
NAAQS 

National Ambient Air Quality Standards 

   Primary Standards  Secondary 
Standards 

Pollutant  Level  Averaging 
Time  Level  Averaging 

Time 
Carbon 

9 ppm  8‐hour (1) None 
Monoxide 

(10 
mg/m3) 

   35 ppm  1‐hour (1) 

   (40 
mg/m3) 
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Lead 

0.15 
µg/m3 (2) 

Rolling 3‐
Month 
Average 

Same as Primary 

1.5 µg/m3  Quarterly 
Average 

Same as Primary 

Nitrogen 

53 ppb 
(3) 

Annual  Same as Primary 
Dioxide 

(Arithmetic 
Average) 

   100 ppb  1‐hour (4) None 
Particulate 

150 
µg/m3 

24‐hour (5) Same as Primary 
Matter 
(PM10) 

Particulate 

15.0 
µg/m3 

Annual (6) Same as Primary 
Matter 
(PM2.5) 

(Arithmetic 
Average) 

   35 µg/m3  24‐hour (7) Same as Primary 

Ozone 

0.075 
ppm 

8‐hour (8) Same as Primary 

(2008 std)
0.08 ppm  8‐hour (9) Same as Primary 
(1997 std)
0.12 ppm  1‐hour (10) Same as Primary 

Sulfur 

0.03 ppm  Annual  0.5 
ppm 

3‐hour (1) 

Dioxide 

(Arithmetic 
Average) 

   0.14 ppm  24‐hour (1) 

   75 ppb 
(11) 1‐hour  None  

 
 

Per federal regulations, states are required to monitor the ambient air quality inside 
their borders. Air quality sensors in both Nebraska and Iowa continuously monitor the 
levels of harmful gasses, particulates, and elements contained in the ambient air of the 
MAPA TMA.  
 
As of January 1, 2011 the entire MAPA TMA is in attainment for the above air quality 
standards. 
 
14.6.1 NEW LEGISLATION 
 
Currently the MAPA TMA is in attainment for greenhouse gasses, ozone, and other 
emissions. However, the Center for Environmental Quality (CEQ) and EPA are currently 
seeking to change the acceptable standards for ozone and other emissions to a lower 
level.  
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The current standard for Ozone emissions is .075 parts per million. The CEQ is seeking 
to lower this standard somewhere between .075 and .06 parts per million. Should the 
standard be lowered to 0.06 ppm the MAPA TMA would most likely enter non-
attainment for ozone. Figure 14.5  illustrates areas that would be in non attainment 
depending on the new standard in 2020.  

FIGURE 14.5 
PROJECTED GROUND LEVEL OZONE VIOLATIONS  

 

 
The CEQ and EPA are currently studying the proper level at which to set the Ozone 
standards. A determination of the national standards for Ground-Level Ozone has been 
delayed until July 2011. This delay will allow the EPA to examine air quality data 
collected during 2010 when finalizing their standards.  
 
The MAPA region contains air quality monitors that are shown in Figure 14.6.  These 
monitors currently show the region in attainment for air quality standards.  Figure 14.5 
shows that there is a monitor to the north of the MAPA TMA that would be projected to 
violate Ozone standards if they were to be set at 0.060 ppm.  This monitor is located in 
Harrison County, Iowa near the town of Pisgah.  The location of this monitor is shown in 
the lower right-hand corner of Figure 14.6.  Due to the direction of prevailing winds, it is 
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FIGURE 14.6 
MAPA REGION AIR QUALITY MONITORS 
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Since July 2010, MAPA has been working with Nebraska Department of Environmental 
Quality (NDEQ), Iowa Department of Natural Resources (IDNR), the City of Omaha, 
Douglas County, and various other organizations and jurisdictions to address the 
potential Ground Level Ozone issue in the Omaha-Council Bluffs metropolitan area. In 
the summer of 2011 the Environmental Protection Agency is expected to lower the 
ground level ozone standard to between 60 – 70 ppb. The lowering of this limit could 
potentially push the Omaha-Council Bluffs metro area into non-attainment.  
 
MAPA has been working with the various agencies and jurisdictions mentioned above to 
organize a proactive response to the possible lowering of the ozone standard. These 
efforts are two-fold. First, a public education campaign increasing public awareness of 
the health issues involved with ground level ozone and reduction actions that 
households and individuals can take was implemented in August 2011. This campaign 
will resume in the summer of 2011. Second, a Community Based Planning Process to 
indentify voluntary reductions is currently being used to bring together community 
stakeholders and major emitters. This group of stakeholders is actively working together 
to identify activities and actions that can be taken to reduce ozone emissions.  
 
For more information on the ground level ozone reduction efforts in the Omaha-Council 
Bluffs metro area, please go to www.littlestepsbigimpact.com   
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Social & Environmental Justice   
 
15. 1 INTRODUCTION 
 
In 1994, federal Executive Order 12898 directed every federal agency to make 
environmental justice part of its mission by identifying and addressing the effects of all 
programs, policies and activities on “minority populations and low-income 
populations.” The order reads: “Each federal agency shall make achieving 
environmental justice part of its mission by identifying and addressing, as appropriate, 
disproportionately high and adverse human health or environmental effects of its 
programs, policies and activities on minority populations and low-income populations.” 
 
The order reinforces Title VI of the Civil Rights Act of 1964, which reads: “No person in 
the United States shall, on the ground of race, color or national origin be excluded from 
participation in, be denied the benefits of, or be subjected to discrimination under any 
programs or activity receiving federal financial assistance.” The executive order requires 
all government agencies receiving federal funds to address discrimination as well as the 
consequences of all their decisions or actions that might result in disproportionately 
high and adverse environmental and health impacts on minority and low-income 
communities. 
 
In 1997, the United States Department of Transportation (DOT) issued its Order to 
Address Environmental Justice in Minority Populations and Low-Income Populations 
(DOT Order). The DOT Order addresses the requirements of Executive Order 12898 and 
sets forth DOT's policy to promote the principles of environmental justice in all 
programs, policies and activities under its jurisdiction. 
Since the DOT Order was issued, the Federal Highway Administration (FHWA) and 
Federal Transit Administration (FTA) have been working with their state and local 
transportation partners to make sure that the principles of environmental justice are 
integrated into every aspect of their mission. 
 
The three fundamental environmental justice principles include: 

1. To avoid, minimize or mitigate disproportionately high and adverse human 
health and environmental effects, including social and economic effects, on 
minority and low-income populations. 

2. To ensure the full and fair participation by all potentially affected communities in 
the transportation decision-making process. 

3. To prevent the denial of, reduction of or significant delay in the receipt of benefits 
by minority and low-income populations. 
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15.2 TERMS 
 
Low-Income 
 
Means a person whose median household income is at or below the U.S Department of 
Health and Human Services poverty guidelines. For the purposes of this analysis Census 
Bureau 2009 American Community Survey 2005-2009 five year aggregate data on 
poverty level within the MPO area was used. 
 
Minority 
 
Means a person, as defined by the U.S. Bureau of Census, who is a: (1) Black American ( 
a person having origins in any of the black racial groups of Africa); (2) Hispanic person 
(a person of Mexican, Puerto Rican, Cuban, Central or South American, or Spanish 
culture or origin, regardless of race); (3) Asian American or Pacific Islander (a person 
having origins in any of the original peoples of the Far East, Southeast Asia, the Indian 
subcontinent, or the Pacific Islands); or (4) American Indian or Alaskan Native (a 
person having origins in any of the original people of North America and maintaining 
cultural identification through tribal affiliation or community recognition). 
 
Environmental Sensitive Areas 
 
 Means areas where any readily identifiable groups of minority or low-income persons 
reside at a higher percentage than the TMA average.  
 
