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1.0 INTRODUCTION 
The Regional Transportation Commission of Southern Nevada (RTC), in cooperation with the City of Las 
Vegas and Clark County, proposes the construction of the Maryland Parkway High Capacity Transit Project, 
an 8.7-mile-long route that will replace the existing local Route 109 bus service with an enhanced transit 
system that will provide speed and service quality improvements and enhance the viability of transit as a 
transportation choice.  The project is subject to federal environmental review requirements because it 
may involve the use of federal funds from the Federal Transit Administration (FTA). An Environmental 
Assessment (EA) has been prepared in compliance with the National Environmental Policy Act (NEPA); FTA 
is the federal lead agency and RTC is the regional lead agency for this NEPA process.   

This Technical Memorandum focuses on Section 4(f) resources in the Maryland Parkway project study 
area.  It will address potential impacts to Section 4(f) resources including publicly-owned parks, 
recreational areas, wildlife and waterfowl refuges, and public or private historical sites.  

1.1 Project Description 
The Maryland Parkway project corridor is wholly located within Clark County and partially located within 
the City of Las Vegas. The corridor extends on various local streets from the Las Vegas Medical District 
through the downtown area to Maryland Parkway, where it would serve major activity centers including 
the Sunrise Hospital/Medical Center, The Boulevard Mall regional shopping center, the University of 
Nevada Las Vegas (UNLV) campus, and Russell Road, near McCarran International Airport (Figure 1). The 
project is located in an urban setting with a wide mix of residential, office, education, medical, and 
commercial development. Land uses in the project vicinity include residential, commercial, airport, 
educational institutions, recreation, utility, civic/government, public service facilities (e.g., fire stations, 
hospitals, and churches), transportation, and vacant land.  

The corridor is currently served by local bus Route 109 with 24 hours per day, seven days per week service, 
with 15-minute headways during the majority of the service span. Stations are currently spaced an 
average of 0.25-mile apart. The Route 109 buses operate in mixed flow traffic along the 2-lane to 6-lane 
streets and are subject to the peak hour congestion that occurs at several of the major intersections where 
average daily traffic reaches levels of 35,000-40,000 vehicles. 

The purpose of the proposed project is to improve corridor mobility and transit.  The intent is to better 
address the current travel demand, traffic congestion, and travel delay in the corridor, as well as the 
additional population/employment and travel demand growth that will be added to the area by the year 
effectively enhance mobility and accessibility, improve transit operations, support economic growth and 
redevelopment, conserve non-renewable resources, and improve corridor safety.  The project proposes 
speed and quality improvements to the public transit system within the corridor. The alternative analysis  
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Figure 1.  Project Alignment and Station Locations 
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conducted as part of EA narrowed the final alternatives for further evaluation to the Light Rail Transit 
(LRT) Build Alternative, Bus Rapid Transit (BRT) Build Alternative, Enhanced Bus Alternative, and No Build.  
After the EA was published for public review and the 30-day comment period was concluded, RTC’s Board 
of Commissioners approved the BRT in April 2019 as the Locally Preferred Alternative (LPA).  Features of 
the BRT Alternative include: 

• Curbside-running dedicated lanes that allow vehicular right-turns at minor cross street 
intersections and at driveways to maintain traffic operational flexibility and capacity.  The project 
also includes separate right-turn lanes at major cross street intersections along northbound and 
southbound Maryland Parkway to ensure that transit vehicles are not delayed by the volume of 
right-turning vehicles or those queued as they wait for crossing pedestrians and to otherwise 
maintain intersection capacity and improve traffic operations. 

• There are 24 station locations spaced 0.35-mile apart on average, with split platforms typically 
placed on the far side of intersections to minimize travel delay. Station design elements may 
include: pylon/station marker, lighting, bench, trash receptacle, bicycle rack, variable message 
sign to display real-time arrival information, security cameras, passenger shelter/canopy with 
wind screen, public art (at select stations), landscaping, map/schedule/advertising illuminated 
display case (two-sided), pedestrian wayfinding signage, and public address system. 

• Transit Signal Priority (TSP) with traffic signal coordination to reduce transit delay through minor 
intersections where possible, with minimal effect on traffic operations. 

• Pedestrian and bicycle improvements for access to stations within a 0.25-mile of each of the 24 
stations. Pedestrian access improvements may include wider sidewalks, ADA-compliant boarding 
areas at each station and connecting ADA-accessible pathways within 0.25-mile radius of all 
stations.  Project elements may include repair or replacement of sidewalk, curb ramps, removal 
or relocation of sidewalk obstructions, and enhancements to pedestrian crossings with striping, 
signage, hybrid pedestrian beacons, or traffic signals to improve access to the stations and along 
the corridor. Bicycle access improvements include standard or separated bicycle lanes or other 
facilities such as raised bike tracks where feasible and bicycle parking racks or lockers at identified 
stations.   

• Street improvements as needed, including pavement replacement, repair and/or reinforcing; 
rebuilding the curb lanes with reinforced concrete bus pads at BRT stations; street lighting, utility 
relocations, new or modified traffic signals and equipment; raised, landscaped median along 
Maryland Parkway, and separate right-turn lanes at major intersections. 
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Proposed new elements of the transit system would be located on both sides of the existing roadways 
along the project corridor. Facilities and project activities associated with BRT Alternative may include: 

• Grading and construction for 24 stations approximately 0.3-mile apart with canopies 
approximately 12 feet tall (similar in height to existing bus stations along the corridor) in existing 
roadway or sidewalk areas (potential excavation down to 10 feet deep for station grading and 
concrete work, canopy and station footings), typical maximum station footprint would be 100 feet 
long by 12 feet wide, although, some station footprints might be less due to right-of-way 
constraints; 

• Roadway grading down to 3 feet deep, soil compaction, and pavement resurfacing, with the 
addition of landscaped and paved medians in some locations along Maryland Parkway; 

• Road widening with the addition of right-hand turn lanes at several intersections along Maryland 
Parkway (e.g., Tropicana Avenue, Flamingo Road, Desert Inn Rd., Sahara Avenue, and Charleston 
Boulevard) that could include grading and soil compaction down to 3 feet deep; 

• Grading and paving for new sidewalks and bike paths with possible grading and soil compaction 
down to 1 foot deep; 

• Re-use or relocation of existing utility poles to accommodate the new stations and turn lanes, 
which could include soil boring down to 10 feet deep for utility pole footings; 

• Relocation of utilities within the right-of-way (excavation down to 6 feet deep possible); 

• Installation of lighting at new station locations, up to a maximum height of 20 feet (soil boring 
down to 10 feet deep); 

• Installation of sign posts at stations and for automobile turning lanes, up to a maximum height of 
20 feet (soil boring down to 10 feet deep); and 

• Establishment of a proposed temporary construction staging area/layout area located at the 
former Union Pacific Railroad (UPRR) yard, west of the Bonneville Transit Center, which consists 
of vacant lots owned by RTC.  Minor ground disturbance (excavation down to 10 feet deep) may 
occur at this site due to utilities required for construction trailers, fencing, and utility poles.   

