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1. Decision 
The Federal Highway Administration (FHWA) and the Nevada Department of Transportation 
(NDOT) have identified the Selected Alternative for improving Interstate 15 (I-15) and major 
street connections from south of the Sahara Avenue/I-15 interchange to the I-15/US 95/I-515 
interchange. In the Draft Environmental Impact Statement (DEIS) and Final EIS (FEIS), this 
project is known as Project NEON. The Selected Alternative identified and discussed in this 
Record of Decision is the preferred alternative identified in the FEIS (Alternative G). The 
3.7-mile-long Selected Alternative includes adding additional capacity to accommodate 
forecasted traffic growth and separate regional traffic passing through the Las Vegas area from 
traffic destined for local interchanges. High-occupancy vehicle (HOV) lanes are also proposed. 
The project also includes improvements to several local arterials that will address transportation 
deficiencies on I-15 (Exhibit 1).  

The purpose of the I-15 and street improvements is threefold: 

 Improve traffic operations by separating freeway traffic from arterial traffic. 
 Improve safety by reducing the merge and diverge sections. 
 Improve mobility by increasing I-15 capacity, reducing demand, or both. 

Secondary purposes are to accommodate economic redevelopment through improved access to 
downtown Las Vegas and the Resort Corridor, and to accommodate traffic that will use HOV 
lanes from Sahara Avenue to existing HOV lanes on US 95. 

The need for the proposed action is based on existing and future corridor deficiencies that are a 
combination of factors related to existing and future congestion (traffic demand/capacity), 
crash rates, operations deficiencies, and system linkage. 

The Selected Alternative is described in Section 4 of this document and in Section 2.2.2 of the 
FEIS. The remainder of this document identifies the rationale for the Selected Alternative and 
responds to substantive comments received on the FEIS. The FHWA’s identification of the 
Selected Alternative was based upon full consideration of information in the DEIS (approved in 
September 2009), the FEIS (approved in May 2010) and public and agency comments received. 

This Record of Decision complies with the regulations of the National Environmental Policy 



 2

Act (NEPA), implementing NEPA (40 CFR 1505.2), and FHWA requirements (23 CFR 771 and 
774). 

2. Alternatives Considered 
2.1 Transportation Demand Management and Transportation System Management 
The Transportation Demand Management (TDM) Alternative, which is designed to reduce 
passenger vehicle trips through increased transit ridership and other strategies, was eliminated 
as a stand-alone alternative because there would not be a large enough mode shift from 
passenger vehicles to transit to safely accommodate future traffic volumes at an acceptable level 
of service. In addition this alternative would not address existing I-15 geometric deficiencies 
and interchange design deficiencies. Although TDM is not a feasible stand-alone solution to 
meeting the project’s purpose and need, Project NEON would not preclude implementation of 
TDM measures and would facilitate express transit in the project’s proposed HOV lanes and 
allow transit on the new arterial connections (e.g. Martin Luther King Boulevard/Industrial 
Road Connector).  

The Transportation System Management (TSM) Alternative within the project area includes 
ramp metering, traffic cameras, dynamic message signs, freeway service patrol vehicles, and 
an incident management program to maximize the efficiency of I-15. The TSM Alternative was 
eliminated as a stand-alone alternative, because it would be unable to safely accommodate 
future traffic volumes at an acceptable Level of service or address the I-15 geometric deficiencies 
and interchange design deficiencies. However, the TSM elements noted above, which are 
already in operation on I-15, will be maintained and expanded as part of the Selected 
Alternative.  

2.2 Other Build Alternatives Considered 
Between 2003 and 2008, NDOT and FHWA evaluated a range of alternatives for I-15 and the 
project’s local arterial improvements. A detailed description and comparison of the early I-15 
project concepts and alternatives and local arterial alternatives is found in Alternatives Design 
Report Volumes 1 and 2 (Parsons 2006a). This report is found on the CD at the back of the FEIS. 
Information about these alternatives can be found in Chapter 2 (Section 2.4.2) of the FEIS.  

NDOT and FHWA initially evaluated improvements only to I-15 (widening only, and widening 
in conjunction with collector-distributor (C–D) roads or direct connectors to US 95) without any 
related arterial improvements. These concepts, referred to as A, B, and C, were dismissed from 
consideration because NDOT and FHWA concluded that, although improvements to I-15 are 
needed, I-15 improvements alone would not provide enough improvements in safety and traffic 
operations to meet the project’s purpose and need. As a result, several other components that 
would address the purpose and need of the project such as reconstructing the I-15/Charleston 
Boulevard interchange, the Martin Luther King Boulevard/Industrial Road connector, and the 
Oakey Boulevard/Wyoming Avenue Overpass were evaluated in addition to reconstructing  
I-15. The concepts were evaluated against several criteria including traffic operations, safety, 
and socioeconomic and environmental impacts. 

Alternative D was developed by NDOT from the initial concepts considered for I-15. It would 
provide four to six through lanes plus auxiliary lanes for northbound I-15 traffic and five to six 
through lanes plus auxiliary lanes for southbound I-15. A direct connector from I-15 
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northbound to US 95 northbound would begin at Sahara Avenue and carry traffic destined to 
northbound US 95 and Martin Luther King Boulevard, and motorists destined to the new Alta 
Drive/Bonneville Avenue exit ramp. The direct connector would not reconnect with 
northbound I-15; instead, it would connect to the existing ramp from northbound I-15 to 
northbound US 95. The northbound I-15 mainline would accommodate through travel on I-15 
and connect to southbound US 95/I-515. 

The I-15/Charleston Boulevard interchange would be reconstructed as a single-point urban 
interchange under Alternative D. Alternative D also includes the Martin Luther King/Industrial 
Road connector over I-15 and the Oakey Boulevard/Wyoming Avenue railroad overpass. 
Alternative D would leave space in the I-15 median for future HOV lanes, but HOV lanes 
would not be constructed under this alternative. Residential and business displacements under 
Alternative D would be comparable to Alternatives G and H.  

In March 2005, NDOT and FHWA sponsored a three-day Accelerated Construction Technology 
Transfer workshop that focused on Project NEON. Local and national experts in highway 
planning, design, and construction developed potential strategies for Project NEON. In 
response to feedback at the workshop, the project team studied additional concepts and design 
modifications. Alternatives E and F were developed as a result. Like Alternative D, they 
included arterial improvements in addition to I-15 improvements. 

Alternative E is almost identical to Alternative D. The only difference is that under 
Alternative E, I-15 would be shifted about 80 feet east to avoid major drainage channels along 
Rancho Drive. Residential and business displacements under Alternative E would be 
comparable to Alternatives G and H. 

Alternative F would provide four to six general purpose lanes on northbound I-15 traffic and 
five to six through lanes on southbound I-15. A northbound C–D road would begin south of 
Sahara Avenue and handle traffic going to all local exits, including Sahara Avenue, Charleston 
Boulevard, the new exit to Alta Drive/Bonneville Avenue and Martin Luther King Boulevard. 
The northbound C–D road would carry traffic entering I-15 from Sahara Avenue and 
Charleston Boulevard to either northbound I-15 or the ramps to US 95. Mainline I-15 would 
accommodate only through travel on I-15 and connections to northbound and southbound  
US 95. 

Unlike Alternatives D and E, a C–D road would also be provided along southbound I-15 under 
Alternative F. The southbound C–D road would carry traffic destined to Charleston Boulevard 
and Sahara Avenue, and traffic entering from Martin Luther King Boulevard near US 95 and the 
Alta Drive southbound entrance (via Martin Luther King Boulevard). Residential and business 
displacements under Alternative F would be comparable to Alternatives G and H. 

Alternative D was dropped from consideration in favor of Alternative E because Alternative E 
would be would be easier to construct, and because Alternative E would provide a greater 
opportunity to sell and redevelop land acquired as part of the project. Alternatives E and F were 
eventually dropped from consideration in favor of Alternatives E–HOV and F–HOV described 
below. 

In 2006, NDOT began a regionwide evaluation of the potential role of HOV lanes in meeting the 
future transportation needs of southern Nevada. In 2007, NDOT approved a regional HOV plan 
that is now part of the Regional Transportation Commission of Southern Nevada’s (RTC’s) 
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regional transportation plan. The plan envisioned a continuous HOV system through the Resort 
Corridor on US 95 and I-15 with direct connecting ramps between the two highways. This 
concept became the basis for two new alternatives, referred to as Alternatives E–HOV and F–
HOV (see Amended Alternatives Design Report Alternatives E & F HOV on the CD at the back of 
the FEIS). These alternatives are similar to the eliminated Alternatives E and F, but they have 
two HOV lanes in each direction. 

Alternative E–HOV would provide four to five through lanes, two HOV lanes, and auxiliary 
lanes for northbound I-15 traffic and four to five through lanes, two HOV lanes, and auxiliary 
lanes for southbound I-15 traffic. The I-15 HOV lanes would connect to US 95 to/from the west. 
There would be an access point to and from the HOV lanes at Oakey Boulevard/Wyoming 
Avenue. Other aspects of this alternative are the same as those for Alternative E. Roughly 
350 residences and 445 businesses would be displaced under Alternative E–HOV. 

Alternative F–HOV would provide three to five through lanes and two HOV lanes for 
northbound I-15 traffic, and four to five through lanes and two HOV lanes for southbound I-15 
traffic. The I-15 HOV lanes would connect to US 95 to/from the west. There would be an access 
point to and from the HOV lanes at Oakey Boulevard/Wyoming Avenue. Other aspects of this 
alternative are the same as those for Alternative F. Roughly 350 residences and 456 businesses 
would be displaced under Alternative F–HOV. 

Project NEON’s scope, complexity, and overall cost dictate that it be built in phases. NDOT 
worked with project stakeholders and design teams in 2008 and 2009 to develop a conceptual 
design refinement study that identified phases that are fundable, implementable, and 
operationally independent. See the Conceptual Design Refinement Study (CH2M HILL 2009) on 
the CD at the back of the FEIS. The goal was to retain the basic concept of Alternatives E–HOV 
and F–HOV and to achieve the following objectives: 

 Phase the overall project so that each phase can be built and function as a feasible 
improvement. 

 Keep the project phases consistent with the funding identified in the regional transportation 
plan. 

 Reduce right-of-way costs compared to those for Alternatives E–HOV and F–HOV. 

As a result of the conceptual design refinement study, NDOT developed Alternatives G and H. 
Alternative G is a revised version of Alternative E–HOV and Alternative H a revised version of 
Alternative F–HOV. They could be implemented in phases that could provide operational and 
safety benefits, to a greater extent than Alternatives E–HOV and F–HOV. Based on the design 
refinement study, Alternatives E–HOV and F–HOV were dropped from consideration in 2009, 
because Alternatives G and H would provide the same operational characteristics with fewer 
residential relocations and each phase would function as a feasible improvement. 

2.3 Alternatives Retained for Detailed Study 
The reasonable range of alternatives discussed in detail in the DEIS and FEIS included the No-
Build Alternative and Alternatives G and H. The No-Build Alternative would take no action to 
address the existing deficiencies and safety problems identified within the study limits. Traffic 
flow on the I-15 mainline, ramps, and interchanges would continue to deteriorate. Because the 
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No-Build Alternative would not meet the project’s purpose and need it was eliminated from 
consideration. 

Alternatives G and H would meet the purpose of and need for the project, and they would be 
consistent with the regional transportation plan and NDOT’s HOV plan for southern Nevada. 
RTC supports the HOV element of Alternatives G and H for providing improved regional 
transit access to Las Vegas’ Resort Corridor. The HOV elements of Project NEON would 
complement the investment that RTC is making in the Downtown Connector busway and 
transit service enhancements in the Resort Corridor. RTC plans to develop express transit routes 
in the I-15 HOV lanes as they are constructed. Alternatives G and H are described below. 

Alternative G would provide four to five through lanes (depending on the location), two HOV 
lanes and auxiliary lanes for northbound I-15 traffic, and also four to five through lanes, two 
HOV lanes, and auxiliary lanes for southbound I-15 traffic. A direct connector ramp would 
enhance the connection from northbound I-15 to northbound US 95. A similar ramp would 
enhance the connection between southbound US 95 and southbound I-15. South of Oakey 
Boulevard, Alternative G would shift the freeway centerline to the east, minimizing impacts to 
existing drainage facilities. Alternative G also includes: 

 The Martin Luther King Boulevard/Industrial Road connector, which includes grade 
separating Oakey Boulevard and Wyoming Avenue over the Union Pacific Railroad and 
Industrial Road.  

 Reconstructing the Charleston Boulevard interchange (including improvements to Grand 
Central Parkway) and constructing a half-diamond interchange at Alta Drive. 

Alternative G would displace 339 residences and 445 businesses and cost between $1.4 billion 
and $1.8 billion to complete. 

Alternative H shares many of the features of Alternative G. A key difference is that 
Alternative H would have a northbound C-D road that would diverge from I-15 at Sahara 
Avenue and tie back into I-15 near US 95. The C-D road would act as a frontage road for the 
freeway, allowing vehicles entering or exiting I-15 at Sahara Avenue, Charleston Boulevard, or 
Alta Drive to do so without weaving across through traffic on I-15. (Under Alternative G the 
direct connector would facilitate entering and exiting traffic at Sahara Avenue and Alta Drive, 
but it would connect to US 95 only rather than connecting back to I-15.) At the north end of the 
C-D road a connection to US 95 northbound and southbound would be provided before the C-D 
road ties back into I-15. 

A similar C-D road arrangement would be provided along southbound I-15. The southbound C-
D road would carry traffic destined to Charleston Boulevard and Sahara Avenue. The 
southbound C-D road would also carry traffic entering I-15 southbound from US 95, Martin 
Luther King Boulevard near US 95, and southbound Martin Luther King Boulevard between 
Alta Drive and Charleston Boulevard. 

Alternative H includes the Charleston Boulevard interchange reconstruction, the Alta Drive half 
interchange, the Martin Luther King Boulevard/Industrial Road connector over I-15, and the 
Oakey Boulevard/Wyoming Avenue railroad overpass. These components are the same as 
those described for Alternative G. 
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Alternative H would displace 339 residences and 456 businesses and cost between $1.5 billion 
and $1.9 billion to complete. 

2.3.1 Alternatives G and H Comparison 
Despite the similarities between Alternatives G and H, Alternative H was eliminated from 
further consideration. The following factors were evaluated to determine the advantages and 
disadvantages between Alternatives G and H: 

 Traffic capacity; 
 Traffic operations; 
 Traffic safety; 
 System linkage; 
 Constructability; 
 Environmental considerations; and 
 Capital cost. 

Each factor is discussed below. 

Capacity 
Alternatives G and H have similar overall level of service (LOS) in the design year (FEIS 
Appendix C, Project NEON Level of Service Analysis, Tables 7–9) indicating that the two build 
alternatives would provide roughly equivalent traffic and people-carrying capacity. 

Operations 
Both Alternatives G and H address the weaving and local road conflicts that exist in the study 
area today. In regards to anticipated operating speeds, analysis indicates that Alternative G 
provides higher operating speeds in the design year (FEIS Appendix C, Tables 7 and 8). This is 
true for all the AM and PM peak periods, but most notable in the PM peak for northbound traffic. 
The analysis shows that mainline I-15 speeds under Alternative G average 58.1 mph, whereas 
speeds under Alternative H average 54.1 mph.  

Alternative G also provides a roadway configuration that is simple and familiar to most drivers, 
resulting in improved traffic operations. The C–D road system of Alternative H is less familiar 
and not what drivers expect to encounter. Alternative H requires northbound drivers to make a 
critical lane choice decision where they have to exit earlier than expected to access the 
Charleston Boulevard and Alta Drive exits on the C–D road. Missing the exit for the C–D road 
would create out-of-distance travel. With a large number of drivers not from the Las Vegas area 
using I-15, this would increase VMT in the study area as a result of non-local drivers not 
expecting to exit at the C–D road to access the Charleston Boulevard and Alta Drive exits. 
Trucks use the Charleston Boulevard and Alta Drive exits for the delivery of goods to the area. 
Alternative H would create greater operational difficulties for large trucks. As a result of these 
issues, Alternative G provides the best traffic operations of the two build alternatives.  

Safety 
Crashes in the corridor are primarily related to the congestion that causes stop-and-go traffic 
which results in a high percentage of rear end collisions. Because Alternative G is superior to 
Alternative H in terms of improving speeds and traffic flow, it has a corresponding 
improvement in the crash rate. 
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Safety for pedestrians and bicyclists will also be improved with both Alternatives G and H as a 
result of the connection of Industrial and Martin Luther King Boulevard, updating arterials to 
latest design standards (which contain improved pedestrian and bicyclist standards as well as 
Americans with Disabilities Act compliance), and improvements to intersection traffic operations. 

System Linkage 
Both Alternatives G and H improve the system linkage by providing the needed connection 
between the express lanes to the south and the existing HOV lanes on US 95 to the north. This 
would facilitate the advancement of the system of HOV lanes, bus rapid transit, and supporting 
park-and-ride facilities. 

Constructability 
In a comparison of the build alternatives, the Martin Luther King Boulevard/Industrial Connector 
near Charleston Boulevard and the freeway just south of the Spaghetti Bowl provide 
differentiation between the two build alternatives regarding constructability issues. Staging the 
Martin Luther King Boulevard/Industrial Connector is more difficult for Alternative H because of 
the location of the C–D road connection requiring a connection on structure. Similarly, braiding 
(one ramp elevated over another ramp) at the Spaghetti Bowl will be much more complicated to 
construct in stages for Alternative H than Alternative G. With Alternative H, the realignment of 
the southbound US 95 to southbound I-15 ramp could result in that ramp being closed for several 
months to complete the tie-in, which would disrupt traffic on the high volume system ramp. As a 
result, the constructability of Alternative G is better than that of Alternative H. 

Environmental Considerations 
Alternative G requires 22 fewer acres of right-of-way and would displace 11 fewer commercial 
establishments than Alternative H. Both build alternatives would displace the same number of 
residences and affect the same number of historic sites. Alternative G affects two more sensitive 
noise receptors than Alternative H. 

Capital Cost 
Preliminary comparative cost estimates indicate that Alternative G costs roughly $100 million 
less than Alternative H.  

