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Impaired Driving Fatalities and Serious 
Injuries by Gender
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Between 2005 and 2009, 574 people died on Nevada roadways 
because someone made the fatal mistake of drinking and driving.  
That is an average of 115 deaths per year.  Furthermore, in the 
same five-year period, an additional 915 people were seriously 
injured in alcohol-involved crashes. 

The goal of the Nevada Strategic Highway Safety Plan (SHSP) is to 
reduce the traffic fatality rate by 33%.  The data presented here 
provides information to accomplish the goal and reduce impaired 
driving fatalities and serious injuries throughout the State. 

Who? 
Young male drivers are more likely to be involved in an impaired driving 
fatality or serious injury crash.  In fact, males of any age are more likely to 
be involved in impaired driving fatal crashes than females. 

Where? 
Between 2005 and 2009, 68 percent of impaired 
driving fatalities and serious injuries occurred in 
Clark County. 

Over three-quarters of impaired driving fatalities 
and serious injuries occurred in urban areas. 

When? 
Weekends hold the most danger for impaired 
driving fatalities and serious injuries, comprising 
almost half of the total. 

Nevada’s Impaired Driving Problem 

Clark County 68%

135
144

118 107
70

154

207 209
195

150

2005 2006 2007 2008 2009

Fatalities Serious Injuries

79%

21%

Impaired Driving Fatalities and 
Serious Injuries by Area

Urban

Rural

9.1%

9.6%

9.8%

11.9%

15.5%

24.6%

19.5%

Impaired Driving Fatalities and 
Serious Injuries by Day of Week

9.1% - Mon

9.6% - Tues

9.8% - Wed

11.9% - Thurs

15.5% - Fri

24.6% - Sat

19.5% - Sun



Nevada Strategic Highway Safety Plan 

October 2010 Nevada Strategic Highway Safety Plan 

Why? 
Most impaired driving fatalities and serious injuries involved single-vehicle crashes.  Of the crashes involving a fatality, the 
majority resulted in an overturned vehicle or a crash with a fixed object. 
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How Do We Reach Our Goal? 
Critical Strategies to Reduce Impaired Driving 
The Nevada SHSP identified several strategies that have the greatest potential to reduce alcohol impaired fatalities and 
serious injury crashes.  By focusing on these strategies, we can begin to reduce the terrible toll caused by impaired driving. 

Increase the number of high-visibility DUI programs: 

 Increase support among law enforcement agencies for high visibility DUI enforcement programs. 

 Increase earned media coverage of law enforcement activity. 

 Encourage other law enforcement agencies to set up impaired driving reporting programs. 

 Encourage agencies to conduct refresher training programs on sobriety testing. 

 Determine high crash locations/corridors for impaired driving.  This program targets all unsafe driving behaviors including 
impaired driving, and involves engineering (signage), enforcement, and public awareness. 

Enhance programs on impaired driving for young drivers: 

 Enhance DUI education within existing safe driving programs; and 

 Continue programs with Cops in Shops and compliance checks to reduce youth access to alcohol. 

Reduce the number of repeat DUI offenders: 

 Support a stronger ignition interlock law by providing information and data that show effectiveness; 

 Support mandatory evaluation of all DUI offenders including first time offenders; and 

 Establish a Court Monitoring Research Program for misdemeanor DUI offenders. 
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On Nevada roadways, 584 people lost their lives and 1,333 were 
seriously injured between 2005 and 2009, in which the vehicle 
occupant was unbelted.  This accounts for approximately 
32 percent of all traffic fatalities and 16 percent of all serious 
injuries during the five-year period. 

The goal of Nevada Strategic Highway Safety Plan (SHSP) is to 
reach zero fatalities.  The data presented here provides 
information to accomplish that goal and reduce unbelted fatalities. 

Who? 
The most recent data from 2005 to 2009 indicates unbelted 
fatalities and serious injuries are far more common in male 
drivers.  Young males between the ages of 16 to 25 are 
especially susceptible to unbelted fatalities and serious 
injuries. 

Where? 
In Nevada, 63 percent of unbelted fatalities and serious 
injuries occurred on urban roadways, while 37 percent 
occurred on rural roadways.  From 2005 to 2009, the 
majority of unbelted fatalities occurred on rural arterials, a 
roadway with high to moderate traffic flow, followed by rural 
interstates and minor urban arterials. 

When? 
Unbelted fatalities are more likely to occur on weekends. 
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Why? 
In 2005 to 2009, most unbelted fatalities and serious injuries involved run-off-the-road crashes.  Angle crashes were the next 
most likely contributing factor in unbelted fatalities and serious injuries.  Fifty-three percent of unbelted fatalities involved total 
ejection of the occupant from the vehicle. 
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How Do We Reach Our Goal? 
Critical Strategies to Reduce Unbelted Occupant Fatalities 
The Nevada SHSP identifies strategies with potential to reduce unbelted occupant fatalities.  By focusing on these strategies, 
we can begin to reduce the terrible toll caused by driving without safety belts. 

Enhance data collection and analysis to identify gaps and improve seat belt usage in Nevada: 

 Continue to improve the quality, availability, integration, and analysis of seat belt-related data; 

 Support statewide activities pertaining to a primary seat belt law (conduct public meetings, interest group meeting, 
legislative briefings, etc.); 

 Provide seat belt usage-related supporting data for draft legislation for a primary seat belt law. 

 Determine seat belt usage and identify the characteristics of non-users and, if possible, part-time seat belt users during 
any day time and night time periods. 

Enhance seat belt enforcement and media campaign(s): 

 Coordinate with safety stakeholders (enforcement, EMS, fire department, etc.) high visibility, well publicized seat belt 
enforcement campaigns statewide throughout the year (two-week enforcement campaigns):  1) sustained seat belt 
enforcement, and 2) nighttime seat belt enforcement; 

 Conduct additional TV and radio paid and earned media activities in English and Spanish during the Click It Or Ticket 
(CIOT) campaign and use of additional non-traditional media venues (i.e., Facebook, MySpace, YouTube, Online 
Gaming), dynamic message signs (DMS), fast food establishment sponsorships (WalMart in store displays, marquees), etc.; 

 Create youth media contest to design creative and artwork for seat belt messaging; and 

 Develop and begin using a Speaker Bureau of crash survivors to share their experience with the media and COIT Kickoff 
events, etc. 

