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The Southern Nevada Regional Transportation Commission (RTC) is considering investments in 
the Maryland Parkway Corridor. This chapter will provide an analysis that is critical to the overall 
Environmental Assessment for the potential project and that RTC can use to address the land 
use and economic examination required by the FTA New Starts grant application.  

Summary of Key Findings  
Following is a summary of key findings derived from our analysis of the Maryland Parkway 
Corridor.   

• The Maryland Parkway corridor benefits from a strategic location connecting Valley 
Medical Center, Downtown, the University of Nevada Las Vegas (UNLV), the Boulevard 
Mall, Sunrise Hospital and the McCarran Airport that could be leveraged to help meet 
demand for housing and supporting commercial services near these major destinations. 

• The corridor is governed by multiple jurisdictions, and much of the corridor is built-out 
with a range of privately owned development.  

• There is low vehicle ownership and high transit dependency throughout the corridor.   
• There is extensive development capacity based on existing residential density 

requirements and allowances and non-residential zoning regulations.  
• There is minimal undeveloped land along the corridor, but a large number of 

underdeveloped and underutilized lots. This land is most prominently located in the 
Medical Center and Downtown districts.  The Downtown segment also contains the 
most coverage of underdeveloped properties adjacent to proposed station stops, 
thereby representing the best opportunity for investment in transit oriented 
development.  Segment 3 has the highest proportion of proposed stops adjacent to 
underutilized residential properties.  

• There is a high level of affordable housing throughout the corridor – with approximately 
1/3 of the corridor’s block groups containing median home prices equal to 50% or less 
of the affordable home price.  

Overview of Maryland Parkway Corridor  
The Maryland Parkway corridor is a key employment, commercial, residential, transit and 
educational corridor serving the Valley. The corridor study area includes a ½ -mile buffer 
extending from the centerline of the proposed transit alignment and encompasses nearly 4,300 
acres across the City of Las Vegas and Clark County. Given the corridor’s length and 
adjacencies to a diverse set of land uses, Maryland Parkway plays a critical role in the 
development of the region. The corridor’s northwestern boundary encompasses the medical 
campuses of University Medical Center and Valley Hospital Medical Center, it travels east to 
downtown Las Vegas and continues south past Charleston Boulevard, the corridor runs the 
length of Maryland Parkway down to Russell Road with a potential future connection to 
McCarran Airport.  
 
Given the large size of the study area and the need for a framework that could assist in the 
understanding and analysis of its redevelopment potential, it corridor was divided into smaller 
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segments based on a qualitative planning-level review of existing land uses, urban form, 
setback character and relationship to major barriers. From north to south, the Maryland Parkway 
study area segments are as follows (Figure 1): 

• Medical Center: This segment is within the City of Las Vegas and includes a large
residential component and a heavy concentration of medical related uses.

• Downtown: This segment is within the City of Las Vegas and includes primarily commercial
uses with a heavy concentration of tourism related uses.

• Segment 1. Charleston Boulevard to Sahara Avenue: This segment is within the City of
Las Vegas and includes primarily residential uses transitioning to commercial uses at the
south.

• Segment 2. Sahara Avenue to Desert Inn Road: This segment is within Clark County and
includes primarily hospital and medical-serving commercial uses.

• Segment 3. Desert Inn Road to Flamingo Road: This segment is within Clark County and
primarily comprises more traditional strip commercial development with a wide array of
business types.

• Segment 4. Flamingo Road to Tropicana Avenue: This segment is within Clark County
and primarily comprises the University of Nevada Las Vegas and campus-serving uses.

• Segment 5. Tropicana Avenue to Russell Road: This segment is within Clark County and
primarily comprises multi-family residential.
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Figure 1: Maryland Parkway Segments 
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Land Use Evaluation: Proposed Stations 
The following tables provide explanations of the general character for each station area located 
within the seven segments outlined above. Each page is comprised of a map, an overview of 
the station area, existing residents’ data, development opportunities and transportation 
benefits. There is one station per page. 

Note: The Existing Residents and Employees data in this section is standardized to assess a 
¼-mile radius around each station area. Block groups were analyzed within each ¼-mile radii. 
However, as the geometries of the block groups don’t match the ¼-mile radius geometry in 
most cases, certain block groups were clipped along the ¼-mile radii boundaries. To account 
for the relative number of people within a ¼-mile of the station, the area of the block group 
remnants inside each radius is divided by the total block group area. The result provides a 
percentage of each block group within a quarter mile of the given station. Demographic 
information for block groups only partially intersecting a ¼-mile station area are multiplied by 
those percentages to provide a rough proportionality that can be attributed to the station areas 
in question.  The number of employees in the labor force refers to the number of people living 
within ¼-mile of the station who are employed. It does not refer to the number of people who 
work within ¼-mile of the station but may live elsewhere. 
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Grand Central Station– Medical Center
Map Overview of the Area 

The proposed station site is near the 
intersection of S. Grand Central Parkway 
and W Bonneville Avenue has 2 travel 
lanes, 1 turn lane, and has a dedicated bus 
lane on S. Grand Central Parkway. The 
site’s immediate adjacencies are 
commercial space, a small medical clinic 
and a county building. Within a half-mile 
radius there is a conglomeration of uses 
primarily catering to tourism. 

Existing 
Residents and 
Employees 

(standardized 
data – see note 
at beginning) 

Population (2010 Decennial Census): 230 people 

Age Cohorts (2010 Decennial Census): ages <18: 11 people; ages 18-24: 25 people; ages 
25-34: 43 people; ages 35-44: 51 people; ages 45-54: 54 people; ages 55-64: 32 people;
ages 65+: 15 people

Employees (2013 estimate American Community Survey): labor force: 66 people 

Transportation 
Benefits 

Connectivity to neighborhoods 

Railroad tracks run north to south on the east and limit connectivity from one side to the 
other.  

I-15 is in close proximity, running along the western and northern sides acting as a major
barrier.

Adjacency to other transit routes 

CX – Centennial Express: The CX, travels from the Centennial Hills Transit Center and Park 
& Ride lot, located at the intersection of U.S. 95 and Durango Drive, into Downtown Las 
Vegas, continuing service to the Strip, UNLV, and McCarran Airport (Terminal 3).  

WAX- Westcliff Airport Express: The WAX travels from the Westcliff Center Park and Ride 
to Downtown, the Strip, and McCarran International Airport.  
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Shadow Lane Station – Medical Center
Map Overview of the Area 

The proposed station site is near the 
intersection of Shadow Lane and Alta 
Drive. Alta Drive currently has 4 travel 
lanes, 1 turn lane, and dedicated bike 
lane. The site’s immediate adjacencies are 
public buildings, health care facilities and 
residential. Within a half-mile radius there 
is a conglomeration of uses primarily 
catering to healthcare. 

Existing 
Residents and 
Employees 

(standardized 
data – see note 
at beginning) 

Population (2010 Decennial Census): 789 people 

Age Cohorts (2010 Decennial Census): ages <18: 157 people; ages 18-24: 73 people; ages 
25-34: 123 people; ages 35-44: 115 people; ages 45-54: 132 people; ages 55-64: 102
people; ages 65+: 88 people

Employees (2013 estimate American Community Survey): labor force: 409 people 

Transportation 
Benefits 

Connectivity to neighborhoods 

There are large blocks immediately north of the station and small blocks in a gridded 
system to the northwest. These smaller blocks establish a walkable environment with 
numerous connectivity options for residents.  

Adjacency to other transit routes 

Route 206: Regular service route that arrives about every 30 minutes on weekdays. 

Route 207: Regular service route that arrives about every 30 minutes on weekdays. 
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Palomino Lane Station– Medical Center
Map Overview of the Area 

The proposed station site is near the 
intersection of Palomino Lane and 
Ranchero Drive. Palomino Lane has 6 
travel lanes and 1 turn lane. The site’s 
immediate adjacencies are residential, 
commercial, medical and office space. 
Within a half-mile radius there is a 
conglomeration of uses primarily catering 
to healthcare. 

Existing 
Residents and 
Employees 

(standardized 
data – see note 
at beginning) 

Population (2010 Decennial Census): 489 people 

Age Cohorts (2010 Decennial Census): ages <18: 103 people; ages 18-24: 42 people; ages 
25-34: 63 people; ages 35-44: 62 people; ages 45-54: 81 people; ages 55-64: 67 people;
ages 65+: 70 people

Employees (2013 estimate American Community Survey): labor force: 162 people 

Transportation 
Benefits 

Connectivity to neighborhoods 

The blocks west of Rancho Drive are larger in scale with a grid like structure, with few 
through north or south connections. 

The blocks east of Rancho Drive are smaller in scale with a grid like structure but are 
disconnected due to the large amount of medical center parking lots. 

Adjacency to other transit routes 

Route 119: Regular service route that arrives about every 15 minutes on weekdays. 
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Medical Center Station – Medical Center
Map Overview of the Area 

The proposed station site is near the 
intersection of Goldring Avenue and 
Shadow Lane. Shadow Lane has 2 travel 
lanes 1 turn lane and dedicated bike lanes. 
The site’s immediate adjacencies are 
medical facilities and office space. Within 
a half-mile radius there is a 
conglomeration of uses primarily catering 
to healthcare. 

Existing 
Residents and 
Employees 

(standardized 
data – see note 
at beginning) 

Population (2010 Decennial Census): 533 people 

Age Cohorts (2010 Decennial Census): ages <18: 112 people; ages 18-24: 48 people; ages 
25-34: 71 people; ages 35-44: 68 people; ages 45-54: 89 people; ages 55-64: 70 people;
ages 65+: 74 people

Employees (2013 estimate American Community Survey): labor force: 167 people 

Transportation 
Benefits 

Connectivity to neighborhoods 

The blocks adjacent to Shadow Lane are irregular and disconnected due to the large 
amount of medical center parking lots. Better connections can be established to and 
through the Medical District and its individual institutional developments. 

I-15 is located to the east of the proposed site and disconnects it from Downtown.

Adjacency to other transit routes 

Route 206: Regular service route that arrives about every 30 minutes on weekdays. 
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Carson Station – Downtown 
Map Overview of the Area 

The proposed station site is on Carson 
Avenue between 8th and 9th Streets. 
Carson Avenue has 2 travel lanes, 1 turn 
lane, bike lanes and on-street parking, 
whereas 8th and 9th Streets have 2 travel 
lanes and on-street parking. The site’s 
immediate adjacencies are hotels and 
parking structures. Within a half-mile 
radius there is a conglomeration of uses 
primarily catering to tourism. 

Existing 
Residents and 
Employees 

(standardized 
data – see note 
at beginning) 

Population (2010 Decennial Census): 1,165 people 

Age Cohorts (2010 Decennial Census): ages <18: 55 people; ages 18-24: 30 people; ages 
25-34: 90 people; ages 35-44: 150 people; ages 45-54: 255 people; ages 55-64: 315 people;
ages 65+: 265 people

Employees (2013 estimate American Community Survey): labor force: 385 people; 
employed: 300 people; unemployed: 85 people 

Transportation 
Benefits 

Connectivity to neighborhoods 

Small blocks in a gridded system establish a walkable environment with numerous 
connectivity options for residents. 

Downtown blocks are roughly 350 feet by 450 feet and include alleyways. 

Interstate 515 to the northeast bisects an existing neighborhood and limits connectivity to 
from one side to the other.  

Adjacency to other transit routes 

BHX – Boulder Highway Express runs northwest to southeast, connecting to the 
Downtown and extends along the Boulder Highway. It’s an express route that arrives every 
20-60 minutes on weekdays. It stops is 500 feet northwest of the proposed station area.