3. Environmentally Preferred Alternative 
The Council on Environmental Quality regulations for implementing NEPA require that the 
Record of Decision specify “the alternative or alternatives which were considered to be 
environmentally preferable” (40 CFR §1505.2[b]). As noted in this document and in the FEIS, 
screening decisions that resulted in the FEIS preferred alternative (now the Selected Alternative) 
were made based on minimizing impacts to the built and natural environment. The Selected 
Alternative is preferred from an environmental standpoint, though the differences between the 
two alternatives are not great. Table 1 summarizes the environmental and socioeconomic 
impacts of the Selected Alternative.  
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TABLE 1  
Impact Summary 

Resource 
Alternative G (Selected 

Alternative) Alternative H 

Project length 3.7 miles 3.7 miles 

Total cost a, b $1.4 billion to $1.8 billion $1.5 billion to $1.9 billion 

New right of way required (acres) 93 115 

Residential displacements 339 339 

Commercial displacements 445 456 

Parking spaces removed 1,520 1,810 

Public building displacements 0 0 

Historic sites affected 23  23 

Archaeological sites affected 0 0 

Noise receptors affected c 32 34 

Potential contaminated sites 1 1 

Water quality Increase in stormwater flow 
resulting from the increased 
impervious surface area could 
increase the highway pollutant 
loading (e.g., sediment, nutrients, 
heavy metals) into drainages. 

Increase in stormwater flow 
resulting from the increased 
impervious surface area could 
increase the highway pollutant 
loading (e.g., sediment, nutrients, 
heavy metals) into drainages. 

100-year floodplain 0 acres 0 acres 

Major utilities affected 7,800 feet of overhead and 
underground electrical 
transmission lines; 4,000 feet of 
the 36-inch water line under 
Oakey/Wyoming Avenue 

8,200 feet of overhead and 
underground electrical 
transmission lines; 4,000 feet of 
the 36-inch water line under 
Oakey/Wyoming Avenue 

a The cost estimate for Project NEON is consistent with federal, state and local funding identified in RTC’s 
regional transportation program (RTP) and transportation improvement program (TIP). 

b The costs have been calculated to include years 2010 to 2030. 

c Number of noise receptors included in the noise analysis model that approached or exceeded the noise 
abatement criterion of 67 dBA. 

4. Description of the Selected Alternative  
The Selected Alternative is Alternative G. Under Alternative G, I-15 will be reconstructed to 
provide HOV lanes and auxiliary lanes in addition to four to five general purpose or through 
lanes. It includes the Charleston Boulevard/I-15 interchange reconstruction, Alta Drive half 
interchange with I-15, Martin Luther King/Industrial Road connector over I-15, and the Oakey 
Boulevard/Wyoming Avenue railroad overpass. The Selected Alternative and its component 
features discussed below are shown in Exhibit 2. In addition, the TSM measures already in place 
along I-15, such as ramp metering, traffic cameras, dynamic message signs, freeway service 
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patrol vehicles, and an incident management program, will be part of the Selected 
Alternative. The “build”components of the Selected Alternative are discussed below. 

Roughly 339 residences and 445 businesses will be relocated under Alternative G. Alternative G 
will shift the freeway centerline to the east, minimizing impacts to drainage facilities. Adding 
general purpose lanes, auxiliary lanes, and the direct connector to or from US 95 will increase 
the capacity of I-15 to accommodate future traffic volumes with an acceptable level of service. 

4.1 Through Lanes  
From Sahara Avenue, I-15 northbound will transition from a four-lane freeway to a five-lane 
freeway. A two-lane exit ramp will be provided at Sahara Avenue. Between Sahara Avenue and 
Oakey Boulevard, five-lane northbound I-15 will split into two three-lane roadways: three lanes 
on the left will carry through traffic continuing on I-15 north of the Spaghetti Bowl and US 95/I-
515 south, and three on the right will become a direct connector to northbound US 95. 

North of the exit to southbound US 95, I-15 will be a three-lane freeway, just as it is today. 
Exhibit 2d illustrates how the I-15 through lanes and the US 95 connector are separated.  

Southbound I-15 will transition from a three-lane to a four-lane freeway plus an auxiliary lane 
at the US 95 interchange. The auxiliary lane will be part of a two-lane exit ramp to Charleston 
Boulevard. Southbound I-15 will have four lanes plus an auxiliary lane between the point where 
the southbound direct connector and southbound I-15 join and the exit to Spring Mountain 
Road exit. The entrance ramp from Sahara Avenue will add a fifth lane to I-15 before it 
transitions back to match up with the I-15 alignment south of the Project NEON limits. Given 
the long-term nature of Project NEON, the improvements south of Sahara Avenue likely will tie 
into a project in the approved 2009–2030 Regional Transportation Plan (project 4144), which 
calls for widening I-15 to 14 lanes, including two HOV lanes in each direction. If the project is 
not constructed before the I-15 improvements near Sahara Avenue, Project NEON will 
transition back into the existing configuration of I-15 south of Sahara Avenue. 

4.2 HOV Lanes  
Two HOV lanes in each direction will be provided in the I-15 median. The HOV lanes will be 
for buses, motorcycles, and cars with one or more passengers. HOV lanes will be separated 
from through lanes by a 2- to 4-foot buffer. The HOV lanes will tie into the express lanes at 
Sahara Avenue and the US 95 HOV lanes at Rancho Drive. At the Spaghetti Bowl, the HOV 
lanes will leave the I-15 median and connect to US 95. The HOV lanes will be in the US 95 
median between the Spaghetti Bowl and Rancho Drive. 

The HOV lanes will be accessible to and from local streets at a point 1,000 feet north of Oakey 
Boulevard from ramps that will drop down from the I-15 HOV lanes to street level. A new local 
street connection from the HOV ramps to Western Avenue, east of I-15, will be constructed. 
Western Avenue will connect to Oakey Boulevard on the south and Charleston Boulevard/ 
Grand Central Parkway on the north. To accommodate the local street connections, Wall 
Street—a through street under I-15 between Martin Luther King Boulevard and Western 
Avenue—will be closed. HOV lanes will address capacity issues as well as multimodal 
considerations. Providing HOV lanes makes the I-15 improvements compatible with the NDOT 
regional HOV plan, which has been incorporated into the regional transportation plan. 
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4.3 I-15 / US 95 Direct Connector  
The US 95 direct connector is a three-lane roadway that begins north of Sahara Avenue. It is 
intended to serve traffic destined for US 95 northbound and traffic destined for the Alta Drive 
half interchange. The northbound I-15 connector to northbound US 95 will have an exit to Alta 
Drive. The Sahara Avenue entrance ramp will have a connection to the northbound US 95 
connector, as will the Charleston Boulevard entrance. At the I-15/US 95 interchange the US 95 
connector will tie into the ramp carrying northbound I-15 to US 95, including the existing exit to 
Martin Luther King Boulevard. 

A similar direct connector will be built from southbound US 95 to southbound I-15. The 
connector will have an exit to Charleston Boulevard. An entrance ramp from Martin Luther 
King Boulevard/Alta Drive will join the southbound connector ramp near Bearden Drive. An 
exit ramp to Sahara Avenue will diverge from the connector just south of Charleston Boulevard. 
The southbound connector will merge with southbound I-15 just north of Sahara Avenue. The 
direct connector will address short weave issues. 

4.4 Entrance / Exit Ramps  
Entrance and exit ramps on I-15 will be spaced far enough apart to reduce weaving, and an 
auxiliary lane will be provided along I-15 between where an entrance ramp joins the freeway and 
the next exit ramp leaves the freeway. In areas where it is not possible to provide enough spacing 
between entrance and exit ramps the ramps will be braided so that one is built over the other. The 
Charleston Boulevard and Sahara Avenue ramps will be braided, as will the southbound entrance 
from Sahara Avenue and the southbound exit to Spring Mountain Road. Other than lengthening 
and braiding the entrance and exit ramps, the Sahara Avenue interchange will remain in the same 
configuration it is today. 

A two-lane exit ramp to Charleston Boulevard will diverge from northbound I-15. A two-lane 
entrance ramp from Sahara Avenue will enter northbound I-15 just north of Charleston 
Boulevard, and a two-lane entrance ramp from Charleston Boulevard will enter northbound I-
15 near Alta Drive. An auxiliary lane will be provided between the Sahara Avenue entrance 
ramp and the exit to southbound US 95. A second auxiliary lane will be provided between the 
Charleston Boulevard entrance and US 95. 

The auxiliary lanes, longer entrance and exit ramps, and braided ramps will address short 
merge/weave issues. 

4.5 Charleston Boulevard Interchange Reconstruction 
The I-15/Charleston Boulevard interchange will be reconstructed as a “tight-diamond” 
interchange (Exhibit 3). Related to the Charleston Boulevard interchange reconstruction, Grand 
Central Parkway will be reconstructed to elevate it over Charleston Boulevard and connect it to 
Western Avenue. Western Avenue ends in a cul-du-sac just south of Charleston Boulevard 
today. The Grand Central Parkway/Western Avenue overpass will connect to Charleston 
Boulevard from two ramps: one north of Charleston Boulevard to connect westbound 
Charleston Boulevard to the overpass, and one south of Charleston Boulevard to connect 
eastbound Charleston Boulevard to the overpass. The Grand Central Parkway/Charleston 
Boulevard intersection will allow only right-turn connections to/from Western Avenue and 
Grand Central Parkway, eliminating left-turn movements across Charleston Boulevard and 
improving intersection operations and safety. Traffic entering I-15 northbound at Charleston 
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Boulevard could access either I-15 northbound or the connector to US 95 northbound. Likewise, 
traffic on I-15 southbound and US 95 southbound could exit to Charleston Boulevard. 

Improving the unique and indirect ramp connections at the I-15/Charleston Boulevard 
interchange and eliminating the at-grade Charleston Boulevard/Grand Central Parkway 
intersection (roughly 340 feet from the interchange) will improve the interchange’s capacity and 
traffic operations, thus helping to improve traffic flow on I-15. As an example, traffic exiting 
I-15 northbound to Charleston Boulevard could turn right onto Charleston Boulevard and then 
make another right to reach Grand Central Parkway, rather than weaving across Charleston 
Boulevard in a very short distance to make a left-hand turn onto Grand Central Parkway as is 
done today. 

A grade-separated intersection of Charleston Boulevard and Grand Central Parkway will 
eliminate pedestrians and bicyclists that travel north and south on Grand Central Parkway/ 
Western Avenue from having to cross the very busy Charleston Boulevard, further enhancing 
accommodations, accessibility, and safety. The outside lane on Charleston Boulevard will be 
14 feet wide to accommodate bicyclists. 

4.6 Alta Drive Half Interchange 
A half interchange will be built at Alta Drive/Bonneville Avenue, providing a connection from 
northbound I-15 and to southbound I-15.1 Alta Drive/ Bonneville Avenue will be reconstructed 
from Shadow Lane on the west to Grand Central Parkway on the east (Exhibit 4). The outside 
lane on Alta Drive/Bonneville Avenue will be 14 feet wide to accommodate bicyclists. The 
northbound exit from I-15 will connect directly to Alta Drive/Bonneville Avenue. The 
southbound entrance to I-15 will be from Martin Luther King Boulevard, about 300 feet south of 
Alta Drive. The Alta Drive half interchange will provide access to existing and planned 
development adjacent to Grand Central Parkway, diverting traffic from the Charleston 
Boulevard interchange with I-15 thereby improving the interchange’s operations. The 
southbound entrance to I-15 from Martin Luther King Boulevard will replace the I-15 entrance 
from Martin Luther King Boulevard just south of Charleston Boulevard. The new northbound 
exit to Alta Drive/ Bonneville Avenue will provide the complementary movement, per 
AASHTO interstate design guidance (2005). 

4.7 Martin Luther King Boulevard / Industrial Road Connector 
A new four-lane arterial will connect Martin Luther King Boulevard (west of I-15) to Industrial 
Road (east of I-15). The connector will be on a bridge from near the Industrial Road terminus 
(north of Utah Avenue) over the Union Pacific Railroad, over Charleston Boulevard, over I-15 and 
then returning to ground level west of I-15, south of Alta Drive (Exhibit 5). The connector initially 
will be constructed as a four-lane arterial, but it may be widened to six lanes as volume warrants. 
Martin Luther King Boulevard will be reconstructed just west of its existing alignment from 
Bearden Drive to Alta Drive. The Martin Luther King/Alta Drive intersection will be 
reconstructed. Bearden Drive will intersect Martin Luther King Boulevard and be reconstructed 
from Martin Luther King Boulevard west to Shadow Lane. A roundabout will be constructed at 
the Bearden Drive/ Shadow Lane intersection. Existing Martin Luther King Boulevard will be 

                                                      
1 An interchange with only two diagonal ramps, one entrance, and one exit in adjacent quadrants. It serves traffic to and from one 
direction along the freeway, but ignores the other. 
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removed from Alta Drive south to Las Vegas Fire Station No. 10, just north of Oakey Boulevard. 
Martin Luther King Boulevard will be reconstructed as a two-lane roadway between Oakey 
Boulevard and the fire station to provide access to the fire station. 

It should be noted that the Martin Luther King Boulevard/Industrial Road Connector was part 
of the US 95 Record of Decision (ROD) (2000); however, the concept was notably different. In 
the US 95 document, the connector included widening Industrial Road to six lanes from Sahara 
Avenue to Wyoming Avenue, which would have remained at grade. The connector was not 
constructed under the US 95 ROD because it became apparent in the early stages of Project 
NEON that the design would be substantially altered by the interstate and local arterial 
improvements now proposed. The inclusion of the revised Martin Luther King/Industrial 
Connector in Project NEON is intended to satisfy and improve on the requirements of the US 95 
ROD. 

The Martin Luther King Boulevard/Industrial Road connector will divert local trips from  
I-15 by providing an efficient north-south arterial connection across I-15. This will allow those 
traveling on Martin Luther King Boulevard to directly access Industrial Road without having to 
use I-15 between Charleston Boulevard and Sahara Avenue. This connection will allow safer and 
more direct access to jobs along Industrial Road and on Las Vegas Boulevard. It will also divert 
trips from Charleston Boulevard near the I-15/Charleston Boulevard interchange. The Martin 
Luther King Boulevard/Industrial Road connector will have five-foot sidewalks. 

4.8 Oakey Boulevard / Wyoming Avenue Railroad Overpass 
Oakey Boulevard/Wyoming Avenue will be reconstructed between Commerce Street on the 
east and I-15 on the west to provide four travel lanes (same as today) and an overpass over the 
Union Pacific Railroad tracks east of I-15 (Exhibit 6). Roughly 25 trains cross Wyoming Avenue 
every day. Wyoming Avenue will be realigned about 50 feet to the south and cross over both 
Industrial Road and the railroad tracks before intersecting Western Avenue. A connector road 
will be built to provide a connection between Wyoming Avenue and Industrial Road. 

The Oakey Boulevard/Wyoming Avenue overpass will reduce short trips on I-15 that avoid 
Oakey Boulevard/Wyoming Avenue because of the at-grade railroad crossing. It will also make 
the Martin Luther King Boulevard/Industrial Road connector operate at an acceptable LOS by 
eliminating the at-grade intersection of Wyoming Avenue and Industrial Road. The Wyoming 
Avenue/Industrial Road intersection will operate at LOS F in 2030 if the Oakey Boulevard/ 
Wyoming Avenue overpass is not built. 

The Oakey Boulevard/Wyoming Avenue overpass will provide a more efficient east-west 
connection across I-15, reducing traffic that travels on Charleston Boulevard through the 
I-15/Charleston Boulevard interchange and replacing the Wall Street connection under I-15, 
which will be closed under Alternative G. Five-foot bike lanes will be provided on Oakey 
Boulevard/Wyoming Avenue in the project area. It will also provide a more efficient east-west 
connection and eliminate the at-grade railroad crossing for bicyclists and pedestrians and 
reduce the opportunity for trespassing on the tracks. 

4.9 Project Phasing 
Project NEON will be constructed in phases. Phase 1 would provide a connection from the I-15 
Express Lane project, which terminates near Sahara Avenue, to the recently constructed US 95 
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HOV lanes that terminate near Rancho Drive. In addition, the Phase 1 improvements would 
include the following: 

 HOV connection to a new local street between Oakey Boulevard and Charleston Boulevard; 
and 

 New connection of Grand Central Parkway and Western Avenue featuring a Grand Central 
Parkway overpass over Charleston Boulevard and providing a connection by new ramps 
from Grand Central Parkway to Charleston. 

Phase 2 provides for the reconstruction of local arterials including Alta Drive and the Martin 
Luther King Boulevard/Industrial Road connection.  

Phase 3 would consist of reconstructing I-15 north of Oakey Boulevard and reconstructing the 
Charleston Boulevard interchange into a tight-diamond configuration. Phase 4 would consist of 
the southbound direct connector and Phase 5 would consist of I-15 south of Oakey Boulevard 
and the northbound direct connector. The order for constructing Phases 2 through 5 is flexible 
and subject to available funding.  

Upon completion of the Record of Decision, Phase 1 right of way acquisition could begin as 
early as 2012 and construction of the I-15 HOV lanes, HOV connections to local streets, and new 
connection of Grand Central Parkway and Western Avenue could be completed in 2016. Each of 
the four remaining phases would begin approximately 3 years after the start of the preceding 
phase and be completed approximately 3 to 5 years after the completion of the preceding phase. 
Funding availability and right of way costs will significantly influence the timing and longevity 
of each project phase. 

5. Section 4(f)  
The U.S. Department of Transportation’s Section 4(f) law (49 USC 303) states that federal funds 
may not be approved for projects that use land from a significant publicly owned park, 
recreation area, wildlife or waterfowl refuge, or significant historic site unless it is determined 
that there is no feasible and prudent alternative to the use of land from such properties, and the 
action includes all possible planning to minimize harm to the property resulting from such use.  

5.1 Section 4(f) Properties 
The National Park Service and Bureau of Land Management administer the Old Spanish 
National Historic Trail that is within the project area. In their comments on the DEIS, the 
Department of the Interior indicated that all the land adjacent to I-5 has been totally disturbed 
and, therefore, the Department believes there will not be any adverse impacts to the trail due to 
Project NEON.  

A survey of the project’s area of potential effect (APE) identified 359 properties that qualify as 
potentially historic. Of those, 99 are eligible for inclusion on the National Register of Historic 
Places (NRHP). The Selected Alternative will require full take and demolition of 23 NRHP-
eligible properties. The only Section 4(f) resources the Selected Alternative will affect are 
historic properties. All 23 properties are eligible under Criterion A (property associated with 
events that have made a significant contribution to the broad patterns of our history), and 22 of 
them are eligible under Criterion C (property embodies the distinctive characteristics of a type, 
period, or method of construction or represents the work of a master, or possesses high artistic 
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values, or represents a significant and distinguishable entity whose components lack individual 
distinction). Section 4 of the FEIS contains a description of the eligible properties. 