Enhance public education to population groups with lower than average restraint use: 

 CEA team continue to work with Strategic Communications Alliance to identify appropriate outreach strategies to reach 
these target groups; 

 Educate and train Nevada law enforcement and fire departments on occupant protection laws and child passenger 
safety; and 

 Obtain approval to provide specific seat belt information to public and private education instructors; work with Clark 
County plan. 

Provide traffic safety-related education to visiting motorists: 

 Provide Nevada traffic safety law information, booklets, fact sheets to all Welcome Centers and other related agencies 
and organizations throughout Nevada. 
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Almost 800 vehicle occupants died in lane departure 
crashes between 2005 and 2009, and over 2000 were 
seriously injured.  Lane departure incidents are 
defined as run-off-the-road crashes. 

The goal of Nevada’s Strategic Highway Safety Plan 
(SHSP) is to reach zero fatalities.  The data presented 
here provides information to accomplish this goal and 
reduce lane departure fatalities throughout the State. 

Who? 
Data from 2005 to 2009 indicate a larger proportion of fatalities 
and serious injuries result from crashes involving male drivers 
age 26 to 35. 

Where? 
Fifty-one percent of lane departure fatalities and 56 percent of lane 
departure serious injuries occurred in Clark County.  The majority of 
lane departure fatalities (59 percent) occurred in rural areas, while the 
majority of lane departure serious injuries (58 percent) occurred in 
urban areas. 

When? 
A larger portion of lane departure fatalities and serious injuries occur during the morning and afternoon commuter periods.  
Saturdays and Sundays were the most severe days of the week for lane departure crashes. 
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Why? 
The largest proportion of lane departure fatalities and serious injuries occurred during daylight hours.  Over 9 out of 10 
departure fatalities and serious injuries occurred on dry road surface. 

 

How Do We Reach Our Goal? 
Critical Strategies to Reduce Lane Departure Fatalities 

The Nevada SHSP identified several strategies that have the greatest potential to reduce lane departure fatalities and 
crashes.  By focusing on these strategies, we can begin to reduce the terrible toll caused by lane departure fatalities. 

Create education/awareness programs for how to maintain vehicles on the roadway lanes: 

 Design and conduct coordinated, integrated education programs statewide on how to maintain vehicles on roadway 
lanes, tailored to specific target audiences; 

 Create grassroots stakeholder working group to determine problem roads and awareness issues statewide; 

 Develop specific Distracted Driving messages based on crash data to reach target audiences; and 

 Research opportunities to develop a milepost education program to decrease emergency response times to crashes. 

Keep vehicles in their lanes through improvements/engineering: 

 Implement centerline rumble strip standards statewide; 

 Install shoulder and centerline rumble strips statewide, where feasible/applicable; 

 Improve highway curves by evaluating existing curve accident data and providing recommendations of surface friction 
treatments, reconstruction, and signing; 

 Expand and utilize roadway safety audits statewide, and involve local law enforcement agencies; and 

 Develop Incident Management Manual. 

Lessen crash in the event of a roadway departure: 

 Conduct regional implementation of slope flattening projects; 

 Implement median cable barrier statewide; and 

 Decrease animal vehicle crashes. 
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From 2005 through 2009, 467 people died and 3,981 people were 
seriously injured in intersection-related crashes.  These fatalities 
include crashes at both signalized and unsignalized intersections. 

The Nevada Strategic Highway Safety Plan (SHSP) goal is to 
reach zero fatalities.  The data presented here provide clues 
about how to accomplish the goal and reduce intersection-related 
fatalities and serious injuries. 

Who? 
Data from 2005 to 2009 indicate male drivers age 26 to 
35 were the most likely to be in an intersection-related 
crash with fatalities. 

Where? 
From 2005 to 2009, over three-quarters of intersection 
fatalities and serious injuries occurred in Clark County. 

When? 
Intersection fatalities and serious injuries happened more often during daylight hours (59 percent) than 
during dark hours (36 percent).  A higher proportion of intersection fatal and serious injury crashes 
occurred on the weekend from Friday to Sunday. 
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Why? 
For both signalized and unsignalized intersections, fatal angle crashes were by far the most prevalent type of crash.  Non-
collision fatalities were over two times as likely to occur at unsignalized intersections as at signalized intersections. 
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How Do We Reach Our Goal? 
Critical Strategies to Reduce Intersection Fatalities 
The Nevada SHSP identified several strategies that have the greatest potential to reduce intersection fatalities and serious 
injury crashes.  By focusing on these strategies, we can begin to reduce the terrible toll caused by intersection fatalities. 

Implement geometric intersection improvements (i.e., left-turn lanes, roundabouts, etc.): 

 Implement the standard use of right turn slip lanes, offset lefts; 

 Implement statewide crosswalk design standards; 

 Implement bus stop placement standards for shared use right turn lane and bus pullout; 

 Install medians within the influence of all intersection approaches at major intersections; 

 Improve geometry of pedestrian and bicycle facilities; and 

 Evaluate a roundabout first when developing new or existing intersection control projects. 

Increase intersection awareness with traffic control devices: 

 Implement new standard to include intersection/road name ahead signs at all major intersections; 

 Develop statewide intersection signage plan; 

 Conduct Intersection Sight Distance Evaluation Study; 

 Improve visibility of intersection by providing lighting; and 

 Improve pedestrian bicycle facilities with signing. 

Implement traffic operations improvements: 

 Provide for protective/permissive signals – time of day protected left turns, introduction of flashing yellow arrow; and 

 Remove unwarranted signal on a case-by-case basis. 

Follow the principles of access management at intersections: 

 Implement statewide and regional Access Management (AM) Plans; 

 Ensure statewide and regional AM Plans are incorporated into county and cities community development and public 
works standards and codes; and 

 Educate public, private industry, and elected officials. 

Intersection enforcement: 

 Research data to determine crashes caused by red-light running; and 

 Educate traveling motorists on the severity of red-light running. 
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From 2005 to 2009, 258 pedestrians lost their lives and in the last 
three years, 892 pedestrians were seriously injured on Nevada 
roadways.  The causes of these fatalties can be linked to the 
actions of the driver, the pedestrian, or both. 