Construction activities for the BRT Alternative are anticipated to begin in the third quarter of 2022 and be 
completed through the second quarter of 2024 (2 years).  The project would potentially be phased into 
eight construction segments to minimize the amount of traffic disruptions at one time.  The construction 
schedule and timing would be determined during final design and after selection of a contractor.    
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1.2 Regulatory Environment 
The U.S. Department of Transportation Act (USDOT) of 1966, 49 United States Code (U.S.C.) 303 and/or 
regulations in 23 Code of Federal Regulations (CFR) Part 774, includes a special provision, Section 4(f), 
which stipulates that Federal agencies cannot approve the use of land from publicly-owned parks, 
recreational areas, wildlife and waterfowl refuges, and public or private historical sites unless they 
determine that there is a de minimis impact on the property.  A de minimis impact is one that, after taking 
into account any measures to minimize harm (such as avoidance, minimization, mitigation, or 
enhancement measures) results in either: 

1) A Section 106 finding of no adverse effect on a historic property or no historic properties affected 
by the project; 

2) A determination that the project would not adversely affect the activities, features, or attributes 
qualifying a park, recreation area, or refuge for protection under Section 4(f). 

Parklands are important community resources that need to be protected. Because of their importance to 
community vitality, the impacts to publicly-owned parks, recreation areas, trails, and wildlife refuges 
resulting from federally-funded transportation projects are regulated through Section 4(f) of the U.S. 
Department of Transportation Act of 1966, and associated amendments.  A “park” or “recreation area” is 
a property that is owned or leased by a unit of public government (e.g., federal, state, city) which is 
specifically set aside and designated as a parks and recreation area and open to the general public.  These 
regulations require the project to include a full evaluation to avoid impacts to recreational resources. If 
there are no avoidance alternatives, then the project must include all possible planning to minimize harm. 
If any affected parkland has been funded by the Land and Water Conservation Fund Act, Section 6(f), the 
property acquired must be replaced in-kind.  

Section 106 of the National Historic Preservation Act (NHPA), 16 U.S.C. 470(f), as amended, governs 
federal actions that could affect historic properties. The project is required to formally evaluate the effects 
of the proposed undertaking on historic properties under Section 106 of the NHPA and implementing 
regulations (36 CFR 800), because the project involves a federal action and will be federally funded. A 
“historic property” means “any prehistoric or historic district, site, building, structure, or object included 
in, or eligible for, inclusion in the National Register of Historic Places (NRHP) maintained by the Secretary 
of the Interior” (National Park Service). Properties of traditional religious and cultural importance to an 
Indian tribe or Native Hawaiian organization may be determined eligible for inclusion in the NRHP (36 CFR 
§ 800.16[l][1]). 

Under 23 CFR Part 774.17, the FTA must determine that the “use” of the Section 4(f) property from the 
proposed project.  Section 4(f) defines “use” as permanent, constructive use, or temporary occupancy.  A 
permanent use occurs when property is permanently incorporated into a proposed transportation facility.  
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Permanent use may occur as a result of a partial or full acquisition or a permanent easement allowing 
access onto a property for transportation-related purposes.  A constructive use occurs when there is no 
permanent incorporation of land from the resource, but the projects proximity results in impacts that 
substantially impair the protected activities, features, or attributes that quality the property for protection 
under Section 4(f) regulations.  Temporary use of a Section 4(f) property may not trigger the application 
of Section 4(f) if it meets five criteria: 

• Duration is temporary, the occupancy is shorter than the time needed for construction of the 
project and there is no change in property ownership; 

• Scope of work is minor, both the nature and magnitude of the changes to the property are 
minimal; 

• There are no anticipated permanent adverse physical impacts on or permanent interference with 
the protected activities, features, or attributes of the property; 

• The property is restored to the same or better condition that existed prior to the project; and  

• There is a documented agreement from the appropriate officials having jurisdiction. 

After consideration of any impact avoidance, minimization, and mitigation or enhancement measures, the 
FTA may determine that a use will result in only a de minimis impact to a Section 4(f) resource.  To make 
a de minimis finding for parks and recreational areas, there must be public notice and an opportunity for 
public review and comment concerning the effects on the property.  In addition, the FTA must inform the 
officials with jurisdiction of its intent to make a de minimis impact finding.  Following an opportunity for 
public review and comments, those officials must concur in writing that the project will not adversely 
affect the activities, features, or attributes that make the property eligible for Section 4(f) protection.   

To make a de minimis finding for historical sites, the FTA must make a finding under the NHPA and obtain 
the written concurrence from the Nevada State Historic Preservation Officer (SHPO) that the project will 
not adversely affect historic properties.  FTA must inform these officials that it intends to make a de 
minimis impact determination if they concur in the finding of “no adverse effect” or “no historic properties 
affected”. 

2.0 DESCRIPTION OF RESOURCES 
Section 4(f) properties identified within the study area consisted of public parks and historic sites.  This 
section reviews the project impacts for use of a Section 4(f) resource in terms of permanently or 
temporarily using a portion of the property or causing a constructive use that would substantially impair 
the protected activities, features, or attributes that qualify the property for protection under Section 4(f).  
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Only those properties that has a permanent or temporary use were carried on into the Section 4(f) 
evaluation. 

2.1 Parks and Recreational Resources 
There are three parks within a ¼-mile buffer around the project corridor.  The parks are shown on Figure 
2.  Additional information on the parks is provided in Section 3.1. 

2.1.1  Huntridge Circle Park 

The 3-acre Huntridge Circle Park is located along Maryland Parkway between Charleston Boulevard and 
Franklin Avenue (1251 S. Maryland Pkwy) and is owned by the City of Las Vegas.  The park contains a grass 
amphitheater with a shaded outdoor stage, a jogging/walking path, playground, a water play area, 
community garden, and open space.  The park has been evaluated under Section 106 and determined by 
the Nevada SHPO to not be eligible for the NRHP.   

2.1.2  Molasky Family Park  

Molasky Family Park is owned by Clark County and is located at 1065 E Twain Ave.  The park was created 
by a Proclamation from Clark County to honor Irwin Molasky (1927- ) who is a Las Vegas, Nevada, real 
estate developer and chairman of the Molasky Group of Companies. He was involved in many major Las 
Vegas development projects including Paradise Palms, Sunrise Hospital, Nathan Adelson Hospice, UNLV, 
the Boulevard Mall, Bank of America Plaza, Regency Towers, Park Towers, and Turnberry Towers.  The 9-
acre park includes a playground, walking paths, picnic spots, grassy area for sports, skateboard park, and 
an off-leash dog park.   

2.1.3  Siegfried and Roy Park 

The new Siegfried and Roy Park, located west of Maryland Parkway and north of Russell Road, across from 
McCarran International Airport, was constructed in 2015 and contains about 24 acres.  This park was 
commissioned by Clark County and funded in tandem with McCarran International Airport. It was built in 
a newly rezoned area that has transitioned from decommissioned houses into an airport expansion 
project. This park is utilized mainly for recreational and playground activities including picnics, bocce ball, 
and more.  
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Figure 2.  Parks and Recreational Areas within Study Area 
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2.2 Historical Resources 
No extant archaeological sites occur within the archaeological Area of Potential Effect (APE) identified in 
the Maryland Parkway Cultural Resources Survey (Parsons, 2018a) and there is little to no potential for 
intact archaeological resources to occur in the APE. The Nevada SHPO concurred with the finding that no 
further effort to identify archaeological resources is required. 

The study area for historical properties included the APE shown on Figure 3.  The historical properties in 
the APE were determined either listed on, eligible for listing on, contributing to an historic district, 
potentially eligible (pending SHPO review), or are unevaluated for listing on the NRHP.  The Cultural 
Resource Survey initally identified a total of 536 architecural resources more than 45 years of age in the 
APE.  These resources were identified from a review of Clark County, Nevada Assessor‘s Office real 
property data and a search of the Nevada SHPO site files of previously recorded cultural resources.  All 
536 properties are described in Table A-1 located in Appendix A and shown on figures in Appendix B. 