15.3 METHODOLOGY 
 
15.3.1 IDENTIFYING ENVIRONMENTAL JUSTICE POPULATIONS  
 
All analysis was done at the census tract level, using data from the Census Bureau 2009 
American Community Survey 2005-2009 five year aggregate. The first step in the 
analysis looked at the MAPA Transportation Management Area (TMA) to evaluate 
whether there are areas with disproportionate minority and low-income populations. 
The percentage of the population within each census tracts identified as low-income or 
minority was compared to the TMA average, using a normal range of one-standard 
deviation above and below the average; 68 percent of all measurements fall within one 
standard deviation of the average. Those census tracts with a score greater than one 
standard deviation above the average have a concentrated minority or low income 
population. 
 
Figure 15.1 below illustrates the locations of the aforementioned areas within the TMA. 
The map indicates census tracts with minority populations and low-income populations 
higher than the TMA average. The figure highlights areas with high concentrations of 
minority or low-income populations as defined by percentages higher than one (1) 
standard deviation above the average. These census tracts were determined to be 
environmental justice areas of concern for evaluation purposes.  It should also be noted 
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that the analysis of future projects was done using current environmentally sensitive 
areas and does not include forecasts of changes in low-income and minority 
populations. 
 
15.3.2 ANALYZING EXTERNALITIES, EQUITY, AND ACCESS 
 
The environmentally sensitive areas were examined in relationship to the recommended 
future roadway projects for potential externalities that may affect these areas adversely.  
Furthermore, the locations of roadway projects were analyzed for equitable distribution 
of funding relative to the needs of the region.  The analysis compared the 
environmentally sensitive areas to the planned projects. The areas were mapped with 
planned projects to better show the location of each project relative to the areas with 
environmentally justice concerns. The map overlay can be seen in Figure 15.2 
 
Additionally, since lower income individuals are less likely to have access to personal  
transportation, environmentally sensitive areas were analyzed for their spatial 
relationship to public transportation bus routes.  Similarly, these areas were mapped to 
evaluate proximity (1/4 mile) and access to the metro transit system.  This map overlay 
can be seen in Figure 15.3. 
 

FIGURE 15.1 
ENVIRONMENTALLY SENSITIVE AREAS DISTRIBUTED BY CENSUS TRACT  
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15.4 FINDINGS 
 
15.4.1 NEGATIVE EXTERNALITIES 
 
MAPA cannot find any reasonable negative impacts that would result from the proposed 
roadway projects listed in the plan.  The major projects in the environmentally-sensitive 
areas include the new Missouri River crossing known in this Plan as the Gateway Bridge, 
the Council Bluffs Interstate Reconstruction, the Saddle Creek Road reconstruction as 
well as several projects along I-80 and Kennedy Freeway.  All of these projects are 
anticipated to utilize existing right-of-way.  Furthermore the NEPA process provides 
significant protections to these populations.  For instance, analysis of cultural and  
historical resources is required to identify negative impacts to environmental justice 
populations.  Also, noise studies are required to determine whether additional noise 
created from the project will necessitate noise reduction measures.  Therefore, any 
negative impacts from these projects will be considered during the environmental 
process and are not expected to be significant. 
 
15.4.2 DISTRIBUTION OF EQUITY 
 
Analyzing the distribution of the recommended projects listed in the plan, the Project 
overlay map (Figure 15.2), it is apparent that in terms of geographical distribution, most 
location-specific projects fall outside of any environmentally sensitive area.  Considering 
the region’s anticipated future growth, most of the region’s capital roadway projects are 
located in the suburban and developing areas where new development will require new 
capacity.  The environmentally-sensitive areas are located in fully developed urban 
areas, and MAPA forecasts little need to increase roadway capacities in these regions.  In 
fact, many traffic counts in the environmentally sensitive areas have been declining or 
remaining stable in recent years.   
 
However, as already mentioned several major projects are within or adjacent to 
environmentally-sensitive areas.  Many of the region’s largest and most expensive 
capital projects fall in environmental justice areas, totaling over $2.5 billion in 
investment over the next 25 years. Although a full listing of projects in these areas 
follows below in Figure 15.5, the following major projects are highlighted as significant  
investments into environmentally sensitive areas: 
 
I-80 Expansion Projects, Missouri River – 60th Streets 
 
NDOR, in coordination with Iowa DOT, is in the process of widening the I-80 crossing 
of the Missouri River and plans to do a series of projects to improve traffic flow west to 
60th Street.  This has been a bottleneck that has been identified in the MAPA Congestion 
Management Process for years as a severe issue in the MAPA TMA, and is highly utilized 
by commuters crossing the state line to go to and from work.  These projects represent a  
total cost of over $250 million.  In addition to relieving congestion for local traffic, this 
will also assist with reducing pollution for the environmentally sensitive areas. 
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Saddle Creek Road 
 
The University of Nebraska Medical Center, in collaboration with the City of Omaha, is 
planning the reconstruction of the Saddle Creek Road area from Leavenworth  Street to 
north of Dodge Street.  This will reduce frequent flooding in the area, improve the 
Saddle Creek and Dodge interchange, and create a green space with bicycle-pedestrian 
trails alongside Saddle Creek.  This project represents an investment of over $40 million 
into the City of Omaha’s urban core. 
 
Dodge to Douglas “S-Curve” Realignment at 31st Street 
 
The City of Omaha plans to reconfigure the existing tight curves from Dodge to Douglas 
Street at 31st Street.  The project will create more gentle curves for the roadway and help 
to improve the surrounding context.  Mutual of Omaha has recently invested heavily in 
its Midtown Crossing redevelopment to provide residential, commercial and 
entertainment destinations in an environmental justice area. 
 
Council Bluffs Interstate Reconstruction 
 
The Iowa DOT has begun a massive reconstruction of the Interstate System in the 
Council Bluffs area.  The majority of these projects occur in environmentally sensitive 
areas.  The total project costs in these areas approach $2 billion, and represent the 
largest investments in the MAPA 2035 LRTP.  The improvement in traffic flow and 
access to adjacent employers will provide substantial economic benefits to this area. 
 
9th Avenue Viaduct 
 
The City of Council Bluffs has long-range plans to construct a new viaduct across the 
railroad lines on 9th Avenue between 8th and 19th Streets, which is along the edge of an 
environmental justice area.  This will remove traffic impediments on 9th Avenue and 
provide immediate safety benefits.  By benefiting the railroad, it also strengthens 
Council Bluffs as a rail hub, which provides many good jobs for the metro area.   
 
“Gateway Bridge” Missouri River Crossing 
 
This proposed new bridge across the Missouri River would provide multiple benefits, 
including providing industries and businesses in northeast Omaha with a direct freeway 
connection to I-680, potentially opening land in Pottawattamie County to development, 
and reducing the large volume of truck traffic that travels through the Florence 
neighborhood along 30th Street (US-75).  The potential of attracting new economic 
development is of particular importance for revitalizing the environmentally sensitive 
areas in north and east Omaha and Carter Lake.  The Gateway Bridge project is 
estimated to cost approximately $60 million to construct. 
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Kennedy Freeway (US-75) Widening 
 
NDOR plans to rebuild and widen the Kennedy Freeway to four lanes in each direction 
between Highway 370 in Sarpy County and the I-80/US-75/I-480 junction in Douglas 
County.  These projects would be built in existing right-of-way and not negatively 
impact the surrounding area, but will provide improved traffic flow and attractiveness 
for nearby businesses and residents.  These projects entail an investment of 
approximately $115 million. 
  