The goal of the Nevada Strategic Highway Safety Plan (SHSP) is 
to reach zero fatalities.  The data presented here provides 
information to accomplish the goal and reduce pedestrian 
fatalities and serious injuries. 

Who? 
Middle-aged (36 to 55 years old) male pedestrians are 
more likely than any other demographic group to be fatally 
struck by a vehicle.  In general, males of any age are more 
likely to be involved in pedestrian fatalities. 

Almost 45 percent of pedestrian fatalities are impaired or 
related to the motorist being impaired. 

Where? 
From 2005 to 2009, a majority of pedestrian fatalities 
occurred mid-block on a roadway.  Pedestrian fatalities in 
marked crosswalks were also substantial (14 percent).  A 
large proportion of serious injuries occurred at 
intersections (39 percent), while 19 percent of fatalities 
occurred at the same locations. 

Nine out of 10 pedestrian fatalities and serious injuries occurred in urban areas. 
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When? 
Friday was the most dangerous day for pedestrians 
with 201 combined fatalities and serious injuries from 
2005 to 2009.  Saturday was the next most severe day 
with 192 combined fatalities and serious injuries. 

Why? 
From 2005 to 2009, the pedestrian action that contributed 
most to fatalities and serious injuries was improper 
roadway crossing. 

Other significant contributing factors included darting into 
the roadway or being in the roadway illegally (out of a 
crosswalk). 

How Do We Reach Our 
Goal? 
Critical Strategies to Reduce Pedestrian 
Fatalities 
The Nevada SHSP identified several strategies that have the greatest potential to reduce pedestrian fatalities and serious 
injury crashes.  By focusing on these strategies, we can begin to reduce the terrible toll caused by pedestrian fatalities and 
serious injuries. 

Enforce pedestrian laws at high-crash locations: 

 Provide targeted overtime funding so law enforcement can ticket noncompliant motorists; 

 Conduct judicial system outreach to drive home the message of follow through enforcement; 

 Publicize new enforcement initiatives; and 

 Change the language in the Nevada Revised Statutes so that pedestrian laws are easier for law enforcement and the 
public to understand and enforce. 

Provide pedestrian safety education for pedestrians and motorists: 

 Coordinate and support pedestrian safety awareness campaigns; 

 Put educational materials on bus systems; 

 Target messages to minority and low-income neighborhoods; and 

 Support programs that provide walking or biking to school. 

Develop criteria to identify high-crash pedestrian locations and placement, design, and implementation guidelines 
for pedestrian amenities: 

 Identify high-crash pedestrian locations and develop strategies to mitigate problems at these locations; 

 Identify and implement a pilot pedestrian safety project; 

 Develop more pedestrian-friendly design standards; 

 Implement pedestrian-friendly countermeasures; and 

 Support the creation and implementation of regional pedestrian safety action plans. 
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Envisioning Nevada’s Future
Goals & Strategies for  
Advancing Our Quality of Life
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NEVADA VISION STAKEHOLDER GROUP ��  Members

Nevada Vision Stakeholder Group
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Paul Dugan, Washoe County School District, retired
Alan Feldman, MGM Resorts International
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Susan Rhodes, LASW, National Association of Social Workers, Nevada Chapter
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Katy Simon, Washoe County
Keith Smith, Boyd Gaming Corporation
Donald D. Snyder, The Smith Center for the Performing Arts
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Janelle Kraft Pearce, Las Vegas Metropolitan Police Department, retired
John Packham, Ph.D., University of Nevada School of Medicine
Devin Reiss, Realty 500 Reiss Corporation and Nevada Association of Realtors
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Stakeholders
In accordance with State of Nevada Sen-

ate Concurrent Resolution No. 37 of the 2009 
Legislative Session, the Interim Finance Com-
mittee’s Subcommittee to Conduct a Review of 
Nevada’s Revenue Structure appointed the Ne-
vada Vision Stakeholder Group. The group was 
created to assist in developing five-, 10-, and 
20-year strategic plans for improving Nevada’s 
quality of life. Facilitated by Moody’s Analytics, 
the group’s primary task was to look broadly at 
the most important goals for Nevada’s future 
and to identify the key investments and struc-
tural changes needed to achieve them. 

Although the group included several policy 
experts, detailed policy analysis was not its 
aim. Discussions covered a wide range of 
topics, from the structure of the economy to 
education, healthcare, energy and the envi-
ronment, public safety, and transportation. 
Stakeholders came from many backgrounds, 
representing Nevadans’ diverse interests. 
Business leaders joined representatives of or-
ganized labor, philanthropic groups and public 
servants. The members brought a wide range 
of perspectives, from academic to practical, 
representing educators, researchers, builders 
and farmers. Nevada’s regional diversity was 
evident, with members from both urban and 
rural areas. Given the group’s range and broad 
consensus, its recommendations for the future 
are relevant and critical for the state.

The stakeholders had the advantage of 
meeting outside the legislative process. 
Thus, the group could set goals and make 
recommendations without considering po-
litical trade-offs or other constraints faced 
by policymakers. This freedom helped gen-
erate a wealth of creative ideas, both large 
and small. Some of these innovations may 
not receive the attention they deserve be-
cause of current legislative or constitutional 
barriers that can be removed only through 
structural reform. Yet Nevada’s needs are 
serious enough to suggest that such reforms 
be on the table for discussion. 

Quality of life
Quality of life can mean very different 

things to different people. This was particu-

larly true within the NVSG because of the 
diverse interests and viewpoints represented. 
The group’s overall vision for Nevada revolves 
around a “triple bottom line” principle of 
economic development, environmental sus-
tainability, and equitable opportunity for the 
citizens of Nevada. Economic development is 
the bedrock of progress and the reason living 
standards continue to rise. Environmental 
sustainability captures the commitment to 
responsibly and efficiently manage the state’s 
natural resources. Equity embodies a pledge 
to ensure that all Nevadans have a share in 
the state’s future.

The discussion of the stakeholders’ vision 
is organized around six subjects, correspond-
ing to broad policy areas that are essential 
to enhancing Nevadans’ quality of life and 
fostering a fertile business environment 
throughout the state:

 » The economy
 » Energy and environment
 » Transportation
 » Education
 » Healthcare and well-being 
 » Public safety

There is considerable overlap among 
these subject areas. For example, a suc-
cessful economy requires plentiful energy, 
a strong transportation network, and a 
healthy environment. Similarly, a secure, 
well-educated and healthy population needs 
a growing economy. 