Route 207: Regular service route that arrives about every 30 minutes on weekdays. Its stop 
is northeast on Stewart Avenue. 
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8th Street Station – Downtown 
Map Overview of the Area 

The proposed station site is near the 
intersection of Carson Street and 8th  
Street. Carson Avenue has 2 travel lanes, 1 
turn lane, bike lanes and on-street 
parking, whereas 8th Street has 2 travel 
lanes and on-street parking. The site’s 
immediate adjacencies are restaurants, 
hotels, casinos, parking structures and The 
Freemont Experience. Within a half-mile 
radius there are a conglomeration of uses 
including, commercial, residential, civic, 
vacant lots and surface parking. 

Existing 
Residents and 
Employees 

(standardized 
data – see note 
at beginning) 

Population (2010 Decennial Census): 995 people 

Age Cohorts (2010 Decennial Census): ages <18: 20 people; ages 18-24: 200 people; ages 
25-34: 260 people; ages 35-44: 195 people; ages 45-54: 165 people; ages 55-64: 95 people;
ages 65+: 60 people

Employees (2013 estimate American Community Survey): labor force: 175 people; 
employed: 155 people; unemployed: 20 people 

Transportation 
Benefits 

Connectivity to neighborhoods 

Small blocks in a gridded system establishes a walkable environment with numerous 
connectivity options for residents. 

Downtown blocks are roughly 350 feet by 450 feet and include alleyways. 

The Fremont Street Experience breaks the street grid for automobile traffic. 

Adjacency to other transit routes 

BHX – Boulder Highway Express runs northwest to southeast, connecting to the 
Downtown and extends along the Boulder Highway. It’s an express route that arrives every 
20-60 minutes on weekdays. It stops is 200 feet southeast of the proposed station area.

Routes CX, CVX, SDX, and WAX are express routes that arrive every 20-60 minutes on 
weekdays. Stops are 700 feet southwest of the proposed station area on Casino Center 
Boulevard. 



Maryland Parkway: Land Use and Economic Development Evaluation 14 

4th Street Station- Downtown 
Map Overview of the Area 

The proposed station site is near the 
intersection of East Carson Avenue and 4th 
Street. East Carson Avenue has 2 travel 
lanes, 2 turn lanes and street parking. The 
site’s immediate adjacencies are parking 
structures and the Las Vegas Events 
Center. Within a half-mile radius there are 
a conglomeration of uses including, 
commercial, residential, civic, vacant lots 
and surface parking. 

Existing 
Residents and 
Employees 

(standardized 
data – see note 
at beginning) 

Population (2010 Decennial Census): 3,425 people 

Age Cohorts (2010 Decennial Census): ages <18: 40 people; ages 18-24: 845 people; ages 
25-34: 1085 people; ages 35-44: 745 people; ages 45-54: 510 people; ages 55-64: 135
people; ages 65+: 35 people

Employees (2013 estimate American Community Survey): labor force: 65 people; 
employed: 55 people; unemployed: 10 people 

Transportation 
Benefits 

Connectivity to neighborhoods 

Small blocks in a gridded system establishes a walkable environment with numerous 
connectivity options for residents. 

Downtown blocks are roughly 350 feet by 450 feet and include alleyways. 

West of the station area blocks become larger and connectivity declines as one leaves the 
Downtown. 

The Golden Nugget and the Fremont Street Experience breaks the street grid for 
automobile traffic. 

Adjacency to other transit routes 

Deuce- runs from the Fremont Street Experience in Downtown Las Vegas all the way to the 
Mandalay Bay, stopping at nearly every hotel along the way. 

SDX- is an express route that connects Downtown Las Vegas, the Las Vegas Convention 
Center and the Las Vegas Strip  
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Bonneville Transit Center Station – Downtown 
Map Overview of the Area 

The proposed station site is near the 
intersection of Bonneville Avenue and 1st 
Street. Bonneville Avenue converges to a 
one-way road at 1st Street, heading 
southwest into the Downtown. Both 
Bonneville Avenue and 1st Street have 
painted bike lanes and on-street parking. 
The site’s immediate adjacencies are the 
Bonneville Transit Center, an extended 
stay motel, vacant lots and office space. 
Within a half-mile radius there are a 
conglomeration of uses including, 
commercial, residential, civic, vacant lots 
and surface parking. 

Existing 
Residents and 
Employees 

(standardized 
data – see note 
at beginning) 

Population (2010 Decennial Census): 1,730 people 

Age Cohorts (2010 Decennial Census): ages <18: 35 people; ages 18-24: 355 people; ages 
25-34: 480 people; ages 35-44: 345 people; ages 45-54: 155 people; ages 55-64: 145
people; ages 65+: 75 people

Employees (2013 estimate American Community Survey): labor force: 270 people; 
employed: 220 people; unemployed: 50 people 

Transportation 
Benefits 

Connectivity to neighborhoods 

Small blocks in a gridded system establishes a walkable environment with numerous 
connectivity options for residents. 

Downtown blocks are roughly 350 feet by 450 feet and include alleyways. 

West of the station area blocks become larger and connectivity declines as one leaves the 
Downtown. 

Adjacency to other transit routes 

The Bonneville Transit Center accommodates the following transit lines: CX, WAX, 208, 
105, 109, DVX, 206, HDX, 207, 214, BHX, 106, 113, 115, MAX, 108, Deuce, SDX and 
Paratransit. These stops are all located in bus bays and around the block. 
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Fremont Station – Downtown 
Map Overview of the Area 

The proposed station site is near the 
intersection of Maryland Parkway and 
Fremont Street. Maryland Parkway has 6 
travel lanes and 2 turn lanes. The site’s 
immediate adjacencies are restaurants, 
shopping centers and parking. Within a 
half-mile radius there are a 
conglomeration of uses including, 
commercial, residential, vacant lots and 
surface parking. 

Existing 
Residents and 
Employees

(standardized 
data – see note 
at beginning) 

Population (2010 Decennial Census): unknown 

Age Cohorts (2010 Decennial Census): ages <18: people; ages 18-24: people; ages 25-34: 
people; ages 35-44: people; ages 45-54: people; ages 55-64: people; ages 65+: people 

Employees (2013 estimate American Community Survey): labor force: unknown 

Transportation 
Benefits 

Connectivity to neighborhoods 

Small blocks in a gridded system establishes a walkable environment with numerous 
connectivity options for residents. 

Downtown blocks are roughly 350 feet by 450 feet and include alleyways. 

Adjacency to other transit routes 

Route 109 is a regular service route that arrives about every 30 minutes on weekdays. 

Route 206 is a regular service route that arrives about every 30 minutes on weekdays. 
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Charleston Station – Segment 1
Map Overview of the Area 

The proposed station site is near the 
intersection of East Charleston Boulevard 
and Maryland Parkway.  East Charleston 
Boulevard is a major arterial with 6 traffic 
lanes and 2 turn lanes. The site’s 
immediate adjacencies are a thrift store, 
an auto repair center, a tattoo and 
piercing parlor and a fast food restaurant. 
Within a half-mile radius there is primarily 
retail and service commercial with single- 
and multi-family residential. 

Existing 
Residents and 
Employees 

(standardized 
data – see note 
at beginning) 

Residents (2010 Decennial Census): 1,070 people 

Age Cohorts (2010 Decennial Census): ages <18: 210 people; ages 18-24: 85 people; ages 
25-34: 140 people; ages 35-44: 155 people; ages 45-54: 190 people; ages 55-64: 155
people; ages 65+: 135 people

Employees (2013 estimate American Community Survey): labor force: 440 people; 
employed: 385 people; unemployed: 55 people 

Development 
Opportunities1 

Score: 5.9; Within a ¼-mile of the station there are a total of 12.8 developable acres, 
including 10.1 acres that are vacant or partially vacant and 2.7 acres that are underutilized. 

Transportation 
Benefits 

Connectivity to neighborhoods 

The large blocks south of Charleston Boulevard give-way to smaller Downtown blocks north 
of the boulevard. 

With two grids converging at Charleston Boulevard there are numerous access points into 
the Downtown. 

Adjacency to other transit routes 

Route 206 – Charleston Boulevard: Route 206 runs east to west along Charleston Boulevard 
navigating through the Downtown. It’s a frequent service route that arrives every 15-20 
minutes on weekdays.  

1Based on analysis and scoring metric provided by EcoNorthwest for Segments 1-5.  
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Oakey Station – Segment 1
Map Overview of the Area 

The proposed station site is near the 
intersection of Oakey Boulevard and 
Maryland Parkway. Oakey Boulevard is a 
collector street primarily lined with 
residential frontages. The site’s immediate 
adjacencies are small service commercial 
buildings, single-family dwellings and an 
alternative education facility. Within a half-
mile radius there is primarily single-family 
housing with service commercial, schools 
and churches. 

Existing 
Residents and 
Employees 

(standardized 
data – see note 
at beginning) 

Residents (2010 Decennial Census): 1,505 people 

Age Cohorts (2010 Decennial Census): ages <18: 355 people; ages 18-24: 135 people; ages 
25-34: 180 people; ages 35-44: 240 people; ages 45-54: 240 people; ages 55-64: 180
people; ages 65+: 175 people

Employees (2013 estimate American Community Survey): labor force: 755 people; 
employed: 575 people; unemployed: 180 people 

Development 
Opportunities 

Score: NA ; Within a ¼-mile of the station there are a total of 0 developable acres. 

Transportation 
Benefits 

Connectivity to neighborhoods 

Long blocks along Maryland Parkway with buildings fronting the street. 

There are only occasional access points along Maryland Parkway, but at regular intervals in 
a grid pattern. 

Oakley Boulevard provides multiple access points to neighborhoods with a defined street 
grid pattern. 

Adjacency to other transit routes 

Route 109 – Maryland Parkway: Route 109 runs north to south, connecting the airport to 
the Downtown. It’s a frequent service route that arrives every 15-20 minutes on weekdays. 
It stops 250 feet north and south of the proposed station area. 
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Sahara Station – Segment 2
Map Overview of the Area 

The proposed station site is near the 
intersection of Sahara Avenue and 
Maryland Parkway. Sahara Avenue is a 
major arterial street with 6 travel lanes, 2 
turn lanes and 2 bus lanes. The site’s 
immediate adjacencies are gas stations, a 
bank and a vacant retail building. Within a 
half-mile radius there are big box retail 
stores with surface parking, fast food 
restaurants, a middle school and multi- 
and single-family housing. 

Existing 
Residents and 
Employees 

(standardized 
data – see note 
at beginning) 

Residents (2010 Decennial Census): 1,815 people 

Age Cohorts (2010 Decennial Census): ages <18: 410 people; ages 18-24: 200 people; ages 
25-34: 320 people; ages 35-44: 250 people; ages 45-54: 255 people; ages 55-64: 205
people; ages 65+: 175 people

Employees (2013 estimate American Community Survey): labor force: 1,045 people; 
employed: 830 people; unemployed: 215 people 

Development 
Opportunities 

Score: 6.5; Within a ¼-mile of the station there are 29.7 developable acres, including 18.2 
acres that are vacant or partially vacant and 11.5 acres that are underutilized.   

Transportation 
Benefits 

Connectivity to neighborhoods 

Large blocks along Maryland Parkway begin to break into smaller segments north of 
Sahara Avenue. 

Large blocks without through streets reside south of Sahara Avenue. 

Sahara Avenue provides multiple access points to neighborhoods at more regular intervals 
than Maryland Parkway. 

Adjacency to other transit routes 

SX – The Sahara Express runs west to east, connecting Summerlin to the Downtown. The 
route has A and B loops that terminate north and south of Sahara Avenue to the east. It’s 
an express route that arrives every 20-60 minutes on weekdays. Stops are 300 feet east and 
west of the proposed station area. 