5.2 Section 4(f) Summary 
5.2.1 No Prudent and Feasible Alternatives 
The 23 historic structures that will be adversely affected by the Selected Alternative are located 
immediately on the west side of I-15. As described in Chapter 2 of the FEIS, alternatives were 
developed to minimize right-of-way impacts. However, none of the build alternatives that 
would meet the purpose and need of the project, including those eliminated from further 
consideration would avoid use of the Section 4(f) properties identified. Only the No-Build 
Alternative would avoid the properties. However, the No-Build Alternative, Transportation 
System Management Alternative, and Transportation Demand Alternative would each fail to 
address the inadequate capacity and operational deficiencies on I-15 or provide an HOV lane 
connection to US 95; therefore they would not meet the purpose and need of the project. As a 
result, there are no prudent and feasible alternatives to the Selected Alternative, as documented 
in the Final Section 4(f) Evaluation in the FEIS. 

5.2.2 Least Harm Analysis 
If there is no feasible and prudent avoidance alternative (and a finding of de minimis impact 
has not been made 23 CFR 774.3(b); 774.17), FHWA may approve the project only if it “includes 
all possible planning, as defined in 23 CFR 774.17, to minimize harm to the property resulting 
from such use.” The regulation states that, if there is no feasible and prudent avoidance 
alternative, the agency “may approve only the alternative that causes the least overall harm in 
light of the statute's preservation purpose.” “Least overall harm” is determined by balancing 
the following list of factors: 

 The ability to mitigate adverse impacts to each Section 4(f) property (including any 
measures that result in benefits to the property);  

 The relative severity of the remaining harm, after mitigation, to the protected activities, 
attributes, or features that qualify each Section 4(f) property for protection;  

 The relative significance of each Section 4(f) property; 

 The views of officials with jurisdiction over each Section 4(f) property;  

 The degree to which each alternative meets the purpose and need for the project;  

 After reasonable mitigation, the magnitude of any adverse impacts to resources not 
protected by Section 4(f); and  

 Substantial differences in costs among the alternatives. 

Alternatives G (the Selected Alternative) and H (reasonable alternative in the FEIS) would affect the 
same historic properties in the same manner. Their ability to mitigate adverse impacts to each 
Section 4(f) property is also the same. Alternatives G and H are equally able to meet the project 
purpose and need. Concerning the last two bullets above, there are minor differences between the 
residential and business displacements of Alternatives G and H, with Alternative H having a 
greater impact in both cases. After mitigation, however, there would be no discernable differences 
in the magnitude of the two alternatives’ residential and business impacts. As noted, Alternative H 
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would be more expensive than Alternative G, but the difference would not be “substantial” given 
the overall cost. 

5.2.3 Planning to Minimize Harm 
Because impact to the 23 historic structures cannot be avoided or minimized, mitigation 
measures have been developed by the Nevada State Historic Preservation Office (SHPO), 
FHWA, and NDOT. FHWA and NDOT have proposed the following measures to resolve the 
adverse effects on historic properties resulting from the Selected Alternative. 

Documentation 
NDOT will record the eligible properties to be affected by the project with 35mm black and 
white photography. To mitigate for the demolition of the entire Buena Vista Historic District 
and part of the Glen Heather Estates neighborhood, NDOT’s Location Division will use Light 
Detection and Range (LiDAR) scanners to record the neighborhoods (see Section 3.13.6, Cultural 
Resources, regarding LiDAR). All houses in the Buena Vista Historic District will be scanned. 
The houses on the northeast and southwest sides of Loch Lomond Street in the Glen Heather 
Estates neighborhood will also be scanned. NDOT’s Location Division will develop three-
dimensional digital “fly-throughs” of the Buena Vista Historic District and Loch Lomond Street 
in the Glen Heather Estates neighborhood. The data will either be maintained by NDOT or 
provided to SHPO. 

Salvage 
Before demolition, the Buena Vista homes on Desert Lane, Martin Luther King Boulevard, and 
Hastings Avenue and the Glen Heather Estates homes on Loch Lomond Way will be opened for 
salvage. NDOT will advertise the salvage nationally to attract the largest number of people, and 
thus reuse as much of the historic building material as possible. 

Salvage activities will be allowed according to federal and state regulations governing asbestos 
containing materials, which may prohibit salvaging materials.  

Redevelopment 
Only part of each lot on the east side of Loch Lomond Way will be needed for highway widening. 
NDOT may sell the remaining land for re-development. If the remaining land is sold, NDOT 
will desire that the land is used in a way that is compatible with the surrounding neighborhood.  

NDOT will explore methods for encouraging that new construction in Glen Heather Estates is 
compatible with the historic feeling of the neighborhood, but may not have the legal authority to 
require developers to abide by its recommended architectural design guidelines. However, the 
City of Las Vegas, a cooperating agency on Project NEON, may be able to use the provisions of 
Assembly Bill 340 (passed in June 2009) to require that new construction be compatible with Glen 
Heather Estates' historic feeling. Among other things, Assembly Bill 340 expanded Las Vegas' 
ability to maintain the character of historic neighborhoods. 

Coordination 
Coordination with the SHPO by letter dated June 3, 2008, supports NDOT and FHWA’s 
definition of the direct APE and the visual (indirect) APE. The SHPO has concurred with the 
findings of NRHP eligibility and the findings of adverse effect (for 23 NRHP properties) and no 
adverse effect (for 13 additional NRHP properties) by letter (see Appendix A of the FEIS). 
Consultation with the Moapa, Las Vegas Paiute, and Pahrump Paiute resulted in no 
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outstanding concerns from the tribes. The Native American Consultation Report documenting 
the tribal consultations for Project NEON was completed June 7, 2006.  

No comments on the Draft or Final Section 4(f) Evaluations were received during the public 
comment periods. 

5.2.4 Section 4(f) Conclusion 
Based on the considerations discussed above and in the FEIS, there is no feasible and prudent 
alternative to displacing the 23 historic structures. The Programmatic Agreement signed by 
SHPO, FHWA, and NDOT on September 2, 2010, specifies the process FHWA and NDOT will 
follow to avoid, lessen, or mitigate the adverse effects each phase of the project will have on 
properties that are eligible for inclusion in, or included in the NRHP. A copy of the signed 
Programmatic Agreement is found in Appendix A. The Selected Alternative includes all 
possible planning to minimize harm to the 23 historic buildings resulting from their proposed 
removal.  

6. Measures to Minimize Harm 
Impacts of the Selected Alternative have been evaluated and minimized to the extent 
practicable. Mitigation proposed for the impacts are summarized below and fully described in 
Section 3.17 of the FEIS. The mitigation measures will be implemented either before or 
concurrently with each phase of the project’s proposed construction activities.  

6.1 Traffic Management  
The contractor and NDOT will coordinate with the City, RTC, and local emergency service 
providers in developing detour plans, including the maintenance of transit service and of 
pedestrian circulation compliant with the Americans with Disabilities Act. Emergency service 
providers, and RTC will be given advance notice of road and sidewalk closures and detour 
routes. 

Temporary closure of parts of I-15 and adjacent arterials for overhead construction or 
demolition will exempt emergency vehicles. 

The contractor will maintain local access and circulation to neighborhoods and businesses 
during construction for pedestrians and motorists. 

Construction of the Selected Alternative is not expected to compromise transit service. A bus stop 
on the south side of Alta Drive near I-15 may be relocated. To mitigate the effects of temporary 
service changes, an extensive and coordinated public information program will be developed by 
NDOT in coordination with RTC as the Selected Alternative moves through final design and into 
construction. Ongoing coordination with RTC will minimize disruptions to transit and maintain 
existing bus stops. 

6.2 Utilities 
Prior rights and franchise agreements with the City, County, and NDOT will dictate whether 
utility companies are responsible in full or in part for the cost of the physical relocation and 
easements. 
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6.3 Property Acquisition 
In the process of acquiring the real estate that NDOT requires to construct Project NEON, there 
will be a planning or preparation phase followed by the actual acquisition process. NDOT will 
implement mitigation measures in each phase. A description of the mitigation measures in each 
phase is found below. 

6.3.1 Planning/Preparation Phase 
Prior to beginning real estate negotiations with members of the environmental justice 
community that Project NEON will affect, NDOT will perform a number of outreach activities 
designed to deepen their understanding of the project’s potential impacts to community 
cohesion and relocation needs beyond obtaining a new residence. To obtain this information, 
NDOT will meet with the City of Las Vegas Neighborhood Services Department, the City 
Council member representing the ward where the environmental justice relocations reside, 
church leaders, and the Latin Chamber of Commerce.  

NDOT will also coordinate with the Department of Housing and Urban Development (HUD), 
the Southern Nevada Regional Housing Authority (SNRHA), and the Nevada State Housing 
Division (NSHD) to ensure that families relocated by Project NEON have information about the 
widest range of housing opportunities and other programs that HUD, SNRHA, and NSHD offer 
to qualifying families during the project’s real estate phases. As part of the coordination with 
the housing agencies, NDOT commits to:  

 Conduct training workshops for their relocation staff to familiarize them with the housing 
options and programs that are available through HUD, SNRHA, and NSHD;  

 Conduct a housing fair during each real estate phase, in cooperation with HUD, SNRHA, 
and NSHD to allow affected residents to learn about housing options beyond the private 
market and related programs that may facilitate the transition to a new residence. 
Translators will provided as needed at these fairs; and  

 Conduct an annual meeting with HUD, SNRHA, and NSHD to provide them updated 
information on the status of Project NEON real estate issues and to obtain from the housing 
agencies an update on the quantity of subsidized housing units in the Las Vegas Valley. 

Additionally, NDOT has committed to updating the Project NEON Relocation Study after this 
Record of Decision is completed and right of way is set. If available, 2010 Census data will be 
used for the updated study. 

6.3.2  Acquisition Phase 
Federal property acquisition law provides for a payment of just compensation for properties 
displaced for a federally funded transportation project (Uniform Relocation Assistance and Real 
Property Acquisition Policies Act of 1970, as amended [Uniform Act]). Acquisition price, 
replacement dwelling costs, moving expenses, increased rental or mortgage payments, closing 
costs, and other relocation costs are covered for residential displacements. The Uniform Act 
establishes uniform and equitable procedures for land acquisition and provides for uniform and 
equitable treatment of persons relocated from their homes by federally assisted programs. 

The NDOT Right-of-Way Division, under the provisions of the Uniform Act, will ensure that 
property owners who are affected directly receive fair market value for the acquired right-of-
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way. It is NDOT policy that persons relocated as a result of highway programs receive fair and 
humane treatment and not suffer unnecessarily as a result of programs designed for the benefit 
of the public. Legally permitted property access will be perpetuated in the after-condition. 
A full inventory of available housing will be conducted and identified by the NDOT Right-of-
Way Division at the time of final appraisal and acquisition of right-of-way. NDOT will ensure 
the following: 

 All affected property owners and renters will be interviewed during the real estate 
acquisition phase; 

 No person in legal occupancy of properties within the project area will be required to vacate 
in less than 90 days, unless vacancy is required for safety or health reasons; 

 No pre-acquisition residential occupant will be required to relocate until comparable decent, 
safe, and sanitary replacement housing has been made available; 

 No post-acquisition occupants qualifying as low income will be required to relocate until 
adequate decent, safe, and sanitary housing has been made available within their financial 
means; 

 Before relocation, comparable or adequate replacement dwellings will be made available or 
provided for each eligible relocated person; such availability or provision will be 
accompanied by an analysis of the relocation problems involved and a specific plan for their 
resolution; 

 No nonresidential displacees will be required to vacate without assistance in assessing their 
specific relocation needs or locating potential replacement properties; 

 All manner of notices required by the controlling laws will be provided to all persons 
relocated by Project NEON; 

 Relocation payments will be in the amounts required by law for successful relocations; and 

 Relocation procedures will be realistic and adequate to provide orderly, timely, and efficient 
relocation of relocated persons. 

NDOT will maintain local access and circulation to neighborhoods, businesses, and area public 
services during construction for pedestrians and motorists. The Project NEON relocation 
program will help AMR Ambulance and Emergency Service find new quarters, preferably 
within or near the Las Vegas Medical District.  

6.4 Visual Character/Aesthetics 
NDOT will provide aesthetic treatments to noise barriers and structures within the project area 
in accordance with NDOT’s Landscape and Aesthetics Master Plan.2 New freeway and street 
lighting will employ shields to minimize light and glare impacts on adjacent residences located 
west of I-15. 

As part of the design process, NDOT established a task force to develop the aesthetic design 
theme and preliminary aesthetic design plans for both structures and landscape. The task force, 

                                                      
2http://www.nevadadot.com/pub_involvement/landscape/unlv/MasterPlan-July3.pdf  
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which began meeting in July 2006, includes NDOT and City of Las Vegas staff, consultant 
engineers, landscape architects and public involvement specialists. The task force developed a 
set of three overriding themes: The Vibrant Desert, Meadows Redux, and The Corridor of Light 
and Shadow. The task force refined each theme and the themes were presented to the public at 
an open house meeting in January 2007. The task force developed the Aesthetics and Landscape 
Requirements Report (2006), which details the proposed aesthetic treatments to specific locations 
and structures in the project. The report can be found on the CD at the back of the DEIS or FEIS. 
The aesthetic treatments are considered an element of the plan and will be incorporated into the 
project’s plans, specifications, and estimate and constructed along with the other Project NEON 
components. 

6.5 Water Resources 
6.5.1 Groundwater 
Any water used to construct Project NEON will be provided by an established utility or under 
permit issued by the Department of Conservation and Natural Resources (Division of Water 
Resources.). 

Any water or monitor wells or boreholes that may be located on either acquired or transferred 
lands are the ultimate responsibility of the owner of the property at the time of the transfer and 
must be plugged and abandoned as required in Chapter 534 of the Nevada Administrative 
Code. If any previously unidentified wells are encountered during project construction, the 
contractor will be responsible for Nevada Department of Water Resources notification and for 
retaining a Nevada-licensed driller to abandon the well if necessary.  

6.5.2 Water Quality 
The U.S. Army Corps of Engineers’ (USACE’s) comments on the DEIS indicated that NDOT 
should prepare an “Aquatic Resources Report” to ascertain the extent of waters on the project 
site. During final design NDOT will prepare the report and submit it to the USACE for review. 
If the USACE determines that Project NEON would affect waters of the U.S. a Section 404 
permit will be required. A Section 401 Water Quality Certification issued by the Nevada 
Department of Environmental Protection (NDEP), Bureau of Water Quality Planning, will be 
required for water quality assurances. If construction equipment is required to enter any of the 
ephemeral stream channels, then a Temporary Working in Waterways Permit issued by NDEP, 
Bureau of Water Pollution Control, will be obtained by the contractor.  

As part of the freeway design, source control best management practices will be followed to 
protect the surface water. Best management practices address site soil stabilization and reduce 
deposition of sediments and other pollutants in the adjacent surface waters. Typical measures 
include the application of soil stabilizers such as landscaping, mulch, and rock slope protection 
at storm drain outlets. Best management practices will also be implemented during 
construction. As part of the development of best management practices for the project, NDOT’s 
construction contractor must file a Notice of Intent with NDEP’s Bureau of Water Pollution 
Control. The Notice of Intent, and related documents, will provide coverage under the General 
Permit for Stormwater Discharges Associated with Construction Activity (NVR100000). A 
Stormwater Pollution Prevention Plan will be developed before the Notice of Intent is 
submitted. The Plan will outline temporary erosion and sediment controls by incorporating best 
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management practices that will reduce the nonpoint source pollution typically associated with 
construction activities. 

6.6 Noise 
The cost reasonableness of noise barriers was reevaluated as part of the FEIS. The reevaluation 
concluded that five noise barriers will meet FHWA guidelines and NDOT’s feasibility and cost 
reasonableness criteria. The noise barriers extend along the Selected Alternative improvements 
from approximately Meade Avenue south of the Sahara Avenue interchange to just north of 
Alta Drive. 

6.7 Air Conformity/Air Quality  
The project-level conformity analysis provided in Section 3.11 of the FEIS, supplemented with 
additional analysis provided in Appendix B of this Record of Decision, demonstrates that the 
project-level transportation conformity requirements of 40 CFR Part 93 have been met. Project 
NEON is included in the approved Regional Transportation Commission of Southern Nevada 
2009-2012 Transportation Improvement Program (TIP) and 2009-2030 Regional Transportation 
Plan (RTP), which were found to conform to the applicable State Implementation Plan (SIP) by 
the FHWA and FTA in March 2009 in accordance with the U.S. Environmental Protection 
Agency (USEPA) Transportation Conformity Rule (40 CFR 93).  The design concept and scope 
of the Selected Alternative have not changed significantly from those assumed in the regional 
emissions analysis.  Therefore, in accordance with the transportation related requirements 
federal Clean Air Act, this project conforms to the SIP and will not cause any new or contribute 
to any existing regional exceedances of the National Ambient Air Quality Standards. 

Air quality impacts during construction will be generated by motor vehicle, machinery, and 
particulate emissions resulting from earthwork and other construction activities. Best practices 
that NDOT will implement during construction to minimize construction-related air quality 
issues include:  

 Use appropriate construction staging locations that eliminate or minimize conflict with 
residential neighborhoods while reducing the potential for excessive travel to and from the 
work site at the expense of air quality;  

 Limit idle times of diesel related construction equipment per federal, state and local laws, 
regulations and ordinances; and 

 Use ultra low sulfur diesel fuel in all diesel powered construction equipment. 

Impacts associated with fugitive dust generated by construction will be mitigated by standard 
dust control measures. Such measures include frequent watering of construction sites with large 
expanses of exposed soil, watering debris generated during the demolition of existing 
structures, washing construction vehicle tires before they leave construction sites, and securing 
and covering equipment and loose materials before transport. Dust control during construction 
will be accomplished in accordance with the latest version of NDOT’s Standard Specifications for 
Road and Bridge Construction, which requires the application of water or other dust control 
measures during road construction. Furthermore, as required by the Transportation Control 
Measures of the 2001 PM10 SIP, the construction will comply, as applicable, with Transportation 
Construction Rules 90–94 (Clark County Air Quality Regulations Sections 90–94). 
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6.8 Hazardous Materials 
Contaminated soil excavated from construction areas and generated hazardous wastes will 
need to be analyzed before disposal to determine disposal options. Contaminated soil and 
potential hazardous wastes determined to contain hazardous and toxic materials in excess of 
applicable criteria will be managed and disposed of in accordance with applicable local, state, 
and federal hazardous waste regulations. Surveys will be conducted to identify asbestos 
containing materials for appropriate action prior to disturbing the asbestos containing materials 
or demolishing structures. 

6.9 Cultural Resources  
The mitigation process for the project’s historic resources impacts are discussed in Section 5.2.3 
of this document.  