Goals
Determining how Nevada can reach and 

sustain a desirable quality of life was the 
task of the NVSG. Members of the group 
identified a number of broad goals along 
with specific objectives and strategies to 
achieve them. 

Among these broad goals is the need to 
diversify Nevada’s industrial structure 
in a way that will reduce volatility in its 
economy, employment and public services. 
Nevada’s infrastructure and resources can 
be leveraged to attract clean energy pro-
ducers and other high value-added indus-
tries. Nevada can also take advantage of its 
position near growth markets on the West 

Coast to support its transportation and lo-
gistics industries. 

Complementing the goal of diversi-
fication is a modern, well-maintained 
transpor tation system that will in-
crease the connectedness of communi-
ties throughout the state and strengthen 
 Nevada’s links with the Intermountain 
West. New industries must also be devel-
oped in conjunction with suitable water 
conservation practices. 

Diversity will add well-paying jobs in 
high value-added industries that can help 
Nevada stay competitive in a changing 
global economy. Such jobs require a wider 
array of skills and increased workforce 
quality, in turn demanding more from edu-
cation and training systems. To produce 
workers for growing, prosperous indus-
tries, graduation rates from high school 
through graduate school must rise. The 
commitment to education must start in 
early childhood, particularly for those 
from lower-income families, and continue 
with a focus on hiring qualified teachers 
and keeping students engaged. 

A healthy community means providing 
not only educational opportunities for all 
but also a clean and safe environment 
and a wide range of cultural and recre-
ational opportunities. A healthy population 
remains the foundation, producing impor-
tant objectives for improving Nevadans’ 
access to healthcare while increasing ef-
ficiency to contain costs.

Greater educational attainment and 
improved public safety would make Ne-
vada more attractive to households and 
firms, leading to stronger and more stable 
economic growth. Income gains associated 
with growth in turn would improve the per-
formance of the state’s systems of educa-
tion and public safety.

Key themes
While the NVSG’s goals are as diverse 

and wide-ranging as the state itself, several 
common themes emerged from its discus-
sions regarding strategy, and these are woven 
through its recommendations. Four such 
themes are: 

EXECUTIVE SUMMARY ��  Facing the Future
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 » Workforce development 
 » Connectedness and collaboration 
 » Utilization of federal resources 
 » Adoption of information  

technology solutions

Other important themes highlighted by 
members of the NVSG include youth inter-
vention and prevention programs,  expanded 
home- and community-based  programs, 
 early-childhood development,  efficient use  
of resources, and accountability. 

Key strategies
The NVSG proposed an array of strategies 

that would help the state achieve its quality 
of life goals. The following key strategies were 
proposed by the group for each subject area:

Economy
 » Expand public-private research capabil-

ities and technology transfer through 
increased venture capital funding and 
use of federal grant money.

 » Attract growth industries by reviewing 
the state’s incentive system and im-
proving upon its already-accommoda-
tive regulatory environment.

Energy & Environment
 » Secure better access to federal land for 

renewable energy development
 » Promote new water conservation tech-

nology for application in the state and 
for export.

Transportation
 » Build Interstate 11 between Las Vegas 

and Phoenix and seek another round 
of federal support to eventually extend 
the highway to Reno.

 » Build high speed rail between Las  
Vegas and southern California.

Education
 » Increase the share of adults with at least 

a high school diploma or its equivalent.
 » Allow public universities to retain a larger 

share of tuition and differentiate tuition 
for different schools and programs. 

Health & Well-being
 » Expand enrollment in Medicaid and 

CHIP programs to expand access to 
healthcare in the near term.

 » Promote investment in healthcare 
information technology to lower costs 
and improve efficiency. 

Public Safety
 » Establish a second National Fire 

 Academy to serve the needs of the 
western U.S.

 » Promote agency collaboration to re-
duce substance abuse to include reha-
bilitation options. 

Measuring progress
For the NVSG’s efforts to be of lasting use, 

progress toward Nevada’s goals must be mon-
itored through quantitative performance mea-
sures. Tracking performance allows the state to 
make midcourse corrections or adopt alterna-
tive strategies where needed, promoting flex-
ibility and a focus on long-term outcomes. 

Each stated goal or objective in this report 
includes a performance metric, with five-, 10- 
and 20-year benchmarks. In most cases, the 
near-term goal is simply stabilization, with 
measurable progress expected in 10 years. 
After 20 years, the successful implementa-
tion of these strategies will advance Nevada’s 
ranking significantly among its relevant peer 
group of states. The following pages include 
two key metrics with benchmarks for each 
subject area. Additional metrics and bench-
marks can be found in the focus chapters.

EXECUTIVE SUMMARY ��  Facing the Future
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Workers commuting by means other than driving alone, % 

Nevada boasts a high-quality road network, but transport links to 
neighboring communities such as Phoenix and southern California 
need to be improved. The NVSG proposes the state improve high-
way links between Las Vegas and Phoenix and eventually extend 
the route north to Reno. The NVSG also recommends pursuing the 
development of a high-speed rail service between Las Vegas and 
Southern California.

The share of commuters who find alternatives to driving alone high-
lights the travel choices available to workers. The 20-year goal is to 
match or exceed the share of commuters using alternative means 
in Montana, the current leader in the Mountain West. In 2008, 
 Montana’s share was 27.2%.

EducatioN
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Increase High School Graduation Rates 

Source: U.S. Department of Education 

Averaged freshman graduation rates, public secondary schools, % 

The American Community Survey documents three- and four-year-
olds who are enrolled in school programs. Nevada lags the national 
average. Numerous factors influence parents’ decisions to enroll 
children in such programs, including their employment status and 
the cost of the programs. Nevada’s goal is to cut its gap with the 
national average in half by 2015, match the current U.S. average in 
2020 and lift into the current top third of all states by 2030.

The averaged freshman graduation rate examines the number of 
high school graduates in a given year compared with the number 
of entering students four years earlier. This indicates how success-
ful the school is in having students complete their schooling. The 
measure has limitations, as it does not account for students who 
changed schools. The state’s goal here is to cut its gap with the 
national average in half by 2015, match the current U.S. average in 
2020, and lift into the current top third of all states by 2030.