The survey identified architectural resources more than 45 years old, including 103 that have been 
demolished and 88 that have been determined Not Eligible for the NRHP with concurrence by the Nevada 
SHPO.  The remaining 345 architectural resources includes those listed on the NRHP, determined 
individually eligible for the NRHP, considered contributing elements to NRHP-eligible historic districts, 
considered potentially eligible (pending SHPO review and concurrence), or are more than 45 years of age 
but unevaluated for NRHP eligibility occur in the APE. Resources considered potentially eligible pending 
SHPO concurrence include residential parcels evaluated as part of a cultural resources survey of the 
Huntridge neighborhood conducted by the City of Las Vegas (not part of the current project).  SHPO review 
of that survey for the City of Las Vegas had not occurred at the time of the survey for this project.   

The count of historic properties in the APE for the current undertaking is summarized below:  

• 4 architectural resources listed on the NRHP or Nevada State Register of Historic Places (NVSRHP);  

• 30 resources determined individually eligible for the NRHP or considered contributing resources 
to an NRHP-eligible historic district with and pending SHPO concurrence;  

• 87 resources considered not eligible or non-contributing, pending SHPO review/concurrence; and 

• 224 resources at least 45 years of age that have not been previously evaluated or were 
recommended for re-evaluation for NRHP eligibility. 

The four NRHP-listed resources in the architectural APE include: El Cortez Hotel and Casino, the Huntridge 
Theater, and two resources associated with the San Pedro, Los Angeles, and Salt Lake Railroad, a railroad 
cottage, and the Victory (Lincoln) Hotel. No previously identified historic districts with which SHPO has 
concurred occur along the project corridor.; however, a proposed NRHP-eligible historic district is 
recommended for a portion of the Huntridge Subdivision, Tract No. 2.  Four resources within the boundary 
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Figure 3.  Maryland Parkway APE Map and Section 4(f) Historical Properties  Analysis 
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of this proposed district are located within the current APE, two of which are considered contributing 
elements.  Concurrence on the eligibility of the district and contributing elements is pending Nevada SHPO 
review.  In addition, several resources listed in Table A-1 were previously evaluated as part of the survey 
of the Huntridge Subdivision and recommended Not Eligible; however, until the SHPO has reviewed and 
concurred with these recommendations, these resources are considered unevaluated for the purposes of 
the Section 4(f) evaluation. 

These 345 resources, including unevaluated resources and resources pending SHPO concurrence, are 
considered historic properties for the purposes of this Section 4(f) evaluation only as part of continuing 
Section 106 consultation to assess potential effects resulting from the proposed undertaking.   

3.0 SECTION 4(F) USE ANALYSIS 
The Section 4(f) use evaluation will discuss the BRT Alternative's impact on Section 4(f) properties, 
including the amount of land to be used, facilities and functions affected, and noise and visual effects. 
Construction impacts will also be discussed. 

3.1 Parks and Recreational Resources 
Descriptions of the parks are located in Table 1 along with a preliminary determination of use from the 
project along with their distance from the closest new BRT station.   

Table 1.  Section 4(f) Parks in Study Area 

Resource Address Owner/ 
Operator 

Size 
(acres) 

Distance from 
Nearest Station 

Section 
4(f) Use 

Huntridge Circle Park 1251 S. Maryland Pkwy City of Las Vegas 3 200 feet None 
Molasky Family Park 1065 E Twain Ave Clark County 9 600 feet None 
Siegfried and Roy 
Park 

Maryland Pkwy and 
Russell Rd 

Clark County 24 170 feet None 

3.1.1  Huntridge Circle Park 

The BRT Alternative would travel around the Huntridge Circle Park, because the park is located in between 
the northbound and southbound lanes of Maryland Parkway.  There would be no permanent Section 4(f) 
use of the park as the buses for the BRT will remain in the street.  The nearest proposed station is located 
200 feet north at E. Charleston Blvd (Figure 4).  Huntridge Circle Park is in an urbanized area along a busy 
street with existing bus traffic and the park function is not altered by noise, visual change, or high activity.  
An existing noise measurement of 65 A-weighted decibels (dBA) was taken in the Huntridge Circle Park as 
part of the Maryland Parkway Noise and Vibration Technical Memorandum (Parsons, 2018b).  The existing 
noise measurement was compared to a predictive noise measurement that was modeled for operating 
buses associated with the BRT Alternative (49 dBA) at the park location, which is less than the existing 
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noise measurement.  Therefore, no increases in noise from the operation of the BRT Alternative along 
Maryland Parkway around the park will occur. 

Figure 4.  Nearest Proposed BRT Station to Huntridge Circle Park 

 

No portion of the construction would temporarily use the park.  During construction, road repaving and 
construction of the bike path on both outside curbs of Maryland Parkway would occur for a short period 
of time (2-3 months).  Noise measurements from typical construction equipment is shown in Table 2. 

Table 2. Construction Equipment Noise Emission  

Equipment 
Typical Noise Level (dBA) 1/ 

50 feet from Source 
Backhoe 80 
Concrete Mixer 85 
Concrete Pump 82 
Concrete Vibrator 76 
Generator 81 
Grader 85 
Jack Hammer 88 
Loader 85 
Paver 89 
Roller 74 
Saw 76 
Note: 
1/  dBA = A-weighted decibels                                                                  Source:  FTA, 2006. 

Huntridge 
Circle Park 

Proposed 
BRT Stations 

200 feet 
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Table 3 presents the recommended FTA noise limits for the proposed project. These limits are for 8-hour 
average noise levels (Leq) at the property line of the nearest location to the construction site. 

 

Table 3.  FTA Construction Noise Impact Criteria 

 
Land Use 

8-hour Leq, dBA 1/ Ldn, dBA 2/ 

Day Night 30-day Average 

Residential 80 70 75  

Commercial 85 85 80 3/ 

Industrial 90 90 85 3/ 

Notes: 
1/  Leq = 1-hour equivalent continuous noise levels; dBA = A-weighted decibels 
2/  Ldn = Day-Night Noise Levels.  In urban areas with very high ambient noise levels (Ldn>65), Ldn  
from construction operations should not exceed existing ambient +10 decibels (dB) 

      3/  Twenty-four-hour Leq, not Ldn 
Source:  FTA, 2006. 

 

An existing noise measurement taken in the park was 65 dBA (Parsons, 2018b). A jack hammer (88 dBA) 
would be one of the highest noise-generating pieces of equipment that would typically be used during 
construction and is over the commercial noise guidelines in Table 3 and is more than 10 dBA over existing 
noise conditions, which results in a moderate impact.  However, FTA (2006) considers parks that are 
mainly used for recreational purposes not a noise sensitive resource.  Application of standard best 
management practices would reduce the construction noise impacts in the park (Section 4.0).   

Ground-borne vibration related to human annoyance of visitors to the Huntridge Circle Park is generally 
related to root mean square (RMS) velocity levels expressed in velocity in decibels vibration (VdB).  Typical 
bus or truck pass-by on the rough surface along local roadways would be the only perceptible vibration 
source along most of the alignment. The measured vibration velocity level taken along Maryland Parkway 
north of the park was 68 VdB (Parsons, 2018b), which is typical of an urban area where the primary and 
predominant vibration sources are from vehicular traffic traveling on local surface roadways.  Operational 
vibration for the BRT would be similar to levels generated by the current RTC bus system and, therefore, 
would have no change from existing conditions and no effect on the park visitors that formerly were 
exposed to bus-generated vibration. 