7. Monitoring and Enforcement Program 
Permits and related approvals require coordination with NDEP (Bureau of Water Quality 
Planning) and USACE to ensure compliance with stormwater regulations and regulations 
protecting streams and possibly wetlands. Stream and wetland impacts require compliance 
with Section 404 of the Clean Water Act. The USACE indicated in their April 12, 2010, letter 
that a Section 404 permit may be necessary depending on the project's impacts on intermittent, 
seasonal and/or ephemeral drainages (FEIS Appendix B). During final design NDOT 
will prepare an Aquatic Resources Report for USACE review that will identify the waters of the 
U.S. along the project and potential impacts to those resources. USACE will then determine 
whether a Section 404 permit is required and, if required, the appropriate Section 404 permit 
based on the project's impacts. Water quality certification, pursuant to Section 401 of the Clean 
Water Act, may be required from the NDEP (Bureau of Water Quality Planning) depending on 
the findings of the Aquatic Resources Report. If construction equipment is required to enter any 
of the ephemeral stream channels, then a Temporary Working in Waterways Permit issued by 
Nevada Division of Environmental Protection (Bureau of Water Pollution Control) will be 
obtained. 

As part of the freeway design, source control best management practices will be followed. As part 
of the development of best management practices for the project, NDOT’s construction contractor 
must file a Notice of Intent with NDEP’s Bureau of Water Pollution Control to obtain coverage 
under the General Permit for Stormwater Discharges Associated with Construction Activity 
(NVR100000). A Stormwater Pollution Prevention Plan will be developed before the Notice of 
Intent is submitted. The Plan will outline temporary and permanent erosion and sediment 
controls, locate stormwater discharge points, and describe best management practices to be 
implemented to prevent or reduce to the maximum extent practical stormwater pollutant 
discharge associated with construction activities. Doing so will satisfy requirements for a National 
Pollution Discharge Elimination System permit and Section 402 of the Clean Water Act. 

NDOT will coordinate with FHWA and the SHPO to implement the provisions of the 
Programmatic Agreement, which is in Appendix A of this document.  

NDOT’s construction contractor will coordinate with the Clark County Department of Air 
Quality & Environmental Management to obtain a dust control permit prior to the start of 
construction. 
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8. Comments on Final EIS 
The FEIS was made available for agency and public review beginning on June 2, 2010. The 
Notice of Availability was published in the Federal Register on June 11, 2010, and the comment 
period closed on July 16, 2010. The following are summaries of letters and comments that were 
received from federal, state, and local agencies and interest groups as part of the public record. 
Appendix B of this document contains copies of letters from agencies and the public on the 
FEIS, and responses to those comments.  

8.1 Federal/County/Local Agencies 
8.1.1 U.S. Environmental Protection Agency 
Based on the project’s number of potential relocations, the USEPA recommended that FHWA 
and NDOT outreach thoroughly to potential displacees and revisit the conclusion that no 
environmental justice impacts will occur as a result of the project. USEPA continues to believe 
the project may be a Project of Air Quality Concern, and recommends consultation with the 
RTC and USEPA air quality staff regarding this issue. Finally, they provided recommendations 
that mobile source air toxics impacts be assessed and mitigated.  

8.1.2  Federal Emergency Management Agency  
The Federal Emergency Management Agency (FEMA) requested NDOT to review the current 
effective countywide Flood Insurance Rate Maps for Clark County and the City of Las Vegas. 
They noted that the City of Las Vegas is a participant in the National Flood Insurance Program, 
and summarized the program’s minimum, basic floodplain management building 
requirements. 

8.1.3 Federal Aviation Administration 
The Federal Aviation Administration (FAA) noted that the project would not impact airports in 
the Las Vegas area.  

8.1.4 Department of Air Quality & Environmental Management 
The Clark County Department of Air Quality & Environmental Management does not 
anticipate any significant impacts to air quality associated with the project’s proposed 
improvements. They stated that Project NEON meets conformity requirements for carbon 
monoxide, ozone, and particulate matter by its inclusion in the conforming regional 
transportation plan adopted by the RTC. 

8.1.5 City of Las Vegas Public Works Department 
The City of Las Vegas provided comments on design issues for the Charleston Boulevard 
interchange, the Alta Drive interchange, and the Martin Luther King/Industrial Road 
Connector.  

8.2 Letters and Comments Received from the Public 
A number of comments were received on the project hotline, email, and web site during the 
public comment period. The comments were generally requests to be placed on the project 
mailing list and real estate issues at specific properties. The comments were addressed by the 
project’s public involvement and real estate staff. 
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The two letters received from the public are summarized below and found in Appendix B. 

8.2.1 First Letter 
The homeowner’s association requested NDOT to coordinate with them during the design 
phase so the neighborhood could have input into the design of the proposed noise barrier 
adjacent to their neighborhood.  

8.2.2 Second Letter 
The commenter raised a number of issues including, environmental justice concerns for 
residents living along Martin Luther King Boulevard north of Charleston Boulevard, the 
impacts of the Martin Luther King/Industrial Road Connector on residents of West Las Vegas, 
the project’s impacts on the Agassi Boys’ and Girls’ Club (800 North Martin Luther King 
Boulevard), and the lack of coordination with the RTC. 
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9. Conclusion 
The environmental record for Project NEON includes both the DEIS and draft Section 4(f) 
Evaluation (September 2009) and FEIS and final Section 4(f) Evaluation (May 2010). The 30-day 
FEIS/Section 4(f) evaluation availability period was published in the June 11, 2010, Federal 
Register and expired on July 16, 2010. These documents, incorporated here by reference, 
constitute the statements required by NEPA and Title 23, United States Code (U.S.C.). 

Having considered the environmental record noted above, the mitigation measures discussed 
herein, the written and oral comments offered by other agencies and the public on this record, 
and the written responses to comments, the FHWA has determined that (1) adequate 
opportunity was offered for the presentation of views by all parties with a significant economic, 
social, or environmental interest; (2) fair consideration has been given to the preservation and 
enhancement of the environment and to the interests of the communities in which the project is 
located; and (3) all reasonable steps have been taken to minimize adverse environmental effects 
of the proposed project. 

It is the decision of FHWA to advance the project. In so doing, FHWA concludes that Project 
NEON complies with all applicable provisions of the National Environmental Policy Act, 
specifically 42 U.S.C. 4332. 

 

Per SAFETEA-LU, a federal agency may publish a notice in the Federal Register, pursuant to 23 
USC §139(l), indicating that one or more federal agencies have taken final action on permits, 
licenses, or approvals for a transportation project. If such notice is published, claims seeking 
judicial review of those federal agency actions will be barred unless such claims are filed within 180 
days after the date of publication of the notice, or within such shorter time period as is specified in 
the federal laws pursuant to which judicial review of the federal agency action is allowed. If no 
notice is published, then the periods of time that otherwise are provided by the federal laws 
governing such claims will apply. 
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Summary of Project NEON Mitigation Measures 

The mitigation measures below will be implemented during or before construction of Project 
NEON. NDOT will be primarily responsible for implementing the mitigation measures. The 
order of the mitigation measures follows the order in the Final EIS and this Record of Decision. 
These measures will be documented in project plans, designs, specifications and compliance 
documents as appropriate. For reference purposes, the Final EIS (FEIS) page numbers are 
provided in the table below to allow the reader to locate the cross-referenced discussion, in 
context, if needed, to clarify understanding of a given mitigation measure. It should be noted 
that multiple FEIS page numbers are noted for each resource topic because mitigation measures 
were discussed within the individual resource topics within Section 3 and collectively at the end 
of Section 3. For a few mitigation measures, particularly those dealing with the property 
acquisition process, there are only references to page numbers in the Record of Decision. This is 
the case because the mitigation measure was developed after the FEIS was signed and 
distributed. 

Abbreviations and acronyms used below are as follows: 

ACM Asbestos containing material 
AE Aesthetics 
AQ  Air quality 
CR Cultural Resources   
FHWA Federal Highway Administration 
GW & WQ Groundwater and Water Quality 
HM Hazardous Materials 
HUD Department of Housing and Urban Development 
LiDAR Light Detection and Range 
NDEP Nevada Division of Environmental Protection 
NDOT Nevada Department of Transportation 
NS Noise 
NSHD Nevada State Housing Division 
RE Relocations 
RTC  Regional Transportation Commission of Southern Nevada 
SE (TM) Socioeconomic (Traffic Management) 
SHPO State Historic Preservation Officer 
SNRHA Southern Nevada Regional Housing Authority 
USACE U.S. Army Corps of Engineers 
UT Utilities 
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Mitigation Measure 

Description ROD FEIS 

p. 16  SE (TM) 
pp. 3‐12, 
3‐13, 3‐
41, 3‐87, 
3‐89 

The contractor and NDOT will coordinate with the City, RTC, and 
local emergency service providers in developing detour plans, 
including the maintenance of transit service and pedestrian circulation 
compliant with the Americans with Disabilities Act. 

Emergency service providers and RTC will be given advance notice of 
road and sidewalk closures and detour routes. 

Temporary closure of parts of I-15 and adjacent arterials for overhead 
construction or demolition will exempt emergency vehicles. 

The contractor will maintain local access and circulation to 
neighborhoods and businesses during construction for pedestrians 
and motorists. 

A bus stop on the south side of Alta Drive near I-15 may be relocated. 
To mitigate the effects of temporary service changes a public 
information program will be developed by NDOT in cooperation with 
the RTC as the Selected Alternative moves through final design and 
into construction. Ongoing coordination with RTC will minimize 
disruptions to transit and maintain existing bus stops. 

p. 16  UT        
pp. 3‐30, 
3‐88 

Prior rights and franchise agreements with the City, County, and 
NDOT will dictate whether utility companies are responsible in full or 
in part for the cost of the physical relocation and easements. 

p. 17  Mitigation 
measure 
developed 
after FEIS 
signed 

NDOT will coordinate with the Department of Housing and Urban 
Development (HUD), the Southern Nevada Regional Housing 
Authority (SNRHA), and the Nevada State Housing Division (NSHD) 
to ensure that relocated families have information about the widest 
range of housing opportunities and other programs that those 
agencies offer to qualifying families. NDOT commits to:  

 Conduct training workshops for their relocation staff to 
familiarize them with the housing options and programs that 
are available through HUD, SNRHA, and NSHD;  

 Conduct a housing fair during each real estate phase, in 
cooperation with HUD, SNRHA, and NSHD to allow affected 
residents to learn about housing options beyond the private 
market and related programs that may facilitate the transition 
to a new residence. Translators will be provided as needed at 
these fairs; and  

 Conduct an annual meeting with HUD, SNRHA, and NSHD to 
provide them updated information on the status of Project 
NEON real estate issues and to obtain from the housing 
agencies an update on the quantity of subsidized housing units 
in the Las Vegas Valley. 
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Mitigation Measure 

Description ROD FEIS 

p. 17  Mitigation 
measure 
developed 
after FEIS 
signed 

Prior to beginning real estate negotiations with the EJ community that 
will be relocated, NDOT will perform a number of outreach activities 
designed to deepen their understanding of the project’s potential 
impacts to community cohesion and relocation needs beyond 
obtaining a new residence. NDOT will meet with the City of Las Vegas 
Neighborhood Services Department, the City Council member 
representing the ward where the environmental justice relocations 
reside, church leaders, and the Latin Chamber of Commerce. 

p. 17  RE 
p. 3‐37 

NDOT has committed to updating the Project NEON Relocation Study 
after the Record of Decision is completed and right of way is set. If 
available, 2010 Census data will be used for the updated study. 

pp. 17, 
18 

RE         
pp. 3‐39 
through 
3‐41, 3‐
88, 3‐89 

Uniform Act and standard NDOT relocation practices will be 
followed. 

pp. 18, 
19 

AE        
pp. 3‐43, 
3‐90 

NDOT will provide aesthetic treatments to noise barriers and 
structures within the project area in accordance with NDOT’s 
Landscape and Aesthetics Master Plan. New freeway and street 
lighting will employ shields to minimize light and glare impacts on 
adjacent residences located west of I-15. 

A project task force developed the Aesthetics and Landscape 
Requirements Report (2006), which details the proposed aesthetic 
treatments to specific locations and structures in the project. The 
report can be found on the CD at the back of the DEIS or FEIS. The 
aesthetic treatments are considered an element of the Master Plan and 
will be incorporated into the project’s plans, specifications, and 
estimate and constructed along with the other Project NEON 
components. 

pp. 19, 
20 

GW & WQ   
pp. 3‐46, 
3‐47, 3‐
90, 3‐91 

Groundwater — If any previously unidentified wells are encountered 
during project construction, the contractor would be responsible for 
Nevada Department of Water Resources notification and for retaining 
a Nevada-licensed driller to abandon the well if necessary. 

Water Quality — The U.S. Army Corps of Engineers’ (USACE’s) 
comments on the DEIS indicated that NDOT should prepare an 
“Aquatic Resources Report” to ascertain the extent of waters on the 
project site. During final design NDOT will prepare the report and 
submit it to the USACE for review. If the USACE determines that 
Project NEON would affect waters of the U.S. a Section 404 permit will 
be required.  

A Section 401 Water Quality Certification issued by the Nevada 
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Mitigation Measure 

Description ROD FEIS 

Division of Environmental Protection (NDEP), Bureau of Water 
Quality Planning, will be required. If construction equipment is 
required to enter any of the ephemeral stream channels, then a 
Temporary Working in Waterways Permit issued by NDEP, Bureau of 
Water Pollution Control, would be obtained by the contractor.  

As part of the freeway design, source control best management practices 
would be followed. Best management practices address site soil 
stabilization and reduce deposition of sediments and other pollutants in 
the adjacent surface waters. Best management practices would also be 
implemented during construction. As part of the development of best 
management practices for the project, NDOT’s construction contractor 
must file a Notice of Intent with NDEP’s Bureau of Water Pollution 
Control. The Notice of Intent, and related documents, would provide 
coverage under the General Permit for Stormwater Discharges 
Associated with Construction Activity (NVR100000). A Stormwater 
Pollution Prevention Plan will be developed before the Notice of Intent 
is submitted. The Plan will outline temporary erosion and sediment 
controls by incorporating best management practices that will reduce 
the nonpoint source pollution typically associated with construction 
activities.  

p. 20  NS  
pp. 3‐55 
through 
3‐61, 3‐91 

The Final EIS concluded that five noise barriers would meet FHWA 
guidelines and NDOT’s feasibility and cost reasonableness criteria. 
The noise barriers extend along the Selected Alternative improvements 
from approximately Meade Avenue south of the Sahara Avenue 
interchange to just south of Alta Drive. In addition, if feasible, new 
and replacement noise barriers could be constructed early in the 
project schedule to mitigate potential construction noise. 

p. 20  AQ         
pp. 3‐75, 
3‐76 

Best practices NDOT will implement during construction to minimize 
construction-related air quality issues include: 

 Use appropriate construction staging locations that eliminate 
or minimize conflict with residential neighborhoods while 
reducing the potential for excessive travel to and from the 
work site; 

 Limit idle times of diesel related construction equipment per 
federal, state and local laws, regulations and ordinances; and 

 Use ultra low sulfur diesel fuel in all diesel powered 
construction equipment. 

Impacts associated with fugitive dust generated by construction will 
be mitigated by standard dust control measures. Such measures 
include frequent watering of construction sites with large expanses of 
exposed soil, watering debris generated during the demolition of 
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Mitigation Measure 

Description ROD FEIS 

existing structures, washing construction vehicle tires before they 
leave construction sites, and securing and covering equipment and 
loose materials before transport. Dust control during construction will 
be accomplished in accordance with the latest version of NDOT’s 
Standard Specifications for Road and Bridge Construction, which 
requires the application of water or other dust control measures 
during road construction. Furthermore, as required by the 
Transportation Control Measures of the 2001 PM10 SIP, the 
construction will comply, as applicable, with Transportation 
Construction Rules 90–94 (Clark County Air Quality Regulations 
Sections 90–94). 

NDOT’s construction contractor will coordinate with the Clark County 
Department of Air Quality & Environmental Management to obtain a 
dust control permit prior to the start of construction. 

p. 21  HM       
pp. 3‐78, 
3‐91 

Contaminated soil excavated from construction areas and generated 
hazardous wastes would need to be analyzed before disposal to 
determine disposal options. Contaminated soil and potential 
hazardous wastes determined to contain hazardous and toxic 
materials in excess of applicable criteria would be managed and 
disposed of in accordance with applicable local, state, and federal 
hazardous waste regulations. Surveys would be conducted to identify 
asbestos containing material (ACM) for appropriate action prior to 
disturbing the ACM or demolishing structures. Efforts would be made 
to recycle non-hazardous materials in accordance with USEPA 
guidelines. 

p. 15  CR           
p. 3‐82  

To mitigate Project NEON’s impacts on historic resources NDOT will 
coordinate with FHWA and the SHPO to implement the provisions of 
the Programmatic Agreement, which is in Appendix A of the ROD. 

p. 15  CR            
pp. 3‐83, 
3‐91 

NDOT would record the affected eligible properties with 35mm black 
and white photography. To mitigate for the demolition of the entire 
Buena Vista historic district and part of the Glen Heather subdivision, 
NDOT’s Location Division would use Light Detection and Range 
(LiDAR) scanners to record the neighborhoods. All houses in the 
Buena Vista Historic District and the houses on the northeast and 
southwest sides of Loch Lomond Street in the Glen Heather Estates 
subdivision would be scanned. NDOT’s Location Division would 
develop three-dimensional digital “fly-throughs” of the Buena Vista 
Historic District and Loch Lomond Street in the Glen Heather Estates 
subdivision. The data would be either maintained by NDOT or 
provided to SHPO. 
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Mitigation Measure 

Description ROD FEIS 

p. 15  CR 
pp. 3‐83, 
3‐91 

Before demolition, the Buena Vista homes on Desert Lane, Martin 
Luther King Boulevard, and Hastings Avenue and the Glen Heather 
Estates homes on Loch Lomond Way would be opened for salvage. 
NDOT would advertise the salvage nationally to attract the largest 
number of people, and thus reuse as much of the historic building 
material as possible. Salvage activities would be allowed according to 
federal and state regulations governing ACM, which may prohibit 
salvaging. 

p. 15  CR 
pp. 3‐83,  
3‐92 

Only part of each lot on the east side of Loch Lomond Way would be 
needed for highway widening. NDOT may sell the remaining land for 
redevelopment. If the remaining land is sold, NDOT would desire that 
the land is used in a way that is compatible with the surrounding 
neighborhood.  

NDOT would explore methods for encouraging that new construction 
in Glen Heather Estates is compatible with the historic feeling of the 
neighborhood, but may not have the legal authority to require 
developers to abide by its recommended architectural design 
guidelines. However, the City of Las Vegas, a cooperating agency on 
Project NEON, may be able to use the provisions of Assembly Bill 340 
(passed in June 2009) to require that new construction be compatible 
with Glen Heather Estates’ historic feeling. Among other things, 
Assembly Bill 340 expanded Las Vegas’ ability to maintain the 
character of historic neighborhoods. 
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Exhibit 5
Martin Luther King Boulevard/Industrial Road Connector
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Appendix A 
Signed Programmatic Agreement with the SHPO

































Appendix B 

SHPO Concurrence Letter for Project Neon 



















































Appendix B 
Agency and Public Comments on the Final EIS, 

and the Responses to Comments 
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1. The detailed responses to USEPA’s concerns about coordinating with residents displaced by 
Project NEON and the Final EIS’ conclusions about environmental justice are addressed in 
responses 3 and 5, respectively. 

