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Transportation
Central City should create and maintain a transportation system 
that accommodates all modes of transportation and moves people 
effectively through and beyond the community, while preserving the 
city’s distinctive environment and accommodating future growth.  
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this section examines elements of the transportation 
system with an eye toward developing specific proj-
ects and policies.  it discusses the structure, condition, 
and character of the city’s street system and the signifi-
cance of specific elements and interventions.

the two dominant patterns of central city’s street net-
work stem from the influences of the union Pacific 
railroad tracks which diagonally bisect the city and 
the from the land survey grid established by thomas 
Jefferson’s Public land surveying system.  the historic 
pattern of development has created neighborhoods 
that are well connected to each other and communi-
ty destinations and a tight development pattern that 
uses land and infrastructure in an efficient manner.  
However, in areas where these influences interact with 
one another, irregular intersections are created, com-
plicating traffic patterns.  these features are important 
to the overall character of the city and should be taken 
into consideration as portions of the city grow.

street classification
the street classification map 5.1, displays the city’s ex-
isting streets, by classification.  a street segment must 
be designated part of the federal aid system to be el-
igible for federal funding when implementing major 
improvements.  streets in central city are placed in the 
following functional categories: 

•	 Principal Arterials.  these roads serve regional 
needs and connect major activity centers.  they in-
clude:

 ○ Highway 14 (17th Avenue)

 ○ Highway 30 (G Street east of 17th Avenue, 16th 
Street west of 17th Avenue)

•	Minor Arterials. these streets connect with and 
complement the principal arterial system by link-
ing activity centers and connecting various parts of 
the city together.  as a general rule, these streets are 
spaced at 0.5 to 1.0 mile in developed urban areas.  
streets currently in this classification include:

 ○ 13th Street, east of 17th Avenue

 ○ 20th Street, west of 17th Avenue

 ○ 28th Street, between Highways 14 and 30

•	 Collectors. the collector system links neighbor-
hoods together and connects them to arterials and 
activity centers.  collectors are designed for rela-
tively low speeds (30 miles per hour and below), are 
typically 32 feet wide with parking on one side, and 
provide unlimited local access.  examples of collec-
tors in central city’s current road network include: 

 ○ Fairgrounds Road, between Highway 30 and 13th 
Street

•	 Local Streets.  local streets serve individual prop-
erties within residential or commercial areas.  they 
provide direct, low-speed access for relatively short 
trips.  

traffic caPacity analysis
a capacity analysis compares the traffic volumes on a 
street segment with the design traffic capacity of that 
segment.  the ratio of volume over capacity (V/c) cor-
responds to a “level of service” (los), which describes 
the quality of traffic flow. 

Measures of Level of Service (LOS)

los is a qualitative measure that generally focuses on 
speed of traffic flow under specific volume conditions.  
in short, all of central city’s streets and highways op-
erate at the highest efficiency.  a ratio of volume to 
capacity (that is how much traffic the street carries di-
vided by how much traffic the street was designed to 
carry) provides a short method for determining los.  
los categories are described as follows:

•	 LoS A:  Free-flowing operation.  Vehicles face few impedi-
ments to maneuvering.  the driver has a high level of physical 
and psychological comfort.  minor accidents or breakdowns 
cause little interruption in the traffic stream.  los a corre-
sponds to a volume-capacity (V/c) score of 0 to 0.60.  

•	 LoS B:  A reasonably free-flowing operation.  maneuvering 
ability is slightly restricted, but ease of movement remains 
high.  los B corresponds to a V/c score of 0.60 to 0.70.

•	 LoS C:  Stable operation.  traffic flows approach the range in 
which traffic increases will degrade service.  minor incidents 
can be absorbed, but a local slowdown will result.  los c cor-
responds to a V/c score of 0.70 to 0.80. 

•	 LoS D:  Borders on unstable traffic flow.  small traffic increas-
es produce substantial service deterioration.  maneuverability 
is limited and comfort reduced.  los D represents a V/c score 
of 0.80 to 0.90.