EXECUTIVE SUMMARY ��  Facing the Future

Key Metrics
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One major strength is that Nevada’s 
transportation network is in better shape 
than those of many other states. Nevada’s 
roads and bridges are structurally sound, 
and the state is home to one of the larg-
est and most efficient passenger airports 
in the nation. Even among the relatively 
young western states, Nevada’s transpor-
tation system stands out as one of the 
best maintained.

Yet measures of mobility and access 
show Nevada falling behind national and 
regional averages. Over the last several 
years, Nevada’s largest urban area has 
grown into one of the nation’s most con-
gested.1 Despite heightened interest in en-
ergy efficiency and environmental protec-
tion, Nevada’s communities still rely more 
heavily than most on automobiles. The 
state also lacks important links to some of 
its largest neighbors.

Nevada now faces unique challenges to 
growth and the improvement of its living 
standards. The sizable role of transporta-
tion in advancing economic development 
and quality of life is a compelling reason for 
Nevadans to assess both the state’s relative 
ranking and its progress toward an integrat-
ed and efficient system.

Targeted investments in infrastructure 
such as highways, airports, mass transit, and 
water and sewer systems stand to generate 
important long-term benefits for Nevada. 
Transportation infrastructure influences costs 
and productivity, health and safety, and en-
vironmental quality. Nevada’s transportation 
policy initiatives are therefore critical to im-
proving the state’s overall quality of life.

Infrastructure and economic growth are in-
extricably linked. A larger stock of public capi-
tal is associated with higher output and over-

1 Schrank, D. and Lomax, T. The 2009 Urban Mobility Report. 
Texas Transportation Institute,  
http://mobility.tamu.edu/ums/.

all productivity, although the benefits created 
by additional investment vary substantially 
over time.2 The mechanisms through which 
public capital influences output and produc-
tivity are fairly straightforward. Investments 
in transportation capital allow greater access, 
save time, and make private investment more 
efficient, leading to higher productivity. Bet-
ter highway access can enable a business to 
distribute products to a larger customer base 
and to hire from a larger pool of labor, reduc-
ing the gap between the supply of skilled 
workers and available jobs.3

One measure of Nevada’s transportation 
efficiency is the ratio of vehicle miles per in-
flation-adjusted dollar of gross annual output. 
The more efficient the system, the lower the 
ratio. Nevada has seen rapid improvement 
in this metric in recent years: The number of 
vehicle miles traveled per thousand dollars 
of real gross product fell from 239 in 2000 
to 201 in 2008. The transportation efficiency 
of the whole U.S. economy has improved, 
but not as fast as Nevada’s. The shift may be 
partly structural, as information technology 
and a shift away from manufacturing made it 
possible to increase output with less travel.

The effectiveness of Nevada’s transporta-
tion investments can be seen in the growth 
of competitive export-oriented industries in 
the state. The benefits of good highways vary 
across industries; those that gain the most 
include agriculture, food-related activities, 

2 Aschauer, David A. and Munnel, Alicia H., ed. “How Does 
Public Infrastructure Affect Regional Economic Perfor-
mance?” Is There a Shortfall in Public Capital Investment? 
Federal Reserve Bank of Boston Conference Series 34. 1991. 
For a broad overview of associated literature, see also: Baird, 
Brian A. Public Infrastructure and Economic Productivity: A 
Transportation-Focused Review. Transportation Research 
Record no. 1932. 54-60. 2005.

3  Weisbrod, Glen, and Arlee Reno. “Economic Impact of Public 
Transportation Investment” prepared for the American Public 
Transportation Association, TCRP Project J-11(7). October 
2009.

transportation, trade and construction.4 Ne-
vada’s location along a major trade route be-
tween Canada and Mexico has helped the re-
gion develop export-oriented transportation 
and warehousing industries, although delays 
and bottlenecks are frequent along I-15 
through Las Vegas. The share of employment 
in transportation and warehousing stood at 
4% across Nevada during 2009, compared 
with 3.2% nationwide.5 This is an appropri-
ate measure of the business community’s 
response to additional investment in major 
highway expansion and maintenance.

Highways can also allow a business to 
reach suppliers faster and at a lower cost. 
Shorter delivery times can minimize the need 
to carry inventory.6 Conversely, if a poorly 
maintained road surface lowers average 
speeds or decreases the volume of traffic, 
it may negate some of the improvement in 
productivity that a road provides.

Nevada maintains a high-quality net-
work of roads and bridges, and the state 
is served by one of the nation’s largest 
airports. One measure of road quality is 
the proportion of Nevada’s highways and 
major arteries rated “good” or “very good” 
in terms of pavement smoothness. Road 
roughness is closely associated with safety, 
comfort and travel time.7 These rating sys-
tems allow for comparison among regions 
and over time.

4 Nadiri, Ishaq M. and Theofanis P. Mamuneas. “Contribution 
of Highway Capital to Industry and National Productivity 
Growth.” Federal Highway Administration. Office of Policy 
Development, Washington DC. 1996.

5 U.S. Bureau of Labor Statistics. “Regional and State Em-
ployment and Unemployment (Monthly).” Economic news 
release, August 20, 2010.  
http://www.bls.gov/news.release/laus.toc.htm.

6 Nadiri, Ishaq M. and Theofanis P. Mamuneas. “Contribution 
of Highway Capital to Industry and National Productivity 
Growth.” Federal Highway Administration. Office of Policy 
Development, Washington DC. 1996.

7 Sayers, Michael W. and Steven M. Karamihas. “The Little 
Book of Profiling: Basic Information about Measuring and 
Interpreting Road Profiles.” University of Michigan Transpor-
tation Research Institute. 1998.

Nevadans’ collective choices regarding infrastructure play a critical role in shaping how the state 
grows, how its communities connect, where businesses choose to locate, and how the environ-
ment responds.

Focus On | Transportation
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Among western states, which generally 
boast above-average road quality, Nevada 
ranks highly in its share of roads rated 
“good” or “very good.” In 2008, the propor-
tion of highways and arteries rated at least 
good in Nevada stood at nearly 63%, higher 
than the national average of about 40% 
(see Chart 1). Even so, Nevada’s roads, like 
those across the nation, have deteriorated 
over the last several years. In 2003, for ex-
ample, nearly 67% of Nevada’s roadways 
were rated at least good. Only Georgia, 
Florida, Montana, and Tennessee reported 
better overall pavement conditions. 