2. The detailed response to USEPA’s contention that Project NEON may be a Project of Air 
Quality Concern is found in response 7. The recommendation that FHWA and NDOT 
commit to specific construction emissions mitigation measures and assess and mitigate 
mobile source air toxics impacts is addressed in responses 8 through 11.



3

4



3. To clarify the recommendation in the first bullet on page 3, NDOT is assuming that the 
relocated residents of concern would be those protected by the environmental justice 
executive order. Of the project’s 339 potential residential displacements, 220 would be 
minority occupied units identified as the environmental justice population of concern. See 
Section 3.3.1 of the FEIS for more information on how the project’s environmental justice 
population was identified and Table 3-7 for how the number of minority occupied units was 
determined. The remaining 119 potential residential displacements would not be covered 
under the environmental justice executive order, and therefore, mitigation for their 
residential relocations would be the provisions of the Uniform Relocation Act.  

The text in Section 6.3.1 of the Record of Decision (ROD) describes the actions NDOT will 
take above and beyond the requirements of the Uniform Relocation Act in relocating 
residents. Briefly summarized, the additional measures NDOT will take include: 

 Coordinating with the City of Las Vegas Neighborhood Services Department, the 
appropriate City Council member, church leaders, and the Latin Chamber of Commerce 
prior to beginning real estate negotiations to deepen NDOT’s understanding of the 
project’s potential impacts to community cohesion and relocation needs beyond 
obtaining a new residence.   

 Coordinating with the Department of Housing and Urban Development (HUD), the 
Southern Nevada Regional Housing Authority (SNRHA), and the Nevada State 
Housing Division (NSHD) to ensure that families relocated by Project NEON have 
information about the widest range of housing opportunities and other programs that 
HUD, SNRHA, and NSHD offer to qualifying families during the project’s real estate 
phases.  

4. NDOT’s commitment to interview all property owners and renters during the real estate 
acquisition phase is found in the first bullet under Section 6.3.2 of this document. The 
outreach activities NDOT will be involved in with residents relocated by the project are 
found in Section 6.3.1. It should be noted that no residential displacements are anticipated 
during Phase 1 of the project (2012).  

 

 

 

 

 

 

 

 

 

 



5

6



5. The Final EIS does not conclude that no environmental justice impacts will occur as result of 
the project. At the bottom of page 3-20, it states that “Approximately 2.5 times more 
minority occupied residential units would be displaced by the preferred alternative than 
non-minority occupied units.” On page 3-23, it states “Given the adverse impacts on the 
environmental justice community, Step 4 will be completed to determine whether Project 
NEON has disproportionately high and adverse impacts.” The position taken in the Section 
3.3.4 of the FEIS is that the project does not have disproportionately high and adverse effects 
on the environmental justice population after taking the project’s offsetting benefits into 
account. The project’s offsetting benefits are described on pages 3-23 through 3-25 of the 
Final EIS and include, among other things, the opportunity to move from renter to 
homeowner, relocate to a larger dwelling, and move to a neighborhood with greater 
community cohesion. The additional mitigation measures NDOT is committing to in the 
ROD are discussed in Sections 6.3.1 and 6.3.2. NDOT acknowledges the possibility of 
mitigation measures other than those discussed in this document being uncovered during 
the community interviews and interviews with affected residents as described in Section 
6.3.1. NDOT will consider additional opportunities to assist the environmental justice 
population at that time. 

6. The outreach activities NDOT will conduct with the residents relocated by Project NEON 
are described in the response to comment 3 and described in more detail in Section 6.3.1 of 
this ROD. NDOT will continue to look for opportunities to identify other measures in each 
phase of project development. The coordination activities with HUD, SNRHA, and NSHD 
described in Section 6.3.1 were identified during a meeting NDOT and FHWA held with 
those agencies on August 9, 2010. The purpose of the meeting was to obtain the housing 
agencies’ input on the ability of subsidized housing to accommodate Project NEON’s 
relocated residents and to learn more about other programs the agencies offer that could 
assist residents in moving to a new dwelling. The representatives from HUD and SNRHA 
stated that their agencies could absorb all 308 relocations proposed in Phase 2 of Project 
NEON if necessary.   
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7.  On August 3, 2010, NDOT held a conference call with the Regional Transportation 
Commission of Southern Nevada (RTC), the Clark County Department of Air Quality and 
Environmental Management (DAQEM), and the FHWA to discuss concerns regarding 
Project NEON and whether or not it should be considered a Project of Air Quality Concern 
for PM10.  DAQEM had previously submitted a letter regarding the project on July 12, 2010 
(Appendix B) and did not provide any additional input.  Following the conference call, input 
was provided by RTC in a letter dated September 13, 2010 (Appendix B).  Based on input 
from USEPA, a PM10 Conformity Hot Spot Analysis Form was prepared for the project and 
distributed to USEPA, RTC, NDOT, DAQEM, and FHWA on October 18, 2010 with 
additional follow-up documentation submitted to USEPA on October 21, 2010.  On October 
21, 2010, USEPA responded that circulation and review of the documents met their needs for 
interagency consultation and could serve for the hot spot analysis to complete the project-
level conformity requirements for the project.  The PM10 documentation for Project NEON 
is included in Appendix B. 

8. NDOT reevaluated the list of potential construction-related air quality mitigation measures 
in the response to comment 17 in the FEIS and identified the following measures that it 
would commit to in the ROD: 

 Use appropriate construction staging locations that eliminate or minimize conflict with 
residential neighborhoods while reducing the potential for excessive travel to and from 
the work site at the expense of air quality; 

 Limit idle times of diesel related construction equipment per federal, state and local 
laws, regulations and ordinances; and 

 Use ultra low sulfur diesel fuel in all diesel powered construction equipment.  
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9. USEPA’s comments mention the 2007 NCHRP report on MSAT methodologies. Among 
other simplifying assumptions, this analysis assumes that vehicles will never be any cleaner 
than they were in calendar year 2008.   This means that the NCHRP analysis only includes a 
few years of USEPA’s 2004 Tier 2 standards, none of the benefit of the 2007 heavy-duty 
truck standards, and none of the benefit of the recent GHG/fuel economy standards. 

Even with these unrealistic assumptions, the NCHRP report concludes that 125,000 vehicles 
per day would result in a 1 in a million cancer risk for benzene.  FHWA would like to note 
that USEPA’s own benzene NESHAP regulations call for a reduction in cancer risk to no 
more than 100 in a million.  Applying the NCHRP results, this would equate to a highway 
with 12,500,000 vehicles per day, well above the level predicted for I-15.  Since USEPA has 
concluded that a 100 in a million cancer risk is acceptable for industrial sources of benzene, 
we are hesitant to spend taxpayer funds on mitigation measures to reduce emissions from a 
roadway project that results in much smaller emissions changes. 

On pages 6 and 7 of the FEIS comments, USEPA provided a response to FHWA’s concerns 
about dispersion modeling and risk assessment, including several cites to research studies. 
FHWA is familiar with the large body of MSAT research, including the examples mentioned 
here, but as far as we can determine, none of these reports directly address the MSAT 
changes resulting from the proposed Project NEON.  Instead, these cites represent a 
continuation of the ongoing FHWA/USEPA national policy dispute regarding the 
appropriate level of MSAT analysis for NEPA documents.  FHWA is available and willing 
to continue this discussion, but we do not feel that one NEPA document for one highway 
project is the appropriate venue for resolving this. 

That said, FHWA has discussed the capabilities of dispersion models with USEPA Region 9 
previously.  To reiterate, FHWA does not have a concern with respect to dispersion 
modeling in general; we already do this routinely for CO hotspot analysis.  Instead, our 
reservations have to do with MSATs, and using these models to predict 70-year lifetime 
average concentrations.  FHWA’s MSAT guidance cites USEPA’s own dispersion modeling 
guidance, which states that dispersion models are more accurate for determining short-term 
peak concentrations, and less accurate for determining long-term concentrations at a specific 
location. 

USEPA’s comments mention the recent Southern Nevada Regional Planning Coalition’s 
LUTAQ study.  Based on the report at the link provided by USEPA, this appears to be a 
regional “sketch planning” exercise.  It would be difficult to “reconcile” the results of this 
study, and the results of our MSAT analysis, because of the different scope of the two 
analyses.  Our MSAT analysis was based on detailed, corridor-specific traffic data, while the 
LUTAQ study evaluates broad policy measures at the regional scale.  Thus, it would be an 
apples-to-oranges comparison.  FHWA does agree that studying the impacts of pollutants 
other than carbon monoxide would have been useful in the LUTAQ study—EPA’s 
regulatory mobile source programs do not have much effect on carbon monoxide emissions 
rates, but do project large reductions in particulate matter, ozone precursors, and MSATs. 

10. Given the outcome of the MSAT analysis, FHWA does not feel that mitigation strategies are 
necessary.  Table 3-27 of the FEIS documents that MSAT results—2020 and 2030 MSAT 
emissions were found to be much lower than 2006 levels, and the Build alternatives have 



much lower emissions than the No-Build Alternative. In other words, the project itself is 
mitigation. 

11. Please see the response to comment 7 for NDOT’s and FHWA’s position on assessing 
potential health impacts and implementing measure to reduce impacts on future highway 
expansion projects in Las Vegas. 



An Initiative by EPA Region IX:  
Collaborative for Sustainable Transportation 
and Infrastructure Construction 
   
 

October 14, 2009        EPA Region IX Pacific Southwest 

The U.S. Environmental Protection Agency’s Region 9 
(CA, AZ, NV, HI, Pacific Islands) is initiating a 
program to make how we build transportation and civil 
infrastructure more sustainable.  This includes 
highways, streets, bridges, stabilizing structures, sewer 
and water conveyances and treatment systems, transit 
systems, drainages, dams, levees, ports, etc. 

We are exploring the initiation of an action-based 
Collaborative for Sustainable Transportation and 
Infrastructure Construction (CSTIC) .  Also, either 
within or outside the Collaborative, we are seeking 
from stakeholders ideas and opportunities in which 
EPA can support projects that advance sustainability of 
this infrastructure. 

While making our 
infrastructure more 
sustainable touches 
on many areas of 
sustainability (see 
bar below), our 
initial focus will be 
on the recycling and 
reuse of materials. 
The effort can be 
expanded as 
appropriate.

We recognize that 
the most meaningful 
results can often be 
realized when 
participants understand 

their interrelationships, pool resources and collaborate on 
creative ideas and solutions.  

EPA Region 9 proposes to assemble a group of 
collaborators, and create an environment both to share 
information and to develop creative actions and work 
products to bring about sustainability in transportation 
and infrastructure construction.  We intend that the group 
have its own identity and ownership of its products. 

Both through the collaborative and in independent 
partnerships, our proposed goals and potential outputs are 
shown above.  Rather than be solely EPA-driven, we 
would like participants to play a key role in defining the 
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goals, objectives and outputs.  We encourage you to 
participate in the CSTIC and have ownership in 
products that advance infrastructure sustainability.  

Also, if you have potential or existing projects where 
EPA involvement could significantly support or 
advance infrastructure sustainability, we want to hear 
from you.  We are interested in successful pilots and 
best practices. 

EPA is developing a network of interested participants.  
We are learning as much as we can about existing 
programs, markets, and organizations.  We are 
soliciting input from each participant on what matters 
most to them, what they see as the major barriers to 
sustainability of infrastructure, creative ideas, 
opportunities for progress, demonstration projects, and 
what EPA can best do to facilitate results. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Area of Initial Focus 

High‐volume industrial byproducts, construction and 

demolition debris, and scrap tires are produced by the 

hundreds of millions of tons each year and are often 

landfilled.  Such materials have many beneficial uses, 

especially in construction of roadways and civil 

infrastructure.  Pavements and structures made with these 

materials can be stronger, more durable, and less costly.  

Recycling and reuse can save substantial energy, resources, 

water, greenhouse gas emissions and environmental 

impacts embodied in these materials for meeting new 

societal needs. 

For More Information 

Jeff  Dhont 
Industrial Materials Sustainability 

U.S. EPA Region 9 ● Mail Code WST‐2 

75 Hawthorne Street 
San Francisco, CA 94105 
 
(415) 972‐3020 
dhont.jeff@epa.gov 
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12. FHWA and NDOT have reviewed the Green Highway brochure and will consider the 
information provided during final design. 
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June 21.2010

Steve M. Cooke, P. E.

Chief, Environmental Services Division
Nevada Department of Transportation
1263 South Stewart Street
Carson City, Nevada 89712

Dear Mr. Cooke:

This is in response to your request for comments on the I-15 Corridor Improvements and Local
Arterial Improvements Study (Project NEON) Final EIS.

Please review the current effective countywide Flood Insurance Rate Maps (FIRMs) for the
County of Clark (Community Number 320003) and City of Las Vegas (Community Number
325276), Maps revised December 4,2007 . Please note that the City of Las Vegas, Clark County,
Nevada is a participant in the National Flood Insurance Program (NFIP). The minimum, basic
NFIP floodplain management building requirements are described in Yol.44 Code of Federal
Regulations (44 CFR), Sections 59 through 65.

A summary of these NFIP floodplain management building requirements are as follows:

o All buildings constructed within a riverine floodplain, (i.e., Flood Zones A, AO, AH, AE,
and Al through A30 as delineated on the FIRM), must be elevated so that the lowest
floor is at or above the Base Flood Elevation level in accordance with the effective Flood
Insurance Rate Map.

o If the area of construction is located within a Regulatory Floodway as delineated on the
FIRM, any development must not increase base flood elevation levels. The term
developmenl means any man-made change to improved or unimproved real estate,
including but not limited to buildings, other structures, mining, dredging, filling,
grading, paving, excavation or drilling operations, and storage of equipment or
materials. A hydrologic and hydraulic analysis must be performed ptbtto the start of
development, and must demonstrate that the development would not cause any rise in
base flood levels. No rise is permitted within regulatory floodways.

www.fema.gov
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o Upon completion of any development that changes existing Special Flood Hazard Areas,
the NFIP directs all participating communities to submit the appropriate hydrologic and
hydraulic data to FEMA for a FIRM revision. In accordance with 44 CFR, Section 65.3,

as soon as practicable, but not later than six months after such data becomes available, a

community shall notifu FEMA of the changes by submitting technical data for a flood
map revision. To obtain copies of FEMA's Flood Map Revision Application Packages,
please refer to the FEMA website at http://wur,ry'.fbma.gor,/business/nfip/fbrms.shtm.

Please Note:

Many NFIP participating communities have adopted floodplain management building
requirements which are more restrictive than the minimum federal standards described in 44
CFR. Please contact the local community's floodplain manager for more information on local
floodplain management building requirements. The Las Vegas floodplain manager can be

reached by calling Randy Fultz, Assistant City Engineer, at (702) 229-2176. The Clark County
floodplain manager can be reached by calling Denis Cederburg, Director, Department of Public
Works, at (702) 455-6020.

If you have any questions or concerns, please do not hesitate to call Sarah Owen of the
Mitigation staff at (510) 627-7050.

Sincerely,
\^ \r\ \
\x-..,nr\\*-
Gregor Blackburn, CFM, Branch Chief
Floodplain Management and Insurance Branch

cc:
Randy Fultz, Assistant City Engineer, City of Las Vegas
Denis Cederburg, Director, Department of Public Works, Clark County
Kim Groenewold, Nevada Department of Conservation and Natural Resources, Division of

Water Resources
Sarah Owen, Floodplanner, CFM, DHS/FEMA Region IX
Alessandro Amaglio, Environmental Officer, DHS/FEMA Region IX

www.fema.gov
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6-29-10 FAA RE I-15 Corridor Improvements (Project NEON).txt

From: Barry.Franklin@faa.gov [mailto:Barry.Franklin@faa.gov] 

Sent: Monday, June 28, 2010 10:25 AM

To: Cooke, Steve M

Cc: Abdelmoez.Abdalla@dot.gov

Subject: I-15 Corridor Improvements (Project NEON)

Steve; After review of the submitted cd, it appears that the project

would

not impact airports in the Las Vegas area.  Therefore, the FAA does not

have any comments.

Barry Franklin

Federal Aviation Administration

San Francisco Airports District Office

Environmental Protection Specialist

(650) 876-2778 ext. 614 -  Voice

(650) 876-2733                -  Fax

This communication, including any attachments, may contain confidential 
information and is intended only for the individual or entity to whom it is 
addressed. Any review, dissemination or copying of this communication by 
anyone other than the intended recipient is strictly prohibited. If you are 
not the intended recipient, please contact the sender by reply e-mail and 
delete all copies of the original message.

Page 1
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July 16, 2010 
 
Mr. Phil Slagel, P.E. 
Senior Project Manager 
State of Nevada Department of Transportation 
1263 S. Stewart Street 
Carson City, NV 89712 
 
Dear Mr. Slagel: 
 
Thank you for your time in meeting with a representative from the Scotch Eighties neighborhood 
to discuss the status of the Project Neon planning efforts and the related Final Environmental 
Impact Statement (FEIS).  Your cooperation and willingness to openly discuss the dynamics of 
this project are much appreciated. 
 
Based upon our review of the FEIS and our discussions with you and other State of Nevada 
Department of Transportation (NDOT) staff and consultants, we would like to formally submit 
the following comments for the record.   
 
Throughout the environmental review process for Project Neon, the primary concern of the 
Scotch Eighties neighborhood has been the prevention of noise impacts to our neighborhood 
resulting from Project Neon, both during and after completion of construction.  We are 
particularly concerned with the way in which the Project design deals with the placement, span, 
composition and height of the proposed noise barriers or other noise mitigation measures, 
between Sahara Ave. and Charleston Blvd.   
 
In reviewing the FEIS and consulting with you and other NDOT representatives, it appears that 
based upon the assumptions used in the modeling for the FEIS, the proposed design at the 
present time may address many of our concerns.  However, we do understand that the Project is 
still in the very early stages of design, and that the final potential noise effect will not be fully 
known until the subsequent stages of Project design.   
 