•	 LoS E:  Typical operation at full design capacity of a street.  
operations are extremely unstable because there is little mar-
gin of error in the traffic stream.  los e corresponds to a V/c 
score of 0.90 to 1.00

•	 LoS F:  A breakdown in the system.  such conditions exist 
when queues form behind a breakdown or congestion point.  
this condition occurs when traffic exceeds the design capac-
ity of the street. 
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table 5.1 presents the capacity of various street sec-
tions at los D, the point at which congestion prob-
lems begin to occur.

Cautions about the LOS System

the level of service measure is ultimately a measure of 
traffic speed.  clearly, los is an important measure be-
cause the fundamental purpose of streets is to move 
traffic.  However, los does not measure other impor-
tant values, including:

•	 neighborhood preservation
•	 environmental quality
•	 economic vitality and access
•	 energy conservation
•	 efficient development patterns
•	 Pedestrian environment

a development pattern that improves los, can involve 
driving longer distances.  this ultimately increases the 
amount of traffic and the total number and length of 
vehicle trips.  thus, while los is a useful tool, it should 
not be used to the exclusion of other values.  although 
measures to improve los, such as widening roadways 
and adding lanes, can improve the flow of traffic, they 
can also diminish the quality of the pedestrian envi-
ronment.  these measures can also increase traffic 
speeds, which can in turn decrease pedestrian safety.  
the transportation system should serve, rather than 
dominate, the overall environment.

TABLE 5.1: Ty p i c a l  Tr a f f i c  C a p a c i t y  b y  Fa c i l i t y  Ty p e

Capacity at LOS D (vPD)

2-Lane 3-Lane 4-Lane

Minimal Access 12,500 16,550 25,400

Residential 12,300 16,250 25,300

Mixed Zoning 11,200 14,850 23,600

Central Business District 9,400 12,650 20,500

Map 5.1: S t r e e t  C l a s s i f i c a t i o n

Source: NDOR, 2011
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Operational Analysis

map 5.2 shows the daily vehicles per day on central 
city’s highways, while table 4.2 compares daily vehi-
cles per day on highways around central city in 2000  
and 2010, as collected by the nebraska Department of 
roads.  

•	 overall, traffic has increased on all major roadways 
anywhere from 13% to 20 %.

•	 Highway 30, is the most heavily travelled road with-
in central city, serving as a key connection within 
the community as well as a through highway, con-
necting cities all along the union Pacific main line. 

•	 to the west of central city, Highway 30 had a daily 
traffic volume of 5,615 vehicles in 2010, represent-
ing an increase of 15% from the 2000 measurement.  
this is likely a result of a strong pattern of commerce 
and work-related commuting between central city 
and grand island.

•	 the road segment experiencing the greatest in-
crease in traffic on a percentage basis was Highway 
14, north of central city.  this might be a result of 
increased traffic between central city and fullerton, 
the next significant town to the north.

table 4.3 illustrates the performance of key segments 
of highway connecting central city to other cities 
in the region, based on the 2010 traffic counts com-
pleted by the nebraska Department of roads.  Pres-
ently, drivers arriving in and leaving central city expe-
rience generally good traffic flow on all major street 
segments.  it is unlikely that traffic flow is significantly 
hampered except during peak times and in the event 
of unpredictable traffic events.  While these levels of 
service are suggestive of well-functioning roads, the 
dominant question for central city’s street network is 
not one of access, but internal circulation and quality 
of built environment.