Route 109 – Maryland Parkway: Route 109 runs north to south, connecting the airport to 
the Downtown. It’s a frequent service route that arrives every 15-20 minutes on weekdays. 
It stops 150 feet north and south of the proposed station area. 
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Karen Ave Station – Segment 2
Map Overview of the Area 

The proposed station site is near the 
intersection of Vegas Valley Drive and 
Maryland Parkway. Vegas Valley Drive is a 
minor arterial street connecting through 
the Las Vegas Country Club west and to a 
predominant single-family housed 
neighborhood east. The site’s immediate 
adjacencies are a Dollar Store, a 
convenience store, a Walgreens and a 
retail storefront for lease. Within a half-
mile radius there are hospital uses, offices, 
retail and multi- and single-family housing. 

Existing 
Residents and 
Employees 

(standardized 
data – see note 
at beginning) 

Residents (2010 Decennial Census): 1,340 people 

Age Cohorts (2010 Decennial Census): ages <18: 305 people; ages 18-24: 120 people; ages 
25-34: 190 people; ages 35-44: 180 people; ages 45-54: 170 people; ages 55-64: 155
people; ages 65+: 210 people

Employees (2013 estimate American Community Survey): labor force: 505 people; 
employed: 420 people; unemployed: 85 people 

Development 
Opportunities 

Score: 5.1; Within a ¼-mile of the station there are 14.4 developable acres, including 5.9 
acres that are vacant or partially vacant and 8.5 acres that are underutilized.   

Transportation 
Benefits 

Connectivity to neighborhoods 

Large blocks along Maryland Parkway are buffered by surface parking lots, limiting 
walkability. 

Vegas Valley Drive connects to neighborhoods east and west of Maryland Parkway with 
inconsistent block breaks. 

Adjacency to other transit routes 

Route 109 – Maryland Parkway: Route 109 runs north to south, connecting the airport to 
the Downtown. It’s a frequent service route that arrives every 15-20 minutes on weekdays. 
It stops 150 feet north and south of the proposed station area. 
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Sunrise Hospital Station – Segment 2
Map Overview of the Area 

The proposed station site is near Sunrise 
Hospital and Medical Center and 
Maryland Parkway. Sunrise Hospital and 
Medical Center dominates this segment of 
Maryland Parkway with buildings and 
parking. The site’s immediate adjacencies 
are office buildings, a fast food restaurant, 
and conglomeration of medical buildings. 
Within a half-mile radius there are 
primarily hospital uses, but also office, 
retail, multi-family residential and a golf 
course with high-end single-family 
residential. 

Existing 
Residents and 
Employees 

(standardized 
data – see note 
at beginning) 

Residents (2010 Decennial Census): 1,215 people 

Age Cohorts (2010 Decennial Census): ages <18: 270 people; ages 18-24: 110 people; ages 
25-34: 175 people; ages 35-44: 170 people; ages 45-54: 155 people; ages 55-64: 150
people; ages 65+: 185 people

Employees (2013 estimate American Community Survey): labor force: 470 people; 
employed: 425 people; unemployed: 45 people 

Development 
Opportunities 

Score: 4.9; Within a ¼-mile of the station there are 14.2 developable acres, including 2.8 
acres that are vacant or partially vacant and 11.4 acres that are underutilized.   

Transportation 
Benefits 

Connectivity to neighborhoods 

Large blocks, surface parking lots and concrete walls isolate this segment of Maryland 
Parkway and prevent connectivity through this station area. 

There are no through roads from Sunrise Hospital to the eastern neighborhoods. 

The golf course residents are intentionally isolated from the activity along Maryland 
Parkway. 

Adjacency to other transit routes 

Route 109 – Maryland Parkway: Route 109 runs north to south, connecting the airport to 
the Downtown. It’s a frequent service route that arrives every 15-20 minutes on weekdays. 
It stops 300 feet south of the proposed station area. 



Maryland Parkway: Land Use and Economic Development Evaluation 22 

 

Desert Inn Station – Segment 3  

Map

 

Overview of the Area 

The proposed station site is near the 
intersection of Desert Inn Road and 
Maryland Parkway. Desert Inn Road is a 
major arterial street with 6 travel lanes and 
2 turn lanes. The site’s immediate 
adjacencies are fast food restaurants, a 
small service commercial shops and 
hospital parking. Within a half-mile radius 
there are hospital uses, retail and service 
commercial and multi- and single-family 
housing. 

Existing 
Residents and 
Employees 

(standardized 
data – see note 
at beginning) 

Residents (2010 Decennial Census): 1,765 people 

Age Cohorts (2010 Decennial Census): ages <18: 625 people; ages 18-24: 195 people; ages 
25-34: 270 people; ages 35-44: 215 people; ages 45-54: 185 people; ages 55-64: 135 
people; ages 65+: 140 people 

Employees (2013 estimate American Community Survey): labor force: 580 people; 
employed: 470 people; unemployed: 110 people 

Development 
Opportunities  

Score: 5.7; Within a ¼-mile of the station there are 74.7 developable acres, including 63.0 
acres that are vacant or partially vacant and 11.7 acres that are underutilized.   

Transportation 
Benefits 

Connectivity to neighborhoods 

Large blocks and surface parking lots prevent walkability in this station area. 

Desert Inn Road provides the best access to adjacent neighborhoods with a hierarchical 
street system prevalent. 

The Las Vegas Convention Center is located a mile west on Desert Inn Road.  

Adjacency to other transit routes 

Route 203 – Spring Mountain / Desert Inn / Lamb: This route runs east to west, then north 
to south. It’s a regular service route that arrives about every 30 minutes on weekdays. It 
stops 200 feet south of the proposed station area, then heads east on Desert Inn Road. 

Route 109 – Maryland Parkway: Route 109 runs north to south, connecting the airport to 
the Downtown. It’s a frequent service route that arrives every 15-20 minutes on weekdays. 
It stops 200 feet south of the proposed station area. 
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The Boulevard District Station – Segment 3 

Map

 

Overview of the Area 

The proposed station site is near the 
intersection of Dumont Boulevard and 
Maryland Parkway. Dumont Boulevard is a 
local street connecting the residents to 
Maryland Parkway. The site’s immediate 
adjacencies are small commercial service 
shops, fast food restaurants and an 
indoor-mall parking lot. Within a half-mile 
radius there is the Boulevard Mall with 
associated parking east of Maryland 
Parkway and street-lined commercial and 
multi-family residential to the west. 

Existing 
Residents and 
Employees 

(standardized 
data – see note 
at beginning) 

Residents (2010 Decennial Census): 1,395 people 

Age Cohorts (2010 Decennial Census): ages <18: 360 people; ages 18-24: 125 people; ages 
25-34: 180 people; ages 35-44: 205 people; ages 45-54: 225 people; ages 55-64: 160 
people; ages 65+: 140 people 

Employees (2013 estimate American Community Survey): labor force: 565 people; 
employed: 430 people; unemployed: 135 people 

Development 
Opportunities  

Score: NA ; Within a ¼-mile of the station there are a total of 0 developable acres.  

Transportation 
Benefits 

Connectivity to neighborhoods 

The Boulevard Mall acts as a major barrier limiting connectivity from the residents east of 
the mall. 

The blocks west of Maryland Avenue are smaller in scale with a grid like structure, but no 
through streets north or south. 

Dumont Boulevard provides access to the various residential developments, functioning at 
the pedestrian scale. 

Adjacency to other transit routes 

Route 203 – Spring Mountain / Desert Inn / Lamb: Route 203 runs east to west, then north 
to south. It’s a regular service route that arrives about every 30 minutes on weekdays. It 
stops 300 feet north of the proposed station area. 

Route 109 – Maryland Parkway: Route 109 runs north to south, connecting the airport to 
the Downtown. It’s a frequent service route that arrives every 15-20 minutes on weekdays. 
It stops 300 feet north of the proposed station area. 
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Katie Station – Segment 3
Map Overview of the Area 

The proposed station site is near the 
intersection of Katie Avenue and Maryland 
Parkway. Katie Avenue is a collector street 
connecting the street’s uses to Maryland 
Parkway. The site’s immediate adjacencies 
are fast food restaurants, an auto repair 
store and a strip-mall parking lot. Within a 
half-mile radius there are predominantly 
retail uses located in large strip-malls with 
a surplus of surface parking. Multi-family 
townhomes are located to the west of the 
station across the street from a large park. 

Existing 
Residents and 
Employees 

(standardized 
data – see note 
at beginning) 

Residents (2010 Decennial Census): 2,310 people 

Age Cohorts (2010 Decennial Census): ages <18: 475 people; ages 18-24: 225 people; ages 
25-34: 380 people; ages 35-44: 365 people; ages 45-54: 395 people; ages 55-64: 270
people; ages 65+: 200 people

Employees (2013 estimate American Community Survey): labor force: 1,010 people; 
employed: 815 people; unemployed: 195 people 

Development 
Opportunities 

Score: 4.8; Within a ¼-mile of the station there are 80.7 developable acres, including 78.1 
acres that are vacant or partially vacant and 2.6 acres that are underutilized.   

Transportation 
Benefits 

Connectivity to neighborhoods 

Singular blocks comprise each quadrant of the intersection. 

Access point to these blocks happen at parking lot entrances. 

Katie Avenue functions by providing access to singular residential developments with no 
through streets. 

Adjacency to other transit routes 

Route 109 – Maryland Parkway: Route 109 runs north to south, connecting the airport to 
the Downtown. It’s a frequent service route that arrives every 15-20 minutes on weekdays. 
It stops 300 feet north and south of the proposed station area. 
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Flamingo Station – Segment 4 

Map

 

Overview of the Area 

The proposed station site is near the 
intersection of Flamingo Road and 
Maryland Parkway. Flamingo Road is a 
major arterial street with 6 travel lanes and 
2 turn lanes. The site’s immediate 
adjacencies are gas stations, fast food 
restaurants, and a Walgreens. Within a 
half-mile radius there are predominantly 
retail and service commercial uses located 
in large strip-malls with anchor 
department stores. There is also a 10-story 
multi-family apartment complex and a 
public library. 

Existing 
Residents and 
Employees 

(standardized 
data – see note 
at beginning) 

Residents (2010 Decennial Census): 3,135 people 

Age Cohorts (2010 Decennial Census): ages <18: 590 people; ages 18-24: 375 people; ages 
25-34: 570 people; ages 35-44: 450 people; ages 45-54: 465 people; ages 55-64: 345 
people; ages 65+: 340 people 

Employees (2013 estimate American Community Survey): labor force: 1,430 people; 
employed: 1,220 people; unemployed: 210 people 

Development 
Opportunities  

Score: 6.5; Within a ¼-mile of the station there are 56.8 developable acres, including 50.4 
acres that are vacant or partially vacant and 6.4 acres that are underutilized   

Transportation 
Benefits 

Connectivity to neighborhoods 

Blocks are very large (roughly 700 feet by 1,000 feet) with numerous surface parking lot 
entrances to the commercial buildings 

Neighborhoods beyond the commercial uses are isolated from commercial activity 
because there are no through streets 

Flaming Road provides individual access points to parking lots associated with singular 
developments 

Adjacency to other transit routes  

Route 202 – Flamingo Road: Route 202 runs west to east along Flamingo Road. It’s a 
frequent service route that arrives every 15-20 minutes on weekdays. Stops are 400 feet 
east and west of the proposed station area. There are stops every quarter mile along 
Flamingo Road in the immediate adjacencies. 

CX – The Centennial Express runs north to south, connecting the airport to the Downtown 
and beyond to Centennial Hills Transit Center. It’s an express route that arrives every 30-60 
minutes on weekdays. Stops are 300 feet south of the proposed station area. 