Vibration levels produced by typical construction equipment were obtained from FTA (2006) and shown 
in Table 4. Human annoyance (expressed in VdB) occurs when construction vibration rises significantly 
above the threshold of human perception for extended periods of time. Fragile buildings, such as historical 
structures, are generally more susceptible to damage from ground vibration.  Consequently, construction 
vibration for buildings is generally assessed in terms of peak particle velocity (PPV).  Table 4 summarizes 
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the construction vibration limits shown in FTA guidelines (FTA, 2006) for structures located near the right-
of-way of a transit project.  Based on the typical vibration levels for construction equipment listed in Table 
5, calculations were performed to determine the distances at which vibration impacts would occur (FTA, 
2006).  Both Tables 4 and 5 indicate that the typical construction equipment that could be used for the 
project is at or below the FTA vibration criteria, except for the vibrating compactor/roller.  The distances 
shown in Table 6 are the maximum distances at which short-term construction vibration impacts may 
occur.  

 

Table 4.  Construction Vibration Damage Criteria 

 
* Root mean square (RMS) velocity in decibels vibration (VdB), re: 1 micro-inch per second. 
Source: FTA, 2006. 

 
 
 

Table 5.  Vibration Source Levels for Construction Equipment 

 
Equipment 

PPV at 25 feet 1/ 
(in/sec) 

Approximate Velocity 
Level at 25 ft (VdB) 2/ 

Large bulldozer 0.089 87 

Loaded trucks 0.076 86 
Vibratory compactor/roller 0.210 94 

Caisson drilling 0.089 87 
Jackhammer 0.035 79 
Notes: 

1/  Peak particle ground velocity (PPV) measured at 25 feet. 
2/  RMS ground velocity in VdB referenced to 1 micro-inch/second. 

Source: FTA, 2006. 
 

 
 
 
 
 

 
Building Category 

Peak Particle Velocity 
(in/sec) 

Approximate 
Lv* (VdB) 

I. Reinforced-concrete, steel, or timber (no plaster) 0.50 102 

II. Engineered concrete and masonry (no plaster) 0.30 98 

III. Non-engineered timber and masonry buildings 0.20 94 
IV. Buildings extremely susceptible to vibration damage 0.12 90 

Note: 
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Table 6.  Construction Equipment Vibration Impact Distances 

 

Equipment 

Distance to Vibration 
Annoyance 1/ 

(feet) 

Distance to Vibration 
Building Damage 2/ 

(feet) 
Large bulldozer 43 15 

Loaded trucks 40 13 

Vibratory compactor/roller 73 26 

Caisson drilling 43 15 
Jackhammer 25 10 

 Notes: 
1/ This is the distance at which the RMS velocity level is 80 VdB or less at the inside of the building 

structure.  
2/  This is the distance at which the PPV is 0.20 inch/sec or less. 

 

Visitors to the park could experience vibration annoyance levels if they are within 25 to 73 feet from 
construction equipment, which is unlikely because construction occurs on the opposite sides of the street 
from the park.  There is a small concrete block structure for bathrooms and an amphitheater canopy and 
stage in the park, but these elements would not be impacted by construction vibrations because they are 
farther than 26 feet away (Table 6) from the construction activities.  Application of standard best 
management practices would reduce the construction vibration impacts in the park (Section 4.0).   

Finding:  The proximity of the BRT Alternative during operation or construction would not adversely affect 
the activities, features, or attributes qualifying the Huntridge Circle Park for protection under Section 4(f).   

3.1.2  Molasky Family Park  

Molasky Family Park is located approximately 600 feet west of the nearest proposed BRT station on 
Maryland Parkway at Katie Ave. (Figure 5); however, the Von’s shopping center blocks the views and 
traffic noise from Maryland Parkway.  The park is in an urbanized area along a busy street with existing 
bus traffic and the park function is not altered by noise, visual change, or high activity.  An existing noise 
measurement of 72 dBA was taken on Desert Inn Road (north of Katie Ave.) about 250 feet east of 
Maryland Parkway (Parsons, 2018b).  The existing noise measurement was compared to a predictive noise 
measurement that was modeled for operating buses associated with the BRT Alternative (45 dBA) at the 
measurement location, which is less than the existing noise measurement.  Noise conditions would be 
similar at Molasky Family Park.  Therefore, no increases in noise from the operation of the BRT Alternative 
along Maryland Parkway around the park will occur. 
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Figure 5.  Nearest Proposed BRT Station to Molasky Family Park 

 

No portion of the construction would temporarily use the park.  During construction, road repaving and 
construction of the proposed BRT stations and bike path on Maryland Parkway would occur for a short 
period of time (2-3 months) and is typical of urban street maintenance projects.  A jack hammer (88 dBA) 
would be one of the highest noise-generating pieces of equipment that would typically be used during 
construction (Table 2).  Use of a jack hammer is over the commercial noise guidelines in Table 3 and is 
more than 10 dBA over existing noise conditions , which results in a moderate impact.  However, FTA 
(2006) considers parks that are mainly used for recreational purposes not a noise sensitive resource.  
Application of standard best management practices would reduce the construction noise impacts in the 
park (Section 4.0).   

The measured vibration velocity level taken along Maryland Parkway in the Huntridge Neighborhood 
north of the park was 68 VdB (Parsons, 2018b), which is typical of an urban area where the primary and 
predominant vibration sources are from vehicular traffic traveling on local surface roadways.  Operational 
vibration for the BRT would be similar to levels generated by the current RTC bus system and, therefore, 
would have no change from existing conditions and no effect on the park visitors that formerly were 
exposed to bus-generated vibration.  Visitors to the park could experience annoyance levels if they are 
within 25 to 73 feet from construction equipment, which is unlikely because construction occurs over 600 
feet away from the park.  There are no buildings in the park that could be damaged by construction 
vibrations.   

Molasky 
Family Park 

700 feet 

600 feet 
Proposed 
BRT 
Stations 

Katie Ave 



Section 4(f) 
Maryland Parkway High Capacity Transit Project  Technical Memorandum 

17 

Finding:  the proximity of the BRT Alternative during operation or construction would not adversely affect 
the activities, features, or attributes qualifying Molasky Family Park for protection under Section 4(f).   

3.1.3  Siegfried and Roy Park 

The BRT Alternative alignment would travel east of the park along Maryland Parkway.  The nearest 
proposed BRT station would be 170 feet away (Figure 6).  There would be no permanent Section 4(f) use 
of the park as the buses will remain in the street.  Siegfried and Roy Park is in an urbanized area along a 
busy street and adjacent to a busy airport, so the park function would not be altered by noise or high 
activity.  Three existing noise measurements of 71 dBA were taken on Maryland Parkway between Russell 
Rd. and King Richard Ave. (Parsons, 2018b).  The existing noise measurement was compared to predictive 
noise measurements that was modeled for operating buses associated with the BRT Alternative (47 to 52 
dBA) at the measurement locations, which is less than the existing noise measurement.  The measured 
vibration velocity level taken along Maryland Parkway was 68 VdB (Parsons, 2018b), which is typical of an 
urban area where the primary and predominant vibration sources are from vehicular traffic traveling on 
local surface roadways.  Operational vibration for the BRT would be similar to levels generated by the 
current RTC bus system and, therefore, would have no change from existing conditions and no effect on 
the park visitors that formerly were exposed to bus-generated vibration.  Therefore, no increases in noise 
and vibration from the operation of the BRT Alternative along Maryland Parkway around the park will 
occur. 