FIGURE 15.2 
TRANSPORTATION PROJECT OVERLAY – ENVIRONMENTALLY SENSITIVE AREAS  

In addition to the capital projects (see Figure 15.5), there are many projects that are not 
location-specific that provide enhancements to the environmentally sensitive portions of 
the TMAMAPA.  Due to the fact that these areas are located within fully developed 
portions of the region, most local projects in these areas tend to be of this nature.  These 
projects do not appear in Figure 15.2 and are usually not included individually in the 
project listing (unless they are currently part of the MAPA TIP), although the metro area 
will spend hundreds of millions of dollars on these types of projects in the coming 25 
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years.  Here are the categories of these projects, many of which occur in 
environmentally-sensitive areas:  

• Operations and Maintenance 
• Intersection and Interchange Improvements 
• Safety-Related Projects 
• Resurfacing, Restoration, and Rehabilitation  
• Technology and signal coordination 
• Bicycle-Pedestrian and Complete Streets improvements 

 
15.4.3 ACCESS TO PUBLIC TRANSPORTATION 
 
Public transit service in the MAPA region provides much of its service in 
environmentally-sensitive areas.  Almost all the residential land area in these areas is 
covered by the ¼ mile proximity buffer to transit lines.  Figure 15.3 below illustrates the 
transit lines as compared to the environmentally sensitive areas. 

 
FIGURE 15.3 

TRANSIT OVERLAY – ENVIRONMENTALLY SENSITIVE AREAS  
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The Job Access Reverse Commute (JARC) and New Freedom (NF) programs providing 
access to jobs and services for lower-income and other vulnerable populations.   These 
programs are described in detail in Transit Section (Eight) of this LRTP.  Many of these 
operate in the environmental justice areas and provide benefits to the MAPA region.  A 
list of these services follows in Figure 15.4.  
 

FIGURE 15.4 
TRANSIT OVERLAY – ENVIRONMENTALLY SENSITIVE AREAS  

Table 15.1 - JARC, New Freedom Transit Funding

Project Location Improvement Type Jurisdiction
Federal 
Funding 
Source

Federal (1,000's) State (1,000's) Local (1,000's) Total Costs 
(1,000's)

Black Hills Workshop 
FY2011

Service to Offutt AFB from 
various locations in Omaha. 
Operate a reverse commute 
demand response system

Continuation of existing grant, 3rd 
year MAPA Sec. 5316 $81.30 $0.00 $0.00 $162.61

BHW $81.30

Heartland Family 
Service JARC Grant

Omaha Metro Area
Operate Funding and Loan 
Program Backup Funding MAPA Sec. 5316 $160.49 $0.00 $0.00 $278.63

HFS $118.18

MAPA Mobility 
Manager New 

Freedom Grant Eastern Nebraska and 
Southwest Iowa

Continuation of funding for a 
mobility manager position to 
coordinate public transit and 

human services transportation 
systems, 2nd year MAPA Sec. 5317 $41.63 $0.00 $0.00 $123.75

MAT Sec. 5317 $57.37 $0.00 $0.00
United Way / $24.75
Omaha Chamber

MAPA TMCC New 
Freedom Grant Omaha/Council Bluffs Metro 

Area

Provides coordination with 3 senior 
centers to identify elderly 

individuals wishing to attend mid-
day meals and activities. MAPA Sec. 5317 $76.00 $0.00 $0.00 $98.00

Senior Centers Sec. 5317 $0.00 $22.00
Contracts

North Omaha Cares 
FY2010 North Omaha Location

Hire 3 people for 6 months to help 
residents in North Omaha to find 
appropriate public transportation 

resources MAPA Sec. 5317 $45.82 $0.00 $11.46 $57.28

NOTC to Village 
Pointe JARC Grant

NOTC to downtown Omaha to 
Village Pointe Mall

Operate a reverse commute fixed-
lin bus route. Continuation of 

existing grant, 3rd year.
MAT Sec. 5316 $98.81 $0.00 $98.81 $197.62

MAT JARC 
Administration Omaha Metro Area

Administration of MAT JARC 
program MAT Sec. 5316 $55.14 $0.00 $0.00 $55.14

MAPA New Freedom 
Administration Grant 

FY 2010
MAPA TMA

Administration of FTA New 
Freedom grants for the MAPA 

Region
MAPA Sec. 5317 $15.00 $0.00 $0.00 $15.00

MAPA JARC 
Administration Grant 

FY 2011
MAPA TMA

Administration of FTA JARC grants 
for the MAPA Region MAPA Sec. 5316 $15.00 $0.00 $0.00 $15.00

* The 5316 & 5317 grants listed above represent the grants currently active in the MAPA TMA.  They are funded with the 5316 & 5317 funding approved by the Coordinated Public Transit Stakeholders 
Committee (CPTHST), in cooperation with FTA.  The projects listed above utilize FTA funding from multiple federal fiscal years and are not approved beyond the available obligation authority.
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15.5 CONCLUSION 
 
Based on the analysis presented above, environmentally sensitive populations are not 
being adversely affected by the MAPA 2035 Long Range Transportation Plan.  No 
projects are anticipated to have significantly negative impacts on the EJ populations.  
Furthermore, the MAPA region plans to invest over $2.5 billion over the coming 25 year 
in EJ areas.  This includes some of the region’s most significant projects in the LRTP, 
including the Gateway Bridge, the Council Bluffs Interstate Reconstruction, the Saddle 
Creek Road project, and reconstruction and widening along I-80 and Kennedy Freeway.  
Projects in the EJ areas represent nearly 50% of the total investment in capital projects 
in the Region.  The total population in environmentally sensitive areas is approximately 
180,000, which constitutes 24% of the total population in the MAPA TMA (742,000).  
Therefore, it cannot be said that the needs in environmentally sensitive areas are being 
ignored. 
 
This becomes even more evident when it is taken into account that projects that are not 
specifically identified in the LRTP by location, such as intersection and safety 
improvements, signal coordination projects, and operations and maintenance projects, 
occur in these areas.  In addition, the public transit system provides its highest levels of 
service to riders in the EJ areas.  Therefore, this LRTP’s benefits are not adversely 
skewed toward non-minority and non-low income populations, and the LRTP can be 
said to be in compliance with federal regulations concerning environmental justice. 
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FIGURE 15.5 
MAPA LRTP PROJECTS IN ENVIRONMENTAL JUSTICE AREAS  

 

Project Name Lead Agency Description Total Cost 

10th St Bridge Omaha Widen Bridge $3,404,907 

23rd Ave Trail Council Bluffs Ped/Bike Grade and Pave $850,000 

23rd Avenue (24th - 16th St) Council Bluffs 4-Lane Divided $5,181,000 

24th Street - Project 2 Council Bluffs Reconstruct 4-lane roadway to 5-lanes $4,180,000 

30th St / Mckinley St NDOR Intersection $463,000 

42nd St @ Q Street Omaha Replace Interstection $5,920,000 

58th Street (Maple & NW Radial Hwy) Omaha Reconfigure Intersection, Install New Signals $630,600 

7th St, Kanesville - Ave G Council Bluffs 3-Lane with TWLTL $3,504,000 

Broadway (1st St - Kanesville Blvd) Council Bluffs 3-Lane with TWLTL $3,948,000 

CCTV Cameras Council Bluffs CCTV Traffic Camera Installation $2,000 

Complete Streets Region wide Bike/Ped/Complete Street Improvements $4,000,000 

Dodge St S-curve Omaha  $13,665,000 

Howard Street Omaha Pedestrians and Site Distance Enhancments $160,940 

I-480/US-75 Interchange NDOR Landscaping with trees, schrubs and seedlings $220,000 

I-680, Fort St. - Missouri River NDOR Mill, inlay dual 24' rwdy outside shld, 10' surf $2,743,000 