As such, we would like to request that the Project Neon staff proactively and meaningfully 
involve our neighborhood in the next step of the Project design immediately following the 
Record of Decision (ROD), so that we may have input into the evolution of the noise mitigation 
design for the Project.  We would also request that in the next phases of design, the Project team 
specifically work to ensure that the final Project design includes the most effective plan to 
sufficiently mitigate noise impacts to our neighborhood and other adjacent neighborhoods, even 
if it requires changes that exceed the mitigation levels proposed in the FEIS. We would also ask 
that the final Project design specifications include the use of the best materials for noises barrier 
construction, and the use of asphalt instead of concrete for the construction of the new road 
surface, to further help mitigate noise impacts. 



 
 
Scotch Eighties Project NEON FEIS Comments  
Page 2 of 2 
 
 
 
 
We would also like to request that all reasonable noise mitigation measures are required of the 
Project contractors during construction, and that the Project Neon staff proactively involve our 
neighborhood in the development of the construction specifications so that we may proactively 
have input into the means by which the contractor will be required to mitigate noise during 
construction.   
 
Again, we thank you for your time and willingness to continue to work with our neighborhood 
throughout the Project design. 
 
Sincerely, 
 
Steve Grogan 
President 
Scotch Eighties Homeowners Association 
702-759-0001 
 
cc: 
Senator Harry Reid (via fax) 
Senator John Ensign (via fax) 
Congresswoman Shelly Berkley (via fax)  
Senator Valerie Wiener (via email) 
Assemblyman Tick Segerblom  (via email) 
Mayor Oscar Goodman (via fax) 
Councilwoman Lois Tarkanian (via fax) 
Commissioner Lawrence Weekly (via fax) 
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10_6-11-10 Shaulis comments on FEIS.txt

From: dahnshaulis@netzero.net [mailto:dahnshaulis@netzero.net] 
Sent: Thursday, June 10, 2010 7:15 PM
To: scooke@dot.state.nv.us; rmalfabon@dot.state.nv.us; Abdalla,
Abdelmoez (FHWA); snowj@rtcsnv.com; jfinnerty@dot.state.nv.us;
kgreen@bgclv.org
Cc: tlgeran@aol.com; sam_mars@cox.net; karl-shon@hotmail.com;
agreenemansdream@gmail.com; snowj@rtcsnv.com; lasvegasward5@gmail.com
Subject: Publlic Comments for FEIS (Project NEON) 

Please include these comments in the FEIS Public comments for Project
NEON.  

Subject: Project NEON Responses are Inadequate in Addressing
Environmental Justice Issues

Mr. Cooke and Mr. Abdalla, 

I am concerned that NDOT's responses to my questions about Project NEON
did not adequately address Environmental Justice concerns for West Las
Vegas. One of these was as a result of my error. It would be unfortunate
for everyone if these issues are not resolved, and we have another F
Street situation.     

(1) One of my major concerns in that the Industrial-MLK Connector will
be used as a north-south arterial, like Desert Inn Road is as an
East-West arterial. This connection could lead to more traffic, higher
traffic speeds, more pollution, and more pedestrian deaths of children,
elders, and disabled people in West Las Vegas. 

Although Project NEON does not physically touch much of West Las Vegas,
by tying the Industrial-MLK connector into a widened MLK Boulevard,
there may be a large Environmental Justice impact along MLK Boulevard,
north of the actual project. 

Are you saying that a 6-lane MLK Blvd connected to Industrial Blvd. will
continue to have a 30-mph speed? Have you discussed these issues of
traffic control with Las Vegas, North Las Vegas, and the RTC? How is it
possible that you haven't coordinated with the RTC about public transit
as it pertains to this project? 

Shouldn't public transit be a part of early planning rather than as an
afterthought? Many people in the area (at least 25%) are transit
dependent and dedicated transit routes could relieve congestion and
pollution.    

(2) I'm not sure I understand your point about disregarding the survey
of potentially displaced people. Does that mean you will not resurvey
this population? How does that comply with EJ concerns? 

(3) In response #7, I asked about the impact on the Agassi School. I
meant to say the Agassi Boys and Girls Club (800 N. MLK Blvd), near
Washington. Again, my concern is that when Industrial Road is connected
to MLK, it will increase traffic, traffic speeds, and air pollution,
creating  a host of EJ issues. 

Dahn Shaulis, Ph.D.
streetsociologist

Page 1



11_7-16-10 Dahn Shaulis Comments No.1.txt

From: dahnshaulis@netzero.net [mailto:dahnshaulis@netzero.net]
Sent: Friday, July 16, 2010 8:11 AM
To: Cooke, Steve M; Abdelmoez.Abdalla@fhwa.dot.gov
Cc: tlgeran@aol.com; karl-shon@hotmail.com; agreenemansdream@gmail.com; 
sam_mars@cox.net; AKingsley@lvcitylife.com; lespierresstreater@hotmail.com; 
roadwarrior@reviewjournal.com; bjerbic@LasVegasNevada.GOV; snowj@rtcsnv.com
Subject: Project NEON (Final Public Statement-Please Acknowledge
Receipt)

Dear Mr. Cooke and Mr. Abdalla,

Please acknowledge receipt.

Today is the last day for public comment on Project NEON. The US Environmental 
Protection Agency has already shown concern by denying your first 
Environmental Impact Statement and by asking you to address specific 
environmental justice ("EJ")issues. 

In my opinion, NDOT and the FHWA still have not adequately or clearly 
explained the impact of Project NEON, either to the West Las Vegas community, 
to other agencies, or to me. In fact, your responses in the last Environmental 
Impact Statement indicate to me that you are not taking these EJ concerns 
seriously.

These impacts include, but are not limited to: 

(1) the displacement of approximately 800 residents, many of whom are low-
income and people of color, and 

(2) the construction of a connector at Industrial-MLK that is dangerous by 
design. You are creating an arterial that will likely be used for inter-city 
traffic, with no plans to mitigate potentially higher speeds (and accidents), 
higher traffic congestion, and increased air pollution north of the project on 
MLK. 

The impact of the MLK-Industrial Connector will disproportionately affect 
people of color and low-income people, including vulnerable children, elders, 
and people with disabilities.

I have explained these issues in detail (e.g. Agassi Boys and Girls Club and 
its tennis courts, small streets on MLK north, bus stops, cross walks). 
However, you place the burden on the Cities of Las Vegas and North Las Vegas, 
the Regional Transportation Commission (RTC), and local housing authorities 
rather than explaining how you can work together to make this work for the 
West Las Vegas community.

Personally and professionally I think that Project NEON enables unsustainable 
desert sprawl to continue, and believe there will be major negative 
consequences in the future. But if you must build, at least do
it with some thought and foresight.   

Dahn Shaulis, Ph.D.
streetsociologist

This communication, including any attachments, may contain confidential 
information and is intended only for the individual or entity to whom it is 
addressed. Any review, dissemination or copying of this communication by 
anyone other than the intended recipient is strictly prohibited. If you are 
not the intended recipient, please contact the sender by reply e-mail and 
delete all copies of the original message.

Page 1



12_7-16-10 Dahn Shaulis Comment No.2 .txt

From: dahnshaulis@netzero.net [mailto:dahnshaulis@netzero.net]  

Sent: Tuesday, July 13, 2010 7:51 PM 

To: Cooke, Steve M; snowj@rtcsnv.com; bjerbic@LasVegasNevada.GOV; 

Abdelmoez.Abdalla@fhwa.dot.gov 

Cc: tlgeran@aol.com; AKingsley@lvcitylife.com; 

roadwarrior@reviewjournal.com; lespierresstreater@hotmail.com 

Subject: Project NEON and Environmental Injustice (Public Comment) 

 

Please add this to my public statement regarding Project NEON. I am 

cc'ing this to people at the FHWA, Regional Transportation Commission 

(RTC), and City of Las Vegas because they are complicit in this plan. 

 

Having taken considerable time to study this project, I argue that 

Project NEON, and the Industrial-MLK connector in particular, will 

create a disparate impact on groups protected by environmental 

justice(EJ) policies.  

 

Project NEON also appears to discourage sustainable, transit-oriented 

development and regional equity.  

 

At this point then, I believe the no-build alternative would make the 

most sense.  

 

If population does increase in the Las Vegas Valley, transportation 

routes should encourage infill rather than sprawl. Ultimately, instead 

of expanding highways, we should be investing in more public 

transportation and walkable communities. 

 

Project NEON has several issues that require communication among all of 

these agencies and I have not seen evidence of this communication. I 

have asked basic questions from NDOT, particularly about the 
Page 1



12_7-16-10 Dahn Shaulis Comment No.2 .txt

Industrial-MLK Connector and have not received adequate responses.  

 

First, NDOT has done little to allay my concerns about the people who 

will be displaced. Your original studies were so flawed you had to 

remove them from your EIS. I do not trust any of these agencies to 

fairly compensate these people, who I argue, are disproportionately poor 

people and people of color. 

 

Second, NDOT has not addressed my concern that creating this 

Industrial-MLK connector will endanger children (e.g. the Agassi Boys & 

Girls Club) or elders (e.g. the small side streets that connect to MLK) 

through increased traffic, traffic speeds, and air pollution.  

 

NDOT claims that the City of Las Vegas will be responsible for traffic 

speeds in their jurisdiction, and that speeds will remain at 30 miles 

per hour. Doesn't design make any difference? Doesn't making this 

connector invite faster speeds, greater traffic volume, and ultimately 

more traffic congestion and more deaths north of the actual project? 

 

Third, NDOT also could not answer any questions about public transit on 

the Industrial-MLK Connector. Wouldn't it make sense to plan with the 

RTC for a bus rapid transit (BRT) route with a strategic stop or station 

in West Las Vegas, before you build,if you have to build?  

 

Dahn Shaulis  

streetsociologist 

 

This communication, including any attachments, may contain confidential 
information and is intended only for the individual or entity to whom it is 
addressed. Any review, dissemination or copying of this communication by 
anyone other than the intended recipient is strictly prohibited. If you are 
not the intended recipient, please contact the sender by reply e-mail and 
delete all copies of the original message.

Page 2
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PM10 Additional Data 







     PM Conformity Hot Spot Analysis – Project Summary for Interagency Consultation 

   

RTIP ID# (required) 4149, 4151, 4162, 4161, 184 

Project Description (clearly describe project)  
 
The Nevada Department of Transportation (NDOT) and the Federal Highway Administration (FHWA), in 
cooperation with the Regional Transportation Commission of Southern Nevada (RTC) and the City of Las 
Vegas, are proposing to improve the safety and travel efficiency in the Interstate Highway 15 (I-15) corridor, 
from the Sahara Avenue interchange to the I-15/US95/I-515 interchange (the Spaghetti Bowl).  The proposed 
action includes improvements to I-15 and to local arterials that influence traffic operations on I-15.  Collectively, 
the I-15 and local arterial improvements are known as Project NEON.  The proposed action consists of the 
following: 
 

 Constructing northbound and southbound high-occupancy vehicle (HOV) lanes in the median on I-15, 
connecting the express lanes from Sahara Avenue to the HOV lanes on US 95 by a direct-connector 
ramp 

 Adding one through lane in each direction in various locations (no through lane would be added in some 
areas) 

 Constructing northbound and southbound direct connectors or collector-distributor lanes to separate I-
15 through traffic from traffic using local interchanges 
 

The proposed action also includes the following local arterial improvements to address 
transportation deficiencies on I-15: 
 

 Constructing the Martin Luther King/Industrial Road Connector, which includes grade separating Oakey 
Boulevard and Wyoming Avenue over the Union Pacific Railroad and Industrial Road  

 Reconstructing the Charleston Boulevard interchange (including improvements to Grand Central 
Parkway) and constructing a half-diamond interchange at Alta Drive 

 
Attachment 1 shows the interstate and arterial components of the proposed action.   
 
A final Environmental Impact Statement (FEIS) was prepared for the proposed project in June 2010 pursuant to 
the National Environmental Policy Act (NEPA).  A detailed description of preferred alternative (Alternative G) 
including a description of the through lanes, HOV lanes, and other project components is provided in Section 
2.2.2 of the FEIS.  Detailed figures showing the project configuration for Alternative G are included in Chapter 2 
(Exhibits 2-1a through 2-1d).  The FEIS is available online at http://www.ndotprojectneon.com/.  All figures are 
included under the Exhibits section of the online document. 
 
The proposed project is included in the Regional Transportation Commission (RTC) of Southern Nevada 2030 
Regional Transportation Plan (RTP) and 2009-2012 Transportation Improvement Program (TIP), which was 
found to be conforming by the Federal Highway Administration (FHWA) and the Federal Transit Administration 
(FTA) in March 2009. 
 

Type of Project (use Table 1 on instruction sheet) 
 

 Change to existing state highway 
 Change to existing regionally significant street 
 Reconfigure existing interchange 
 Roadway realignment 

 

County 
Clark 
 

Narrative Location/Route & Postmiles   
Begins south of the I-15/Sahara Avenue interchange and continues to the I-15/US 95/I-515) 
interchange (the Las Vegas Spaghetti Bowl) 
 
EA72760, EA73039, EA 72044

Lead Agency: NDOT 



      PM Conformity Hot Spot Analysis – Project Summary for Interagency Consultation 

    

Contact Person 
Steve Cooke (NDOT) 

Phone# 
775-888-7686

Fax# Email 
scooke@dot.state.nv.us 

Hot Spot Pollutant of Concern (check one or both)       PM2.5           PM10  

Federal Action for which Project-Level PM Conformity is Needed (check appropriate box) 

 
Categorical 
Exclusion 
(NEPA) 

 
EA or 
Draft EIS  

FONSI or  
Final EIS 

 
PS&E  
or Construction 

 Other 

Scheduled Date of Federal Action:  10/21/2010 

Current Programming Dates (as appropriate)   
 PE/Environmental ENG ROW CON 

Start 2003 2010 2011 2013 
End 2010 2027 2025 2030 

Project Purpose and Need (Summary): (attach additional sheets as necessary) 

Purpose of the Project 

The proposed action has the following primary purposes: 

 Improve traffic operations by separating freeway traffic from arterial traffic 
 To improve safety by reducing the merge and diverge sections (areas where traffic entering or 

exiting the interstate conflicts with through traffic) 
 To improve mobility by increasing I-15 capacity, reducing demand, or both 

 
The secondary purposes of the project are to accommodate economic redevelopment through improved access 
to downtown Las Vegas and the Resort Corridor and to accommodate traffic that would use HOV lanes from 
Sahara Avenue to existing HOV lanes on US 95. 

Need for the Project 

The need for the proposed action is based on existing and future corridor deficiencies that are a combination of 
factors related to: 

 Existing and future congestion (traffic demand/capacity) 
 Crash rates 
 Operational deficiencies 
 System linkage 

 
Existing and future congestion (traffic demand/capacity) 
Reliable travel along I-15 is impeded by current levels of congestion, and traffic forecasts indicate that traffic 
volumes on I-15 within the study area will more than double from 2003 to 2030. I-15 northbound currently 
operates at LOS D or better during the AM peak period; however, this section of freeway experiences LOS E (at 
capacity) in several segments during the PM peak period. In the southbound direction, I-15 experiences AM peak 
congestion (LOS E) north of the Charleston Boulevard interchange because of heavy traffic from US 95 
southbound combining (weaving) with the I-15 southbound traffic. Under 2030 peak traffic conditions, there 
would be several northbound segments that operate at LOS F (gridlock) in the AM peak period and most 
segments would operate at LOS E or F in the PM peak period. In the southbound direction, every segment 
would operate under gridlock conditions in the AM and PM peak periods. For roadways at or exceeding LOS E, 
traffic flow is unstable, minor disruptions may cause traffic backups and freedom to maneuver safely is 
compromised. 
 
Crash rates 
Roadway safety is measured by the frequency (rate) and severity of crashes. An important objective of any 
transportation improvement is to minimize overall crash potential through roadway mainline and 
intersection/interchange design features and access management.  Based on data from the NDOT 2006 Annual 
Crash Report, the statewide total crash rate within the project area was exceeded in the Sahara Avenue to 
Charleston Boulevard segment of the proposed project. Within that segment, the crash rate increased about 14 
percent between 2006 and 2007, and by about 12 percent between 2007 and 2008.  Approximately 70 percent  
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of crashes occurring in the project area are rear end crashes, which is indicative of bumper-to-bumper, stop-
and-go, traffic flows where traffic can come to an abrupt stand-still. 
 
Operations 
The ability of a highway to serve traffic efficiently and effectively is influenced not only by traffic characteristics, 
but also by highway design features. A number of geometric and interchange design deficiencies as well as 
deficient arterial operations within the project area contribute to travel efficiency and safety problems on I-15.  

System Linkage 

RTC, local communities, and NDOT are advancing a program of modal improvements, including highway, bus 
rapid transit (BRT), a system of HOV lanes, express bus, and supporting park-and-ride facilities. These 
integrated modal improvements aim to provide a balanced transportation system for the Las Vegas Valley.  

A complete discussion of Purpose and Need is provided in Chapter 1 of the FEIS, which is available online at 
http://www.ndotprojectneon.com/ 

Surrounding Land Use/Traffic Generators (especially effect on diesel traffic) 
According to the Land Use Element of the City’s 2020 Master Plan, the project area is located within the 
Southeast Sector of the City of Las Vegas, and it is the most mature and built-out sector. As shown in 
Attachment 2 (Figure 3-7), land uses in the vicinity of Project NEON include industrial, commercial, single-family 
and multi-family residential, and institutional. 

Opening Year:  Build and No Build LOS, AADT, % and # trucks, truck AADT of proposed facility  
Opening year was not analyzed. Because project phasing and funding will take place over many years, the year 
that represents opening year cannot be clearly defined. It is very possible that 2030 (now considered horizon 
year) will be opening year. In the absence of opening year data, Existing Conditions are presented below: 

Traffic Conditions to Support PM10 Analyses 

Location 

2003 

Existing Conditions 

ADT Truck % Truck ADT LOS 

Sahara to Charleston 240,585 5.9% 14,195 E 

Charleston to US 95 230,000 5.9% 13,570 E 
 

RTP Horizon Year / Design Year:  Build and No Build LOS, AADT, % and # trucks, truck AADT of 
proposed facility 
 

Traffic Conditions to Support PM10 Analyses 

Location 

2030 2030 

No-Build Condition Build (Alternative G) Condition 

ADT Truck % 
Truck 
ADT LOS ADT Truck % 

Truck 
ADT LOS 

Sahara to Charleston 549,707 5.9% 32,433 F 549,707 5.9% 32,433 D 

Charleston to US 95 501,968 5.9% 29,616 F 501,968 5.9% 29,616 D 

Note: LOS represents worst case direction and time of day 
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Opening Year:  If facility is an interchange(s) or intersection(s), Build and No Build cross-street AADT, % 
and #  trucks, truck AADT 
 
Opening year was not analyzed.   
 