Another measure of transportation infra-
structure quality is the condition of a region’s 
bridges. Most bridges receive regular inspection8 
for deficiencies that could restrict performance 
or require repair or replacement (see Chart 2).

8  Federal Highway Administration. “2006 Status of the Na-
tion’s Bridges, Highways, and Transit: Conditions & Perfor-
mance.” U.S. Department of Transportation. 2007.

The proportion 
of Nevada’s bridges 
found structurally de-
ficient to the point of 
reduced load-carrying 
capacity stood at just 
2.5% in 2009, the 
lowest share of any 
state.9 The proportion 
of the state’s bridges 
classified as function-
ally obsolete—indicat-
ing they no longer 
meet current design 
standards and may 

require improvement—was higher at 9.8% 
but still below the national average rate for 
obsolescence (see Chart 3).

Beyond purely economic effects, public 
infrastructure has a large bearing upon 
a community’s quality of life. Access to 
employment opportunities, amenities 
such as parks and recreational areas, and 
goods and services produced elsewhere 
can define a region for both existing and 
prospective residents.10 

Nevada depends heavily on automobile 
travel and lags other regions in offering alter-
native modes of transportation. Moreover, the 
costs of auto dependence are increasing. Traf-

9 U.S. Bureau of Transportation Statistics. “State Transporta-
tion Statistics 2009.” Research and Innovative Technology 
Administration. U.S. Department of Transportation. Available 
at www.bts.gov/.

10  Aschauer, David A. and Munnel, Alicia H., ed. “Why is Infra-
structure Important?” Is There a Shortfall in Public Capital 
Investment? Federal Reserve Bank of Boston Conference 
Series 34. 1991.

fic congestion in Las Vegas is a significant chal-
lenge to the growth of southern Nevada, while 
many of the state’s other communities offer 
few travel options other than automobiles.

Congestion in the Las Vegas metropolitan 
area is increasing rapidly. This can be mea-
sured a number of ways, such as the ratio of 
total usage to total capacity or by analyz-
ing the costs of congestion. An example of 
the former is the number of vehicle miles 
traveled per freeway lane mile. This metric 
provides information about the demand for 
travel relative to the supply of road space; an 
increasing number represents disproportion-
ate growth in usage relative to capacity.

According to the Texas Transportation In-
stitute, the number of vehicle miles traveled 
daily on Las Vegas’ freeways rose 7.5% be-
tween 2006 and 2007 to 11.51 million, while 
the number of available lane miles of freeway 
was unchanged at 575. As a result, Las Vegas’ 
ratio of miles of vehicle travel per lane mile 
climbed to 20,000 in 2007, up from 18,600 
in 2006.11 Measured this way, Las Vegas 
ranked second, after Los Angeles, in conges-
tion among cities in the West (see Chart 4).

Outside Las Vegas, average miles of 
vehicle travel per capita appear relatively 
stable, but this has not prevented a sharp rise 
in the number of vehicle miles of travel per 
year. Save for a sharp drop in the recession 
in 2008, the average Nevadan has consis-
tently driven around 8,700 miles per year for 
a decade (see Chart 5). Nevada commuters 

11 Schrank, D. and Lomax, T. The 2009 Urban Mobility Report. 
Texas Transportation Institute. http://mobility.tamu.edu/
ums/.
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Chart 1: Nevada Boasts High-Quality Roadways 

Source: Bureau of Transportation Statistics, Federal Highway Administration 
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Chart 2: Nevada’s Bridges Have Fewer Faults… 

Source: Bureau of Transportation Statistics, Federal Highway Administration 
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generally travel fewer miles per year than do 
drivers in other regions of the country, but 
even this lower level, when combined with 
rapid population growth, produces a faster 
increase than average in total vehicle miles. 
Total annual vehicle miles traveled rose 144% 
from 1990 to 200712, compared with an in-
crease of 40% nationwide.

With more cars competing for the same 
road space, the average commute time has 
increased rapidly, as have the costs associated 
with congestion delays. Such costs are an-
other important measure of a region’s quality 
of life. According to the Texas Transportation 
Institute, the average number of hours per 
year spent delayed in traffic by a traveler in Las 
Vegas during peak commute periods rose from 
36 to 44 between 2002 and 2007.13 By com-
parison, the average for all urban communities 
in the U.S. was just 36 hours; for urban areas 
similar in size to Las Vegas, the average was 35.

Transportation infrastructure also signifi-
cantly affects the environment. Some trans-
portation modes are more environmentally 
friendly than others. Mass transit systems 
may help reduce carbon emissions and other 
forms of air pollution if commuters are in-
duced to replace automobile travel.

Travel within Nevada’s largest urban 
areas is still highly dependent upon auto-

12  “State of Nevada Transportation Facts and Figures.” Opera-
tions Analysis Division, Nevada Department of Transporta-
tion. 2009.

13  “Urban Mobility Report 2009.” University Transportation 
Center for Mobility, Texas Transportation Institute. 2009. 
Available online at http://tti.tamu.edu.

mobiles, and few 
alternatives exist 
for commuters. 
In 2008, nearly 
77% of Nevadans 
traveled alone to 
work in a car, truck 
or van.14 This was 
slightly above the 
national average of 
76%, while most 
other western states 
reported rates of 
solo automobile 
commuting at or 
below the national average. Nevadans use 
carpools slightly more than average, with 
12.1% of commuters participating in such 
arrangements, compared with a national 
figure of about 11%. Fewer Nevadans use 
public transportation, walk, or ride a bicycle 
to commute to work than the U.S. average 
(see Chart 6).

Within Las Vegas, however, public transit 
is used extensively despite the area’s lack of 
passenger rail service, an alternative found 
in many other urban areas. One measure 
of public transit use in an urban setting is 
the number of public transit trips made per 
year per capita. During 2008, the number of 
unlinked passenger trips per capita in Las Ve-
gas ranked 14th highest among the nation’s 

14   U.S. Bureau of Transportation Statistics. “State Transporta-
tion Statistics 2009.” Research and Innovative Technology 
Administration. U.S. Department of Transportation. Available 
at www.bts.gov/.

largest urban areas (see Chart 7). Bus travel 
was the dominant mode of transportation, 
accounting for 86% of all trips.