I-80 Iowa DOT Grade and pave, Bridge replacement, ROW. $230,965,000 

I-80 EB Ramp Bridge to US-75 SB NDOR Widen Ramp Bridge $2,355,000 

I-80, 24th St - 13th St NDOR Gr, culv, add'l lane (EB & WB) thru 13th St in Omaha $11,741,000 
I-80, WB Br over I-80 EB to I-480 NB 

Ramp NDOR Add'l WB lanes $648,000 

I-80, WB Bridge over 50th NDOR Add'l WB lanes $805,000 

I-80, WB Brige over 42nd NDOR Add'l WB lanes $1,396,000 

I-80/480 - 60th St (WB) NDOR Add'l WB lanes $6,557,000 

Ia Riverfront Trail III Council Bluffs Ped/Bike Grade and Pave $870,000 
Intersection and Interchange 

Improvements Region wide N/A $5,000,000 
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Interstate Reconstruction Utility 
Relocation (I-80 - 23rd Ave) Council Bluffs Relocate Sanitary Sewer in conflict w/ Intst. 

reconstruction $9,636,000 

ITS/Signal Project Region wide Signal technology/coordination $5,000,000 

Mid City Trail Council Bluffs Ped/Bike Grade and Pave $840,000 

N 30th Ave Omaha Safety project-channelization, lane additions $481,540 

Saddle Creek Rd. UNMC New alignment of roadway $43,033,280 

Sorenson Parkway Omaha Extend Right-Turn Lane/Ramp, Add Additional Lane to 
Ramp $490,000 

South Expressway Improvements (I-80/29-
16th Ave) Council Bluffs Reconstruct Shoulders, Pavement Repair, Drainage 

Impvmt.s $1,345,000 

Spring Lake Road Omaha Reconstruction of Intersection into a roundabout $495,000 

Traffic at Various Locations-Package 4 Omaha Replace Existing Traffic Signals $284,480 

Traffic Control Center Omaha Construction of a Traffic Control Center $4,500,000 
Traffic Oper. and Signal Sys. Planning 

Study Omaha Funtional Requirement Study for Traffic Control Center $175,000 

Traffic Signals Omaha  $2,670,000 

Traffic Signals at 13th & Howard & Harney Omaha Replace Existing Traffic Signals $151,200 

Traffic Signals at 15th & Farnam St Omaha Replace Existing Traffic Signals $67,480 

Traffic Signals at 42nd & Dodge St Omaha Replace Existing Traffic Signals $100,464 

Traffic Signals at Var Locations - Pck. 6 Omaha Replace existing traffic signals. $292,364 

Traffic Signals at Var Locations-Pck.5 Omaha Replace Existing Traffic Signals $386,420 
W Broadway Reconstruction, Phase II 

(32nd-28th St) Council Bluffs Reconstruct 5 Lane Roadway $4,548,000 

WB I-80 from I-480/US-75 NDOR Gr, culv, surf for add'l 3 lanes, loop/ramp reconst, 
lighting $6,774,000 

  Short-Term EJ Project Sub-Total $390,479,675 

    
Long-Term Projects: Lead Agency Description Total Cost 

"Gateway Bridge" Connector Frwy, Storz 
Expwy - Mo River Omaha 4-Lane Freeway $5,280,000 

"Gateway Bridge" Frwy New Interchange @ 
Pershing Drive Omaha New Interchange Under Study $5,280,000 
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"Gateway Bridge", New Missouri River 
Bridge Omaha New Bridge $50,000,000 

23rd Ave, 24th St - South Expwy Council Bluffs 4-Lane Divided with LTLs $13,694,000 
9th Avenue Viaduct and Approach, 19th-8th 

St Council Bluffs 4 Lane Viaduct and approach $39,906,000 

Complete Streets Region wide Bike/Ped/Complete Street Improvements $10,000,000 

I-29 Segment 2/3 Interim, IDOT From US-275 to n/o I-29-I-80 W intchg. $1,132,167,000 

I-29 Segment 2/3 Ultimate IDOT From n/o I-29-80 W intchg. To I-80 s/o Madison $330,251,000 

I-29 Segment 4 IDOT I-29/480/Broadway Systems Intchg. $382,109,000 

I-29, I-80 - I-480 IDOT 4 Lanes NB, SB $18,356,000 
Intersection and Interchange 

Improvements Region wide N/A $50,000,000 

Iowa 92, I-29 East to County Road L-45 IDOT  $7,509,000 

ITS/Signal Project Region wide Signal technology/coordination $20,000,000 

South Expressway , I-80 - 5th Ave Council Bluffs 4-Lane Viaduct and Roadway $24,562,000 

US-75, "W" Street" - I-80 NDOR 4 Lanes NB, SB $35,000,000 

US-75, N-370 - "W" Street" NDOR 4 Lanes NB, SB $80,000,000 
Long-Term EJ Project Sub-Total $2,204,114,000 

Capital Projects in EJ Areas Total: $2,594,594,000 
Total Project Costs in MAPA LRTP: $5,247,700,000 
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Safety 
 
16.1 OVERVIEW 
 
23 CFR 450.322 (h) requires: “The metropolitan transportation plan should include a 
safety element that incorporates or summarizes the priorities, goals, countermeasures, 
or projects for the MPA contained in the Strategic Highway Safety Plan required under 
23 U.S.C. 148, as well as (as appropriate) emergency relief and disaster preparedness 
plans and strategies and policies that support homeland security (as appropriate) and 
safeguard the personal security of all motorized and non-motorized users.” 
 
 
 
16.2 AASHTO STRATEGIC HIGHWAY SAFETY PLAN 
 
First prepared in 1997 and revised in 2005, the American Association of State Highway 
Transportation Officials (AASHTO) Strategic Highway Safety Plan (SHSP) presents a 
comprehensive approach to reduce vehicle-related fatalities and injuries on the nation’s 
highways. Created with the cooperation of all levels of government (federal, state, and 
local), coupled with public and private input the SHSP focuses on 22 specific safety 
challenges or “emphasis areas” (EA’s). Strategies addressed in these EA’s seek to 
improve safety in all areas of transportation. Detailed guidance for the implementation 
of these strategies is contained in the NCHRP Report 500 series of Guidance for 
Implementation of the AASHTO SHSP (located here: 
http://safety.transportation.org/guides.aspx ).  
The 22 emphasis areas as outlined in the AASHTO SHSP are shown as follows: 

• Graduated drivers licensing 
• Licensed, competent drivers 
• Older drivers 
• Aggressive driving 
• Impaired drivers 
• Keeping drivers alert 
• Driver safety awareness 
• Seatbelts and air bags 
• Pedestrians  
• Bicyclists 
• Motorcyclists 
• Heavy trucks 
• In-vehicle enhancements 

• Vehicle-train crashes 
• Keeping vehicles on the road 
• Minimizing consequences of 

leaving road 
• Intersections 
• Head-on and cross median 

crashes 
• Work zones 
• Increasing EMS capabilities 
• Improving decision support 

system s processes and safety 
management systems  

 
The full plan (located here: http://safety.transportation.org/doc/Safety-
StrategicHighwaySafetyPlan.pdf) includes general strategies and development plans for 
each of the above emphasis areas.  

http://safety.transportation.org/guides.aspx
http://safety.transportation.org/doc/Safety-StrategicHighwaySafetyPlan.pdf
http://safety.transportation.org/doc/Safety-StrategicHighwaySafetyPlan.pdf
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This plan serves as the basic template and guidance document for State Strategic 
Highway Safety Plans.  
 