Table 5.2: C h a n g e  i n  A v e r a g e  D a i l y  Tr a f f i c  C o u n t s , 
2 0 0 0  a n d  2 0 10

2000 
Count

2010 
Count

’00-‘10 
Change

% 
Change

Highway 30

     East of Hwy 14 3,635 4,125 490 13%

     West of Hwy 14 4,875 5,615 740 15%

Highway 14

     North of Hwy 30 2,030 2,435 405 20%

     South of Hwy 30 2,840 3,260 420 15%
Source: Nebraska Department of Roads

Table 5.3 P e r f o r m a n c e  o f  K e y  H i g h w a y  S e g m e n t s , 
2 0 10

Capacity 
(vPD)

Actual 
volume 
(2010)

v/C 
Ratio

Estimated 
LOS

Highway 30

     East of Hwy 14 12,500 4,125 0.33 A

     West of Hwy 14 12,500 5,615 0.45 A

Highway 14

     North of Hwy 30 12,300 2,435 0.20 A

     South of Hwy 30 12,300 3,260 0.27 A
Source: Nebraska Department of Roads

Map 5.2: Tr a f f i c  C o u n t s

Source: NDOR
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street imProVement 
Program
map 5.3 identifies the condition of streets in central 
city in 2012. the physical condition of central city’s 
street network is good with some improvements 
needed.  streets were evaluated by their material and 
the presence of potholes, rutting and cracking by the 
city’s streets Department.  While commonly taken for 
granted, a city’s street system is one of its most univer-
sally experienced aspects. streets in and near down-
town should exhibit little to no blemishes.  these 
streets are commonly used by residents and visitors 
and can leave a long-standing impression about com-
munity quality.

•	 remove and replace pavement of the following:

 ○ 17th Street, north of the elementary school
 ○ 14th Avenue, east side of Central City Mall
 ○ 22nd Street, one block east of 20th Avenue
 ○ J Street, from F Avenue to E Avenue
 ○ Intersection of D Street and H Avenue
 ○ 20th Street, from Hwy 14 east to the tracks
 ○ 18th Street, to the pool.  
 ○ H Street, from Casey’s to Wendy’s

•	 complete an asphalt overlay of the following:

 ○ 13th Street
 ○ 20th Street, from the tracks to 5th Avenue.  
 ○ 28th Street
 ○ 26th Street, from 26th Avenue to Highway 30

•	mill and overlay the street surface at the locations:

 ○ C Avenue, from Highway 30 to 13th Street
 ○ D Avenue, from Highway 30 to Highway 14
 ○ 16th Avenue, to 23rd Street
 ○ 23rd Street, from Highway 14th to 15th Avenue
 ○ 15th Street, for two blocks east of 16th Avenue
 ○ 15th Avenue, from 15th Street to Highway 30
 ○ 14th Avenue, from Highway 30 to 13th Street

Map 5.3: S t r e e t  C o n d i t i o n s ,  2 0 11

Source: City of Central City, 2011
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Policies anD actions

the transportation program for central city should 
meet current and future mobility needs while enhanc-
ing the character of the city’s small-town environment.  
central city’s existing street system functions well but 
increased demand associated with growth will require 
further transportation improvements.  map 5.4 illus-
trates various transportation improvements needed in 
central city through the 20-year planning period.  the 
following actions are part of this transportation im-
provement plan:

•	 HigHWay 14 ByPass 

•	 alternatiVe trucK routes

•	 HigHWay 30 enHancements

•	 normaliZe access Points to maJor 
tHorougHfares

•	 PeDestrian anD Bicycle facilities

•	 community gateWays anD corriDors

•	 green streets for central city

HIGHWAY 14 BYPASS 

in the long-term, the city should continue to pursue 
the construction of a bypass that directs through traf-
fic on Highway 14 around downtown.

for over 50 years, there have been plans for a viaduct 
over the union Pacific railroad in central city.  the cur-
rent design for this features the relocation of High-
way 14 to the east beginning at approximately the lo-
cation of the southern Power District office south of 
town, then shifting over to the railroad property just 
east of the High school, and continuing to a viaduct 
that would cross over the union Pacific track where 
it meets the north/south rail intersection.  it would 
then extend north to rejoin the existing Highway 14 
near the north edge of town.  this plan also featured 3 
roundabouts at the 28th street intersection, Highway 
30 intersection, and the point where the new highway 
rejoined the old highway at the north edge of town.  
the plan also included the closing of several existing 
at-grade crossings.

the significant budget constraints at the state level 
have caused the project to be broken into 2 phases.  
Phase 1 begins at the Highway 30 intersection, goes 
north with the viaduct construction and heads north-
west to rejoin the existing Highway 14.  Phase 2 in-
cludes the Highway 14 relocation from Highway 30 
south to the southern Power District office.