Set against the background of Nevada’s 
population explosion over the last several 
decades, the transportation system within 
much of the state appears to have largely 
kept up with demand. Links with other states 
in the region, however, appear underdevel-
oped. Expanded trade among the U.S., Cana-
da and Mexico has led to a sharp increase in 
the volume of traffic through Nevada. One 
response to this shift could be the expansion 
of the interstate highway system from Cana-
da to Mexico, including a direct link between 
Las Vegas and Phoenix.15

15  Lang, Robert E., Mark Muro, and Andrea Sarzynski. “Mountain 
Megas: America’s Newest Metropolitan Places and a Federal 
Partnership to Help Them Prosper.” The Brookings Institution. 
Blueprint for American Prosperity. 2008. Cox, Wendell and 
Jean Love. “Interstate 2000: Improvement for the Next Mil-
lennium.” Roads and Bridges. June 1997.
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Chart 5: Average Nevadan Drives Fewer Miles 
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Nevada boasts a strong air transporta-
tion system, but adding capacity to meet 
increased demand will be a long-term 
challenge. McCarran Airport in 2009 
boasted a greater overall on-time arrival 
percentage than many other large passen-
ger airports, ranking fifth-highest among 
the nation’s 50 largest airports.16 However, 
existing runway capacity may not accom-

16  Bureau of Transportation Statistics. “State Transportation 
Statistics.” Research and Innovative Technology Administra-
tion. U.S. Department of Transportation. 2009.

modate future 
growth in business 
travel and tourism. 
As airport traffic 
grows and bottle-
necks increase, Ne-
vada’s performance 
edge may erode.

Securing the 
funds necessary to 
preserve Nevada’s 
existing infrastruc-
ture and invest in 
new systems will 
be an important 

part of the state’s long-range transporta-
tion plan. The largest portion of funding 
for Nevada’s Department of Transporta-
tion comes from federal and state highway 
user fees, which depend upon fuel taxes, 
vehicle registration and permit fees, and 
the government services tax.17 The reliance 
upon revenue from gasoline consumption 
may mean funds will fail to keep pace with 

17  Rawlings, Scott. “Transportation In Nevada: Vision and Strat-
egies.” Nevada Department of Transportation. 2010.

required investment in new forms of trans-
portation, particularly if alternative modes 
of travel reduce fuel usage, for example. 
Over the long term,  dependence upon the 
gasoline tax could lead to a shortfall in 
state and local  government revenues.

A Vision of a  
Connected Nevada
Promoting Connectivity

The Nevada Vision Stakeholder Group’s 
long-term goals include the improved 
movement of goods and people across 
the state as well as stronger connections 
to other parts of the Intermountain West. 
Nevada can take advantage of its position 
near growth markets on the West Coast to 
support development of transportation and 
logistics industries. A well-maintained road 
system that provides access to Nevada’s 
largest neighbors will accelerate develop-
ment of these industries.

Connecting communities within Nevada 
will also promote equity, providing better ac-
cess throughout the state. 
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GOAL OBJECTIVE METRIC STRATEGIES

Enhance the 
movement of 
goods and people 
throughout Nevada 
in an energy-efficient 
way; strengthen 
Nevada’s connection 
to communities across 
the Intermountain 
West

1. Maintain Nevada’s lead over 
the nation in the quality of its 
infrastructure

Roadway and bridge condi-
tion indices

 » Preserve Nevada’s existing infrastructure
 » Invest in transportation infrastructure 

throughout Nevada
 » Investigate innovative ways of financing infra-

structure
 » Investigate alternatives to the fuel tax

2. Achieve a greater mix of forms of 
transportation

Commuters using alterna-
tives to driving

 » Develop alternative forms of transportation

3. Strengthen Nevada’s connection 
to communities throughout the 
Intermountain West

Interstate highway center 
line miles per mil residents

 » Improve highway links between southern 
 Nevada and Arizona

 » Pursue development of high-speed rail with a 
federal subsidy

 » Coordinate infrastructure development 
through regional planning organizations

 » Develop policies to support alternative-fuel 
vehicles

 » Orient transportation systems toward  
the development of inland ports
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GOAL 1

Enhance the movement of goods and people throughout 
Nevada in an energy-efficient way; strengthen Nevada’s 
connection to communities across the Intermountain West.

OBJECTIVE #1
Maintain Nevada’s lead over the nation in the quality of its infrastructure.

Nevada must strive for balance between investing in new roadways and providing upkeep for its existing structures. Nevada’s first-rate 
roads and bridges are essential to sustaining a high level of mobility and enhancing trade connections. Well-maintained roadways are asso-
ciated with improved driver comfort, time savings, greater fuel efficiency, and lower vehicle maintenance costs.

METRIC
 
Roadway and bridge condition indices.

Reported annually by the Bureau of Transportation Statistics, the 
road and bridge condition indices assess the health of Nevada’s sur-
face transportation infrastructure relative to that of other states. This 
indicator responds to the state’s resurfacing and reconstruction ac-
tivities. Road conditions are measured according to the international 
roughness index, a measure of pavement smoothness. Bridges are 
rated based on how much their flaws reduce load-bearing capacity.

The five-year benchmark calls for Nevada to remain above 
its 2008 level. Nevada’s 10-year goal is to increase its share of 
roads rated at least “good” to 65%, which would put it second 
among the states by 2008 values. Over the next 20 years, Ne-
vada’s goal should be to maintain the highest-quality roads in 
the country, which, based on 2008 data, would be consistent 
with a percentage of at least 73% rated at least “good.”

STRATEGIES

Preserve Nevada’s existing 
infrastructure.

Nevada’s arid climate helps 
preserve its infrastructure, but 
most of its roads and bridges are 
relatively young and will require 
increased maintenance over time. 
This is essential to developing 
Nevada’s trade connections, as 
smooth roads form a comparative 
advantage for the development of 
trucking and warehousing.