16.3 NEBRASKA STRATEGIC HIGHWAY SAFETY PLAN: GUIDANCE FOR 

2007 – 2011  

 
The Nebraska Department of Roads in cooperation with their partners in the Nebraska 
Interagency Safety Committee created the Nebraska Strategic Highway Safety Plan in 
order to address the frequency, rate, and factors contributing to fatal and serious injury 
crashes in Nebraska. The plan was developed through the coordinated effort of the 
public in addition to the over 90 safety professionals representing education, 
enforcement, engineering and EMS services.  
 
The Federal Highway Administration mandated that states address three key objectives 
in their SHSP. First, States must set a safety goal; states must then identify a short list of 
the highest priority safety strategies as listed in the AASHTO SHSP; finally, states must 
analyze their safety investment practices and determine the best way to achieve their 
safety goal.  
 
Based upon the above requirements the Nebraska Interagency Safety Committee and 
NDOR selected the following 5 focus areas: 

1. Increase Safety Belt Usage 
2. Keeping vehicles on the Roadway, Minimizing the Consequences of Leaving the 

Roadway, and Reducing Head-On and Across-Median Crashes 
3. Reducing Impaired Driving 
4. Improving the Design and Operation of Highway Intersections 
5. Addressing the Over Involvement of Young Drivers 

By focusing the NSHSP on these five factors NDOR was able to reduce the strategy set 
from over 500 to around 160 directly related safety strategies. From these 160 strategies 
the Nebraska Interagency Safety Committee further focused the list to include 20 
Critical Strategies in five areas. 

• Education 
o Encourage parental 

involvement and remove 
diversion programs to 
discourage underage drinking 
and driving 

o Consider required server 
training and perform general 
public education campaigns 

o Enhance public education to 
groups with lower than 
average restraint use rates 
and host community 

inspections for child safety 
seat installations 

o Conduct public information 
campaigns focused on young 
drivers 

o Expand driver training and 
improved training materials 

o Develop community coalitions 
programs focused on young 
drivers 

• Data Systems 
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o Identify intersections with a 
high number of fatal and 
disabling injury crashes 

• EMS 
o Expand involvement of EMS 

personnel in child safety seat 
installation inspections 

• Engineering 
o Keep vehicles in their lane 
o Eliminate shoulder drop offs 
o Install median barriers on 

roads with narrow medians 
o Install, update and improve 

attenuation systems and 
guardrail 

o Provide access management  
o Increase intersection sight 

distance 
o Increase driver awareness 

when approaching an 
intersection 

o Utilize non-conventional 
intersection designs 

• Enforcement 
o Employ coordinated and 

publicized DUI checkpoints 
and patrols 

o Enforce Zero Tolerance laws 
for underage drivers 

o Perform compliance checks of 
alcohol retailers to reduce 
sales to underage persons 

o Perform publicized seatbelt 
enforcement campaigns  

o Adopt a primary safety belt 
law and stronger penalties 

o Use targeted speed 
enforcement on intersection 
approaches, including 
automated enforcement 

o Enhance existing GDL system 
o Conduct enforcement 

campaigns focused on young 
drivers 

 
State of Nebraska seeks to utilize the above strategies in order to achieve the following 
goal:  

Reduce the statewide fatality rate by 38%, from a rate of 1.6 fatalities per 
100 million vehicle miles of travel (VMT) in 2003 to a rate of 1.0 in 2011 

(4.75% reduction annually). 
 
Achieving this reduction would result in 80 lives saved per year. The full Nebraska 
Strategic Highway Safety Plan: Guidance for 2007-2011 is available here: 
http://www.dor.state.ne.us/highway-safety/docs/strat-hwy-sfty-plan.pdf .  
 
16.4 IOWA COMPREHENSIVE HIGHWAY SAFETY PLAN: SEPTEMBER 2006  
 
The Iowa Department of Transportation in coordination with their safety stakeholders 
created a Comprehensive Highway Safety Plan in 2006. IDOT And the safety 
stakeholders chose to replace “Strategic” with “Comprehensive” in the title of this plan 
to highlight the broad and collaborative approach utilized in this plan’s development. 
This plan serves as the State of Iowa’s Strategic Highway Safety Plan as mandated by 
SAFETEA-LU. Iowa’s stated goal in this plan is to reduce the death toll on the state’s 
highways from 445 to 400 by the year 2015. This constitutes an overall reduction of 
10.1% (1.01 % annually). 
 

http://www.dor.state.ne.us/highway-safety/docs/strat-hwy-sfty-plan.pdf
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The Iowa DOT selected five policy (legislative) strategies and eight program 
(administrative) strategies.  
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16.4.1 TOP FIVE SAFETY POLICY STRATEGIES (LEGISLATIVE)  
• Young Drivers - Strengthen minor school license (MSL) and graduated license 

(GDL) laws with stronger Provisions that are proven to reduce specific risks and 
save lives. 

• Occupant Protection - Require occupant restraints in all automotive vehicle 
seating positions. 

• Motorcycle Safety - Restore a motorcycle helmet law. 
• Traffic Safety Enforcement - Support traffic safety enforcement and adjudication 

with adequate resources.  
• Traffic Safety Improvement Program - Increase Iowa Traffic Safety Improvement 

Program funding from .5 percent to a full 1 percent of Iowa’s Road Use Tax Fund. 
 
16.4.2 TOP EIGHT SAFETY PROGRAM STRATEGIES (ADMINISTRATIVE)   

• Lane Departure - Enhance lane departure-related design standards and policies 
(e.g. paved shoulders, rumble strips, and median barriers). 

• Safety Corridors - Identify safety corridors and use multidisciplinary strategies to 
mitigate specific crash causes such as impairment, speeding, driver inattention, 
and other factors. 

• Intersections - Promote innovative intersection designs, such as roundabouts and 
other configurations. 

• Local Roads - Create local multidisciplinary safety reams to identify and resolve 
local crash causes. 

• State Traffic Records - Enhance data availability and use by all stakeholders. 
• Senior Mobility - Develop a single point of contact to help older persons and their 

caregivers navigate existing programs for professionals and the driving public. 
• Unpaved Rural Roads - Promote public awareness of the risks of driving on 

unpaved rural roads. 
The Iowa Comprehensive Highway Safety Plan is available here: 
http://www.iowadot.gov/traffic/chsp/pdfs/chsp_final_20070420.pdf  
 
 
16.5 SYNTHESIZED SAFETY GOALS AND STRATEGIES FOR THE MAPA 
TMA  
 
As a bi-state jurisdiction, the MAPA TMA seeks to employ all of the above strategies 
from each of the respective Strategic Highway Safety Plans. MAPA has combined the 
two plans to establish the following TMA Safety Goals for this Long Range Plan.  

• Increase Safety Belt Usage  
o Enhance public education to groups with lower than average restraint 

usage rates. 
o Support and publicize seatbelt enforcement campaigns (e.g., click-it or 

ticket campaigns). 
o Advocate primary safety belt laws and stronger penalties. 
o Support the expanded involvement of EMS personnel in child safety seat 

installation inspections. 

http://www.iowadot.gov/traffic/chsp/pdfs/chsp_final_20070420.pdf
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• Keeping Vehicles on the Roadway, Minimizing Consequences of Leaving the 
Roadway, Reducing Head-On and Across Median Crashes 

o Support engineering based solutions (e.g., pave shoulders, eliminate 
shoulder drop offs, install median barriers on roads with narrow medians, 
improve attenuation systems and guardrails, etc.) 

• Reduce Impaired Driving 
o Support the employment of coordinated and publicized DUI checkpoints 

and patrols. 
o Support compliance checks of alcohol retailers to reduce sales to underage 

persons. 
o Encourage the removal of diversion programs to discourage drinking and 

driving. 
• Improve the Design and Operation of Intersections 

o Provide access management to freeway, highway and interstate highways.  
o Increase sight distance at intersections. 
o Increase driver awareness when approaching an intersection. 
o Utilize nonconventional intersection designs (e.g., roundabouts).  

