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Executive Summary 
The Southern Nevada Regional Goods Movement Master Plan provides a snapshot of the region’s freight 
transportation system, a forecast of future freight demand, and recommendations to address regional 
freight deficiencies. The movement of freight has a major impact on the mobility and economy of the study 
area, which covers Southern Nevada and, more particularly, the Las Vegas metropolitan area. The airport, 
roadways, and – to some extent – the railroad carry the resources that fuel the area’s economic prosperity. 
Virtually every business and household is dependent on the predictable and efficient movement of trucks. 
The continued success of the freight infrastructure depends upon its ability to provide efficient flow and to 
expand where necessary to effectively meet the region’s future needs. The success also requires maintaining 
efficient connectivity to, and synergy with, all parts of the regional, national, and international supply chain. 

Prior to developing this plan, the Regional Transportation Commission of Southern Nevada (RTC) conducted 
a regional freight data collection study and has built a freight database while conducting a data analysis to 
help better understand the specific nature of goods movement in the region. This plan builds on that 
previously collected information and other studies to assess the capabilities of the infrastructure, identify 
needs, and develop strategies for both near and long-term improvements. This plan also serves to fulfil the 
freight-related goals of the State of Nevada and National requirements and provisions reflected in MAP-21, 
which requires that the metropolitan planning processes provide for consideration of projects and strategies 
to increase the accessibility and mobility of people and freight; and enhance the integration and 
connectivity of the transportation system, across and between modes, for people and freight (§1201-1202; 
23 USC 134(h), 135(d)). This plan will be incorporated into the RTC’s long-range plan. 

Stakeholder Outreach 
The plan was developed with significant input from industry representatives. Beginning with the Las Vegas 
Region Freight Data Collection Study, the precursor to this plan, a total of 25 one-on-one interviews were 
conducted with shippers and receivers of goods. More than 1,500 individuals were contacted by email or 
phone to complete a short survey (108 responses were obtained), and 1,160 truck driver intercept surveys 
were collected. A Technical Advisory Committee (TAC) made up of representatives from 31 public and 
private organizations provided input throughout the study process on key topics, including identifying gaps 
and bottlenecks, and strategies to address them.  

 

Economic Profile 
The Trade, Transportation, and Utility industry, as well as the Professional and Business Service industry 
have grown during the past 10 years. If a growth trend for these industries continues, they have potential to 
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become healthy mature sectors of Clark County’s economic base. Clark County has several other growing 
industries that may potentially grow into export industries. The only industry that Clark County has a 
concentration of employment higher than the national average is Leisure and Hospitality.  

State and Regional Economic Goals 
In 2011 the State of Nevada approached the Metropolitan Policy Program at Brookings, Brookings Mountain 
West, and SRI International to provide an overview of the state’s economic structure and suggest an 
economic development strategy. The resulting report, Unify, Regionalize, Diversify: An Economic 
Development Agenda for Nevada report focused on the need for growth, innovation, and diversification for 
Nevada, and suggested ways for the private and public sectors to work more effectively to build a more 
unified and diversified state economy (Metropolitan Policy Program at Brookings et al, 2011). 

The Brookings-SRI International report identified the Logistics and Operations sector as one of the key 
components to the State’s focus on growth, innovation, and diversification. This sector includes 
transportation and freight movement and plays an important role in each of other sectors identified by the 
report as vital for the economic growth of the state. Industries rely on the timely delivery of goods required 
to support their operations, safe and reliable transportation for their employees and visitors, and the 
distribution of their products to their customers. A strong logistics sector can increase the efficiency of other 
industry sectors, reducing operations costs, and making the state and the Southern Nevada region more 
attractive to new and expanding businesses. The other economic sectors that will help the state achieve its 
goals of growth, innovation, and diversification include the following: Tourism, Gaming and Entertainment; 
Health and Medical Services; Business IT Ecosystems; Clean Energy; Mining, Materials, and Manufacturing; 
and Aerospace and Defense. 

Freight’s Contribution to the Regional Economy 
The transportation industry plays an important role in the economy of the State of Nevada and Clark 
County. The industry moves freight and people, both of which are an important component to continuing 
government, business, and personal activities. Freight movement allows Clark County to aid significantly in 
the state’s import and export activities and is an integral step in future economic development goals for the 
state. Studies cited in this report have also found that freight transportation is a valuable component of the 
economy, and that improvements to transportation infrastructure have a positive economic effect on the 
regional and national economies. 

A report by ICF Consulting focused on the linkages between freight transportation and the economy, 
especially in the freight transportation’s impact on productivity. According to the report, “improved freight 
transportation systems reduce costs for delivery of goods and services; they also support faster, more 
reliable transportation from one place to another. These, in turn, reduce the costs of collecting inputs and 
delivering products to markets in several ways: less driver time on the road thus lower labor costs; increased 
trip miles per time period per vehicle and thus smaller vehicle fleet needed for the same amount of work 
(“freight efficiency”); lower vehicle repair and operating costs; and improved transportation reliability” 
(ICF Consulting, 2002). 

Similarly, the United States Department of Transportation (USDOT) found that “productivity growth in 
freight transportation has long been a driving force for the growth of United States overall productivity and 
contributed directly to the growth of the United States GDP” (USDOT, 2014b). 

Regional Goods Movement System 
Most goods are transported to, from, and within the Las Vegas metropolitan area by truck, as shown in 
Table ES-1. As expected, air cargo has a much higher value than goods being transported by other modes, 
which is evidenced by the low volume but high value as a percent of the total. The sections below discuss 
each of these modes and inventory the freight infrastructure present in the Las Vegas metropolitan area. 
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TABLE ES-1 
Total Flows To, From, and Within the Las Vegas Metropolitan Statistical Area by Mode 

Mode K-Tons 
 

Percent of Total $ Millions Percent of Total 

Total 90,442 100.0% $87,457 100.0% 

Truck 79,516 87.9% $68,052 77.8% 

Rail 2,965 3.3% $726 0.8% 

Air (include truck-air) 108 0.1% $1,968 2.3% 

Multiple modes & mail 2,347 2.6% $13,090 15.0% 

Pipeline 5,294 5.9% $2,429 2.8% 

Other and unknown 212 0.2% $1,193 1.4% 

*FAF3 and the Commodity Flow Survey use Multiple Modes and Mail rather than intermodal to represent commodities that move by 
more than one mode. Intermodal typically refers to containerized cargo that moves between ship and surface modes, or between 
truck and rail. Repeated efforts to identify containerized cargo in the Commodity Flow Survey have proved unsuccessful. Shipments 
reported as Multiple Modes can include anything from containerized cargo to coal, which move from mine to railhead by truck and 
rail to harbor. The Mail component recognizes that shippers who use parcel delivery services typically do not know what modes 
were involved after the shipment was picked up (Federal Highway Administration [FHWA], 2012). 
 

Roadway Transportation 
In addition to the 39 million tons of imports and exports they handle, trucks also move 40.5 million tons 
within the Las Vegas metropolitan area—88 percent of the total amount of freight that is moved into, out of, 
or within the area. To support these movements, the roadway transportation system is composed of several 
major highways. I-15 is the primary north to south, high-capacity corridor that runs through the Las Vegas 
metropolitan area, 265 miles from Los Angeles and 425 miles from Salt Lake City.  

Based on interviews with carriers and the literature review, truck drivers highly favor traveling on freeways 
even if it means traveling several miles out of direction. Truck counts on local freeways and arterials 
provided by the Nevada Department of Transportation (NDOT), shown on Figure ES-1, prove this point. Most 
of the arterials with high truck counts are the result of the last mile delivery (or pick up), not through truck 
traffic, with two possible exceptions: Nellis Boulevard and St. Rose Parkway. Nellis Boulevard is the longest 
north to south arterial on the east side of the Las Vegas metropolitan area and is sometimes used for 
through trips in the absence of a Beltway. St. Rose Parkway is an 8- to 10-lane super arterial that is a popular 
route for trucks traveling between Henderson and Southern California (via I-15), rather than traveling out of 
direction via I-215. 

Rail Transportation 
Freight rail transportation is used for goods moving in and out of the state. High value goods are typically 
not shipped via rail due to the longer timeframe associated with transport. However, by volume, rail 
constitutes 3.3 percent of shipments inbound and outbound and includes bulk commodities such as 
chemicals, waste/scrap, clay/concrete/glass, non-metallic minerals, and some metallic ores, some of which 
are likely to come from industrial and mining companies.  

The main freight rail corridor in Southern Nevada is the Union Pacific Railroad (UPRR) South Central Route 
that parallels I-15, traveling from Los Angeles-Long Beach to Salt Lake City. Approximately 19 trains per day 
pass through the Las Vegas metropolitan area, which has 22 grade-separated crossings, three at-grade 
crossings, an intermodal facility, and a rail yard. The South Central Route includes three branch/short lines: 
BMI Branch, Pabco Gypsum Branch, and Mead Lake Branch. The BMI Branch serves the Black Mountain 
Industrial Center via a spur that extends nearly to Boulder City. The Las Vegas Intermodal Facility includes an 
intermodal and auto carload facility. Figure ES-2 shows the regional rail corridors.   

 ES-3 



EXECUTIVE SUMMARY 

FIGURE ES-1 
Average Daily Truck Volumes 

 
.   
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FIGURE ES-2 
Freight Rail Facilities 
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Aviation 
McCarran International Airport is the ninth busiest airport in North America, at 42 million annual passengers 
(Federal Aviation Administration (FAA), 2014). While competitive on the passenger side, the airport also 
continues to expand air cargo, with 210,000 square feet of cargo and shipping facilities, serving 
approximately 100,000 tons of cargo a year. Figure ES-3 shows the main intermodal air cargo facility at 
McCarran International Airport, located on the east side of the airport, with direct access to loading facilities 
for both trucks and airplanes. Several hundred trucks pick up or deliver goods to the Air Cargo Center each 
day. This facility is a designated Foreign Trade Zone. In 2013, commercial passenger carriers transported 
37 percent of the air cargo that passed through McCarran International Airport.  

FIGURE ES-3 
Air Cargo Facility 
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Pipelines 
Pipelines constitute another form of transportation of goods and can carry commodities such as natural gas, 
petroleum, or bio-fuels. Pipelines are a low-cost modal option if the material can be shipped in this manner. 
The major natural gas pipeline through the Las Vegas metropolitan area is located along I-15 and is known as 
the Kern River Transmission Company system, beginning in southwest Wyoming and running southwest 
through Utah, Southern Nevada, and Southern California. This system has a capacity of 1.8 billion cubic feet 
per day and delivers more than 90 percent of its product to Southern Nevada and Southern California. 

Petroleum is the main commodity shipped via pipeline to Southern Nevada − 5.3 million tons, valued at 
$2.4 billion delivered to the holding tanks in the northwest corner of the Las Vegas metropolitan area and at 
Apex Industrial Park. Tanker trucks are distributed from these locations to fueling stations throughout the 
Las Vegas metropolitan area and to several mines in Northern Nevada, via US 95 and US 93. Tanker trucks 
are on the road 24 hours a day because night shifts are more productive for local fueling station deliveries 
and because of reduced roadway congestion.  

Warehousing and Distribution Facilities 
In addition to the transportation system itself, key to the transport and distribution of freight are 
warehousing facilities that accept freight shipments, break them down, and distribute to their final 
destinations. Figure ES-4 shows the total square footage of warehousing space in the Las Vegas 
metropolitan area by zip code. In total, this includes approximately 100 million square feet of existing 
warehousing space. An additional 3 million square feet of warehousing space is planned among 11 projects, 
some along the St. Rose Parkway corridor, between I-15 and I-215, making it the biggest growth area in the 
near future. 

Truck Trip Distribution 
The Las Vegas metropolitan area is home to 816,000 households. In addition, the region includes nearly 
45,000 places of employment—of these establishments, 5,900, or 13.5 percent, fall into categories that 
produce or consume freight. Figure ES-5 illustrates the total truck trips generated by these establishments. 
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FIGURE ES-4 
Total Square Footage of Existing Warehousing Facilities by Zip Code 
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FIGURE ES-5 
Total Truck Trips 
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Goods Movement Goals 
A key feature of MAP-21 is the establishment of national goals for performance and outcome based 
investments and decision making for infrastructure, operations, and policy. The Technical Advisory 
Committee (TAC) for this study reviewed goals proposed by MAP-21 and agreed that they are relevant to 
the movement of goods in the Las Vegas metropolitan area, in particular safety, infrastructure condition, 
congestion reduction and system reliability. Goals specific for goods movement in the Las Vegas region are 
shown in Table ES-2. 

TABLE ES-2 
Freight Specific Goals for the Las Vegas Region 

Category Regional Goal 

Safety To achieve a significant reduction in truck traffic fatalities and serious injuries on all public roads 

Infrastructure condition To maintain the highway infrastructure asset system in a state of good repair 

Congestion reduction To achieve a significant reduction in congestion on roads heavily used by trucks 

System reliability To improve the efficiency of the surface transportation system, including highway, rail and air, 
and the intermodal connectivity between them 

Economic vitality To improve the regional freight network, strengthen the ability of Southern Nevada communities 
to access national and international trade markets, and support regional economic development 

Environmental sustainability To enhance the performance of the transportation system while protecting and enhancing the 
natural environment 

 

Performance Measures for the Las Vegas Region 
The MAP-21 legislations suggests that metropolitan planning organizations (MPOs) set performance targets 
and develop a measurement process specific to freight mobility. These measures should be consistent with 
the needs of the private sector to improve operations efficiency as well as meet public sector goals in areas 
such as safety. The performance measures are to be integrated within the planning process and reported on 
periodically to measure progress and provide visibility to stakeholders.  

Freight demand measures, listed on Table ES-3, help to establish a baseline condition for the total amount of 
goods moved by mode. A set of performance measures applicable to goods movement in the Las Vegas 
region, and for which data are readily available, is listed on Table ES-4, along with a high-level evaluation of 
current and forecasted conditions, and a synopsis of the analysis. 
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TABLE ES-33 
Performance Measures for the Las Vegas Metropolitan Area 

Performance Measure Current Condition Analysis 

System Efficiency Measures 

Peak Period Truck 
Speeds on Las Vegas 
Freeways 

AM Peak Hour: 1 mile < 45 mph 

PM Peak Hour: 8.5 miles < 45 mph 

Interstate segments with the poorest peak period truck speeds 
include I-15 through the Resort Corridor (AM and PM), the 
Spaghetti Bowl junction (PM) and I-215 in the vicinity of 
McCarran Airport (PM).  

With no improvements in the transportation network, travel 
speeds will continue to decline on interstate highways. 
Segments of truck corridors with average speeds under 45 
miles per hour (mph) will increase. 

Peak Period Travel Time 
Reliability of Las Vegas 
Freeways  

I-15 northbound, Sahara area; PM: 
41% 

I-515 northbound, Charleston 
curve; AM: 51%; PM: 56% 

I-215 westbound, Airport 
Connector area; AM: 36%  

I-215 westbound, merge west of I-
15; PM: 54% 

US 95 to I-15 southbound; AM1: 
55%; AM: 24%; PM: 68% 

I-215 eastbound at eastern; PM: 
50% 

I-215 eastbound to I-515; PM: 80% 

I-15 SB, F Street construction; AM: 
60%; PM: 105% 

The buffer index of recurring congestion locations represents 
the extra buffer time (or time cushion) that most travelers add 
to their average travel time when planning trips to ensure on-
time arrival. The buffer index is expressed as a percentage and 
its value increases as reliability gets worse. For the locations 
noted, buffer indices range from 24 to 105%. 

Major Obstacles to 
Truck Movements 

I-15 (corridor); Spaghetti Bowl 
Interchange (I-15/I-515/US 95) 

I-15 at Sloan Check Station  

I-15/CC-215 (Northern Beltway) 
Interchange  

US 95/CC-215 Interchange 

Southbound I-515 to Westbound I-
215 

Craig Road at Mitchell Street 
(Pecos Road) 

Donovan Way 

Eastbound Sahara Avenue to 
Southbound Paradise Road 

Frank Sinatra Drive near Aria 
Convention Center Loading Docks 

Koval Lane 

Venetian Way at Sands Convention 
Center 

12 major obstacle areas to truck movements have been 
identified: 6 freeway-related obstacle areas and 6 local 
roadway network obstacle areas, with four of the latter 
focused within the Resort Corridor.  

Intermodal Facilities 4 intermodal facilities; total of 140 
acres 

Las Vegas has very few intermodal facilities serving the region. 
Three are rail-truck facilities and one serves air-truck goods 
movement.  
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TABLE ES-33 
Performance Measures for the Las Vegas Metropolitan Area 

Performance Measure Current Condition Analysis 

System Condition Measures 

National Highway 
System Pavement 
Conditions 

-- To be measured by NDOT for State Freight Plan 

NHS Bridge Conditions -- To be measured by NDOT for State Freight Plan 

Environmental Condition Measures 

Truck Emissions per Ton 
of Goods Moved 

VOC: 0.013 
CO: 0.089 
NOx: 0.23 
SO2: 0.00037 
PM10: 0.016 
PM2.5: 0.011 

As fleet turnover results in more fuel efficient trucks, emission 
factors are expected to decrease. 

 

Freight Safety Measures 

Truck Injury and Fatal 
Crashes 

2012: 7 fatalities 
2011: 4 fatalities 
2010: 5 fatalities 
2009: 11 fatalities 
2008: 13 fatalities 

Of all crashes in the 5-year span between 2008 and 2012, less 
than 1 percent resulted in fatalities and 28 percent resulted in 
injury. The majority of all crashes involved property damage 
only, and the total number of crashes per year continues to 
decline. 

Highway/Rail At-grade 
Crashes 

2012: 0 fatalities There have been zero highway/at-grade railroad crossing 
fatalities since 1988, and no injury incidents since 2008. 

Notes: 
CO = carbon monoxide 
NOx = oxides of nitrogen 
PM2.5 = particulate matter less than 2.5 microns 

 
PM10 = particulate matter less than 10 microns in diameter 
SO2 = sulfide dioxide  
VOC = volatile organic compound 

 

Major Obstacles to Truck Movements 
Various types of obstacles may constrain truck movements, including but not limited to: congestion, crash 
incidents, geometric concerns, and policy issues. Through analysis of data and interviews with private sector 
freight industry representatives, a series of freight obstacles were specifically identified. The information 
gathered through stakeholder participation was combined with other obstacle-related datasets (e.g., 
crashes, low travel speeds, truck volumes, etc.) to create an overlay map to qualitatively assess freight 
obstacle locations (Figure ES-6).  
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FIGURE ES-6 
Freight Obstacle Summary Data 
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ES-14  

Strategy Objectives and Actions 
The TAC for this study participated in a Scenario Planning and Freight Strategies Workshop in October 2014 
to identify and prioritize freight strategies that could be implemented now to prepare for a number of 
possible future scenarios. The intent of the workshop was not to predict future events, but rather to prepare 
for potential effects. By reviewing a range of divergent futures, the group recommended a set of solutions 
that were shared among the possible future scenarios, allowing the region to prepare for any number of 
actual future outcomes. The workshop report, included in Appendix A, contains the initial set of strategies 
discussed at the workshop, additional strategies introduced, and a summary of the prioritization discussion. 
Those strategies with the greatest support for addressing current and future needs are grouped into six 
categories. 

1. Improved Intermodal Connectivity through Development of an Integrated Logistics Center or “Freight 
Village 

2. Servicing Freight for Convention Facilities  

3. Improved access to national and global markets via two interstate corridors: I-15 and the future I-11 

4. Capacity and operational improvements to the local freeway network 

5. Capacity and operational improvements to the arterial network to address first and last mile  

6. Policy and initiative recommendations 

A summary of the proposed strategies that result in specific project recommendations is presented in 
Table ES-4, along with a high-level assessment of the timeframe and cost range to implement similar 
projects of this nature. Additional information about each of these strategies is presented following 
Table 6-1. 

TABLE ES-4 
Summary of Proposed Strategies 

Strategy Description 
Timeframe of 

Similar 
Projects 

Cost Range of 
Similar 

Projects 

Potential 
Funding 
Sources 

1. Improved Intermodal Connectivity through Development of an Integrated Logistics Center or “Freight Village 

Freight Village Develop an integrated logistics center—an industrial 
park or mixed use development specifically constructed 
around high performance freight servicing facilities, with 
access to major highways and railroads, and (where 
possible) pipelines and airports. It should range in size 
from 300 to 500 acres. 

5 to 20 years $100 to $300 
million 

Private 

2. Servicing Freight for Convention Facilities 

Consolidated 
Convention 
Marshalling Yard  

Develop a freight staging area in the vicinity of the major 
convention facilities to organize freight deliveries. 
Designate freight routes from the Consolidated 
Marshalling Yard to all convention centers. 

5 to 10 years $25 to $50 
million 

Public 
Private 

3. Improved access to national and global markets via two interstate corridors: I-15 and the future I-11 

I-11 and 
Intermountain West 
Corridor 

Continue to support the development of the I-11 
Corridor. In Southern Nevada, complete construction of 
the Boulder City Bypass segment of I-11, and conduct an 
advanced planning study to select a preferred alternative 
through the Las Vegas metropolitan area. 

10 to 30 years $700 to 
$1,400 million 

Public 
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Strategy Description 
Timeframe of 

Similar 
Projects 

Cost Range of 
Similar 

Projects 

Potential 
Funding 
Sources 

I-15 Mobility 
Alliance (Interstate 
Coalition) 

Identify I-15 Corridor Immediate Projects of Interregional 
Significance, and secure the support of other I-15 
Alliance partners for grant funding of applicable projects. 

On-going NA Public 

4. Capacity and operational improvements to the local freeway network (see Section 6.4 of this report for a complete 
list) 

5.  Capacity and operational improvements to the arterial network to address first and last mile (Only improvements 
with specific project recommendations are listed below. See Section 6.5 of this report for a complete list.) 

Craig Road/Mitchell 
Street (Pecos Road)  

Improve congestion and operational deficiencies at the 
intersection of Craig and Pecos roads just east of I-15 at 
the Pilot Travel Center. 

2 to 10 years $5 to $10 
million 

Public 

Donovan Way/Losee 
Road Bridge 

Connect Donovan Way and Losee Road with a bridge 
over the UPRR tracks to provide a continuous industrial 
truck corridor from Lake Mead Boulevard to Lamb 
Boulevard. 

5 to 20 years $25 to $35 
million 

Public 

US 93/I-15 System 
Interchange 

Construct a system interchange at US 93/I-15, and 
improvements to US 93 from I-15 to the Apex Industrial 
Center, to improve access to Apex. 

10 to 20 years $220 to $240 
million 

Public 

St. Rose Parkway, 
I-15 to I-215 

Maintain and improve the efficiency of St. Rose Parkway 
as a viable truck corridor by limiting access and grade-
separating some or all intersections. 

10 to 20 years $15 to $55 
million per 
intersection 

Public 

I-15 Auxiliary 
Lane/Blue Diamond 
Rd Interchange 

Reconfigure the Blue Diamond Road/I-15 interchange to 
allow southbound to eastbound movements from the 
southbound I-15 auxiliary lane to eastbound Blue 
Diamond Road. 

5 to 10 years $5 to $20 
million 

Public 

6. Policy and initiative recommendations 

Preserve Access for 
Over-Dimensional 
Vehicles 

Proposed Policy: The optimum solution would be to 
require an 18-foot-0-inch bridge clearance for all new 
construction. However, if that is not feasible, then 
require that an 18-foot-0-inch bridge clearance for all 
new construction be considered, and implemented when 
feasible. 

NA NA NA 

Access Time 
Coordination 

Create a forum for shippers and receivers to work 
together to identify optimum delivery times, in 
coordination with workforce shift changes, to minimize 
roadway congestion, delivery travel time, and dock wait 
time; and to improve delivery reliability for receivers. 

NA NA NA 

 

Implementation Plan 
The utility of the Southern Nevada Regional Goods Movement Master Plan will relate directly to the extent 
to which it is implemented. This implementation plan identifies actions that need to be completed to 
conduct the operational, policy, and infrastructure strategies that were identified to ensure a 
comprehensive approach to accommodating freight mobility while mitigating negative impacts, and also to 
provide guidance on plan updates as well as funding and financing opportunities. 

The development of the implementation plan includes the categorizing recommendations into short-term, 
mid-term, and long-term actions, as well as identifying potential organizations responsible for 

 ES-15 



EXECUTIVE SUMMARY 

implementation. The short-term actions represent low-hanging fruit or initiatives that can and should be 
implemented in a relatively short time period (4 years or less). The mid-term (4 to 12 years) to long-term 
(12 to 20 years) actions require more time and resources for implementation.  

Table ES-5 presents a list of new proposed projects that are not included in past RTC plans or programs. 
These projects are an outcome of the stakeholder involvement process of this study and reflect high priority 
needs that achieved consensus on behalf of various public and private partners. 

Table ES-6 lists currently programmed projects that are the highest priority for freight movement. While 
already phased as part of the 2035 Regional Transportation Plan, projects critical to freight movement and 
efficiency are tagged in the timeframe column to note potential changes in phasing that are suggested to be 
considered in interim updates of the Regional Transportation Plan. 

Table ES-5 
New Proposed Projects 

Strategy Project Anticipated Outcome Timeframe* 

Potential Lead 
Agency to 

Initiate Action 

Potential 
Partnerships or 

Guidance 

Potential 
Funding 
Sources 

Freight Village  Site Feasibility 
Assessment 

Select a preferred site 
with conceptual layout 
plan for promoting to 
potential developers 

Short-term Governor’s 
Office of 
Economic 
Development 
(GOED) 

Nellis Air Force 
Base 

BLM 

City of North Las 
Vegas 

Boulder City  

Clark County 

Public 

Site Access 
Study 

Recommended modal 
access improvements to 
selected site 

Short-term RTC  

NDOT 

 

FHWA 

FRA 

FAA 

UPRR 

Public 

Site 
Development 

An approved master 
plan, ready for 
development 

Mid-term Private 
Developer 

GOED Private 

Consolidated 
Convention 
Marshalling 
Yard  

Site 
Development 

Identify and develop a 
site 

Mid-term Convention 
services 
contractors  

LVCVA 
McCarran 
Airport 

FAA  

 

Private 

Routing and 
Operations 
Study 

After a site has been 
identified, recommend 
freight routes from 
Consolidated 
Marshalling Yard to all 
convention centers, 
including geometric and 
operational 
improvements  

Mid-term RTC LVCVA 

Clark County 

Convention 
services 
contractors 

Public 

I-11 Advanced 
Planning Study 

Selection of one corridor 
alternative for I-11 and 
determination of modes 
to be accommodated 

Short-term NDOT RTC 

FHWA 

Public 
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Table ES-5 
New Proposed Projects 

Strategy Project Anticipated Outcome Timeframe* 

Potential Lead 
Agency to 

Initiate Action 

Potential 
Partnerships or 

Guidance 

Potential 
Funding 
Sources 

I-15 Mobility 
Alliance 
(interstate 
coalition) 

I-15 Corridor 
System Master 
Plan Update 

Identify I-15 Corridor 
Immediate Projects of 
Interregional 
Significance; submit 
grant funding proposals 

Short-term NDOT 

Caltrans 

Utah 
Department of 
Transportation 

ADOT 

Various public 
agencies and 
private 
organizations 

Public 

Craig 
Road/Mitchell 
Street (Pecos 
Road)  

Traffic Study 
and 
Alternatives 
Analysis 

Identify geometric and 
operational 
improvements 

Short-term City of North 
Las Vegas 

Pilot Travel 
Center  

RTC 

Public 

Donovan 
Way/Losee 
Road Bridge 

Feasibility 
Study 

Determine feasibility and 
recommended 
alternative for 
connecting Donovan 
Way and Losee Road 

Short-term City of North 
Las Vegas 

UPRR Public 

US 93/I-15 
System 
Interchange 

Design/Constru
ction 

Improve operations 
through existing service 
interchange 

Short-term NDOT FHWA 

BLM 

GOED 

Clark County 

Public 

St. Rose 
Parkway, I-15 
to I-215 

Corridor Study Identify the feasibility 
and location of possible 
grade-separated 
intersections 

Short-term NDOT City of 
Henderson 

Public 

I-15 Auxiliary 
Ln/Blue 
Diamond Rd 
Interchange 

Traffic Study 
and Alternative 
Analysis 

Determine feasibility and 
alternatives for 
improvements 

Short-term NDOT Clark County Public 

*Short Term = 0 to 4 years, Mid-Term = 4 to 12 years, Long-Term = 12 to 20 years 
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TABLE ES-6 
Currently Programmed Projects of Highest Priority for Goods Movement 

Description Source Anticipated Outcome 

Project 
Development 

Step Timeframe* 

Lead Agency 
Responsible 

to Initiate 
Action 

Potential 
Partnerships 
or Guidance 

Project NEON 
(various 
projects) 

RTP 
Identifications: 
5017, 4149, 
4162, 4161, 
5005, 5007, 
5022 

Improve operations on 
I-15 and on adjacent 
arterials. Several 
planning, design, and 
construction projects 
listed in the RTP 
should continue to 
move forward. 

Planning, 
Design, 
Construction 

Short-, mid-, 
and long-term 
phased 
implementation  

NDOT FHWA 

City of Las 
Vegas 

I-515/US 95/I-
15 System 
Interchange 
(Spaghetti 
Bowl) 
Improvement
s (various 
projects) 

RTP 
Identifications: 
5017, 4162, 
4161, 250, 4363, 
5005, 5007 

Improve operations 
through the Spaghetti 
Bowl. Several 
planning, design, and 
construction projects 
listed in the RTP 
should continue to 
move forward. 

Planning, 
Design, 
Construction 

Short- and long-
term phased 
implementation  

NDOT FHWA 

City of Las 
Vegas 

Completion of 
Northern 
Beltway 
(various 
projects) 

RTP 
Identifications: 
507, 508, 926, 
5026, 5051 

Improve operations 
through on CC-215 
and on adjacent 
arterials. Several 
planning, design, and 
construction projects 
listed in the RTP 
should continue to 
move forward. 

Design/ 
Construction 

Short-term Clark County 

City of Las 
Vegas 

FHWA 

US 95/CC-215 
System 
Interchange 
(Northern 
Beltway) 
(various 
projects) 

RTP 
Identifications: 
926, 5026, 5051, 
5052 

Improve operations 
through this System 
Interchange. Several 
planning, design, and 
construction projects 
listed in the RTP 
should continue to 
move forward. 

Design/ 
Construction 

Short-, mid-, 
and long-term 
phased 
implementation  

Clark County 

City of Las 
Vegas 

NDOT 

FHWA 

I-15/CC-215 
System 
Interchange 
(Northern 
Beltway) 
(various 
projects) 

RTP 
Identifications: 
509 

Improve operations 
through this System 
Interchange. Several 
planning, design, and 
construction projects 
listed in the RTP 
should continue to 
move forward. 

Design/ 
Construction 

Mid-term Clark County NDOT 

FHWA 

I-15 Widening, 
Craig Road to 
Apex 
Interchange 

RTP 
Identifications: 
4353, 4355, 163 

Improve operations on 
I-15. Several planning, 
design, and 
construction projects 
listed in the RTP 
should continue to 
move forward. 

Design/ 
Construction 

Short-term NDOT FHWA 
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TABLE ES-6 
Currently Programmed Projects of Highest Priority for Goods Movement 

Description Source Anticipated Outcome 

Project 
Development 

Step Timeframe* 

Lead Agency 
Responsible 

to Initiate 
Action 

Potential 
Partnerships 
or Guidance 

I-15 Widening, 
Sloan Road to 
Tropicana 
Avenue 

RTP 
Identifications: 
244, 247, 4364 

Improve operations on 
I-15. Several planning, 
design, and 
construction projects 
listed in the RTP 
should continue to 
move forward. 

Design/ 
Construction 

Mid-term NDOT FHWA 

Tropicana 
Avenue, I-15 
interchange to 
Decatur 
Boulevard 

RTP 
Identifications: 
247, 4247, 4248 

Replace Tropicana 
Avenue interchange; 
widen Tropicana 
Avenue and construct 
grade separation over 
Dean Martin Drive 

Design/ 
Construction 

Mid- and long-
term 

Clark County City of Las 
Vegas 

* Short Term = 0 to 4 years, Mid-Term = 4 to 12 years, Long-Term = 12 to 20 years 
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SECTION 1 

Introduction 

1.1 Background 
Local and national economies rely on the efficient movement of goods from a gateway or point of 
production to the point of consumption. The gross domestic product is positively correlated with the 
movement of goods. Freight movements also correlate directly to the types and levels of economic activity 
in a region—shaping local supply chains. Urban areas are characterized by high densities of residents and 
employment centers for service industries, warehouses, distribution centers, retail establishments, 
hospitals, and institutions. As urban areas grow, they tend to evolve from being producers of goods to being 
consumers of goods.  

The movement of freight has a major impact on the mobility and economy of the study area, which covers 
Southern Nevada and more particularly the Las Vegas metropolitan area. The airport, roadways, and – to 
some extent – the railroad carry the resources that fuel the area’s economic prosperity. The highway system 
is the primary means of moving freight and goods in the region. Virtually every business and household is 
dependent on the predictable and efficient movement of trucks. Connectivity to the west coast ports and to 
the border crossings with Mexico is also important. With the growth in the region the volume of freight 
passing through the facilities is increasing. The continued success of the freight infrastructure depends upon 
its ability to provide efficient flow and to expand where necessary to effectively meet the region’s future 
needs. The success also requires maintaining efficient connectivity to, and synergy with, all parts of the 
regional, national, and international supply chain. 

Southern Nevada is unique in that its economy is derived in large part from the tourism industry driven by 
the hotels, casinos, and entertainment venues that are mostly concentrated in the Resort Corridor, a narrow 
area along Las Vegas Boulevard. The resort industry creates a huge demand for certain types of goods, and 
generates an equally large volume of waste and scrap. Additionally, the continued revitalization and 
expansion in the Resort Corridor requires building materials on a nearly continual basis. The numbers of 
tourists and the high concentration of labor in the hotels and casinos also place heavy demand on the 
infrastructure in and around the strip and can impede the efficiency of freight operations.  

The State of Nevada has created an economic development and diversification plan focused on building its 
economy and targeting specific industry clusters. In addition to tourism, these industry clusters also include 
aerospace, mining, manufacturing, and transportation and logistics—all critically dependent on their supply 
chain and the regional movement of people and finished goods. 

1.2 Objectives 
The Federal legislation Moving Ahead for Progress in the 21st Century (MAP-21) emphasizes the importance 
of considering freight and goods movement in the planning process and lays out certain recommended 
programs and goals. Federal Highway Administration (FHWA) advises that states have a comprehensive 
freight plan that includes those programs and goals of the metropolitan regions within their boundaries.  

Prior to developing this plan, the Regional Transportation Commission of Southern Nevada (RTC) conducted 
a regional freight data collection study and has built a freight database while conducting a data analysis to 
help better understand the specific nature of goods movement in the region. This plan builds on that 
previously collected information and other studies to assess the capabilities of the infrastructure, identify 
needs, and develop strategies for both near and long-term improvements. This plan also serves to fulfil the 
freight-related goals of the State of Nevada and National requirements and provisions reflected in MAP-21, 
which requires that the metropolitan planning processes provide for consideration of projects and strategies 
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to increase the accessibility and mobility of people and freight; and enhance the integration and 
connectivity of the transportation system, across and between modes, for people and freight (§1201-1202; 
23 USC 134(h), 135(d)). This plan will be incorporated into the RTC’s long-range plan. 

1.3 Stakeholder Outreach 
The plan was developed with significant input from industry representatives. Beginning with the Las Vegas 
Region Freight Data Collection Study, the precursor to this plan, a total of 25 one-on-one interviews were 
conducted with shippers and receivers of goods. More than 1,500 individuals were contacted by email or 
phone to complete a short survey (108 responses were obtained), and 1,160 truck driver intercept surveys 
were collected.  

A Technical Advisory Committee (TAC) of public and industry representatives provided input throughout the 
study process on key topics, including identifying gaps and bottlenecks, and strategies to address them. 
Representatives from the following agencies, organizations, and businesses participated on the TAC: 

• American Pavement Preservation 

• Apex Bulk Commodities 

• Arizona Department of Transportation (ADOT) 

• Berry Plastics 

• Boyd Gaming 

• Bulk Carriers 

• CAST Transportation 

• CB Richard Ellis, Inc. 

• Consolidated Freight Lines 

• City of Henderson 

• City of Las Vegas 

• City of North Las Vegas 

• Clark County 

• Clark County Department of Air Quality 

• Clark County Department of Aviation 

• DeLong Heavy Haul 

• DL Denman Construction 

• Dielco Crane Service, Inc. 

• FedEx  

• Federal Highway Administration (FHWA) 

• Forward Air 

• Freeman 

• Freeway and Arterial System of Transportation 
(FAST) 

• GES 

• Jaynes Corporation 

• Knight Transportation 

• Las Vegas Convention and Visitors Authority 

• Las Vegas Metro Chamber of Commerce 

• Las Vegas Paving 

• Majestic Realty 

• MarMaxx Distribution Center  

• MGM Resorts 
• National Association of Industrial and Office 

Properties 
• Nellis Air Force Base  

• Nevada Department of Transportation (NDOT) 

• Nevada Highway Patrol 

• Nevada Resort Association 

• Nevada Trucking Association  

• Oak Harbor Freight Lines 

• Olin Chlor Alkali 

• Pilot Thomas Logistics 

• Praml International Foods 

• ProLogis 

• Puliz Moving and Storage Company 

• RC Willey 

• Regional Transportation Commission of 
Southern Nevada 

• Republic Services 

• Southern Wine and Spirit 

• Teamsters Local 631 

• University of Nevada, Las Vegas  

• Wells Cargo 
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Meetings were held with the TAC on the dates shown below for the purposes listed. Complete meeting 
summaries and presentation materials for each meeting are included in Appendix A. 

• April 15, 2014: TAC was provided an overview of study objectives and desired outcomes, received 
information on goods movement’s contribution to the regional economy and patterns of goods 
movement in the region, and shared information on freight operations in the Las Vegas metropolitan 
area and coordination with land uses. 

• July 15, 2014: TAC received information regarding supply chains, truck trip generators, and the patterns 
and challenges of freight and goods movement in the Las Vegas metropolitan area. A discussion was 
held to identify and agree on goals and performance measures. 

• October 8, 2014: The Land Use and Economic Development Subcommittee held this meeting to 
brainstorm possible land use related freight strategies that could positively impact economic 
development. 

• October 28, 2014: A Scenario Planning and Freight Strategies Workshop was held to immerse the TAC in 
three differing future scenarios to prioritize freight strategies that can be implemented today to prepare 
for possible future scenarios. Most of the strategies presented in this master plan came from that 
workshop. 

• May 19, 2015: Key points from the Draft Southern Nevada Goods Movement Master Plan were 
presented to the Committee for comment, with emphasis on the strategies and implementation plan. 

1.4 Report Organization 
This Southern Nevada Regional Goods Movement Master Plan includes the following sections: 

• Section 2: Economic Context — explains freight’s contribution to the regional economy and the role 
freight plays in achieving the state, and region’s economic goals.  

• Section 3: Regional Goods Movement System — describes the existing freight infrastructure; how 
freight moves around the Las Vegas metropolitan area.  

• Section 4: Profile of Goods Movement — provides information on supply chain activities and 
commodity flows into, out of and within the region.  

• Section 5: Performance Measures — illustrates how well the existing freight system is working and 
identifies current choke points. 

• Section 6: Strategy Objectives and Actions — identifies freight strategies with the greatest support for 
addressing current and future needs of the region.  

Section 7: Implementation Plan — identifies actions that need to be completed to implement the policy and 
project recommendations identified in this plan.  
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SECTION 2 

Economic Context 

2.1 Economic Profile of Clark County 
An economic-base analysis classifies an industry within a local economy according to its trade activities. 
These trade activities can be divided into two categories: exports and imports. The distinguishing feature is 
whether an industry’s goods and services are consumed locally (imports) or consumed outside the region 
(exports). Export activities of a regional economy drive out-of-region sources of revenue, rather than 
circulating revenue that is already in the region.  

A Location Quotient (LQ) is one of the most common economic-base analysis techniques. An LQ is an index 
value for each industrial group in a region calculated by dividing a region’s ratio of employment in a given 
industry by the nation’s ratio of employment in the same industry for the same time period.  

The LQ index value can be less than 1.0, equal to 1.0, or greater than 1.0. If the industry in the region has the 
same level of employment as the nation, the LQ index is equal to 1.0. If a given industry’s share of 
employment is less than the national level, the LQ index will be less than 1.0 and the region is considered to 
be less concentrated relative to the nation. If the industry in the region has higher employment levels than 
the nation, the index will be greater than 1.0, and it is assumed that the regional employment of this 
industry is highly concentrated.  

The LQs herein were calculated for the standard 10 private industry sectors (Supersectors) using the Bureau 
of Labor Statistic Location Quotient Calculator for the 10-year period between 2002 and 2012. This analysis 
focuses on Clark County as the region of interest. The 10 Supersectors are: 

• Natural Resources and Mining 
• Construction 
• Manufacturing 
• Trade, Transportation and Utilities 
• Information 
• Financial Activities 
• Professional and Business Services 
• Education and Health Services 
• Leisure and Hospitality 
• Other Services 

In this study, the LQs are considered along with two other pieces of information: (1) the size of the industry 
in terms of jobs, and (2) the percent change in LQ over the 10-year time period. This is important since a 
small industry with a high LQ may be considered an export-oriented industry, but may not be vital to the 
region’s job market. However, a large, high-LQ industry with declining LQ over time indicates a weakening 
job market.  

Each industry sector falls into one of the four quadrants as shown in Figure 2-1 below: 

• Quadrant 1: The LQ in 2012 is above the national average (specialized) and the change in LQ is positive 
(growing), indicating an industry sector that is relatively mature and growing. 

• Quadrant 2: The LQ in 2012 is above national average (specialized) but the change in LQ is negative 
(declining), indicating a large industry that is losing ground. 
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• Quadrant 3: The LQ in 2012 is below average (unspecialized) and change in the LQ is negative 
(declining), indicating an industry that may need attention and to attract more businesses to maintain a 
balanced economy. 

• Quadrant 4: The LQ in 2012 is below average (unspecialized) but change in the LQ is positive (growing), 
indicating an industry that may present up-and-coming economic opportunity. 

FIGURE 2-1 
Location Quotient Process 
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Quadrant 4 
Unspecialized, becoming more 

specialized 

Sectors that 
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 Percent Change in Location Quotient 
 

Figure 2-2 presents Supersectors by industry size, LQ, and percent change. The Y-axis, LQ (2012), shows the 
LQ of various industries in Clark County relative to the nation in 2012. Values greater than 1.0 indicate that 
the Supersector is specialized in Clark County. The X-axis, percent change in LQ (2002 to 2012), represents 
the change in an industry’s LQ from 2002 to 2012. Positive change indicates that the area had increasing 
specialization for that industry sector over time. 

FIGURE 2-2 
Industry Size, Location Quotients, and Percent Change in LQ for Clark County, 2002 to 2012 
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As shown in Figure 2-2, the only industry that Clark County has a concentration of employment higher than 
the national average is Leisure and Hospitality. Additionally, Clark County has no industries that fall in 
Quadrant 1, meaning that there are currently no mature and growing industries in the county. 