Phase 1 has funding available through the use of high-
way safety funding and a subsidy from the union Pa-
cific railroad.  this phase can proceed, as funds are 
available.  Phase 2 is a discretionary highway project 
which must compete with all the other proposed proj-
ects around the state for an increasingly limited pool 
of funds.  the likelihood of starting this phase of the 
project anytime soon is very low.

ALTERNATE TRUCK ROUTES

in the short term, a new truck routes should be des-
ignated to help normalize the intersection between 
Highways 30 and 14 as well as to improve the opera-
tional efficiency of the entire street network. 

Presently, the volume of large vehicle traffic on High-
ways 14 and 30, in combination with the irregularity of 
their intersection in at the heart of central city, creates 
a significant traffic bottleneck and degrades the po-
tential of downtown to have a strong pedestrian char-
acter.  to alleviate this bottleneck, an alternate truck 
route should be designated. this route would direct 
east-bound truck traffic to turn left at c avenue and to 
follow e street to routing the primary flow of traffic on 
Highway 14 around downtown.  

additionally, a truck route should be designated on l 
road which links Highways 30 and 14.  While l road, 
is currently gravel surfaced, with some fairly minimal 
cost, it could be resurfaced, enabling it to redirect a 
significant amount of through traffic away from down-
town.
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Map 5.4: Tr a n s p o r t a t i o n  P l a n ,  2 0 3 0 Map 5.5: H i g h w a y  14  R e r o u t e

Highway 14 roundabout 
and reroute connection.

Highway 30/14 intersection 
roundabout.

Highway 14 and 28th street 
intersection

Highway 14 reroute and 
17th street connection.

Source: NDOR, 2010Source: RDG Planning & Design, 2012
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HIGHWAY 30 ENHANCEMENTS

Highway 30 should be upgraded to provide a pleasant 
experience for visitors.  motorists along Highway 30 
frequently stop to refuel, break from driving and vis-
it communities.  central city, like other communities, 
should capitalize on this market.  

the corridor needs to create a positive and memora-
ble experience for everyone to attract visitors to the 
downtown.  clean streets, ornamental lighting, native 
plantings, shrubs, and community graphics can influ-
ence the impression of the corridor.  considerations 
should be given to the established lone tree theme, 
while incorporating transportation elements, such as 
the oregon trail, railroad, and Historic lincoln High-
way.

grand island’s south locust street is an example com-
munity that has upgraded the appearance of the busi-
ness corridor. the planting pattern from property-to-
property creates a pleasant and unifying streetscape.  

Figure 5.1: H i g h w a y  3 0  S e c t i o n ,  R u r a l Figure 5.2: H i g h w a y  3 0  S e c t i o n ,  Tr a n s i t i o n a l Figure 5.3: H i g h w a y  3 0  S e c t i o n ,  D o w n t o w n

specific recommendations include:

•	 Lighting. replace cobra head fixtures with tear drop 
fixtures capable of holding banners and planters, 
while still maintaining proper light levels.  grand is-
land is a good local example of a community that 
has upgraded their light fixtures along the business 
district.

•	 Trees and Landscaping.  a continuous green lawn 
along along the street, similar to that at Dairy 
Queen, frames the corridor, focus the motorists at-
tention on the road ahead, and adds color and life 
to the corridor.

•	 Trail.  the pathway on the west side of the road pro-
vides enough space for both pedestrians and bicy-
clists to share.

