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VII. Alternative Transportation Modes 
 
Transit 
 
Norfolk currently has one transit service within the city.  Norfolk Public Transportation 
offers demand-responsive services to Norfolk residents and those within the immediate 
surrounding area.  This service, named “Handi Bus”, has a fleet consisting of: 

• 2004 Minivan (1) 

• 2003 Lift-equipped Van (1) 

• 2001 Lift-equipped Van (1) 

• 1996 Lift-equipped Van – Reserve (1) 

The Handi Bus fleet is relatively modern with an average age of five (5) years and its 
three main operating vehicles fall within the Federal Transit Administration (FTA) 
recommendation of maintaining an operating fleet of less than five (5) years of age.  
Table 7-1 shows the Norfolk Handi Bus Operating Statistics.  However, maintenance 
and insurance costs are increasing to near-prohibitive levels as Norfolk Public 
Transportation tries to keep within an ever-tightening budget.  The buses do not have a 
facility for storage and maintenance, increasing the deterioration rate and maintenance 
costs of the vehicles. 

 
Table 7-1: Norfolk Handi Bus Operating Statistics 

Fiscal Year 2005 
Description Monthly Average FY 2005 Total
Number of Vehicle Miles Traveled 5,794 69,528
Number of Passenger Boardings 2,366 28,391  
Source: Northeast NE Area Agency on Aging – 2005 

 
As with many entities working with tight budgets, the Handi Bus is limited by the 
amount of funding it receives to conduct its services.  Some requests for service have 
been turned away due to a lack of funding.  Handi Bus, like many other transit 
operators, has also experienced problems with obtaining affordable insurance coverage.  
The transit operator has been forced to become self-insured due to this problem. 
 
Civic events should openly promote the use of the Handi Bus in their advertisements.  
Having users call the transit service to be added to the pre-advertised route time would 
reduce the number of trips the Handi Bus would take for service and increase the 
number of riders per vehicle miles traveled as well. 
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The Norfolk Plan suggests the creation of a demand responsive service route system that 
could be used to improve the availability of the transit service: 
 

Source: The Norfolk Plan – RDG Crose Gardner Shukert, 2001 
 
In addition to the demand responsive service route system, the City and Handi Bus 
should investigate the feasibility of constructing a joint maintenance facility.  Many cities 
of similar size to Norfolk have constructed such facilities with good results.  By 
combining two or more entities in one facility, typically managed by a “28E agreement,” 
each entity can benefit by sharing and reducing costs and preventing redundancies.  
 
The cooperation of more than one entity also increases the number of grant funding 
sources available for this type of project.  Although FTA and Federal Highway 
Administration (FHWA) are often viewed as the main sources of funds to finance joint 
maintenance facility projects, funding from additional sources can also assist in the 
overall financial feasibility of the construction of the facility. 
 
 
 
 

“Norfolk should investigate the development of an innovative transit 
system that is enhanced by combining aspects of demand responsive 
and service stems. Service routes are circulators that link major 
community attractions and traffic generators. The hybrid concept 
operates as a two-tiered system. For a specific time, a vehicle operates on 
a demand responsive service, picking passengers up or leaving them 
near home. It then enters a service route phase, leaving passengers at 
specific points on the scheduled route and picking up others to 
distribute at home during the next "demand responsive" phase. Service 
route stops may vary for different times of the day. For example, the 
stop and route structure may change during the day for specific 
demands, such as transportation of children from schools to after-school 
facilities such as parks and recreational centers and programs.” 
 
“Development of a demand responsive service route system should be 
investigated through a process that considers and evaluates the specific 
needs of potential system user.” 
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Aviation 
 
Karl Stefan Memorial Airport (Figure 7-3) is located south of Norfolk, along the west 
side of U.S. Highway 81.  Originally constructed in 1942, the airport has two runways, a 
terminal building, two storage buildings, 39 hangars, and seven privately owned 
buildings.  The airport is also equipped with VHF Omnidirectional Range navigation 
system (VOR) and instrument landing systems.  The services available include; aviation 
gas, jet aviation fuel, major and minor airplane repair, air taxi, airplane rental, flight 
instructions, aerial photography, and aerial spraying. 
 
The airport’s two runways are both 5,800 feet in length and 100-foot in width.  Although 
the length accommodates most corporate jets, the Norfolk Airport Authority has an 
interest in extending the runways to 7,500 or 8,000 feet in the future as the demands 
increase.  
 
As recently as 2000, the airport was one of seven in Nebraska with over 2,500 
commercial service enplanements.  Prior to mid-2003, United Express Airlines provided 
the airport’s commercial service.  However, due to decreasing enplanement figures and 
a desire to restructure their air service locations, the airline discontinued service to 
Norfolk at that time.  Although it is the aspiration of many to attract another commercial 
airline service, the airport is conducting business well without commercial service.  The 
nearest commercial airline service is available through the Sioux City and Omaha 
airports. 