Clark County has several growing industries that may potentially grow into export industries. The Trade, 
Transportation, and Utility industry, as well as the Professional and Business Service industry, both have LQ 
values of 0.9 and have grown during the past 10 years. If a growth trend for these industries continues, they 
have potential to become healthy mature sectors of Clark County’s economic base. 

2.2 State and Regional Economic Goals 
In 2011 the State of Nevada approached the Metropolitan Policy Program at Brookings, Brookings Mountain 
West, and SRI International to provide an overview of the state’s economic structure and suggest an 
economic development strategy. The resulting report, Unify, Regionalize, Diversify: An Economic 
Development Agenda for Nevada report focused on the need for growth, innovation, and diversification for 
Nevada, and suggested ways for the private and public sectors to work more effectively to build a more 
unified and diversified state economy (Metropolitan Policy Program at Brookings et al, 2011). 

The report found that heavy reliance on consumer-related sectors, such as Construction, Real Estate, 
Tourism, Gaming, and Retail Trade has made the state prone to economic swings and volatility. 
Diversification of Nevada’s economic-base is needed and must be accomplished with consideration of the 
state’s strengths and weaknesses. Nevada’s strengths include a business friendly environment, such as low 
taxes, low operating costs, low level of government regulation, easy business start-up and permitting 
process, availability of recreation and entertainment choices, proximity to West Coast population centers, 
and good infrastructure. According to this report, the state’s challenges include weak economic planning 
and cooperation, weak innovation and technology commercialization enterprise, and significant workforce 
skill shortages. 

The report concluded that focus on the following seven economic sectors will help the state achieve its goals 
of growth, innovation, and diversification. The sectors include the following: 

• Tourism, Gaming and Entertainment – Given the extensive entertainment assets, reputation, and 
infrastructure, Nevada should focus on attracting visitors from new and expanding markets through 
diversified product offerings, such as focusing on niche tourism markets, retirees, and second home 
owners. 

• Health and Medical Services – The state’s level of medical service production is below the national 
average. Growth in this level of production will generate substantial, stable economic activity and high-
paying and good quality jobs, as well as improve the level of service for Nevada residents. Specific 
opportunities for this sector include surgical specialization, geriatrics and related services, 
disaggregation of medical service delivery, and leveraging a strong medical sector to build other 
emerging industries. 

• Business IT Ecosystems – Nevada needs to continue in its efforts to provide low-to-moderate level 
business-related services and capitalize on this experience to attract higher level technology and 
innovative companies. Opportunities for this sector include call centers/customer services and back 
office services, e-commerce operations, data centers, cloud and high performance computing, and cyber 
security. 

• Clean Energy – Focus on this sector will build on Nevada’s existing geothermal expertise and 
headquarters strength, as well as proximity to significant energy markets and project management 
experience. Opportunities for this sector include renewable component manufacturing, export of 
electricity, advancing and internationalizing geothermal development, and energy efficiency upgrades. 
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• Mining, Materials, and Manufacturing – This sector is important for Nevada as it builds on the state’s 
mineral resources and experience in mining, materials, and manufacturing operations. These industries 
share technical expertise and resources, creating synergies to ensure growth. Opportunities for this 
sector include expanding participation in upstream mining activities, medium-value mineral supply chain 
development, manufacture of advanced composite materials, and organizing and marketing of the 
manufacturing base. 

• Logistics and Operations – Due to its proximity to large population centers, Nevada has the opportunity 
to be an important transportation, distribution and operations hub of the West Coast. Opportunities for 
this sector include warehousing and distribution, advanced logistics, air cargo, integrated 
manufacturing-distribution, assembly manufacturing, food processing operations, and freight 
transportation (ground and rail). 

• Aerospace and Defense-Nevada’s experience with defense testing and operations can make this a good 
growth sector for the state. Opportunities for this sector include unmanned aerial vehicle supply, 
assembly, and testing; and maintenance, repair, and overhaul of aircraft systems. 

Given significant economic, structural, and physical differences between northern, rural, and Southern 
Nevada, the report noted that sector-focus should be regional. The Southern Nevada region should focus its 
economic development efforts on Tourism, Gaming and Entertainment, Business IT Ecosystems, Health and 
Medical Services, Clean Energy, and Logistics and Operations sectors.  

The Brookings-SRI International report identified the Logistics and Operations sector as one of the key 
components to the State’s focus on growth, innovation, and diversification. This sector includes 
transportation and freight movement and plays an important role in each of other sectors identified by the 
report as vital for the economic growth of the state. Industries rely on the timely delivery of goods required 
to support their operations, safe and reliable transportation for their employees and visitors, and the 
distribution of their products to their customers. A strong logistics sector can increase the efficiency of other 
industry sectors, reducing operations costs, and making the state and the Southern Nevada region more 
attractive to new and expanding businesses. 

2.3 Freight’s Contribution to the State’s Economy 
According to Rodrigue et al, there are three economic impacts of transportation: direct, indirect, and 
related. Direct impacts are the outcome of accessibility changes where transport enables employment, 
added value, larger markets, and savings of time and costs. Indirect impacts are outcomes of the economic 
multiplier effects, where the price of commodities, goods or services drop and/or their variety increases. 
Indirect value-added and jobs are created by local purchases by companies directly dependent on transport 
activity (Rodrigue, 2013).  

Transport activities are responsible for a wide range of indirect value-added and employment effects, 
through the linkages of transport with other economic sectors (e.g. office supply firms, equipment and parts 
suppliers, maintenance and repair services, insurance companies, consulting, and other business services). 
Finally, related impacts are the outcomes of economic activities and firms partly relying on efficient 
transport services for both passengers and freight. For example, the steel industry requires cost efficient 
import of raw materials for its production and reliable export activities for finished products to reach final 
customers (Rodrigue, 2013). 

Impacts of freight improvements can be measured at macroeconomic and microeconomic levels. At the 
macro-level (which measures the impact of improvements on the entire economy), transportation and the 
resulting mobility are linked to a level of output, employment, and income within a national economy. In 
many developed countries, including the United States, transportation accounts for approximately 6 to 12 
percent of the gross domestic product (GDP) (Rodrigue, 2013). For the United States, Supply Chain Digest 
estimated logistics and transportation costs to be approximately 8.5 percent of GDP in 2012, an increase of 
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2.6 percent from 2011 (SCD, 2013). At the micro-level (measured for specific parts of the economy) 
transportation is linked to producer, consumer, and production costs. The importance of specific transport 
activities and infrastructure can be assessed for each sector of the economy. Transportation in the United 
States accounts for approximately 10 to 15 percent of household expenditures and approximately 4 percent 
of the costs of each unit of output in manufacturing (Rodrigue, 2013). 

A report by ICF Consulting focused on the linkages between freight transportation and the economy, 
especially in the freight transportation’s impact on productivity. According to the report, “improved freight 
transportation systems reduce costs for delivery of goods and services; they also support faster, more 
reliable transportation from one place to another. These, in turn, reduce the costs of collecting inputs and 
delivering products to markets in several ways: less driver time on the road thus lower labor costs; increased 
trip miles per time period per vehicle and thus smaller vehicle fleet needed for the same amount of work 
(“freight efficiency”); lower vehicle repair and operating costs; and improved transportation reliability” 
(ICF Consulting, 2002). 

The study found there are multiple economic impacts of improved freight transportation. The first-order 
impact of improved freight transportation is in the immediate cost reductions to carriers and shippers, 
including gains to shippers from reduced transit times and increased reliability. Second-order impacts is in 
the reorganization-effect gains from improvements in logistics. This is still a short-term impact, where costs 
reductions allow the firms to increase the quantity outputs, while the quality of output does not change at 
this point. In the third-order impact are gains from additional reorganization effects such as improved 
products, new products, or some other changes. Finally, other effects of freight transportation 
improvements include increases in regional employment and in the rate of growth of regional income 
(ICF Consulting, 2002). 

Similarly, the United States Department of Transportation (USDOT) found that “productivity growth in 
freight transportation has long been a driving force for the growth of United States overall productivity and 
contributed directly to the growth of the United States GDP. Labor productivity increased 21 percent 
between 1991 and 2000 in the overall non-farm business sector. During the same time period, labor 
productivity rose 53 percent for rail, 23 percent for trucking and 143 percent for pipeline. All three of these 
modes are primarily engaged in freight transportation. Such productivity gains result in lower transportation 
costs and lower prices for consumers. This brings savings to consumers and reduces business costs” (USDOT, 
2014b). 

Not only are freight transportation improvements beneficial to the entire regional economy, a study by van 
den Heuvel et al. found a positive connection between freight transportation improvements and logistics 
industry employment. This is an important finding as the Metropolitan Policy Program at Brookings, 
Brookings Mountain West, and SRI International report recommended a focus on the Logistics and 
Operations sectors (Metropolitan Policy Program at Brookings et al, 2011). The study analyzed the 
relationship between freight accessibility and logistics employment, with freight accessibility defined using a 
gravity model and four modes of transportation (road, air, maritime, and rail). The van den Heuvel study 
found that at the county level, there is a relationship between freight accessibility and logistics employment; 
better accessible counties have more logistics employment – “highly accessible counties attract more 
logistics employment than other non-metropolitan counties” (van den Heuvel et al, 2014). 

2.3.1 Statewide Freight Commodity Flows 
Freight movement is an important activity in Nevada. In 2012 a total of 146.9 million tons and $150.0 billion 
of freight flows either originated or terminated in Nevada (Figure 2-3) as a result of consumer goods 
demand, and various economic activities in the state. Nationally, a total of 19,662.2 million tons and 
$17,351.6 billion dollars of freight flows were moved in 2012 (based on the original and full national FAF3 
database). Thus, Nevada’s freight flows (excluding through flows) made up about 0.75 percent of total tons 
and about 0.86 percent of total value in the United States (Cambridge Systematics, 2015) 

 2-5 



SECTION 2 ECONOMIC CONTEXT 

FIGURE 2-3 
Nevada Statewide Freight Flows by Direction of Movement, 2012 

 
The charts include freight flows from Nevada (outbound), to Nevada (inbound) and within Nevada (intra), but do not include freight 
flows through Nevada. 
Source: FAF 3.5 (Cambridge Systematics, 2015) 

2.3.2 Modal Flows 
Trucks provide flexible routes and door-to-door service and, as a result, make an ideal mode of 
transportation for a majority of the freight flows. However, while moving bulk and/or low-valued 
commodities, rail is typically a preferred mode of transportation. On time sensitive or high-valued freight 
shipments (depending on the location of market, shipment size, and frequency), a shipper in Nevada may 
select truck only or rail/truck intermodal or air/truck intermodal or ship/truck intermodal (Cambridge 
Systematics, 2015). Some observations based on Figure 2-4 that shows the 2012 distribution of the 
statewide freight flows by mode are as follows: 

• Truck only movements were the dominant part of the total freight movements in the state. They 
made up approximately 82.9 percent of the total tons and approximately 71.6 percent of the total 
value. As expected, rail only (not including rail/truck intermodal) mode in Nevada handles 8.0 
percent of total tons, but only approximately 1.3 percent of the total value. 

• Although Multiple modes and mail (includes rail/truck intermodal, ship/truck intermodal, postal, or 
courier goods), and air (includes air/truck intermodal) modes formed a small share of total tons, 
they had a very high average value per ton of approximately $7,474 per ton and $22,369 per ton, 
respectively. In comparison, truck only and rail only modes had an average value per ton of only 
approximately $939 per ton and $171 per ton, respectively. 

• Pipeline mode also contributed 5.1 percent of the total tonnage and 2.2 percent of the total value. 
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FIGURE 2-4 
Nevada Statewide Freight Flows by Mode, 2012 

  
The charts include freight flows from Nevada (outbound), to Nevada (inbound) and within Nevada (intra), but do not include freight 
flows through Nevada). 
Source: FAF 3.5 (Cambridge Systematics, 2015) 

 

Freight flows are projected to increase 27% by the year 2040, with the greatest percent increase in air cargo, 
and a significant increase in rail of 53%, shown in Table 2-1. 

TABLE 2-1 
Nevada Statewide Freight Flows by Mode, 2012 vs 2040 

Mode  2012   % of total 2040 % of total 
% change from 

2012 

Truck 121.7 82.8% 153.8 82.6% 26.4% 

Rail 11.7 8.0% 17.9 9.6% 53.0% 

Air (include truck-air) 0.1 0.1% 0.3 0.2% 200.0% 

Multiple modes & mail 3.4 2.3% 4.1 2.2% 20.6% 

Pipeline 7.6 5.2% 5.2 2.8% -31.6% 

Other and unknown 2.4 1.6% 4.9 2.6% 104.2% 

Total 146.9 100.0% 186.2 100.0% 26.8% 

The table includes freight flows from Nevada (outbound), to Nevada (inbound) and within Nevada (intra), but do not include 
freight flows through Nevada). 

Source: FAF 3.5 (Cambridge Systematics, 2015) 
 

2.3.3 Top Commodity Flows 
The freight demand measured in commodity-wise tons and values is indicative of the consumer needs and 
the industry mix in the state. Table 2-2 shows the tons and value by commodity in 2012 for all directions 
combined, and the percentage distributions by direction of movement. Figures 2-5 to 2-7 show the top 10 
commodities by direction of movement in absolute tons and absolute value (Cambridge Systematics, 2015). 
Some observations made based on the table and figures are as follows: 
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Tonnage related 

• Non-metallic mineral products were the largest (approximately 22.0 percent) by share of total tons, 
a majority of which (approximately 77 percent) was moved internally. The next four largest 
commodities by tonnage were: gravel, non-metallic minerals, waste or scrap, and coal and 
petroleum products, together the top five commodities made up approximately 56.1 percent of 
total tons. 

• Based on the absolute tons by direction of movement, metallic ores, non-metallic mineral products, 
non-metallic minerals, natural sands, and miscellaneous manufactured products were the top 
outbound commodities by tons and made up approximately 63 percent of total outbound tons; coal 
and petroleum products, coal, non-metallic mineral products, other agricultural products, and mixed 
freight were the top inbound commodities by tons and made up approximately 51 percent of the 
total inbound tons; and non-metallic mineral products, gravel, waste or scrap, non-metallic 
minerals, and natural sands were the top intra commodities by tons and made up approximately 78 
percent of total intra tons. 

• While mining of non-metallic minerals is a key industry in the state, it also forms an input into the 
manufacturing of non-metallic mineral products, for which there is a substantial local demand. Non-
metallic mineral products (such as glass, cement, etc.) and gravel are key construction materials. 
Overall, the data indicated that many of the ingredients for construction industry are locally 
supplied. Aside construction, waste and scrap are typically generated by population centers, while 
coal and petroleum products (also with possible use in road construction) are consumed by 
population centers. Given the small manufacturing base and large service base of the state, it is not 
surprising to find these types of freight dominating the tonnage mix. 

Value related 

• Machinery was the largest (approximately 12.7 percent) by share of total value, a majority of which 
(approximately 74 percent) was moved internally. The next four largest commodities by value were: 
electrical and electronic equipment, mixed freight, apparel and accessories, and motorized vehicles. 
Together the top five commodities made up approximately 45.3 percent of total value.  

• Based on the percentage distribution by direction of movement of total value in all directions by 
commodity, the directional nature of the top commodities by total value was understood. Heavy 
machinery is needed to operate mining and logistics related business operations, light machinery is 
also needed for various consumer related purposes. Electrical and electronic equipment are needed 
for a wide range of consumers including households, offices, shops, and hospitals. On the other 
hand, mixed freight, apparel related goods, and motorized vehicles provide commonplace supplies 
for households and offices. Although, the commodities of mixed freight and apparel related goods 
are predominantly inbound freight flows, a reasonable percentage of them also is outbound freight 
flows. Given the manufacturing of such products in the state is limited, the outbound freight flows 
may be pointing to stored products in warehousing and logistics businesses established in the Reno 
and Las Vegas metropolitan areas. 

• Based on the absolute value by direction of movement, mixed freight, electrical and electronic 
equipment, apparel and accessories, metallic ores, and pharmaceuticals were the top outbound 
commodities by value and made up approximately 51 percent of total outbound value; electrical 
and electronic equipment, mixed freight, motorized vehicles, apparel and accessories (or 
textiles/leather), and miscellaneous manufactured products were the top inbound commodities by 
value and made up approximately 44 percent of the total inbound value; and machinery, mixed 
freight, base metal articles, electrical and electronic equipment, and motorized vehicles were the 
top intra commodities by value and made up approximately 55 percent of total intra value. 
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TABLE 2-2 
Nevada Statewide Freight Flows by Commodity, 2012 

SCTG 
Code SCTG Commodity Tons (in thousands) by Commodity and 

Percentage Distribution by Direction 
Value (in millions of dollars) by Commodity 

and Percentage Distribution by Direction 

  All 
Dirns. 

% of 
Total O/B I/B IN All Dirns. % of 

Total O/B I/B IN 

01 Live animals/fish 231 0.2% 2% 48% 50% 316 0.2% 3% 38% 59% 
02 Cereal grains 2,590 1.8% 2% 20% 78% 300 0.2% 2% 29% 70% 
03 Other ag prods. 4,020 2.7% 4% 73% 24% 2,668 1.8% 4% 71% 25% 
04 Animal feed 1,526 1.0% 61% 29% 10% 516 0.3% 37% 47% 15% 
05 Meat/seafood 477 0.3% 10% 53% 37% 2,096 1.4% 13% 48% 39% 
06 Milled grain prods. 817 0.6% 10% 68% 21% 1,181 0.8% 15% 56% 29% 
07 Other foodstuffs 4,620 3.1% 17% 45% 38% 5,290 3.5% 21% 42% 37% 
08 Alcoholic beverages 1,794 1.2% 3% 37% 60% 2,993 2.0% 18% 30% 53% 
09 Tobacco prods. 19 0.0% 9% 27% 64% 492 0.3% 20% 21% 60% 
10 Building stone 526 0.4% 2% 17% 81% 104 0.1% 2% 29% 69% 
11 Natural sands 6,045 4.1% 24% 12% 64% 86 0.1% 29% 11% 60% 
12 Gravel 14,182 9.7% 1% 5% 94% 175 0.1% 1% 13% 85% 
13 Nonmetallic minerals 14,178 9.7% 16% 11% 73% 739 0.5% 26% 10% 64% 
14 Metallic ores 4,204 2.9% 99% 1% 0% 3,082 2.1% 99% 1% 0% 
15 Coal 5,979 4.1% 0% 100% 0% 124 0.1% 0% 100% 0% 
16 Crude petroleum 175 0.1% 43% 57% 0% 79 0.1% 43% 57% 0% 
17 Gasoline 2,859 1.9% 5% 78% 17% 2,206 1.5% 6% 77% 18% 
18 Fuel oils 1,447 1.0% 6% 43% 51% 947 0.6% 6% 42% 52% 

19 Coal and petroleum 
prods. 8,533 5.8% 2% 84% 14% 3,928 2.6% 2% 85% 13% 

20 Basic chemicals 2,080 1.4% 5% 87% 7% 771 0.5% 27% 61% 12% 
21 Pharmaceuticals 314 0.2% 81% 13% 6% 7,346 4.9% 41% 50% 9% 
22 Fertilizers 834 0.6% 4% 40% 57% 177 0.1% 7% 48% 45% 
23 Chemical prods. 1,196 0.8% 37% 45% 18% 4,707 3.1% 51% 36% 13% 
24 Plastics/rubber 1,491 1.0% 33% 58% 9% 4,239 2.8% 34% 52% 14% 
25 Logs 610 0.4% 8% 4% 88% 65 0.0% 39% 9% 52% 
26 Wood prods. 2,761 1.9% 6% 37% 57% 2,339 1.6% 9% 39% 51% 
27 Newsprint/paper 1,091 0.7% 6% 72% 22% 1,151 0.8% 10% 50% 40% 
28 Paper articles 869 0.6% 19% 58% 23% 1,724 1.1% 30% 38% 31% 
29 Printed prods. 519 0.4% 37% 38% 24% 2,657 1.8% 34% 54% 12% 
30 Textiles/leather 923 0.6% 31% 41% 28% 9,338 6.2% 38% 49% 13% 
31 Nonmetal min. prods. 32,296 22.0% 8% 15% 77% 4,129 2.8% 12% 35% 54% 
32 Base metals 1,561 1.1% 5% 58% 37% 2,915 1.9% 26% 43% 31% 
33 Articles-base metal 2,009 1.4% 16% 38% 47% 6,104 4.1% 21% 36% 43% 
34 Machinery 2,204 1.5% 9% 15% 76% 19,047 12.7% 7% 18% 74% 
35 Electronics 762 0.5% 23% 53% 24% 15,760 10.5% 24% 61% 15% 
36 Motorized vehicles 1,032 0.7% 14% 51% 35% 8,687 5.8% 12% 61% 27% 
37 Transport equip. 22 0.0% 16% 48% 36% 1,437 1.0% 3% 93% 4% 
38 Precision instruments 135 0.1% 7% 89% 4% 3,410 2.3% 14% 81% 5% 
39 Furniture 559 0.4% 10% 69% 21% 2,735 1.8% 9% 63% 28% 
40 Misc. mfg. prods. 2,459 1.7% 46% 35% 19% 8,230 5.5% 34% 48% 18% 
41 Waste/scrap 13,061 8.9% 2% 6% 92% 590 0.4% 5% 3% 92% 
43 Mixed freight 3,843 2.6% 14% 61% 24% 15,153 10.1% 30% 51% 19% 

 TOTAL 146,852 100.0% 13% 31% 56% 150,031 100.0% 24% 47% 30% 
Standard Classification of Transported Goods (SCTG) is a classification system used by the United States Census Bureau to uniformly 
aggregate and present the data produced from Commodity Flow Survey (CFS). The classification level shown above for SCTG is of 
Level I, it has a 2-digit structure, and consists of product categories, which have been designed to emphasize the link between 
industries and their outputs. 
Source: FAF 3.5 (Cambridge Systematics, 2015)  
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FIGURE 2-5 
Nevada Statewide Outbound Freight Flows by Commodity, 2012 

 
The charts include freight flows from Nevada (outbound), to Nevada (inbound) and within Nevada (intra), but do not include freight 
flows through Nevada. 
Source: FAF 3.5 (Cambridge Systematics, 2015) 

FIGURE 2-6 
Nevada Statewide Inbound Freight Flows by Commodity, 2012 

 
The charts include freight flows from Nevada (outbound), to Nevada (inbound) and within Nevada (intra), but do not include freight 
flows through Nevada. 
Source: FAF 3.5 (Cambridge Systematics, 2015) 
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FIGURE 2-7 
Nevada Statewide Intra Freight Flows by Commodity, 2012 

 
The charts include freight flows from Nevada (outbound), to Nevada (inbound) and within Nevada (intra), but do not include freight 
flows through Nevada. 
Source: FAF 3.5 (Cambridge Systematics, 2015) 

 

2.3.4 Top Trade Partner Flows 
The state’s top trade partners by volume in 2012 were: intra-Nevada, Southern California, Utah, Wyoming, 
and San Joaquin Valley, together they make up approximately 77 percent of total tons, shown on Figure 2-8. 
The top trade partners by value in 2012 were almost identical: intra-Nevada, Southern California, Utah, 
Arizona, and San Francisco Bay Area, together they make up approximately 56 percent of total value. Some 
likely explanations for this trade flow pattern are as follows:  

• Freight flows within Nevada are driven mainly by the flows of construction related products, 
machinery and mixed freight. Southern California, San Francisco Bay Area, and Phoenix metropolitan 
area have large population and major ports or border crossings with the hinterland extending east 
of Nevada (Midwest region of the United States for San Pedro Bay Ports and mountain region of the 
United States for the Port of Oakland). Therefore, Nevada is likely acting as a source for metallic ore 
exports and construction related products, and as a sink for imported and manufactured goods – 
particularly, apparel and accessories and electrical and electronic equipment for consumption, 
storage, or distribution.  

• Utah is considered a hub in the Mountain region of the United States for railroad operations, 
especially in distributing rail traffic from eastern and western ports to westward and eastward 
destinations, respectively. As a result, the trade between Utah and Nevada is likely driven by this.  

• Wyoming is home to Powder River Basin, which is a major coal supplier to the western United States 
(including the Mountain regions of the United States), and coal is moved in bulk (large quantity) and 
has a low value per ton (Cambridge Systematics, 2015). 
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FIGURE 2-8 
Nevada Statewide Freight Flows by Trade Partner, 2012 

 
The charts include freight flows from Nevada (outbound), to Nevada (inbound) and within Nevada (intra), but do not include freight 
flows through Nevada. 
Source: FAF 3.5 (Cambridge Systematics, 2015) 
Notes:  
ECA = Eastern California, San Diego SAC = Sacramento 
NCA = Northern California SCAG = Southern California, California 
PMSA = Portland Metropolitan Area SCSA = Seattle/Tacoma Combined Statistical Area 
RoCA = Rest of California SFBA = San Francisco Bay Area, SanD 
RoOR = Rest of Oregon SJV = San Joaquin Valley, California 
RoWA = Rest of Washington  

 

2.3.5 Top Trade Partner Flows by Region 
Figure 2-9 shows the trade corridor flows between different regions in Nevada, from/to Nevada, and 
linkages between different regions in Nevada and California, the leading trade partner. The strongest freight 
flows within Nevada both in terms of value and tonnage come from metropolitan intra flows. In addition, in 
terms of freight tons, there exists a strong trade linkage between Las Vegas MSA and rest of Nevada, and 
between Reno-Sparks-Carson City CSA and rest of Nevada. However, this relationship is weak in terms of 
dollar value of goods moved between the pairs of regions.  

In terms of tons and dollars, there is a strong linkage between Southern California and Las Vegas MSA and 
similarly between rest of California and Reno-Sparks-Carson City CSA. There is also a strong relationship in 
terms of tons between Las Vegas MSA and rest of California. The relationships are mostly driven by the 
extensive goods movement infrastructure in Southern California (such as San Pedro Bay Ports), which bring 
in 40 percent of the imported cargo nationally, and mature transportation and warehousing industry in 
Los Angeles and Inland Empire regions of Southern California, which distribute both domestic and 
international cargo. On the other hand, the agricultural production in the Central Valley region of California, 
and rail intermodal and warehouse infrastructure to support the Port of Oakland and domestic freight 
storage needs, are the likely producers and attractors for freight demand in all parts of Nevada. 

Overall, Nevada also has strong trade linkages to other parts of the Mountain Region of the United States, 
particularly Salt Lake City in Utah for mixed freight shipments by rail and Powder River Basin in Wyoming for 
coal. Nevada has somewhat uniform trade linkages with the rest of Pacific, Midwest, Middle Atlantic, South 
Atlantic, and West South Central regions of the United States (Cambridge Systematics, 2015). 
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FIGURE 2-9 
Nevada Statewide and Regional Freight Tons by Trade Partner for Domestic and International Combined Markets, 
2012 

  
The charts include freight flows from Nevada (outbound), to Nevada (inbound) and within Nevada (intra), but do not include freight 
flows through Nevada. 
Source: FAF 3.5 (Cambridge Systematics, 2015) 

 

2.3.6 Economic Dependence on Inbound Freight 
Inbound freight brings raw materials and intermediate goods into the state for use in production processes 
or in providing services. The link between the reliance of sales on inbound on inbound commodities 
indicates the economic scale of freight and modal dependence. The Nevada Freight Program Assessment 
(NDOT, 2013b) reviews the industry dependence for inbound shipments by truck, rail, multiple modes (truck 
and rail), and air.  

Table 2-3 shows that mining, construction, food services, accommodations, and food manufacturing are 
particularly reliant on inbound materials shipped via truck; they provide between $783 million and 
$2.7 billion worth of sales. The table gives the value added and the income associated with this output, as 
well as the percentage of output that is reliant on a particular mode of transportation (e.g. truck) compared 
to all modes. Sales for industries that are reliant on truck transportation represent 53 to 92 percent of 
modal dependent sales. Overall, industries that are dependent on inbound transportation freight rely on 
truck transportation for an estimated 73 percent of their total output.  
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TABLE 2-3 
Industry Dependence on Inbound Freight Transported by Truck (in millions of dollars) 

Industry Description Output  
(Sales) Value Added Wage  

(Income) 
Percent Reliance 

on Truck 

Mining, quarrying, and support* $2,731 $1,979 $478 78% 

Construction and buildings $1,979 $1,150 $1,010 72% 

Food services and drinking places $1,869 $1,142 $869 87% 

Accommodations* $996 $619 $351 70% 

Food manufacturing $783 $123 $69 92% 

Miscellaneous manufacturing $593 $335 $261 82% 

Ambulatory health care services* $578 $397 $356 82% 

Utilities $572 $271 $79 62% 

Administrative and support services $441 $265 $199 53% 

Professional, scientific, & tech 
services. 

$438 $294 $224 71% 

Rest of others $7,616 $3,447 $2,369  

Total $18,596 $10,022 $6,265 73% 

Source: NDOT, 2013b 
* This industry (or a portion of the industry) is part of Nevada’s key cluster industry initiative. 

 
The report finds that more than $2.2 billion of industry sales are dependent on freight transportation by rail 
into the state. The utilities industry has the highest reliance across all modes with 27 percent of output 
relying on rail (Table 2-4). The report finds that the mining, quarrying, and support industry has an 
18 percent reliance on rail compared to other modes. Other industries, such as primary metals, 
miscellaneous manufacturing, plastics and rubber, and chemicals also rely on rail transportation for inputs 
and production of finished goods. The report estimates 9 percent of total industry output is dependent on 
inbound transported freight rail.  

TABLE 2-4 
Industry Dependence on Inbound Freight Transported by Rail (in millions of dollars) 

Industry Description Output  
(Sales) Value Added Wage  

(Income) 
Percent Reliance 

on Rail 

Mining, quarrying, and support* $631 $462 $109 18% 

Utilities $248 $151 $37 27% 

Construction and buildings $104 $61 $53 4% 

Primary metal manufacturing $97 $17 $7 19% 

Miscellaneous manufacturing $85 $48 $38 12% 

Plastics and rubber products manufacturing $83 $23 $13 16% 

Food services and drinking places $74 $45 $34 3% 

Chemical manufacturing $63 $15 $9 13% 

Real estate $50 $33 $2 19% 

Personal services $49 $30 $17 3% 

Rest of others $694 $307 $230  

Total $2,179 $1,192 $549 9% 

Source: NDOT, 2013b 
* This industry (or a portion of the industry) is part of Nevada’s key cluster industry initiative. 
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The report estimates that $1.04 billion of industry sales are dependent on freight transportation into the 
state by multiple modes (e.g., rail and truck). Service industries as well, such as accommodations, 
professional services, administrative, repair and maintenance, food services, as well as transit and ground 
transportation use rail-truck shipments to receive needed supplies (Table 2-5). The report estimates 
4 percent of industry output is dependent on inbound freight relies on multiple modes.  

TABLE 2-5 
Industry Dependence on Inbound Freight Transported by Multiple Modes (Rail-Truck) (in millions of dollars) 

Industry Description Output  
(Sales) Value Added Wage  

(Income) 

Percent Reliance 
on Multiple 

Modes 

Accommodations* $103 $64 $37 7% 

Professional, scientific, and tech services. $70 $50 $34 11% 

Mixed freight and not elsewhere classified (n.e.c.) $65 $46 $26 28% 

Food services and drinking places $57 $35 $27 3% 

Construction and buildings $57 $33 $29 2% 

Administrative and support services $48 $31 $21 6% 

Repair and maintenance $39 $25 $21 11% 

Computer and electronic mfg. $37 $6 $5 11% 

Transit and ground transportation $29 $10 $20 7% 

Transportation equipment mfg. $27 $14 $11 10% 

Rest of others $516 $281 $192  

Total $1,047 $596 $423 4% 

Source: NDOT, 2013b  
* This industry (or a portion of the industry) is part of Nevada’s key cluster industry initiative. 

 
The Nevada Freight Program Assessment (NDOT, 2013b) estimates more than $357 million of industry sales 
are dependent on freight transported by air (which includes the truck portion of the trip) into the state. 
Scenic and sightseeing transportation has the highest reliance across all modes with 8 percent of output 
dependent on this mode (Table 2-6). 

TABLE 2-6 
Industry Dependence on Inbound Freight Transported by Air (in millions of dollars) 

Industry Description Output  
Sales) Value Added Wage  

(Income) 
Percent Reliance 

on Air 

Construction and buildings $39 $23 $20 1% 

Food services and drinking places $32 $20 $15 2% 

Ambulatory health care services* $28 $19 $18 4% 

Scenic and sightseeing transportation support $20 $15 $15 8% 

Transportation equipment manufacturing $18 $5 $3 7% 

Hospitals* $15 $9 $8 3% 

Accommodations* $14 $8 $5 1% 

Professional, scientific, and tech services $13 $9 $7 2% 

Miscellaneous manufacturing $12 $7 $5 2% 

Air Transportation $12 $6 $3 2% 

Rest of others $155 $80 $46  

Total $357 $199 $145 1% 

Source: NDOT, 2013b  
* This industry (or a portion of the industry) is part of Nevada’s key cluster industry initiative. 

 2-15 



SECTION 2 ECONOMIC CONTEXT 

2.3.7 Economic Dependence on Outbound Freight 
Outbound freight delivers intermediate or final goods to customers outside of the state for their use. The 
Nevada Freight Program Assessment (NDOT, 2013b) also reviews the industry dependence for outbound 
shipments by truck, rail, multiple modes (truck-rail), and air.  

Table 2-7 shows $6.5 billion of mining, quarrying, and support sales are associated with trucks transporting 
the industry’s commodities—99 percent of output compared to reliance on other modes. Other 
manufacturing industries, such as food, plastics and rubber, metals, chemicals, and computer/electronics 
rely on truck transportation to deliver their products to market. Truck transportation-related output ranges 
from 36 to 100 percent of output transported by all modes for these top 10 industries. Nevada’s economy 
had more than $184 billion in sales in 2011, and the truck-dependent portion comprises 7 percent of that 
activity with more than $12.5 billion worth of sales. 

TABLE 2-7 
Industry Dependence on Outbound Freight Transported by Truck (in millions of dollars) 

Industry Description Output  
(Sales) Value Added Wage  

(Income) 
Percent Reliance 

on Truck 

Mining, quarrying, and support* $6,505 $4,811 $1,124 100% 

Miscellaneous manufacturing $736 $416 $322 93% 

Food manufacturing $725 $115 $61 88% 

Plastics and rubber products manufacturing $521 $144 $81 85% 

Oil and gas extraction $517 $19 $6 100% 

Primary metal manufacturing $504 $94 $44 98% 

Chemical manufacturing $495 $116 $66 78% 

Mixed freight and n.e.c. $344 $246 $140 36% 

Computer and electronic manufacturing $309 $71 $55 87% 

Fabricated metal manufacturing $295 $93 $65 87% 

Rest of others $1,553 $488 $301  

Total $12,503 $6,613 $2,265 90% 

Source: NDOT, 2013b  
* This industry (or a portion of the industry) is part of Nevada’s key cluster industry initiative. 

 
The Nevada Freight Program Assessment finds that more than $273 million of industry sales are dependent 
on rail-transported freight from Nevada. Waste management and remediation services have the highest rail 
reliance (80 percent); whereas the mining, quarrying, and support industry, and fabricated metal 
manufacturing industry each have only a less than 1-percent reliance on rail (Table 2-8). Conversely, 
chemical manufacturing outputs largely depend on transport by rail (19 percent of its output shipments).  

The report estimates $863 million of industry sales depends on multiple modes (e.g. truck-rail) from the 
state. Wholesale trade has the highest reliance on rail-truck with 61 percent of all output dependent on this 
mode compared to all others (Table 2-9). Other manufacturing industries, such as food, plastics and rubber, 
fabricated metals, computer and electronics, animal, beverage and tobacco, machinery, and chemicals are 
dependent on rail-truck shipments to reach their customers. Overall, the report estimates 6 percent of total 
output for all industries that are dependent on outbound-transported freight rely on rail-truck transport. 

The report also states a value of $122 million of industry sales is dependent on freight transported via air out 
of the state. Transportation equipment manufacturing relies on air transportation for 6 percent of its overall 
output, compared to other modal use (Table 2-10). Air dependence is highly concentrated in three major 
industries which have high-value, time-sensitive goods: miscellaneous, computer and electronic, and 
transportation equipment manufacturing. These industries represent 61 percent of total output transported 
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via air. Overall, an estimated 1 percent of total output for all industries is dependent on air outbound 
freight.  

The above discussion shows that freight transportation infrastructure is highly supportive to the industries in 
Nevada. Nationally, studies indicate that, not only is freight movement an important component of 
economic operations and growth, improvements to the movement of freight can lead to positive impacts on 
the region by attracting new businesses and improving productivity. The same is likely in Nevada and the 
region.  

TABLE 2-8 
Industry Dependence on Outbound Freight Transported by Rail (in millions of dollars) 

Industry Description Output  
(Sales) Value Added Wage  

(Income) 
Percent Reliance 

on Rail 

Chemical manufacturing $118 $46 $30 19% 

Transportation equipment mfg. $71 $10 $6 22% 

Nonmetal mineral product manufacturing* $34 $10 $7 26% 

Mining, quarrying, and support* $25 $14 $7 <1% 

Plastics and rubber products manufacturing $4 $1 $1 1% 

Petroleum and coal products manufacturing $4 $1 $0 2% 

Waste management services $3 $2 $1 80% 

Wood product manufacturing $2 $1 $1 5% 

Paper manufacturing $2 $1 $0 1% 

Fabricated metal manufacturing $1 $0 $0 <1% 

Rest of others $8 $3 $2  

Total $273 $89 $55 2% 

Source: NDOT, 2013b  
* This industry (or a portion of the industry) is part of Nevada’s key cluster industry initiative. 

 

TABLE 2-9 
Industry Dependence on Outbound Freight Transported by Multiple Modes (Rail-Truck) (in millions of dollars) 

Industry Description Output  
(Sales) Value Added Wage  

(Income) 

Percent Reliance 
on Multiple 

Modes 

Mixed freight and n.e.c. $576 $410 $232 61% 

Food manufacturing $88 $12 $7 11% 

Plastics and rubber products manufacturing $79 $22 $13 13% 

Fabricated metal manufacturing $23 $7 $5 7% 

Computer and electronic manufacturing $19 $3 $2 5% 

Miscellaneous manufacturing $15 $8 $6 2% 

Animal production $15 $5 $1 15% 

Beverage & tobacco products manufacturing $11 $1 $1 13% 

Machinery manufacturing $9 $3 $2 10% 

Chemical manufacturing $9 $1 $1 1% 

Rest of others $21 $6 $4  

Total $863 $479 $273 6% 

Source: NDOT, 2013b  
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TABLE 2-10 
Industry Dependence on Outbound Freight Transported by Air (in millions of dollars) 

Industry Description Output  
(Sales) Value Added Wage  

(Income) 
Percent Reliance 

on Air 

Miscellaneous manufacturing $34 $20 $15 3% 

Computer and electronic manufacturing $22 $4 $3 3% 

Transportation equipment manufacturing $19 $3 $2 6% 

Chemical manufacturing $7 $2 $1 1% 

Plastics and rubber products manufacturing $7 $2 $1 1% 

Mixed freight and n.e.c. $6 $4 $2 2% 

Electrical equip. & appliance manufacturing $6 $2 $2 5% 

Primary metal manufacturing $4 $1 <$1 1% 

Printing & related support activities $4 $1 $1 2% 

Fabricated metal manufacturing $3 $1 $1 1% 

Rest of others $11 $4 $2  

Total $122 $42 $31 1% 

Source: NDOT, 2013b  

 

2.3.8 Conclusion 
The transportation industry plays an important role in the economy of the State of Nevada and Clark 
County. The industry moves freight and people, both of which are an important component to continuing 
government, business, and personal activities. Freight movement allows Clark County to aid significantly in 
the state’s import and export activities and is an integral step in future economic development goals for the 
state. Studies cited in this report have also found that freight transportation is a valuable component of the 
economy, and that improvements to transportation infrastructure have a positive economic effect on the 
regional and national economies. 

2.4 The Economic Impact of Increasing Transportation 
Costs 

Costs for transportation investment (especially road construction costs) are expected to continue to grow. 
Delaying projects to a future date will result in increased costs. According to data from the USDOT National 
Highway Construction Cost Index (NHCCI), highway construction costs have increased more than 10 percent 
since 2003, despite the recession (see Figure 2-10) (USDOT, 2015).  
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FIGURE 2-10 
Construction Cost Trends for Highways: Chained Type Index, March 2003=1.0  

 
Source: USDOT, 2015 
 
The Associated General Contractors of America predicts overall construction material costs will continue to 
increase by 3 percent, annually, between 2014 and 2017, which is greater than the average 2.5 percent 
annual increase predicted for the Consumer Price Index (CPI). Construction labor costs are expected to 
increase between 2.5 and 5 percent, annually, during the same period (Simonson, 2013). 

Freight transportation is such an important component of the economy that interruptions to freight 
movement can significantly impact a region. As population and demand for goods and service grows, 
infrastructure capacity constraints will create economic costs from delayed transportation time, safety, and 
congestion issues. Delaying transportation improvements will increase these costs until the system 
disruption is corrected. 

For example, in the Las Vegas metropolitan area, congestion resulted in approximately 21.5 million gallons 
of excess fuel consumption, or 21 gallons per auto commuter, in 2011. Congestion resulted in approximately 
45.4 million hours of delay, or 44 hours per commuter, in 2011. Total vehicle congestion cost was estimated 
at $931 million or $906 per commuter. Congestion in the Las Vegas metropolitan area cost approximately 
$137 million in truck costs with a commodity value of $36.0 million (Texas A&M Transportation Institute, 
2012). 

Similarly, according to a study by Hillestad, projections indicate that capacities of ports, highways, and 
railroads are “nearing their limits in key urban areas and corridors and would soon be constraining factors 
for goods movement, consequently impeding United States economic growth. Although the current severe 
economic contraction has slowed growth projections and made capacity concerns less immediate, even the 
revised growth continues to imply large future demands for freight transportation.” Congestion caused by 
reaching the limits of available highway transportation networks slows the movement of goods and services 
between regions, reduces labor productivity, and impedes economic growth. “In addition to avoiding future 
costs, enhancements to the freight transportation infrastructure are being increasingly promoted as an 
important part of the future economic stimulus package for the country as it recovers from the recent 
recession and into the future” (Hillestad, 2009).  
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In a similar study, Crystal Jones cited the FHWA FAF analysis that reported the United States transportation 
network moved 17.5 billion metric tons (19.3 billion short tons) of goods in 2002. This equates to 48.1 
million metric tons (53.0 million short tons) each day, worth more than $13 trillion. By 2035, freight volumes 
are expected to double to 33.6 billion metric tons (37.0 billion short tons), worth $38 trillion. Transportation 
is a large component of the United States economy and, according to Jones, the impact of transportation 
issues, such as unexpected delays, can increase the cost of transporting goods by 50 to 250 percent (Jones, 
2007).  

Congestion costs resulting from less than-optimal infrastructure are difficult to quantify exactly, according to 
the Jones study. However, a 2004 USDOT report, Freight Transportation: Improvements and the Economy, 
estimated the cost of carrying freight on the highway system at between $25 and $200 an hour, depending 
on product type and other factors (USDOT, 2004). Congestion resulting in unreliable trip times and missed 
deliveries can have major business implications, causing a ripple effect that adds costs at every link of the 
supply chain, including retailers, distributors, transporters, storage facilities, and suppliers. Transportation is 
integral to the ability of businesses to capitalize on economic and competitive advantages. “With businesses 
integrating fluid transportation into their operations, it is not just transportation, but efficient, speedy, and 
reliable transportation that will play a significant role in maintaining and expanding economic activity” 
(Jones, 2007). 