•	 Gateway Enhancements.  roadscape improve-
ments along the corridor and at gateways should 
incorporate design elements that reflect the city’s 
community theme.  central city has a plan for in-
stalling a new community monument sign at its 
west entrance.  the design at this entrance should 
be carried over to other gateways and express a 
common rhythm.

•	 Elevator Mural.  the elevators facing Highway 30 
could have a mural commemorating the Historic 
lincoln Highway.  the mural should be simple to al-
low for easy maintenance.  images of the classic lin-
coln Highway “l” with bands of red, white and blue 
in the background or a silhouette of abraham lin-
coln. 
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Figure 5.4: H i g h w a y  3 0  C o r r i d o r  L a n d s c a p i n g  E n h a n c e m e n t s  a n d  N o r m a l i z i n g  o f  I n t e r s e c t i o n s 
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GREEN STREETS FOR CENTRAL CITY

the city should require street trees in residential areas 
and along major thoroughfares for calming traffic and 
aesthetic purposes.

tree planting transforms a street’s appearance and 
offers strong public benefits with a limited outlay of 
funds. street trees visually separate vehicles and pe-
destrian pathways, provide shade for pedestrians, 
slow traffic, add color, and help the city breathe, while 
improving the appearance of the neighborhood. 

Development, including residential, commercial, and 
civic, shares a common and unifying thread – their 
green infrastructure.  trees, shrubs and grasses create 
the invisible fabric that hems the landscape, establish-
ing a more beautiful and people-friendly neighbor-
hood.  green infrastructure throughout the neighbor-
hood promotes a sense of place, fosters social interac-
tions and subtly calms the neighborhood.  in essence, 
embracing green infrastructure reinforces the rela-
tionship between people and nature and buildings 
and nature.  creating a neighborhood that celebrates 
its green infrastructure involves the partnership of pri-
vate and public property owners.

•	 Highways. streets, in addition to moving traffic, 
function as important public spaces and serve 
as “front doors” to the city.  street trees provide 
protection for pedestrians and program drivers 
for slower speeds.  as such, streets should be de-
signed with landscaping in order to assure top-
quality appearance.

trees along major roads should be tolerant of harsh 
conditions.  street trees should also be draught resil-
ient and appropriate to their surrounding land use 
context.  since Highway 30 and 14 are state high-
ways, tree planting in the right-of-way must meet 
lateral obstacle clear Zone (loc) standards set by 
the nebraska Department of roads.  loc standards 

vary depending on roadway design.  for example, 
trees planted along a curbed street with a 35 mph 
speed limit must be no less than six feet from the 
curb.  However, planting trees outside of the public 
right-of-way, effectively in private property, is per-
mitted without nDor approval.

•	 Neighborhoods.  trees, shrubs and grasses should 
be planned in new construction.  shade trees 
could be planted near houses on east and west 
exposures to block the sun in the morning and af-
ternoon.  the shade provides a cooling effect on 
homes, ultimately reducing energy costs. 

trees help establish a separate pathway for both 

vehicles and pedestrians, provide shade for pedes-
trians, calms the speed of traffic, provide color to a 
dominated gray space, and incorporates stormwa-
ter management in the right-of-way.  

Having a canopy of trees is desirable for all neighbor-
hood streets.   as a first priority, planting overstory 
trees along major east-west collectors, will have sig-
nificant influence on the perception of the adjacent 
neighborhood by both residents and visitors.  also, 
18th street and 15th avenue are the primary corri-
dors to the elementary school.  creating a pleasant 
approach to the school will hopefully entice parents 
to select central ctiy as their new neighborhood as 
they are prospecting houses to raise their children.  
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GATEWAYS AND WAYFINDING

Highways 30 and 14 should be linked closely to the 
community, supporting the downtown while creating 
more economic development opportunities for the 
community. 

enhancing central city’s major thoroughfares could 
create an important economic development tool for 
the community.  to do this the corridors should:

•	 Create a positive impression.  the function of High-
ways 30 and 14 can move beyond purely being a 
conduit for traffic.  they can make a statement about 
what the community values.  these corridors need 
to create a positive and memorable experience for 
everyone.   clean streets, trees, ornamental light-
ing, appealing business fronts, landscaping, signage 
regulation, and a strong pedestrian environment 
help influence the perception of the corridor, and 
thus the overall perception of the community.