July 2006 Transportation Plan 2030  

VII. Alternative Transportation Modes  
44 

FAA- 2006 

Figure 7-3: Karl Stefan Memorial Airport Diagram 
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Table 7-4: Proposed Airport Capital Improvement Program 
Notable Projects 

Year Description Total Cost Federal State Local
2007 Rehab Airport Storm Sewer System 1,939,688$  1,842,703$  $0 96,985$  
2009 T Hangars (45' doors) 450,000       427,500       0 22,500    
2010 Replace Airport Terminal Building 500,000       475,000       0 25,000    
2011 Marker Runway 32 550,000       0 0 550,000  
2011 Glide Slope Runway 32 400,000       0 0 400,000  
2011 ILS Runway 32 750,000       0 0 750,000  
2013 T Hangars 450,000       427,500       0 22,500    
2018 Rehab 1/19, taxiway 1,135,012    1,078,261    0 56,751    
2019 T Hangars 450,000       427,500       0 22,500    

  Source: Proposed Karl Stefan Memorial Airport Capital Improvement Program - 2006 
 
The airport’s proposed 20-year capital improvement program includes 19 projects, split 
into three different phases.  Table 7-4 provides the most notable projects out of the 
program.  Although the rehabilitation of the airport’s storm sewer system is the most 
costly item on the list, other considerable improvements stand out.  In addition to 
improvements to Runway 32 and the rehabilitation of 1/19 and its taxiway, the airport is 
looking to expand the number of modern, insulated T Hangars available. 
 
Also of note in this program is the replacement of the Airport Terminal Building.  The 
current terminal building rests to the north of the historic KSMA Administration 
Building.  The current concept is to remodel the north end of the Administration 
Building to make it a more efficient and viable terminal building for current operations. 
 
In addition to the improvements proposed in the airport’s proposed capital 
improvements program, the City and the Airport Authority should also conduct a study 
to extend water and sewer service to the airport area.  This would improve the 
development opportunities to the area south of the City, near the airport.  Improving the 
development opportunities around the airport may attract another scheduled air service 
provider to commence operations out of KSMA.  The resurrection of this service has 
been the desire of the KSMA Airport Authority since the discontinuance of daily 
scheduled services in 2003. 
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“As with other railroads across the country, the C&NW was the dominant 
transporter of both freight and passengers in northern Nebraska from the 
1880s through the 1920s. Indeed, without it, many of the towns and 
homesteads could not have survived.” 
 
“For years ranchers would load cattle out of the Sandhills and ride with 
them to the Omaha stockyards. In 1932, the C&NW served 66 farm 
implement dealers, 117 coal dealers, 48 grain elevators, 55 lumber dealers 
and 128 gas and oil receivers on the line from Fremont to Lander, WY. But, 
by the 1930s, improved highways and increasingly reliable cars and trucks 
provided more-flexible alternatives to rail service, and the Great 
Depression sent the line into an economic tailspin.” 

Railroads 
 
The Nebraska Central Railroad Company (NCRC) owns the railroad tracks that traverse 
through Norfolk.  Figure 7-4 illustrates NCRC’s statewide routes.  From 1871 to the 
current ownership, four different companies have owned this track.  The initial owner, 
the Fremont, Elkhorn & Missouri Valley Railroad (FE&MV) was the main operator in 
the region, creating a corridor of cities that sprouted up along its lines.  The Chicago and 
Northwestern (C&NW) took over operation of the line as it thrived. 

 
 

Source: Nebraska Game and Parks Commission, 20062 
 

As traffic on the line reduced, C&NW started rerouting business before it filed for the 
abandonment of the Norfolk-to-Chadron portion of the line in 1991; the last trains ran 
along the line in December of 1992.  Eventually, C&NW was purchased by the Union 
Pacific Railroad (UPRR) and the lines that currently exist are now under the ownership 
of the NCRC.  The NCRC has a 340-mile network through Nebraska that connects to the 
UPRR and Burlington Northern Santa Fe (BNSF) main lines and serves as an integral 
part of grain shipments in the area it serves. 
 
Within the city limits, the railroad has 16 at-grade crossings and one grade-separated 
crossing on U.S. Highway 81, south of Omaha Avenue.  Five more at-grade crossings 
exist outside the city limits, yet within the planning area.  The existing viaduct location 
and at-grade crossings within the study area are illustrated in Figure 7-5.  Most of the 
crossings occur along the mainline that traverses through the City.  The NCRC foresees 
notable additional daily traffic along the rail line in both the short-term and long-term 
future.  This main line serves industries northeast of the city, most notably Nucor 
Corporation.  Between expected future growth of Nucor and the construction of the new 
ethanol plant, this main line will witness a traffic increase that will likely have enough of 
an impact on the populace that would be reflected in future public input.  Adjustments 
in the short-term should be made to minimize potential future problems. 

                                                      
2 Nebraska Game and Parks Commission - Cowboy Trail, 2006. 
http://www.ngpc.state.ne.us/parks/guides/trails/cowboy/cowboy.asp 
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Figure 7-4: Nebraska Central Railroad Route Map 
 

Source: Nebraska Central Railroad, 2006
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Other than the amount of daily traffic on the line through the city, the only specific 
comment in the public survey conducted at the start of this planning process was to 
improve the at-grade crossings on Phillip and Park Avenues.  The City of Norfolk is 
working in conjunction with the NCRC to remove the spur line tracks along Phillip and 
Park Avenues, a total of two. 
 
 

Figure 7-6: Proposed Phillip and Park Avenue Spur Line Track Removal 

 
The City of Norfolk is also working with NCRC to close the railroad crossing on 3rd 
Street.  This would also have a minimal impact on the vehicular traffic operations in the 
general vicinity. 
 
 

Figure 7-7: Proposed 3rd Street Crossing Closure 
 

 
 

 
Each of these rail-crossing closures would also improve overall safety of the 
transportation system by reducing the number of rail crossings available. 
 