In an attempt to model the short-term economic impact of a disruption to the freight system, a study from 
Purdue University estimated the economic impact of a 4-day highway closure in 2008 in Northwestern, 
Indiana, due to flooding. The highway was a major transportation network for passenger and freight, the 
study focused on the impact on the region of the freight movement disruption only. Researchers found that 
the flood-related highway closures generated a significant economic impact on the economy of northwest 
Indiana. The total economic loss from the delay in shipments of commodities in the study region was 
estimated at $11.2 million in output (value of sales), 60 jobs, $3.4 million in labor income (employee 
compensation and proprietor income), $1.2 million in taxes and an estimated $5.45 million in value-added 
consisting of employee compensation, proprietor income, indirect business taxes and other property type 
income, such as payments from interest, rents, royalties, dividends and profits. A summary table 
(Table 2-11) from the study is provided below (Mesa-Arango et al., 2013): 

TABLE 2-11 
Total Economic Impact of Freight System Disruption in Northwest Indiana (2013 Dollars) 

Output Impact  
($ millions) 

Employment Impact 
(number of jobs) 

Labor Income Impact 
($ millions) 

Tax Impact  
($ millions) 

Value-Added Impact  
($ millions) 

$11.19 $59.7 $3.43 $1.22 $5.45 

Source: Mesa-Arango et al., 2013. 
 
A study by the Washington State Department of Transportation (Washington State DOT) surveyed freight-
dependent industries in the State of Washington to determine how they would respond if congestion on the 
interstate and highway systems increased by 20 percent. Some of the key findings of the survey are 
summarized below: 

• 56 percent would pass the costs onto consumers  
• 19 percent would absorb the costs  
• 16 percent would change their operations or routing  
• 6 percent would be forced to close their business 
• 3 percent would relocate 
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Based on these survey results, an economic impact on the state and its businesses was estimated. For firms, 
congestion increases were expected to have a significant direct impact on operating costs in the form of 
rising fuel and labor costs, additional equipment and/or increased inventory costs. The 20-percent increase 
in congestion is expected to result in more than $14 billion (2011 dollars) in higher operating costs. Since the 
majority of businesses expect to pass these costs to consumers, consumer spending is expected to decrease 
in other categories. 

The direct, indirect, and induced impact of this shift in costs and spending is expected to result in losses of 
approximately 45,088 jobs and $6.34 billion (2011 dollars) in economic output in the State of Washington. 
This equates to approximately 1.16 percent of total state employment and 0.99 percent of gross state 
output.  

Some industries are expected to add jobs to offset congestion and lost productivity, totaling an estimated 
17,831 jobs and $3.03 billion in output. Overall, one-time impacts to Washington’s economy would be a loss 
of more than 27,250 jobs (0.70 percent of statewide total) and $3.3 billion (in 2011 dollars) (0.51 percent of 
statewide total) in economic output. Figure 2-11 is a graphic of the estimated impact (Washington State 
DOT, 2012). 

FIGURE 2-11 
Impacts of 20-percent Increased Congestion in Washington State 
 

 
 

Source: Washington State DOT, 2012. 
 
A study by the Transportation Research Board of the National Academies, based on case studies of past 
transportation infrastructure interruptions, provided a rule of thumb table (see Table 2-12) for the cost of 
regional transportation interruptions (Transportation Research Board). 
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TABLE 2-12 
Economic Impact Rules of Thumb—Default Values 

Direct Transport Costs (per mile, hour) Truck Class I RR Short Line RR Inland 
Waterway/Barge 

Per ton-mile $0.07 $0.03 $0.04 $0.01 

Per ton-hour $2.63 $0.52 $1.07 $0.06 

Per vehicle-mile $1.39 $1.90 $4.07 $14.55 

Per vehicle-hour $59.03 $39.56 $101.70 $87.30 

Inventory Costs (per ton-hour) Truck Class I RR Short Line RR Inland 
Waterway/Barge 

High-value manufacturing $1.05 $0.22 $0.45 NA 

Low-to moderate-value manufacturing $0.92 $0.19 $0.38 NA 

Low-value bulk commodities $0.74 $0.14 $0.29 $0.02 

Perishable agricultural $1.19 $0.23 $0.47 NA 

Regional Economic Impacts 
Total 

Output 
(millions) 

Total 
Employment  

(job years, 
000s) 

Total Wage 
Earnings 
(millions) 

Total GDP 
(millions) 

Direct Output Reductions (per $ million direct output loss, 2009$) 

Manufacturing $1.89 9.1 $0.42 $0.75 

Services $1.59 12.6 $0.51 $0.92 

Retail and wholesale $1.47 13.1 $0.49 $0.92 

Agricultural, natural resources $1.69 9.8 $0.41 $0.86 

Higher Freight Transport and Inventory Costs (per $ million transport cost increase, 2009$) 

Manufacturing $1.27 4.3 40.33 $0.50 

Services $1.24 10.5 $0.58 $0.71 

Retail and wholesale $1.14 8.7 $0.50 $0.77 

Agricultural, natural resources $1.19 8.2 $0.48 $0.60 

Direct Facility Impacts (per 1,000 TEU per day of impact) 
Total 

Output 
(millions) 

Total 
Employment  

(job years, 
000s) 

Total Wage 
Earnings 
(millions) 

Total GDP 
(millions) 

Ocean port $412,600 $670 $107,200 $162,400 

Source: Transportation Research Board of the National Academies, 2012 
Notes: 
NA = not applicable 
TEU = twenty-foot equivalent unit 
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SECTION 3 

Regional Goods Movement System 

3.1 Components of the Regional Goods Movement System 
The transportation system plays an important role in the economy, allowing freight movements to aid 
import and export activities. An efficient transportation network and quality infrastructure components can 
have positive impacts on both regional and national economies, as shown on Figure 3-1, which is based on 
the findings of the FHWA’s Freight Benefit-Cost Analysis Study.  

FIGURE 3-1 
Efficient Freight Transportation Increases Productivity and Economic Growth 

 
Source: ICF Consulting, 2002  
 
FHWA developed the FAF to help users understand how the movement of freight affects the transportation 
system and where problems with the transportation system could affect the flow of freight (FHWA, 2012). 
FAF3, the most current version, reports annual tonnage and dollar valued freight flows using the same 
43 two-digit Standard Classification of Transported Goods classes used by the Commodity Flow Survey.  

A total of 123 domestic geographic areas are represented in the FAF data, shown on Figure 3-2. These 
geographic areas are divided into the following three subsets:  

• Metro Regions are 74 metropolitan areas. 
• State Remainders are 33 regions that represent a state’s territory outside the metropolitan regions. 
• Entire States are 16 regions identified as entire states, within which no FAF3 metropolitan regions exist.  

Figure 3-3 shows the Las Vegas MSA zone freight flows by direction of movement. 
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FIGURE 3-2 
Geographic Areas Used In FAF3 

 
Source: FHWA, 2012  
 

FIGURE 3-3 
Las Vegas MSA Zone Freight Flows by Direction of Movement, 2012 

 
The charts include freight flows from Las Vegas MSA Zone (outbound), to Las Vegas MSA Zone (inbound) and within Las Vegas MSA 
Zone (intra), but do not include freight flows through Las Vegas MSA Zone.  
Source: FAF3  

 

The Las Vegas MSA also includes the entire counties of Clark and Nye. Therefore, some of the data reported 
from FAF that this report attributes to the Las Vegas metropolitan area will include a small number of 
mining- and agricultural-related shipments associated with Nye County. Las Vegas MSA had the largest 
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freight demand out of all other regions of the state in terms of tons and dollars, approximately 90.4 million 
tons and $87.5 billion, as shown in Table 3-1. 

TABLE 3-1 
Las Vegas MSA Zone Freight Flows by Direction of Movement, 2012  

Direction of Movement Tons in millions Value in billions of dollars 

Outbound 7.9 12.7 

Inbound 42.0 44.4 

Intra 40.6 30.4 

Total 90.4 87.5 

The table includes freight flows from a region (outbound), to the region (inbound) and within the region (intra), but does not include 
freight flows through the region.  
Source: FHWA, 2011 

 

3.2 Top Commodity Flows for the Las Vegas MSA 
The top five commodities by tons in 2012 were: nonmetal mineral products, nonmetallic minerals, waste or 
scrap, gravel and coal, and petroleum products. These were generally related to construction material, 
energy supplies, and waste products that are typical of large population centers. The presence of coal plants 
in southern Nevada drives the demand for coal from the Powder River Basin in Wyoming.  

The top five commodities by value in 2012 were: machinery, mixed freight, electrical and electronic 
equipment, apparel and accessories, and motorized vehicles. This reaffirms the industry mix in the Las Vegas 
metropolitan area, where population and large leisure and hospitality industry sector drive the top valued 
commodities. Las Vegas metropolitan area led the state in percentage contribution to apparel and 
accessories. 

Table 3-2 shows the full freight flow distribution breakdown by all commodities. Figures 3-4 through 3-6 
show the top freight flows from the Las Vegas MSA zone (outbound), to the Las Vegas MSA zone (inbound), 
and within the Las Vegas MSA zone (intra), but do not include freight flows through the Las Vegas MSA zone. 

TABLE 3-2 
Nevada Regional Freight Flow Distribution by Commodity, 2012 

SCTG 
Code SCTG Commodity Percent of Total Tons by 

Commodity  
Percent of Total Value by 

Commodity  
Value in Dollars per Ton by 

Commodity  

01 Live animals/fish 0.0% 0.1% NR 

02 Cereal grains 0.2% 0.0% 151 

03 Other ag prods. 2.9% 2.2% 720 

04 Animal feed 0.2% 0.1% 678 

05 Meat/seafood 0.3% 1.4% 4,609 

06 Milled grain prods. 0.5% 0.6% 1,288 

07 Other foodstuffs 3.3% 3.9% 1,163 

08 Alcoholic beverages 1.5% 2.7% 1,828 

09 Tobacco prods. 0.0% 0.4% NR 

10 Building stone 0.4% 0.1% 212 
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SCTG 
Code SCTG Commodity Percent of Total Tons by 

Commodity  
Percent of Total Value by 

Commodity  
Value in Dollars per Ton by 

Commodity  

11 Natural sands 3.8% 0.1% 21 

12 Gravel 8.8% 0.1% 11 

13 Nonmetallic minerals 12.4% 0.7% 52 

14 Metallic ores 0.3% 0.2% 653 

15 Coal 1.8% 0.1% 32 

16 Crude petroleum 0.0% 0.0% NR 

17 Gasoline 1.9% 1.5% 796 

18 Fuel oils 0.3% 0.2% 656 

19 Coal and petroleum 
prods. 

6.2% 3.1% 482 

20 Basic chemicals 0.4% 0.4% 967 

21 Pharmaceuticals 0.0% 2.9% NR 

22 Fertilizers 0.6% 0.1% 178 

23 Chemical prods. 0.3% 1.7% 5,148 

24 Plastics/rubber 0.7% 2.2% 3,151 

25 Logs 0.4% 0.0% 48 

26 Wood prods. 2.2% 2.0% 851 

27 Newsprint/paper 0.7% 0.9% 1,176 

28 Paper articles 0.5% 1.0% 1,998 

29 Printed prods. 0.3% 1.4% 4,953 

30 Textiles/leather 0.8% 8.0% 10,208 

31 Nonmetal min. prods. 26.0% 3.1% 114 

32 Base metals 1.0% 2.1% 2,012 

33 Articles-base metal 1.5% 4.3% 2,839 

34 Machinery 1.8% 16.2% 8,644 

35 Electronics 0.5% 8.9% 17,477 

36 Motorized vehicles 0.7% 6.0% 8,473 

37 Transport equip. 0.0% 1.5% NR 

38 Precision instruments 0.1% 1.9% 14,602 

39 Furniture 0.5% 1.9% 4,052 

40 Misc. mfg. prods. 2.3% 6.0% 2,550 

41 Waste/scrap 11.7% 0.5% 42 

43 Mixed freight 2.4% 9.5% 3,847 

 TOTAL 100.0% 100.0% 967 
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FIGURE 3-4 
Las Vegas MSA Zone Outbound Freight Flows by Commodity, 2012 

 
Source: FHWA, 2011  

 

FIGURE 3-5 
Las Vegas MSA Zone Inbound Freight Flows by Commodity, 2012 

 
Source: FHWA, 2011  
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FIGURE 3-6 
Las Vegas MSA Zone Intra Freight Flows by Commodity, 2012 

 
Source: FHWA, 2011  

 

3.3 Modal Flows 
Most goods are transported to, from, and within the Las Vegas metropolitan area by truck, as shown in 
Table 3-3 and Figure 3-7. As expected, air cargo has a much higher value than goods being transported by 
other modes, which is evidenced by the low volume but high value as a percent of the total. The sections 
below discuss each of these modes, and inventory the freight infrastructure present in the Las Vegas 
metropolitan area. 

TABLE 3-3 
Total Flows To, From, and Within the Las Vegas MSA by Mode 

Mode K-Tons Percent of Total $ Millions Percent of Total 

Total 90,442 100.0% $87,457 100.0% 

Truck 79,516 87.9% $68,052 77.8% 

Rail 2,965 3.3% $726 0.8% 

Air (include truck-air) 108 0.1% $1,968 2.3% 

Multiple modes & mail 2,347 2.6% $13,090 15.0% 

Pipeline 5,294 5.9% $2,429 2.8% 

Other and unknown 212 0.2% $1,193 1.4% 

*FAF3 and the Commodity Flow Survey use Multiple Modes and Mail rather than intermodal to represent 
commodities that move by more than one mode. Intermodal typically refers to containerized cargo that 
moves between ship and surface modes or between truck and rail. Repeated efforts to identify containerized 
cargo in the Commodity Flow Survey have proved unsuccessful. Shipments reported as Multiple Modes can 
include anything from containerized cargo to coal moving from mine to railhead by truck and rail to harbor. 
The Mail component recognizes that shippers who use parcel delivery services typically do not know what 
modes were involved after the shipment was picked up (FHWA, 2012). 
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FIGURE 3-7 
Las Vegas MSA Zone Freight Flows by Mode, 2012 

 
Source: FHWA, 2011  

 

3.3.1 Roadway Transportation 
Every part of the United States has a vital interest in having an efficient roadway transportation system. 
Goods movements across the country rarely complete their journeys from origin to destination without 
relying upon a truck or motor freight carrier for a segment of the trip. Trucking is often the first and last 
mode used by freight in its delivery cycle, referred to as the last mile. This mode is the most common and 
familiar to most people because commuters share the roads with trucks every day. According to the FAF 
database, 79,516 thousand tons of freight are moved into, out of, or within the Las Vegas metropolitan area 
via truck—nearly 88 percent of the total goods shipped. Most of that volume occurs within the Las Vegas 
Metropolitan area, as shown in Table 3-4, with inbound freight a close second 

TABLE 3-4 
Truck Flows To, From, and Within the Las Vegas MSA 

Flows K-Tons Percent of Total $ Millions Percent of Total 

Total 79,516 100.0% $68,052 100.0% 

Outbound 7,361 9.3% $8,998 13.2% 

Inbound 31,673 39.8% $29,160 42.8% 

Intra 40,482 50.9% $29,894 43.9% 

 

To support these movements, the Las Vegas metropolitan area roadway transportation system is composed 
of several major highways (Figure 3-8). I-15 is the primary north to south, high-capacity corridor through the 
Las Vegas metropolitan area, 265 miles from Los Angeles and 425 miles from Salt Lake City. Within the Las 
Vegas metropolitan area, this corridor can carry up to 246,000 vehicles per day, with up to 12 percent of 
these vehicles being trucks. This network is supported by a ring network of highways around the western 
edge of the Las Vegas metropolitan area (I-215 and Clark County Route 215 [CC-215]) and intersecting 
United States highway (US) 95 and US 93) that cross the Las Vegas metropolitan area from California and 
Arizona and continue north to serve the western and eastern portions of the state. The high-capacity 
transportation network is supported by a grid pattern of arterial streets to serve local traffic. 

Figures 3-9 and 3-10 show overall levels of congestion on the roadway system during peak time travel times 
by volume-to-capacity ratio. A volume-to-capacity ratio above 1.0 represents congestion. These figures 
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illustrate modeled congestion as calculated by the RTC Regional Travel Demand Model and not actual 
congestion. From interviews conducted for this effort, carriers (private and for hire) indicated that with the 
exception of some problem areas (which will be addressed later in this study) congestion in the Las Vegas 
metropolitan area is not as severe as it is in other large metropolitan areas.  

Figure 3-11 shows the corridors that experience the highest volumes of daily truck traffic. Based on the 
carrier interviews and the literature review, truck drivers highly favor traveling on freeways, even if it means 
traveling several miles out of direction. Truck counts on local freeways and arterials provided by NDOT, 
shown on Figure 3-8, prove this point. Most of the arterials with high truck counts are the result of the last 
mile delivery (or pick up), not through truck traffic, with two possible exceptions: Nellis Boulevard and St. 
Rose Parkway. Nellis Boulevard is the longest north to south arterial on the east side of the Las Vegas 
metropolitan area and is sometimes used for through trips in the absence of a Beltway. St. Rose Parkway is 
an 8- to 10-lane super arterial that is a popular route for trucks traveling between Henderson and Southern 
California (via I-15), rather than traveling out of direction via I-215.  

Overall, the roadway system carries a wide range of commodities. I-15 is a popular linkage between the 
deep-water ports on the west coast of California for freight moving east and north. The I-15 corridor is also a 
natural avenue for agricultural shipments out of Southern California.  
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FIGURE 3-8 
Las Vegas Metropolitan Area Roadway Transportation System 
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FIGURE 3-9 
AM Peak Period Roadway Level of Congestion, 2015 
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FIGURE 3-10 
PM Peak Period Roadway Level of Congestion, 2015 
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FIGURE 3-11 
Average Daily Truck Volumes 
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3.4 Rail Transportation 
According to the FAF database, 2,965,000 tons of freight are moved into and out of the Las Vegas 
metropolitan area via rail—3.3 percent of the total goods shipped. More than 90 percent of that volume is 
inbound, as shown in Table 3-5.  

TABLE 3-5 
Rail Flows To, From, and Within the Las Vegas MSA 

Flows K-Tons Percent of Total $ Millions Percent of Total 

Total 2,965 100.0% $726 100.0% 

Outbound 250 8.4% $22 3.1% 

Inbound 2,715 91.6% $703 96.9% 

Intra 0 0.0% $0 0.0% 

 

The main freight rail corridor in Southern Nevada is the Union Pacific Railroad (UPRR) South Central Route 
that parallels I-15, traveling from Los Angeles-Long Beach to Salt Lake City. The South Central Route is 
predominantly a single-track mainline, except for a 9-mile-long, double-tracked section in the Las Vegas 
metropolitan area between Owens Avenue in north Las Vegas and the Bruce Woodbury Beltway west of 
McCarran International Airport. The Las Vegas metropolitan area has 22 grade-separated crossings and 3 at-
grade crossings.  

Approximately 19 trains per day pass through the Las Vegas area. While UPRR maintains traffic on this route, 
they have begun to shift east to west traffic to the Sunset Route, which travels between Los Angeles and 
El Paso along the I-8 and I-10 corridor, where UPRR has invested heavily in double-tracking. 

Within Clark County, the South Central Route includes three branch/short lines: BMI Branch, Pabco Gypsum 
Branch, and Mead Lake Branch. The BMI Branch serves the Henderson Industrial Center via a spur that 
extends nearly to Boulder City. The Pabco Gypsum Branch, known as the Nevada Industrial Switch, serves 
the Pabco gypsum wallboard plant north of Lake Mead. The Mead Lake Branch serves Simplot Cement, 
making two to three round trips per week between Moapa and Lake Mead. 

The corridor is also supported by the UPRR Las Vegas Intermodal Facility and the Arden Field Rail Yard. The 
Las Vegas Intermodal Facility includes an intermodal and auto carload facility. Storage capacity is sufficient 
for about 80 trailers and containers. Traffic includes paper products, autos, and building materials. The 
Arden Field Rail Yard has six tracks and handles the switching requirements for Las Vegas, as well as BMI 
Branch traffic. This non-classification facility is used for rail staging and switching. Figure 3-12 shows the 
regional rail corridors.  
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FIGURE 3-12 
Freight Rail Facilities 

 
 
  

3-14  



SECTION 3 REGIONAL GOODS MOVEMENT SYSTEM 

3.5 Aviation 
According to the FAF database, 108,000 tons of freight are moved into and out of the Las Vegas 
metropolitan area via air—only 0.1 percent by weight of the total goods shipped, but 2.3 percent by value. 
Approximately 80 percent is inbound (80.7 percent by volume and 84.8 percent by value), as shown in 
Table 3-6.  

TABLE 3-6 
Air Flows To, From, and Within the Las Vegas MSA 

Flows K-Tons Percent of Total $ Millions Percent of Total 

Total 108 100.0% $1,968 100.0% 

Outbound 21 19.3% $299 15.2% 

Inbound 87 80.7% $1,668 84.8% 

Intra 0 0.0% $0 0.0% 

 
McCarran International Airport is the ninth busiest airport in North America, at 42 million annual passengers 
(Federal Aviation Administration (FAA), 2014). While competitive on the passenger side, the airport also 
continues to expand air cargo, with 210,000 square feet of cargo and shipping facilities, serving 
approximately 100,000 tons of cargo a year. Figure 3-12 shows the freight rail facilities and Figure 3-13 
shows the main intermodal air cargo facility at McCarran International Airport, located on the east side of 
the airport, with direct access to loading facilities for both trucks and airplanes. Several hundred trucks pick 
up or deliver goods to the Air Cargo Center each day. This facility is a designated Foreign Trade Zone. In 
2013, commercial passenger carriers transported 37 percent of the air cargo that passed through McCarran 
International Airport.  

In addition, the Clark County Department of Aviation, along with the FAA, completed a substantial amount 
of work toward the development of a new supporting airport—Ivanpah Airport—anticipated to serve both 
passengers and cargo traffic. Implementation of Ivanpah is uncertain with the recent economic downturn, 
but it still stands as a probable major transportation facility in the long-term future. 
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FIGURE 3-13 
Air Cargo Facility 

 
 

3.6 Multiple Modes (Intermodal) and Mail 
Multiple Modes and Mail, rather than intermodal, is used in FAF3 and the Commodity Flow Survey to 
represent commodities that move by more than one mode. Intermodal typically refers to containerized 
cargo that moves between ship and surface modes or between truck and rail. Shipments reported as 
Multiple Modes can include anything from containerized cargo to coal moving from mine to railhead by 
truck and rail to harbor. The intermodal transfer facilities, such as the Air Cargo Center at McCarran 
International Airport and the UPRR Las Vegas Intermodal Facility, noted in the preceding sections, are critical 
to the efficient movement of goods between modes (FHWA, 2012). Mail from USPS that involves air service 
is transported by commercial aircraft between the Air Cargo Center and the main postal facility on the south 
side of Sunset Road from McCarran International Airport. Table 3-7 shows the total amount and value of 
flows to, from, and within the Las Vegas metropolitan area.  

TABLE 3-7 
Multiple Modes and Mail Flows To, From, and Within the Las Vegas MSA 

Flows K-Tons % of Total $ Millions % of Total 

Total 2,347 100.0% $13,090 100.0% 

Outbound 189 8.1% $3,154 24.1% 

Inbound 2,069 88.1% $9,679 73.9% 

Intra 89 3.8% $257 2.0% 
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3.7 Pipelines 
Pipelines constitute another form of transportation of goods and can carry commodities such as natural gas, 
petroleum, or bio-fuels. Pipelines are a low-cost modal option if the material can be shipped in this manner. 
The major natural gas pipeline through the Las Vegas metropolitan area is located along I-15 and is known as 
the Kern River Transmission Company system, beginning in southwest Wyoming and running southwest 
through Utah, Southern Nevada, and Southern California. This system has a capacity of 1.8 billion cubic feet 
per day and delivers more than 90 percent of its product to Southern Nevada and Southern California. 

Petroleum is the main commodity shipped via pipeline to Southern Nevada − 5.3 million tons, valued at 
$2.4 billion (Table 3-8) delivered to the holding tanks in the northwest corner of the Las Vegas metropolitan 
area and at Apex Industrial Park, shown on Figure 3-14. Nevada does not export or ship anything within the 
state using pipelines. Tanker trucks are distributed from these locations to fueling stations throughout the 
Las Vegas metropolitan area and to several mines in Northern Nevada, via US 95 and US 93. Tanker trucks 
are on the road 24 hours a day because night shifts are more productive for local fueling station deliveries 
and because of reduced roadway congestion.  

TABLE 3-8 
Pipeline Flows To, From, and Within the Las Vegas MSA 

Flows K-Tons Percent of Total $ Millions Percent of Total 

Total 5,294 100.0% $2,429 100.0% 

Outbound 0 0.0% $0 0.0% 

Inbound 5,294 100.0% $2,429 100.0% 

Intra 0 0.0% $0 0.0% 

 

3.8 Warehousing and Distribution Facilities 
In addition to the transportation system itself, key to the transport and distribution of freight are 
warehousing facilities that accept freight shipments, break them down, and distribute to their final 
destinations. Figure 3-15 shows the total square footage of warehousing space in the Las Vegas 
metropolitan area by zip code. In total, this includes approximately 100 million square feet of existing 
warehousing space. Figure 3-16 builds upon this to depict existing and planned warehousing space (as of 
summer 2014), adding an approximate 3 million square feet among 11 planned projects. As shown, the 
highest concentrations of warehousing square footage are located along the I-15/UPRR corridor. The biggest 
growth area in the near future is the area along St. Rose Parkway, between I-15 and I-215. The majority of 
goods destined for Las Vegas area warehousing and distribution facilities are shipped via truck from 
Southern California, making this area closer and more reliable than traversing the congested I-15 corridor 
through the heart of the Resort Corridor. In addition, this area is favorable because of its proximity to the 
Henderson Executive Airport and growing West Henderson area. 

Figure 3-17 complements this by illustrating existing land uses characterized as warehousing or freight 
transportation in local general plans, combined with existing vacant land. Mirroring existing and planned 
warehousing facilities, concentrations of existing freight-related land uses are located along high-capacity 
transportation facilities (highway and freight rail corridors) and include the airport, Las Vegas Intermodal 
Facility, and the BMI complex in Henderson. Some of the vacant land west of I-15 along CC-215 had been 
targeted for industrial/commercial uses because of noise constraints in the flight path extending out from 
McCarran International Airport. However, those restrictions are being lifted and housing developments can 
now compete for some of that land. 
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FIGURE 3-14 
Petroleum Tank Farm Locations 
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FIGURE 3-15 
Total Square Footage of Existing Warehousing Facilities by Zip Code 
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FIGURE 3-16 
Total Square Footage of Existing and Planned Warehousing Facilities by Zip Code 
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FIGURE 3-17 
Existing and Planned Freight-related Land Uses 
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SECTION 4 

Profile of Goods Movement 

4.1 Truck Driver Intercept Survey 
During the predecessor data collection study, a survey of truck drivers was conducted to gain a working 
knowledge and statistical information on the volume, origin and destination, travel patterns, and types of 
cargo being transported by heavy-duty trucks traveling in and through the Las Vegas Valley. Surveys 
administered to truck drivers are excellent for understanding interregional movements, origins and 
destinations, and some degree of route choice information. Roadside intercept surveys tend to have good 
statistical control and high response rates. However, roadside intercept surveys are limited by the number 
of locations where the surveys can be administered. This has the potential to lead to bias in the travel 
characteristics of sampled trucks. Intercept surveys also are limited in their ability to capture movements 
internal to a region. 

A total of 1,160 surveys were collected. Responses to equipment type were captured through visual 
identification by the interviewer, while the balance of the survey required interaction with the driver to 
complete. A total of 1,004 drivers, or 87 percent of those approached, responded to the balance of the 
survey—a very good response rate. Only 156 drivers did not complete any portion of the survey requiring 
driver input. Responses to the questions will be shown in the following sections. 

Drivers where asked the origin and destination of their current trip to help identify the following 
movements: 

• External to External – through movements that don’t begin or end inside the Las Vegas region 
• External to Internal – those trucks coming into the Las Vegas region from outside the area 
• Internal to External – trucks originating within the Las Vegas region and delivering outside the area 
• Internal to Internal – movements that begin and end in the Las Vegas region 

As expected, most of the trips were external to external—neither beginning nor ending in Las Vegas. The 
breakdowns by movement are shown in Figure 4-1. Based on this survey, an estimated 55 percent of truck 
trips on I-15 are through trips (see Appendix B for a description of the assumptions). 

FIGURE 4-1 
External and Internal Trip Pairs to Las Vegas 
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The largest single category of movements involved California. Of the 547 external to external trips, 449 or 
82 percent of the trips started or ended in California. The top eight external to external origin/destination 
pairs all included California, as shown in Table 4-1 and illustrated in Figure 4-2. 

TABLE 4-1 
Top 8 External to External Origin/Destination Pairs 

Zone Paired with California Trips From CA Trips To CA Total Trips 

Utah (Zone 5) 67 63 130 

Midwest (Zone 8) 67 49 116 

Montana, Idaho, and Wyoming (Zone 4) 16 18 34 

Nevada outside Las Vegas (Zones 3 and 16) 13 7 20 

Dakotas, Minnesota, and Wisconsin (Zone 7) 11 6 17 

Canada (Zone 14) 13 8 21 

Washington and Oregon (Zone 1) 6 11 17 

Ohio Valley (Zone 11) 8 13 21 

Total Trips 201 175 376 

 

FIGURE 4-2 
Top 8 External to External Origin/Destination Pairs 

 
 

Most of the 207 trips that either originated in, or were destined to Las Vegas, were paired with a myriad of 
zones. Those areas with the greatest number of trips either originating or terminating in the Las Vegas 
metropolitan area are illustrated on Figure 4-3. 
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FIGURE 4-3 
Top Las Vegas Freight Zones 
The Las Vegas Valley was divided into freight zones, indicated by the letters on the figure, to provide a uniform platform 
for collecting and analyzing data from various sources, and to create a structure suitable for modeling truck movement. 
The freight zones with the greatest number of trips either originating or terminating in the Las Vegas metropolitan area 
are illustrated with a red star. 

 
 

4.2 Truck Trip Generation Rates 
The Las Vegas metropolitan area is home to 816,000 households. In addition, the region includes nearly 
45,000 places of employment (establishments). Of these establishments, 5,900, or 13.5 percent, fall into 
categories that produce or consume freight. Understanding how much freight traffic is generated by these 
establishments helps inform the understanding of regional freight movement. 

The purpose of this activity is to estimate the number of truck trips generated by establishments; this is 
done by applying specific truck trip generation rates to establishment-level data based on industry sector 
and number of employees.  

Las Vegas is a largely entertainment-based economy. As shown on Figure 4-4, accommodation and food 
service employment drastically exceeds other industry sectors. However, several other top 10 categories are 
considered freight producing and contribute substantial truck trips to the region. This section describes truck 
trips derived from these establishments, as well as broader truck freight movements in the region, and 
depicts supply chain models for corresponding industries. 
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FIGURE 4-4 
Number of Employees, by Industry Sector 

 
In the past two decades, a focus has been placed on accurately capturing large truck activity, which has 
typically lagged behind passenger trip capabilities, within metropolitan areas. Most modern travel demand 
models include some element of commercial vehicle trips and a number of efforts have been completed to 
create detailed truck trip estimates at an establishment level. Truck trip estimates are traditionally based on 
a predetermined independent variable or combination of variables (such as square footage, land use, or 
number of employees) and then calibrated based on primary data collection, such as trip diaries completed 
by truck drivers.  

For the purposes of this study, the approach will borrow values incorporated into the Southern California 
Association of Governments (SCAG) sub-regional Heavy Duty Truck Model and the San Diego Association of 
Governments (SANDAG) Heavy Duty Truck Model. Additional sources reviewed for the study included 
National Cooperative Highway Research Program (NCHRP) Synthesis 298, Truck Trip Generation Data, 
NCHRP 25, Freight Trip Generation and Land Use Final Report, and additional individual regional travel 
demand model documentation (SCAG, 2008 and Volpe, 2006). 

The SCAG and SANDAG truck models were used specifically because the regions share a number of 
commonalities, such as geography, demographics, and freight traffic patterns, with the Las Vegas area. From 
a freight supply and demand perspective, the regions all tout high tourism, high import rates, and similar 
industry mixes. The rates also include delineation for different truck sizes, which are integral to the Las 
Vegas freight system. As discovered through interviews, much of freight moving between businesses is done 
with trucks that are smaller than typical over-the-road, five-axle, and 80,000-pound trucks because they 
offer better mobility and efficiency in urban areas. 

The methodology used to develop truck trip generation rates for the Las Vegas metropolitan area is 
as follows: 

1. Obtain a database, geocoded by the RTC, of all Las Vegas establishments from the Nevada Department 
of Employment, Training, and Rehabilitation. 

2. Determine establishments from the database that correspond with RTC planning categories. 

 -  50  100  150  200  250  300

Accommodation and Food Services (72)

Health Care and Social Assistance (62)

Retail Trade (44)

Waste Management and Remediation Services (56)

Educational Services (61)

Construction (23)

Professional, Scientific, and Technical Services (54)

Public Administration (92)

Retail Trade (45)

Transportation and Warehousing (48)

Finance and Insurance (52)

All other industries

Thousands

4-4  



SECTION 4 PROFILE OF GOODS MOVEMENT 

3. Apply truck trip generation rates from SCAG to corresponding RTC planning categories. 

4. Delineate large and small casinos (large casinos have more than 500 employees). 

5. Calculate and apply large casino truck rates based on observation and interviews. 

6. Aggregate establishment truck trips to corresponding RTC traffic analysis zones (TAZ). 

7. Extract TAZ truck trips by industry sector. 

8. Perform data visualization. 

Truck trips are divided into three categories based on gross vehicle weight: light truck, medium truck, and 
heavy truck. Figures 4-5 through 4-7 show examples of each. 

FIGURE 4-5 
Light Truck: 8,500 to 14,000 Pounds Gross Vehicle Weight 

 

FIGURE 4-6 
Medium Truck: 14,001 to 33,000 Pounds Gross Vehicle Weight 

 

FIGURE 4-7 
Heavy Trucks: Greater than 33,000 Pounds Gross Vehicle Weight 
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Table 4-2 presents the RTC planning categories, corresponding freight trip category, and the number of 
establishments in each category generating freight.  

TABLE 4-2 
RTC Employment Categories and Corresponding Freight Trip Categories 

NAICS Two-digit RTC Model Employment Category Corresponding Freight Trip  
Category (NAICS Code) 

Number of 
Establishments 

72 Food Services and Drinking Places Retail (722) 3,718 

31−33 Good Producing Manufacturing (31−33) 1,002 

71−72 Hotel with Gaming Casino (Large/Small) (71−72) 72 

71−72 Hotel without Gaming Casino (Large/Small) (71−72) 71 

44−45 Retail Retail (44−45) 5,511 

61 School Other (61) 79 

48−49 Warehouse Warehouse (48−49) 1,074 

45 Warehouse Clubs and Supercenters Retail (4529) 26 

42 Wholesale Wholesale (42) 2,027 

Total freight establishments 13,580 

Note: 

NAICS = North American Industry Classification System 
 
Table 4-3 presents the truck trip generation rates for each industry sector generating significant freight. This 
table is followed by maps (Figures 4-8 through 4-17) that show the locations of truck trips generated by TAZ, 
organized by industry sector. Overwhelmingly, the majority of trips in the region relate to the 
warehousing/distribution, food services, and retail sectors. It is important to note that while hotels with 
gaming form their own industry sectors, they are also served and/or supported heavily by other sectors, 
including food services, and retail. Figure 4-14 summarizes total truck trips generated. 

TABLE 4-3 
Truck Trips in Industry Sector in Las Vegas 

Industry Sector by NAICS 
Description 

Light 
Truck 
Rates 

Medium 
Truck 
Rates 

Heavy 
Truck 
Rates 

Employees 
Light 
Truck 
Trips 

Medium 
Truck 
Trips 

Heavy 
Truck 
Trips 

Total 
Truck 
Trips 

Food and Drinking 
Establishments 

0.0663 0.0662 0.0703 89,113 5,908.2 5,899.3 6,264.6 18,072.1 

Goods Producing/ 
Manufacturing 

0.0613 0.0655 0.0924 22,481 1,378.1 1,472.5 2,077.2 4,927.8 

Large Hotels with Gaming 
(more than 500 Employees) 

0.0048 0.0048 0.0051 148,800 716.1 715.0 759.3 2,190.3 

Small Hotels with Gaming 
(fewer than 500 employees) 

0.0663 0.0662 0.0703 8,298 550.2 549.3 583.3 1,682.8 

Retail (except Supercenters) 0.0663 0.0662 0.0703 86,056 5,705.5 5,696.9 6,049.7 17,452.2 

Schools 0.0095 0.0111 0.0151 46,510 441.8 516.3 702.3 1,660.4 

Warehouse and 
Transportation 

0.1583 0.1819 0.3206 38,383 6,076.0 6,981.9 12,305.6 25,363.5 

Warehouse Clubs and 
Supercenters 

0.0663 0.0662 0.0703 19,309 1,280.2 1,278.3 1,357.4 3,915.9 

Wholesale 0.0916 0.0968 0.1316 20,178 1,848.3 1,953.2 2,655.4 6,457.0 

Total − − − 479,128 23,904.0 25,063.0 32,755.0 81,722.0 
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FIGURE 4-8 
Food Service-related Truck Trips 
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FIGURE 4-9 
Manufacturing-related Truck Trips 
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FIGURE 4-10 
Large Casino-related Truck Trips 

 
 

 4-9 



SECTION 4 PROFILE OF GOODS MOVEMENT 

FIGURE 4-11 
Small Casino-related Truck Trips 
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FIGURE 4-12 
Retail Trade-related Truck Trips 
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FIGURE 4-13 
Schools-related Truck Trips 

 
 

4-12  



SECTION 4 PROFILE OF GOODS MOVEMENT 

FIGURE 4-14 
Transportation/Warehousing-related Truck Trips 
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FIGURE 4-15 
Warehouse Clubs and Supercenter-related Truck Trips 
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FIGURE 4-16 
Wholesale Trade-related Truck Trips 
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FIGURE 4-17 
Total Truck Trips 
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4.3 Summary of Supply Chain Activities 
The character of economic activity and concentration of residential populations largely determine what is 
moving in an urban area. Much of what is transported to, from, and within metropolitan regions are goods 
needed to support residents and service businesses. The Las Vegas metropolitan area is characterized by 
several major goods and services supply chains, which are summarized and illustrated in the sections below. 

4.3.1 Food and Beverage 
Food and beverage goods are transported via truck or air to broadline warehouses which supply a 
comprehensive line of products, or to specialized warehouses, which supply particular categories such as 
meat and produce or give dedicated service to certain customers. These goods are then trucked to 
restaurants, institutions, casinos, and retail stores in the Las Vegas metropolitan area (Figure 4-18). Goods 
produced locally, such as dairy or bakery items, may ship direct from the production site. 

FIGURE 4-18 
Supply Chain: Food and Beverage 

 
Source: Derived from Wilbur Smith Associates, 2010 
 
4.3.1.1 Facilities 
The primary source location for the Las Vegas region is Southern California. Secondary sources include 
neighboring states. Some specialized products are imported from distant national and international origins. 
The majority of food and beverage distributors are located along the I-15 corridor between the I-215 
Southern Beltway and the Las Vegas Motor Speedway. The larger-volume distributors are located in North 
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Las Vegas and a large cluster of specialized distributors is just west of the Resort Corridor. Food and 
beverage supplies are distributed regionally to a broad range of customers, including hotels and casinos, 
individual restaurants, and institutions, such as schools and hospitals.  

4.3.1.2 Delivery Trip 
For product transport, truck (including refrigerated vehicles) is the dominant mode. High-volume deliveries, 
such as to large casinos, are full truckload. Other deliveries are made in less-than-truckload configurations 
and some in specialized van service. A small number of package shipments may be included. Specialized 
products like seafood and flowers may be received by air transport either through a cargo service, such as 
FedEx, or transported via the airlines in commercial flights.  

The truck route pattern is a loaded stem out to a direct truckload delivery or, in the case of less-than-
truckload, to one or more pockets where multiple stops are made, then return empty to the facility. The 
average food service truck trip may have 10 to 12 stops. Large facilities, such as casinos, receive deliveries at 
a loading dock. At smaller facilities, product is unloaded by hand with a two-wheel hand cart down a ramp, 
or via a side trailer door. Trucks depart facilities to start deliveries in the early morning hours. Drivers 
generally follow the same daily routes, with the daily variables being the order size (number of cases) and 
specific stops on the route.  

The food industry fleet is tethered to the schedules of its clients in restaurant and other food services 
industries. Casinos along the Resort Corridor are the largest receivers, with dock hours typically ranging from 
early morning to approximately 2:00 p.m., Monday through Friday. A significant percentage of these fleets 
departs within a given time period and returns as product is distributed. The initial effect is a morning 
departure wave of fixed-route trucks, similar to common carriers, and then repeated departure and arrival 
patterns based on customer needs and hours. A smaller number of trucks departs late morning to cover 
pick-up orders. Orders are generally delivered the next day but can be delivered the same day for an 
additional fee. Tuesdays and Fridays are the busiest delivery days, leading up to and restocking after peak 
weekend business. Mondays tend to have the highest number of same-day order/deliveries for emergency 
restocking. Wednesdays and Thursdays are the lightest delivery days. 

4.3.2 Retail 
Many of the retail goods distributed in the Las Vegas metropolitan area originate from Asia Pacific. These 
goods are shipped to the ports of Los Angeles and Long Beach, trucked to warehouse distribution facilities in 
the Las Vegas metropolitan area, and trucked the final mile to retail stores (Figure 4-19).  

At least one national retailer uses their Las Vegas warehouse facility to distribute to locations nationwide, in 
addition to their local deliveries. Nearly all of their inventory comes through the ports of Los Angeles and 
Long Beach and is trucked to Las Vegas to be broken down and redistributed around the country. This model 
works for them because the Las Vegas region is close enough to the Southern California ports, but has lower 
operational costs compared to California. 

4.3.2.1 Facilities 
Most retail distribution facilities are located along the I-15 corridor, with the heaviest concentration in North 
Las Vegas. Some facilities are also located in West Henderson along St. Rose Parkway, and west of I-15 along 
the CC-215 Southern Beltway. 