Route 109 – Maryland Parkway: Route 109 runs north to south, connecting the airport to 
the Downtown. It’s a frequent service route that arrives every 15-20 minutes on weekdays. 
Stops are 300 feet north and south of the proposed station area. 
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University North Station – Segment 4 

Map

 

Overview of the Area 

The proposed station site is near the 
intersection of University Avenue and 
Maryland Parkway. University Avenue is a 
collector street servicing the 
neighborhood east of UNLV’s campus. 
The site’s immediate adjacencies are a 
small strip-mall, a church and UNLV’s fine 
arts gallery and theater. Within a half-mile 
radius there are campus uses west of 
Maryland Parkway, commercial and civic 
uses to the east and multi-family 
residential beyond the commercial. 

Existing 
Residents and 
Employees 

(standardized 
data – see note 
at beginning) 

Residents (2010 Decennial Census): 1,745 people 

Age Cohorts (2010 Decennial Census): ages <18: 275 people; ages 18-24: 310 people; ages 
25-34: 335 people; ages 35-44: 230 people; ages 45-54: 220 people; ages 55-64: 185 
people; ages 65+: 190 people 

Employees (2013 estimate American Community Survey): labor force: 845 people; 
employed: 745 people; unemployed: 100 people 

Development 
Opportunities  

Score: 6.5; Within a ¼-mile of the station there are 19.4 developable acres, including 8.1 
acres that are vacant or partially vacant and 11.3 acres that are underutilized.   

Transportation 
Benefits 

Connectivity to neighborhoods 

Campus blocks are large with parking lots located primarily along Maryland Avenue. 

The commercial/residential blocks to the east remain large, but are divided in regular grid 
intervals every 600 feet. 

University Avenue terminates at Maryland Parkway and doesn’t breach the campus. 

Adjacency to other transit routes 

CX – The Centennial Express runs north to south, connecting the airport to the Downtown 
and beyond to Centennial Hills Transit Center. It’s an express route that arrives every 30-60 
minutes on weekdays. It stops north and south of the proposed station area near Harmon 
and Rochelle Avenues, about 600 feet away. 

Route 109 – Maryland Parkway: Route 109 runs north to south, connecting the airport to 
the Downtown. It’s a frequent service route that arrives every 15-20 minutes on weekdays. 
It stops north and south of the proposed station area near Harmon and Rochelle Avenues, 
about 600 feet away. 
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Del Mar and University Station – Segment 4 

Map

 

Overview of the Area 

The proposed station site is near the 
intersection of University Road and 
Maryland Parkway. University Road is a 
local street servicing UNLV’s campus. The 
site’s immediate adjacencies are a strip-
mall, fast food restaurants, and a campus 
building. Within a half-mile radius there 
are campus uses west of Maryland 
Parkway, commercial uses to the east and 
single- and multi-family residential beyond 
the commercial. 

Existing 
Residents and 
Employees 

(standardized 
data – see note 
at beginning) 

Residents (2010 Decennial Census): 1,465 people 

Age Cohorts (2010 Decennial Census): ages <18: 175 people; ages 18-24: 375 people; ages 
25-34: 300 people; ages 35-44: 185 people; ages 45-54: 165 people; ages 55-64: 145 
people; ages 65+: 120 people 

Employees (2013 estimate American Community Survey): labor force: 665 people; 
employed: 615 people; unemployed: 50 people 

Development 
Opportunities  

Score: 7.0; Within a ¼-mile of the station there are 21.3 developable acres, including 10.2 
acres that are vacant or partially vacant and 11.1 acres that are underutilized.   

Transportation 
Benefits 

Connectivity to neighborhoods 

Campus blocks are large with parking lots located primarily along Maryland Avenue. 

Neighborhood access is adequate with collector roads dedicated to navigating 
commercial uses. 

University Road terminates at Maryland Parkway, discontinuing a gridded connection 
through to residential dwellings. 

Adjacency to other transit routes 

CX – The Centennial Express runs north to south, connecting the airport to the Downtown 
and beyond to Centennial Hills Transit Center. It’s an express route that arrives every 30-60 
minutes on weekdays. It stops at UNLV’s Transit Center located about 300 feet west of the 
proposed station area. 

Route 109 – Maryland Parkway: Route 109 runs north to south, connecting the airport to 
the Downtown. It’s a frequent service route that arrives every 15-20 minutes on weekdays. 
Stops are 150 feet south of the proposed station area. 
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Tropicana Station – Segment 5 

Map

 

Overview of the Area 

The proposed station site is near the 
intersection of Tropicana Avenue and 
Maryland Parkway. Tropicana Avenue is a 
major arterial street with 6 travel lanes and 
2 turn lanes. The site’s immediate 
adjacencies are a strip-mall, a gas station, 
fast food restaurants, an auto shop, and a 
library. Within a half-mile radius there are 
predominantly retail and service 
commercial uses with multi- and single-
family beyond. 

Existing 
Residents and 
Employees 

(standardized 
data – see note 
at beginning) 

Residents (2010 Decennial Census): 2,445 people 

Age Cohorts (2010 Decennial Census): ages <18: 590 people; ages 18-24: 420 people; ages 
25-34: 460 people; ages 35-44: 380 people; ages 45-54: 275 people; ages 55-64: 185 
people; ages 65+: 135 people 

Employees (2013 estimate American Community Survey): labor force: 1,030 people; 
employed: 940 people; unemployed: 90 people 

Development 
Opportunities  

Score: 6.3; Within a ¼-mile of the station there are 47.6 developable acres, including 10.2 
acres that are vacant or partially vacant and 37.4 acres that are underutilized.   

Transportation 
Benefits 

Connectivity to neighborhoods 

Blocks are very large (roughly 600 feet by 1,000 feet) with little or no opportunity to 
connect through to neighborhoods, with exception of a few residential access points in 
the northeast quadrant 

Commercial uses are accessed by numerous driveways and parking lots that are 
disconnected from the surrounding neighborhoods 

Tropicana Avenue provides access points to parking lots that only connect to commercial 
uses, but occasionally there are collector roads connecting to residential neighborhoods. 

Adjacency to other transit routes 

Route 201 – Tropicana Avenue: Route 201 runs west to east with 2 variations (201A, 201B) 
diverging to different neighborhoods at its western and southern limits. It’s a frequent 
service route that arrives every 15-20 minutes on weekdays. Stops are 300 feet east and 
west of the proposed station area. There are stops every quarter mile along Tropicana 
Avenue in the immediate adjacencies. 

CX – The Centennial Express runs north to south, connecting the airport to the Downtown 
and beyond to Centennial Hills Transit Center. It’s an express route that arrives every 30-60 
minutes on weekdays. Stops are 150 feet south of the proposed station area. 

Route 109 – Maryland Parkway: Route 109 runs north to south, connecting the airport to 
the Downtown. It’s a frequent service route that arrives every 15-20 minutes on weekdays. 
Stops are 150 feet south of the proposed station area. 
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Reno Station – Segment 5
Map Overview of the Area 

The proposed station site is near the 
intersection of Reno Avenue and Maryland 
Parkway. Reno Avenue is a 2-way single 
lane street that dead-ends into Maryland 
Parkway from the East. To the west of 
Maryland Parkway, Reno Avenue exists as 
an alleyway. The site’s immediate 
adjacencies are multi-family dwellings, a 
dollar store and a gas station. Within a 
half-mile radius there is predominantly 
multi-family housing and a large strip-mall 
to the northeast. 

Existing 
Residents and 
Employees 

(standardized 
data – see note 
at beginning) 

Residents (2010 Decennial Census): 3,865 people 

Age Cohorts (2010 Decennial Census): ages <18: 1205 people; ages 18-24: 455 people; 
ages 25-34: 695 people; ages 35-44: 630 people; ages 45-54: 430 people; ages 55-64: 280 
people; ages 65+: 170 people 

Employees (2013 estimate American Community Survey): labor force: 1,505 people; 
employed: 1,255 people; unemployed: 250 people 

Development 
Opportunities 

Score: 5.5; Within a ¼-mile of the station there are 37.5 developable acres, including 17.6 
acres that are vacant or partially vacant and 19.9 acres that are underutilized.   

Transportation 
Benefits 

Connectivity to neighborhoods 

Blocks are massive (roughly 600 feet by 1,000 feet) with little or no opportunity to connect 
through to neighborhoods at the peripheries.  

The strip mall is accessed by numerous driveways and parking lots that are disconnected 
from the surrounding neighborhoods. 

Reno Avenue provides access points to neighborhoods either as an alley or as a local 
street with fronting buildings. 

Adjacency to other transit routes 

Route 109- Maryland Parkway: Route 109 runs north to south, connecting the airport to the 
Downtown. It’s a frequent service route that arrives every 15-20 minutes on weekdays. 
Stops are 150 feet from the proposed station area. 
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Hacienda Station – Segment 5
Map Overview of the Area 

The proposed station site is near the 
intersection of Hacienda Avenue and 
Maryland Parkway. Hacienda Avenue is an 
arterial street with large blocks. The site’s 
immediate adjacencies are multi- and 
single-family dwellings. Within a half-mile 
radius single- and multi-family housing are 
predominant, with an Elementary school 
to the east. A large portion of the housing 
north of the intersection is a gated 
townhome community. 

Existing 
Residents and 
Employees 

(standardized 
data – see note 
at beginning) 

Residents (2010 Decennial Census): 2,970 people 

Age Cohorts (2010 Decennial Census): ages <18: 930 people; ages 18-24: 325 people; 
ages 25-34: 505 people; ages 35-44: 455 people; ages 45-54: 350 people; ages 55-64: 245 
people; ages 65+: 160 people 

Employees (2013 estimate American Community Survey): labor force: 1,320 people; 
employed: 1085 people; unemployed: 235 people 

Development 
Opportunities 

Score: 4.3; Within a ¼-mile of the station there are 5.7 developable acres, including 3.3 
acres that are vacant or partially vacant and 2.4 acres that are underutilized.   

Transportation 
Benefits 

Connectivity to neighborhoods 

Blocks north of Hacienda Avenue are generally large masses of inward facing 
development with few collector roads. 

Blocks south of Hacienda Avenue are oriented perpendicular to Maryland Parkway with 
opportunities for east/west passages. 

Hacienda Avenue provides some access points to neighborhoods. 

Adjacency to other transit routes 

Route 109- Maryland Parkway: Route 109 runs north to south, connecting the airport to the 
Downtown. It’s a frequent service route that arrives every 15-20 minutes on weekdays. 
Stops are 150 feet from the proposed station area. 
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Russell Station – Segment 5
Map Overview of the Area 

The proposed station site is near the 
intersection of Russell Road and Maryland 
Parkway. Russell Road marks the northern 
border of McCarran International Airport 
and enters the airport at the road’s 
western terminus. The site’s immediate 
adjacencies are multi- and single-family 
dwellings and a vacant tract of land 
proposed for park development. Within a 
half-mile radius single-family housing 
predominately resides to the west of 
Maryland Parkway and multi-family 
housing to the east. 

Existing 
Residents and 
Employees 
(standardized 
data – see note 
at beginning) 

Residents (2010 Decennial Census): 925 people 

Age Cohorts (2010 Decennial Census): ages <18: 265 people; ages 18-24: 105 people; ages 
25-34: 150 people; ages 35-44: 135 people; ages 45-54: 120 people; ages 55-64: 80 people;
ages 65+: 70 people

Employees (2013 estimate American Community Survey): labor force: 565 people; 
employed: 520 people; unemployed: 45 people 

Development 
Opportunities 

Score: 2.5; Within a ¼-mile of the station there are 0 developable acres. 

Transportation 
Benefits 

Connectivity to neighborhoods 

A grid pattern exists but is interrupted with cul-de-sacs and limited entrances to the 
neighborhoods. 