Figure 6.  Nearest Proposed BRT Station to Siegfried and Roy Park 
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No portion of the construction would temporarily use the park.  During construction, road repaving and 
construction of the proposed BRT stations and bike path on Maryland Parkway would occur for a short 
period of time (2-3 months) and is typical of urban street maintenance projects.  A jack hammer (88 dBA) 
would be one of the highest noise-generating pieces of equipment that would typically be used during 
construction and is over the commercial noise guidelines in Table 3 and is more than 10 dBA over existing 
noise conditions , which results in a moderate impact.  However, FTA (2006) considers parks that are 
mainly used for recreational purposes not a noise sensitive resource.  In addition, the park is across the 
street from a busy airport.  Application of standard best management practices would reduce the 
construction noise in the park (Section 4.0).   

Visitors to the park could experience annoyance levels if they are within 25 to 73 feet from construction 
equipment, which is unlikely because construction occurs over 170 feet away from the park.  There are 
no buildings in the park that could be damaged by construction vibrations. 

Finding:  The proximity of the BRT Alternative during operation or construction would not adversely affect 
the activities, features, or attributes qualifying the Siegfried and Roy Park for protection under Section 
4(f).   

3.2 Historic Resources 
For the purposes of this Section 4(f) evaluation, historic properties in the APE include those listed on the 
NRHP, determined individually eligible for the NRHP, considered contributing elements to NRHP-eligible 
historic districts, considered potentially eligible (pending SHPO review and concurrence), or are more than 
45 years of age but unevaluated for NRHP eligibility in the APE.  The Criteria of Adverse Effect (36 CFR 
800.5 (a)(1)) is applied to the project elements that comprise the undertaking and their potential effects 
on the 345 historic properties in the APE.  Additional evaluations were completed for four historic 
properties that would have permanent use under Section 4(f). 

3.2.1  Application of Criteria of Adverse Effect 

The NHPA Section 106 regulations express that if there are known or potential historic properties in the 
APE which may be affected by a federal undertaking, the federal agency shall assess adverse effects, if 
any, in accordance with the Section 106 Criteria of Adverse Effect defined at 36 CFR 800.5.  As 36 CFR 
800.5 (a)(1) specifies, “an adverse effect is found when an undertaking may alter, directly or indirectly, 
any of the characteristics of a historic property that qualify the property for inclusion in the NRHP in a 
manner that would diminish the integrity of a historic property’s location, design, setting, materials, 
workmanship, feeling or association. Consideration shall be given to all qualifying characteristics of a 
historic property, including those that may have been identified subsequent to the original evaluation of 
the property’s eligibility for the NRHP. Adverse effects may include reasonably foreseeable effects caused 
by the undertaking that may occur later in time, be farther removed in distance or be cumulative.” 
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The Criteria of Adverse Effect were applied to each of the 345 historic properties in the indirect APE (Table 
A-1 in Appendix A).  Distances from the historic properties in the APE to the BRT corridor are identified in 
Table A-1 along with permanent and temporary effects to those historic properties.  A preliminary 
schedule of construction activities near the historic properties is also included in Table A-1.  Historic 
properties are identified on the 30 percent conceptual design plans located in Appendix C, which show 
proximity of historic properties along the roadway corridor to specific project activities or elements (e.g., 
bus stops/stations, sidewalks, turn-lanes). Project components include the construction of 24 new BRT 
stations located approximately 0.35-mile apart along the project corridor; construction of curbside-
running dedicated bus lanes and separate right-turn lanes at major cross street intersections (e.g., 
Tropicana Avenue, Flamingo Road, Desert Inn Rd., Sahara Avenue, and Charleston Boulevard) along 
Maryland Parkway; construction of a separated bike path along the entire corridor; widening of sidewalks 
around the new stations and at various locations, as needed; and construction of raised and landscaped 
medians on Maryland Parkway.   

Based on adverse effects as specified in 36 CFR 800.5 (a)(2) and an analysis of potential effects of the 
undertaking relevant to those effects is provided below: 

i. Physical destruction of or damage to all or part of the property; 

Finding:  Direct effects to historic properties include physical destruction or damage. Based on the 
30% design plans located in Appendix C, no historic properties would be demolished or damaged in 
the APE. Additional right-of-way would need to be acquired for new BRT stations and one right turn 
lane from the parcels on which four historic properties are located.  These properties include Archie 
C. Grant Hall, Terrible’s Car Wash/Chevron Gas Station, Huntridge Theater, and Neon Apartments.  
These four properties are discussed in more detail in Section 3.2.2. 

A temporary construction laydown area would be located at the former Union Pacific Railroad 
(UPRR) yard, west of the Bonneville Transit Center, which consists of  vacant lots owned by RTC 
(Figure 1).  Because the locations of smaller laydown areas are not known at this time, conditions 
will be stipulated in the design and bid documents to avoid the physical destruction or damage to 
historic properties on or near parcels where smaller laydown area are proposed; in general existing 
vacant lots along the BRT corridor are the preferred locations for potential smaller laydown areas.  

ii. Alteration of a property, including restoration, rehabilitation, repair, maintenance, stabilization, 
hazardous material remediation, and provision of handicapped access, that is not consistent with 
the Secretary of the Interior’s Standards for the Treatment of Historic Properties (36 CFR Part 68) 
and applicable guidelines; 

Finding:  None of the 345 historic properties would be altered as a result of the BRT Alternative. 
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iii. Removal of property from its historic location; 

Finding:  None of the 345 historic properties would be removed from their historic location as a 
result of the BRT Alternative.  The proposed project will not diminish any of the significant 
properties’ integrity of location. 

iv. Change of the property’s use or of physical features within the property’s setting that contributes to 
its significance; 

Finding:  No change to the property’s use or physical features that contribute to its significance 
would occur to the 345 historic properties as a result of the BRT Alternative.  No work proposed 
under the BRT Alternative would alter any character-defining features that create the form, plan, 
space, structure, and style of any of the historic properties. The project will not diminish the 
integrity of design of any of the historic properties. 

v. Introduction of visual, atmospheric, or audible elements that diminish the integrity of the property’s 
setting that contributes to its significant historic features; 

Finding:  The proposed BRT stations, dedicated bus lanes, right-turn lanes, new bike lane, and 
sidewalk widening and streetscaping associated with the BRT Alternative would not introduce 
visual, atmospheric, or audible elements that would diminish the integrity of a historic property. 
The proposed project consists solely of making roadway and other improvements to implement a 
BRT system, as described in Section 1.1, with all of the improvements to occur within the existing 
Maryland Parkway and associated roadways corridor and existing right-of-way (with noted 
exceptions).   

The potential effects resulting from intrusion of new visual elements from the proposed 
undertaking to the setting, feeling, and association of historic properties in the indirect APE were 
considered. These historic properties have already been subject to alterations in aspects of integrity 
(setting and feeling) resulting from surrounding urban development.  Because the Maryland 
Parkway transit project would be implemented in an already completely urbanized environment, 
changes to the overall setting would be largely inconsequential. As the Maryland Parkway corridor 
contains a mix of buildings dating from various time periods, currently there is no consistent historic 
theme which unites the various elements; rather the corridor possesses a wide range of different 
architectural styles from the span of its decades.  They are located near or within view of features 
associated with a busy urban roadway, existing transit corridor, downtown commercial district, or 
major redevelopment east of Interstate (I)-15. Their viewsheds include modern/recent 
modifications to the existing roadway to accommodate transit vehicles, bus stops, sidewalks, utility 
poles, signals and signs, and heavy transit traffic for an existing bus route.  Prior demolition of 
historic properties, such as all but one of the railroad cottages on S. Casino Center Boulevard, 



Section 4(f) 
Maryland Parkway High Capacity Transit Project  Technical Memorandum 

21 

alterations to other historic properties, and modern architectural infill (new buildings) has also 
occurred in the project area.  The addition of infrastructure to support a new transit system as part 
of the BRT Alternative will occur within the existing roadway and associated elements (e.g., small 
structures and utility poles) will not create any additional visual intrusions to these resources 
because they are similar to other vertical features that already occur in the corridor (utility poles, 
traffic signals and signs). 