4.3.2.2 Delivery Trip 
The retail market in the region is served primarily by truck with either contract or company private fleets. 
Vehicle types include tractor trailer combinations of various sizes and box trucks. The operations may be full 
truckload, less-than-truckload, or package service. Some high-value and specialty items may arrive by air. 
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FIGURE 4-19 
Supply Chain: Retail 

 
Source: Derived from Wilbur Smith Associates, 2010 
 

4.3.3 Convention and Trade Shows 
The convention industry in Las Vegas is a major contributor to the regional economy. “[Las] Vegas’ 
convention industry supports 61,200 local jobs with $2.3 billion in salaries and as much as $7.4 billion in 
local economic impact…. In 2013, the city hosted 22,027 meetings, conventions and trade shows, with the 
top three largest being International CES, CONEXPO-CON/AGG, and Automotive Aftermarket Industry week” 
(Baumer, 2014).The Las Vegas Convention and Visitors Authority (LVCVA) published that “Las Vegas has 
more than 10.8 million sq. ft. of exhibit space and is home to three of the country’s 10 largest convention 
venues: the Mandalay Bay Convention Center, a 1.7 million-square-foot center on the south Strip; 
1.7 million-square-foot Sands Expo and Convention Center (includes 500,000 sq. ft. of The Venetian/Palazzo 
meeting space); and the 2.2 million-square-foot Las Vegas Convention Center” (LVCVA, 2014).  

4.3.3.1 Facilities 
The largest providers of integrated convention services are located west of I-15, along the CC-215 Southern 
Beltway. Other providers are located along the I-15 Corridor and in North Las Vegas. Materials are 
transported to these service providers primarily by truck, and some by air and rail, from across the country. 
To service the larger conventions, marshalling yards closer to the convention centers are used to shuttle 
materials back and forth. GES has a long-term lease on a vacation parcel near the end of a runway at 
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McCarran International Airport, restricted for other uses, that serves as a marshalling yard. Other providers 
have less reliable options—temporarily vacant parcels that can be leased for short durations—forcing them 
to seek out new locations and adjust their routing and operations. 

4.3.3.2 Delivery Trip 
A large trade show can generate up to 1,200 truck trips during a 2-week period. These trips can include 
multiple trips between the marshalling yard and convention center to deliver and retrieve materials. 
Convention carriers schedule pick-ups and deliveries when docks are available at convention centers and 
casinos. During large conventions, a long line of trucks may have to wait hours for their turn at the dock. 

The collector roads behind and around the Resort Corridor are used for deliveries; these collector roads 
include Koval Lane, Audrie Street, Harmon Avenue, Joe W. Brown Drive, Frank Sinatra Drive, Dean Martin 
Drive, and others. The turning radii into the receiving docks are often tight and require experienced drivers 
to successfully and quickly negotiate the turns. The supply chain is shown on Figure 4-20. 

FIGURE 4-20 
Supply Chain: Convention and Trade Shows 

 
Source: Derived from Wilbur Smith Associates, 2010 
 

4.3.4 Aggregate-based Construction Materials 
Aggregate-based construction materials include asphalt and concrete. Cement production occurs in a limited 
number of locations in the United States and facilities must be sited in proximity to limestone sources. The 
powdered cement product is typically transported to cement terminals by rail and truck and then brought to 
ready-mix concrete plants by truck. At the same time, aggregate-based materials are transported to ready-
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mix concrete plants as another production input. In some cases, the ready-mix plants are located onsite 
where the aggregate is mined. The cement and the aggregates are combined to produce ready-mix 
concrete, which is a highly perishable substance. Within only a few hours of production, ready-mix concrete 
must be quickly transported by mixer truck to the construction site and poured in place (Figure 4-21). 

FIGURE 4-21 
Supply Chain: Construction Materials 

 
Source: Derived from Wilbur Smith Associates, 2010 
 
4.3.4.1 Facilities 
Some bulk commodities, such as soda ash, are shipped by rail from Wyoming and transferred to trucks at 
transload sites, such as the site in Moapa near the Reid Gardner Generating Station. Aggregates are mined 
locally from a number of quarries in and around the Las Vegas metropolitan area. 

The peak season runs from May through September, with June to August being the busiest. Mid-November 
to mid-January is the slowest season. 

4.3.4.2 Delivery Trip 
Construction-centric fleets operate an array of vehicles − from autos and pickups, to class 12 and 13 tractor-
trailer combinations. To support transport of aggregates, surfacing materials, concrete, and other 
construction-related materials, open-top, side-, bottom- and end-dump-type trailers are most common. 
These may be configured as one trailer to a tractor or a set of two trailers to a tractor, depending on need 
and road design. 
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Construction fleets provide materials to a variety of job sites − from roadway, to residential, to commercial 
sites. To support these activities, trucks are dispatched on an as-needed basis, which may generate trips in 
the morning versus evening, all through the daylight hours, only during the night, or a combination of all.  

Route selection centers on the need to move on a reliable corridor, the most direct path from the source to 
the site of the materials. With larger vehicles making up the fleet, these routes must avoid passage through 
heavily residential or pedestrian locations to promote safety. Routes to deliver hot asphalt to construction 
sites are determined by the site manager or project owner, and all trucks may be required to follow the 
same route.  

Route selection gravitates to the freeways and major arterials in the area. Some preferred arterials include 
Nellis Boulevard, Lamb Boulevard, Craig Road, Desert Inn Road, Charleston Boulevard (west of Torrey Pines 
Drive), and Torrey Pines Drive. Because the serviced locations can be located anywhere in the area, a 
number of local roads are required for access to the site. Alta and Cimarron Streets are avoided because 
each has truck restrictions. 

4.3.5 Gasoline and Petroleum Fuels 
As noted, the major natural gas pipeline through the Las Vegas metropolitan area is located along I-15 and is 
known as the Kern River Transmission Company system, beginning in southwest Wyoming, and running 
southwest through Utah, Southern Nevada, and Southern California. This system has a capacity of 1.8 billion 
cubic feet per day and delivers more than 90 percent of its product to Southern Nevada and Southern 
California. 

4.3.5.1 Facilities 
Petroleum is delivered to the holding tanks in the northwest Las Vegas metropolitan area and at Apex 
Industrial Park. Tanker trucks are distributed from these locations to fueling stations throughout the Las 
Vegas metropolitan area and to several mines in Northern Nevada, via US 95 and US 93. This supply chain is 
shown on Figure 4-22. 

4.3.5.2 Delivery Trip 
Petroleum fleets use equipment that meets stringent safety requirements. These requirements and the 
characteristics of a fluid cargo1 limit the types of equipment that may be used. The tanker may be a single 
unit, such as class 5, 6, or 7, with a tank versus a more traditional box. The other type may be a trailer or 
trailers configured with a tractor, such as class 8 or above. 

Petroleum fleets operate on a 24-hour-a-day, 365-day schedule because they support all vehicles moving on 
the roadway. The daily operation, as in construction, is on an as-needed basis, leaving no determinant time 
period of operational density. However, petroleum fleets can make more trips at night because they are not 
limited by congestion. 

Arterials are rarely traveled by tankers because most fueling stations are located adjacent to freeway 
off-ramps. With more exacting regulations and safety needs, petroleum carriers need adequate or excessive 
turning radii for greater clearance. 

1 Fluid or liquid cargos exert considerable force on the structural integrity and handling characteristics of the vessels in which they are transported. 
Stopping, starting, and turning, all generate movement within the liquid, which in turn responds by applying force against the side of the vessel. This 
in turn affects the handling characteristics of the vehicle. 
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FIGURE 4-22 
Supply Chain: Gasoline & Petroleum Fuels 

 
Source: Derived from Wilbur Smith Associates, 2010 
 

4.3.6 Waste and Recyclables 
The waste and recyclables supply chain can be viewed as the reverse of a typical goods delivery supply 
chain. Rather than distributing products from a centralized location, waste vehicles transport materials from 
dispersed locations to centralized disposal facilities. The collection and disposal of solid waste and recycling 
materials is primarily managed by Republic Services. There are also a number of specialty recycling 
companies, and construction and commercial waste carriers. Both solid waste and recycling waste is 
collected by specialized vehicles directly from residential and commercial generator locations. This supply 
chain is shown on Figure 4-23. 

4.3.6.1 Facilities 
Republic Services vehicles bring the waste to two transfer stations: one in Henderson or one in North 
Las Vegas. Waste is then loaded onto tractor-trailers. Approximately 200 truck trips per day move trash from 
the transfer stations to the Apex Regional Landfill, shown on Figure 4-24. Specialty haulers, such as 
construction and demolition debris removal trailers, take their loads directly to the Apex Regional Landfill.  

4.3.6.2 Delivery Trip 
Residential pick-ups operate Monday through Friday from 6:30 a.m. to 4:30 p.m. Commercial pick-ups 
operate Monday through Friday from 5:00 a.m. to 4:00 p.m. Construction and compactor trucks, which pick 
up large containers and replace them with empties, operate 24 hours a day, Monday through Saturday.  
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FIGURE 4-23 
Supply Chain: Waste & Recyclables 

 
Source: Derived from Wilbur Smith Associates, 2010 
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FIGURE 4-24 
Major Waste and Recyclables 
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Performance Measures 
The MAP-21 legislations suggests that metropolitan planning organizations (MPOs) set performance targets 
and develop a measurement process specific to freight mobility. These measures should be consistent with 
the needs of the private sector to improve operations efficiency as well as meet public sector goals in areas 
such as safety and air quality. The performance measures are to be integrated within the planning process 
and reported on periodically to measure progress and provide visibility to stakeholders.  

5.1 Goods Movement Goals 
A key feature of MAP-21 is the establishment of national goals, shown in Table 5-1, for performance and 
outcome based investments and decision making for infrastructure, operations, and policy. The Technical 
Advisory Committee (TAC) for this study reviewed these goals on July 15, 2014 and agreed that these are 
relevant to the movement of goods in the Las Vegas metropolitan area, in particular safety, infrastructure 
condition, congestion reduction and system reliability. Reducing project delivery delays, while important, is 
not specific to freight movement and more applicable when considering all transportation improvement 
projects. A modified set of goals specific for goods movement in the Las Vegas region is shown in Table 5-2. 

TABLE 5-1 
MAP-21 National Goals for Infrastructure, Operations, and Policy 

Goal Area National Goal 

Safety To achieve a significant reduction in traffic fatalities and serious injuries on all public 
roads 

Infrastructure condition To maintain the highway infrastructure asset system in a state of good repair 

Congestion reduction To achieve a significant reduction in congestion on the National Highway System 

System reliability To improve the efficiency of the surface transportation system 

Freight movement and economic vitality To improve the national freight network, strengthen the ability of rural communities 
to access national and international trade markets, and support regional economic 
development 

Environmental sustainability To enhance the performance of the transportation system while protecting and 
enhancing the natural environment 

Reduced project delivery delays To reduce project costs, promote jobs and the economy, and expedite the 
movement of people and goods by accelerating project completion through the 
elimination of delays in the project development and delivery process, including 
reducing regulatory burdens and improving agencies’ work practices 
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TABLE 5-2 
Freight Specific Goals for the Las Vegas Region 

Category Regional Goal 

Safety To achieve a significant reduction in truck traffic fatalities and serious injuries on all public roads 

Infrastructure condition To maintain the highway infrastructure asset system in a state of good repair 

Congestion reduction To achieve a significant reduction in congestion on roads heavily used by trucks 

System reliability To improve the efficiency of the surface transportation system, including highway, rail and air, 
and the intermodal connectivity between them 

Economic vitality To improve the regional freight network, strengthen the ability of Southern Nevada communities 
to access national and international trade markets, and support regional economic development 

Environmental sustainability To enhance the performance of the transportation system while protecting and enhancing the 
natural environment 

 

5.2 Overview and National Performance Measures 
As stated in National Cooperative Freight Research Program (NCFRP) Report 10: Performance Measures for 
Freight Transportation: “A comprehensive, objective, and consistent set of performance measures for the 
United States freight transportation system is important for assessing the condition of that system, 
identifying its problems, prioritizing actions to resolve those problems, and measuring the effectiveness of 
the remedial actions” (Gordon Proctor & Associates, 2011). The development of performance measures is 
intended to meet the following needs: 

• Provide transparency and accountability 
• Understand the location and type of problems that exist 
• Direct the best mix of investments toward improving conditions 
• Evaluate the results 

The overall performance measurement process is iterative and creates a feedback loop for continuous 
improvement, as shown in Figure 5-1. 

FIGURE 5-1 
Performance Measurement Process 

 
 
NCFRP Report 10: Performance Measures for Freight Transportation developed a report card for measuring 
the performance of the national freight system, shown on Figure 5-2 and Figure 5-3. Many areas are 
applicable to the Las Vegas metropolitan area.  
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FIGURE 5-2 
National Performance Measures (part 1) 
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FIGURE 5-3 
National Performance Measures (part 2) 

 
 
 

5.3 Performance Measures for the Las Vegas Region 
A set of performance measures applicable to goods movement in the Las Vegas region, and for which data 
are readily available, is listed on Table 5-3, along with a high-level evaluation of current and forecasted 
conditions, and a synopsis of the analysis. Additional information about each measure follows Table 5-3. 
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TABLE 5-3 
Performance Measures for the Las Vegas Metropolitan Area 

Performance Measure Current Condition Analysis 

System Efficiency Measures 

Peak Period Truck 
Speeds on Las Vegas 
Freeways 

AM Peak Hour: 1 mile < 45 mph 

PM Peak Hour: 8.5 miles < 45 mph 

Interstate segments with the poorest peak period truck speeds 
include I-15 through the Resort Corridor (AM and PM), the 
Spaghetti Bowl junction (PM) and I-215 in the vicinity of 
McCarran Airport (PM).  

With no improvements in the transportation network, travel 
speeds will continue to decline on interstate highways. Segments 
of truck corridors with average speeds under 45 miles per hour 
(mph) will increase. 

Peak Period Travel 
Time Reliability of Las 
Vegas Freeways  

I-15 northbound, Sahara area; PM: 
41% 

I-515 northbound, Charleston 
curve; AM: 51%; PM: 56% 

I-215 westbound, Airport 
Connector area; AM: 36%  

I-215 westbound, merge west of I-
15; PM: 54% 

US 95 to I-15 southbound; AM1: 
55%; AM: 24%; PM: 68% 

I-215 eastbound at eastern; PM: 
50% 

I-215 eastbound to I-515; PM: 80% 

I-15 SB, F Street construction; AM: 
60%; PM: 105% 

The buffer index of recurring congestion locations represents the 
extra buffer time (or time cushion) that most travelers add to 
their average travel time when planning trips to ensure on-time 
arrival. The buffer index is expressed as a percentage and its 
value increases as reliability gets worse. For the locations noted, 
buffer indices range from 24 to 105%. 

Major Obstacles to 
Truck Movements 

I-15 (corridor); Spaghetti Bowl 
Interchange (I-15/I-515/US 95) 

I-15 at Sloan Check Station  

I-15/CC-215 (Northern Beltway) 
Interchange  

US 95/CC-215 Interchange 

Southbound I-515 to Westbound I-
215 

Craig Road at Mitchell Street 
(Pecos Road) 

Donovan Way 

Eastbound Sahara Avenue to 
Southbound Paradise Road 

Frank Sinatra Drive near Aria 
Convention Center Loading Docks 

Koval Lane 

Venetian Way at Sands 
Convention Center 

12 major obstacle areas to truck movements have been 
identified: 6 freeway-related obstacle areas and 6 local roadway 
network obstacle areas, with four of the latter focused within the 
Resort Corridor.  

Intermodal Facilities 4 intermodal facilities; total of 140 
acres 

Las Vegas has very few intermodal facilities serving the region. 
Three are rail-truck facilities and one serves air-truck goods 
movement.  
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TABLE 5-3 
Performance Measures for the Las Vegas Metropolitan Area 

Performance Measure Current Condition Analysis 

System Condition Measures 

National Highway 
System Pavement 
Conditions 

-- To be measured by NDOT for State Freight Plan 

NHS Bridge Conditions -- To be measured by NDOT for State Freight Plan 

Environmental Condition Measures 

Truck Emissions per 
Ton of Goods Moved 

VOC: 0.013 
CO: 0.089 
NOx: 0.23 
SO2: 0.00037 
PM10: 0.016 
PM2.5: 0.011 

As fleet turnover results in more fuel efficient trucks, emission 
factors are expected to decrease. 

 

Freight Safety Measures 

Truck Injury and Fatal 
Crashes 

2012: 7 fatalities 
2011: 4 fatalities 
2010: 5 fatalities 
2009: 11 fatalities 
2008: 13 fatalities 

Of all crashes in the 5-year span between 2008 and 2012, less 
than 1 percent resulted in fatalities and 28 percent resulted in 
injury. The majority of all crashes involved property damage only, 
and the total number of crashes per year continues to decline. 

Highway/Rail At-grade 
Crashes 

2012: 0 fatalities There have been zero highway/at-grade railroad crossing 
fatalities since 1988, and no injury incidents since 2008. 

Notes: 
CO = carbon monoxide 
NOx = oxides of nitrogen 
PM2.5 = particulate matter less than 2.5 microns 

 
PM10 = particulate matter less than 10 microns in diameter 
SO2 = sulfide dioxide  
VOC = volatile organic compound 
 

5.3.1 System Efficiency Measures 
5.3.1.1 Peak Period Truck Speeds on Las Vegas Freeways 
Analysis 

The American Transportation Research Institute (ATRI) National Corridors Analysis and Speed Tool (N-CAST) 
tracks average speeds across the interstate system in the United States (ATRI, 2012). Average speed 
measures are typically available by month and include AM and PM peak averages in 1 mile increments, by 
direction. Corridors tracked in the Las Vegas metropolitan area include I-15, I-215, and I-515. Figures 5-4 and 
5-5 illustrate the peak period truck speeds for the AM and PM peak hours, respectively, averaging travel 
speeds documented between January and June 2012. 

The majority of corridor segments experience speeds within 10 mph of the posted limit (65 mph for all 
measured corridors). In the morning and peak commute periods, the Spaghetti Bowl area (junction of I-15, 
I-515, and US 95), I-15 through the Resort Corridor, and I-215 near McCarran International Airport 
experience the slowest speeds, with speeds slowing as much as 45 mph (AM) and 35 mph (PM).  

Based on the data, 1 mile is considered to operate with unacceptable truck speeds in the AM peak hour (I-15 
south, centered on Sahara Avenue), and 8.5 miles operate poorly in the PM peak hour (I-15, I-15/ I-515/ 
US 95 interchange, and I-215 between Paradise Road and I-15). 
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Method/Data Source 

N-CAST Geographic Information System (GIS) shapefiles are available for download at ATRI’s Web site: 
http://atri-online.org/2012/10/23/n-cast/. The N-CAST data includes average freight travel speeds for the 
AM, midday, and PM peak hours. Currently, data are only available through June 2012. Additional 
information is available for download via the Freight Performance Measures Web Based Tool 
(https://www.freightperformance.org/fpmweb/user_login.aspx), but an ATRI account is required for access.  

To obtain a seasonal average, travel speeds for January through June 2012 were averaged. The distance of 
those segments operating at or below 45 mph were added together to determine the length of freeway 
segments where truck speeds are unacceptable during peak hours.  

5.3.1.2 Peak Period Travel Time Reliability of Las Vegas Freeways 
Analysis 

The FAST is an integrated intelligent transportation system organization, managing freeway and arterial 
operations in Southern Nevada. FAST produces a Quarterly Travel Time Reliability Summary that tracks 
morning and afternoon peak period congestion statistics of seven key freeway segments (see Table 5-4). The 
data in this quarterly report include the following: 

• Free Flow Travel Time (minutes) – The time required to travel the length of the segment at the posted 
speed limit. 

• Average Delay (minutes) – The additional time required to travel the length of the segment during an 
average peak period. 

• 95th Percentile Delay and Buffer Index – These measures are cited from USDOT FHWA’s Web site below.  

“Perhaps the simplest measure of travel time reliability is 90th or 95th percentile travel times for specific 
travel routes or trips, which indicates how bad delay will be on the heaviest travel days. The 90th or 95th 
percentile travel times are reported in minutes and seconds and should be easily understood by 
commuters familiar with their trips. For this reason, this measure is ideally suited for traveler 
information….  

The buffer index represents the extra buffer time (or time cushion) that most travelers add to their 
average travel time when planning trips to ensure on-time arrival. This extra time is added to account 
for any unexpected delay. The buffer index is expressed as a percentage and its value increases as 
reliability gets worse. For example, a buffer index of 40 percent means that, for a 20-minute average 
travel time, a traveler should budget an additional 8 minutes (20 minutes × 40 percent = 8 minutes) to 
ensure on-time arrival most of the time. In this example, the 8 extra minutes is called the buffer time. 
The buffer index is computed as the difference between the 95th percentile travel time and average 
travel time, divided by the average travel time" (USDOT, 2013). 

• Percent of Incidents Cleared during Peak Periods that meet 30-60-90 Criteria – These are goals for 
quickly clearing incidents during peak periods: 

− 30 minutes for minor incident 

− 60 minutes for injury related incident 

− 90 minutes for multiple vehicles, fatality, overturned truck, or hazmat spill incidents 

• Average Daily Volume, Lane Volume, and Speed 
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FIGURE 5-4 
Average Freight Travel Speeds (AM Peak Hour) 
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FIGURE 5-5 
Average Freight Travel Speeds (PM Peak Hour) 
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TABLE 5-4 
Recurring Congestion Locations – Quarterly Travel Time Reliability Summary 
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As shown in Table 5-4, the areas of greatest unreliability–or recurring congestion–include portions of I-15 
(northbound near Sahara Avenue, and southbound near F Street) and I-515 northbound at the Charleston 
curve. Generally speaking, these areas have seen little change from the year before, and the I-15 
southbound area includes some of the highest buffer index numbers, representing the unreliability of this 
corridor segment. 

Method/Data Source 

Data for this performance measure are derived from the FAST Quarterly Travel Time Reliability Summary 
(additional details) for 2014 Quarter 2. This information is updated on a quarterly basis and can be obtained 
locally from FAST. The findings for the summary table includes a report-out of the buffer index for each 
corridor and peak travel period for the latest quarter of data available. 

5.3.1.3 Major Obstacles to Truck Movements 
Analysis 

Various types of obstacles may constrain truck movements, including but not limited to: congestion, crash 
incidents, geometric concerns, and policy issues. Because of the wide variation in obstacles – the varying 
causes behind them – it can be difficult to determine solutions, as well as develop a replicable methodology 
for assessing. For example, congestion may consistently be cited as a concern. However, congestion may be 
due to an isolated traffic incident, or might be regularly occurring due to the corridor operating over 
capacity.  

Through various interviews with private sector freight industry representatives through the duration of this 
study, a series of freight obstacles were specifically noted (see Table 5-5).  

The information gathered through stakeholder participation was combined with other obstacle-related 
datasets (e.g., crashes, low travel speeds, truck volumes, etc.) to create an overlay map to qualitatively 
assess freight obstacle locations (Figure 5-6). This was followed up by a windshield field survey to further 
understand possible impediments.  

Where a confluence of these factors came together, these locations are defined as “major obstacles to truck 
movements.” A description of these areas follows Table 5-5 and Figure 5-6. As reference, they are also 
highlighted in yellow on Table 5-5. 

TABLE 5-5 
Freight Obstacles, as Identified Through Stakeholder Participation 

Location Issue Annual Average 
Daily Traffic (2012) 

Freeway-to-Freeway System Interchange Obstacles 

US 95/CC-215 interchange Difficult movement from CC-215 west to US 95 north, and 
US 95 south to CC-215 west 

3,954 

I-15/CC-215 (Northern Beltway) interchange Difficult movement from I-15 north to CC-215 west 10,959 

Spaghetti Bowl interchange (I-15/I-515/US 95) Congestion 2,580 (US 95); 9,375 
(I-15), 4,835 (I-515) 

I-15/I-215 interchange Congestion and merging traffic from I-215 east to I-15 
north, I-15 north to I-215 west, and I-15 south to I-215 east 

1, 921 (I-215);  
7,752 (I-15) 

I-515/I-215 interchange Narrow southbound lane on I-515, merging to I-215 west 
difficult 

4,665 (I-515);  
1,929 (I-215) 

Freeway Interchange Obstacles 

I-15/Russell Road interchange Northbound on-ramp backed-up due to merging traffic 
from I-215 

7,752 
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TABLE 5-5 
Freight Obstacles, as Identified Through Stakeholder Participation 

Location Issue Annual Average 
Daily Traffic (2012) 

I-15 at Sloan Check Station Re-entry onto I-15 is difficult 5,292 

I-215/Eastern Avenue interchange Congestion on off-ramp 1,929 

Obstacles along Freeway Corridors 

I-15 at Charleston Boulevard Congestion on I-15 9,375 

I-15 at Sahara Avenue Congestion on I-15 9,670 

I-15 at Tropicana Road Congestion on I-15 7,752 

I-15 at Russell Road Congestion on I-15 7,752 

I-215 at St. Rose Parkway Congestion on eastbound I-215 1,929 

Oversized Vehicle Obstacles 

I-15/Blue Diamond Road interchange Inability to travel east 7,752 

I-515/Charleston Boulevard interchange Ramp difficult for truck access 4,835 

I-515/Flamingo interchange Ramp difficult for truck access 4,665 

CC-215, Cheyenne Avenue to Lake Mead 
Parkway 

Steep grades 3,280 

Eastbound Sahara Avenue to southbound 
Paradise Road 

The turning radius from eastbound Sahara Avenue to 
southbound Paradise Road is to too tight for oversized 
vehicles to negotiate the turn without swinging wide or 
driving onto the center median 

1,585 

Obstacles along Major Street Corridors 

Donovan Way Loop, south of Craig Road Tight turns and poor signage -- 

Cheyenne Avenue, east of I-15 Westbound traffic congestion; backs up near I-15 1,111 

Craig Road, east of I-15 (Mitchell Street) Westbound traffic congestion; backs up before Pilot Travel 
Center 

-- 

Tropicana Avenue Street congestion west of I-15 520 

Eastern Avenue, between Pebble and Anthem Congestion -- 

Obstacles within Resort Corridor 

Swenson Street, north of Flamingo Congestion -- 

Venetian Way, west of Koval Lane Convention trucks queue up on westbound right lane, 
waiting to turn right into Sands Convention Center loading 
area 

995 

Koval Lane Congestion in afternoon peak period 995 

Frank Sinatra Drive and Dean Martin Drive Congested during peak hours -- 

Frank Sinatra Drive near Aria Resort Aria Convention Center loading dock backs onto Frank 
Sinatra Drive 

-- 
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FIGURE 5-6 
Freight Obstacle Summary Data 
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Locations of major obstacles to truck movements: 

1. I-15 (corridor) 

Between its interchange with I-215 and 
I-515/US 95 (Spaghetti Bowl), I-15 traverses 
the Resort Corridor, where trucks continually 
enter and exit the highway to serve the large 
casinos/resorts along and in the vicinity of 
the Las Vegas Strip. Traffic interchanges 
serving these resorts are reported, through 
stakeholder interviews, to be difficult and/or 
overly congested for truck movements. This 
area experienced more than 400 truck-
involved vehicle collisions in the 5-year span 
between 2008 and 2012, and has some of 
the slowest truck travel speeds in both the 
morning and evening peak commuter 
periods. Truck volumes range from 8,000 to 10,000 trucks per day.  

2. Spaghetti Bowl Interchange (I-15/I-515/US 95) 

Although this can be considered a sub-area of the 
I-15 corridor, it is a major freight obstacle in and 
of itself due to the convergence of highways at 
this systems interchange. More than 200 truck-
involved vehicle collisions were reported at this 
interchange alone between 2008 and 2012. 
During the peak hours, two legs of this 
interchange (south and east) experience travel 
speeds 20+ mph beneath the posted speed limit 
(65 mph). Stakeholder interviews report 
difficulties transitioning from US 95 onto I-15 
(both northbound and southbound).  

3. I-15 at Sloan Check Station  

The Sloan Check Station is 
located on I-15 northbound, 
just south of the Las Vegas 
metropolitan area. Traffic 
volumes are in the vicinity of 
5,000 trucks per day through 
this area. Minimal injury 
crashes are cited in this area, 
but re-entry onto I-15 from 
the Sloan Check Station can 
be difficult. Trucks must exit 
the Check Station onto Las 
Vegas Boulevard before re-
entering I-15 via a relatively short on-ramp.  

NDOT I-15 Corridor 
System Master Plan 

Sloan Check Station 
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4. I-15/CC-215 (Northern Beltway) Interchange  

This system-to-system interchange is 
not complete. Northbound I-15 traffic 
to westbound CC-215 must exit I-15 
and come to a complete stop at the 
top of the ramp before turning left 
onto CC-215.  

There have been approximately 50 
truck-involved incidents at this 
location, generally resulting in 
property damage only, but many have 
been related to the turning movement between these truck corridors. Daily truck traffic volumes can range 
between 4,000 trucks on CC-215 to nearly 11,000 trucks on I-15. This systems interchange is located 
proximate to many major truck trip generators as well.  

5. US 95/CC-215 Interchange 

While there are less than 20 reported 
crashes at this interchange since 2008 and 
traffic volumes are moderate, this system-
to-system interchange is not complete. For 
trucks traveling on CC-215 westbound to 
US 95 northbound, and US 95 southbound to 
CC-215 westbound, to complete these 
movements, they are routed off the highway 
system for a short distance and through a 
commercial area, before re-entering the 
highway. 

6. Southbound I-515 to Westbound I-215 

Southbound I-515 traffic merges onto 
westbound I-215 into an auxiliary lane that 
terminates at the Gibson Road exit, forcing 
vehicles to merge quickly onto I-215, which 
can be difficult during congested periods. In 
addition, during the afternoon peak hours, 
the ramp for southbound I-515 to 
westbound I-215 backs up onto I-515. This 
area is located among many truck trip 
generators, with Gibson Road and Eastgate 
Road, both paralleling I-515, serving to 
funnel traffic from the industrial areas to 
the freeway system, right near this major 
system-to-system interchange. Daily truck 
traffic volumes range from 2,000 trucks on 
I-215 to 5,000 trucks on I-515 per day.  

Northbound I-15 traffic to 
westbound CC-215 must exit I-15 and 

come to a complete stop. 
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7. Craig Road at Mitchell Street (Pecos Road) 

The intersection of Craig and Pecos roads is just 
east of I-15. Traffic entering the highway is 
often backed up at this intersection during peak 
hours. The Pilot Travel Center is located at the 
northwest corner of this intersection, serving 
truck traffic. There have been approximately 40 
truck-involved vehicle collisions at this 
intersection, with 1 fatal incident in 2008 
(NDOT, 2012). Additionally, the intersection is 
surrounded by truck-generating industries 
(transportation/warehousing). 

Westbound traffic on Craig Road backs up 
before Mitchell Street (Pecos Road) in part 
because of eastbound trucks, which turn left 
(northbound) onto Mitchell Street and then immediately left 
again into the fueling bays at the Pilot Travel Center. Mitchell 
Street can only hold about three 53-foot combination trucks 
between the Pilot Travel Center truck entrance and Craig 
Road, causing other vehicles turning left onto Mitchell Street 
to back-up onto Craig Road. 

8. Donovan Way 

Donovan Way parallels the UPRR and is used heavily by 
trucks because it provides access to many industrial 
sites, including the UPRR Las Vegas Intermodal Facility 
and Pan Western Transloading Facility. South of Craig 
Road, Donavan Way makes a sharp turn with a posted 
speed limit of 25 mph. Trucks traveling in excess of the 
posted speed limit run the risk of tipping over. Truck 
volume and crash data are not available for this 
corridor.  

9. Eastbound Sahara Avenue to Southbound Paradise Road 

The turning radius from eastbound 
Sahara Avenue to southbound 
Paradise Road is to too tight for 
over-sized vehicles to negotiate 
the turn without swinging wide or 
driving onto the center median. 
Most 58-foot tractor trailer can 
manage well enough.  

Three trucks on Mitchell Street 
waiting to enter Pilot Travel Center 

Left turning truck blocking westbound 
Craig Road 

Sharp turn on 
Donovan Way 
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10. Frank Sinatra Drive near Aria Convention Center Loading Docks 

All loading docks along Frank Sinatra Drive are 
accessed by a long driveway or access road with space 
for trucks to queue up (as shown in the right, top 
picture), with the exception of the Aria Convention 
Center loading docks. The loading dock has just enough 
space to allow two trucks to back into the two bays 
without impacting Frank Sinatra Drive.  

There is a small dead-end 
drive parallel to Frank 
Sinatra Drive that can 
accommodate a few waiting 
trucks, but most trucks 
typically queue up and wait 
in the right turn lane on 
Frank Sinatra Drive that 
leads into the loading area.  

11. Koval Lane 

Koval Lane serves as a popular back-door access 
corridor serving the large casinos/resorts on the 
east side of Las Vegas Boulevard, including the 
Sands convention facility. This includes truck traffic 
(Koval Lane generally accommodates 
approximately 1,000 trucks per day), as well as 
substantial taxi and limousine traffic bypassing 
congestion on Las Vegas Boulevard. There have 
been approximately 85 truck-involved collisions 
along this corridor between 2008 and 2012 – 
primarily property damage only. The primary 
obstacle voiced by freight stakeholders is the large 
presence of pedestrians along this local roadway 
corridor – walking in the street and impeding safe 
truck access. Additionally, driveway/access corridors for the resorts off Koval Lane tend to be narrow and 
without ample truck parking or accommodation of large truck vehicles.  

12. Venetian Way at Sands Convention Center 

During large events, convention delivery trucks 
queue up in the westbound right lane of Venetian 
Way, waiting their turn to enter the Sands Expo and 
Convention Center loading area.  

 
  

Trucks queued up in right turn 
lane on Frank Sinatra Drive 

Entrance to 
loading dock 

Typical service driveway/entrance 

Access to Aria Convention 
Center Loading Dock 

Sands Expo & 
Convention 

Center 
Inside one of four 
Convention Center 
loading areas 

Venetian Way, 
looking west 
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Method/Data Source 

Data for this performance measure are derived from various sources, including:  

• Major truck trip generators and receivers (transportation/warehousing, wholesale, and manufacturing 
industries; as well as large casinos/resorts), based on the Nevada Department of Employment’s 
employer database, combined with truck trip generation rates (derived as part of this study) 

• Truck counts on United States, state, and county highways, based on NDOT Vehicle Classification and 
Distribution reports 

• Travel speed data, based on N-CAST GIS shapefiles 

• Fatal and injury crash incident locations, based on NDOT’s statewide crash database 

• Stakeholder-raised freight obstacle locations, based on interviews with freight-related industry 
representatives as part of this study effort 

• Windshield field survey of obstacle locations 

5.3.1.4 Intermodal Facilities 
Analysis 

Nevada serves as a warehouse and distribution center in the western United States, providing as a transition 
hub between California, Utah, and points east. Rail freight originating and terminating in Nevada is 
predominantly bulk commodities, such as coal, minerals, chemicals, glass and stone, and petroleum. 
Understanding the location and function of the intermodal facilities is important to both identifying the 
amount and types of freight processed in the region, as well as maintaining efficiency on connecting freight 
corridors.  

The Las Vegas region includes four intermodal facilities: the UPRR Las Vegas Intermodal Facility, UPRR 
Moapa Transload Facility, Pan Western Transload Facility, and the McCarran Air Cargo Center. These 
facilities are illustrated on Figure 5-7, with facility details presented in Table 5-6.  

In total, the Las Vegas region includes approximately 140 acres of intermodal facilities.  

Method/Data Source 

Location and functions of intermodal facilities were learned through stakeholder research, freight 
transportation operators, and past freight documentation (e.g., Nevada State Rail Plan). Acreage of facilities 
were acquired using Clark County’s Assessor’s Records, via the online OpenWeb GISMO search function: 
http://gisgate.co.clark.nv.us/openweb/. The total acreage of intermodal facilities serves as the current 
condition for this performance measure.  
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FIGURE 5-7 
Regional Intermodal Facilities 
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TABLE 5-6 
Regional Intermodal Facilities 

Facility Type Function Acres Parcel #s 

UPRR Las Vegas 
Intermodal 
Facility 

Rail-Truck Intermodal container-on-flatcar and auto carload facility. 

Typically handles paper products, autos, and building materials. 

Storage capacity of 80 trailers and containers. 

Includes two tracks for auto loading/unloading and two for 
intermodal. 

97.48 acres 123-29-101-010 

123-29-201-004 

123-29-201-008 

123-29-501-003 

123-29-601-001 

Moapa 
Transload 
Facility 

Rail-Truck Includes two rail sidings and two conveyor belts to transfer freight. * 031-32-801-005 

Pan Western 
Transload 
Facility 

Rail-Truck Transloading services are provided for box, flat, center beam, 
gondola, hopper, and liquid railcars. 

Onsite services include: forklifts, straddle cranes, conveyors, 
pumps and compressors. 

Typically handles aggregates, fuels, liquids, dimensional and over 
dimensional freight, as well as hazardous materials. 

24,000 feet of rail capacity that can accommodate up to 250 rail 
cars. 

24.81 acres 123-31-402-006 

McCarran Air 
Cargo Center  

Air-Truck Freight and distribution facility; designated foreign trade zone. 

Includes two buildings, totally 200,000 square feet. 

Typically accommodates airline and mail cargo. 

19.15 acres 162-35-611-011 

* Moapa Transload Facility is located west of Hidden Valley Road, east of the UPRR rail corridor, between two spur lines. The facility is 
a small component of the larger parcel. 

 

5.3.2 System Condition Measures 
Baseline system condition measures are currently unavailable but will be analyzed as part of NDOT’s State 
Freight Plan, to be initiated in early 2015. 

5.3.3 Environmental Condition Measures 
5.3.3.1 Truck Emissions per Ton of Goods Moved 
Analysis 

Heavy duty haul truck emissions for Clark County were calculated using a project-level emissions inventory 
developed through the Motor Vehicle Emissions Simulator (MOVES2014) model. The MOVES2014 model 
was developed by the United States Environmental Protection Agency (EPA) to estimate emissions from a 
broad range of mobile sources including cars, trucks, and motorcycles. The settings used in the MOVES 
model were based on data developed for the RTC conformity analysis for CO and PM10. Table 5-7 presents 
the results of the MOVES2014 model runs, noting cargo haul truck emissions factors for 2015. 

TABLE 5-7 
2015 Cargo Haul Truck Emission Factors for Clark County, Nevada 

Emission Factors (pounds per ton cargo)  

VOC CO NOx SO2 PM10 PM2.5 

0.013 0.089 0.23 0.00037 0.016 0.011 
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The emission factors in Table 5-7 include only running emissions and do not include truck starts or 
evaporative losses of VOCs. It is also assumed that the trucks in the fleet fit the 2015 MOVES2014 default 
age distribution.  

Over time, as older trucks are removed from the fleet and replaced by newer trucks, the emission factors 
would be expected to decrease. Therefore, forecasting of future emissions would require additional 
MOVES2014 model runs using the RTC conformity analysis data for the years 2020, 2030, and 2035. 

Method/Data Source 

Each MOVES model run requires project-specific data tables for each of the inputs listed below: 

• Project link data 
• Source type fractions for each link 
• Vehicle fuel types and technologies 
• Alternate vehicle fuels and technology (avft) fractions by vehicle type 
• Seasonal fuel types and formulations 
• Hourly temperature and relative humidity data 
• Road type 
• Fleet age distribution  

The 2015 project link data were based on the annual vehicle miles traveled (VMT) for each road type and 
Highway Performance Monitoring System types 50 and 60 developed in the RTC conformity analysis. The 
VMT was then distributed to the following source types using the population data in the RTC conformity 
analysis: single unit short-haul trucks (source type identification [ID] 52); single unit long-haul trucks (source 
type ID 53); combination short-haul trucks (source type ID 62); and combination long-haul trucks (source 
type ID 63). MOVES2014 defaults were assumed for fleet age distribution, fuel types and formulations, avft 
fractions, and hourly temperature and humidity. 

MOVES2014 runs were completed for the following criteria pollutants: NOx, CO, (VOCs, SO2, PM10, and PM2.5. 
A January peak morning hour model run and a July peak afternoon hour model run were completed to 
capture the variance in emission rates throughout the year due to temperature and relative humidity. The 
emissions from these runs were averaged to develop an average annual emissions inventory for all cargo 
hauling trucks in Clark County in 2015. Emissions were then divided by the total cargo truck hauling weight 
of 65.622 million tons per year to calculate a pound per ton emission factor for each pollutant.  

5.3.4 Freight Safety Measures 
5.3.4.1 Truck Injury and Fatal Crashes 
Analysis 

Nevada has a zero fatality traffic safety goal. Of the 40 reported fatalities occurring between 2008 and 2012, 
75 percent occurred before 2010, indicating a decreasing fatality rate. More than 50 percent of incidents 
resulting in a fatality were angle or rear-end collisions. Several of these occurred along the I-15 corridor, 
with other fatal incidents generally occurring at intersections of major arterials. 

Table 5-8 presents the severity for all crashes in Clark County involving at least one truck. This does not 
differentiate who was at fault, or what other vehicle type was involved. 

TABLE 5-8 
Severity of Truck-Involved Crashes (2008 to 2012) 

Severity 2008 2009 2010 2011 2012 Total Percent 

Fatality 13 11 5 4 7 40 Less than 1% 

Injury 798 528 464 530 430 2,750 28% 

Property Damage Only 2,156 1,516 1,219 1,269 927 7,087 72% 

 5-21 



SECTION 5 PERFORMANCE MEASURES 

Method/Data Source 

NDOT, in coordination with the Nevada Department of Motor Vehicles, the Nevada Department of Public 
Safety, and other state and local authorities, maintain comprehensive data on Nevada’s crash incidents. 
Since 2004, data collected are based on the Federal Model Minimum Uniform Crash Criteria, allowing data 
to be better analyzed and compared from state to state and at the national level.  

5.3.4.2 Highway/Rail At-Grade Crashes 
Analysis 

To maintain and improve safety along railroad corridors, the Federal Railroad Administration (FRA) collects 
and analyzes data from the railroads and converts this information into meaningful statistical tables, charts, 
and reports. FRA continuously monitors the occurrence of train accidents and incidents and investigates 
serious events to determine their cause and compliance with existing safety laws and regulations.  

Table 5-9 summarizes documented highway-rail grade crossing incidents from 1978 to 2012 in the Las Vegas 
metropolitan area. The frequency of reported accidents/incidents over the past three decades indicate that 
on average, there is only one accident/incident approximately every 5 years. Of these incidents, more than 
half (60 percent) did not result in any form of physical injury or fatality. Furthermore, the last highway-rail 
grade crossing accident resulting in a fatality was 26 years ago.  

TABLE 5-9 
Highway-Rail Grade Crossing Incident Summary (1978-2012) 

Date Location (Grade Crossing) Severity and Incident Details 

07/21/2012 UPRR/Green Valley Parkway No injuries; Property damage (estimate $5,000) 

03/09/2009 UPRR/Bermuda Road No injuries; Property damage (estimate $2,000) 

03/27/2008 UPRR/(IND) F Street One (1) injury; Property damage (estimate $500) 

02/22/1999 UPRR/Green Valley Parkway  No injuries; Property damage (estimate $1,000) 

06/02/1988 UPRR/Industrial Road One (1) fatality; Property damage (estimate $2,500) 

03/04/1988 UPRR/Green Valley Parkway  No injuries; Property damage (estimate $3,500) 

12/29/1978 UPRR/Bermuda Road One (1) fatality; One (1) injury; no property damage  
 

Legend: Severe  
(fatality) 

Moderately Severe  
(injury and property damage) 

Not Severe 
(property damage only) 

Source: FRA 2014 
 
The frequency of reported accidents/incidents over the past three decades indicate that, on average, there 
is only one accident/incident approximately every 5 years. Of these incidents, more than half (60 percent) 
did not result in any form of physical injury or fatality. Furthermore, the last highway-rail grade crossing 
accident resulting in a fatality was 36 years ago.  