Blocks are oriented perpendicular to Maryland Parkway creating opportunities for multiple 
east/west passages. 

Russell Road provides no direct access to neighborhoods. 

Adjacency to other transit routes 

Route 109- Maryland Parkway: Route 109 runs north to south, connecting the airport to the 
Downtown. It’s a frequent service route that arrives every 15-20 minutes on weekdays. 
Stops are 300 feet north of the proposed station area intersection. 
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Evaluation of Existing Maryland Parkway Conditions 
Following is an evaluation of the existing conditions along the Maryland Parkway Corridor, 
including analysis of the current development and land uses, levels of connectivity and 
accessibility available to residents.  

Existing Land Use 
Figure 2: Existing Land Use: Maryland Parkway Corridor Study Area 

Commercial  
The Maryland Parkway Corridor consists of just over 1,231 acres of commercial land use -
representing 28% of land use in the Maryland Parkway Corridor Study area. Segment 2 contains 
the most commercial land use with approximately 253 acres or 48% of the segments total area. 
Segment 5 contains the least commercial land use with approximately 39 acres or 6% of the 
segment’s total area.  

Communication/Transportation/Utilities  
The Maryland Parkway Corridor consists of almost 300 acres of communication/transportation/ 
utilities land use - representing 7% of land use in the Maryland Parkway Corridor Study area. 
Segment 5 contains the most communication/transportation/utilities land use with 
approximately 240 acres or 38% of the segment’s total area. Segment 4 contains the least 
commercial land use with just over 1 acre. 

Industrial  
The Maryland Parkway Corridor consists of just over 27 acres of industrial land use - 
representing less than 1% of land use in the Maryland Parkway Corridor Study area. 
Interestingly, the Downtown contains the most industrial land use with approximately 16 acres 
or 2% of the segment’s total area. Segments 1,2 and 3 contain the least commercial land use 
with 0 acres each. 

Residential  
The Maryland Parkway Corridor consists of just over 1,741 acres of residential land use -
representing 44% of land use in the Maryland Parkway Corridor Study area. Segment 1 contains 
the most residential land use with approximately 355 acres or 70% of the segment’s total area. 
Downtown contains the least residential land use with approximately 189 acres or 28% of the 
segment’s total area.  



Maryland Parkway: Land Use and Economic Development Evaluation 33 

Undeveloped 
The Maryland Parkway Corridor consists of approximately 292 acres of undeveloped land -
representing 7% of the Maryland Parkway Corridor Study area. The Medical Center and 
Downtown contain the most undeveloped land with 118 acres and 89 acres respectively, or 13% 
of each segment’s total area. Segment 4 contains the least undeveloped land with 
approximately 8 acres or less than 2% of the segment’s total area.  
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Figure 3: Maryland Parkway Existing Land Use 
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Existing Zoning  
The Maryland Parkway Corridor study area falls in two jurisdictions – the City of Las Vegas 
(Medical Center, Downtown, and Segment 1) and Clark County (Segments 2-5). Following is a 
detailed breakdown of each jurisdictions zoning uses in the designated area.  

The City of Las Vegas portion of Maryland Parkway accounts for roughly 2,058 acres. Single 
family residential is the largest zoned area occupying 26% (539 acres) of the covered area. 
General and limited commercial, combined make for a total of 24% (487 acres) of the City of Las 
Vegas Zoned Area. Also important to note are the 346 acres of land zoned for planned 
development – all of the parcels are located in the Medical Center segment boundary.  

The Clark County portion of Maryland Parkway accounts for roughly 2,643 acres. Almost half 
(49%) of the land is zoned for residential uses, with 22% (590 acres) zoned single family 
residential. An additional 22% (582 acres) is zoned public facility – with the majority (517 acres) 
occurring in Segments 4 and 5.  
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Figure 4: Existing Zoning: City of Las Vegas - Maryland Parkway Corridor Study Area 
Study Area (acres of zoning use) 

City of Las 
Vegas Existing 
Zoning 

Medical 
Center 
(acres) 

Downtown 
(acres) 

Segment 
1 (acres) 

Totals 
Acres 

Civic 45.52 64.86 49.76 160.14 
Commercial/ 
Industrial 0.0 24.19 0.0 24.19 

Designed 
Commercial 14.03 0.0 1.46 15.49 

General 
Commercial 3.67 292.77 9.11 305.55 

Limited 
Commercial 78.16 44.07 59.45 181.68 

Industrial 37.04 36.65 0.0 73.69 
Office 7.15 0.0 0.37 7.52 
Professional 
Office 20.69 30.31 13.48 64.48 

Planned 
Development 346.58 0.0 0.0 346.58 

Residential 
Planned 
Development 

43.19 8.09 4.27 55.55 

Neighborhood 
Service 0.0 0.0 0.18 0.18 

Apartment 0.79 4.44 0.0 5.23 

High Density 
Residential 0.17 53.56 0.69 54.42 

Medium 
Density 
Residential 

0.0 35.11 0.0 35.11 

Medium Low 
Density 
Residential 

0.0 13.44 28.79 42.23 

Single Family 
Residential 140.12 62.88 336.02 539.02 

Residential 
Estates 59.5 0.0 0.0 59.5 

Ranch Acres 87.23 0.0 0.0 87.23 
Total Acres 883.84 670.37 503.58 2057.79 



Maryland Parkway: Land Use and Economic Development Evaluation 37 

Figure 5: Existing Zoning: Clark County - Maryland Parkway Corridor Study Area 

Local Business 14.4 12.56 33.98 11.82 72.76
General 
Commercial

144.22 215.6 65.61 44.14 469.57

Office and 
Professional 

1.53 2.88 1.17 3.82 9.4

Commercial 
Residential 
Transitional 

0.0 0.8 0.0 0.0 0.8

Limited Resort 
and Apartment

43.58 97.94 0.13 0.0 141.65

Multi Layer Zone 3.54 0.02 0.083 0.0 4.39
Public Facility 10.01 55.1 257.42 259.62 582.15
Single Family 
Residential 

269.63 127.19 18.61 175.05 590.48

Medium Density 
Residential 

18.63 0.0 2.29 12.52 33.44

Multiple Family 
Residential 

39.36 2.33 65.35 91.75 198.79

High Density 
Multiple Family 
Residential 

74.92 64.66 103.42 84.77 327.77

Apartment 15.24 91.33 28.06 9.93 144.56

Rural Estates 0.0 0.0 25.72 40.46 66.18

Urban Village 0.0 1.47 0.0 0.0 1.47

Total Acres 635.06 671.88 602.59 733.88 2643.41

Totals 
Acres

Study Area (acres of zoning use)
Clark County 
Existing Zoning 

Segment 2 
(acres)

Segment 3 
(acres)

Segment 4 
(acres)

Segment 5 
(acres)
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Existing Walkability of Corridor  
Following is a map depicting walkability and access to the proposed station stops along the 
Corridor. The ¼- and ½-mile diamond-shaped walkshed:  

• Identifies proposed stations in each segment that are already well connected (For
example Oakey Station in Segment 1 and University North Station in Segment 4);

• Identifies proposed stations in each segment that are not well connected and would
benefit from connectivity improvements (For example, Sunrise Medical District Station in
Segment 2 and at and south of the Boulevard Mall in Segment 3); and

• Demonstrates the potential for land development if new connectivity improvements are
invested in around the proposed stations.

In summary our analysis found that over 65% of the land area in the Maryland Parkway Study 
area falls with ½-mile walkshed of the proposed stations. Additionally, over 33% of the land area 
falls within a ¼-mile walkshed of the proposed stations.  
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Figure 6: Walking Shed Analysis 
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Existing Resident Vehicle Access and Car Dependency  
The installation of the proposed stations will permit for decreased car dependency, increased 
mobility choices, and better service for those residents that are already transit dependent along 
the Corridor as residents will have access to a dependable improved public transit options.  

A summary of our analysis follows: 
• 11 of the 24 proposed stations border areas where 50% or more of households have 1 or

fewer cars;
• Segment 1 is the most transit dependent of the segments;
• The highest levels of non-vehicle commuting occur in Segment 4 near the University of

Nevada – Las Vegas Campus and also on the south western portion of the Downtown
segment; and

• The lowest levels of non-vehicle commuting occurred in Segments 1 and 5.

Of the 29,334 households in the study area: 
• 32% of the households have no vehicle;
• 44% of the households have 1 vehicle; and
• 24% of the households have more than 1 vehicle available.

Following are maps depicting current vehicle ownership by household and percent of non-
vehicle commuting households along the corridor.  
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Figure 7: Vehicles Available 
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Figure 8: Non-Auto Commuting 
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Economic Development Evaluation 

Plans and Policies  
Below is an evaluation of the plans and policies in place that will help to: 1) increase transit 
corridor and station area development; 2) enhance transit-friendly character or corridor and 
station area development; and 3) improve pedestrian facilities. 

Clark County Comprehensive Plan  
The Clark County Comprehensive Plan is a long-term, general policy plan for the physical 
development of unincorporated Clark County. The Growth Management policies of the Land 
Use Element are especially important to the future of the Maryland Parkway study area. They 
include: 

• Transit Oriented Development: Encouraging transit oriented development through
moderate to higher density development along existing or planned regional transit
systems, mixed uses within proximity to transit systems and other developments, and
the centralized development of retail facilities, parks, day care, civic services and transit
stops.

• Neo-Traditional Design: Encouraging compact urban forms along transit corridors or
town centers.

• Infill: Encouraging the intensification of infill sites to be balanced with a strong sensitivity
to protecting existing neighborhoods, encouraging pedestrian use, compact
development and the reduction of air pollution.

• Mixed-use: Encouraging mixed-use development that locates complementary land uses
such as housing, retail, offices, services and public facilities within walking distance of
each other.

The Southern Nevada Strong Plan 
Its purpose is to develop regional support for long-term economic success, establishing 
stronger communities in South Nevada.1 The plan’s main themes are improving economic 
competitiveness and education, increasing transportation choice and investing in complete 
communities. The process took 3 years with extensive public outreach and constructed a shared 
vision and Regional Plan. Goals and policy strategies were recommended to enhance Southern 
Nevada’s capability of implementing the Regional Plan. 

With respect to Maryland Parkway, the plan recognizes the corridor as one of four opportunity 
sites. As part of the plan’s vision, redevelopment is planned to occur along Maryland Parkway. 
Additionally, one of the plan’s goals / policy strategy is to continue evaluating Maryland 
Parkway as a BRT or rail corridor considering its geographical position as a candidate for future 
transit enhancements.  

1 Southern Nevada Strong Regional Plan. January 2015. southernnevadastrong.org 
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Las Vegas Downtown Master Plan 
The City of Las Vegas is currently in a 15-month process to update their current Downtown 
Master Plan. 2 It’s a comprehensive planning process with emphasis on land use and community 
development. Major areas of the draft plan include: 

• A transportation study looking at the connection between land use and mobility with an
emphasis on supporting development in concert with a multimodal network;

• Support and integration of institutional and industrial drivers to support ‘Centers of
Excellence’;

• Focusing on building higher density urban areas that meet the everyday needs of Las
Vegas residents and visitors; and

• Creation of distinct districts that are well linked and accessible.

Maryland Parkway Alternatives Analysis  
The Regional Transportation Commission of Southern Nevada (RTC) is currently conducting a 
transit infrastructure study along the Maryland Parkway corridor, which could include various 
enhancements to pedestrian and bicycle facilities. Based on the current state of the study, 
redevelopment of the corridor could incorporate complete streets design principles, which aim 
to improve access for all users while enabling transit to be a more viable transportation option. 
Recommendations of the study will primarily impact the public right-of-way and street design 
along the Maryland Parkway corridor, with strategies to improve mobility between destinations 
and improvements to the streetscape.  