During the Maryland Parkway EA evaluation, the criteria in the Transit Noise and Vibration Impact 
Assessment (FTA, 2006) guidance were used to assess existing ambient noise levels and vibration 
impacts, as well as future noise and vibration impacts from BRT construction activities to historic 
properties.  The Maryland Parkway Noise and Vibration Technical Memorandum (Parsons, 2018b) 
was prepared of existing noise in the project corridor to document existing conditions and future 
conditions.  The existing noise and vibration along the proposed project corridor is largely 
dominated by local traffic on surface roads.  Adding the BRT Alternative to the corridor would not 
increase noise or vibration levels in the project area.  Temporary, construction-related increases in 
noise and vibration would occur at some locations above the normal criteria, but would not last 
more than a few months in duration and would be mitigated.  A detailed discussion of construction-
related noise and vibration impacts to several historic properties is located in Section 3.1 above. 

RTC is currently converting their diesel buses to compressed natural gas (CNG) buses.  The BRT 
alternative will use CNG buses, which will improve air quality in the corridor.  Construction 
equipment may produce short -term emissions increases, but mitigation measures such as the 
prevention of idling vehicles would keep those increases to a minimum.  Therefore, the project 
elements would not increase atmospheric elements to historic properties. 

vi. Neglect of a property that causes its deterioration, except where such neglect and deterioration are 
recognized qualities of a property of religious and cultural significance to an Indian tribe or Native 
Hawaiian organization; and 

Finding:  None of the 345 historic properties would be neglected as a result of the BRT Alternative.  
BRT would operate within the street right-of-way and would not diminish access to historic 
properties.  Business and residences are expected to be accessible during construction.  Therefore, 
deterioration due to neglect and/or abandonment is not anticipated for the BRT Alternative. 

vii. Transfer, lease, or sale of property out of Federal ownership or control without adequate and legally 
enforceable restrictions or conditions to ensure long-term preservation of the property’s historic 
significance. 

Finding:  None of the 345 historic properties are owned by the federal government, so cannot be 
transferred, leased, or sold as part of the BRT Alternative.   
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3.2.2  Additional Evaluation of Historic Properties with Permanent Use 

The BRT Alternative will use four of the historic properties in the APE for permanent right-of-way 
easements for new stations, bike paths, and/or sidewalk improvements and temporary use (Table 7).  
However, no historical buildings will be directly impacted by the project.  For the purpose of this Section 
4(f) analysis, only those four historic properties subject to use by the project are detailed and documented 
below. 

 

Table 7.  Historic Properties in Study Area with Permanent Use 

Resource Address Owner/ 
Operator 

Distance from 
Nearest Station 

Section 4(f) Use 

Archie C. Grant Hall 4505 S. Maryland Pkwy UNLV 150 feet Permanent and 
Temporary 

Terrible’s Car Wash 4090 S. Maryland Pkwy Car Spa TH 
Holding LLC 

50 feet Permanent and 
Temporary 

Huntridge Theater 1208 E. Charleston Blvd King George LLC 125 feet Permanent and 
Temporary 

Neon Apartments 501 Desert Lane HV Apts LLC 10 feet Permanent and 
Temporary 

 

 

Archie C. Grant Hall  

Archie C. Grant Hall (Resource 36 on Table A-1 and maps in Appendix B), considered eligible for the NRHP, 
is located on the UNLV campus (Resource ID 37 on Table B-1) at 4505 S. Maryland Pkwy. The other 
buildings on the campus parcel were not evaluated because they are not located immediately adjacent to 
or within view of a proposed element of the transit project in accordance with the survey methodology 
approved in consultation with the Nevada SHPO. Originally, Grant Hall was a general-use classroom 
building and a portion of the building was used to house the first library on the UNLV campus. Grant Hall 
has housed the school of education and is now the home of the university’s art department and has studio 
and exhibition space, in addition to classrooms (Figure 7).  
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Figure 7. Archie C. Grant Hall 

 
 

Consultation with UNLV identified the preferred location of the proposed transit station near Archie C. 
Grant Hall, which would service the northern end of the campus.  Direct impacts would result from the 
acquisition of 1,250 square feet of property (including three parking spaces) from the parcel for extending 
the right-of-way and relocating the entrance into the parking lot for a new station, turn lane, and curbcut 
(Figure 8).  The proposed new station would include a raised platform, 12-foot tall canopy, and 20-foot 
tall light poles and be located 150 feet from the building. The loss of the parking spaces from an existing 
parking lot on the east side of the Archie C. Grant Hall will not affect the setting, feeling, or association of 
the historic property which occurs on a large parcel comprising a university campus with numerous 
parking areas located along a major urban roadway. The proposed turn lane and curbcut would be within 
view of the building, which is separated from Maryland Parkway on its east extent by the existing parking 
lot.  The section of roadway nearest the building features four vehicular travel lanes, a central concrete 
median and a wider median with two-foot tall yellow bollards creating a left turn lane into the parking lot. 
An existing curbcut provides access to the parking lot.   

An existing noise measurement of 70 dBA was taken on the northwest corner of the Archie C. Grant Hall 
building (Parsons, 2018b).  The existing noise measurement was compared to a predictive noise 
measurement that was modeled for operating buses associated with the BRT Alternative (43 dBA) at the 
measurement location, which is less than the existing noise measurement.  Therefore, no increases in 
noise from the operation of the BRT Alternative along Maryland Parkway around the historic building will 
occur. 
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Figure 8.  Proposed Transit Design near Archie C. Grant Hall 

 

During construction, road repaving and construction of the proposed BRT station and bike path on 
Maryland Parkway would occur for a short period of time (2-3 months) and is typical of urban street 
maintenance projects.  Coordination and approval from UNLV for construction activities would be 
required.  A jack hammer (88 dBA) would be one of the highest noise-generating pieces of equipment that 
would typically be used during construction (Table 2).  Use of a jack hammer is over the commercial noise 
guidelines in Table 3 and is more than 10 dBA over existing noise conditions , which results in a moderate 
impact.  Application of best management practices (Section 4.0) would reduce the potential for 
construction-related noise in the project corridor.  A vibration analysis done for the Maryland Parkway EA 
determined that vibrations from the operation of the BRT service and construction of the new station, 
bike lane, sidewalk, curb cut, and parking lot improvements would not affect the historic building, which 
is located 150 feet away from construction activities.  Temporary use of the existing sidewalk and a portion 
of the parking lot during construction would occur during construction activities, but the impacts would 
be less than the total project schedule.  

Finding:  Under Section 106, the BRT Alternative has no adverse effect on the historic property and the 
attributes that make the Archie C. Grant Hall building eligible for the NRHP would not be changed. Under 
Section 4(f) criteria, the BRT Alternative would not result in proximity impacts that would substantially 
impair the attributes that qualify the historic property for protection under Section 4(f).  There will be 
permanent use of the property through acquisition of additional right-of-way, but the impacts would be 
minor. 