There have been no incidents in the 2 two years, no injuries in the last 6 years, and the last reported fatality 
was 36 years ago. Based on these trends, it does not appear that highway vehicle collisions with railroad 
freight cars are of great concern at this time.  
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Method/Data Source 

Highway-rail incident summary data were gathered from FRA Highway-Rail Grade Crossing 
Accident/Incident Reports. FRA maintains this publicly-available information online. Incident reports can be 
queried by region, accident type, and/or date: 
http://safetydata.fra.dot.gov/OfficeofSafety/publicsite/Query/ConsolidatedHwyRailIncidents.aspx. These 
reports were downloaded for the Las Vegas metropolitan area and reviewed to note: 

• Incident date (report item #5) 
• Location/grade crossing (report item #12) 
• Incident details (injuries/fatalities in report items #44, 46, 49, 52; property damage in report item #47) 

The incidents are scored as severe, moderately severe, or not severe based on three circumstantial factors: 
(1) whether the incident resulted in highway vehicle property damage; (2) whether any actors involved in 
the incident/accident were physically injured, and (3) whether the incident/accident resulted in fatalities for 
any of the actors involved.  
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SECTION 6 

Strategy Objectives and Actions 
The TAC for this study participated in a Scenario Planning and Freight Strategies Workshop in October 2014 
to identify and prioritize freight strategies that could be implemented now to prepare for a number of 
possible future scenarios. The intent of the workshop was not to predict future events, but rather to prepare 
for potential effects. By reviewing a range of divergent futures, the group recommended a set of solutions 
that were shared among the possible future scenarios, allowing the region to prepare for any number of 
actual future outcomes. The workshop report, included in Appendix A, contains the initial set of strategies 
discussed at the workshop, additional strategies introduced, and a summary of the prioritization discussion. 
Those strategies with the greatest support for addressing current and future needs are grouped into six 
categories. 

1. Improved Intermodal Connectivity through Development of an Integrated Logistics Center or “Freight 
Village 

2. Servicing Freight for Convention Facilities  

3. Improved access to national and global markets via two interstate corridors: I-15 and the future I-11 

4. Capacity and operational improvements to the local freeway network 

5. Capacity and operational improvements to the arterial network to address first and last mile  

6. Policy and initiative recommendations 

A summary of the proposed strategies that result in specific project recommendations is presented in 
Table 6-1, along with a high-level assessment of the timeframe and cost range to implement similar projects 
of this nature. Additional information about each of these strategies is presented following Table 6-1. 

TABLE 6-1 
Summary of Proposed Strategies 

Strategy Description 
Timeframe of 

Similar 
Projects 

Cost Range of 
Similar 

Projects 

Potential 
Funding 
Sources 

1. Improved Intermodal Connectivity through Development of an Integrated Logistics Center or “Freight Village 

Freight Village Develop an integrated logistics center—an industrial 
park or mixed use development specifically constructed 
around high performance freight servicing facilities, with 
access to major highways and railroads, and (where 
possible) pipelines and airports. It should range in size 
from 300 to 500 acres. 

5 to 20 years $100 to $300 
million 

Private 

2. Servicing Freight for Convention Facilities 

Consolidated 
Convention 
Marshalling Yard  

Develop a freight staging area in the vicinity of the major 
convention facilities to organize freight deliveries. 
Designate freight routes from the Consolidated 
Marshalling Yard to all convention centers. 

5 to 10 years $25 to $50 
million 

Public 
Private 

3. Improved access to national and global markets via two interstate corridors: I-15 and the future I-11 

I-11 and 
Intermountain West 
Corridor 

Continue to support the development of the I-11 
Corridor. In Southern Nevada, complete construction of 
the Boulder City Bypass segment of I-11, and conduct an 

10 to 30 years $700 to 
$1,400 million 

Public 
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Strategy Description 
Timeframe of 

Similar 
Projects 

Cost Range of 
Similar 

Projects 

Potential 
Funding 
Sources 

advanced planning study to select a preferred alternative 
through the Las Vegas metropolitan area. 

I-15 Mobility 
Alliance (Interstate 
Coalition) 

Identify I-15 Corridor Immediate Projects of Interregional 
Significance, and secure the support of other I-15 
Alliance partners for grant funding of applicable projects. 

On-going NA Public 

4. Capacity and operational improvements to the local freeway network (see Section 6.4 of this report for a complete 
list) 

5.  Capacity and operational improvements to the arterial network to address first and last mile (Only improvements 
with specific project recommendations are listed below. See Section 6.5 of this report for a complete list.) 

Craig Road/Mitchell 
Street (Pecos Road)  

Improve congestion and operational deficiencies at the 
intersection of Craig and Pecos roads just east of I-15 at 
the Pilot Travel Center. 

2 to 10 years $5 to $10 
million 

Public 

Donovan Way/Losee 
Road Bridge 

Connect Donovan Way and Losee Road with a bridge 
over the UPRR tracks to provide a continuous industrial 
truck corridor from Lake Mead Boulevard to Lamb 
Boulevard. 

5 to 20 years $25 to $35 
million 

Public 

US 93/I-15 System 
Interchange 

Construct a system interchange at US 93/I-15, and 
improvements to US 93 from I-15 to the Apex Industrial 
Center, to improve access to Apex. 

10 to 20 years $220 to $240 
million 

Public 

St. Rose Parkway, 
I-15 to I-215 

Maintain and improve the efficiency of St. Rose Parkway 
as a viable truck corridor by limiting access and grade-
separating some or all intersections. 

10 to 20 years $15 to $55 
million per 
intersection 

Public 

I-15 Auxiliary 
Lane/Blue Diamond 
Rd Interchange 

Reconfigure the Blue Diamond Road/I-15 interchange to 
allow southbound to eastbound movements from the 
southbound I-15 auxiliary lane to eastbound Blue 
Diamond Road. 

5 to 10 years $5 to $20 
million 

Public 

6. Policy and initiative recommendations 

Preserve Access for 
Over-Dimensional 
Vehicles 

Proposed Policy: The optimum solution would be to 
require an 18-foot-0-inch bridge clearance for all new 
construction. However, if that is not feasible, then 
require that an 18-foot-0-inch bridge clearance for all 
new construction be considered, and implemented when 
feasible. 

NA NA NA 

Access Time 
Coordination 

Create a forum for shippers and receivers to work 
together to identify optimum delivery times, in 
coordination with workforce shift changes, to minimize 
roadway congestion, delivery travel time, and dock wait 
time; and to improve delivery reliability for receivers. 

NA NA NA 

 

6.1 Improved Intermodal Connectivity through Development 
of an Integrated Logistics Center or Freight Village 

Developing an integrated logistics center or Freight Village in Southern Nevada received the greatest 
support from private industry and public agency participants at the Scenario Planning and Freight Strategies 
Workshop by a wide margin. This approach supports regional goals to strengthen and diversify the 
economy.  
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“Integrated Logistics Centers are industrial parks or mixed use developments specifically constructed around 
high performance freight servicing facilities. A full portfolio of activities relating to transport, logistics, and 
the distribution of goods, both for national and international transit, is often offered by various operators. 
Manufacturing and other industrial uses are then situated around the core transportation facilities. In this 
way, the transportation-related “village” makes highly efficient use of the core capabilities, such as regular 
rail or intermodal service” (NCFRP, 2011).  

Southern Nevada Strong identifies logistics and operations as one of five key target sectors. The other 
sectors on the list are tourism, gaming, and entertainment; health and medical services; business IT 
ecosystems; and clean energy. These key industry sectors are also targets of the Nevada Governor’s Office 
of Economic Development, which also targets the manufacturing sector 
(http://www.diversifynevada.com/key-industries).  

For the logistics and operations sector and the manufacturing sector to flourish in Southern Nevada—and to 
attract new players in these sectors—they need supportive infrastructure that provides reliable and efficient 
access to national and global markets, as well as multiple modes for shipping and receiving goods, combined 
with the ability to transfer seamlessly between modes. For example, the Reno-Tahoe Industrial Center was 
selected by Tesla for its new battery plant, in part, because it is served by I-80 and both UPRR and BNSF 
railroads, providing excellent access to natural resources, supply chains, and markets for its product. The 
Tahoe Reno Industrial Center is the largest industrial park in the nation and also is home to Walmart’s 
western distribution center, and to Alcoa, Zulily, PetSmart, and others.  

Successful freight villages attract sustainable, well-paying direct and indirect jobs (generated from 
businesses and industries needed to support the tenants), in addition to the short-term construction jobs. 
A large integrated logistics center in Alliance Texas (near Fort Worth) with 600,000 intermodal rail lifts per 
year, generated 28,000 direct jobs and 63,388 indirect jobs for the local economy (NCFRP Report, 2011). The 
new Tesla plant is hoped to employ 6,500 people in direct jobs, and create an additional 15,000 indirect 
jobs. The Las Vegas Review Journal reported that “economic development officials say they have been 
fielding calls from companies around the globe following the announcement that electric car maker Tesla 
Motors will build a 5 million square-foot battery plant at the site” (Chereb, 2014). The incentives offered to 
Tesla would have applied anywhere in the state, but Tesla selected the Reno-Tahoe Industrial Center 
because of the integrated logistics it offers. 

6.1.1 Sites for Consideration in Southern Nevada 
Freight villages can vary greatly but, typically, they are master planned with single management in high 
quality settings near cities with support services, but not necessarily in a city. Ownership and management 
can be private, public, or a public-private venture. They range in size from 300 to 500 acres, but can be as 
small as 100 acres or as large as 1,000 acres (Weisbrod, 2005). Services offered could include: 

• Intermodal operations 
• Integrated distribution 
• Smart warehousing 
• Logistics 
• Showrooms 
• Customs 
• Support services 

− Security 
− Maintenance  
− Office space 
− Meeting and conference rooms 
− Eating facilities 
− Banking, mail, and extra warehouses 
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− Public transportation/internal transit 
− Vehicle service, repair, and leasing 
− Hotel/motel 
− Truck stop 
− Training facility 
− Employment agency 
− Insurance 
− Communications (ISP, webserve, and GPS) 

An ideal site will have access to major highways, railroads, pipelines, airports, and seaports where 
applicable. In Southern Nevada, connecting highways and railroads is most important, with pipeline and 
airport access secondary. Recently, unmanned aerial vehicles (UAVs), commonly referred to as drones, are 
being considered for commercial purposes, including for delivering goods. The Department of 
Transportation's FAA currently is working on a proposed framework of regulations that would allow routine 
use of certain small unmanned aircraft systems in today's aviation system. Establishing a single location for 
large-scale UAV activity would enable more efficient control of flight patterns. A freight village would be an 
ideal location for such activity. 

The ideal site should be compatible with surrounding land uses and support regional growth patterns. Sites 
that are close to population centers reduce the travel time for commuting employees and for trucks making 
local deliveries. However, the site should not be located, for instance, where it could be a nuisance to 
nearby residential neighborhoods, or where truck traffic would mix with heavy bicycle and pedestrian 
activity.  

A high-level summary of the opportunities and challenges of several possible freight village sites is 
presented below. Possible inland port sites were identified for consideration in a study commissioned by the 
Nevada Governor’s Office of Economic Development, Nevada Inland Ports: Viability and Funding (RCG 
Economics, 2012). Several of those sites could also serve well as sites for a freight village. This list is not 
exhaustive or inclusive, but rather is intended to present a preliminary list of areas for consideration and 
illustrate some of the characteristics that will be important for a successful freight village. Each possible site 
will include a summary evaluation of key siting criteria described below. 

• Adequate size – Is the site at least 125 acres? Are public lands available for development? 

• Available infrastructure – Does the site currently have water, sewer, power, and access to a road 
network located within or immediately adjacent to it? 

• Preliminary actions – Have preliminary studies, investigations, plans, or other actions been taken that 
would facilitate implementation of a freight village? 

• Compatible land use – Is the site consistent with surrounding land uses and regional planning? 

• UAV access – Is the site suitable for UAV activity? 

• Freeway access – Is the site within a few miles of a freeway? 

• Rail access – Is rail located on the site? 

• Air cargo access – Is an airport adjacent to or within a few miles of the site? 

• Pipeline access – Are major pipelines located on the site? 

6.1.1.1 Apex Industrial Park 
Apex Industrial Park, shown in Figure 6-1, has 11,500 acres available for this type of development. This area 
can support more than 40 million square feet of industrial space. It has rail and highway access, however, 
developing a landing strip for air cargo is not possible due to its close proximity to Nellis Air Force Base. The 
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biggest challenge is lack of infrastructure. Nonetheless, there is growing support for implementing the 
needed infrastructure to develop the Park. More details are included in Table 6-2. 

FIGURE 6-1 
Apex Industrial Park 

 
 

TABLE 6-2 
Apex Industrial Park Siting Criteria 

Siting Criteria Meets 
Criteria? Notes 

Adequate size Yes More than 11,500 acres 

Available infrastructure No Most of the area is undeveloped 

Preliminary actions Yes The City of North Las Vegas has designated it as an overlay district. The Nevada Governor’s 
Office of Economic Development recognizes Apex as an important master planned 
industrial development for the State. 

Compatible land use Yes The site is designated for this type of land use, and is not near residential homes 

UAV access No Could conflict with Nellis AFB restricted air space 

Freeway access Yes I-15 

Rail access Yes UPRR mainline 

Air cargo access No Apex lies under the flight path of Nellis Air Force Base, restricting development of an 
airstrip 

Pipeline access Yes UNEV pipeline transmits fuel to Apex 
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6.1.1.2 Northeast 
There are at least two areas that could be considered in the northeast portion of the Las Vegas metropolitan 
area (shown on Figure 6-2) near Nellis Air Force Base. These areas are the UPRR Intermodal Facility and the 
Las Vegas Motor Speedway. The areas are surrounded by existing infrastructure and support services and 
facilities, such as warehouse and office space, dining and accommodations, emergency services, and more. 
The areas have ready access to I-15, the rail, and the pipeline. If Nellis Air Force Base would allow air cargo 
planes to use their runways, all four major modes could be combined into a truly intermodal facility. 
However, this might be contrary to the base’s primary mission and not a feasible option.  

FIGURE 6-2 
Northeast 

 
 

Area 1 sits between the UPRR tracks and I-15 in an area that already has UPRR and other private 
transloading facilities, and ample vacant land for additional development. The total area is 840 acres. 

Area 2 is owned by Nellis Air Force Base and is currently partially occupied by Base housing and other 
facilities. However, a large portion of it is available for development. The Base has held regular meetings 
with community partners since 2012, looking for opportunities to better utilize its available land for the 
benefit of the community. In addition to Area 2, noted on Figure 6-2, there could be other land the base is 
willing to allow to be developed.  

More details about the Northeast area are provided in Table 6-3. 
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TABLE 6-3 
Northeast Siting Criteria 

Siting Criteria Meets 
Criteria? Notes 

Adequate size Yes More than 800 acres 

Available infrastructure Yes The surrounding area is fully developed, including extensive warehouse space, 
accommodations, fueling facilities, etc. 

Preliminary actions Yes Nellis Air Force Base has held regular meetings with community partners since 2012, 
looking for opportunities to better utilize its available land for the benefit of the 
community. 

Compatible land use Yes Both of these sites are located within populated areas, but not immediately adjacent to 
residential neighborhoods. Integrated with urban amenities, services, and good commute 
for workers. 

UAV access No Could conflict with Nellis AFB restricted air space 

Freeway access Yes I-15 

Rail access Yes UPRR mainline in Area 1 and a spur in Area 2 

Air cargo access No Near Nellis Air Force Base, but it is assumed that commercial cargo aircraft would not be 
permitted to land at the base. 

Pipeline access Yes A fuel pipeline is immediately adjacent to Area 2, where the primary tank farm for the Las 
Vegas metropolitan area is located. 

 
6.1.1.3 McCarran Airport 
The BMI Branch of the UPRR crosses I-15 at the southwest corner of McCarran International Airport, 
creating an ideal location for integrating these three modes. However, vacant land in this area is limited, as 
shown in Figure 6-3, and far below the typical size required for a freight village, necessitating potentially 
costly acquisition of currently occupied property. Sunset Road, a high traffic arterial, separates the tracks 
and this area, making it difficult to configure rail sidings and provide rail access to the site. More details are 
provided in Table 6-4. 
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FIGURE 6-3  
McCarran Airport 

 
 

TABLE 6-4 
McCarran Airport Siting Criteria 

Siting Criteria Meets 
Criteria? Notes 

Adequate size No 67 acres 

Available infrastructure Yes The surrounding area is fully developed, including extensive warehouse space, 
accommodations, fueling facilities, etc. 

Preliminary actions No This site has not previously been considered for this type of use 

Compatible land use Yes This site is located within populated areas, but not immediately adjacent to residential 
neighborhoods. Integrated with urban amenities, services, and good commute for 
workers. 

UAV access No Could conflict with McCarran International Airport restricted air space 

Freeway access Yes I-15 

Rail access Yes UPRR BMI Branch 

Air cargo access Yes McCarran International Airport 

Pipeline access No  

 
6.1.1.4 Arden 
The Arden area, shown on Figure 6-4, is the location of the UPRR yard and where the railroad changes its 
crews. This area is of interest to County planners for just this type of land use, because it is currently home 
to several industrial freight uses, making expansion a logical next step. It is also a short 3 miles to I-15 via 
Blue Diamond Road, a larger arterial with limited access. Blue Diamond Road already is grade separated at 
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Jones Boulevard, with plans to complete a full interchange. One of the constraints at the southern end of 
this area is the close proximity to residential developments. More details are provided in Table 6-5. 

FIGURE 6-4  
Arden 

 
 

TABLE 6-5 
Arden Siting Criteria 

Siting Criteria Meets 
Criteria? Notes 

Adequate size Yes 710 acres 

Available infrastructure Yes The surrounding area is fully developed, including extensive warehouse space, 
accommodations, fueling facilities, etc. 

Preliminary actions Yes This site is the current location for UPRR’s Arden Yard, home to several logistics 
companies, and designated for future industrial land use. 

Compatible land use Yes This site is located within populated areas, and mostly not immediately adjacent to 
residential neighborhoods—although the southern end is. Integrated with urban 
amenities, services, and good commute for workers.  

UAV access Yes No known conflicts 

Freeway access Yes I-15, closer to Southern California markets and ports. 

Rail access Yes UPRR Mainline 

Air cargo access Yes McCarran International Airport 

Pipeline access No  
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6.1.1.5 I-11 and US 95 
As I-11 is developed and extended to Arizona’s southern border and Nevada’s northern border and beyond, 
the Intermountain West states will realize the full benefits of a North American Free Trade Agreement trade 
corridor. As discussed in the next section, the manufacturing and logistics sectors of Southern Nevada’s 
economy are anticipated to blossom, and other sectors are expected to flourish as the economy diversifies. 
Positioning a freight village at the I-11 gateway to the Las Vegas metropolitan area, where it intersects with 
UPRR’s BMI Branch, would offer logistical benefits for moving freight and avoid transporting freight through 
the congested core of the metropolitan area. Boulder City adopted a land management plan in 2014 that 
identifies 512 acres for development “as a full service distribution hub and light manufacturing area,” shown 
on Figure 6-5 (Boulder City Economic Vitality Commission, 2014). The BMI Branch would need significant 
upgrades and an extension to service this site, and could be opposed by Henderson residents living near the 
currently dormant tracks. More details are provided in Table 6-6. 

FIGURE 6-5  
I-11/US 95 Freight Village Opportunities 

 
Source: Boulder City Economic Vitality Commission, 2014 

TABLE 6-6 
I-11/US 95 Siting Criteria 

Siting Criteria Meets 
Criteria? Notes 

Adequate size Yes 512 acres 

Available infrastructure No Infrastructure is nearby, but not immediately adjacent. 

Preliminary actions Yes Boulder City identified this site as a full service distribution hub and light manufacturing 
area 

Compatible land use Yes The site is designated for this type of land use and is not near residential homes 

UAV access Yes No known conflicts 

Freeway access Yes I-11 

Rail access Yes UPRR BMI Branch is nearby, but would need to be reestablished and extended to site 

Air cargo access No Possibly Boulder City Airport, but not likely 

Pipeline access No  
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6.1.1.6 Ivanpah 
The proposed Ivanpah Airport could accommodate air, rail, and truck, and has the main fuel pipeline running 
through it (which serves Southern Nevada from Southern California and provides abundant fuel). The Clark 
County Department of Aviation owns 6,000 acres of land in Ivanpah for the purpose of building and 
operating an airport (Figure 6-6). It controls and additional 16,000 acres of adjoining land to ensure the 
development of compatible uses, which would include manufacturing and distribution. 

Constraints to developing Ivanpah as a freight village are the strict environmental standards in the Ivanpah 
Valley including air quality and land preserved for desert tortoise habitat. Currently, the environmental 
study only includes airport operations. A new environmental application would have to be submitted to 
include a model for other commercial activities. 

Infrastructure costs will be a large hurdle to overcome in developing the Ivanpah area. Phase 1 of the 
airport, which can accommodate 16 million passengers, is projected to cost $7 billion: $2 billion for the 
terminal and $5 billion for infrastructure (RCG Economics, 2012). More details are provided in Table 6-7. 

FIGURE 6-6  
Ivanpah 
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TABLE 6-7 
Ivanpah Siting Criteria 

Siting Criteria Meets 
Criteria? Notes 

Adequate size Yes Undefined at present, but likely it will be adequate 

Available infrastructure No None nearby 

Preliminary actions No To date, only development of the airport has been considered 

Compatible land use Yes This site is not near residential homes, and is assumed that it could be designated for this 
type of land use. 

UAV access No Could conflict with restricted air space at the proposed Ivanpah Airport 

Freeway access Yes I-15 

Rail access Yes UPRR mainline 

Air cargo access Yes Ivanpah Airport 

Pipeline access Yes Fuel pipeline from California traverses the area 

 
6.1.1.7 Proposed Freight Village Strategy 
From a comparison of the above sites, shown in Table 6-8, the Apex, Northeast, Arden, and I-11/US 95 sites 
are the most promising. While the Ivanpah and McCarran sites offer the ability to integrate highway, rail, 
and air, the site is not sufficiently large enough at McCarran, and timing of Ivanpah’s development is in the 
distant future and uncertain. Of the four most promising sites, Apex has the greatest potential for 
unconstrained expansion and uses, as well as integration with manufacturing—which could benefit from 
proximity to a freight village. However, of the four sites, Apex will require the greatest investment in 
infrastructure. A site assessment and feasibility study is needed for any of these sites to advance further. 

TABLE 6-8 
Comparison of Possible Sites 

Siting Criteria Apex Northeast McCarran Arden I-11/US 95 Ivanpah 

Adequate size Yes Yes No Yes Yes Yes 

Available infrastructure No Yes Yes Yes No No 

Preliminary actions Yes Yes No Yes Yes No 

Available infrastructure Yes Yes Yes Yes Yes Yes 

Preliminary actions No No No Yes Yes Yes 

Freeway access Yes Yes Yes Yes Yes Yes 

Rail access Yes Yes Yes Yes Yes Yes 

Air cargo access No No Yes Yes No Yes 

Pipeline access Yes Yes No No No Yes 
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6.2 Servicing Freight for Convention Facilities  
The leisure and hospitality industry is Southern Nevada’s primary economic sector, accounting for more 
than 30 percent of the state’s economic revenue, compared to the 11 percent national average. Meeting 
and convention events are a primary component of this sector. Approximately 5.1 million people travel to 
Las Vegas each year to attend a major convention. These visitors tend to stay at least four nights and spend 
more money than traditional visitors. The Resort Corridor area directly accounts for more than $16 billion in 
annual visitor spending and more than 100,000 employees, and has large ripple effects throughout the 
region. The convention and trade show industry has become vital to stabilizing the economy in off-month 
tourism periods. 

While seemingly unrelated, this has a huge impact on freight and freight operations. In the Las Vegas Global 
Economic Alliance’s 2013 Comprehensive Economic Development Strategy, gaming, tourism, and 
conventions remain the top economic strategy. To protect and grow this industry, all support services must 
be successful as well. Freight is a vital component to the general leisure and hospitality industry – 
continually delivering food, beverages, linens, and other goods to area properties. Freight traffic in and 
around the Resort Corridor occurs throughout each day. 

However, servicing major meetings and conventions is much more intense from a freight logistics 
perspective. Conventions in Las Vegas often attract more than 100,000 attendees. The International 
Consumer Electrics Show, typically the largest trade show, boasts attendance of 155,000 or more. In a short 
time span before and after each event, trades show floor space needs to be set up and torn down. Daily 
deliveries need to be staged throughout the event’s duration. Depending on the event, large items may be 
shipped, held, and delivered to the convention facilities (e.g., machinery equipment and cars). 

6.2.1 Delivery and Retrieval Logistics 
Logistics facilities (advanced receiving and warehousing) are generally not co-located with convention 
facilities due to constrained space and zoning restrictions, but rather located onsite at companies that 
manage trade show set-up and tear-down. These companies generally lease space to hold or stage trucks, 
shipments, and other freight. This separation from the convention facilities themselves can complicate trade 
show preparation by adding time onto an already constrained-time schedule. Generally, staging areas are 
set up a few weeks in advance of an event, but tear-down may be limited to just a few days, to begin 
preparation for the next event.  

A large trade show can generate up to 1,200 truck trips over a 2-week period; these can include multiple 
trips between a marshalling yard and convention center to deliver and retrieve materials. Convention 
carriers schedule pick-ups and deliveries when docks are available at convention centers and casinos. During 
large conventions, a long line of trucks may have to wait hours for their turn at the dock. 

The collector roads behind and around the Resort Corridor are used for deliveries. These collector roads 
include Koval Lane, Audrie Street, Harmon Avenue, Joe W. Brown Drive, Frank Sinatra Drive, Dean Martin 
Drive, and others. The turning radii into the receiving docks are often tight and require experienced drivers 
to successfully and quickly negotiate the turns. 

While there are hundreds of event and meeting space locations in Las Vegas, the three major convention 
facilities include the Las Vegas Convention Center, Sands Expo and Convention Center, and Mandalay Bay 
Convention Center – ranging between 1.2 and 2.2 million square feet of meeting space. The two primary 
convention management companies that service the Las Vegas Resort Corridor are Freeman and GES. 
Figure 6-7 shows the location of their marshalling yards and primary travel routes to these major event 
centers. 
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FIGURE 6-7 
Existing Freight Marshalling Yards and Primary Travel Routes 

 
 
6.2.1.1 What is a Marshalling Yard? 
A marshalling yard is a freight staging area, usually developed to ease congestion in the vicinity of a 
convention facility, by allowing an area to organize freight deliveries. Convention centers themselves usually 
cannot handle large shipments, and loading dock space is limited and must be strictly scheduled to 
accommodate set-up, tear-down, and interim deliveries in an efficient manner. 

The largest providers of integrated convention services are located west of I-15, along the CC-215 Southern 
Beltway. Other providers are located along the I-15 Corridor and in North Las Vegas. Materials are 
transported to these service providers primarily by truck, and some by air and rail, from across the country. 
To service the larger conventions, marshalling yards closer to the convention centers are used to shuttle 
materials back and forth. GES has a long-term lease on a vacation parcel near the end of a runway at 
McCarran International Airport, restricted for other uses, that serves as a marshalling yard. Other providers 
have less reliable options, such as temporarily vacant parcels that can be leased for short durations, forcing 
them to seek out new locations and adjust their routing and operations.  

As shown on Figure 6-7, there are several marshalling yards within close proximity to the Resort Corridor. 
Because of the high land value in this area, these properties tend to be small (average about 10 acres in size) 
and temporary, located on vacant or underutilized parcels (e.g., overflow parking areas).  
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6.2.2 Consolidated Freight Marshalling Facility  
As explained, the convention industry is a major economic sector in Las Vegas. A consolidated freight 
marshalling facility would ease the burden of freight logistics in the Resort Corridor. Currently, these yards 
are dispersed throughout the larger Resort Corridor area, causing trucks to use multiple routes to access 
convention facilities – many of these corridors are at or nearing capacity, slowing traffic and delaying travel 
times. 

Figure 6-8 illustrates a sample location for a consolidated freight marshalling facility in close proximity to 
convention/meeting spaces, with opportune access points and sizable enough to accommodate staging for 
multiple events by multiple management companies. Part of this site is being considered for other uses, and 
any use at this site would be frowned upon by FAA—even though no structures would be constructed—
because of sensitivities developing anything at the end of a runway. Nevertheless, the characteristics of the 
site provide a good case study for benefits, described below, of locating and developing a consolidated 
freight marshalling facility. 

FIGURE 6-8  
Potential Consolidated Freight Marshalling Yard 

 
 
The site is located on a 60-acre plot of vacant land at the northwest corner of Tropicana Avenue and 
Paradise Road. Most of this land is owned by the Clark County Department of Aviation, with the exception of 
the arm of highlighted area to the west, which is owned by two separate private entities.  

Most of the site is located within the noise contours of McCarran International Airport, limiting some forms 
of development like residential or hotels. Located at the end of the airport runway, height restrictions are 
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also in place that negate tall structures (condos and major resorts/casinos). Generally, the FAA does not 
prefer the placement of permanent buildings at the end of runways, in case of take-off/landing 
emergencies, making any permanent development impossible. Even temporary truck staging could be 
opposed by FAA.  

Overall, this space could be deemed a temporary use, with trucks only staging in the lot at times of 
conventions. This area is already occasionally used as temporary overflow parking for the Thomas & Mack 
Center. While buildings could be placed within the arm of vacant land to the west, the majority of the space 
would be open for truck parking. 

6.2.2.1 Site Access 
Of Southern Nevada’s 44 million visitors, 42 percent arrive by plane. Of these visitors, 70 percent are headed 
directly to the Las Vegas Strip. Therefore, freight access to this marshalling yard cannot impact travel 
between Las Vegas Boulevard and McCarran International Airport. Tropicana Avenue and Paradise Road – 
two streets bordering this potential site – are two major travel routes for taxis, limos, and shuttles.  

Therefore, if this site were developed as a consolidated marshalling yard, Tompkins Avenue could be 
extended from Koval Lane to the consolidated marshalling yard. Currently, Tompkins is a local street that 
only extends about 300 feet east of Koval Lane. If extended east to the consolidated marshalling yard, it 
could provide direct and mostly exclusive truck access to Koval Lane, which is a primary freight route today 
because it accesses the rear loading docks of eastside Resort Corridor properties, keeping freight off 
Tropicana Avenue and Paradise Road. 

6.2.2.2 Travel Routes 
Developing a consolidated freight marshalling yard within close proximity to major convention facilities 
provides an added benefit of reducing the number of streets required for freight flows, which can often slow 
traffic and contribute to congestion in an already clogged area. Figure 6-8 shows a series of blue lines which 
note the logical routes trucks could take to access the three major convention facilities, including Koval 
Lane, Sands Avenue/Twain Avenue, Swenson Street/Joe W. Brown Drive, and Reno Avenue/Giles 
Street/Hacienda Avenue. This would greatly reduce the number and length of travel routes used today, and 
would avoid utilizing Las Vegas Boulevard for any freight routing. 

6.2.3 Related Improvements to Surrounding Roadways 
Reducing and focusing the number of roadways traveled by convention trucks opens up opportunities for 
better managing traffic on those roadways with techniques such as reversible managed lanes, signal timing 
enhancements, creating new connections, and special event coordination as described below. 

6.2.3.1 Reversible Managed Lanes 
To further manage traffic and alleviate congestion in the Resort Corridor, a transportation demand 
management solution may be to create reversible managed lanes on Koval Lane during peak convention 
periods. This would entail reversing the direction of travel in one or more lanes to create additional capacity 
in the direction of primary travel. Traffic on Koval Lane today is highly directional during major convention 
days and during events, lending this concept toward more efficient use of the street. While specific volumes 
are not readily available, managed lanes would provide the ability to manage traffic as needed, providing 
additional capacity for peak direction travel.  

There are some challenges associated with reversible managed lanes. For example, clarity, number, and 
location of signs are critical to successful implementation to clearly indicate to drivers the change in travel 
direction. Current technology and traffic advancements at RTC FAST could improve safety and efficiency of 
the treatment (e.g., rumble strips, video detection, illuminated signs, blank-out signs, etc.). 
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In Phoenix, 7th Street and 7th Avenue are both six-
lane, north to south reversible lane streets that are 
located 1 mile apart from each other, just north of 
downtown Phoenix. On both of these roads, three 
lanes are provided for northbound traffic and two 
lanes are provided for southbound traffic, with the 
center left turn lane becoming a reversible travel 
lane for the peak hours. The reversible lanes provide 
smooth traffic flow during the peak hours while 
serving 30,000 to 40,000 average daily traffic. 
Overhead signage and signals are used to signal the 
change in traffic flow. 

In many other locations, movable barriers are 
used to clearly delineate and separate the 
directions of travel, which is set in place by a 
machine that can swap barrier location. While 
this accounts for some of the safety concerns of 
a reversible center lane, the barriers cause 
access constraints. Therefore, they are more 
common in areas of limited access, such as along 
bridges.  

6.2.3.2 Signal Timing Enhancements 
Signal timing enhancements could be implemented on Koval Lane, regardless of implementation of 
reversible managed lanes. It is possible for FAST to change the traffic control on Koval Lane during periods of 
heavy freight traffic to give emphasis to traffic on Koval, rather than the intersecting streets.  

6.2.3.3 Reno-Giles-Koval Connection 
Currently, Reno Avenue and Giles Street are used as a cut-through by convention trucks, commuter traffic, 
and taxis to bypass segments of Las Vegas Boulevard or Tropicana Avenue – connecting to Hacienda Avenue 
(at Mandalay Bay) and Koval Lane at both ends. The I-15 Resort Corridor Study and ongoing Transportation 
Investment Business Plan have identified this route as a priority roadway improvement to make the route 
more free-flowing and add capacity.  

6.2.3.4 Special Event Coordination 
The RTC Transportation Investment Business Plan is also recommending the development of a Special Event 
Coordination Group, to manage and synchronize transportation needs in the Resort Corridor. This would not 
take the place of the Traffic Management Center, but would likely require coordination with both the local 
TMA and FAST. Currently, traffic patterns may be altered in response to a single event, but multiple events 
that occur in the same time period rarely are coordinated. Coordinated traffic management techniques 
might include elements such as traffic signal timing modifications, changes in transit frequencies, locations 
of taxi pick-up areas, use of managed lane corridors, shared parking locations, and changes in freight routes.  

6.3 Improved Access to National and Global Markets via 
Two Interstate Corridors: I-15 and the Future I-11 

Efficient intermodal transfers accomplished in a freight village, combined with improved access to national 
and global markets via I-15 and I-11, will give the manufacturing and logistics sectors a competitive 
advantage. Currently, Southern Nevada’s largest trading partner is Southern California, with its links to Asia-
Pacific markets through the ports of Long Beach and Los Angeles. Goods are primarily transported by truck 
via I-15. However, the I-11 and Intermountain West Corridor Study projects growing demand from Phoenix 
and Mexico, which would be served by I-11. Strong infrastructure connections between Southern California, 
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the Phoenix area Sun Corridor, and Southern Nevada—known as the Southwest Triangle—connect the 
economies of all three and benefit Southern Nevada by tapping us in to regional, national, and international 
markets. 

6.3.1 Southwest Triangle Megapolitan Cluster 
The Brookings Institution, Regional Plan Association, and others have developed and furthered the concept 
of megapolitans as the key United States areas of integration with world trade (Regional Plan Association, 
2005). A megapolitan can be defined as a conglomeration of two or more intertwined metropolitan areas 
with a combined population of 5 million or more. A megapolitan is characterized by interlocking economic 
systems, shared natural resources and ecosystems, and common transportation systems. The United States 
megapolitan areas contain most of the nation’s major ports and international airports, and their assets give 
them a large presence in world trade (Nelson and Lang, 2011). 

The megapolitan areas in the greater southwestern United States—Southern California, Southern Nevada, 
and the Sun Corridor— have expanded and are interlinked, forming the Southwest Triangle (Figure 6-9). The 
increased mobility of workers, business travelers, and goods between the cities of these megapolitans 
enables greater collaboration, flexibility, and innovation— leading to a more diverse and stable economy 
built on technology, innovation, and high-value manufacturing. 

The Southwest Triangle is on a trajectory to be the strongest American region that maintains linkages to 
the world’s fastest emerging economies in both Asia and Latin America. For the last half century, Southern 
California has built America’s most significant connections to Asia, displacing San Francisco as the nation’s 
leading region for this trade. Southern California is now hyperlinked to Asia, and Las Vegas and the Sun 
Corridor are actively engaged in establishing new trade with Latin America (NDOT, 2013a). The three legs of 
the Southwest Triangle are I-15, I-11, and I-10. 

FIGURE 6-9 
Megapolitan Clusters and the Southwest Triangle 

 
Image Source: University of Utah and Brookings Mountain West, 2010  
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6.3.2 I-15 and I-11 Strengthen Economic Ties with Southern California and 
the Sun Corridor 

6.3.2.1 I-15 Mobility Alliance 
The RTC is an active partner in the I-15 Mobility Alliance, in partnership with 
Nevada, California, Arizona, and Utah Departments of Transportation, and 
public and private stakeholders all along the corridor. The I-15 Mobility 
Alliance worked together to develop the I-15 Corridor System Master Plan—
a strategic action plan that defines future transportation infrastructure, and 
supports national, regional, and local approaches to improve freight 
delivery, and relieve congestion for years to come. The alliance 
recommends, supports, and advocates for advancing priority projects along 
I-15, such as Project Neon, and has been success at leveraging the political 
influence of the alliance states to obtain a greater share of available funding. 
For example, the Alliance was successful at securing Transportation 
Investment Generating Economic Recovery grant funding to improve the 
bridges through the Virgin River Gorge in Arizona. While not in Nevada, 
these improvements have a direct benefit to the region by keeping I-15 open through this critical corridor. 
A failure of any of these bridges would lead to a detour of hundreds of miles with tremendous impacts to 
freight flows and the economy—something that was witnessed first-hand when a 50-mile stretch of I-15 
between Glendale and Mesquite was closed due to flooding damage in September 2014. NDOT was able to 
reopen I-15 relatively quickly, compared to a long-term closure that would occur due to a bridge failure. 

The alliance is currently working together on the I-15 Dynamic Mobility Project to enable a more 
coordinated approach to freeway operations and management, with an emphasis on interregional travel 
and freight movement. The project will develop an ITS platform to facilitate interstate communication and 
information dissemination between states along the southwest I-15 Corridor. The majority of the funding 
was secured through a success FHWA grant under the Multistate Corridor Operations and Management 
Program. 

Proposed Strategy for I-15 

The RTC and NDOT should continue participating in the I-15 Mobility Alliance and advocating for corridor 
improvements, inside and outside of Nevada, that will benefit the region. 

6.3.3 I-11 and Intermountain West Corridor 
Completing the I-11 Corridor was noted as a very high priority by the TAC in the Scenario Planning and 
Freight Strategies Workshop. The RTC and NDOT are currently constructing the first section of I-11 south of 
Boulder City, formerly referred to as the Boulder City Bypass. The I-11 and Intermountain West Corridor 
Study proposed three alternatives for I-11 through the Las Vegas metropolitan area, shown in Figure 6-10. 
These alternatives are: a new Eastern Corridor from Boulder City Bypass to I-15 near US 93 junction; I-515 
and US 95 through Spaghetti Bowel; and the I-215 and CC 215 corridor around the southern and western 
edge of the Las Vegas metropolitan area. An Advance Planning Study will be conducted to identify the 
preferred I-11 corridor from the Boulder City Bypass through Las Vegas to take an in-depth look at travel, 
economic, and socioeconomic impacts within the proposed corridors; provide for additional public outreach; 
and determine which corridor would be most viable and what other system improvements might be needed 
in the region to accommodate it.  
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Proposed Strategy for I-11 

The RTC should be an active participant in the Advanced Planning Study that NDOT intends to conduct. 

FIGURE 6-10  
I-11 Alternatives through the Las Vegas Metropolitan Area 

 
Image Source: NDOT, 2014  
 

6.4 Capacity and Operational Improvements to the Freeway 
Network 

Without exception, every company interviewed during the course of this study stated their strong 
preference to travel by freeways whenever possible, even if it meant traveling a longer distance. Freeways 
typically offer greater reliability and avoid the start and stop conditions of arterial roadways. A recent study 
conducted came to the same conclusion, “… that truck drivers/planners have a relatively strong base 
preference for highways and wish to avoid local roads” and the obstacles they present, even if it means 
longer travel times (Arentze, 2012). As shown in Figure 6-11, freeways have the highest truck volumes in the 
Las Vegas metropolitan area. 
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FIGURE 6-11 
Roads with the Highest Truck Counts 
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For this reason, any improvements that can be made to the freeway network will have a positive effect on 
the efficient movement of goods. Figure 6-12 and Table 6-9 show programmed improvements to the Valley 
freeways that are included in the Regional Transportation Plan (RTP) published by the RTC. Also indicated in 
Table 6-9 are several specific choke points on the freeway network pointed out by stakeholders (reported in 
Section 5) for which no improvements are programmed.  