• Address the Over Involvement of Young Drivers in Fatal Crashes 
o Encourage parental involvement and the removal of diversion programs to 

discourage underage drinking and driving. 
o Support public information campaigns focused on young drivers. 
o Expand driver training and improved training materials. 
o Support the development of community coalitions focused on young 

drivers. 
o Support the enforcement of zero tolerance laws for underage drivers. 
o Support the enhancement of existing Graduated Drivers License programs 

in both states.  
o Support and publicize enforcement campaigns focused on young drivers. 

• Improve Data Resources 
o Support enhanced data availability and use by all stakeholders. 
o Assist in identification of intersections with a high number of fatal and 

disabling crashes. 
 
16.6 EXISTING REGIONAL PROGRAMS  
 
16.6.1 SOUTHWEST IOWA FREEWAY TEAM (SWIFT)  
 
The Southwest Iowa Freeway Team was established in 1999 as an incident management 
committee for southwest Iowa. Traffic incidents create region-wide transportation 
problems that need to be addressed on a regional basis. SWIFT Primarily serves the 
Pottawattamie County/Council Bluffs Metro Area but also serves southwest Iowa in 
general.  
 
The mission of SWIFT is twofold: provide a forum to actively communicate and discuss 
issues related to transportation incident management and to coordinate efforts of 
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transportation, public safety, emergency services, and other stakeholders to respond to 
traffic incidents and activities. 
 
In large part SWIFT is being phased out by the ongoing Traffic Incident Management 
forum and plan that is being developed as a joint venture of the Iowa Department of 
Transportation, the Nebraska Department of Roads, MAPA, local jurisdictions, law 
enforcement, EMS, and other interested parties.  
 
16.6.2 MAPA TRAFFIC INCIDENT MANAGEMENT MANUAL (TIMM) 2004 
 
The 2004 MAPA Traffic Incident Management Manual (TIMM) to provide a standard 
reference for local public works departments, state transportation agencies (Iowa DOT 
and Nebraska Department of roads), police, fire, emergency 911 operators, tow 
operators, and other public safety and transportation stakeholders. The manual 
incorporates recommendations from these stakeholders to prove a coordinated effort at 
mitigating crashes and accidents on the MAPA region’s transportation systems. This 
effort contributes to the general safety of those involved as well as those who respond to 
the incident. The coordination and increased communication among the multiple 
agencies and organizations provides for a quicker resolution to the incident and gets 
traffic moving and back to normal sooner. 
 
The TIMM is available upon request at the MAPA offices. This manual will be replaced 
in early 2011 by the new TIM manual currently under development.  
 
16.6.3 METRO AREA MOTORIST ASSIST PROGRAM (MAMAP)  
 
Metro Area Motorist Assist is a program that provides responsive assistance to 
motorists on the freeway and principal arterial system in the Omaha/Council Bluffs 
Metropolitan Area. MAMAP volunteers operate three well equipped emergency 
response vans during the morning and evening rush hours on the freeway system in the 
metro area. Hours of operation are from 6:00am to 10:00am and 3:00pm to 7:00pm 
Monday through Friday.  
 
Trained MAMAP volunteers provide a variety of services including:  

• Servicing disabled vehicles with fuel, oil and other fluids 
• Helping with flat tires 
• Clearing debris from driving lanes 
• Arranging to have vehicles towed 
• Providing jump starts 
• Giving advice and directions  

 
MAPA administers this program with the assistance of AAA Nebraska, the Nebraska 
Department of Roads, the Iowa Department of Transportation, and the Nebraska Office 
of Highway Safety.  
 
Further information of MAMAP can be found here: http://mapacog.org/mamap.pdf  

http://mapacog.org/mamap.pdf
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MAMAP is available at the following number 1-800-525-555 or *55 on your mobile 
phone.  
 
16.6.4 2010 TRAFFIC INCIDENT MANAGEMENT MANUAL  
 
The Iowa Department of Transportation, the Nebraska Department of Roads, MAPA, 
local jurisdictions, law enforcement, EMS, and other interested parties are finalizing a 
new Traffic Incident Management (TIM) Manual for the MAPA region. This new TIM  
Manual contains matrices and routing maps that identify the acceptable (preferred) 
reaction to a variety of incidents on the region’s interstate highway system.  
 
Incidents are categorized by their severity in terms of the duration of the closure and the 
number of lanes affected. Based upon these conditions, a responder will implement the 
preferred response that is listed in the TIM Manual. Typically, there are primary and at 
least two secondary detour routes for a given lane closure.  
 
The TIM Manual also lists contact information for various responders, NDOR, IDOT, 
and Public Works personnel who may be required to assist in the implementation of the 
detour routes.  
 
The TIM Manual operates via Adobe Acrobat through hyperlinks. In this way, the file 
size is small enough to operate on portable laptops. It is the hope of the overall project 
group that these manuals be downloaded to police mobile laptops for full deployment of 
the plan. The structure of the TIM Manual allows for a responder to navigate from the 
main screen to a specific detour plan in as few as three mouse clicks.  
 
16.7 MAPA TMA TRAFFIC COLLISION STATISTICS 2006 – 2008   
 
Accident rates in the MAPA TMA have been somewhat unstable recently. Fatal accidents 
have been declining annually while the total number of accidents has fluctuated. Figure 
16.1 shows the total number of traffic collisions inside the TMA from 2006 through 
2008 (2008 being the most recent year available at this time).  
 
The States of Nebraska and Iowa do not categorize collisions in the same manner. This 
causes difficulty in comparing statistics across state lines. Therefore, traffic collision 
statistics for the Iowa portion of the TMA are shown as totals in the various Nebraska 
categories. A complete listing of traffic collision statistics for Iowa is located here: 
http://www.iowadot.gov/crashanalysis/city.htm for city statistics and here: 
http://www.iowadot.gov/crashanalysis/county.htm for county statistics. 
For a complete listing of traffic collision statistics in Nebraska please see the following 
website: http://www.dor.state.ne.us/highway-safety/#factsbook  
 
  

http://www.iowadot.gov/crashanalysis/city.htm
http://www.iowadot.gov/crashanalysis/county.htm
http://www.dor.state.ne.us/highway-safety/#factsbook
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FIGURE 16.1 
TOTAL TRAFFIC COLLISIONS IN MAPA TMA FROM 2006 - 2008 

* Pottawattamie County includes both the urbanized and rural areas of the county. 
 
16.8 RECENT LEGISLATION   
 
16.8.1 TEXTING WHILE DRIVING 
 
During 2010 both the Iowa and Nebraska State Legislatures passed bills banning texting 
while driving. Iowa House File 2456 (available here: http://www.votesmart.org/ 
billtext/29106.pdf) specifies that texting while driving in Iowa is a secondary offense. A 
graduated enforcement system in this law will not allow teens from 14-18 years of age to 
use their mobile devices in any capacity (including to place and receive calls); fines for 
using a mobile device while driving in this age bracket include a $50.00 ticket plus court 
costs. Those over 18 years of age are prohibited from texting while driving; fines include 
a $30.00 ticket plus court costs.  
 