Section 4(f) 
Maryland Parkway High Capacity Transit Project  Technical Memorandum 

25 

Terrible’s Car Wash and Chevron Gas Station 

The Terrible’s Car Wash and Chevron gas station property (Resource ID 43 on Table A-1) is located at the 
corner of Maryland Parkway and Flamingo Road (4090 S. Maryland Parkway) (Figure 9).  The Maryland 
Parkway Cultural Resource Survey (Parsons, 2018a) identified this property as being more than 45 years 
of age based on the Clark County Assessor’s records which listed a date of 1967; however, historic aerial 
photos show the parcel as vacant until 1978, indicating a later date of construction (NETR, 2019). During 
the 2018 fieldwork for the survey, a modern car wash and canopy over a gas station were observed at this 
location (Figure 9) parcel; therefore, the resource was not evaluated because it was less than 45 years old.  
Because the building was not evaluated, however, it was treated as potentially eligible for the Section 4(f) 
evaluation. 

Figure 9.  Terrible’s Car Wash and Chevron Gas Station 

 

A new BRT station is proposed adjacent to this property (Figure 10).  A small amount of right-of-way 
acquisition (1,000 square feet) from the property is required to construct the station, sidewalk, and bike 
lane.  An existing bus stop currently exits at this location.  The new station consists of a raised platform, 
12-foot tall canopy, and 20-foot tall light poles and would be located 50 feet from the resource. The 
resource is less than 45 years old and not likely to be eligible for the NRHP; however, no features that 
could contribute to the potential NRHP eligibility of the historic property in the future would be affected 
by the addition of these project elements.  

An existing noise measurement of 70 dBA was taken to the south of the property on UNLV campus 
(Parsons, 2018b).  The existing noise measurement was compared to a predictive noise measurement that 
was modeled for operating buses associated with the BRT Alternative (46 dBA) at the measurement 
location, which is less than the existing noise measurement.  Therefore, no increases in noise from the 
operation of the BRT Alternative along Maryland Parkway around the unevaluated building will occur. 
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Figure 10.  Proposed Transit Design near Terrible’s Car Wash and Chevron Gas Station 

 

During construction, road repaving and construction of the proposed BRT station and bike path on 
Maryland Parkway would occur for a short period of time (2-3 months) and is typical of urban street 
maintenance projects.  A jack hammer (88 dBA) would be one of the highest noise-generating pieces of 
equipment that would typically be used during construction (Table 2).  Use of a jack hammer is over the 
commercial noise guidelines in Table 3 and is more than 10 dBA over existing noise conditions, which 
results in a moderate impact.  Application of best management practices (Section 4.0) would reduce the 
potential for construction-related noise in the project corridor.  A vibration analysis done for the Maryland 
Parkway EA determined that vibrations from the operation of the BRT service and construction of the new 
station, bike lane, sidewalk, curb cut, and parking lot improvements would not affect the historic building, 
which is located 50 feet away from construction activities.  There is a potential for short-term noise and 
vibration effects to the unevaluated resource during construction for the new station and parking lot 
improvements, but the impacts would not be adverse.   
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Finding:  Under Section 106, the BRT Alternative has no adverse effect on the unevaluated property that 
may be historic and if any attributes that might make the building eligible for the NRHP would not be 
changed.  Under Section 4(f) criteria, the BRT Alternative would not result in proximity impacts that would 
substantially impair the attributes that qualify the unevaluated historic property for protection under 
Section 4(f).  There will be permanent use of the property through acquisition of additional right-of-way, 
but the impacts would be minor. 

Huntridge Theater 

The Huntridge Theater (Resource ID 199 on Table A-1), listed on the NRHP, is located at the intersection 
of Maryland Parkway and Charleston Boulevard (Figure 11). Attached to the property but on separate 
parcels are two other buildings: a former bank building and a former post office building, both determined 
not eligible for the NRHP (Figure 12). It served as a movie theater for almost 50 years before a local non-
profit group, Friends of the Huntridge Theater, purchased the theater and one of the adjacent buildings 
in an attempt to convert the space to a performing arts center in the 1990s. 

Figure 11.  Huntridge Theater Building and Original Parking Lot 

 

Figure 12.  Huntridge Theater Building and Original Parking Lot 
 

 

Note: The Huntridge Theater 
building and original parking 
lot (B916;990103;93000686) 
occupies the hatched parcels 
(016 and 17). Parcels 015 
and 018 are associated with 
non-contributing resources to 
the historic property. 
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A portion (820 square feet) of the parking lot in Parcel 015 on the north side of Huntridge 
Theater/Performing Arts Center is proposed for acquisition under the BRT Alternative to provide a right-
hand turn lane from Maryland Parkway onto Charleston Boulevard (Figure 13). Because the parking lot is 
associated with the Theater, it was considered a direct impact to the NRHP-listed Huntridge Theater.  A 
right turn lane is required for the project to minimize delays to right-turning vehicles, especially when 
there are pedestrians in the cross-walk.  The right-turn lane would be approximately 125 feet away from 
the Huntridge Theater building.  This project component would result in the loss of seven parking spaces 
in an asphalt paved parking lot parcel 15.  The loss of the parking spaces will not affect the parcel boundary 
of the historic property. Though the proposed turn lane will be adjacent to and within view of the theater, 
no new areas of paving are proposed as the existing space is already paved.  No features that contribute 
to the NRHP eligibility of the historic property would be affected.  The setting, including landscape, 
surrounding the theater has already been altered over time with the addition of paving surrounding the 
site and on adjacent parcels.   

Figure 13.  Proposed Transit Design near Huntridge Theater 
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During construction, road repaving and construction of the proposed BRT station and bike path on 
Maryland Parkway would occur for a short period of time (2-3 months) and is typical of urban street 
maintenance projects.  A jack hammer (88 dBA) would be one of the highest noise-generating pieces of 
equipment that would typically be used during construction (Table 2).  Use of a jack hammer is over the 
commercial noise guidelines in Table 3 and is more than 10 dBA over existing noise conditions, which 
results in a moderate impact.  Application of best management practices (Section 4.0) would reduce the 
potential for construction-related noise in the project corridor.  A vibration analysis done for the Maryland 
Parkway EA determined that vibrations from the operation of the BRT service and construction of the new 
station, bike lane, sidewalk, curb cut, and parking lot improvements would not affect the historic building, 
which is located 125 feet away from construction activities.   

A right turn lane from Maryland Parkway to Charleston Boulevard is required for the project to minimize 
delays to BRT for right-turning vehicles, especially when there are pedestrians in the cross-walk.  There 
are also safety concerns to pedestrians, bicyclists, vehicle drivers, and transit drivers from right-turning 
vehicles, making the new right turn lanes a necessity.  There is no feasible and prudent avoidance 
alternatives to the change of use of a small portion on the parking lot to roadway.  Temporary use of the 
existing sidewalk and a portion of the parking lot during construction would occur during construction 
activities, but the impacts would be less than the total project schedule.  

Finding:  Under Section 106, the BRT Alternative has no adverse effect on the historic property and the 
attributes that make the Huntridge Theater eligible for the NRHP would not be changed. Under Section 
4(f) criteria, the BRT Alternative would not result in proximity impacts that would substantially impair the 
attributes that qualify the historic property for protection under Section 4(f).  There will be permanent 
use of the property through acquisition of additional right-of-way, but the impacts would be minor. 