Each of these projects is prioritized according to its importance to freight movement (see last column in 
Table 6-9) on the following scale: 

• A – Very important 
• B – Somewhat important 
• C – Off little or no importance 
• F – Could have a negative impact 

FIGURE 6-12 
Programmed Improvement Projects 
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TABLE 6-9 
Programmed and Recommended Potential Freeway Improvements to Mitigate Truck Obstacles 

Strategy Type of 
Action 

Programmed 
Year Source Project 

No. 
Lead 

Agency Cost 
Importance to 

Freight 
Movement 

I-15 CORRIDOR  

Conduct seismic retrofit 
and rehabilitation of I-15 
through North Las Vegas 

Construction 2015 
RTC TIP 
2015-
2019 

6026 NDOT $1,900,000  C 

Construct new 
interchange along I-15 at 
milepost 118 (Pioneer 
Boulevard extension) 

Construction 2015-2016 
RTC TIP 
2015-
2019 

4140 City of 
Mesquite $22,000,000  C 

Construct diamond 
interchange at I-15 and 
Starr Avenue 

Construction 2015-2018 
RTC TIP 
2015-
2019 

110 City of 
Henderson $34,283,192  B – Provides 

access 

Construct Project Neon 
Phase 3 improvements 
on I-15 (heavy 
occupancy vehicle 
[HOV]/express lanes 
connection and 
interchange 
improvements) 

Construction 2015-2018 
RTC TIP 
2015-
2019 

6142 NDOT $1,948,000,000  

A – Addresses 
stakeholder 
issue 
at/around 
Spaghetti Bowl 

Conduct preliminary 
engineering and right-of-
way acquisition for I-15 
Project NEON 
improvements between 
Spring Mountain Road 
and Rancho Drive (not 
including the Spaghetti 
Bowl interchange) 

Engineering 2015-2018 
RTC TIP 
2015-
2019 

5005 NDOT $120,000,000  

A – Addresses 
stakeholder 
issue 
at/around 
Spaghetti Bowl 

Reconstruct I-15 
interchange ramps to 
address safety issues 
(Primm, Jean, Sloan), 
conduct signing 
improvements with 
DMS, and implement 
shoulder improvements 

Construction 2016 
RTC 
RTP 

2035 
243 NDOT $50,000,000  

B – Addresses 
stakeholder 
issue: re-entry 
onto I-15 is 
difficult from 
Sloan 

Widen I-15 between 
Craig Road and 
Speedway Boulevard 
from four to six lanes 

Construction 2016 
RTC TIP 
2015-
2019 

4353 NDOT $51,900,000  A – Improve 
access to DCs 

Widen I-15 between 
Speedway Boulevard and 
Apex interchange from 
four to six lanes 

Construction 2016 
RTC TIP 
2015-
2019 

4355 NDOT $4,000,000  A – Improve 
access to Apex 

Construct Project NEON 
Phase 1 on I-15 south of 
Oakley Boulevard to US 
95 east of Rancho Drive 
(four-lane system-to-
system direct connect 
HOV ramps, widening of 
I-15).= 

Construction 2020 
RTC 
RTP 

2035 
4149 NDOT $450,000,000  

A – Addresses 
stakeholder 
issue 
at/around 
Spaghetti Bowl 
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TABLE 6-9 
Programmed and Recommended Potential Freeway Improvements to Mitigate Truck Obstacles 

Strategy Type of 
Action 

Programmed 
Year Source Project 

No. 
Lead 

Agency Cost 
Importance to 

Freight 
Movement 

Conduct planning study 
and National 
Environmental Policy Act 
(NEPA) evaluation for 
addition of HOV direct 
access ramps along I-15 
between Sloan Road and 
Sahara Avenue 

Planning 
Study 2020 

RTC 
RTP 

2035 
269 NDOT $5,000,000  

C – Small 
benefit from 
overall 
operational 
improvements 

Widen I-15 between 
Sloan Road and Blue 
Diamond Road from six 
to eight lanes, including 
HOV lanes 

Construction 2020 
RTC 
RTP 

2035 
247 NDOT $274,000,000  A – Improves 

capacity 

Construct system-to-
system direct connector 
HOV ramps between I-15 
and I-215 (Southern 
Beltway) 

Construction 2020 
RTC 
RTP 

2035 
4153 NDOT $75,000,000  

C – Small 
benefit from 
overall 
operational 
improvements 

Construct Project NEON 
Phase 3, southbound 
collector/distributor 
roads with new bridges 

Construction 2025 
RTC 
RTP 

2035 
4161 NDOT $262,000,000  

A – Addresses 
stakeholder 
issue 
at/around 
Spaghetti Bowl 

Construct Project NEON 
Phase 4, northbound 
collector/distributor 
roads with new bridges 
and northbound off 
ramps to Alta Drive 

Construction 2025 
RTC 
RTP 

2035 
4162 NDOT $192,000,000  

A – Addresses 
stakeholder 
issue 
at/around 
Spaghetti Bowl 

Construct SNSA 
interchange on I-15 at 
milepost 3 to access the 
airport 

Construction 2025 
RTC 
RTP 

2035 
4202 

Department 
of 

Agriculture 
$23,100,000  C 

Construct Project NEON 
Phase 5 from Spaghetti 
Bowl to Sahara Avenue, 
including northbound I-
15 ramps 

Construction 2030 
RTC 
RTP 

2035 
5017 NDOT $342,000,000  

A – Addresses 
stakeholder 
issue 
at/around 
Spaghetti Bowl 

Widen to 10 lanes and 
conduct improvements 
along I-15 between Blue 
Diamond Road and 
Tropicana Avenue, 
including new HOV lane 
and replacement of the 
Tropicana Avenue 
interchange 

Construction 2030 
RTC 
RTP 

2035 
247 NDOT $274,000,000  

A – Addresses 
stakeholder 
issues at 
Tropicana 
interchange 

Reconstruct interchange 
at I-15/Sloan Road Construction 2030 

RTC 
RTP 

2035 
758 City of 

Henderson $65,000,000  

A – Addresses 
stakeholder 
issue: re-entry 
onto I-15 is 
difficult from 
Sloan 
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TABLE 6-9 
Programmed and Recommended Potential Freeway Improvements to Mitigate Truck Obstacles 

Strategy Type of 
Action 

Programmed 
Year Source Project 

No. 
Lead 

Agency Cost 
Importance to 

Freight 
Movement 

Construct HOV direct 
access ramps along I-15 
between Sloan Road and 
Sahara Avenue 

Construction 2035 
RTC 
RTP 

2035 
270 NDOT $400,000,000  

C – Small 
benefit from 
overall 
operational 
improvements 

I-215 CORRIDOR 

Construct trail bridge 
over Spencer Street at I-
215 

Construction 2018 
RTC TIP 
2015-
2019 

6087 Clark 
County $126,316  

F – Impacts 
oversized 
vehicles if 
bridge 
clearance is 
less than 18 
feet 

Widen I-215 from 
Eastern Avenue to 
Windmill Lane from six 
to eight lanes 

Construction 2020 
RTC 
RTP 

2035 
228 Clark 

County $32,600,000  B – Improves 
capacity 

I-515 CORRIDOR 

Conduct seismic retrofit 
and rehabilitation of 
associated ramp 
structures along I-515 at 
the Downtown Las Vegas 
Viaduct 

Construction 2016 
RTC TIP 
2015-
2019 

6025 NDOT $26,000,000  C 

Conduct NEPA process 
and preliminary 
engineering on 
improvements to I-515, 
Charleston Boulevard to 
US 95 at Rancho Drive 

Planning/ 
Engineering 2015-2016 

RTC TIP 
2015-
2019 

203 NDOT $10,000,000  

A – Addresses 
stakeholder 
issue 
at/around 
Spaghetti 
Bowl, and at 
Charleston 
(Ramp difficult 
for truck 
access) 

Construct diverging 
diamond interchange at 
I-515 and Charleston 
Boulevard 

Construction 2020 
RTC 
RTP 

2035 
5079 City of Las 

Vegas $2,000,000  

B – Addresses 
stakeholder 
issue at 
Charleston 
(Ramp difficult 
for truck 
access) 

Widen I-515 from 
Charleston Boulevard to 
I-15/Spaghetti Bowl 
interchange to ten lanes, 
including HOV lanes and 
new interchanges at 
Pecos Road and F Street 

Planning/ 
Engineering / 
Construction 

2031 
RTC 
RTP 

2035 
250 NDOT $1,390,400,000  

A – Addresses 
stakeholder 
issue 
at/around 
Spaghetti Bowl 
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TABLE 6-9 
Programmed and Recommended Potential Freeway Improvements to Mitigate Truck Obstacles 

Strategy Type of 
Action 

Programmed 
Year Source Project 

No. 
Lead 

Agency Cost 
Importance to 

Freight 
Movement 

CC-215 CORRIDOR 

Widen CC-215 between 
Craig Road and Hualapai 
Way to a six-lane 
freeway, with 
interchanges at Lone 
Mountain Road and Ann 
Road, and an overpass at 
Centennial Parkway 

Construction 2015 
RTC TIP 
2015-
2019 

510 Clark 
County $50,000,000  

B – Improves 
capacity and 
access 

Widen CC-215 between 
Decatur and North 5th 
Street to a six-lane 
freeway 

Construction 2015-2016 
RTC TIP 
2015-
2019 

507 Clark 
County $46,000,000  A – Improves 

capacity 

Widen CC-215 between 
North 5th Street and 
Range Road to a six-lane 
freeway, with 
interchanges as Losee 
Road, Pecos Road, Lamb 
Boulevard, and Range 
Road 

Construction 2020 
RTC 
RTP 

2035 
508 Clark 

County $118,700,000  
A – Improves 
capacity and 
access 

US 93 CORRIDOR 

Construct shoulder 
widening and slope 
flattening along US 93 
from the Apex 
interchange to the Clark 
County/Lincoln County 
line 

Construction 2017 
RTC TIP 
2015-
2019 

6031 NDOT $5,450,000  B – Improves 
safety 

Construct a four-lane 
freeway from State 
Route (SR) 172/Hoover 
Dam Access Road to 
Silver Line Road 

Construction 2015-2018 
RTC TIP 
2015-
2019 

4467 RTC 
$0 (advance 

construct 
repayment) 

A – I-11 
corridor 

US 93/US 95 CORRIDOR 

Conduct improvements 
to west frontage road 
between two miles south 
of Dawson Avenue to 
Jerico Access Road 
(construction, retaining 
walls, drainage features, 
and utilities relocation) 

Construction 2015 
RTC TIP 
2015-
2019 

6147 NDOT $13,000,000  C 

Construct Boulder City 
Bypass Phase 1, Package 
3 (construct realigned 
US 93/95 as a four-lane 
freeway, including a new 
interchange at Railroad 
Pass) 

Construction 2020 
RTC 
RTP 

2035 
197 NDOT $52,455,000  A – Improves 

capacity 
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TABLE 6-9 
Programmed and Recommended Potential Freeway Improvements to Mitigate Truck Obstacles 

Strategy Type of 
Action 

Programmed 
Year Source Project 

No. 
Lead 

Agency Cost 
Importance to 

Freight 
Movement 

Construct Boulder City 
Bypass Phase 1, Package 
5 (railroad bridge) 

Construction 2020 
RTC 
RTP 

2035 
5019 NDOT $3,750,000  A – Improves 

capacity 

US 95 CORRIDOR  

Widen US 95 from four 
to six lanes between 
Durango Drive and Kyle 
Canyon Road; add 
auxiliary lanes 

Construction 2017 
RTC TIP 
2015-
2019 

5013 NDOT $37,000,000  B – Improves 
capacity 

Construct shoulder 
widening and slope 
flattening along US 95 
from SR 157/Kyle 
Canyon Road to 
SR 156/Lee Canyon Road 

Construction 2019 
RTC TIP 
2015-
2019 

6032 NDOT $6,100,000  B – Improves 
safety 

Widen US 95 from six to 
eight lanes between Ann 
Road and Durango Drive; 
add auxiliary and HOV 
lanes 

Construction 2020 
RTC 
RTP 

2035 
4148 NDOT $33,000,000  B – Improves 

capacity 

Construct Boulder City 
Bypass Phase 1, Package 
4 (construct four-lane 
freeway from one mile 
south of existing 
US 93/US 95 junction to 
US 93 at proposed 
Railroad Pass 
interchange) 

Construction 2025 
RTC 
RTP 

2035 
5018 NDOT $340,120,000  A – Improves 

capacity 

SYSTEM INTERCHANGES 

Construct Phase 3A of 
the US 95/CC-215 
improvements, including 
interchange construction 

Construction 2015 
RTC TIP 
2015-
2019 

6145 NDOT $17,100,000  

A – Partially 
addresses 
stakeholder 
issues at this 
interchange 

Construct new ramps to 
complete a system-to-
system interchange at 
I-15/CC-215 (Northern 
Beltway) 

Construction 2018 
RTC TIP 
2015-
2019 

6141 NDOT $40,000,000  

A – Partially 
addresses 
stakeholder 
issues at this 
interchange 

Construct interim 
interchange at 
CC-215/US 95 to 
facilitate major 
movements (north to 
east, west to south, east 
to south) 

Construction 2020 
RTC 
RTP 

2035 
926 Clark 

County $60,000,000  

A – Partially 
addresses 
stakeholder 
issues at this 
interchange, 
although major 
concern is 
westbound to 
northbound, 
and 
southbound to 
eastbound 
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TABLE 6-9 
Programmed and Recommended Potential Freeway Improvements to Mitigate Truck Obstacles 

Strategy Type of 
Action 

Programmed 
Year Source Project 

No. 
Lead 

Agency Cost 
Importance to 

Freight 
Movement 

Construct system-to-
system interchange at 
CC-215 and Summerlin 
Parkway 

Construction 2020 
RTC 
RTP 

2035 
5015 Clark 

County $35,000,000  
B – Improves 
capacity and 
operations 

Construct system-to-
system interchange at I-
15 and CC-215; widen 
CC-215 to six lanes 

Construction 2025 
RTC 
RTP 

2035 
509 Clark 

County $112,687,000  

A – Addresses 
stakeholder 
issues at this 
interchange 

Construct interchange 
improvements at CC-
215/US 95 to widen CC-
215 to six lanes, 
construct interchange at 
Sky Pointe Drive, and 
provide local access to 
Centennial Skypointe 
and Oso Blanca 

Construction 2025 
RTC 
RTP 

2035 
5051 Clark 

County $45,000,000  

A – Partially 
addresses 
stakeholder 
issues at this 
interchange 

Construct ultimate 
interchange 
improvements at CC-
215/US 95, including 
system-to-system 
interchange ramps 

Construction 2035 
RTC 
RTP 

2035 
5052 NDOT $85,000,000  

A – Addresses 
stakeholder 
issues at this 
interchange 

Improve I-215/CC-125 at 
the I-15 interchange to 
correct congestion and 
merging traffic from I-
215 to I-15 north 
(auxiliary lane to north 
of Russell), I-15 north to 
I-215 west, and I-15 
south to I-215 east 

Planning 
Study   Stake-

holders       
B – Proposed 

by 
stakeholders 

Improve I-515/I-215 
interchange to improve 
capacity on southbound 
I-515 to westbound I-215 
ramp, and the 
subsequent merge onto 
westbound I-215 

Planning 
Study  Stake-

holders       
B – Proposed 

by 
stakeholders 

 

6.5 Capacity and Operational Improvements to the Arterial 
Network to Address First and Last Mile Bottlenecks 

The road network between freeways and the origin or destination points is a critical link in the entire 
journey a truck will make. Restricted access due to geometric or operational constraints, adequate roadway 
maintenance, or congestion affects delivery reliability and cost. This section is broken into strategies for 
improving access to/from manufacturing, warehouse and distribution facilities; and to/from major 
convention centers. 

The largest concentration of businesses that produce or attract truck trips are shown on Figure 6-13. This 
map illustrates where high density clusters of warehouse, distribution, and manufacturing facilities are 
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located, as well as the largest receivers of goods—the large hotel casino resorts and convention centers. 
Figure 6-14 shows the density of current and planned warehouse space by zip code. The arterials with the 
highest volume of trucks are overlaid onto these two figures to illustrate the roads that are currently being 
used to access the major origin and destination points in the Las Vegas metropolitan area. From these data 
points and interviews with stakeholders, the following arterials are important for freight movement: 

1. Craig Road, from Lamb Boulevard to North 5th Street 
2. Donovan Way 
3. Cheyenne Road, from Lamb Boulevard to Simmons Street 
4. Lamb Boulevard, from I-15 to Cheyenne Road 
5. Tropicana Avenue, from I-15 to Decatur Boulevard 
6. Frank Sinatra Drive 
7. Koval Lane 
8. SR 160 (Blue Diamond Road), from I-15 to Buffalo Drive 
9. St. Rose Parkway, from I-215 to I-15 

FIGURE 6-13 
First and Last Mile Origin and Destination Points, and Highest Truck Volumes 
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FIGURE 6-14 
Planned Warehouse Space by Zip Code, and Highest Truck Volumes 
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6.5.1 Arterials Important to Freight Movement 
1. Craig Road at Mitchell Street (Pecos Road) 

Issue: The intersection of Craig and Pecos roads 
is just east of I-15. Traffic entering the highway 
is often backed up through this intersection 
during peak periods. The Pilot Travel Center is 
located at the northwest corner of this 
intersection and serves truck traffic. There have 
been approximately 40 truck-involved vehicle 
collisions at this intersection, with one fatal 
incident in 2008. Additionally, the intersection 
is surrounded by truck-generating industries 
(transportation/warehousing). 

Westbound traffic on Craig Road backs up 
before Mitchell Street (Pecos Road), in part 
because of eastbound trucks turning left 
(northbound) onto Mitchell Street and then immediately left 
again into the fueling bays at the Pilot Travel Center. Mitchell 
Street can only hold about three 53-foot combination trucks 
between the Pilot Travel Center truck entrance and Craig 
Road, causing other vehicles turning left onto Mitchell Street 
to back-up onto Craig Road. 

Proposed Strategy: RTP Project number 5086 calls for improvements to various intersections on Craig Road 
from Decatur Boulevard to Wahlnut Road, including “coordination & communications improvements & 
upgrade existing video detection & traffic signal controllers” (RTC, 2012). As part of that project additional 
analysis should be conducted at the intersection of Craig Road and Mitchell Street (Pecos Road), including 
turning movement counts, to determine the appropriate solution. 

2. Donovan Way 

Issue: Donovan Way parallels the UPRR and is used 
heavily by trucks because it provides access to many 
industrial sites, including the UPRR Las Vegas 
Intermodal Facility and Pan Western Transloading 
Facility. South of Craig Road, Donavan Way makes a 
sharp turn with a posted speed limit of 25 mph. Trucks 
traveling in excess of the posted speed limit run the 
risk of tipping over. Truck volume and crash data are 
not available for this corridor.  

Proposed Strategy: No improvements are programmed 
for Donovan Way at this location, and with the recent 
reconstruction of the I-15 and Craig Road interchange, 
major changes to Donovan Way where it makes the tight turn are not practical. 

The optimum solution would be to connect Donavan Way with Losee Road near Alexander Road. Losee Road 
is a heavily used truck corridor that parallels the UPRR Railroad tracks on the west side, from Lake Mead 
Boulevard to Alexander Road (where it turns north and deviates from the tracks, that is approximately the 
same location where Donavan Way ends on the east side of the tracks). Connecting these two roads with a 
bridge over the tracks would provide a continuous industrial truck corridor from Lake Mead Boulevard to 
Lamb Boulevard, as shown below. The City of North Las Vegas owns the parcel of land that would be needed 

Sharp turn on 
Donovan Way 

Three trucks on Mitchell Street 
waiting to enter Pilot Travel Center 

Left turning truck blocking westbound 
Craig Road 
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for this bridge and connection. This bridge and connection of Donavan Way with Losee Road would also 
provide needed access for a northeast freight village if that site were developed. 

 
 

3. Cheyenne Road, from Lamb Boulevard to Simmons Street 

Issue: This segment of Cheyenne Road is important because it provides access to warehousing and 
distribution centers. No specific issues are noted. 

Proposed Strategy: As improvements are designed and constructed, providing for adequate turning radii 
and minimizing the number of traffic signals and access points should be considered to maximize operations. 

4. Lamb Boulevard, from I-15 to Cheyenne Road 

Issue: This segment of Lamb Boulevard is important because it provides access to warehousing and 
distribution centers. No specific issues are noted. 

Proposed Strategy: As improvements are designed and constructed, providing for adequate turning radii 
and minimizing the number of traffic signals and access points should be considered to maximize operations. 
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5. Tropicana Avenue, from I-15 to Decatur Boulevard 

Issue: The I-15/Tropicana Avenue interchange, and Tropicana Avenue from I-15 to Decatur Boulevard were 
frequently mentioned by stakeholders as problematic due to congestion. This is a heavily trafficked area by 
all modes. 

Proposed Strategy: A number of improvements are programmed that should address the issue. 

6. Frank Sinatra Drive near Aria Convention Center Loading Docks 

Issue: All loading docks along Frank Sinatra Drive are 
accessed by a long driveway or access road with space 
for trucks to queue up (as shown in the right, top 
picture), with the exception of the Aria Convention 
Center loading docks. The loading dock has just enough 
space to allow two trucks to back into the two bays 
without impacting Frank Sinatra Drive.  

There is a small dead-end 
drive parallel to Frank 
Sinatra Drive that can 
accommodate a few waiting 
trucks, but most trucks 
typically queue up and wait 
in the right-turn lane on 
Frank Sinatra Drive, which 
leads into the loading area.  

Proposed Strategy: This is a good example of the need to plan for truck access at large resorts and 
convention centers. At this time, allowing trucks to queue up in the right turn lane might be the only option. 
Therefore, it would be helpful to load and unload conventions during periods when Frank Sinatra Drive has 
fewer vehicles traveling on it, to lower the impact of lane restrictions.  

7. Koval Lane 

Proposed strategies for Koval Lane are addressed in Section 6.2 Servicing Freight for Convention Facilities. 

8. SR 160 (Blue Diamond Road), from I-15 to Dean Martin Drive 

Issue: Drivers traveling eastbound on CC-215, to southbound I-15 cannot turn left onto eastbound Blue 
Diamond Road. They must go westbound on Blue Diamond and make a U turn at Dean Martin Drive. 

Proposed Strategy: Conduct a traffic study to determine the demand for travel on eastbound CC-215 to 
eastbound Blue Diamond Road. If the demand is significant, study solutions. Otherwise, there are 
workarounds, such as exiting eastbound CC-215 at southbound Las Vegas Boulevard or at Windmill Lane. 

9. St. Rose Parkway, from I-215 to I-15 

Issue: St. Rose Parkway operates well at present and is a preferred route by many truck drivers traveling to 
and from Southern California. In addition, it provides access to warehousing and distribution centers—
currently in operation or under construction. The challenge is to keep it operating well as the surrounding 
area develops, more vehicles are on the road, and more traffic control devices are installed. 

Proposed Strategy: Minimize the number of traffic signals and access points to maximize operations. 
Consider grade separating some intersections, such as Eastern Avenue. 

Trucks queued up in right turn 
lane on Frank Sinatra Drive 

Entrance to 
loading dock 

Typical service driveway/entrance 

Access to Aria Convention 
Center Loading Dock 
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6.6 Policy and Initiative Recommendations 
Two policies that would improve the flow of goods are described below. These policies would likely be 
voluntary, and depend on education, support, and coordination of freight shippers and receivers, and public 
agencies. 

6.6.1 Preserve Access for Over-Dimensional Vehicles 
Issue: Access must be provided for over-dimensional vehicles (ODVs) that carry equipment for heavy 
industry, such as mining and power generation, large cranes used in construction, displays for conventions, 
and other items that are critical to the economy. With few exceptions, ODVs do not travel the same routes 
or use the same roads frequently enough to design for those trips. The need can be Valley-wide.  

Freeways are the most common corridors for ODVs, and many are ODVs higher than the 16-foot-6-inch 
clearance for most bridges, per American Association of State Highway and Transportation Officials 
standards. Therefore, ODVs must use on- and off-ramps to avoid bridges, and when that is not practical, 
divert through a combination of side roads. Over-dimensional vehicles need wider turning radii, however 
this is usually not as big of a problem as height restrictions.  

The vast majority of loads are under 18 feet, therefore, whenever possible structures over roadways should 
be at least 18 feet high. Uniform Standard Drawings for Clark County, and NDOT Standard Drawings require 
at least an 18-feet-0-inch minimum clearance for all signs, traffic signal and lighting mast arms, school 
flashing signs, etc. As noted previously, bridge clearances are 16 feet 6 inches. However, many of the 
pedestrian bridges in the Las Vegas metropolitan area, including those on Las Vegas Boulevard and St. Rose 
Parkway, exceed 18 feet. 

Proposed Policy: The optimum solution would be to require an 18-foot-0-inch bridge clearance for all new 
construction. However, if that is not feasible, then require that an 18-foot-0-inch bridge clearance for all 
new construction be considered, and implemented when feasible. 

6.6.2 Access Time Coordination 
Issue: Placing trucks on the congested corridors—such as the Resort Corridor—during peak periods can slow 
delivery time, adding cost to the shipper, inconvenience to the receiver, and frustration to the general 
traveling public. However, imposing mandatory time restrictions sometimes produces unintended network 
effects because they can lead to longer routes and travel times in the network, which increases congestion 
and pollution. 

Proposed action: Create a forum for shippers and receivers to work together to identify optimum delivery 
times, in coordination with workforce shift changes, to minimize roadway congestion, delivery travel time, 
and dock wait time; and to improve delivery reliability for receivers. 
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Implementation Plan 
The Southern Nevada Regional Goods Movement Master Plan provides a snapshot of the region’s freight 
transportation system, a forecast of future freight demand, and recommendations to address regional 
freight deficiencies. The utility of the plan will relate directly to the extent to which it is implemented. This 
implementation plan identifies actions that need to be completed to conduct the operational, policy, and 
infrastructure strategies that were identified to ensure a comprehensive approach to accommodating 
freight mobility while mitigating negative impacts, and also to provide guidance on plan updates as well as 
funding and financing opportunities. 

7.1 Implementation Plan 
The development of the implementation plan includes the categorizing recommendations into short-term, 
mid-term, and long-term actions, as well as identifying potential organizations responsible for 
implementation. The short-term actions represent low-hanging fruit or initiatives that can and should be 
implemented in a relatively short time period (4 years or less). The mid-term (4 to 12 years) to long-term 
(12 to 20 years) actions require more time and resources for implementation.  

Table 7-1 presents a list of new proposed projects that are not included in past RTC plans or programs. 
These projects are an outcome of the stakeholder involvement process of this study and reflect high priority 
needs that achieved consensus on behalf of various public and private partners. 

Table 7-2 lists currently programmed projects that are the highest priority for freight movement. While 
already phased as part of the 2035 Regional Transportation Plan, projects critical to freight movement and 
efficiency are tagged in the timeframe column to note potential changes in phasing that are suggested to be 
considered in interim updates of the Regional Transportation Plan. 

7.1.1 Project Development Process 
Most projects fall into one of three categories for the project development process: (1) planning, (2) design, 
or (3) construction.  

• Planning studies frequently are initiated before funding is available for full project implementation, 
allowing advanced planning initiatives to set the foundation for more detailed evaluation. These studies 
would likely define existing conditions, perform a needs analysis, develop and evaluate alternatives for 
implementation, formulate preliminary cost estimates, and initiate the public and stakeholder outreach 
process. 

• Once funding for a project is defined and identified in a program for implementation, projects generally 
advance into the design phase, where a number of design, utility and right-of-way activities take place. 
The project design is finalized and documents are prepared for bid and construction.  

• The final step in a project’s development is the actual construction process, upon which full 
implementation of a plan or project is realized. 

7.1.2 Funding and Finance Options 
In simplest terms, funding is real money collected through taxes or fees while financing is a way of 
borrowing money. 

Funding for capital improvements to the transportation system comes from a variety of sources, many of 
which are public. The RTC funds transportation projects from a number of programs and sources at the 
federal, state, and local level. This report groups all of these sources together into a public funding category, 
and does not attempt to recommend which of these public sources is most applicable for each project.  
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One exception is investment in freight rail infrastructure, which is generally privately owned, operated, and 
maintained. Because of this private ownership structure, there may be opportunities for private and public 
collaboration, or public-private-partnerships often denoted by the acronyms PPP or P3. 

Financing, or borrowed money, must be repaid and the source for repayment comes from funding. While 
financing is important, the key to financial sustainability is having reliable and adequate funding. Some 
financing mechanisms used for transportation projects include: 

• Build America Bonds  

• Private Activity Bonds  

• Transportation Infrastructure Finance and Innovation Act Assistance 

• State and municipal bonds  

• State infrastructure banks  

• Non-profit 62-20 Corporations 

• Short-term bridge or gap financing 

• Section 129 loans (federal participation in a state loan to support projects with dedicated revenue 
stream) 

TABLE 7-1 
New Proposed Projects 

Strategy Project  Anticipated Outcome Timeframe* 
Potential Lead 

Agency to 
Initiate Action 

Potential 
Partnerships or 

Guidance 

Potential 
Funding 
Sources 

Freight Village  Site Feasibility 
Assessment 

Select a preferred site 
with conceptual layout 
plan for promoting to 
potential developers 

Short-term Governor’s 
Office of 
Economic 
Development 
(GOED) 

Nellis Air Force 
Base 

BLM 

City of North Las 
Vegas 

Boulder City  

Clark County 

Public 

Site Access 
Study 

Recommended modal 
access improvements to 
selected site 

Short-term RTC  

NDOT 

 

FHWA 

FRA 

FAA 

UPRR 

Public 

Site 
Development 

An approved master 
plan, ready for 
development 

Mid-term Private 
Developer 

GOED Private 

Consolidated 
Convention 
Marshalling 
Yard  

Site 
Development 

Identify and develop a 
site 

Mid-term Convention 
services 
contractors  

LVCVA 
McCarran 
Airport 

FAA  

 

Private 

Routing and 
Operations 
Study 

After a site has been 
identified, recommend 
freight routes from 
Consolidated 
Marshalling Yard to all 

Mid-term RTC LVCVA 

Clark County 

Public 
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TABLE 7-1 
New Proposed Projects 

Strategy Project  Anticipated Outcome Timeframe* 
Potential Lead 

Agency to 
Initiate Action 

Potential 
Partnerships or 

Guidance 

Potential 
Funding 
Sources 

convention centers, 
including geometric and 
operational 
improvements  

Convention 
services 
contractors 

I-11 Advanced 
Planning Study 

Selection of one corridor 
alternative for I-11 and 
determination of modes 
to be accommodated 

Short-term NDOT RTC 

FHWA 

Public 

I-15 Mobility 
Alliance 
(interstate 
coalition) 

I-15 Corridor 
System Master 
Plan Update 

Identify I-15 Corridor 
Immediate Projects of 
Interregional 
Significance; submit 
grant funding proposals 

Short-term NDOT 

Caltrans 

Utah 
Department of 
Transportation 

ADOT 

Various public 
agencies and 
private 
organizations 

Public 

Craig 
Road/Mitchell 
Street (Pecos 
Road)  

Traffic Study 
and 
Alternatives 
Analysis 

Identify geometric and 
operational 
improvements 

Short-term City of North 
Las Vegas 

Pilot Travel 
Center  

RTC 

Public 

Donovan 
Way/Losee 
Road Bridge 

Feasibility 
Study 

Determine feasibility and 
recommended 
alternative for 
connecting Donovan 
Way and Losee Road 

Short-term City of North 
Las Vegas 

UPRR Public 

US 93/I-15 
System 
Interchange 

Design/Constru
ction 

Improve operations 
through existing service 
interchange 

Short-term NDOT FHWA 

BLM 

GOED 

Clark County 

Public 

St. Rose 
Parkway, I-15 
to I-215 

Corridor Study Identify the feasibility 
and location of possible 
grade-separated 
intersections 

Short-term NDOT City of 
Henderson 

Public 

I-15 Auxiliary 
Ln/Blue 
Diamond Rd 
Interchange 

Traffic Study 
and Alternative 
Analysis 

Determine feasibility and 
alternatives for 
improvements 

Short-term NDOT Clark County Public 

*Short Term = 0 to 4 years, Mid-Term = 4 to 12 years, Long-Term = 12 to 20 years 
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TABLE 7-2 
Currently Programmed Projects of Highest Priority for Goods Movement 

Description Source Anticipated Outcome 
Project 

Development 
Step 

Timeframe* 

Lead Agency 
Responsible 

to Initiate 
Action 

Potential 
Partnership

s or 
Guidance 

Project NEON 
(various 
projects) 

RTP 
Identifications: 
5017, 4149, 
4162, 4161, 
5005, 5007, 
5022 

Improve operations on 
I-15 and on adjacent 
arterials. Several 
planning, design, and 
construction projects 
listed in the RTP 
should continue to 
move forward. 

Planning, 
Design, 
Construction 

Short-, mid-, 
and long-term 
phased 
implementation  

NDOT FHWA 

City of Las 
Vegas 

I-515/US 95/I-
15 System 
Interchange 
(Spaghetti 
Bowl) 
Improvements 
(various 
projects) 

RTP 
Identifications: 
5017, 4162, 
4161, 250, 4363, 
5005, 5007 

Improve operations 
through the Spaghetti 
Bowl. Several 
planning, design, and 
construction projects 
listed in the RTP 
should continue to 
move forward. 

Planning, 
Design, 
Construction 

Short- and long-
term phased 
implementation  

NDOT FHWA 

City of Las 
Vegas 

Completion of 
Northern 
Beltway 
(various 
projects) 

RTP 
Identifications: 
507, 508, 926, 
5026, 5051 

Improve operations 
through on CC-215 
and on adjacent 
arterials. Several 
planning, design, and 
construction projects 
listed in the RTP 
should continue to 
move forward. 

Design/ 
Construction 

Short-term Clark County 

City of Las 
Vegas 

 

FHWA 

US 95/CC-215 
System 
Interchange 
(Northern 
Beltway) 
(various 
projects) 

RTP 
Identifications: 
926, 5026, 5051, 
5052 

Improve operations 
through this System 
Interchange. Several 
planning, design, and 
construction projects 
listed in the RTP 
should continue to 
move forward. 

Design/ 
Construction 

Short-, mid-, 
and long-term 
phased 
implementation  

Clark County 

City of Las 
Vegas 

NDOT 

FHWA 

I-15/CC-215 
System 
Interchange 
(Northern 
Beltway) 
(various 
projects) 

RTP 
Identifications: 
509 

Improve operations 
through this System 
Interchange. Several 
planning, design, and 
construction projects 
listed in the RTP 
should continue to 
move forward. 

Design/ 
Construction 

Mid-term Clark County NDOT 

FHWA 

I-15 Widening, 
Craig Road to 
Apex 
Interchange 

RTP 
Identifications: 
4353, 4355, 163 

Improve operations on 
I-15. Several planning, 
design, and 
construction projects 
listed in the RTP 
should continue to 
move forward. 

Design/ 
Construction 

Short-term NDOT FHWA 
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TABLE 7-2 
Currently Programmed Projects of Highest Priority for Goods Movement 

Description Source Anticipated Outcome 
Project 

Development 
Step 

Timeframe* 

Lead Agency 
Responsible 

to Initiate 
Action 

Potential 
Partnership

s or 
Guidance 

I-15 Widening, 
Sloan Road to 
Tropicana 
Avenue 

RTP 
Identifications: 
244, 247, 4364 

Improve operations on 
I-15. Several planning, 
design, and 
construction projects 
listed in the RTP 
should continue to 
move forward. 

Design/ 
Construction 

Mid-term NDOT FHWA 

Tropicana 
Avenue, I-15 
interchange to 
Decatur 
Boulevard 

RTP 
Identifications: 
247, 4247, 4248 

Replace Tropicana 
Avenue interchange; 
widen Tropicana 
Avenue and construct 
grade separation over 
Dean Martin Drive 

Design/ 
Construction 

Mid- and long-
term 

Clark County City of Las 
Vegas 

* Short Term = 0 to 4 years, Mid-Term = 4 to 12 years, Long-Term = 12 to 20 years 
 

7.2 Using the Goods Movement Plan 
Development of the Southern Nevada Regional Goods Movement Master Plan illustrates the differences 
between freight planning and the more conventional metropolitan planning process. Namely, that regional 
freight planning requires an understanding of supply chain trends and underlying freight data, as well as the 
formation of partnerships with private sector freight carriers, which are not traditional MPO stakeholders. 
As the RTC updates its Regional Transportation Plan, freight system needs and strategies can be 
incorporated into the regional plan context, with freight goals articulated as part of the overall plan. 

7.2.1 Plan Update 
It is typical for MPO and state-wide transportation plans to have a 20-year planning horizon. In contrast, 
shippers and carriers rarely have business plans that exceed 24 months. It is recommended that RTC 
monitor freight transportation trends and provide a 4-year update of the major changes affecting the region 
in terms of freight. Such updates can precede the update of the regional transportation plan. Similarly, the 
RTC can monitor major infrastructure developments through a database and/or GIS platform and track 
changes such railroad capacity expansions, new services facilities, and other freight investments that may 
come in the future. Additionally, the RTC can monitor freight mobility on local roads in the region, including 
truck safety and mobility. Through a combination of truck traffic counts and road congestion monitoring, 
future truck congestion issues can be identified and coordinated with local governments to develop truck 
access improvement projects. Such a systematic, regional assessment will eliminate the intensive outreach 
and interview effort that went into this plan, allowing the RTC to maintain a dynamic freight planning 
process that reflects changes in the supply chain and carrier initiatives. Most importantly, the RTC will be 
able to keep its freight plan current and avoid extensive updates on a recurrent basis. 
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M E E T I N G  S U M M A R Y    
 

Technical Advisory Committee Meeting #1 
ATTENDEES: See end of Summary 

MEETING DATE: April 15, 2014 

MEETING TIME: 9:00 – 11:00 am 

VENUE: RTC Conference Room 296 

CONTRACT NUMBER: 14-069 

 

Meeting Purpose: 
To provide an overview of study objectives and desired outcomes; present information on goods 
movement’s contribution to the regional economy and patterns of goods movement in the region; and seek 
information from the Technical Advisory Committee (TAC) on freight operations in the valley and 
coordination with land uses.  

Action Items: 
1) Technical Advisory Committee (TAC) meeting members were asked to take maps of the region back 

to their offices and ask their drivers to highlight transportation choke points and opportunities.  

Meeting Summary 
Dan Andersen facilitated the meeting and presented information with the aid of John Restrepo (RCG 
Economics) and Mark Berndt (Olsson Associates). The presentation is attached at the end of this meeting 
summary. 

Focus on: 
 Study overview and role of TAC 

 Related studies: RTC Transportation Investment Strategy Study, NDOT I-515 (Spaghetti Bowl to 
Charleston), NDOT I-11 Study (including Boulder City Bypass), NDOT Project NEON 

 Freight’s Contribution to the Regional Economy  

 Patterns of Freight and Goods Movement within the Region 
Introductions 

Beth Xie and Dan Andersen opened the meeting introducing the study purpose and activities to date, 
including the prior study phase, Las Vegas Region Freight Data Collection Study. Each TAC member was 
asked to introduce themselves and the company they represent.  

Meeting Presentation 

Dan provided a project overview, including objectives and schedule. Dan explained four other related 
studies, RTC Transportation Investment Strategy Study, NDOT I-515 (Spaghetti Bowl to Charleston), NDOT 
Project NEON, NDOT I-11 Study (including Boulder City Bypass), and their relevance to this study. The RTC 
Transportation Investment Strategy Study will be focused on developing the framework and strategies for 
the next phase of economic and transportation infrastructure development in the Las Vegas Resort Corridor. 
The NDOT I-515 study will develop and evaluate improvements needed on I-515 from the Spaghetti Bowl to 
Charleston. The NDOT Project NEON (www.ndotprojectneon.com) is an alternative delivery method which 
would construct I-15 from Sahara to the US95/I-15 Interchange, also including a High Occupancy Vehicle 
(HOV) connector between US-95 and I-15, direct HOV access ramps at Wall Street, reconstruction of the 
Charleston Blvd Interchange, and Grand Central Parkway connector over Charleston Blvd. The NDOT I-11 
and Intermountain West Corridor Study including Boulder City Bypass (i11study.com) is developing and 



evaluating alternatives for a high-capacity transportation corridor from Phoenix, Arizona to Las Vegas, 
Nevada, with possible extensions to Mexico and Canada. 
 
John Restrepo provided an overview of freight’s contribution to the regional economy. John first compared 
the economic sectors’ significance within Clark County’s to national averages to identify where the region is 
strong and potential up-and-coming sectors. As expected, Leisure and Hospitality is 2.9 times the 
significance of that sector within the nation, but has declined by 9% between 2002 and 2012. Sectors that 
are up-and-coming in Clark County are Trade, Transportation and Utilities; Manufacturing; Professional and 
Business Services; Education and Health Services; and Other Services. John noted that Nevada is less than 
one day’s drive to more than 40 million customers and 5 major US ports, which is an asset to the region. 

The second part of the presentation focused on patterns of freight and goods movement within the 
region, and was presented by Mark Berndt. Mark presented the number of establishments within 
freight related business sectors that generate goods movement, with emphasis on large casino 
resorts and convention services due to their relevance within the region. Based on those 
establishments, Mark presented maps of truck trips by Transportation Analysis Zones (TAZ), noting 
that some TAZs that cover a large area may actually have truck trips concentrated in one portion of 
the TAZ. Retail (42.9%), Casinos (15.2%), and Transportation Warehousing (15.8%) generated the 
greatest shares of truck trips within the region.  

TAC Comments 
TAC members were asked if there were any key industries that should be added to the patterns of freight 
and goods movement analysis. They responded by suggesting the following additions: 

 Government agencies 

 The significance of conventions, which are events, and different from hospitality and leisure. A 
major convention can generate up to 1,000 truck trips in a week.  

 Health care 

Dan Andersen asked the group to talk about:  

 Transit time and reliability concerns 

 Chokepoints in the network 

 Current work-arounds 

 Coordination of landuse and infrastructure 

 Future demand and development patterns 

 Development needs and issues 

The TAC responded with the suggestions noted below. 

Regulatory/Policy Issues 

If the Margins Tax Initiative is approved, Nevada’s business taxes would be higher than California’s. Right 
now they are lower, and businesses have an incentive to move to Nevada. The Margin Tax Initiative would 
make corporate taxes within Nevada the third highest in the nation and would have a significant negative 
effect on the Transportation and Logistics industry.  
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Development Related Responses 

 Currently Apex industrial area is not shown on the maps for feedback. 

 When locating warehousing, consider the cost of land values (least value is desired) versus 
transportation cost (further out increase transportation cost). 

 Industrial and warehouse facilities are expected to increase along Cheyenne and Craig. 

 What is the planning time horizon for this study? This study has a traditional planning horizon of 25 
years. 

 West Henderson, south of St. Rose Parkway and east of I-15, is an area developing with industrial 
and warehousing. FedEx just established a distribution center there and realtors are recruiting 
companies from southern California. Cannon Safes is establishing there, and an executive airport 
facility (800 sq. ft.) off of St. Rose is planned.  

 The location of I-11 will be a great influence on industrial development. 

 MarMaxx has a 700 sq. ft. distribution center that they are expanding by 500 sq. ft.  

 The west end of Anthem, south of the new Fed Ex location has about 200 acres of potentially 
developable land. 

 Financial issues in North Las Vegas could scare away businesses. Henderson is more stable and 
attractive.  

 Large developments need to be coordinated with transportation and utility investments and cannot 
wait for them to come later.  

 A few warehouse and distribution facilities have relocated from Southern California to Las Vegas to 
avoid high taxes in California.  

Transportation Chokepoints 

 I-15 and Lamb Blvd. 

 I-15 and Russell Road (a workaround is to use Arville Street). 

 I-15 and Tropicana Avenue (queues back up on northbound I-15 to Russell Road).  

 Craig Road and Cheyenne Avenue back up westbound, east of I-15, especially from 3-5 pm. 

 Koval Lane provides truck access to many hotels on the east side of Las Vegas Boulevard and needs 
to be wider. 

 Off of Russell Road, Dean Martin Drive and Frank Sinatra Drive experience congestion. Workarounds 
include delivering during off-hours.  

 I-15 southbound to I-215 eastbound is congested with traffic destined for the airport. 

 Desert Inn Road super arterial works well for conventions. More super arterials like Desert Inn Road 
are needed.  

 Roundabouts are difficult for trucks. While mostly found in outlying areas, they are used for 
construction access. 

 An interchange at Sloan would open up industrial development opportunities at the south end of 
the Valley; however development will require water and other utilities. It is an attractive area 
because it is closest to Southern California. Development around the proposed Supplemental 
Airport (Ivanpah) would also be attractive. 



 How will project NEON impact travel through the core of Las Vegas and for how long? It would likely 
be under construction for several years. NDOT is currently soliciting proposals from public-private-
partnerships. 

 There is very little rail service to the Las Vegas area. Union Pacific Railroad, the only Class I rail 
operator, has no plans to expand. 

 Some limousine services use illegal signal preemption devices from emergency vehicle systems and 
cause congestion, particularly on Tropicana Avenue at I-15. Public Works staff in attendance didn’t 
believe that was possible—that the signal frequencies are secure. 

  Three lane cross-sections do not often have enough right turn lanes.  

 The proposed Supplemental Airport (Ivanpah) includes plans for a cargo hub. It would not be a 
replacement airport, but an additional airport.  

 Roads that work well are Charleston Boulevard; Sahara Avenue; and Craig Road, west of Nellis 
Boulevard.  