Nebraska LB 945 (http://uniweb.legislature.ne.gov/FloorDocs/Current 
/PDF/Intro/LB945.pdf ) also specifies that texting while driving in Nebraska is a 
secondary offense. This law bans all drivers from texting while driving. Violations of this 
law are punishable by a $200.00 fine and the loss of three points on the offender’s 
driver’s license; second offense results in a $300.00 fine, third or greater offense 
$500.00. Nebraska also has a previous law (effective July 1, 2008) prohibiting those 
under 18 from placing and receiving calls while driving.  
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Security 
 
17.1 INTRODUCTION  

Threats to the transportation infrastructure system have become more apparent in 
recent years. An attack on major transportation facilities could have adverse effects on 
the national economy even after the initial shock of the attack has passed. The 
transportation sector has multiple segments that may be targeted by terrorist activity. 
Airports, harbors and transit facilities, as well as major bridges and roadways are 
susceptible to terrorist activities. The best way to combat the effectiveness of an attack is 
to prepare for the possibility of attack by coordinating a response effort.    
 
This plan will seek to continue and enhance local preparedness in planning efforts by:  
 

• Providing resources for transportation-related homeland security projects that 
would be identified through the regular transportation planning process, 
including those aimed at prevention, mitigation, response and recovery 

 
• Providing resources to improve security at Intermodal facilities, airports and 

ports, and military facilities 
 

• Providing resources to expedite urgent highway and public transportation 
security projects to address an imminent threat or to repair damage caused by a 
terrorist attack, including structural hardening, relocation of roads form sensitive 
areas, property acquisition to create secure zones or replace or repair damages or 
destroyed structures as a result of a terrorist attack 

 
• Encouraging the use of monitoring systems (Intelligent Transportation Systems-

ITS) to check the status or condition of key surface transportation facilities 
 
17.2 LOCAL COORDINATION FOR DISASTER PREPAREDNESS  

17.2.1 NEBRASKA  

Douglas County Emergency Management Agency 
 
The Douglas County Emergency Management Agency (DCEMA) was established to help 
coordinate local response to disasters. The Douglas County Emergency Management 
Agency is the primary response agency for Douglas, Sarpy, and Washington Counties in 
Nebraska.  
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Emergency Operations Center 
 
The DCEMA maintains a dedicated emergency operations facility in the bottom two 
floors of the Omaha Civic Center. The EOC is a 25,000 square foot facility containing a 
main communications room, briefing and planning room, a radio room as well as a 
kitchen facility. Immediately adjacent to the EOC is a back-up 911 call center. The EOC 
is manned daily by three full time employees but has the capacity to support up to 120 
people during times of crisis. There are over 50 dedicated phone lines and two message 
systems linked to this facility.  
 
The facility has the capacity to be self sufficient for an unknown period of time. The EOC 
is linked to a back-up power source and has kitchen facilities to support those working 
in the EOC during an emergency.   
 
Local Emergency Operations Plan 
 
The Douglas County Local Emergency Operations Plan (LEOP) was written in 2005 to 
outline the procedures to be followed when the region is confronted with an emergency 
incident. The LEOP outlines the local government’s response based on the various 
sectors of governmental control (i.e. police, fire, health, public works, etc.). The Douglas 
County Local Emergency Operations Plan is available here: 
http://www.nema.ne.gov/content/e_plan_pdf/Douglas_eLEOP.pdf  

 
Nebraska Emergency Management Agency 
 
The State of Nebraska also operates the Nebraska Emergency Management Agency 
(NEMA) which will help to coordinate disaster prevention and recovery on intrastate 
and interstate levels. NEMA maintains a website with all applicable information, located 
here:  
http://www.nema.ne.gov/ 
     
17.2.2 IOWA  

Pottawattamie County Emergency Management Agency 
Emergency Operations Center / Pottawattamie County Multi-Hazard Emergency 
Operations Plan 
 
The Pottawattamie County Multi-Hazard Emergency Operations Plan (EOP) was revised 
in October 2004. The EOP focuses on prevention of disasters along with minimizing the 
vulnerability of Pottawattamie County to disasters. Enhancing Homeland Security is 
also a key feature of the EOP. The EOP outlines key facilities and responses to all 
manner of emergency situations. The Pottawattamie County Multi-Hazard Emergency 
Operations Plan is available here: 
http://www2.pottcounty.com/pdf/EM/Basic%20Plan.pdf  
  

http://www.nema.ne.gov/content/e_plan_pdf/Douglas_eLEOP.pdf
http://www.nema.ne.gov/
http://www2.pottcounty.com/pdf/EM/Basic%20Plan.pdf
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Iowa Homeland Security and Emergency Management Division 
 
Statewide preparedness and prevention for emergency incidents in Iowa are covered by 
the Iowa Homeland Security and Emergency Management Division (IHSEMA). 
IHSEMA works to coordinate with local jurisdictions, other states, and the federal 
government. IHSEMA maintains a website located here:  

http://www.iowahomelandsecurity.org/ 
 

17.2.3 REGIONAL EVACUATION PLANS 

Emergency management agencies on both sides of the river have developed operational 
frameworks to facilitate large scale evacuations of the urban population of the MAPA 
region.  These frameworks do not contain a specific routing plan for the evacuation of 
the urban population.  It is understood that the evacuation would be a coordinated 
effort of law enforcement, Iowa DOT, Nebraska DOR, and the regional emergency 
operations centers.  Control of the operation would be delegated to local law 
enforcement agencies via command from regional emergency operations centers with 
assistance from local public works and state department of transportation personnel.     
 
These frameworks delegate roles and responsibilities for evacuation based upon 
Department of Homeland Security best practices and national frameworks.  It is 
expected that the 2011 Traffic Incident Management Manual (TIM Manual) would be 
utilized to create detours and routing for evacuation traffic in the event of a large scale 
evacuation.  While this document (referenced in section 16.6.2 of this plan) is not 
expressly designed for large scale evacuations, the basic framework allows for detour 
routes to be established in short order to deal with traffic incidents on major regional 
transportation facilities.  These detour routes could feasibly be utilized in order to 
facilitate a large scale evacuation.   
 
The vast majority of urbanized evacuation traffic is expected to be channeled to the 
region’s interstate highway facilities (I-80 and I-29).  Exits would be closed and 
monitored in order to further channelize traffic flow out of the metro region.  In the 
event that a major river crossing (such as the Interstate 80 bridge between Council 
Bluffs and Omaha) is not operational, detours utilizing the region’s other crossings (I-
680, I-480, US-275, US-34) would be established.   
 
Dynamic message signs (DMS) located away from the MAPA region and operated by the 
Nebraska DOR and Iowa DOT would reroute traffic around the area in order to better 
facilitate the flow of evacuation traffic.  Major transportation facilities that would be 
utilized in the event of a large scale regional evacuation are shown in Figure 17.1 on the 
following page.  Regional DMS signs are also illustrated in this figure.   
 

http://www.iowahomelandsecurity.org/
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FIGURE 17.1 
MAPA REGIONAL EVACUATION FACILITIES MAP 
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17.3 NATIONAL SCOPE 

In order to prepare the nation to combat the threat of attack, the federal government has 
set the National Preparedness Goal to “engage Federal, State, Territorial, tribal and local 
entities, their private and nongovernmental partners and the public to achieve and 
sustain risk-based target levels of capability to prevent, protect against, respond to and 
recover from major events…” 
 
Preparedness goals for the transportation sector include plans to implement three 
specific programs: 

• The National Infrastructure Protection Program (NIPP) 
o Sector Specific Plans (SSP) 

• The National Incident Management System (NIMS) 
• The National Response Framework (NRF) 

 
National Infrastructure Protection Program (NIPP) 
 
The NIPP establishes the nation’s ready-state level of protection by focusing resources 
where investment yields the largest reduction in national risk relative to cost. The NRP 
addresses prevention, preparedness, response, and recovery in the context of domestic 
threat and incident management of Incidents of National Significance.  The goal of the 
National Infrastructure Protection Program (NIPP) is to: 
 
Build a safer, more secure, and more resilient America by preventing, deterring, 
neutralizing, or mitigating the effects of deliberate efforts by terrorists to destroy, 
incapacitate, or exploit elements of our Nation’s Critical Infrastructure and Key 
Resources (CIKR) and to strengthen national preparedness, timely response, and 
rapid recovery of CIKR in the event of an attack, natural disaster, or other emergency. 
 