RTP Horizon Year / Design Year: If facility is an interchange(s) or intersection(s), Build and No Build 
cross-street AADT, % and # trucks, truck AADT 
 
Please see Tables 12, 13, 18, and 19 in Attachment 3 (Summary of Traffic Impacts) for Build and No Build level 
of service.  Data for Build Scenario is presented in the following table.  Percent Trucks is not expected to 
change between the Build and No Build Scenarios. 
 

TABLE 1. INTERSECTION LOS AND VOLUME SUMMARY   

  

Intersection Intersection LOS 

Total 
Entering 
Volume 

(vehicles 
per hour) 

Percent 
Trucks 

Total Entering 
Truck Volume 
(vehicles per 

hour) 

Alta/NB Ramp C 2658 6.70% 178 

Charleston/NB Ramp B 8147 6.70% 546 

Charleston/SB Ramp C 6479 6.70% 434 

HOV Connector/Drop Ramps C 2524 6.70% 169 

Sahara/Rancho/SB Ramp F 12563 6.70% 842 

Sahara/NB Ramp F 12335 6.70% 826 

Western/Wyoming/Oakey D 3682 6.70% 247 

Western/HOV Connector C 3953 6.70% 265 

Grand Central/South Jug 
Handle C 3255 6.70% 218 

Grand Central/North Jug 
Handle C 3269 6.70% 219 

Grand Central/Bonneville C 3700 6.70% 248 

Charleston/Jug Handles B 7336 6.70% 492 

Charleston/Commerce A 5085 6.70% 341 

Charleston/Main F 6404 6.70% 429 

Charleston/Shadow D 5721 6.70% 383 

Alta/MLK D 6755 6.70% 453 

MLK-Industrial/Wyoming 
Connector B 3273 6.70% 219 
Wyoming/Wyoming 
Connector B 2709 6.70% 182 
Source: CH2M HILL traffic analysis  
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Summary of Project Impacts on Diesel Traffic 
 

Impacts on I-15:  As indicated in the tables above, the total demand for traffic would remain the same with or 
without Project NEON.  The I-15 corridor is now super saturated with a continuous peak travel period that 
begins at 6:00AM and continues past 6:00PM.  (For an illustration of this, see page 1 of Attachment 3: Summary 
of Traffic Impacts.)  Providing additional capacity on I-15 will remove some traffic from adjacent arterials.  In 
addition, traffic patterns will show dips during the day, as in typical AM, mid-day, and PM traffic peaks.  Without 
Project NEON the peak traffic period will probably continue to spread to accommodate the traffic demand, as 
people begin their trips to work earlier and delay their return home until later.  The adjacent arterial network is 
also saturated for most of the day and has no spare capacity.  There are very limited viable north/south arterials 
in the study area.  This situation causes many of the local trips to take place on I-15, instead of the local street 
network. 

Impacts on other roadways:  Section 1.2.3.3 of the Purpose and Need discussion covers the relationship of 
this project to arterial streets.   Most of the changes between arterial traffic and I-15 traffic are related to 
employment, commercial and recreational uses east of I-15.  The discussion specifically mentions Martin Luther 
King (MLK) Boulevard (serving access to employers along the strip) and Oakey Boulevard (connecting a large 
residential area west of I-15 to employers east of I-15).  The project is not designed to achieve diversion of 
freight or delivery traffic between I-15 and the arterials or any configuration changes to facilitate freight 
movement in general. 

The addition of the MLK to Industrial Road direct connect flyover and connecting Grand Central Parkway to 
Western Avenue, which will be grade-separated over Charleston Boulevard, will provide two much needed 
north/south arterial connections, allowing more of the local trips to take place on the arterials, rather than on I-
15. The intersection levels-of-service, for the improved intersections within the project limits, show marked 
improvements (see Attachment 3, Tables 12, 13, 18 and 19).  The freeway mainlines also show definite 
improvements in operations (see Attachment 3, Figures 20 and 22 showing speeds increase significantly 
between No Action and the build alternative). The HOV lanes provide additional free-flowing lanes for traffic. 
Project NEON will also allow ramp metering to be added where it does not exist today - the on ramps do not 
have enough storage capacity. The expanded ITS system will allow the entire network to be managed real-time. 
The ramp meters will also have HOV bypass lanes, to further encourage carpooling. 
 
Impacts on Diesel Traffic:  In addition to not changing total traffic volumes, the project is not expected to 
impact truck volumes.  However, the benefits of the free flowing traffic will also be realized for truck traffic in the 
corridor, reducing PM10 emissions from them. The net result of the improved operations on both I-15 and on the 
arterial network will reduce stop and go traffic, reduce delays at intersections, and provide an overall reduction 
in emissions.   
 

Impacts to Sensitive Receptors:  Detailed figures showing the proposed action are provided in Exhibits 2-1a 
through 2-1d of the FEIS, as referenced above.  Sensitive receptors (residential areas) are shown in Exhibit 3-
12.  All residential areas are located to the west of I-15 with commercial and industrial properties located to the 
east of I-15 (Exhibit 3-7).  Project NEON would widen the mainline I-15 to the east, in the light industrial area.  
New freeway ramps and local roads would be built to the west of I-15, in areas that are commercial, light 
industrial and residential. The right of way to be acquired is mainly on the east side of I-15, with some residential 
displacement on the west side (Exhibit 3-3).  The residences that remain on the west side would be behind new 
sound walls, and would be buffered from mainline freeway truck traffic by the new ramps and local roads. The 
US 95 connector ramps will carry some heavy truck traffic to and from US 95 West, but the truck percentage is 
very low on that freeway (about 2%). Those connectors do come closer to some remaining residential areas in a 
few spots (at Alta), but are generally further from them than today.  Project NEON would not bring heavy truck 
traffic closer to sensitive receptors.    
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Air Quality Background Information 
 

EPA’s air quality data web site shows that for the entire period from 2005 through 2009, and thus far in 2010, 
there have been no violations of the PM10 standard in the greater Las Vegas area.  This includes the City 
Center monitor, where the combined traffic volumes from I-15 and I-515 have exceeded 400,000 vehicles per 
day in recent years. 

A MOBILE6 trend analysis shows that even though traffic volumes more than double in the project corridor 
between 2003 and 2030, emissions per mile of roadway in 2030 are still lower than they were in 2003, because 
PM10 emissions rates in MOBILE6 decrease by almost 60% over that period.  So the increase in traffic volume 
over time is not a concern from a PM10 standpoint—the PM10 monitors along I-15 show attainment with today’s 
traffic volumes and emissions rates, and since the decrease in emissions rates is more than offset the increase 
in traffic volumes, they will likely still show attainment in 2030.   

In addition, the RTC’s conformity analysis shows that regional PM10 emissions will also decrease during that 
period, implying that background concentrations will decrease as well.  The RTC’s conformity analysis for the 
2030 transportation plan shows that exhaust, brake and tire wear, and road dust emissions in 2030 (the year of 
peak emissions) will be well below the emissions budget in the SIP, suggesting that regional transportation 
PM10 emissions will be well below the level needed for the area to attain the PM10 standard.  As part of the 
recent RTP amendment, 2030 emissions were modeled at 111.3 tons per day, compared to an attainment 
emissions budget of 141.4 tons per day. 
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Criteria for Identifying Projects of Air Quality Concern 

(b) PM 10and PM 2.5 hot-spot analyses. (1) The hot-spot demonstration required by §93.116 must be based on 
quantitative analysis methods for the following types of projects: 

(i) New highway projects that have a significant number of diesel vehicles, and expanded highway projects that 
have a significant increase in the number of diesel vehicles; 

(ii) Projects affecting intersections that are at Level-of-Service D, E, or F with a significant number of diesel 
vehicles, or those that will change to Level-of-Service D, E, or F because of increased traffic volumes from a 
significant number of diesel vehicles related to the project; 

(iii) New bus and rail terminals and transfer points that have a significant number of diesel vehicles congregating 
at a single location; 

(iv) Expanded bus and rail terminals and transfer points that significantly increase the number of diesel vehicles 
congregating at a single location; and 

(v) Projects in or affecting locations, areas, or categories of sites which are identified in the PM10or 
PM2.5applicable implementation plan or implementation plan submission, as appropriate, as sites of violation or 
possible violation. 

Discussion: 

Criteria (iii) and (iv) do not apply, as this project does not involve a transit terminal or transfer point.  Clark 
County Department of Air Quality and Environmental Management (DAQEM) reviewed this project, and did not 
conclude that (iv) applies (in fact, they concluded that none of the criteria apply). 

As noted above in the traffic discussion and the project purpose and need, the project is primarily oriented 
toward reducing congestion due to light-duty gasoline vehicle commuter and recreational traffic activity.  It is not 
expected to result in a change in overall diesel traffic volumes, or increases in the number of diesel vehicles 
using intersections.  Diesel vehicles that do use the corridor will benefit from improved speeds on I-15 and 
reduced delay at arterial intersections, reducing PM10 emissions. 

Since there is no evidence of a significant change in diesel volumes, and the project is not designed to change 
diesel volumes, we do not consider it to be a project of air quality concern. 
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     Attachment 1: Major Project Components 
 
   

 



      PM Conformity Hot Spot Analysis – Project Summary for Interagency Consultation 

    

 
 
     Attachment 2:  Land Use (Figure 3-7) 
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     Attachment 3:  Summary of Traffic Impacts (attached as separate file) 



Attachment 3:  Summary of Traffic Impacts 
 
The total demand for traffic will remain the same with or without Project NEON.  The corridor 
is now super saturated with a continuous peak travel period that begins at 6:00AM and 
continues past 6:00PM.  Providing additional capacity will do two things, one will be to remove 
some traffic from adjacent arterials, and two, traffic patterns will show dips during the day, as 
in typical AM, mid-day, and PM traffic peaks.  Without Project NEON the peak traffic period 
will probably continue to spread to accommodate the traffic demand, as people begin their trips 
to work earlier and delay their return home, until later.  The adjacent arterial network is also 
saturated for most of the day, and has no spare capacity.  There are very limited viable 
north/south arterials in the study area.  This situation causes many of the local trips to take 
place I-15, instead of on the local street network. 

This existing peak spreading is shown in the following tables. 

 
 

 

The no-build intersection levels-of-service, taken from the Change in Control of Access Report, 
is shown in the following tables.
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Table 12: CORSIM Intersection Analysis Results 
No Build - Year 2030 - AM Peak 

Intersections Approach 
Phase 

Failures 

Control Delay 

Total Left Right Through 

Delay 
(second/veh) 

LOS 
(HCM 2000 

Criteria) 

Delay 
(second/veh) 

LOS 
(HCM 2000 

Criteria) 

Delay 
(second/veh) 

LOS 
(HCM 2000 

Criteria) 

Delay 
(second/veh) 

LOS 
(HCM 2000 

Criteria) 

                      

Sahara Ave. and Rancho Dr. 

NB 13 69 E 0 A 74 E 0 A 
SB 18 95 F 101 F 90 F 91 F 
WB 0 37 D 0 A 33 C 35 C 

EB 24 128 F 111 F 105 F 139 F 

Sahara Ave. and I-15 NB Ramps 
NB 0 99 F 42 D 164 F 0 A 
WB 27 228 F 0 A 194 F 182 F 

EB 27 89 F 352 F 0 A 29 C 

Oakey Blvd. and MLK 
SB 0 18 B 22 C 16 B 0 A 
WB 0 0 A 0 A 7 A 0 A 

EB 0 8 A 15 B 0 A 7 A 

Western Ave. and Wyoming Ave. 

NB 1 34 C 50 D 11 A 53 D 
SB 20 137 F 144 F 86 F 139 F 
WB 0 30 C 61 E 15 B 15 B 

EB 0 30 C 59 E 10 A 29 C 

MLK-Industrial Rd. and  
Wyoming Ave. 

NB 0 24 C 40 D 7 A 34 C 
SB 1 44 D 45 D 48 D 46 D 
WB 0 34 C 43 D 17 B 27 C 

EB 0 16 B 27 C 12 B 13 B 

Grand Central Pkwy. and  
I-15 Ramps 

NB 0 29 C 0 A 27 C 30 C 
SB 3 34 C 40 D 7 A 38 D 
WB 0 17 B 0 A 18 B 18 B 

EB 0 14 B 0 A 18 B 20 B 

Grand Central Pkwy. and  
Outlet Mall 

NB 0 7 A 9 A 8 A 8 A 
SB 0 11 A 0 A 14 B 11 A 
WB 0 18 B 26 C 11 A 29 C 

EB 1 39 D 50 D 25 C 0 A 

MLK and I-15 SB Off-Ramp 
NB 0 13 B 0 A 0 A 13 B 
SB 3 38 D 0 A 0 A 38 D 

WB 2 37 D 0 A 0 A 36 D 

Charleston Blvd. and Shadow Ln. 

NB 1 51 D 67 E 23 C 66 E 
SB 3 46 D 76 E 9 A 71 E 
WB 0 5 A 34 C 6 A 2 A 

EB 8 91 F 588 F 46 D 39 D 
 
  



Table 12 (continued): CORSIM Intersection Analysis Results 
No Build - Year 2030 - AM Peak 

Intersections Approach 
Phase 

Failures 

Control Delay 
Total Left Right Through 

Delay 
(second/ veh) 

LOS 
(HCM 2000 

Criteria)

Delay 
(second/ veh) 

LOS 
(HCM 2000 

Criteria)

Delay 
(second/ veh) 

LOS 
(HCM 2000 

Criteria) 

Delay 
(second/ veh) 

LOS 
(HCM 2000 

Criteria)

Charleston Blvd. and MLK 

NB 6 59 E 79 E 8 A 53 D 
SB 2 64 E 68 E 67 E 60 E 
WB 11 56 E 82 F 58 E 51 D 

EB 6 49 D 38 D 86 F 45 D 

Charleston Blvd. and  
Grand Central Pkwy. 

NB 1 57 E 78 E 12 B 51 D 
SB 22 68 E 73 E 38 D 93 F 
WB 30 98 F 246 F 57 E 86 F 

EB 4 35 C 87 F 27 C 33 C 

Charleston Blvd. and Commerce 
St. 

NB 22 312 F 427 F 265 F 0 A 
WB 1 28 C 0 A 0 A 28 C 

EB 10 23 C 0 A 19 B 23 C 

Charleston Blvd. and Main St. 

NB 9 236 F 505 F 121 F 123 F 
SB 23 130 F 101 F 171 F 113 F 
WB 21 76 E 107 F 0 A 74 E 

EB 0 49 D 139 F 19 B 21 B 

Alta Dr and Shadow Ln. 

NB 0 54 D 58 E 49 D 63 E 
SB 1 52 D 79 E 27 C 68 E 
WB 0 14 B 64 E 11 A 10 A 

EB 34 190 F 219 F 191 F 189 F 

Alta Dr. and MLK 

NB 14 75 E 80 E 88 F 75 E 
SB 47 145 F 126 F 224 F 148 F 
WB 6 45 D 79 E 34 C 35 C 

EB 2 191 F 426 F 105 F 104 F 

Bonneville Ave. and  
Grand Central Pkwy. 

NB 0 42 D 52 D 38 D 43 D 
SB 34 130 F 150 F 140 F 128 F 
WB 0 18 B 43 D 10 A 11 B 

EB 4 32 C 70 E 20 B 18 B 

Bonneville Ave. and Main St. 

NB 15 265 F 752 F 65 E 91 F 
SB 15 130 F 113 F 106 F 128 F 
WB 1 28 C 28 C 17 B 28 C 

EB 2 14 B 17 B 13 B 8 A 
Speed, Density and LOS are based on served volumes  
Source: CH2M HILL 

 
  



Table 13: CORSIM Intersection Analysis Results 
No Build - Year 2030 - PM Peak 

Intersections Approach 
Phase 
Failure 

Control Delay 

Total Left Right Through 

Delay 
(second/ veh) 

LOS 
(HCM 2000 

Criteria) 

Delay 
(second/ veh) 

LOS 
(HCM 2000 

Criteria) 

Delay 
(second/ veh) 

LOS 
(HCM 2000 

Criteria) 

Delay 
(second/ veh) 

LOS 
(HCM 2000 

Criteria) 

                      

Sahara Ave. and Rancho Dr. 

NB 1 18 B 0 A 18 B 0 A 
SB 28 213 F 210 F 207 F 218 F 
WB 0 17 B 0 A 9 A 11 B 

EB 48 172 F 779 F 68 E 106 F 

Sahara Ave. and I-15 NB Ramps 
NB 0 113 F 47 D 157 F 0 A 
WB 18 134 F 0 A 177 F 108 F 

EB 20 44 D 118 F 0 A 18 B 

Oakey Blvd. and MLK 
SB 0 7 A 11 A 4 A 0 A 
WB 0 0 A 0 A 0 A 0 A 

EB 0 243 F 456 F 0 A 128 F 

Western Ave. and Wyoming Ave. 

NB 37 211 F 235 F 137 F 219 F 
SB 23 88 F 82 F 98 F 93 F 
WB 18 62 E 117 F 66 E 59 E 

EB 1 24 C 64 E 3 A 19 B 

MLK-Industrial Rd. and  
Wyoming Ave. 

NB 18 223 F 471 F 91 F 114 F 
SB 17 155 F 167 F 157 F 151 F 
WB 17 177 F 158 F 183 F 185 F 

EB 6 39 D 107 F 14 B 20 B 

Grand Central Pkwy. and  
I-15 Ramps 

NB 3 36 C 0 A 0 A 36 C 
SB 26 160 F 276 F 39 D 200 F 
WB 1 31 C 0 A 35 C 29 C 

EB 10 52 D 0 A 34 C 54 D 

Grand Central Pkwy. and  
Outlet Mall 

NB 1 8 A 18 B 8 A 7 A 
SB 25 315 F 0 A 289 F 325 F 
WB 21 89 F 574 F 19 B 62 E 

EB 22 207 F 266 F 162 F 0 A 

MLK and I-15 SB Off-Ramp 
NB 0 5 A 0 A 0 A 5 A 
SB 19 97 F 0 A 0 A 97 F 

WB 1 33 C 0 A 0 A 33 C 

Charleston Blvd. and Shadow Ln. 

NB 49 316 F 262 F 263 F 461 F 
SB 1 33 C 55 D 6 A 63 E 
WB 0 5 A 36 C 2 A 2 A 

EB 38 79 E 232 F 72 E 62 E 
 
  



Table 13 (continued): CORSIM Intersection Analysis Results 
No Build - Year 2030 - PM Peak 

Intersections Approach 
Phase 
Failure 

Control Delay 
Total Left Right Through 

Delay 
(second/ veh) 

LOS 
(HCM 2000 

Criteria) 

Delay 
(second/ veh) 

LOS 
(HCM 2000 

Criteria) 

Delay 
(second/ 

veh) 

LOS 
(HCM 2000 

Criteria) 

Delay 
(second/ veh) 

LOS 
(HCM 2000 

Criteria) 

Charleston Blvd. and MLK 

NB 2 44 D 57 E 8 A 45 D 
SB 0 86 F 108 F 63 E 70 E 
WB 15 75 E 110 F 45 D 68 E 

EB 17 94 F 73 E 95 F 94 F 

Charleston Blvd. and  
Grand Central Pkwy. 