 Air quality concerns exist along I-15. 

Next Steps: 
 TAC members were asked to take maps of the regional transportation system back to their offices 

and ask drivers to mark the map with chokepoints, key routes, and opportunities.  

 TAC members were asked if they would like to participate in a one-on-one interview.  

 The next meeting will present existing and future needs, and strategies for addressing those needs.  
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Attendance 
Company First Name Last Name 

American Pavement Preservation Eric Reimschiissel 

Arizona Department of Transportation Michael DeMers 

C. A. Group, Inc. Caviola James 

CB Richard Ellis, Inc. JJ Peck 

CH2M HILL Nezhati Bardia 

CH2M HILL Andersen Dan 

CH2M HILL Malik Sumi 

CH2M HILL Atherton Susan 

City of Henderson Eric Hawkins 

City of Las Vegas Randy Fultz 

City of Las Vegas Greg McDermott 

City of North Las Vegas Reynolds Alyssa 

Clark County Arnold Herbert 

Clark County Department of Air Quality Dawn Leaper 

Clark County Department of Aviation Tom Peterson 

DeLong Heavy Haul Paul DeLong 

Dielco Crane Service, Inc. David Dieleman 

Freeman Bob Holland 

Jaynes Corporation Sallie Doebler 

Las Vegas Metro Chamber of Commerce Paul Moradkhan 

Majestic Realty Rod Martin 

NDOT Eric Glick 

NDOT McCallum Melvin 

NDOT Bill Thompson 

Nellis Air Force Base  Rodriquez Victor 

Nevada Highway Patrol Scot Martin 

Nevada Highway Patrol James Olschlager 

Olsson Associates Berndt Mark 

ProLogis Jeff Foster 

Puliz Moving & Storage Company Allen Puliz 

RC Willey Brad Miller 

RCG Economics LLC John Restrepo 

Regional Transportation Commission James Martyn 

Regional Transportation Commission Wickes Rush 

Regional Transportation Commission Beth Xie 

Wells Cargo Trent Scarlett 
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Las Vegas Goods Movement 
Technical Advisory Committee

April 15, 2014

Agenda

• Welcome and Introductions

• Project Overview

• Freight’s Contribution to the Regional Economy

• Patterns of Freight and Goods Movement

• Breakout group discussions
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Self Introductions

• Name

• Representing

• What about this study interests?

3

Project Overview
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Study Objectives and Desired Outcomes

• Assess the capabilities of our infrastructure and 
identify needs

• Envision and shape the future of the Las Vegas 
Valley 

• Develop near- and long-term strategies for 
improving the flow of goods

• Grow and strengthen the Logistics and 
Operations sector of our economy 

Las Vegas Regional Goods 
Movement Corridor Master Plan

Role of Technical Advisory Committee

• Envision and shape the future of freight and logistics in the Valley 

• Discuss freight issues and advocate for solutions

• Improve freight reliability 

• Improve mobility and safety

• Promote the significance of freight to the Las Vegas economy

6
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Schedule
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Revised: 2/24/2014

11 12 1 2 3 4 5 6 7 8 9 10 11 12 1 2 3 4 5 6

1. Project Management

2. Outreach

TAC/PMT Meetings

1. ‐ Economic Context

‐ Freight Patterns

‐ ID Issues

2.  ‐ Final Freight Patterns TM

‐ Draft Regional Context TM

‐ ID Issues and Strategies

3. ‐ Draft Strategies TM

‐ Sketch Implementation Plan

4. Draft Implementation Plan TM

5. Review Draft Plan (PMT only)

Interviews

3. Literature Review

4. Regional Context

5. Freight Patterns

6. Issues and Strategies 

7. Implementation Plan

8. Draft and Final Master Plan

Draft Report

Final Report

Legend: Meeting Draft Deliverable Final Deliverable

SCHEDULE FOR REGIONAL GOODS MOVEMENT CORRIDOR MASTER PLAN
2013 2014 2015

Task

Schedule
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2. Outreach
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1. ‐ Economic Context

‐ Freight Patterns

‐ ID Issues

2.  ‐ Final Freight Patterns TM

‐ Draft Regional Context TM

‐ ID Issues and Strategies

3. ‐ Draft Strategies TM

‐ Sketch Implementation Plan

4. Draft Implementation Plan TM

5. Review Draft Plan (PMT only)

Interviews

3. Literature Review

4. Regional Context

5. Freight Patterns

6. Issues and Strategies 

7. Implementation Plan

8. Draft and Final Master Plan

Draft Report

Final Report

Legend: Meeting Draft Deliverable Final Deliverable

SCHEDULE FOR REGIONAL GOODS MOVEMENT CORRIDOR MASTER PLAN
2013 2014 2015

Task TAC Meetings
• April 2014

– Economic importance of freight and logistics
– Current freight patterns
– Identify existing/future conditions and problems

• July 2014
– Evaluate existing/future conditions and problems
– Identify strategies for improving goods movement

• October 2014
– Evaluate and develop near- and long-term 

strategies for improving the flow of goods
– Identify performance measures for evaluating the 

effectiveness of strategies
• January 2015

– Review and revise draft recommendations
• April 2015 – No meeting

– Post for review the draft Las Vegas Regional 
Goods Movement Corridor Master Plan
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International Trade Flows

9

Source: America2050.org

2010 Nevada Inbound and Outbound 
Freight Volume by Direction, 2012 Dollars

10

Source: “I‐11 and Intermountain West 
Corridor Justification Report”. (Data from FAF)

Note: 2010 data inflated to 2012 by 
Consumer Price Index inflation factor provided 
by Bureau of Labor Statistics Consumer Price 
Index inflation calculator. Values reflect all 
modes of transportation collected by FAF 
including truck, rail, air, multiple modes and 
mail, pipeline, and other and unknown.
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Nevada Mode Share

11
Source: “I‐11 and Intermountain West 
Corridor Justification Report” (Data from FAF)

On-going Related Studies

12

• RTC: Transportation 
Investment Strategy 
Study

• NDOT: I-515 
(Spaghetti Bowl to 
Charleston)

• NDOT: I-11 Study 
(including Boulder City 
Bypass)

I‐11 Study Recommendations
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Freight’s Contribution to the 
Regional Economy

Potential Up-and-coming Sectors

14

• Trade, Transportation and 
Utilities

• Manufacturing
• Professional and Business 

Services
• Education and Health Services
• Other Services



4/15/2014

8

Logistics and Operations – Key Industry 
for Diversifying Nevada’s Economy

15

Above tag line: “Less than one day’s drive to more than 
40 million customers and 5 major US ports.”

Growth in Logistics and Operations 
Coming Out of the Great Recession

16
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Impacts of 20-Percent Increased 
Congestion in Washington State

17

Source: Washington State 
Department of Transportation. 
“The Impact of Truck 
Congestion on Washington 
State’s Economy.” June 2012.

Efficient Freight Transportation Increases 
Productivity, and Subsequently, Economic 
Growth

18

Source: “Economic Effects of 
Transportation: The Freight Story.” ICF 
Consulting. January 2002. Report 
created from the findings of the FHWA’s 
Freight BCA Study.
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Patterns of Freight and Goods Movement

Freight-Related Businesses Sectors, by 
NAICS Code

20

NAICS 
Code

Traditional Freight‐related Business Sectors Number of 
Establishments

11 Agriculture, Forestry, Fishing & Hunting 5

21 Mining, Quarrying, Oil & Gas Extraction 17

31‐33 Manufacturing 555

42 Wholesale Trade 731

44‐45 Retail Trade 3,830

48‐49 Transportation & Warehousing 518

56 Waste &Waste Collection*  26

71‐72 Casinos & Casino Hotels* 142

*Sectors added due to regional relevanceSource: DETR
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Freight-
Related 
Businesses

21

Total Truck Trips by TAZ

22
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Daily Truck Trips, by Sector

23

Retail,  6,530 , 42.9%

Casinos,  2,312 , 15.2%

Transportation & 
Warehousing,  2,406 , 

15.8%

Wholesale Trade,  1,753 , 
11.5% Manufacturing,  2,078 , 

13.7%

Waste‐related,  92 , 0.6%
Mining, Quarrying, and 
Oil/Gas Extraction,  25 , 

0.2%

Agriculture, Forestry,  10 
, 0.1%

Casino-
Related 
Trips

24

Food 
Manufacturing, 

207.3, 9%

Wholesalers‐
Nondurable 
Goods, 715.3, 

31%
Transportation, 
995.0, 43%

Warehousing & 
Storage, 406.5, 

17%
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Manufacturing Related Truck Trips

25

Breakout Discussion Groups
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Breakout Discussion Groups

• Group A: Freight Operations
– Transit time and reliability concerns

– Chokepoints in the network

– Current work-arounds

• Group B: Development and Planning
– Coordination of landuse and infrastructure

– Future demand and development patterns

– Development needs and issues

27

Project Contacts

Beth J. Xie, Ph.D
RTC Manager Planning
Office: (702) 676‐1722
xieb@rtcsnv.com

Dan Andersen
CH2M HILL Project Manager
Office: (702) 953‐1246
Dan.Andersen@ch2m.com
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Technical Advisory Committee Meeting #2 

ATTENDEES: See end of Summary 

MEETING DATE: July 15, 2014 

MEETING TIME: 9:00 – 11:00 am 

VENUE: RTC Conference Room 108 

CONTRACT NUMBER: 14-069 

 

Presentation 
Dan Andersen and Susan Atherton presented information to the TAC on the topics listed below, and 
received input from the TAC. The presentation is attached to the end of this summary and the discussion is 
summarized below. 

 Supply Chains and Truck Trip Generators 

 Patterns and Challenges of Freight and Goods Movement 

 Goals, Strategies and Performance Measurements 

Summary of Discussion 
Goals 

Of the goals identified in MAP-21, listed below, Dan Andersen asked the participants which they felt were 
the priorities in the Las Vegas Valley—these are highlighted: 

 Safety 

 Infrastructure Condition 

 Congestion Reduction 

 System Reliability 

 Economic Vitality 

 Environmental Sustainability 

 Reduced Project Delivery Delays 

Dan asked if there are other goals we should add—none were proposed. 

Strategies 

Dan asked the participants for any strategies they might know of for achieving the above goals. The 
following were proposed and discussed: 

 Keep warehouse and distribution centers on the perimeter of the Valley 

 Promote alternative fuels, and provide accessibility to them, to reduce emissions  

 Design roadways better to accommodate trucks 



 Provide good truck access to facilities. An example was cited of a tractor-trailer blocking a major arterial 
in order to back into a business for a delivery. The driver managed it very well, but it would be better if 
access were better. 

 Hotel deliveries in the Resort Corridor is difficult. Some ideas include: 

o Dedicated delivery or waiting lanes 

o Dock appointments 

o Extended dock hours for receiving (this would require coordination and agreement by all 
warehouse managers in the Resort Corridor and the major distributors) 

 Dedicated truck lanes on the freeways 

Next Steps 
It was proposed that a sub-committee be formed to discuss the feasibility of extending dock hours, and 
another to discuss strategies related to the convention industry. 

Attendance 
Organization Name 

American Pavement Preservation Eric Reimschiissel 

CB Richard Ellis, Inc. JJ Peck 

CH2M HILL Dan Andersen 

CH2M HILL Susan Atherton 

City of Las Vegas Diane Phomninh 

Clark County Department of Aviation Tom Peterson 

Dielco Crane Service, Inc. David Dieleman 

Las Vegas Metro Chamber of Commerce Brian McAnallen 

NDOT Cleveland Dudley 

NDOT Bill Thompson 

Nevada Resort Association Virginia Valentine 

RC Willey Brad Miller 

Regional Transportation Commission Kelley Mulroy 

Regional Transportation Commission Rush Wickes 

Regional Transportation Commission Beth Xie 

Republic Services Jennifer Simich 

Southern Wine & Spirit Greg Kiempisty 

Teamsters Local 631 Randy Botzet 

Teamsters Local 631 Joeseph Sampson 

Wells Cargo Trent Scarlett 
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Las Vegas Goods Movement 
Technical Advisory Committee

July 15, 2014

Agenda

• Welcome and Introductions

• Project Overview

• Supply Chains and Truck Trip Generators

• Patterns and Challenges of Freight and Goods Movement

• Goals, Strategies and Performance Measurements

2
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Committee

7/15/2014
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Project Overview

Study Objectives and Desired Outcomes

• Assess the capabilities of our infrastructure and 
identify needs

• Envision and shape the future of the Las Vegas 
Valley 

• Develop near- and long-term strategies for 
improving the flow of goods

• Grow and strengthen the Logistics and 
Operations sector of our economy 

Las Vegas Regional Goods 
Movement Corridor Master Plan
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Schedule
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Revised: 2/24/2014

11 12 1 2 3 4 5 6 7 8 9 10 11 12 1 2 3 4 5 6

1. Project Management

2. Outreach

TAC/PMT Meetings

1. ‐ Economic Context

‐ Freight Patterns

‐ ID Issues

2.  ‐ Final Freight Patterns TM
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SCHEDULE FOR REGIONAL GOODS MOVEMENT CORRIDOR MASTER PLAN
2013 2014 2015

Task
TAC Meetings

• April 2014
– Economic importance of freight and logistics
– Current freight patterns
– Identify existing/future conditions and problems

• July 2014
– Evaluate existing/future conditions and problems
– Identify strategies for improving goods movement

• October 2014
– Evaluate and develop near- and long-term 

strategies for improving the flow of goods
– Identify performance measures for evaluating the 

effectiveness of strategies
• January 2015

– Review and revise draft recommendations
• April 2015 – No meeting

– Post for review the draft Las Vegas Regional 
Goods Movement Corridor Master Plan

April 15 TAC Meeting Topics

• Study overview and role of TAC
• Related studies: 

– RTC Transportation Investment Business Plan
– NDOT I-515 (Spaghetti Bowl to Charleston)
– NDOT I-11 Study (including Boulder City Bypass)
– NDOT Project NEON

• Freight’s Contribution to the Regional Economy 
• Patterns of Freight and Goods Movement within the Region
• Discussion:

– Regulatory/Policy issues
– Current and future developments
– Transportation chokepoints

6
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Supply Chains and Truck Trip Generators
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Economic Impact of 
Convention Industry

• 7 Million People Annually

• 17% of Total of 42 Million Visitors

11 Source: http://www.vegasmeansbusiness.com/
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13

Waste & 
Recyclables 
Major Truck 
Trip Generators
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Manufacturing 
Truck Trips

16
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Wholesale Truck 
Trips

17

Warehouse & 
Distribution 
Center Truck Trips

18
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Retail Truck Trips

19

Hotel-Casino 
Truck Trips

20
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Patterns and Challenges of 
Freight and Goods Movement

Total Truck Trips

22
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Truck Counts

23

Morning and Afternoon Congestion

24
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Crashes Involving 
Trucks

25

26

Freight 
Bottlenecks, 
as Identified 
by 
Stakeholders
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Goals, Strategies and 
Performance Measurements

Goals, Strategies and Performance 
Measurements

• Moving Ahead for Progress in the 21st Century Act (MAP-21) directs a 
performance based approach toward transportation infrastructure 
investment. The legislation puts forward the need for freight specific:
– Goals and objectives

– Improvement strategies aligned to goals     

– Performance measures to track progress

– Performance based planning to direct project prioritization, selection and funding 
long term

28
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National Goals

• Safety - To achieve a significant reduction in traffic fatalities and serious injuries on all 
public roads.

• Infrastructure Condition - To maintain the highway infrastructure asset system in a 
state of good repair

• Congestion Reduction - To achieve a significant reduction in congestion on the 
National Highway System

• System Reliability - To improve the efficiency of the surface transportation system
• Economic Vitality - Support regional economic development.
• Environmental Sustainability - To enhance the performance of the transportation 

system while protecting and enhancing the natural environment.
• Reduced Project Delivery Delays - To reduce project costs, promote jobs and the 

economy, and expedite the movement of people and goods by accelerating project 
completion through eliminating delays in the project development and delivery process, 
including reducing regulatory burdens and improving agencies' work practices

29

Categories for Strategy Development

• System Capacity

• System Operations 

• Safety/Security

• Connectivity

• Land Use

• Regulatory/Policy

• Energy/Environment

• Education/Public Awareness

• Public/Private Sector Coordination
30
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Freight Performance Measures for 
Interstates

• AASHTO recently developed and recommended that the USDOT adopt 
two truck freight performance measures for the interstates
– Annual Hours of Truck Delay (AHTD): Travel time above the congestion threshold 

in units of vehicle-hours for trucks on the Interstate Highway System.

– Truck Reliability Index: The Reliability Index is defined as the ratio of the total truck 
travel time needed to ensure on-time arrival to the agency-determined threshold 
travel time.

31

Examples of What Some Other States 
are Measuring

32

Florida

Truck miles traveled

Average truck travel speed

Hours of truck delay

Iowa

Highway crash rates per million vehicle miles for large trucks

Total crashes at railroad‐highway crossings

Percentage of rail track miles able to operate at 40mph or above

Washington Frequency of truck speed falling below 60% of posted speed limit

Minnesota

Percent of miles below 45 mph during AM/PM peak

Truck daily delay

Cost of truck delay

Travel time reliability index

Oregon

Distance from center of metro area to the closest international container port

Number of freight facilities per 10,000 population

Truck travel time index
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What are your ideas for strategy 
development?

Categories
• System Capacity

• System Operations 

• Safety/Security

• Connectivity
• Land Use
• Regulatory
• Energy/Environment
• Education/Public 

Awareness
• Public/Private Sector 

Coordination

33

Goals

• Safety

• Infrastructure Condition

• Congestion Reduction

• System Reliability

• Economic Vitality

• Environmental 
Sustainability

• Reduced Project 
Delivery Delays

Supply Chain/Industry
• Convention
• Hotel-Casino
• Warehouse
• Food/Beverage
• Retail
• Waste
• Manufacturing/Industrial
• Wholesale
• Construction
• Petroleum
• Overdimensional

Project Contacts

Beth J. Xie, Ph.D
RTC Manager Planning
Office: (702) 676‐1722
xieb@rtcsnv.com

Dan Andersen
CH2M HILL Project Manager
Office: (702) 953‐1246
Dan.Andersen@ch2m.com





M E E T I N G  S U M M A R Y    
 

Technical Advisory Committee Meeting: 
Land Use and Economic Development Subcommittee 

MEETING DATE: October 8, 2014 

MEETING TIME: 8:30 – 9:30 am 

VENUE: RTC Conference Room 296 

CONTRACT NUMBER: 14-069 

 

Presentation 
In preparation for the October 28 Scenario Planning and Freight Strategies Workshop, Dan Andersen and 
Bardia Nezhati presented information to the Land Use and Economic Development Subcommittee to 
brainstorm possible land use related freight strategies that could positively impact economic development, 
including: 

 Grouping warehouse and distribution facilities in a few locations around the Valley 

 Developing a shared and permanent marshalling facility for convention service providers 

 Developing a “freight village” with a consolidated intermodal facility (truck, rail, air), warehousing, 
and other related amenities 

The goal of the meeting is to agree on which strategies might be feasible and worthy of additional study, and 
to identify the immediate next steps for each. 
 

Summary of Discussion 
Strategy #1: Consolidate warehouse and distribution facilities in strategic locations around the Valley 

Bardia asked the participants if this strategy was worthy of further study and consideration.  If so, he asked 
what are the key criteria for facility siting (location and transportation infrastructure), what are good 
candidate locations, and what are potential next steps.  The discussion included: 

 Each city is currently developing warehouse and distribution facilities as suits their needs best.  Should 
there be a coordinated effort? Should we move the trucks to where the warehouse facilities are?  Or 
consolidate warehouse facilities near major transportation facilities?  

 Need to take a separate approach to local distribution vs. regional distribution.   

o Local distribution is already consolidated near I-15/I-215 to serve the convention and special 
events in the core area of Las Vegas.  This is expensive land, but makes the most sense to 
serve the Strip/convention area. 

 Local distribution serves our tourism industry.  We need to focus on this first 
because it serves our economy. 

 I-15 is right-of-way constrained.  Project NEON will improve access, but additional 
freight-related access need exist. 

o Need to understand pricing for regional warehouse and distribution facilities.  Those are 
mostly price driven.  We’re already seeing lower prices in St. George, UT and Kingman, AZ. 



 Study further?  No to facility consolidation; explore separate strategy regarding streamlined 
permitting process.  

o Need to maintain zoning for freight in locations where freight activities are located, rather 
than pushing out the zoning further and further away. Maintain buffer of industrial-
compatible land uses, so there are no concerns of encroachment on residential 
neighborhoods. 

o Would like more consistent permitting rules and regulations across jurisdictions regarding 
facility location siting to better attract new business.  

Strategy #2: Develop a “freight village” with a consolidated intermodal facility (truck, rail, air), 
warehousing, and other related amenities 

Dan asked the participants if this strategy was worthy of further study and consideration.  If so, he asked 
what are the key criteria for facility siting (location and transportation infrastructure), what are good 
candidate locations, and what are potential next steps.  The discussion included: 

 Las Vegas is not an easy place to develop freight facilities.  Much easier, more efficient, and greater 
demand in other locations (California, Texas, Georgia, etc.). 

 One of the reasons that Reno has been successful because the county is considered is “rural” which 
allows more efficient permitting.  

o Additionally, we don’t have north-south and east-west rail connections. 

o Permitting fees are used as revenue by the jurisdiction.  These costs are increasing 
substantially and could detract conventioneers from coming here. 

 The area where Ivanpah is located is partially owned by the county and partially by BLM.  BLM is trying 
to make that entire area an “area of critical concern” and ground zero for desert tortoise habitat.  
Therefore, this might not be a good candidate for a freight village. 

 What about the Apex area?  This is further from an aviation connection.  Would need to fly into 
McCarran or Ivanpah and truck up.  

 What about near the Boulder City Bypass?  This was a previous recommendation in the region.   

 The only location that makes sense is somewhere on the south end of the Valley.  55 percent of freight 
comes from the Inland Empire.  Existing infrastructure for warehousing and marshalling is located near 
McCarran. 

 There used to be a lot of restricted air space near the airport (CMA); this area has been recently 
significantly reduced.   

o The CMA includes noise and height restrictions.   Not major concerns for industrial 
development.  Much land in this area is owned by BLM.  The other land is owned by 
Henderson and they may be more amenable to this type of development. This could be an 
opportunity for development of a freight village. 

 Study further?  Yes.  

o Airport would be open to Ivanpah. Intermodal options could be available at other locations. 

 

 

Strategy #3: Develop a shared and permanent marshalling facility for convention/event service providers 



LAND USE AND ECONOMIC DEVELOPMENT SUBCOMMITTEE 

Dan asked the participants if this strategy was worthy of further study and consideration.  If so, he asked 
what are the key criteria for facility siting (location and transportation infrastructure), what are good 
candidate locations, and what are potential next steps.  The discussion included: 

 There are several trips involved with marshalling facilities: over the road trips from out of town; trips to 
the marshaling yard to check in, and then trips to and from the convention facilities for set-up/tear-
down.   

o Major facilities are Mandalay Bay and Las Vegas Convention Center. 

o Ideal location would be just north of Tropicana Avenue. There’s vacant land at the 
northwest corner of Tropicana Avenue/Paradise.  The whole corner has potential land 
available.   

 Small lots near convention facilities actually make sense to be able to serve these facilities better, 
allowing a reduction in time on the local roadway system.  Need to be sited adequately in terms of 
efficient access to the loading zones of convention facilities. 

o Smaller yards on both sides of I-15 is preferred.  Takes the trucks a long time to cross I-15 on 
Tropicana or Desert Inn. 

 Study further?  Yes.  

o Supportive of the strategy, but few larger plots available.  Potentially explore via a limited 
number of strategically placed smaller lots. 

o Who needs to be involved in this discussion?  

 Freeman, GES, Shepherd  

 County and city planning/zoning departments, economic development department 

Other Strategies/Thoughts? 

 Available land will likely require subsidies.  Freight marshalling yards will not be the highest or best 
use for some of these land options. 

 Streamlining planning/zoning process across jurisdictions for facility location siting to better attract 
new businesses.  

 

Next Steps 
These strategies will be integrated into a wider range of freight strategies to present and analyze at the 
October 28, 2014 TAC meeting.  
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Land Use and 
Economic Development Subcommittee

October 8, 2014

Agenda

• Welcome and introductions

• Project overview

• Issues and strategies discussion
– Strategy 1: Consolidate warehouse & distribution facilities in strategic 

locations around the Valley

– Strategy 2: Develop a “freight village” with a consolidated intermodal facility 
(truck, rail, air), warehousing, and other related amenities

– Strategy 3: Develop a shared and permanent marshalling facility for 
convention/event service providers

– Other strategies??

• Next Steps

2
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Project Overview

Study Objectives and Desired Outcomes

• Assess the capabilities of our infrastructure and 
identify needs

• Envision and shape the future of the Las Vegas 
Valley 

• Develop near- and long-term strategies for 
improving the flow of goods

• Grow and strengthen the Logistics and 
Operations sector of our economy 

Las Vegas Regional Goods 
Movement Corridor Master Plan
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Schedule
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Revised: 2/24/2014
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1. Project Management

2. Outreach
TAC/PMT Meetings

1. ‐ Economic Context
‐ Freight Patterns
‐ ID Issues
2.  ‐ Final Freight Patterns TM
‐ Draft Regional Context TM
‐ ID Issues and Strategies
3. ‐ Draft Strategies TM
‐ Sketch Implementation Plan
4. Draft Implementation Plan TM
5. Review Draft Plan (PMT only)
Interviews

3. Literature Review
4. Regional Context
5. Freight Patterns
6. Issues and Strategies 
7. Implementation Plan
8. Draft and Final Master Plan

Draft Report
Final Report

Legend: Meeting Draft Deliverable Final Deliverable

SCHEDULE FOR REGIONAL GOODS MOVEMENT CORRIDOR MASTER PLAN
2013 2014 2015

Task
TAC Meetings

• April 2014
– Economic importance of freight and logistics
– Current freight patterns
– Identify existing/future conditions and problems

• July 2014
– Evaluate existing/future conditions and problems
– Identify strategies for improving goods movement

• October 2014
– Evaluate and develop near- and long-term 

strategies for improving the flow of goods
– Identify performance measures for evaluating the 

effectiveness of strategies
• January 2015

– Review and revise draft recommendations
• April 2015 – No meeting

– Post for review the draft Las Vegas Regional 
Goods Movement Corridor Master Plan

STRATEGY 1:
Consolidate warehouse & distribution 

facilities in strategic locations around the 
Valley
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Average 
Daily 
Truck 
Volumes

7

• Majority of imports 
come up I‐15 from 
Southern California.

• In the future, more could 
come via I‐11 from 
Arizona & Mexico

Warehouse 
Facilities

8

• Total Square Footage of 
Existing and Planned 
Warehousing Facilities
(by Zip Code)
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Warehouse 
Truck Trips

9

• Heavy concentration of 
truck trips
 I‐15 corridor 
 N. Las Vegas

Discussion

• Strategy of consolidating warehouse & distribution facilities in 
fewer/strategic locations around the Valley worthy of further study and 
consideration?

• What are the key criteria for facility siting – location & transportation 
infrastructure?

• Where are some good candidate locations?

• What are some next steps?

10

Photo source: CBRE
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STRATEGY 2:
Develop a “freight village” with a consolidated 

intermodal facility (truck, rail, air), warehousing, 
and other related amenities

• Cluster of freight-related 
business

• In a secure perimeter

• Single management

• Master planned

• Near cities

• High quality settings

• Support services

What is a Freight Village?

Photo source: Context Sensitive Design
FHWA Talking Freight Series, May 18, 2005
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• Intermodal operations

• Integrated distribution

• Smart warehousing

• Logistics

• Showrooms

• Customs

• Support services

Comprehensive Services and Functional 
Characteristics

Photo source: Context Sensitive Design
FHWA Talking Freight Series, May 18, 2005

Example: 
Charlotte-Douglas International Airport

14

• Opened in 2014 - container 
volumes are now double the 
previous volumes and are 
projected to triple over the next 
decade

• Elevated Charlotte region to 
become a global and national 
freight hub

• Integrated air, rail, and road infrastructure 

• Seamless transfers between modes

• Consolidated ancillary services
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Need: Current and Projected Tons of 
Freight by Mode

Mode 2012 2035 % change
All Modes 72,837,000 89,193,000 22%
Trucks 65,622,000 76,390,000 16%
Rail 2,230,000 6,035,000 171%
Air, including Truck/Air 26,000 191,000 635%
Multiple Modes and Mail 1,848,000 1,948,000 5%
Pipelines 2,992,000 3,595,000 20%
Other and Unknown 120,000 1,033,000 761%

15

Need: Attract Industry Similar to 
Tesla Battery Gigafactory

16

Photo source: LasVegasSun.com
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Discussion

• Is the strategy of developing a 
freight village worthy of further 
study and consideration?

• What are the key criteria for 
siting it – location & 
transportation infrastructure?

• Where are some good candidate 
locations?

• What are some next steps?

17

Photo source: Context Sensitive Design
FHWA Talking Freight Series, May 18, 2005

STRATEGY 3:
Develop a shared and permanent marshalling 
facility for convention/event service providers
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Marshalling 
Yards

19

• Las Vegas’ convention industry 
– Supports 61,200 local jobs 
– $2.3 billion in salaries 
– $7.4 billion in local economic impact
– Hosted 22,027 meetings, conventions 

and trade shows

• A large trade show can generate 
– 1,200 truck trips 
– Multiple trips between the marshalling 

yard and convention center

Global Business District (Las Vegas 
Convention Center expansion/renovation)

• Expand from 3.2 million square feet to nearly 5.7 million square feet

• $2.3 billion project 
– Projected to bring 6,000 construction jobs

– Generate $3.6 billion in economic activity from construction

• Sustain up to 6,000 permanent jobs 
– Generate an estimated incremental economic impact of nearly $700 million 

20

Photo source: LVCVA.com



10/8/2014

11

Discussion 

• Is the strategy of developing a 
shared and permanent 
marshalling facility worthy of 
further study and consideration?

• Who are the primary players that 
should be involved?

• Where are some good candidate 
locations?

21

Are there other strategies we should 
consider?

Photo source: LVCVA.com

Next Steps

• October 28: Scenario Planning and Freight Strategies Workshop
– 8:30 a.m. to 1:00 p.m., RTC Room 296

– Present preliminary freight performance metrics

– Identify the implications of a series of potential future economic scenarios

– Refine and prioritize a list of freight-related improvements that can respond to 
varying economic outcomes, allowing Las Vegas to be better positioned to 
respond to national and global shifts in goods movement

• January 2015
– Review and revise draft recommendations

• April 2015 – No meeting
– Post for review the draft Las Vegas Regional Goods Movement Corridor 

Master Plan
22
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Project Contacts

Beth J. Xie, Ph.D
RTC Manager Planning
Office: (702) 676‐1722
xieb@rtcsnv.com

Dan Andersen
CH2M HILL Project Manager
Office: (702) 953‐1246
Dan.Andersen@ch2m.com
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Technical Advisory Committee Meeting #3 

ATTENDEES: See end of Summary 

MEETING DATE: October 28, 2014 

MEETING TIME: 9:00 –1:00 pm 

VENUE: RTC Conference Rooms 296, 268, and 298 

CONTRACT NUMBER: 14-069 

 

Presentation 
Beth Xie, RTC Planning Manager, welcomed the participants, thanked everyone for attending, and asked 
everyone to introduce themselves. Dan Andersen, CH2M HILL, and Jaclyn Kuechenmeister, CH2M HILL, 
presented an overview presentation to the Scenario Planning and Freight Strategies Workshop.  

The purpose of this workshop was to immerse each group in three differing future scenarios to prioritize 
freight strategies that can be implemented today to prepare for this scenario in the future.  The intent is not 
to predict future events, but rather prepare for potential effects.  By reviewing a range of divergent futures, 
the group can come to a set of solutions that are shared among the three futures, allowing the region to 
prepare for any number of actual future outcomes.  The scenarios included: 

 Global Marketplace: This is a mercurial and hyper-competitive world. Trade takes place openly and 
vigorously among virtually all nations. Market-based approaches are used to face most 
contemporary challenges. 

 NAFTATISQUE!: World trade shifts away from a single global market as a small number of large 
regional trading blocs emerge. China, Europe, and South America form their own economic clusters. 
The United States joins with Mexico and Canada to make North America a self-sufficient economic 
community. 

 Millions of Markets: Through advanced technological breakthroughs, the United States becomes 
highly self-reliant in terms of energy, agriculture, manufacturing, and other needs. There is 
increased migration towards smaller urban areas that are supported by nearby regional innovation 
hubs that can manufacture highly customized goods. 

Through the presentation, the TAC received a summary of the future scenarios to be immersed within, as 
well as a handout package with relevant materials.  Part of these materials included preliminarily developed 
future strategies.  The strategies were based on individual and group discussions with the TAC to date, as 
well as through data collected and reviewed. In each break-out group, TAC members were asked to vote on 
9 strategies (those with the greatest regional impact) and develop new strategies, as applicable, that 
prepare the region for their future.  

Dan, Jackie, Bardia Nezhati and Linda Cyra-Korsgaard facilitated the break-out groups. 

All meeting materials are attached to the end of this summary.  
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Break-out Group Summaries 
The following tables summarize the strategies reviewed, new strategies suggested by each group, the results 

of the individual voting (yes, veto), and any relevant discussion notes. 

Global Marketplace 

No. Strategy Yes Veto Notes 

A. 1 Investigate the practicality of implementing a dedicated truck 
lane along I-15 in the Resort Corridor, including the use of 
active traffic management mechanisms. 

13 0 
 Flexibility of managed lanes vs 

dedicated truck lanes 

A.2 Assess the opportunity of constructing an alternate north-
south freeway corridor (e.g., Interstate 11) to reduce traffic 
through the congested core and improve access to the 
Arizona Sun Corridor and Mexico. 

14 0 

 

C.6/7 Define a network of arterial roadways in the Las Vegas area 
that serve as secondary truck routes to the freeway network 
for freight transportation.  Conduct an assessment of defined 
arterial truck routes to ensure they meet minimum safety, 
operational, capacity, geometric, and weight requirements to 
support freight movement needs. 

9 0 

 

C.8 Determine the viability of developing dynamic truck lanes 
and/or other active traffic management mechanisms on local 
roadways within the Resort Corridor that serve major freight 
traffic (Koval Lane, Frank Sinatra Drive). These lanes could be 
activated during peak events or times to serve resort and 
convention deliveries. 

14 0 

This was felt as a high priority strategy: 

 This strategy works with E14/E15 

 Utilizes the existing infrastructure 
effectively 

 Improves time planning for freighters 

 Attracts business due to cost effective 
movement 

C.9 Develop a regional plan for and preserve oversized vehicle 
corridors, defining roadway design standards to 
accommodate necessary height and width requirements. 

3 0 
 

D.13 Study the feasibility of relocating the mainline track around 
the Las Vegas Valley, in conjunction with the possible 
development of a freight village and the I-11 corridor, to 
improve rail operations and expand the rail network. 

13 0 

 Not a game changer 

 Move existing vs add new rail corridor 

E.14 Conduct a feasibility and location study to explore developing 
an intermodal freight village to serve the Las Vegas area; 
assess viable site locations. 

19 0 

 Value to all scenarios’ 

 Location dependent 

 Multiple freight villages  

 Suggest combining with E-15 for the 
following reasons: 
o Facilitates movements of goods 
o Determines roadway truck routes 
o Could include multiple villages 

and marshalling areas (north and 
south) 

o Creates economic development 
through known routes and 
facilities 

o Facilitates 24 hours of efficient 
time/staff management 

E.15 Conduct a feasibility and location study to evaluate the need 
for a shared and permanent marshalling facility for 
convention/event service providers. 

11 0 
 Specific to private developers 

 Industry specific  not applicable to all 
freight 

F.16 Commission a task force to compare the differences in site 
development and permitting processes, schedules, and fees 
for regional municipalities.  Recommend consistent measures 
to enable more efficient processing. 1 11 

 Streamline process 

 Should result in less cost 

 The group felt that some regulation 
was warranted such as for dynamic 
lane use but felt there are too many 
permits by too many jurisdictions 
already involved and they were 
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Global Marketplace 

No. Strategy Yes Veto Notes 

causing time delays and hindering 
innovation and efficient transport of 
goods. They would support efforts to 
streamline the permitting process 
between all jurisdictions in the Valley. 

NEW Implement a vehicle miles traveled (VMT) tax. 0 3  

NEW Introduce redundant routes into the system. 3 2  

 

NAFTASTIQUE! 

No. Strategy Yes Veto Notes 

A. 1 Investigate the practicality of implementing a dedicated truck 
lane along I-15 in the Resort Corridor, including the use of 
active traffic management mechanisms. 

1 3 

 This does not provide proportionate 
benefit to the high cost associated 
with it.  A.2 does this much better and 
could be even better with 
implementation of regional mass 
transit. 

A.2 Assess the opportunity of constructing an alternate north-
south freeway corridor (e.g., Interstate 11) to reduce traffic 
through the congested core and improve access to the 
Arizona Sun Corridor and Mexico. 

13 0 

 Provides highest benefit for cost. 

 Moves through traffic through the 
region and outside the core, allowing 
trucks to maintain speed and improve 
gas mileage. 

 Completes the regional freeway loop. 

 Provides opportunities for value-
added freight development and 
services. 

C.6/7 Define a network of arterial roadways in the Las Vegas area 
that serve as secondary truck routes to the freeway network 
for freight transportation.  Conduct an assessment of defined 
arterial truck routes to ensure they meet minimum safety, 
operational, capacity, geometric, and weight requirements to 
support freight movement needs. 

5 0 

 This is seen as a no-brainer solution to 
“get our house in order.”   

 This could be combined with C.9 – 
regional truck routes should be able to 
accommodate oversized vehicles.  

 This should include development of 
roadway standards that include less 
curb cuts, better access management, 
and appropriate height/widths. 

C.8 Determine the viability of developing dynamic truck lanes 
and/or other active traffic management mechanisms on local 
roadways within the Resort Corridor that serve major freight 
traffic (Koval Lane, Frank Sinatra Drive). These lanes could be 
activated during peak events or times to serve resort and 
convention deliveries. 

6 3 

 Introduces flexibility into the system. 

 Post-voting discussion resulted in this 
being titled a “no-brainer solution” 
because it solves current problems and 
can evolve in the future, as needed. 

C.9 Develop a regional plan for and preserve oversized vehicle 
corridors, defining roadway design standards to 
accommodate necessary height and width requirements. 18 0 

 Trucks can only move where they can 
fit.  Local truck movement is just as 
important as regional truck 
movement. 

 Combine with C.6/7 

D.13 Study the feasibility of relocating the mainline track around 
the Las Vegas Valley, in conjunction with the possible 
development of a freight village and the I-11 corridor, to 
improve rail operations and expand the rail network. 

9 0 

 Supports north-south freight 
movement. 

 Post-voting discussion resulted in this 
referring more broadly to 
incorporating a freight rail corridor 
into an eastern highway bypass.  This 
does not necessarily require relocation 
of the existing mainline track. 
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NAFTASTIQUE! 

No. Strategy Yes Veto Notes 

E.14 Conduct a feasibility and location study to explore developing 
an intermodal freight village to serve the Las Vegas area; 
assess viable site locations. 

1 6 

 This is not seem as feasible in the 
metropolitan core, but could be 
reasonable on the edge (e.g., Ivanpah 
Airport, Apex area). 

 Freight villages could provide 
additional opportunities for value-
added services (manufacturing). 

E.15 Conduct a feasibility and location study to evaluate the need 
for a shared and permanent marshalling facility for 
convention/event service providers. 

16 0 

 Las Vegas’ tourism/entertainment 
industry is likely to remain a key 
economic sector.  Need to provide 
support to this industry. 

 Reduce the “cost of doing business” in 
Las Vegas; continue to attract events. 

F.16 Commission a task force to compare the differences in site 
development and permitting processes, schedules, and fees 
for regional municipalities.  Recommend consistent measures 
to enable more efficient processing. 5 8 

 This is an ongoing effort between 
municipal staff in the Valley and 
doesn’t require additional study.   

 Not seen as worth the effort to 
streamline, as the processes in Las 
Vegas are easier and cheaper than 
other competing locations. 

NEW Prioritize investments in local and regional public transit 
solutions to reduce vehicular traffic on area freeways and 
arterials, increasing capacity for freight. 

11 1 

 Increase capacities for freight. 

 Need to change the local perception 
of riding transit; make it so easy and 
convenient. 

NEW Find ways to accommodate new modes/technologies that may 
be implemented in the future (e.g., added right-of-way in new 
transportation corridors). 

3 0 
 Keep options open for technologies 

that can move freight differently or 
more efficiently. 

 

Millions of Markets 

No. Strategy Yes Veto Notes 

A. 1 Investigate the practicality of implementing a dedicated truck 
lane along I-15 in the Resort Corridor, including the use of 
active traffic management mechanisms. 

4 4 

 I-15 through the resort corridor is 
maxed out—not much else can be 
done. 

 Adding more traffic to this core 
corridor will aggravate air quality 
issues 

 Issues in the corridor will ultimately 
work themselves out, through 
currently programed projects and 
others that will be introduced as the 
need arises 

A.2 Assess the opportunity of constructing an alternate north-
south freeway corridor (e.g., Interstate 11) to reduce traffic 
through the congested core and improve access to the 
Arizona Sun Corridor and Mexico. 9 1 

 Help relieve congestion on other 
corridors, and move all traffic better 
throughout the system 

 Connect Vegas to other markets and 
cities 

 Veto: There are too many obstacles to 
implementation 

C.6/7 Define a network of arterial roadways in the Las Vegas area 
that serve as secondary truck routes to the freeway network 
for freight transportation.  Conduct an assessment of defined 
arterial truck routes to ensure they meet minimum safety, 
operational, capacity, geometric, and weight requirements to 
support freight movement needs. 

10 2 

 Improve movement to destinations 

 In this future, nodes and markets 
would be diffused and need better 
arterial network to connect them 

 Negative: ultimately, the 
improvements would attract a greater 
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Millions of Markets 

No. Strategy Yes Veto Notes 

number of passenger vehicles and 
defeat the purpose 

 We are freeway poor, and need to 
make up for it with an improved 
arterial network 

 As we convert more roadways to ped 
friendly complete streets, we need to 
preserve some corridors as truck 
friendly 

C.8 Determine the viability of developing dynamic truck lanes 
and/or other active traffic management mechanisms on local 
roadways within the Resort Corridor that serve major freight 
traffic (Koval Lane, Frank Sinatra Drive). These lanes could be 
activated during peak events or times to serve resort and 
convention deliveries. 

7 0 

 We can and should do more to 
improve the network adjacent to I-15 

 dedicating lanes for trucks would be 
difficult because employees use these 
same routes for commute, as do taxis 
and limos 

C.9 Develop a regional plan for and preserve oversized vehicle 
corridors, defining roadway design standards to 
accommodate necessary height and width requirements. 

9 0 
  

D.13 Study the feasibility of relocating the mainline track around 
the Las Vegas Valley, in conjunction with the possible 
development of a freight village and the I-11 corridor, to 
improve rail operations and expand the rail network. 

2 6 

 Would decentralize rail and general 
freight movements, and open up the 
central corridor for passenger rail or 
freight spurs 

 The benefits would not be worth the 
investment 

E.14 Conduct a feasibility and location study to explore developing 
an intermodal freight village to serve the Las Vegas area; 
assess viable site locations. 