The NIPP defines an infrastructure asset as something of importance or value belonging 
to one of 17 sectors that if targeted, exploited, destroyed, or incapacitated could result in 
large-scale injury, death, economic damage, destruction of property and could 
profoundly affect the nation’s prestige or confidence. Elements of the transportation 
system fall into this category. 
 
The NIPP defines a program management approach that provides for collecting and 
validating sector requirements; prioritizing the allocation of federal resources through 
the annual budget process, measuring national results and performance, and 
continuously improving critical infrastructure/key resource protection based on results 
and performance. 
Resource allocation consists of four phases: 

• Establish sector requirements 
• Prioritize requirements according to criticality to the nation 
• Protective programs are the recommended that have the greatest potential to 

reduce risk as per the NIPP risk management framework 
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• HSC reviews proposed funding, resolves issues, finalizes recommendations to be 
passed to OMB for President’s budget recommendation 

 
The NIPP is available here: 
http://www.dhs.gov/xlibrary/assets/NIPP_Plan.pdf  

 
In 2009 the Department of Homelands Security released Sector Specific Plans (SSP) for 
the 17 different sectors of the National Infrastructure. Each of these plans outlines the 
specific goals and objectives of the DHS in protecting the CIKR for each sector. 
 
The SSP for Transportation lists three sector security goals: 

1. Prevent and deter acts of terrorism using or against the 
transportation system. 
Under this goal the DHS along with transportation partners will seek to develop 
a flexible, layered and effective security program based on risk management 
principles. It is important to increase the vigilance of travelers and 
transportation workers in order to enhance their role in reporting suspicious 
activity. The traveling public along with public employees will serve as force 
multipliers to law enforcement in combating terrorist attacks. Finally, this goal 
seeks to enhance the communication between the various transportation 
partners in order to share best practices as well as intelligence information and 
threats. 
 

2. Enhance resilience of the U.S. transportation system. 
Currently there are many points in the transportation system that if damaged 
could cripple the U.S. transportation system. This goal seeks to improve the U.S. 
transportation system’s ability to accommodate and absorb damage from any 
source, natural or otherwise. This goal also seeks to manage and reduce the risk 
associated with key points in the transportation network. Finally this goal seeks 
to improve the capacity for rapid and flexible response and recovery to all-
hazards events. 
 

3. Improve the cost-effective use of resources for transportation 
security. 
Transportation resources should be allocated to deal with the highest priority 
transportation security risks; economic analyses should also be considered when 
making these decisions. Enhanced participation from all levels in the 
transportation sector should also take place. Efforts need to be coordinated in 
order to ensure the best outcome.  
 

Resources of potential risk in the MAPA TMA include portions of the National Defense 
Highway (interstates I-80 and I-29), major bridges across the Missouri River, active 
rail, pipeline and telecommunication corridors and facilities. 
  
The Sector Specific Plan for Transportation is available here: 
http://www.dhs.gov/xlibrary/assets/nipp-ssp-transportation.pdf  

 

http://www.dhs.gov/xlibrary/assets/NIPP_Plan.pdf
http://www.dhs.gov/xlibrary/assets/nipp-ssp-transportation.pdf
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National Incident Management System (NIMS) 
 
The National Incident Management System (NIMS) was last updated in December 
2008. NIMS is not an operational manual. However, NIMS does provide a basic 
framework and guidelines for the collaboration of agencies in effective incident 
management. The NIMS document contains a set of acceptable practices as used by 
various jurisdictions for incident management.  NIMS integrates these best practices 
into a comprehensive framework that is flexible enough to be applicable across a broad 
array of incidents. 
 
The NIMS consists of a five-component, systems approach aimed at integrating existing 
best practices into a multi-jurisdictional incident management plan. The components of 
the NIMS plan are listed on the following page. 
 
NIMS Components 

• Component I- Preparedness 
• Component II- Communications and Information Management  
• Component III- Resource Management 
• Component IV- Command and Management 
• Component V- Ongoing Management and Maintenance 

 
The NIMS Document is available here: 
http://www.fema.gov/pdf/emergency/nims/NIMS_core.pdf 
 
 
National Response Framework  
 
The National Response Plan was replaced by the National Response Framework (NRF) 
in 2008. The NRF establishes a set of guidelines comprehensive all-hazards approach to 
enhance the ability of the United States to manage domestic incidents. The NRF outlines 
general roles for the different levels of government: local, state and federal.  
 
Local Government: 

• Individual Awareness- prepared communities start with prepared individuals. It 
is important that individuals prepare emergency kits and plans. 

• Coordination of Responders- Local police, fire, emergency and medical services 
are often the first to arrive and the last to leave an incident scene. Senior local 
officials should create local emergency frameworks in order to effectively respond 
to incidents. 

• Coordination with Business Partners- Business partners in the community are a 
key resource for threat awareness and response. Local government officials 
should consult with these organizations in order to help them understand their 
community better. 

• Coordination with NGO and NP- Nongovernmental and Nonprofit organizations 
are also a key resource to help identify threats and hard to reach populations 
when supplying emergency services. Local officials need input from NGO and NP 

http://www.fema.gov/pdf/emergency/nims/NIMS_core.pdf
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actors in order to address the needs of the entire community in case of a 
hazardous incident.  

   
 
State, Territorial, and Tribal Government: 

• Local-State Coordination- States are the first in line to offer support to local 
communities dealing with incidents.  

• State Agencies- State police, emergency management, health, and homeland 
security agencies are a great resource. These agencies can provide additional 
resources, coordination and expertise to assist a local government with managing 
an incident.  

• National Guard- The governor has the authority to call out a State’s National 
Guard troops in order to assist with disaster relief. These troops can help to 
provide security and assistance after an incident occurs.  

• Federal-State Assistance- If a State anticipates that its resources will be exceeded 
the Governor of that State can request assistance from the federal government as 
well as other States.  

 
The Federal Government 

• Larger Scope- When an incident’s scope is larger than a local or state 
government’s ability to respond the federal government can offer assistance at 
the request of the governor of the effected state. 

• Lands Under Federal Jurisdiction- In the case of federally owned lands or 
military bases, federal government representatives will most likely be the first to 
respond. These first responders will coordinate with local and state actors. 

• Oversight- Pursuant to the Homeland Security Act of 2002 and Homeland 
Security Presidential Directive (HSPD) 5, the Secretary of Homeland Security is 
the principal Federal official for domestic incident management. Incident 
management refers to how incidents are managed across all homeland security 
activities, including prevention, protection, and response and recovery.  

 
The National Response Framework is available here: 
http://www.fema.gov/pdf/emergency/nrf/nrf-core.pdf  
 
 
The NRF incorporates best practices and procedures from incident management 
disciplines—homeland security, emergency management, law enforcement, firefighting, 
public works, public health, responder and recovery worker health and safety, 
emergency medical services, and the private sector—and integrates them into a unified 
structure. It forms the basis of how the federal government coordinates with state, local, 
and tribal governments and the private sector during incidents.  
 
Incorporation of new priorities into the transportation planning stage should include 
input from: 

• Police and sheriff departments 
• Fire departments, rescue squads 

http://www.fema.gov/pdf/emergency/nrf/nrf-core.pdf
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• Federal and State response agencies 
• Elements of the Department of Homeland Security (TSA, FEMA, US Coastguard, 

etc) 
 
This LRTP hopes to provide guidance in using National Security measures in the 
planning, engineering and implementation of transportation projects in the 
MAPA TMA. 

 