University of Nevada Las Vegas Campus Master Plan Update  
The University of Nevada Las Vegas (UNLV) is actively pursuing a public-private partnership to 
create a revitalized university district along the Maryland Parkway corridor that will serve as a 
gateway to the campus. The UNLV campus master plan recommends perimeter improvements 
to improve access to the campus, to unify the university's urban identity, and to integrate the 
campus with the surrounding community. The plan specifically identifies a need to develop an 
inviting signature entrance to the campus where Harmon Avenue meets Maryland Parkway, 
which includes the demolition of Frazier Hall. UNLV is collaborating with private developers, 
businesses and residents as well as other public groups, including Clark County.  

UNLV’s last update to their Campus Master Plan was in 2012. 3 With its main purpose guiding 
future development, emphasized improvements include: 

• Modification of its Midtown UNLV vision;

• Describing the development of a multi-modal transit center in cooperation with the
Regional Transportation Commission of Southern Nevada;

• Integrating and expanding housing opportunities on or adjacent to the UNLV campus;

• Expanding the amount of parking to include 11,000 - 13,000 additional spaces for
campus use and for a proposed mega-events center; and

2 City of Las Vegas. Future Neighborhood Plan. downtown.vegas.com 
3 UNLV Campus News. UNLV Campus Master Plan Approved. November 30, 2012. www.unlv.edu 
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• Outlining strategic development of the academic core.

South of Sahara Avenue (SOSA) District Standards and Guidelines  
The Standards and Guidelines apply to the western edge of Maryland Parkway, between Sahara 
Avenue and Karen Avenue, south of the City of Las Vegas city limits. The vision for this district 
includes a pedestrian-oriented urban neighborhood that has a mixture of compatible residential 
and commercial uses, a vibrant nightlife, and attractive and inviting central gathering spaces. 
Major elements that impact the Maryland Parkway study area corridor include: 

• Reducing block lengths and adding additional streets to connect with Maryland Parkway
between Sahara and Karen avenues;

• Improving the western sidewalk of Maryland Parkway with a landscape strip, street trees,
streetscape furniture, and a new sidewalk; and

• Locating residential flats and commercial block buildings along the majority of Maryland
Parkway.

Supportive Zoning Regulations near Transit Stations 
Development within the Maryland Parkway study area corridor is regulated by the zoning 
requirements of the City of Las Vegas and Clark County. The City of Las Vegas and Clark County 
regulate development of land within the Maryland Parkway study area using both the City of Las 
Vegas’ Title 19 Unified Development Code (2011) and Clark County’s Title 30 Unified 
Development Code (2000).  

Below is an evaluation of the zoning regulations in place that will help to: increase development 
density in transit station areas; enhance transit-oriented character of station area development 
and pedestrian access; and reduce parking allowance and provide traffic mitigation near 
stations.  

Zoning and Development Codes  

• Building height: All multi-family and nonresidential uses located adjacent (defined as
properties that share a common property line or are separated only by a street right-of-
way or easement) to residential uses, including the R-E and R-1 zones, are subject to
adjacency standards which include additional setbacks based on height at a ratio of
three to one. For example, a 100-foot tall building must be set back 300 feet from the
property line. In addition, multi-family and/or nonresidential uses adjacent to residential
uses cannot create a light source greater than 0.5 of one-foot candle at the property
line.

• Bulk and scale: Box-like or single, monolithic forms must be relieved by variations in
massing or articulation of facades. Buildings shall create a continuity of street spaces by
locating a maximum amount of their front elevation on the setback line. Buildings should
also be placed parallel to the street.

• Orientation: Buildings on corner lots should be oriented to the corner and to the street
fronts, and should make a strong tie to the building lines of each street. Interconnected
walkways and parking drives between buildings on the site and those of adjacent
development should be used to provide for the safe and efficient movement of
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pedestrians, bicycles and vehicles within the site and between the site and adjacent 
development where feasible. 

• Exterior materials and finishes: Concrete or clay tile and architectural metal should be
used on all sloped roofs. Standard three-tab asphalt shingles, fiberglass shingles, and
wood shingles and shakes are prohibited. Stone, stucco, colored or exposed aggregate
or textured finish concrete, decorative block and brick are the preferred materials for
building exteriors.

• Coherent design: All sides of a building shall be coherently designed and treated. A
consistent level of detailing and finish is required for all sides of a building.

• Service and loading: Service and loading zones shall be located to the rear, side or in an
internal location where visibility from public rights-of-way and views from neighboring
buildings and properties will be minimized.

• Natural systems: Natural features such as washes and existing vegetation should be
retained in their natural state and integrated into the design of the site. When
geotechnical conditions are favorable, on-site detention of storm water is encouraged as
a means of reducing stormwater runoff.

• Circulation: Provisions shall be made in all developments to integrate bicycle and
pedestrian paths (as defined in the Trails Element of the City’s Master Plan) that connect
to adjacent developments and residential neighborhoods. A continuous internal
pedestrian and handicap accessible walkway shall be provided from the perimeter
public sidewalk to the principal customer entrance. Additional pedestrian walkways
should be distinguished through the use of special pavers, bricks or patterned concrete,
and should be raised slightly to enhance pedestrian safety and the attractiveness of the
walkway.

• Parking: The Development Codes for both Clark County (Title 30) and the City of Las
Vegas (Title 19) provide ratios for required off-street (on-site) parking based on use. The
development code also allows for alternative parking arrangements if specific conditions
exist including, common ownership of properties, shared parking, and proximity to off-
street parking area. Project applicants can also submit a parking demand analysis to
propose a reduction in required parking or alternative off-street parking arrangement.
Given that high-capacity transit service is planned along Maryland Parkway in the future,
there is a rationale for a reduction in parking requirements for residential, commercial
and institutional uses. More flexibility in required off-street parking will expand the
range of urban form that is possible along Maryland Parkway, by increasing the amount
of space available to pedestrians and transit users.

Tools to Implement Land Use Policies  
To achieve successful revitalization of the Maryland Parkway corridor partnerships between 
Clark County, the City of Las Vegas, RTC and property owners are vital. The following is a 
summary of the tools that have been identified by these groups to help aid in the revitalization 
effort.  
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• Outreach in support of transit supportive planning: Since 2014, the project team have
engaged in numerous public events, including multiple community focus groups,
interviews with residents and community leaders, open houses, and a MetroQuest
survey where 60% of respondents lived and/or worked along the corridor. All of these
activities have resulted in an estimated 70,000 responses.4

• Regulatory and financial incentives to promote transit-supportive development: As part
of the implementation strategy, SNS recommended the development of regulatory
incentive packages for station areas, including reduction in parking standards, density
bonus, market and branding packages. Additionally, since Business Improvement
Districts (BIDS) are not permitted by Nevada law, the use of Special Improvement
Districts and General Improvement Districts has been supported as method to make
specific infrastructure improvements.

• Clark County Mixed Use Overlay District: Encourage a diversity of compatible land uses,
including a mixture of residential with at least one or more of the following: commercial,
office, educational, institutional, and other appropriate urban uses. Four subdistricts
were created to help identify appropriate development, in terms of building heights,
density and parking requirements. The four subdistricts range from ‘most intense urban
form’ to ‘least intense suburban form’ with the higher, more dense development being
permitted in more urban settings and being more restricted in the suburban form.
Parking throughout the four subdistricts must comply with the county’s parking
requirements established by Title 30.  However, the mixed use overly does permit
developments located within ¼ -mile of a transit station to apply for a parking reduction.

• Efforts to engage the development community in station area planning and transit
supportive development: The Maryland Parkway corridor encompasses the jurisdictions
of both Clark County and the City of Las Vegas, the RTC is the only agency that has
jurisdiction along the entire corridor. Federal incentives, such as those available through
HUD and FTA, encourage partnerships between transit agencies and local governments
to achieve transit supportive development. These agencies help to facilitate and support
the building of affordable housing and transit supportive development adjacent to new
station stops.

Performance of Land Use Policies 
Understanding and evaluating the potential impact and performance of transit supportive land 
use policies in any TOD development project is critical. Following are case studies that provide 
examples of best practices in:  

1) guidelines for transit supportive development patterns
2) connectivity improvements,
3) parking standards.

4 Maryland Parkway Corridor Implementation Strategy Report. December 2014. http://www.rtcsnv.com/wp-
content/uploads/2012/10/1_SNS_MDPkwyImplementationStrategyReport_121614.pdf

http://www.rtcsnv.com/wp-content/uploads/2012/10/1_SNS_MDPkwyImplementationStrategyReport_121614.pdf
http://www.rtcsnv.com/wp-content/uploads/2012/10/1_SNS_MDPkwyImplementationStrategyReport_121614.pdf
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Developed Guidelines for Transit Supportive Development Patterns: Portland, Oregon  
By establishing a list of guidelines to help progress and support transit development, Portland 
is working towards linking walkable communities with abundant multimodal transit options. 
Metro’s Transit Oriented Development program helps investors identify land and secure 
financing to create high density, mixed-use developments. By working with investors, the City of 
Portland can help direct development and encourage appropriate growth.  

Connectivity Improvements: Cleveland, Ohio  
In an effort to better connect the eastern suburbs with the core of downtown, as well as spur 
economic investment in a corridor rich with investment opportunities, a coalition of public and  
private entities opened the HealthLine in 2008. This BRT line is widely recognized as one of the 
best examples of bus rapid transit in the country largely due to its station design, access, and 
connections. Since opening, investment in development along the corridor has exceeded $4 
billion dollars and is projected to continue. Partnerships between the Cleveland Clinic, Case 
Western Reserve University, Cleveland State University, and other actors along the corridor 
continue make investments that are improving the character of the corridor.  

Parking Standards: Seattle, Washington 
To help reduce parking demand and support non-automobile transit options, the City of Seattle 
enacted parking maximums in its downtown designed to cap the amount of parking allowed 
per square foot of zoned office and commercial space. Additionally, the City eliminated parking 
requirements in the commercial zones of Urban Centers. By eliminating its 20-year old minimum 
parking requirements and parking restrictions for residential uses in the downtown, Seattle has 
been able to support new development that enhances walkability and increases transit 
connectivity by devoting less space to the automobile.  
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Potential Impact of Transit Project on Regional Land Use  
Development Capacity 
The following provides a summary of total acres by zoning district, organized by study area 
segment. The summary for each segment includes a description of potential development 
capacity based on zoning district type. For the purposes of this analysis, development capacity 
is a general assumption of the total land area or residential development potential available for 
each zoning district that includes existing development. Where identified in the zoning 
regulation, the analysis applies maximum lot coverage requirements to determine non-
residential development capacity (expressed in gross acres), and residential density ranges or 
minimum lot sizes for residential development capacity (expressed in dwelling units). In most 
cases, non-residential capacity could be greater when adding additional building stories to 
development projects.  

Figure 9: Medical Center Development Capacity 

• Medical Center: The Medical Center segment has an approximate total area of 347 acres.
This segment has 56 acres of non-residential capacity. Single family residential accounts for
the largest residential acreage (140 acres).

Min. Max.
Limited Commercial (C-1) 78 39 - -

General Commercial (C-2) 4 2 - -

Designed Commercial (C-D) 14 4.2 - -

Civic District (C-V) 46 - - -

Professional Office (P-O) 21 11 - -

Single Family Residential (R-1) 140 - - -

Medium-Low Density Residential (R-2) - - - -
Medium Density Residential (R-3) - - - -
High Density Residential (R-4) 1 - - -
Residential Planned Development (R-
PD1, R-PD25)

43 - - -

Total 347 56 0 0

Total 
Acreage 
(acres)

Non-
Residential 

Development 
Capacity 

(acres)1

Residential Density 

(total dwelling units)2
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Figure 10: Downtown Development Capacity 

• Downtown: The Downtown segment has an approximate total area of 606 acres. Based on
non-residential acreage totals, this segment could provide for 184 acres of non-residential
uses. Residentially zoned parcels could allow for a total range of 539 to 1,918 dwelling units.
The majority of these units would occur within the medium residential zoning district.