NB 24 141 F 176 F 50 D 148 F 
SB 14 477 F 803 F 50 D 434 F 
WB 29 64 E 164 F 34 C 63 E 

EB 9 18 B 115 F 2 A 14 B 

Charleston Blvd. and  
Commerce St. 

NB 2 53 D 93 F 18 B 0 A 
WB 2 18 B 0 A 0 A 18 B 

EB 1 7 A 0 A 5 A 7 A 

Charleston Blvd. and Main St. 

NB 12 284 F 581 F 153 F 184 F 
SB 38 126 F 146 F 134 F 113 F 
WB 49 168 F 181 F 175 F 167 F 

EB 1 27 C 94 F 0 A 14 B 

Alta Dr. and Shadow Ln. 

NB 10 115 F 116 F 109 F 124 F 
SB 0 44 D 52 D 27 C 53 D 
WB 0 15 B 46 D 8 A 10 A 

EB 4 32 C 85 F 23 C 26 C 

Alta Dr. and MLK  

NB 7 29 C 95 F 24 C 25 C 
SB 28 246 F 262 F 234 F 249 F 
WB 3 128 F 282 F 48 D 57 E 

EB 0 106 F 181 F 44 D 58 E 

Bonneville Ave. and  
Grand Central Pkwy. 

NB 0 30 C 37 D 22 C 33 C 
SB 38 342 F 240 F 343 F 371 F 
WB 20 75 E 360 F 22 C 28 C 

EB 24 108 F 93 F 351 F 46 D 

Bonneville Ave. and Main St. 

NB 3 36 D 87 F 10 A 18 B 
SB 28 302 F 268 F 367 F 262 F 
WB 7 61 E 56 E 63 E 62 E 

EB 2 32 C 45 D 20 B 22 C 
Speed, Density and LOS are based on served volumes  
Source: CH2M HILL 



The comparison of existing and proposed number of lanes on I-15, within the project, are shown 
in the following table. 
 

 
 

Table 8 (modified)*: 
Future Traffic Volumes and Number of Lanes 

Segment Direction Description 
Segment 
Length 
(Mile) 

Future Build 
(2030) Traffic 
Volumes DHV 

No Build 
No. of Lanes 

Proposed No. of 
Lanes 

AM PM 

1 NB 
Southern end to Sahara 
Ave. 

0.70 13,100 15,150 3GP + 1 AUX 2 HOV+4GP+2AUX

2 NB 
Sahara Ave. to HOV 
Ramps 

0.92 8,300 8,900 3GP + 2 AUX 2HOV+3GP 

3 NB 
HOV Ramps to 
Charleston Blvd. 

0.28 7,700 8,200 3GP + 1 AUX 2HOV+4GP 

4 NB 
Charleston Blvd. to Alta 
Dr. 

0.58 11,300 11,100 3GP + 1 AUX 2HOV+5GP 

5 NB Alta Dr. to US95 0.58 7,600 9,400 3GP + 2 AUX 2HOV+4GP 

6 NB 
U.S. 95 to Washington 
Ave. 

0.84 5,200 5,100 3GP 4GP 

7 SB 
Southern end to Sahara 
Ave. 

0.70 13,100 12,600 4GP+1AUX 2HOV+5GP 

8 SB Ramps 0.92 11,200 10,500 4GP 2HOV+5GP 

9 SB 
HOV Ramps to 
Charleston Blvd. 

0.28 11,500 9,200 4GP+1AUX 2HOV+3GP 

10 SB 
Charleston Blvd. to Alta 
Dr. 

0.58 10,100 8,700 4GP 2HOV+4GP 

11 SB Alta Dr. to US 95 0.58 9,600 8,900 3GP + 1 AUX 2HOV+5GP 

12 SB 
U.S. 95 to Washington 
Ave. 

0.84 6,100 5,900 3GP 3GP 

HOV – High-Occupancy Vehicle Lanes 

GP – General Purpose Lanes 

AUX – Auxiliary Lanes 

In addition to the lanes shown here, the collector-distributor (direct connect) roads outside of the mainlines contain 
from 2 to 3 lanes in each direction. 

*This table is contained in the Change in Control of Access Report (CCOAR) and modified here to include the 
existing number of lanes as shown on Figure 19 of CCOAR.  No additional information or modifications have been 
presented here. 



The addition of the Martin L. King to Industrial Road direct connect flyover and connecting 
Grand Central Parkway to Western Avenue will provide two much needed north/south arterial 
connections, allowing more of the local trips to take place on the arterials, rather than on I-15. 

The intersection levels-of-service, for the improved intersections within the project limits, show 
marked improvements, as shown in the following tables taken from the Change in Control of 
Access Report. 



Table 18: CORSIM Intersection Analysis Results 
Alternative G AM Peak 

Intersections Approach 
Phase 

Failures 

Control Delay 

Total Left Right Through 

Delay 
(second/veh) 

LOS 
(HCM 2000 

Criteria) 

Delay 
(second/veh) 

LOS 
(HCM 2000 

Criteria) 

Delay 
(second/veh) 

LOS 
(HCM 2000 

Criteria) 

Delay 
(second/veh) 

LOS 
(HCM 2000 

Criteria) 

Sahara Ave. and Rancho Dr. 

NB 0 1 A 0 A 1 A 0 A 
SB 4 67 E 69 E 32 C 75 E 
WB 0 10 A 18 B 3 A 8 A 

EB 0 34 C 64 E 24 C 31 C 

Sahara Ave. and I-15 NB Ramps 
NB 0 28 C 32 C 25 C 0 A 
WB 0 26 C 0 A 2 A 34 C 

EB 6 27 C 73 E 0 A 11 A 

Western Ave. and Wyoming Ave. 

NB 0 40 D 62 E 8 A 57 E 
SB 6 34 C 37 D 17 B 32 C 
WB 6 24 C 84 F 10 A 26 C 

EB 0 38 D 55 D 9 A 33 C 

Wyoming Ave. and  
MLK-Industrial Connector  

SB 0 52 D 60 E 29 C 0 A 
WB 6 38 D 0 A 31 C 39 D 

EB 0 18 B 57 E 0 A 7 A 

MLK-Industrial and  
Wyoming Ave. Connector 

NB 1 23 C 46 D 0 A 13 B 
SB 0 4 A 0 A 1 A 5 A 

EB 0 20 B 53 D 11 B 0 A 

Western Ave. and HOV Connector 

NB 0 24 C 43 D 0 A 6 A 

SB 0 15 B 0 A 2 A 23 C 

EB 0 26 C 41 D 9 A 0 A 

HOV Connector and I-15 HOV Ramps 
NB 0 4 A 0 A 4 A 0 A 
SB 0 6 A 6 A 0 A 0 A 

WB 0 21 C 38 D 1 A 0 A 

Western Ave. and S Jug Handles 
NB 0 26 C 0 A 7 A 33 C 
SB 0 29 C 54 D 0 A 22 C 

WB 0 21 B 26 C 13 B 0 A 

Grand Central Pkwy. and  
N Jug Handles 

NB 0 13 B 0 A 7 A 16 B 
SB 0 25 C 38 D 0 A 5 A 

WB 0 41 D 48 D 9 A 0 A 

Charleston Blvd. and Shadow Ln. 

NB 0 49 D 72 E 17 B 68 E 
SB 0 49 D 62 E 5 A 59 E 
WB 0 12 B 80 E 1 A 10 A 

EB 0 15 B 45 D 1 A 11 B 

Charleston Blvd. and I-15 SB Ramps 
SB 0 37 D 45 D 19 B 0 A 
WB 0 22 C 52 D 0 A 2 A 

EB 0 18 B 0 A 3 A 19 B 
  



Table 18: CORSIM Intersection Analysis Results 
Alternative G AM Peak 

Intersections Approach 
Phase 
Failure 

Control Delay 
Total Left Right Through 

Delay 
(second/veh) 

LOS 
(HCM 2000 

Criteria) 

Delay 
(second/veh) 

LOS 
(HCM 2000 

Criteria) 

Delay 
(second/veh) 

LOS 
(HCM 2000 

Criteria) 

Delay 
(second/veh) 

LOS 
(HCM 2000 

Criteria) 

Charleston and I-15 NB Ramps 
NB 0 22 C 52 D 3 A 0 A 
WB 0 8 A 0 A 1 A 8 A 

EB 0 8 A 32 C 0 A 5 A 

Charleston Blvd. and Jug Handles 

NB 0 3 A 0 A 3 A 0 A 
SB 0 4 A 0 A 4 A 0 A 
WB 0 11 B 0 A 0 A 13 B 

EB 0 0 A 0 A 0 A 0 A 

Charleston Blvd. and Commerce St. 
NB 0 50 D 64 E 27 C 0 A 
WB 0 0 A 0 A 0 A 0 A 

EB 0 3 A 0 A 4 A 3 A 

Charleston Blvd. and Main St. 

NB 1 61 E 65 E 47 D 59 E 
SB 5 45 D 36 C 50 D 44 D 
WB 0 50 D 56 E 47 D 49 D 

EB 0 36 C 37 D 34 C 35 C 

Alta Dr. and Shadow Ln. 

NB 0 34 C 52 D 11 B 49 D 
SB 0 63 E 75 E 42 D 75 E 
WB 0 6 A 74 E 0 A 1 A 

EB 0 13 B 68 E 8 A 12 B 

Alta Dr. and MLK Blvd. 

NB 0 27 C 59 E 21 B 26 C 
SB 17 51 D 98 F 31 C 49 D 
WB 3 30 C 48 D 7 A 35 C 

EB 0 35 C 49 D 23 C 30 C 

Alta Dr. and I-15 NB Off-Ramp 
NB 0 27 C 53 D 11 B 0 A 
WB 0 3 A 0 A 1 A 3 A 

EB 0 7 A 0 A 0 A 7 A 

Bonneville Ave. and  
Grand Central Pkwy. 

NB 1 41 D 60 E 16 B 56 E 
SB 2 45 D 70 E 17 B 47 D 
WB 1 24 C 56 E 5 A 19 B 

EB 0 25 C 56 E 5 A 17 B 

Bonneville Ave. and Main St. 

NB 1 37 D 61 E 24 C 28 C 
SB 8 64 E 55 D 70 E 62 E 
WB 0 35 C 34 C 32 C 35 C 

EB 0 18 B 27 C 2 A 13 B 
Speed, Density and LOS are based on served volumes  
Source: CH2M HILL 

 

  



Table 19  CORSIM Intersection Analysis Results 
Alternative G PM Peak 

Intersections Approach 
Phase 

Failures 

Control Delay 

Total Left Right Through 

Delay 
(second/veh) 

LOS 
(HCM 2000 

Criteria) 

Delay 
(second/veh) 

LOS 
(HCM 2000 

Criteria) 

Delay 
(second/veh) 

LOS 
(HCM 2000 

Criteria) 

Delay 
(second/veh) 

LOS 
(HCM 2000 

Criteria) 

Sahara Ave. and Rancho Dr. 

NB 0 2 A 0 A 2 A 0 A 
SB 0 50 D 54 D 39 D 57 E 
WB 0 39 D 66 E 14 B 35 C 

EB 14 71 E 125 F 93 F 55 D 

Sahara Ave. and I-15 NB Ramp 
NB 1 35 C 40 D 31 C 0 A 
WB 28 82 F 0 A 4 A 132 F 

EB 0 19 B 56 E 0 A 4 A 

Western Ave. and Wyoming Ave. 

NB 8 51 D 72 E 29 C 61 E 
SB 7 27 C 34 C 11 A 30 C 
WB 0 17 B 55 D 4 A 21 B 

EB 0 43 D 67 E 4 A 32 C 

and  
MLK-Industrial Connector  

SB 0 47 D 56 E 11 A 0 A 
WB 0 15 B 0 A 11 A 17 B 

EB 0 10 A 31 C 0 A 5 A 

MLK-Industrial and  
Wyoming Ave. Connector 

NB 0 17 B 29 C 0 A 16 B 
SB 0 2 A 0 A 0 A 2 A 

EB 0 23 C 47 D 12 B 0 A 

Western Ave. and HOV Connector 

NB 0 30 C 55 E 0 A 12 B 

SB 1 23 C 0 A 8 A 41 D 

EB 0 25 C 40 D 10 A 0 A 

HOV Connector and I-15 HOV Ramp 
NB 0 3 A 0 A 3 A 0 A 
SB 0 8 A 8 A 0 A 0 A 

WB 0 26 C 37 D 1 A 0 A 

Western Ave. and S Jug Handles 
NB 0 8 A 0 A 2 A 9 A 
SB 0 15 B 66 E 0 A 2 A 

WB 0 38 D 59 E 14 B 0 A 

Grand Central Pkwy. and  
N Jug Handles 

NB 0 15 B 0 A 10 A 18 B 
SB 0 22 C 39 D 0 A 3 A 

WB 0 49 D 65 E 7 A 0 A 

Charleston Blvd. and Shadow Ln. 

NB 0 51 D 61 E 22 C 58 E 
SB 0 36 D 54 D 10 A 48 D 
WB 0 20 B 52 D 2 A 19 B 

EB 1 29 C 68 E 9 A 25 C 

Charleston Blvd. and I-15 SB Ramp 
SB 0 26 C 36 D 9 A 0 A 
WB 0 1 A 1 A 0 A 1 A 

EB 0 15 B 0 A 3 A 19 B 
  



Table 19  CORSIM Intersection Analysis Results 
Alternative G PM Peak 

Intersections Approach 
Phase 

Failures 

Control Delay 
Total Left Right Through 

Delay 
(second/veh) 

LOS 
(HCM 2000 

Criteria) 

Delay 
(second/veh) 

LOS 
(HCM 2000 

Criteria) 

Delay 
(second/veh) 

LOS 
(HCM 2000 

Criteria) 

Delay 
(second/veh) 

LOS 
(HCM 2000 

Criteria) 

Charleston and I-15 NB Ramp 
NB 0 16 B 44 D 2 A 0 A 
WB 0 26 C 0 A 3 A 33 C 

EB 0 0 A 1 A 0 A 0 A 

Charleston Blvd. and Jug Handles 

NB 0 2 A 0 A 2 A 0 A 
SB 0 17 B 0 A 17 B 0 A 
WB 0 19 B 0 A 0 A 24 C 

EB 0 0 A 0 A 0 A 0 A 

Charleston Blvd. and Commerce St. 
NB 0 39 D 54 D 15 B 0 A 
WB 0 2 A 0 A 0 A 2 A 

EB 0 2 A 0 A 2 A 2 A 

Charleston Blvd. and Main St. 

NB 2 686 F 972 F 390 F 435 F 
SB 27 151 F 156 F 144 F 156 F 
WB 21 330 F 1508 F 145 F 151 F 

EB 0 17 B 54 D 8 A 8 A 

Alta Dr. and Shadow Ln. 

NB 0 44 D 64 E 15 B 59 E 
SB 0 51 D 66 E 25 C 68 E 
WB 0 8 A 64 E 1 A 6 A 

EB 0 16 B 62 E 6 A 12 B 

Alta Dr. and MLK Blvd. 

NB 0 19 B 38 D 14 B 16 B 
SB 10 44 D 95 F 24 C 46 D 
WB 14 40 D 90 F 25 C 30 C 

EB 13 64 E 138 F 23 C 44 D 

Alta Dr. and I-15 NB Off-Ramp 
NB 0 24 C 55 D 11 A 0 A 
WB 0 3 A 0 A 2 A 4 A 

EB 0 0 A 0 A 0 A 0 A 

Bonneville Ave. and  
Grand Central Pkwy. 

NB 0 42 D 40 D 18 B 60 E 
SB 1 41 D 51 D 16 B 53 D 
WB 0 24 C 47 D 9 A 20 B 

EB 0 22 C 55 E 2 A 15 B 

Bonneville Ave. and Main St. 

NB 1 33 C 76 E 15 B 16 B 
SB 24 156 F 125 F 190 F 136 F 
WB 0 35 C 34 C 35 C 35 C 

EB 0 31 C 49 D 3 A 22 C 
Speed, Density and LOS are based on served volumes 
Source: CH2M HILL 



I-15 also shows definite improvements in operations, as shown in the following “brain scans”, 
which demonstrate graphically speeds on the facility.  These figures were also provided in the 
change in Control of Access Report. 



Figure 20: No Build Alternative Speeds - Year 2030  

  



Figure 22: Alternative G Mainline Speeds - Year 2030 

 

 



FW Revised - Project NEON Project of Air Quality Concern Documentation.txt

From: OConnor.Karina@epamail.epa.gov [mailto:OConnor.Karina@epamail.epa.gov]  
Sent: Thursday, October 21, 2010 3:18 PM 
To: Visser, Hannah (FHWA) 
Subject: Re: Revised - Project NEON: Project of Air Quality Concern Documentation

Hannah - As mentioned in our phone call.   Circulation and review of these documents
meets our needs 
for interagency consultation and can serve for the hot spot analysis to complete the
project-level 
conformity requirements for this project.  
 
thanks,  
 
Karina O'Connor 
(775) 833-1276 
oconnor.karina@epa.gov 
From: 
<Hannah.Visser@dot.gov> 
To: 
Karina OConnor/R9/USEPA/US@EPA, <Greg.Novak@dot.gov>, <Jeff.Houk@dot.gov>, 
<scooke@dot.state.nv.us> 
Cc: 
<Susan.KLEKAR@dot.gov>, <Paul.Schneider@dot.gov>, <Abdelmoez.Abdalla@dot.gov> 
Date: 
10/21/2010 01:13 PM 
Subject: 
Revised - Project NEON: Project of Air Quality Concern Documentation

 
 
 
 
Please find attached the revised PM10 documentation for Project NEON.  The attached 
form references the Final 
EIS for Project NEON.  A link to the online document is also provided below for easy
access.    
   
http://www.ndotprojectneon.com/  
   
Please let me know if you have questions or need any clarification regarding this 
information.    
   
Thank you,  
Hannah  
   
Hannah Visser  
Planning & Research Program Manager  
Federal Highway Administration - Nevada Division Office  
705 North Plaza Street, Suite 220, Carson City, NV 89701  
(775) 687-5322 - Phone  
(775) 687-3803 - Fax  
hannah.visser@dot.gov  
   
[attachment "PM-HotSpot-Form_NEON_20101020.pdf" deleted by Karina 
OConnor/R9/USEPA/US] [attachment "Attachment 
3_Summary of Traffic Impacts.pdf" deleted by Karina OConnor/R9/USEPA/US] 
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