21 0 

 In this scenario, large bulk items 
would come in to Vegas and be 
dispersed via other modes 

 Critical for economic development 

E.15 Conduct a feasibility and location study to evaluate the need 
for a shared and permanent marshalling facility for 
convention/event service providers. 

3 1 
 Marshalling yards already exist 

 Responsibility of convention/event 
service providers 

F.16 Commission a task force to compare the differences in site 
development and permitting processes, schedules, and fees 
for regional municipalities.  Recommend consistent measures 
to enable more efficient processing. 

11 0 

 Ease and flexibility of doing business is 
critical 

NEW Implement a strategy to promote and manage drone 
technology 

  
 

NEW Implement mass transit options to reduce congestion    

NEW Improve other routes in and out of the Valley (US 93 and 95)    

 

Cross-Scenario Discussion  
A representative from each break-out group provided a summary of their voting results and highlights of the 

most and least preferred strategies.  Following that, the group at-large participated in a cross-scenario 

discussion to further flush out scenarios and pros and cons of implementing.  To close out the meeting, each 

person was able to vote one last time, with the added benefit of strategy clarification through the 

discussion. Please note that several participants had to leave at lunch to attend other meetings, so the total 

votes will not add up to the individual break-out session votes, and each participant was only allowed five 

“invest” votes and one “veto”. 

No. Strategy Yes Veto Notes 

A. 1 Investigate the practicality of implementing a dedicated 
truck lane along I-15 in the Resort Corridor, including the 
use of active traffic management mechanisms. 

7 1 
 This should be reworded to focus on 

traffic management strategies; 
could be dedicated truck lanes, 
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No. Strategy Yes Veto Notes 

could be a form of managed lane or 
active traffic management. 

 Combine with C.6/7 and C.8 to form 
a regional truck corridor system. 

A.2 Assess the opportunity of constructing an alternate north-
south freeway corridor (e.g., Interstate 11) to reduce 
traffic through the congested core and improve access to 
the Arizona Sun Corridor and Mexico. 

19 1 

 Generally agreed to be a high 
priority. 

C.6/7 Define a network of arterial roadways in the Las Vegas 
area that serve as secondary truck routes to the freeway 
network for freight transportation.  Conduct an 
assessment of defined arterial truck routes to ensure they 
meet minimum safety, operational, capacity, geometric, 
and weight requirements to support freight movement 
needs. 

2 0 

 Combine with A.1 and C9 to form a 
regional truck corridor system. 

C.8 Determine the viability of developing dynamic truck lanes 
and/or other active traffic management mechanisms on 
local roadways within the Resort Corridor that serve 
major freight traffic (Koval Lane, Frank Sinatra Drive). 
These lanes could be activated during peak events or 
times to serve resort and convention deliveries. 

2 1 

  

C.9 Develop a regional plan for and preserve oversized vehicle 
corridors, defining roadway design standards to 
accommodate necessary height and width requirements. 

15 1 
 Combine with A.1 and C.6/7 to form 

a regional truck corridor system. 

D.13 Study the feasibility of relocating the mainline track 
around the Las Vegas Valley, in conjunction with the 
possible development of a freight village and the I-11 
corridor, to improve rail operations and expand the rail 
network. 

3 8 

 Not a game changer project.  This is 
industry-specific (UPRR) and not 
applicable to all freight. 

 

E.14 Conduct a feasibility and location study to explore 
developing an intermodal freight village to serve the Las 
Vegas area; assess viable site locations. 

25 0 
  

E.15 Conduct a feasibility and location study to evaluate the 
need for a shared and permanent marshalling facility for 
convention/event service providers. 

1 1 
  

F.16 Commission a task force to compare the differences in 
site development and permitting processes, schedules, 
and fees for regional municipalities.  Recommend 
consistent measures to enable more efficient processing. 

1 1 

 Streamline the process to result in 
less cost. 

 Make the process more transparent 
and similar across all jurisdictions. 

NEW Prioritize investments in local and regional public transit 
solutions to reduce vehicular traffic on area freeways and 
arterials, increasing capacity for freight. 

7 0 
 Implementation of mass transit can 

improve freight through a reduction 
in peak-hour congestion. 

NEW Implement a strategy to promote and manage drone 
technology 3 0 

 Southern Nevada already has a 
competitive advantage, and it’s 
likely a realistic possibility 

 

Next Steps 
The team will revise the strategies to be more aligned with the priorities heard at this meeting.  The 
strategies will be detailed out further and organized into an implementation program and documented in a 
final report.  These items will be presented to the TAC for review at the next meeting. 
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Attendance 
Company First Name Last Name 

American Pavement Preservation Eric Reimschiissel 

CB Richard Ellis, Inc. JJ Peck 

CH2M HILL Dan Andersen 

CH2M HILL Linda Cyra-Korsgaard 

CH2M HILL Jackie Kuechenmeister 

CH2M HILL Bardia Nezhati 

City of Henderson Jeff Leake 

City of Henderson Sean Robertson 

City of Las Vegas Diane Phomninh 

City of North Las Vegas Curt Kroeker 

City of North Las Vegas Terri Sheridan 

Clark County Herbert Arnold 

Clark County Kevin Gullette 

Clark County Comprehensive Planning Jon Wardlaw 

Clark County Department of Air Quality Rodney Langston 

Clark County Department of Aviation Tom Peterson 

Clark County Department of Aviation Mark Silverstein 

DeLong Heavy Haul Paul DeLong 

Dielco Crane Service, Inc. David Dieleman 

FAST - RTC Brian Hoeft 

FHWA - Nevada Division Christina Leach 

Las Vegas Convention & Visitors Authority Hugh Sinnock 

NAIOP Sallie Doebler 

NDOT Cleveland Dudley 

NDOT Bill Thompson 

Nellis Air Force Base  Victor Rodriquez 

ProLogis Jeff Foster 

Regional Transportation Commission Martyn James 

Regional Transportation Commission Rush Wickes 

Regional Transportation Commission Beth Xie 

Southern Wine & Spirit John Sawyer 

Wells Cargo Mike Arriola 
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Technical Advisory Committee #3

October 28, 2014

Scenario Planning and Freight 
Strategies Workshop

Agenda

• Welcome and introductions

• Introduction to scenario planning

• Current system performance in the Las Vegas Valley

• Future Freight Flow Scenarios

• Breakout group discussions

• Lunch and Report Out (each group)

• Cross-Scenario Discussion of Strategies

• Next Steps



2

Introduction to
Scenario Planning

Freight 
transportation 
planning is 
hard and can 
take decades to 
implement…
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Link Scenario_Planning.mp4

future 
to

for potential

Scenario planning allows us to shift from…
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Current System Performance 
in the Las Vegas Valley

28 million tons imported 
8 million tons exported

72% by Truck

16% by Pipelines

10% by Rail

2% by Air (5% of value)
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Future Freight Flow 
Scenarios
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[play the “Free_Your_Mind.mp4” 
video]  Link VTS_05_JM.mp4

Just as a lot has happened over 
the last 30 years, a lot can 

happen in the next 30!
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Global 
Marketplace

Naftatisque!
Millions of 

Markets

Discussion and 
Rationale

Discussion and 
Rationale

Scenario 
Immersion

Evaluation 
Mechanism 

Convergence & 
Reconciliation

Strategies 
& Actions

Strategies 
& Actions

Strategies
& Actions

Discussion and 
Rationale

Debrief:

Process Overview (ALL)

• No Brainers
• No Gainers

• No Regrets
• Contingencies

So, how do we do this?

Link FFF_MIT_Intros_JM.mp4
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Tasks to Complete in Breakouts

• Scenario Immersion (Living in a KNOWN Future)

– Review scenario information

– Discuss global, national, and regional impacts

• Key Strategic Question (Now for KNOWN Future)

– What infrastructure strategies should we invest in?

» Handout with full list of potential strategies (10) and related actions (23)

» Voting form with shortened list of key strategies that might be impacted by different 

scenarios (5 strategies, 9 actions)

» Opportunity to add in new strategies and actions

Potential Infrastructure Strategies

• Manage congestion and reduce truck traffic on I-15
– Dedicated truck lane along I-15
– Alternate north-south freeway 

• Facilitate efficient freight movement on a regionally-
defined arterial truck route system

• Improve and/or expand rail facilities, as needed, to 
meet future increases in rail freight

• Develop world-class freight facilities to attract target 
industries, improve intermodal efficiencies, and reduce 
local freight transportation trips

• Streamline site development and permitting 
requirements among local jurisdictions



11

Potential Infrastructure Strategies

• Manage congestion and reduce truck traffic on I-15

• Facilitate efficient freight movement on a 
regionally-defined arterial truck route system
– Arterial truck route system and assessment
– Dynamic truck lanes/active traffic management
– Regional plan for oversized vehicles

• Improve and/or expand rail facilities, as needed, to 
meet future increases in rail freight

• Develop world-class freight facilities to attract target 
industries, improve intermodal efficiencies, and reduce 
local freight transportation trips

• Streamline site development and permitting 
requirements among local jurisdictions

Potential Infrastructure Strategies

• Manage congestion and reduce truck traffic on I-15

• Facilitate efficient freight movement on a regionally-
defined arterial truck route system

• Improve and/or expand rail facilities, as needed, to 
meet future increases in rail freight
– UPRR mainline relocation

• Develop world-class freight facilities to attract target 
industries, improve intermodal efficiencies, and reduce 
local freight transportation trips

• Streamline site development and permitting 
requirements among local jurisdictions
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Potential Infrastructure Strategies

• Manage congestion and reduce truck traffic on I-15

• Facilitate efficient freight movement on a regionally-
defined arterial truck route system

• Improve and/or expand rail facilities, as needed, to 
meet future increases in rail freight

• Develop world-class freight facilities to attract 
target industries, improve intermodal efficiencies, 
and reduce local freight transportation trips
– Intermodal freight village
– Shared/permanent marshalling facility

• Streamline site development and permitting 
requirements among local jurisdictions

Potential Infrastructure Strategies

• Manage congestion and reduce truck traffic on I-15

• Facilitate efficient freight movement on a regionally-
defined arterial truck route system

• Improve and/or expand rail facilities, as needed, to 
meet future increases in rail freight

• Develop world-class freight facilities to attract target 
industries, improve intermodal efficiencies, and 
reduce local freight transportation trips

• Streamline site development and permitting 
requirements among local jurisdictions
– Consistent process, timeline, forms, fees, etc.
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What Infrastructure Strategies 
Should We Invest In?

• Individual Component Voting 
– 13 chips per person

• 10 Invest Chips (White)

• 3 Veto Chips (Red) 

– More invest points = more important in scenario

– You must use all 10 of your invest chips 

– You must use at least 1 veto chip but no more than 3

– You cannot have both Invest and Veto chips on same action

– You may place invest chips on non-listed strategies (write in)

• Team Segment Voting 
– After discussion, you may change your own votes
– Teams can have both Invest and Veto chips on same bundle

Let’s Go!

• How to engage in workshop?
– Live in the scenario: don’t debate it’s probability!

– Suspend your disbeliefs: remember your 1980’s wardrobe

– No criticism, ridicule of any opinions

– Have fun!

– Most valuable input is your insights

• Scenario facilitators
Naftastique! – Jackie Kuechenmeister

Millions of Markets – Dan Andersen

Global Marketplace – Linda Cyra-Korsgaard
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Project Contacts

Beth J. Xie, Ph.D
RTC Manager Planning
Office: (702) 676-1722
xieb@rtcsnv.com

Dan Andersen
CH2M HILL Project Manager
Office: (702) 953-1246
Dan.Andersen@ch2m.com
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Scenario Planning Materials 
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We are living in an exceptionally fast-paced, highly 
connected, and volatile world. The speed of every 
facet of life has been increasing year over year 
for the last several decades. Time is viewed as the 
scarcest commodity for people and businesses alike. 
In order to keep up with all of this rapid change, 
companies are constantly on the lookout across the 
globe to find the best talent, spot the newest trend, 
and identify new markets to serve and vendors to 
source from.  

This, in turn, has led to a general consensus that the 
world is more connected than ever before. Imports 
and exports are both on the rise for most countries. In 
fact, global exports are three times higher than they 
were at the turn of the century; now representing over 
60% of the global GDP. While there are still sporadic 
outbreaks of localized conflicts, the last 30 years have 
been relatively peaceful. This is due, in no small part, 
to the level and breadth of global trade. 

Not only are physical products flowing freely 
between countries, so are ideas, money, and, most 
dramatically, people. Immigration has skyrocketed 
across the globe resulting in much greater exchange 
of cultures, languages, and customs. The percentage 
of US citizens fluent in two or more languages has 

tripled over the last 25 years. Large global or multi-
national firms have become the mixing pot for 
society at large. Two out of every three employees 
of Global Fortune 500 firms are working in a country 
that is not of their citizenship. 

The interconnectedness and speed of this global 
market is not without its negative effects, however. 
For example, the level of volatility in all aspects of 
business has increased dramatically. A labor strike 
in South Korea can have huge ripple effects in a 
manufacturing plant in Brazil. This “butterfly effect” 
is exceptionally hard to detect ahead of time – so 
the frequency and magnitude of these disruptions 
continue to increase. As a result, firms are taking 
extensive precautions and steps to keep the flow of 
goods both smooth and secure. 

There is also tremendous volatility in commodity 
prices. Trade barriers between countries are at an 
all time low which means that raw materials and 
commodities can be procured from all over the 
world. This increases the level of competition and 
reduces the ability of any local supplier to sustain a 
geographically based monopoly. In today’s world, 
price – rather than access – is the key criterion for 
choosing a commodity, a product, or a supplier. 

This is a mercurial and hyper-competitive world. Trade takes place 
openly and vigorously among virtually all nations. Market-based 

approaches are used to face most contemporary challenges.
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The collaboration between firms across national 
boundaries has further expanded the regional 
markets to the point that they have overlapped 
and blended into a single, global market. U.S. firms 
have established and maintain intense collaboration 
with companies across the world. Affordable and 
seamless supply chains are encouraging companies 
to invest in global manufacturing capabilities with 
most large firms using a mix of off-shore and near-
shore plants to remain low-cost and flexible. Vertically 
integrated firms are more the exception than the rule. 
The cost of moving goods anywhere in the world is 
very reasonable, primarily due to new and cheaper 
energy sources and technologies, and non-obtrusive 
environmental regulations. Energy costs, although 
relatively low, remain extremely volatile because 
of the continual natural and man-made supply 
disruptions of oil-based fuels. 

Because the world is a single market, countries 
succeed by exploiting their specific comparative 
advantage. Countries and regions tend to specialize 
in producing what they do best and rely on other 
countries – halfway across the world in some 
cases – for everything else they need. Traditional 
powerhouses such as Japan, Germany and the United 
States no longer control the capabilities and resources 
needed to manufacture highly specialized, high-value 
products. Although developing countries are not at 
par with the advanced nations yet, they have found 
niches and are investing heavily in developing their 
industrial competencies. 
 
Faced with so many options and alternatives, 
customers have become increasingly fickle in their 
tastes. Customers today expect to have an infinite SKU 
selection coupled with immediate delivery. This has 
had many consequences. For example, retail sales are 
predominantly conducted online, even for grocery 
and low-value consumer packaged good items. With 
web-based storefronts, retail firms can be (and are) 
located virtually anywhere in the world. The individual 

or “eaches” size of these web-based purchases has 
increased the level of local parcel delivery. With a 
significant proportion of the U.S. population living 
in large and dense cities, this individual delivery to 
residences is the cause of much of the congestion 
within urban areas. Last-minute postponement for 
final product customization is now common practice. 

Even with the dominance of the market and industry, 
governments still play an active and vital role. Many 
citizens believe that one of the government’s main 
jobs is to minimize those regulations that prohibit or 
hinder global commerce; to act as guard rails keeping 
firms on the right track rather than speed bumps 
slowing them down. This is reflected in the fact that 
the average number of regulations affecting a typical 
international business transaction has been cut in 
half over the last two decades. Intellectual property 
protection and enforcement of the Rule of Law are 
also on the rise globally. 

This positive view is not universal, however. It is said 
by cynics that, in this brave new world, “the only 
regulation is that there are no regulations.” Sizable 
segments of the population believe that too much 
of government policy is overly corporate directed 
with little protection for the environment, safety, 
health, or the poor and disadvantaged citizens. Many 
people feel disenfranchised and the level of income 
inequality has been stubbornly high for decades. 

In this world, the private sector has taken the lead in 
addressing the pressing issues of the day. Any attempt 
by governments to get involved in regulating business 
is seen as an unwelcome intrusion. Citizens generally 
trust markets as the most efficient way to operate 
a market and they are more than willing to allow 
them to ‘work their magic.’ So far, their patience and 
confidence in the market forces has paid off. A case 
in point is the now routine hassle-free immigration 
across most nations and the dramatic increase in 
global food production. n



3

|   
SN

A
PS

H
O

T 
O

F 
TH

E 
W

O
RL

D
 ::

 N
A

FT
Á

ST
IQ

U
E!

A scarcity of critical natural resources, coupled with 
continued growth of the world’s population has 
pushed the ability of most nations to provide for their 
citizens. Basic commodities have become scarce and 
prices have risen accordingly. Relationships among 
world powers are strained by prolonged and intense 
competition for raw materials and energy sources.  
While there is persistent, and sometimes intense, 
political tension between many countries, direct 
military actions have been minimal. Inward facing 
policies designed to protect dwindling resources 
have served to reduce and fragment global trade.  In 
response to this, a small number of very large regional 
trading blocs have emerged across the globe.  

The trading blocs have been defined not by physical 
walls outlining their territory, but by the simultaneous 
presence of trade barriers hindering commerce 
across the blocs —such as high tariffs on imports, 
complicated customs procedures— and elimination 
of barriers to commercial activity among countries 
within a bloc. Such policies have naturally incentivized 
businesses to seek partners within their own bloc 

to meet their resource needs as much as possible. 
It is faster, easier, and cheaper to obtain goods and 
personnel from within your own bloc. 

China, for example, has forged a particularly intense 
alliance with countries in Africa. Many African nations, 
rich in natural resources and desperate for investments 
and new technology, found a natural partner in the 
resource-starved and over-populated China. Intense 
trade of materials, technology and labor started 
taking place inside this Sino-African economic bloc, 
with the Yuan as the de facto currency.

Other regional blocs have emerged over the last 
thirty years. The European bloc, having survived 
the crisis of the “twenty-teens” has emerged 
stronger than ever.  It has developed strong trading 
partnerships with both Russia and the Middle East 
for their natural resources.  Powerhouse Brazil led 
the Mercosur bloc; Japan, Korea and Southeast 
Asian nations have similarly formed a Pacific bloc. 
Smaller countries were forced to ally themselves 
with existing blocs to keep their economies alive. 

World trade shifts away from a single global market as 
a small number of large regional trading blocs emerge.  

China, Europe, and South America form their own 
economic clusters. The United States joins with Mexico 

and Canada to make North America a self-sufficient 
economic community.
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However, a few larger nations like India, Venezuela 
and Australia decided to remain ‘unaligned’ to any 
particular bloc and trade with all clusters. 

The United States formed its own bloc along with 
Canada and Mexico, called the North American 
Economic Community (NAMEC). Complementing 
each other in natural resources, technological 
capabilities and workforce availability, NAMEC has 
emerged as a strong economic cluster. Commerce 
among NAMEC nations has increased tremendously. 
U.S. borders with Canada and Mexico are essentially 
seamless for freight and passenger movements. 
Widespread use of the vast domestic sources of natural 
gas and coal, and heavy investment in renewable 
sources, made the North American nations almost 
totally independent of foreign oil. While energy prices 
inside NAMEC tend to be higher than the historical 
averages, they are also significantly less volatile than 
in the past.

The United States undertook a re-domestication 
of manufacturing to NAMEC countries, with a clear 
emphasis on promoting processes that take advantage 
of local resources and talent.  Unemployment within 
all member nations has fallen as more manufacturing 
and other jobs are re-domesticated to North America.  
Advanced communication and manufacturing 
technologies enables more efficient production 
closer to the population centers.  

Migration among NAMEC nations has become fluid. 
Cross-NAMEC work visas are issued for millions of 
young workers from the United States, Canada, 
Mexico, and other Latin American member countries. 
Millions of aging Americans retire to Mexico and 
Canada. This influx of retirees has made some parts 
of the Mexican coastline the “New Florida,” creating 
new demand south of the border for higher value 
goods and services.  The mixing of the different 

member countries within NAMEC has led to a 
higher percentage of the United States population 
speaking more than one language.  While a majority 
of US citizens still only speaks English, a sizable (and 
growing) percentage is bilingual – primarily with 
Spanish as the second language.   

Environmental concerns are driven from the bottom-
up by activism of the consumers inside the blocs, 
and embodied into regulations that favor the energy 
sources used in that bloc. Previously disparate 
environmental regulations in Mexico, the United 
States and Canada have been standardized into a 
stricter corpus of rules. However, environmental 
regulations vary greatly across different blocs, as the 
member countries of each bloc enact the regulations 
that protect the environment while allowing the bloc 
to remain self-sufficient to meet its energy demands. 
Rising temperatures have increased the agricultural 
output of countries located in higher latitudes. In 
North America, Canada’s production of grains and 
other agricultural produce has increased dramatically. 
So far, however, the global increase in temperatures 
has had very limited impact on coastal cities and in 
the operation of maritime ports. 

Fixed currency exchange rates are established within 
the blocs, which in turn has stabilized currency 
fluctuations across blocs. While the majority of global 
trade is conducted within regional trading blocs, there 
is still some trade between the blocs. This inter-bloc 
trade is, however, mostly limited to supplementing 
technologies and materials that are not available in 
member nations. Many are surprised that despite 
the lack of a true global market the regional clusters 
manage to operate as self-contained trade systems. 
Inside each of these blocs, trade links have led to 
stronger political links and a sense of shared purpose. 
Member nations take pride in working together 
towards self-sufficiency. n



3

|   
SN

A
PS

H
O

T 
O

F 
TH

E 
W

O
RL

D
 ::

 M
IL

LI
O

N
S 

O
F 

M
A

RK
ET

S

The last three decades have been witness to 
tremendous technological advances and social 
changes that have led to a high level of regional self-
reliance in matters of energy, health, food production 
and manufacturing. Not only has the United States 
as a whole become highly self-sufficient, individual 
regions and cities have also become much more self-
sustaining. The primary drivers of these changes were 
technical breakthroughs that are collectively referred 
to now as the “Three Pillars.” 

The first pillar is abundant and low cost energy. 
Advances in drilling techniques and improved seismic 
testing enabled the economical location, capture, and 
production of tremendous quantities of natural gas 
from the massive shale formations across the United 
States. Renewable energy sources, such as solar and 
wind power, have also increased the total United 
States energy production. The net effect is some of the 
world’s cheapest, safest, and most stable electricity 
production. The lower cost of producing electricity 
contributed to the almost universal adoption of first 
hybrid and then electronic vehicles. 

The second pillar is the widespread use of intelligent 
manufacturing to include 3D printing, flexible robotics, 

and other advanced manufacturing techniques. 
These advances enabled the production of small 
to medium batches of a wide variety of products at 
reasonable costs. Essentially, the cost advantages 
of leveraging economies of scale that dominated 
manufacturing throughout the last several decades 
of the 20th century were replaced for many products 
by the ability to cheaply produce a wide range of 
highly customized products. While manufacturing 
has not advanced to the stage of “home replicators” 
that local Maker enthusiasts once envisioned, it has 
led to the development of regional manufacturing 
hubs across the country. These manufacturing 
facilities are close to consumption centers and are 
fueling the expectations of consumers for the rapid 
creation and delivery of highly personalized goods. A 
key innovation that transformed the manufacturing 
industry was the separation of the digital design 
from the physical production process. This has in turn 
lead to the creation of a new industry sector of pure 
digital design firms that develop and sell small-run or 
custom designs. 
 
The third technological advancement was the wide 
spread adoption and use of virtualization. Working and 
shopping from home – or from any other location – 

Through advanced technological breakthroughs, the United States becomes 
highly self-reliant in terms of energy, agriculture, manufacturing, and other needs. 

There is increased migration towards smaller urban areas that are supported by 
nearby regional innovation hubs that can manufacture highly customized goods. 
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has become the standard rather than the exception 
for many people. Most households order products 
and services directly from the home and receive them 
there as well. On-line shopping with prompt delivery 
to residences has largely replaced physical stores. 
People still go shopping in person – but the retail 
experience has evolved into an event rather than just 
a way to acquire physical products – similar to how 
movie theaters adapted when home entertainment 
systems were introduced. As goods and services have 
become more mobile than people, there is less physical 
commuting to work. Ironically, the level of travel for 
pleasure has increased since a large percentage of the 
workforce can work from any location. 

A social change that has emerged over the last several 
decades is the increase in social interaction – both 
virtually and in-person. It appears that while people 
can now work and live totally isolated from other 
humans, very few actually do. Instead, there has been 
a groundswell migration towards “livable cities” of a 
moderate size where people can enjoy the benefits of 
interacting with others in an urban setting without the 
overwhelming congestion and other drawbacks of an 
impersonal mega-city. As these mid-sized cities continue 
to grow, however, pockets of exceptionally high-density 
residential and commercial space are being created that 
mimic some of the problems and challenges faced by 
mega-cities – albeit at a smaller scale.  

In this widely fragmented, yet highly connected, 
society, small and mid-sized cities are growing at a 
faster rate than the megacities. Local governments 
compete with each other to attract investments 
to create “innovation clusters” that feature a mix of 
technology, manufacturing, and distribution facilities. 

Technological advancements and cheaper energy have 
ushered in a new age of affluence: average household 
income has increased, personal consumption has 
soared and standards of living have improved. It is not 
a technology-utopia, however. The income gap has 
widened between the traditional “blue collar”, “white 
collar”, and the newly established “no collar” creative 

class. Many traditional jobs have been displaced and 
those workers struggle to find new vocations. This 
is especially true for older workers who are not as 
able to adapt to the newer technology. Government 
programs and regulations at the Federal, and more 
commonly, state and local levels have been introduced 
to minimize this gap – with limited success.   

Also, while new agricultural techniques, mainly 
genetically modified fruits, vegetables, fish, and 
livestock have significantly increased the quantity 
and variety of food products available to consumers; 
there has been a significant amount of resistance from 
some sectors of the population. Food considered 
“Absolutely Organic” is generally available, but at 
a much higher cost.  There are also still lingering 
suspicions in some parts of society over the safety of 
hydraulic fracking for natural gas.  

In this fast-paced environment, the optimal 
production site is closer to consumption centers. 
The affluent and savvy buyers of this world demand 
products customized to their needs and tastes. While 
American consumers prefer locally produced goods, 
they are not inherently against foreign products, 
provided they meet their high expectations of 
personalization and delivery speed. 

Trade between countries is still active, but for the first 
time in history, the value of imported and exported 
services exceeds that of goods. The United States is 
a net exporting country when considering services, 
such as digital designs. Physical trade still occurs, but 
at a lower level and in different forms. For example, 
global trade of raw materials has increased while 
transportation of finished goods has decreased. 
Raw materials and components are transformed 
into goods when and where demanded by the final 
consumer. Also, intellectual property that is used 
within most local manufacturing is traded freely 
across the globe although there are some risks 
concerning theft of these “recipes” and instructions 
in certain areas of the world. n



REGIONAL GOODS MOVEMENT CORRIDOR MASTER PLAN 

Potential Freight Infrastructure Strategies   

POTENTIAL FREIGHT INFRASTRUCTURE STRATEGIES* 

A. Manage congestion and reduce truck traffic on I‐15. 

1 
Investigate the practicality of implementing a dedicated truck lane along I‐15 in the Resort Corridor, including the use of active 
traffic management mechanisms. 

2 
Assess the opportunity of constructing an alternate north‐south freeway corridor (e.g., Interstate 11) to reduce traffic through the 
congested core and improve access to the Arizona Sun Corridor and Mexico. 

3  Implement recommendations of the Multistate I‐15 Dynamic Mobility Project to improve availability of real‐time travel information 
along the I‐15 corridor. 

4  Mitigate obstacles to truck movements on I‐15. 

B. Manage congestion on the remaining regional freeway network. 

5  Mitigate obstacles to truck movements on the remaining regional freeway system. 

C. Facilitate efficient freight movement on a regionally‐defined arterial truck route system. 

6 
Define a network of arterial roadways in the Las Vegas area that serve as secondary truck routes to the freeway network for 
freight transportation.  

7 
Conduct an assessment of defined arterial truck routes to ensure they meet minimum safety, operational, capacity, geometric, 
and weight requirements to support freight movement needs. 

8 
Determine the viability of developing dynamic truck lanes and/or other active traffic management mechanisms on local roadways 
within the Resort Corridor that serve major freight traffic (Koval Lane, Frank Sinatra Drive). These lanes could be activated during 
peak events or times to serve resort and convention deliveries. 

9 
Develop a regional plan for and preserve oversized vehicle corridors, defining roadway design standards to accommodate 
necessary height and width requirements. 

10  Mitigate site specific obstacles to truck movements on arterial truck corridors. 

D. Improve and/or expand rail facilities, as needed, to meet future increases in rail freight. 

11  Monitor safety incidents at highway‐rail crossings and work with local jurisdictions and the private sector to mitigate issues, 
including reducing the number of at‐grade crossings. 

12  Maintain communication with UPRR to understand how changes in rail freight demand might impact the regional transportation 
system. 

13 
Study the feasibility of relocating the mainline track around the Las Vegas Valley, in conjunction with the possible development of 
a freight village and the I‐11 corridor, to improve rail operations and expand the rail network. 

E. Develop world‐class freight facilities to attract target industries, improve intermodal efficiencies, and 
reduce local freight transportation trips. 

14 
Conduct a feasibility and location study to explore developing an intermodal freight village to serve the Las Vegas area; assess 
viable site locations. 

15 
Conduct a feasibility and location study to evaluate the need for a shared and permanent marshalling facility for 
convention/event service providers. 

F. Streamline site development and permitting requirements among local jurisdictions. 

16 
Commission a task force to compare the differences in site development and permitting processes, schedules, and fees for regional 
municipalities.  Recommend consistent measures to enable more efficient processing. 

G. Maintain public and private sector freight stakeholder involvement in the regional planning process. 

17  Establish a standing Regional Freight Advisory Committee. 



REGIONAL GOODS MOVEMENT CORRIDOR MASTER PLAN 

Potential Freight Infrastructure Strategies   

POTENTIAL FREIGHT INFRASTRUCTURE STRATEGIES* 

H. Create a public education initiative that better informs all users of the road about freight traffic. 

18  In partnership with others, create a social marketing campaign for drivers, bicyclists, and pedestrians that promotes safety when 
sharing the road with trucks. 

19  Implement wayfinding signage along defined arterial truck routes to notify all users of the road that these corridors may experience 
a larger share of freight traffic than other corridors. 

20  Collaborate with the Nevada Trucking Association to ensure training opportunities provide the most current information on laws, 
regulations, and safety initiatives. 

I. Identify funding and financing options for freight transportation needs. 

21  Monitor funding programs and new opportunities that focus on improving goods movement as part of economic development, and 
trade and commerce; explore public‐private partnerships for major transportation infrastructure projects. 

22  Fund an annual truck spot improvement program to quickly address restrictive conditions that may exist on major freight corridors. 

J. Monitor effectiveness of regional freight improvements. 

23  Monitor established performance measures at regular intervals, including coordination with FAST for volume, travel time and 
reliability measures. 

 

* Italicized text represents action items that will be voted upon during the 10/28/2014 Scenario Planning Workshop. 
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M E E T I N G  S U M M A R Y    
 

Technical Advisory Committee Meeting #4 

ATTENDEES: See end of Summary 

MEETING DATE: May 19, 2015 

MEETING TIME: 9:00 –11:00 am 

VENUE: RTC Conference Room 108 

CONTRACT NUMBER: 14-069 

 

Presentation 
Key points from the Draft Southern Nevada Goods Movement Master Plan were presented to the 
Committee for comment, with emphasis on the strategies and implementation plan. (See attached 
presentation.) 

Freight Village Discussion 
Apex Industrial Center 

 Bridges too low 

o I-15 at US 93 

o LV BLVD under RR 

 Need more truck driver amenities 

 Drones for commercial use is increasing and FAA is developing guidance on their use. Need to 

identify landing areas and flight paths for drones  

o Drone Trucks 

o Drone freight hauler planes 737-757 (need 3,000’ runway) 

o Airspace dedicated route  

o Coyote Springs possible drone site 

 APEX land prices are increasing  

o Look further north where it is more economical 

NE Valley 

 Integrated with urban amenities, services, good commute for workers 

 Need adequate amenities for drivers 

McCarran Airport 

 Availability of public land is a challenge 
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Arden Yard 

 Compatibility to surrounding land use 

 Adjacent to work force 

 May work for small (<55 lbs) drones 

 Driver amenities 

 Need interchange access 

 Travel distance for distribution  

Boulder City 

 Airport oriented towards tourism 

 Would need to reestablish Railroad 

 Airport (consider searchlight 7,000’ runway) 

 On Boulder Bypass (under design) 

Ivanpah 

 Involved in environmental approval, not a good time to amend with other projects 

 Jean airport is designated as ‘sport’ (flight schools, sky diving, etc) 

 Map solar projects around Ivanpah 

 ½ mile wide road easement from Sloan may be good access route for trucks  

Other Sites to Consider 

 Limited transition district in Henderson near executive airport 

o Has good access from LA  

o Discuss with Lisa, define Freight Village elements 

Marshalling Yard Discussion 
 End of runway land use determined by length of time persons spend on-site. 

 Dan Andersen will discuss with LVCVA 

Freeway Improvements Discussion 
 From Russell going to I-15 north, it backs up  

 St. Rose 

o Connection helps Ivanpah 

o Needs to be kept a limited access/traffic light alternate route for  trucks 

  



FREIGHT SCENARIO PLANNING AND POTENTIAL STRATEGIES 
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Attendance 
Company First Name Last Name 

CB Richard Ellis, Inc. JJ Peck 

CH2M HILL Dan Andersen 

CH2M HILL Linda Cyra-Korsgaard 

City of Henderson Lisa Corrado 

City of Las Vegas Diane Phomninh 

City of North Las Vegas Curt Kroeker 

Clark County Herbert Arnold 

Clark County Department of Aviation Tom Peterson 

Clark County Department of Aviation Mark Silverstein 

DeLong Heavy Haul Paul DeLong 

Dielco Crane Service, Inc. David Dieleman 

Jacobs Sharan Dhanaraju 

Knight Transportation Erica Fretz 

Knight Transportation Dennis Phillips 

Nellis Air Force Base  Victor Rodriquez 

Nevada Trucking Association Kim Yaeger 

Regional Transportation Commission Beth Xie 

University of Nevada, Las Vegas Harry Teng 
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Las Vegas Goods Movement 
Technical Advisory Committee

May 19, 2015

Agenda

• Welcome and Introductions

• Freight’s Contribution to the Regional Economy

• Freight Movement and Obstacles

• Strategy Objectives and Actions

2
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Freight’s Contribution to the 
Regional Economy

Potential Up-and-coming Sectors

4

• Trade, Transportation and 
Utilities

• Manufacturing
• Professional and Business 

Services
• Education and Health Services
• Other Services
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Logistics and Operations – Key Industry 
for Diversifying Nevada’s Economy

5

Above tag line: “Less than one day’s drive to more than 
40 million customers and 5 major US ports.”

Efficient Freight Transportation Increases 
Productivity, and Subsequently, Economic 
Growth

6

Source: “Economic Effects of 
Transportation: The Freight Story.” ICF 
Consulting. January 2002. Report 
created from the findings of the FHWA’s 
Freight BCA Study.
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Freight Movement and Obstacles
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Strategy Objectives and Actions: 
Review and Discussion

future 
to

for potential

Scenario planning allows us to shift from…

October 28, 2014
Scenario 

Planning and 
Freight 

Strategies 
Workshop
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Strategies for Addressing Current and 
Future Needs 

• Improved Intermodal Connectivity through Development of an Integrated 
Logistics Center or “Freight Village”

• Servicing Freight for Convention Facilities  

• Improved access to national and global markets via two interstate 
corridors: I-15 and the future I-11

• Capacity and operational improvements to the local freeway network

• Capacity and operational improvements to the arterial network to 
address first and last mile 

• Cluster of freight-related 
business

• In a secure perimeter

• Single management

• Master planned

• Near cities

• High quality settings

• Support services

Freight Village: Defined
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Freight Village: Public benefits 

• Support/Enable trade

• Relieve congestion, VMT

• Encourage a growth sector of the economy

• Provide jobs in urban area, access to jobs

• Restore lands to tax roles

• High-value use of property

Freight Village: Apex Industrial Park

Siting Criteria
 Adequate size
• Available infrastructure
 Preliminary actions
 Freeway access
 Rail access
• Air cargo access
 Pipeline access

18
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Freight Village: Northeast Valley

Siting Criteria
 Adequate size
 Available infrastructure
 Preliminary actions
 Freeway access
 Rail access
• Air cargo access
 Pipeline access

19

Freight Village: McCarran Airport

Siting Criteria
• Adequate size
 Available infrastructure
• Preliminary actions
 Freeway access
 Rail access
 Air cargo access
• Pipeline access

20
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Freight Village: Arden

Siting Criteria
 Adequate size
 Available infrastructure
 Preliminary actions
 Freeway access
 Rail access
 Air cargo access
• Pipeline access

21

Freight Village: I-11 and US 95 
(Boulder City)

Siting Criteria
 Adequate size
• Available infrastructure
 Preliminary actions
 Freeway access
 Rail access
• Air cargo access
• Pipeline access

22
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Freight Village: Ivanpah

Siting Criteria
 Adequate size
• Available infrastructure
• Preliminary actions
 Freeway access
 Rail access
 Air cargo access
 Pipeline access

23

24

Servicing 
Freight for 
Convention 
Facilities
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25

Improved Access to National and Global 
Markets via Two Interstate Corridors: 
I-15 and the Future I-11

26 Image Source: University of Utah and Brookings Mountain West, 2010 
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Capacity and Operational Improvements 
to the Freeway Network

27

Stakeholder 
request

Stakeholder 
request

Capacity and Operational Improvements to 
the Freeway Network

Stakeholder 
request

First and Last 
Mile Bottlenecks

28
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St. Rose Parkway

29

• Minimize traffic 
signals and access 
points 

• Grade separate 
some intersections, 
such as Eastern Ave

First and Last Mile Bottleneck:
Craig Road at Mitchell Street (Pecos Road)

30



Las Vegas Goods Movement: Technical Advisory 
Committee

5/19/2015

16

First and Last Mile Bottleneck:
Connect Donavan Way with Losee Road 

31

Preserve Access for Over-Dimensional 
Vehicles

Consider an 18-foot bridge clearance for all new construction, 

and implemented when feasible

32
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Project Contacts

Beth J. Xie, Ph.D
RTC Manager Planning
Office: (702) 676‐1722
xieb@rtcsnv.com

Dan Andersen
CH2M HILL Project Manager
Office: (702) 953‐1246
Dan.Andersen@ch2m.com





 

 

Appendix B 
Estimated Through Truck Trips in Las Vegas 

 

 





Estimated Through Truck Trips in Las Vegas 
1. A truck driver intercept survey was conducted on March 27 2012.  Total valid sample for the 

truck intercept survey (i.e. with valid origins and destinations) is 703.  The split of the direction 

truck traffic is:  

Truck trip direction  No. Percentage 

External to External 475 68% 

External to Internal 97 14% 

Internal to External 97 14% 

Internal to Internal 34 5% 

Total 703 
  

 

2. There were 7 survey locations along I-15.  Location 7 (Primm) is far from other major highways, 

the analysis therefore assumes that all the through trucks stopped at this location will utilize I-

15 to continue their journeys. 

 

 
 

3. For through trucks stopped at locations 1 to 6, they can either continue travelling on I-15 or 

switch to other highways such as US95 or US93.  Therefore, the analysis looks at the origin and 



destination to determine whether I-15 is the preferred route choice.  Route choice assumptions 

are: 

External origin/destination  Probability of using I-15 

California* 80% 

Mexico 100% 

Utah 100% 

Midwest 100% 

Ohio Valley 100% 

 *ratio of truck traffic to/from California using I-15 & US95 

 

4. Based on the above assumptions, the estimated percentage of truck trips on I-15 that are through 

trips are  shown below: 

# Survey 
Location 

Number of 
valid surveys   

Number of 
through truck 
trips from 
interview 

Estimated 
through truck 
trips using I-15 

Estimated % of 
truck trips on I-15 
that are through 
trips  

1 Love’s 98 84 62 63% 

2 Petro 139 103 84 60% 

3 Pilot   201 143 116 58% 

4 Morton’s   60 27 24 41% 

5 Wild West 11 5 4 40% 

6 TA Las 
Vegas 

140 75 56 40% 

7 Primm 54 38 38 70% 

 Total 703 475 384 55% 

 

5. Total truck traffic count on I-15 are obtained based on data collected by NDOT and FAST permanent 

traffic sensor stations and 4 WIM sensors in Southern Nevada.   Truck counts were taken by NDOT 

and FAST during a four week period following the truck driver intercept surveys conducted.    The 

traffic count sensors utilized for this study are shown on the following maps.   

 

 

 



 
 

6. Locations of the 5 traffic count stations are in the close proximity to the intercept survey locations.  

Therefore, the daily truck count from these 5 traffic count stations will be used to establish sample 

size for the survey locations: 

 

 



# Survey 
Location 

Location 
on I-15 

Number 
of valid 
surveys   

Time of 
Survey 

Traffic 
Count 
Station 

Close to 
Exit 

Truck  count 
during survey 
hour 

Sample 
size 

1 Love’s Exit 64 98 0600 – 0930 

1630 - 2200 

#15 64 1,965 5.0% 

2 Petro Exist 54 139 0500 – 1000 

1700 - 2130 

#5 54 4,460 3.1% 

3 Pilot   Exit 48 201 0530 – 2000 #4 45 to 46 13,608 1.5% 

4 Morton’s   Exit 46 60 0600 – 1000 

1630 - 2100 

#4 45 to 46 8,452 0.7% 

5 Wild West Exit 37 11 0600 - 0900 #2 33 to 34 1,404 0.8% 

6 TA Las 
Vegas 

Exit 33 140 0600 – 0930 

1200 - 2100 

#14 33 7,174 2.0% 

7 Primm Exit 1 54 0600 – 0900 

1630 - 2000 

None NA NA NA 

 

 

7. The estimated percentage of truck trips on I-15 that are through trips at different acceptance 

criteria are  shown below: 

 

# Survey 
Location 

Number 
of valid 
surveys   

Margin of 
error at 90% 
confidence 
level 

Estimated 
through truck 
trips using I-
15 

Estimated % of truck trips on I-
15 that are through trips 

Accept all 
results 

Accept 
MOE<10% 

1 Love’s 98 8.3% 62 63% 63% 

2 Petro 139 7.0% 84 60% 60% 

3 Pilot   201 5.8% 116 58% 58% 

4 Morton’s   60 10.6% 24 41% Reject 

5 Wild West 11 24.8% 4 40% Reject 

6 TA Las 
Vegas 

140 7.0% 56 40% 40% 

7 Primm 54 NA 38 70% Reject 

    Total 55% 55% 
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