Min. Max.
Limited Commercial (C-1) 44 22 - -

General Commercial (C-2) 293 147 - -

Designed Commercial (C-D) - - - -

Civic District (C-V) 65 - - -

Professional Office (P-O) 30 15 - -

Single Family Residential (R-1) 63 - - -

Medium-Low Density Residential (R-2) 14 - 84 168
Medium Density Residential (R-3) 35 - 455 1750
High Density Residential (R-4) 54 - - -
Residential Planned Development (R-
PD1, R-PD25)

8 - - -

Total 606 184 539 1918

Total 
Acreage 
(acres)

Non-
Residential 

Development 
Capacity 

(acres)1

Residential Density 

(total dwelling units)2
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Figure 11: Segment 1 Development Capacity 

Note: The totals provided in this table represent a preliminary assessment of total land area based 
on existing zoning requirements and will require additional refinement based on existing conditions, 
regulatory parameters and on-the-ground conditions. Total acreage is based on available GIS data 
and does not include public rights-of-way or the entirety of land within the proposed boundary. 
1Based on reduction in maximum lot coverage for each zoning district. Total acreage is based solely 
on gross acreage of site and does not account for other development requirements such as 
setbacks, parking standards, pedestrian walkways or street improvements.  
2Based on minimum and maximum residential density (units per gross acre).  

• Segment 1. Charleston Boulevard to Sahara Avenue: Segment 1 has an approximate total
area of 503 acres. Based on non-residential acreage totals, this segment could provide for
41 acres of non-residential uses. Residentially zoned parcels could allow for a total range of
174 to 348 dwelling units. The majority of these units would occur within the single family
residential zoning district and additional residential units may be possible within the
Residential Planned Development zones.

Min. Max.
Limited Commercial (C-1) 60 30 - -

General Commercial (C-2) 9 5 - -

Designed Commercial (C-D) 1 0.3 - -

Civic District (C-V) 50 - - -

Professional Office (P-O) 13 7 - -

Single Family Residential (R-1) 336 - - -

Medium-Low Density Residential (R-2) 29 - 174 348
Medium Density Residential (R-3) - - - -
High Density Residential (R-4) 1 - - -
Residential Planned Development (R-
PD1, R-PD25)

4 - - -

Total 503 41 174 348

Total 
Acreage 
(acres)

Non-
Residential 

Development 
Capacity 

(acres)1

Residential Density 

(total dwelling units)2
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Figure 12: Segment 2 Development Capacity 

Note: The totals provided in this table represent a preliminary assessment of total land area 
based on existing zoning requirements and will require additional refinement based on existing 
conditions, regulatory parameters and on-the-ground conditions. Total acreage is based on 
available GIS data and does not include public rights-of-way or the entirety of land within the 
proposed boundary. 
1Based on reduction in maximum lot coverage for each zoning district. Total acreage is based 
solely on gross acreage of site and does not account for other development requirements such 
as setbacks, parking standards, pedestrian walkways or street improvements.  
2Based on minimum and maximum residential density (units per gross acre).  

• Segment 2. Sahara Avenue to Desert Inn Road: Segment 2 contains approximately 622
acres, with 10 total acres of development capacity on non-residential land. This segment
contains a large number of acres zoned for higher density residential, as well as 270 acres of
land zoned for single family residential. Based on existing zoning, the approximate total
capacity for residential development is 7,029 units.

Total 
Acreage

(acres)
Local Business (C-1) 14 8 -

General Commercial (C-2)
1 144 - -

Office and Professional (C-P) 2 1 -
Resort and Apartment (H-1) 44 - 2,200
Single Family Residential (R-1) 270 - 1350

Medium Density Residential (R-2) 19 - 152

Multi-Family Residential (R-3) 39 - 702
Multi-Family Residential High 
Density (R-4)

75 - 1,875

Apartment Residential (R-5) 15 - 750
Total 622 10 7,029

Non-
Residential 

Development 
Capacity 

(acres)1

Residential 
Density 
(total 

dwelling 

units)2
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Figure 13: Segment 3 Development Capacity 

Note: The totals provided in this table represent a preliminary assessment of total land area 
based on existing zoning requirements and will require additional refinement based on 
existing conditions, regulatory parameters and on-the-ground conditions. Total acreage is 
based on available GIS data and does not include public rights-of-way or the entirety of land 
within the proposed boundary. 
1Based on reduction in maximum lot coverage for each zoning district. Total acreage is based 
solely on gross acreage of site and does not account for other development requirements 
such as setbacks, parking standards, pedestrian walkways or street improvements.  
2Based on minimum and maximum residential density (units per gross acre).  

• Segment 3. Desert Inn Road to Flamingo Road: Segment 3 has approximately 671 acres,
with 140 acres of non-residential development capacity. The majority of this total is zoned
General Commercial (130 acres). Residential-zoned lands have an approximate total
capacity of 11,746 dwelling units. The majority of the residential capacity is based on the 91
acres of Apartment Residential zoning which could allow for approximately 4,500 housing
units.

Total 
Acreage

(acres)
Limited Business District (C-1) 13 8 -

General Commercial District (C-2) 216 130 -

Office and Professional District   
(C-P)

3 2 -

Commercial Residential 
Transition (CRT)

1 1 -

Resort and Apartment (H-1) 98 - 4900
Public Facility (P-F) 55 - -
Single Family Residential (R-1) 127 - 635
Multi-Family Residential (R-3) 2 - 36
Multi-Family Residential High 
Density (R-4)

65 - 1,625

Apartment Residential (R-5) 91 - 4550
Total 671 140 11746

Non-
Residential 

Development 
Capacity 

(acres)1

Residential 
Density 
(total 

dwelling 

units)2
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Figure 14: Segment 4 Development Capacity 

Note: The totals provided in this table represent a preliminary assessment of total land 
area based on existing zoning requirements and will require additional refinement 
based on existing conditions, regulatory parameters and on-the-ground conditions. 
Total acreage is based on available GIS data and does not include public rights-of-way 
or the entirety of land within the proposed boundary. 
1Based on reduction in maximum lot coverage for each zoning district. Total acreage is 
based solely on gross acreage of site and does not account for other development 
requirements such as setbacks, parking standards, pedestrian walkways or street 
improvements.  
2Based on minimum and maximum residential density (units per gross acre). 
3This summary includes a 3,140 acre contiguous parcel zoned P-F that contains the 
airport (Segment 5) and the UNLV campus (Segment 4). A larger portion of the parcel is 
within Segment 5. The parcel is also included in the zoning summary for Segment 4 
given the importance of UNLV along MD Parkway in Segment 4. The majority of this 
parcel is not within Segment 4 or Segment 5. 

• Segment 4. Flamingo Road to Tropicana Avenue: Segment 4 has an approximate total
area of 3,484 acres. The majority of this area comprises 3,140 acres of Public Facility-zoned
land dedicated for the UNLV campus and airport which is also included in Segment 5. Other
non-residential land consists of General Commercial (66 acres), Local Business District (34
acres) and one acre of land zoned Office and Professional District. There is approximately 61
acres of non-residential capacity. There is also a residential capacity of 5,308 dwelling units.
Higher density residential zoning, including Multi-Family and Apartment, account for the
majority of this capacity.

Total 
Acreage

(acres)
Local Business District (C-1) 34 20 -
General Commercial District (C-2) 66 40 -
Office and Professional District   
(C-P)

1 1 -

Public Facility (P-F)
3 3,140 - -

Single Family Residential (R-1) 19 - 95
Medium Density Residential (R-2) 2 - 16
Multi-Family Residential (R-3) 65 - 1170
Multi-Family Residential High 
Density (R-4)

103 - 2575

Apartment Residential (R-5) 28 - 1400
Rural Estates (R-E) 26 - 52
Total 3484 61 5308

Non-
Residential 

Development 
Capacity 

(acres)1

Residential 
Density 
(total 

dwelling 

units)2
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Figure 15: Segment 5 Development Capacity 

Note: The totals provided in this table represent a preliminary assessment of total land 
area based on existing zoning requirements and will require additional refinement 
based on existing conditions, regulatory parameters and on-the-ground conditions. 
Total acreage is based on available GIS data and does not include public rights-of-way 
or the entirety of land within the proposed boundary. 
1Based on reduction in maximum lot coverage for each zoning district. Total acreage is 
based solely on gross acreage of site and does not account for other development 
requirements such as setbacks, parking standards, pedestrian walkways or street 
improvements.  
2Based on minimum and maximum residential density (units per gross acre). 

• Segment 5. Tropicana Avenue to Russell Road: Segment 5 has the largest land area of all
segments in the study area, with 3,613 acres. The majority of this area comprises 3,132 acres
of Public Facility-zoned land dedicated for the UNLV campus and airport which is also
included in Segment 4. There are multiple other non-residential zoning districts, notably the
General Commercial district with 26 acres of development capacity. The large number of
higher density residential-zoned acres contributes to a total capacity of 5,342 residential
units.

Total 
Acreage

(acres)
Limited Business (C-1) 12 7 -

General Commercial (C-2) 44 26 -

Office and Professional (C-P) 9 5 -

Resort and Apartment (H-1) - - -

Public Facility (P-F)
1 3,132 - -

Single Family Residential (R-1) 175 - 875
Medium Density Residential (R-2) 13 - 104
Multi-Family Residential (R-3) 92 - 1,656

Multi-Family Residential High 
Density (R-4)

85 - 2,125

Apartment Residential (R-5) 10 - 500
Rural Estates (R-E) 41 - 82
Total 3,613 39 5,342

Non-
Residential 

Development 
Capacity 

(acres)1

Residential 
Density 
(total 

dwelling 

units)2
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Vacant and Underutilized Parcels  
Below is analysis of underutilized and vacant/undeveloped parcels that can support 
development or redevelopment in the short to medium term. While there are large tracts of 
undeveloped land near the corridor, there is limited land immediately adjacent to the corridor 
that is completely undeveloped and/or contiguous to other undeveloped parcels. Following is 
an identification of each segment’s vacant and underutilized parcels and potential for future 
development.  

Medical Center: The Medical Center Segment contains 128 acres of vacant/undeveloped land. 
The majority of the undeveloped parcels are concentrated in the northeast corner of the 
segment area.  

Downtown: The Downtown Segment contains 91 acres of vacant/undeveloped land. It has the 
most coverage of undeveloped properties adjacent to proposed station stops and represents 
the best opportunity for investment in transit oriented development.  

Segment 1: Segment 1 contains 20 acres of vacant/undeveloped land. The parcels are 
dispersed throughout the segment and are generally not adjacent to proposed transit stations. 

Segment 2: Segment 2 contains 19 acres of vacant/undeveloped land, including an 
approximately 3-acre parcel located adjacent to the Maryland Parkway between the proposed 
Sahara and Vegas Valley Stations.  

Segment 3: Segment 3 contains 18 acres of vacant/undeveloped land with the majority 
concentrated in the northwest corner of the segment boundary. Segment 3 has the highest 
proportion of proposed station stops adjacent to underutilized residential properties.  

Segment 4: Segment 4 contains 18 acres of vacant/undeveloped land with 2 parcels (6 acres 
total) located near the University North Station and the University of Nevada – Las Vegas 
Campus. UNLV’s Midtown vision aligns well with development potential and transit oriented 
development opportunities through this segment. 