•	 Direct travelers to the community. Directional 
graphics at key entrances to the community should 
welcome travelers to the community and direct 
them to key community destinations, including 
shopping, schools and entertainment.  likewise, a 
system of wayfinding signage should promote both 
the downtown and cultural destinations.  

•	 Provide access to new development areas with 
many connections back into the community.  

Map 5.5: W a y f i n d i n g  S y s t e m

Gateway Feature

Wayfinding (if bypass)

Wayfinding

Source: RDG Planning & Design, 2012
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NORMALIZE ACCESS POINTS TO MAJOR 
THOROUGHFARES

the city should work with to minimize the number of 
individual drives accessed from major thoroughfares 
as well as to normalize the geometry of key intersec-
tions.

one of the key challenges facing central city’s major 
streets is impairments to traffic caused by numerous 
and haphazardly placed driveways serving single busi-
nesses.  these interruptions to free-flowing traffic are 
usually caused by vehicles waiting to turn left across 
oncoming traffic, or from vehicles slowing or stopping 
to execute a right hand turn into a driveway.  likewise, 
the irregular spacing and offset nature of these busi-
ness entrances creates an uncertain and unstable traf-
fic environment, increasing the likelihood of minor ac-
cidents.  streamlining the number of access points to 
and from Highways 30 and 14, central city can help 
ensure that these important connections within and 
across the city remain safe, effective and free-flowing 
segments of the overall street network.

a similar issue is apparent along the segment of High-
way 14 where central city’s diagonally gridded streets 
interact with the portion of the network based on the 
Plss survey grid.   the result is an interplay between 
triangular and standard intersections, none of which 
align in any coherent fashion.  While the surrounding 
private property makes wholesale reconfiguration an 
impossible challenge, signage and traffic control de-
vices used in the area should be mindful of the chal-
lenges presented by these intersections. 

PEDESTRIAN AND BICYCLE FACILITIES

central city should maintain a continuous network of 
sidewalks and trails to complement the street system. 

Providing high-quality facilities for non-motorized 
transportation can reduce automobile trips while fos-
tering improved community wellness.  the incorpora-
tion of sidewalks into new development and the con-
struction of sidewalks in areas of existing develop-
ment are essential to maintaining a safe, convenient 
pedestrian environment.  

at present, central city maintains a relatively complete 
sidewalk network within its traditional grid.  ensuring 
that new development continues to provide these 
links and gradual adaptation of major pedestrian fa-
cilities to full accessibility will be an important priority 
for central city’s pedestrian system.  in addition, the 
city’s multi-use trail network should be linked to activ-
ity centers, enhancing the city’s walkability and allow-
ing residents to safely walk to work and school, as well 
as for recreation. 

Sidewalk Improvement Program

create a balanced transportation system that meets 
the needs of both the automobile and the pedestrian, 
central city should establish a sidewalk improvement 
Program (siP).  the program should provide safe pe-
destrian access for all residents.  an siP should work to 
establish a fine-grained network of sidewalks that can 
be easily accessed from any residence in the city.  

Priorities for the program should include:

•	 accessible routes to schools and the city’s park and 
trail system.

•	 linkages along arterial streets that provide a safe 
area for pedestrians.

•	 install missing ramps at intersections.  although 
ramps have been installed at number of intersec-
tions around the city some of these have excessive 
grades that are difficult for persons in wheelchairs or 
even some strollers to maneuver.