Neon Apartments 

The Neon Apartments (Resource ID 488 on Table A-1), recommended as eligible for the NRHP, are located 
at 501 Desert Lane in the Las Vegas Medical District (Figure 14).  The two buildings located at this address 
are identical two-story, International style apartment buildings constructed in 1963. The 22-unit complex 
comprises two "U" shaped buildings oriented north-south that are a mirror image of each other, forming 
a courtyard in the center.  

Right-of-way would be acquired (600 square feet) from the parcel occupied by the Neon Apartments for 
a new sidewalk and bike lane adjacent to the proposed BRT alignment (Figure 15). Sidewalk improvements 
would occur within 10 feet of the building along Alta Drive.  The acquisition of a small portion of the parcel 
would not further diminish aspects of integrity that make this property eligible for the NRHP; setting, 
feeling, and association have already been altered by major roadway construction for Martin Luther King 
Jr Blvd. and I-15 on the east and redevelopment of parcels to the north and south for commercial and 
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institutional buildings. Both the north edge of the parcel along Alta Drive and the west edge along Desert 
Lane already include concrete sidewalks. The addition of a wider sidewalk and bike lane would not further 
alter the setting of this residential complex along a busy urban roadway surrounded by recent and ongoing 
redevelopment.   

Figure 14.  Neon Apartments (SHPO ID B10955) 

 

Figure 15.  Proposed Transit Design near Neon Apartments 
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An existing noise measurement of 68 dBA was taken 275 feet west of the property along Alta Drive 
(Parsons, 2018b).  The existing noise measurement was compared to a predictive noise measurement that 
was modeled for operating buses associated with the BRT Alternative (49 dBA) at the measurement 
location, which is less than the existing noise measurement.  Therefore, no increases in noise from the 
operation of the BRT Alternative along Maryland Parkway around the unevaluated building will occur.   

Construction of the separated bike path and widened sidewalks on Alta Drive would occur for a short 
period of time (1-2 months) and is typical of urban street maintenance projects.  A jack hammer (88 dBA) 
would be one of the highest noise-generating pieces of equipment that would typically be used during 
construction (Table 2).  Use of a jack hammer is over the commercial noise guidelines in Table 3 and is 
more than 10 dBA over existing noise conditions, which results in a moderate impact.  Application of best 
management practices (Section 4.0) would reduce the potential for construction-related noise in the 
project corridor.   

A vibration analysis (Parsons, 2018b) was done to determine if vibrations from the operation of the BRT 
service and construction of the new separated bike lane and sidewalk could impact the building and its 
occupants.  An existing vibration measurement was taken 535 feet west of the property on the north side 
of Alta Drive.  The RMS vibration velocity reading was 68 VdB and the highest measured PPV was 0.01 
inches per second from trucks and buses passing by on Alta Drive; well below the FTA vibration criteria in 
Table 5.  Operation of the new BRT service would have similar vibration impacts to existing conditions. 

Building occupants may experience vibration annoyance levels if they are within 25 to 73 feet (Table 6) 
from construction equipment, so occupants living in the apartments adjacent to Alta Drive may 
experience moderate impacts.  In addition, vibration from construction equipment identified in Table 6 
could potentially impact the building structure, which would require building protections and monitoring 
to be put in place (Section 4.0). 

Finding:  Under Section 106, the BRT Alternative has no adverse effect on the historic property and the 
attributes that make the apartments eligible for the NRHP would not be changed. Under Section 4(f) 
criteria, the BRT Alternative would not result in proximity impacts that would substantially impair the 
attributes that qualify the historic property for protection under Section 4(f).  There will be permanent 
use of the property through acquisition of additional right-of-way, but the impacts would be minor. 

4.0 MINIMIZATION AND MITIGATION MEASURES 
The preferred mitigation is avoidance to preserve the integrity of the resources and to avoid costs and 
potential construction delays associated with data recovery. Because no adverse effects to Section 4(f) 
properties were identified, no measures to minimize or mitigate adverse effects are required.  Instead, 
best management practices will be followed to ensure no adverse effects to parks and historic properties 
will occur.  Best management practices such as the use of construction barriers; a communication plan 
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with adjacent properties; a noise and vibration plan that sets limits and proposes alternative procedures 
that would lower levels; pre-construction vibration surveys to identify at-risk historic properties including 
an inspection and photographs of existing conditions; and noise and vibration monitoring (as needed) 
would be utilized; therefore, these short-term effects will not be adverse as they will not alter the 
characteristics of the Section 4(f) properties. The land being used for temporary construction will be fully 
returned to existing conditions.  FTA will consult with the Nevada SHPO for concurrence on the 
determination of no adverse effects to historic properties.  

5.0 CONCLUSION 
This Technical Memorandum focused on Section 4(f) resources in the Maryland Parkway project study 
area.  Three Section 4(f) parks and 345 historic properties were identified in the project study area and 
evaluated to determine if permanent, temporary, or constructive use would occur to those Section 4(f) 
properties from the proposed transit project.   

No permanent, temporary, or constructive use will occur to the three parks in the project area, including 
Huntridge Circle Park, Molasky Family Park, and Siegfried and Roy Park.  FTA determines that the project 
would not adversely affect the activities, features, or attributes qualifying the parks for protection under 
Section 4(f).  Permanent use of four historical properties (Archie C. Grant Hall, Terrible’s Car Wash, 
Huntridge Theater, and Neon Apartments) will include minor right-of-way acquisition for the new stations, 
a right turn lane, new bike lane, and sidewalks for the BRT Alternative.   

FTA applied the Criteria of Adverse Effect per 36 C.F.R. 800.5(a) and has determined that the undertaking 
would result in a finding of no adverse effect on historic properties. The FTA has determined that no 
adverse effect on historic properties will occur as a result of this undertaking based on limited to no 
potential for encountering intact archaeological resources, limited right-of-way acquisition or easements 
on or adjacent to parcels containing historic properties, and the similarity of currently proposed project 
elements to previous development in the APE.  No project elements would alter aspects of physical 
integrity that make historic properties in the APE eligible for the NRHP.  In accordance with Section 106 
of the NHPA and 36 C.F.R. Part 800, FTA requested the SHPO’s concurrence with this determination of 
“No Adverse Effect” to historic properties from the proposed undertaking.  The SHPO concurred with the 
finding on July 18, 2019. 

Therefore, FTA recommends that a determination of de minimis impacts will occur on Section 4(f) 
resources for the Maryland Parkway transit project.  The requirements of Section 4(f) are satisfied with 
respect to 36 CFR 800.  
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Appendix A 

Resources More Than 45 Years of Age in APE 

 

 

(Confidential Information under Section 304 of the National 
Historic Preservation Act) 
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Appendix B 

Historic Resources Mapped within the APE 

 

(Confidential Information under Section 304 of the National 
Historic Preservation Act) 
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Appendix C 

Conceptual Design Plans 

 

(not included) 

  



Section 4(f) 
Maryland Parkway High Capacity Transit Project  Technical Memorandum 

 

 

 

 

 

 

 

 
This page left intentionally blank. 

 

 

 


	1.0 Introduction
	1.1 Project Description
	1.2 Regulatory Environment

	2.0 Description of Resources
	2.1 Parks and Recreational Resources
	2.2 Historical Resources

	3.0 Section 4(f) Use Analysis
	3.1 Parks and Recreational Resources
	3.2 Historic Resources

	4.0 Minimization and Mitigation Measures
	5.0 Conclusion
	6.0 References