Segment 5: Segment 5 contains 26 acres of vacant/undeveloped land. There is a 2 acre 
vacant/undeveloped parcel in the same block as the proposed Reno Station.  
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Figure 16: Vacant and Underutilized Properties 
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Housing Affordability in the Corridor  
Following is analysis on the housing affordability and income distribution of residents along the 
corridor. 

Income and Affordability 
The median income for Clark County for 2014 is $52,070; Las Vegas-Paradise Metro area median 
income for 2017 was $61,900. The map below shows the distribution of average household 
income as a percent of area median household income. HUD defines households at 30% of the 
area median income as ‘extremely low income’; 50% of the area median income as ‘very low 
income’; and 80% as ‘low income.’ Following is a brief examination of each segment’s median 
household income distribution:  

Medical Center: This segment contains a large disparity in household income. The western 
portion of the segment contains higher earning households with incomes 121%+ above the 
median income. In contrast, the eastern portion of the segment is comprised of households 
defined as extremely low income.  

Downtown: Downtown has the highest percent of extremely low income households, it also 
contains a small proportion of households on the northern edge of the boundary that make 
more than the median income in the City of Las Vegas.  

Segment 1: Contains predominately very low income and low income households, with many 
households falling at or just below the area median income. The low income households are 
concentrated adjacent to the corridor with the very low income households filling the outer 
edges.  

Segment 2: Consists of very low to low income households. As you travel down the corridor 
north to south the households adjacent to the corridor transition from a mixture of very low and 
low income households to low income households.  

Segment 3: This segment contains the greatest disparity of household incomes with areas of 
extremely low and low income households bordering areas 121%+ above the median income. 

Segment 4: While this segment contains a large portion of extremely low income households, it 
also contains a high number of students from the University of Nevada – Las Vegas. Since many 
students are not earning a full-time income while attending classes, it is not necessarily 
noteworthy that the area adjacent to the University contains low income households.  

Segment 5: This segments adjacency to the University (it borders its southern edge) partially 
explains the concentration of very low income households in the north western quadrant of the 
segment.  

Based on Clark County’s median household income of $52,070 our analysis identified areas of 
‘affordable’ housing – refer to Figure 25 Housing Affordability. The mapping indicates a high 
level of affordable housing throughout the corridor. Figures 17-23 document the median 
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income of each segment’s block groups to analyze the affordability (determined by monthly 
mortgage payments) of each segment’s housing stock. Our conclusions are as follows:  

• Housing affordability is high throughout the corridor and study area
• Approximately 1/3 (31%) of the block groups contain median home prices equal to 50%

or less of the affordable home price; the highest percentage occurs in Segment 1 (67%)
and the lowest percentage in the Medical Center (14%)

• Downtown has the largest disproportion of median house prices by block that exceed
the determined affordable housing price

• Segment 3 contains the greatest amount of incomplete median house price data and
therefore was challenging to analyze completely

Figure 17: Medical Center Household Income and Affordability 

GeoID (Block Group) 
Median 
Income ($)

Monthly 
Payment ($)

Affordable House 
Price ($)

Median House 
Price ($)

320030010063 57,991             1,450 325,000 201,600             
320030002042 51,667             1,292 285,000 210,300             
320030010061 82,452             2,061 455,000 219,200             
320030002031 36,193             905 195,000 151,000             
320030010051 110,673           2,767 590,000 440,400             
320030002034 17,306             433 95,000 - 
320030002041 57,422             1,436 315,000 241,300             
320030010052 74,485             1,862 410,000 566,400             
320030002033 22,857             571 125,000 - 
320030002032 64,318             1,608 355,000 91,000               
320030003012 24,125             603 130,000 - 



Maryland Parkway: Land Use and Economic Development Evaluation 60 

Figure 18: Downtown Household Income and Affordability 

Figure 19: Segment 1 Household Income and Affordability 

Figure 20: Segment 2 Household Income and Affordability 

GeoID (Block Group) 
Median 
Income ($)

Monthly 
Payment ($)

Affordable House 
Price ($)

Median House 
Price ($)

320030006002 23,482             587 125,000 58,600               
320030009001 27,271             682 145,000 214,400             
320030011001 20,313             508 105,000 - 
320030007003 42,639             1,066 230,000 - 
320030007004 14,533             363 75,000 253,800             
320030008002 20,170             504 105,000 - 
320030008001 14,742             369 75,000 94,400               
320030007001 0 - 0 - 
320030007002 0 - 0 - 
320030004031 17,464             437 95,000 61,300               
320030004033 12,647             316 60,000 52,700               
320030005212 26,300             658 145,000 66,200               
320030012001 45,926             1,148 255,000 173,900             
320030006001 18,800             470 100,000 57,500               

GeoID (Block Group) 
Median 
Income ($)

Monthly 
Payment ($)

Affordable House 
Price ($)

Median House 
Price ($)

320030014012 29,408             735 160,000 87,000               
320030019011 27,517             688 150,000 111,200             
320030013003 39,978             999 215,000 90,500               
320030013001 43,906             1,098 240,000 109,900             
320030013004 38,478             962 210,000 85,100               
320030012001 45,926             1,148 255,000 173,900             
320030012002 51,875             1,297 290,000 109,400             
320030013005 56,500             1,413 320,000 76,700               
320030013002 54,423             1,361 300,000 107,300             

GeoID (Block Group) 
Median 
Income ($)

Monthly 
Payment ($)

Affordable House 
Price ($)

Median House 
Price ($)

320030019014 43,917             1,098 235,000 126,600             
320030019013 27,188             680 145,000 - 
320030019022 58,523             1,463 325,000 90,600               
320030019023 50,455             1,261 280,000 190,300             
320030020003 40,033             1,001 215,000 164,000             
320030019021 40,060             1,002 215,000 87,900               
320030020002 49,297             1,232 275,000 146,700             
320030019012 48,462             1,212 265,000 58,200               
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Figure 21: Segment 3 Household Income and Affordability 

Figure 22: Segment 4 Household Income and Affordability 

GeoID (Block Group) 
Median 
Income ($)

Monthly 
Payment ($)

Affordable House 
Price ($)

Median House 
Price ($)

320030024041 30,595             765 165,000 - 
320030024044 12,241             306 65,000 - 
320030024061 36,587             915 195,000 - 
320030024052 30,000             750 165,000 - 
320030024045 23,611             590 125,000 - 
320030024053 31,494             787 170,000 - 
320030024031 27,333             683 150,000 - 
320030025013 39,030             976 215,000 203,800             
320030024062 21,250             531 110,000 53,500               
320030024043 16,295             407 85,000 - 
320030025012 32,750             819 180,000 36,300               
320030024051 27,135             678 145,000 - 
320030024042 30,089             752 160,000 - 
320030025011 70,156             1,754 390,000 143,800             

GeoID (Block Group) 
Median 
Income ($)

Monthly 
Payment ($)

Affordable House 
Price ($)

Median House 
Price ($)

320030025062 32,639             816 180,000 - 
320030026031 0 0 0 - 
320030026033 32,597             815 180,000 - 
320030025063 31,039             776 170,000 62,900               
320030025042 26,214             655 140,000 212,500             
320030026032 14,777             369 75,000 29,200               
320030025061 27,100             678 150,000 - 
320030025041 40,653             1,016 220,000 60,300               



Maryland Parkway: Land Use and Economic Development Evaluation 62 

Figure 23: Segment 5 Household Income and Affordability 

GeoID (Block Group) 
Median 
Income ($)

Monthly 
Payment ($)

Affordable House 
Price ($)

Median House 
Price ($)

320030027063 30,089             752 165,000 - 
320030068004 36,172             904 195,000 151,100             
320030027061 35,969             899 195,000 - 
320030027071 39,659             991 215,000 113,100             
320030027073 52,901             1,323 290,000 136,300             
320030068003 30,903             773 170,000 131,800             
320030027082 40,395             1,010 220,000 78,500               
320030027072 46,591             1,165 260,000 130,000             
320030027081 26,642             666 145,000 - 
320030068002 37,639             941 205,000 78,800               
320030068001 29,405             735 160,000 - 
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Figure 24: Median Income (2014) 
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Figure 25: Housing Affordability 
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Plans, Policies and Tools to Maintain or Increase Share of Affordable 
Housing  
To achieve successful revitalization of the Maryland Parkway corridor a concerted effort to 
preserve and enhance opportunities for low income households to have access to affordable 
housing must be met. The following is a summary of the policies and plans and financing tools 
and strategies targeted at preserving and increasing affordable housing in the region and along 
the corridor.  

• 2015-2019 HUD Consolidated Plan and 2015 Action Plan: This plan outlines a strategy
for Clark County, North Las Vegas, Boulder County and Mesquite to: secure affordable
housing, provide suitable living environments for all residents, and expand economic
opportunities for low and moderate income households. The plan utilizes the following
programs to achieve these goals: Community Development Block Grant (CDBG), HOME
Investment Partnership Act (HOME), and Housing Opportunities for Persons with AIDS
(HOPWA) and Emergency Solutions Grant (ESG). This Plan is significant because it
recognizes the need for long-term affordability in the region. With only 6,456 housing
units set aside for households at 50% AMI or below there is a tremendous gap in what is
available and what is required. The report estimates a need of 42,002 affordable housing
units based on the 48,458 low and extremely-low income households that are severely
cost burdened in the region.5

• Southern Nevada Strong Plan: Contains a series of recommendations and sources for
developers, public entities, residents and other interested parties that can be used to
achieve increased affordable housing options throughout the region.

• Community Development Block Grants (CDBG): Large portions of Maryland Parkway
corridor, including all area south of East Desert Inn Road; area east of Maryland Parkway
between East Desert Inn Road and Charleston Road; and all area north of Charleston
Road are eligible for these grants.

• Private Activity Bond: These tax-exempt bonds have been used in Clark County and
the Las Vegas Metro area to fund multi-family housing developments, including one
complex located north of Interstate 515 and the Maryland Parkway Corridor boundary.

5 http://www.clarkcountynv.gov/administrative-services/crm/Documents/ConPlan/Consolidated%20Plan%20Final%20Min.pdf 

http://www.clarkcountynv.gov/administrative-services/crm/Documents/ConPlan/Consolidated%20Plan%20Final%20Min.pdf
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Summary and Conclusions 
• There are opportunities to better connect McCarran Airport and Maryland Parkway to

the Convention Center and associated uses.
• The corridor’s diverse mix of uses increase the potential to establish a truly walkable

area for pedestrians and planned improvements for transit make the area easily
accessible from other areas within the region. Still, limited right-of-way and high
transportation demand will force compromise in road way design (i.e., Maryland Parkway
cannot be all things to all travelers).

• There is momentum to transform the corridor due to ongoing transit planning, and
investments along the east edge of the UNLV campus, as well as the west edge of
Boulevard Mall.

• There is a range of existing housing supply within the study area boundary, offering
convenient proximity to current and future institutional and employment uses within the
corridor. With that said, it is primarily located in segment 1 and segment 5 (as described
above).

• Some existing development regulations are generous and offer flexibility for future
growth potential. However, some commercially zoned areas have conservative height
limits of 35 feet which make additional intensification, mixing of uses and structured
parking difficult. This is especially the case in Segment 4 which has the most amount of
height-restrictive zoning (Local Business District, C-1).

• Design and development guidelines encourage development that is consistent and
compatible with adjacent residential uses and encourage compact, transit-oriented
development. As an example, commercial zoning requires a height setback ratio when
commercial uses are adjacent to residential zoning districts.

• While the corridor has a wide variety of activity generating uses and several anchors (the
airport, UNLV, Boulevard Mall and Sunrise Hospital), there are very few concentrated
nodes of activity today.
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