Prioritizing existing infra-
structure ahead of investment in 
new projects is consistent with 
the policy recommendations 
outlined by the Blue Ribbon 
Task Force to Evaluate Nevada 
Department of Transportation 
Long-Range Projects.1

Over the next decade, about 
one-fifth of the state’s bridges 
will reach 50 years of age, con-
sidered a normal usable life 

1 State of Nevada. Blue Ribbon Task Force to 
Evaluate Nevada Department of Transpor-
tation Long-Range Projects, 2008-2015. 
Roads to the Future Task Force. 2006. Avail-
able at www.nevadadot.com.

span.2 Nevada’s bridges will 
thus require more repair or re-
construction over the next two 
decades, and the state may find 
itself losing its lead if infrastruc-
ture repair is neglected.

Invest in transportation 
infrastructure throughout 
Nevada.

Investing in additional road 
infrastructure is a strategy to 
help alleviate congestion in 
the Las Vegas and Reno-Sparks 
metropolitan areas. Connectiv-
ity is a greater concern in rural 
communities, and investment in 
new roadways will be necessary 
to provide a consistent level of 
access to expanding towns.

Investigate innovative ways 
of financing infrastructure.

Innovative borrowing ar-
rangements may allow Nevada 
to accelerate certain types of in-

2 Nevada Department of Transportation. 
“State Highway Preservation Report.” Car-
son City, February 2009. Available at www.
nevadadot.com.
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frastructure projects. When funds 
are needed for large projects, the 
state may consider the use of 
Grant Anticipation Revenue Ve-
hicles. Interest and issuance costs 
related to the use of GARVEE 
bonds may be eligible for federal 
reimbursement. Nevada may 
also consider a state infrastruc-
ture bank, a revolving investment 
fund for transportation projects. 
A broad array of innovative fi-
nancing options are available and 
should be considered for funding 
future projects. 

Investigate alternatives to 
the fuel tax.

Nevada’s fuel tax consti-
tutes an important source 
of funding for state highway 
construction and maintenance, 
but it may not be a stable 
source of revenue over the long 
term. Revenue from the fuel 
tax is particularly sensitive to 
changes in demand for gasoline, 
and the price of crude oil can 
create volatility for this revenue 
stream. Revenues may decline 
as commuters shift toward 

more fuel-efficient or fully elec-
tric vehicles. 

Research on alternative 
sources of revenue should con-
tinue. One alternative revenue 
structure would involve assessing 
a fee based upon miles driven in 
lieu of a tax on fuel. This concept 
has been extensively studied in 
other states.3 Such alternatives 

3 Oregon Department of Transportation. “Or-
egon’s Mileage Fee Concept and Road User 
Fee Pilot Program: Final Report.” Salem, 
November 2007. Available at  
www.oregon.gov.

have the potential to produce 
more stable revenue while better 
managing   congestion by creat-
ing incentives to travel during 
off-peak hours.

Any study of a viable alter-
native must weigh the costs 
of implementation and main-
tenance associated with it 
against the intended benefits. 
These costs should be consid-
ered in the design of any future 
 revenue structure.

STRATEGIES (Continued)
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GOAL 1

Enhance the movement of goods and people throughout 
Nevada in an energy-efficient way; strengthen Nevada’s 
connection to communities across the Intermountain West.

OBJECTIVE #2
Achieve a greater mix of forms of transportation.

Limited available land and water, the cost of infrastructure, and longer travel times constrain the outward growth of Nevada’s communi-
ties. Urban land use patterns in Nevada are in many ways more efficient than elsewhere in the West, yet they still depend on travel by au-
tomobile. To sustain long-term population growth, preserve environmental quality, and achieve balanced economic growth, Nevada’s cities 
must provide better ways to link residents, businesses and community facilities.

METRIC

Commuters using alternatives to driving.
The share of commuters who find alternatives to driving high-

lights the travel choices available. In 2008, 76.8% of Nevadans 
traveled alone in an automobile as their primary means of getting 
to work. Just 8.1% of Nevada workers took public transportation 
or taxis, bicycled, or walked as their primary means of commuting, 
compared with 9.6% nationwide. The remaining 15.1% worked at 
home, carpooled, or rode with family members or friends.

The five-year goal is to increase Nevada’s share of commut-
ers not driving alone to 24.4%, which was the national average 
share during 2008. A reasonable 10-year goal is to raise the share 
of commuters using alternative modes of transportation to the 
regional average; during 2008, this was 25.4%. The 20-year goal 
is to match or exceed the share of alternative commuters in 
Montana, the current leader in the Mountain West. In 2008, Mon-
tana’s alternative commuter share was approximately 27.2%.

STRATEGY

Develop alternative forms of 
transportation.

Policies should encourage 
greater use of pooled transporta-
tion, urban transit, walking and 
bicycling. Nevada may require 
additional investment in infra-
structure or rights-of-way to 
encourage alternative modes of 
transit. The return on such invest-
ment will be highest in regions 
now suffering from congestion.

A light rail service could con-
nect communities to businesses 
and recreational areas such as 
parks. The Las Vegas Valley lacks 
such a service, in contrast with a 

number of other similarly sized 
metropolitan areas in the West. 
The Las Vegas bus rapid transit 
system could complement the 
development of a regional light 
rail network. 

A complementary strategy 
would incorporate bicycling 
plans into new construction or 
rehabilitation projects involving 
state roads.1 Bicycle-friendly im-
provements might include wider 
road shoulders or dedicated bi-
cycling lanes.

1 Nevada Bicycle Advisory Board. “Nevada 
Bicycle Transportation Plan.” January 2003. 
Available at www.bicyclenevada.com.

FROM MOODY’S ECONOMY.COM   2 FROM MOODY’S ECONOMY.COM   2 

20 

21 

22 

23 

24 

25 

26 

27 

28 

04 05 06 07 08 15 20 30 

Nevada U.S. 

Increase Alternative Transportation Usage 

Sources: Census Bureau: American Community Survey 

Workers commuting to work by means other than driving alone, % 



42 NEvada visioN stakEholdEr GrouP  /  Moody’s aNalytics sEPtEMbEr 2010

FOCUS ON ��  Transportation

GOAL 1

Enhance the movement of goods and people throughout 
Nevada in an energy-efficient way; strengthen Nevada’s 
connection to communities across the Intermountain West.

OBJECTIVE #3
Strengthen Nevada’s connection to communities throughout the Intermountain West.

Nevada boasts a high-quality road network, but transport links to neighboring communities such as Phoenix and southern California need 
to be improved. Linking Nevada with other regions in the West will generate trade and transportation synergies as goods and people move 
more freely.

METRIC

STRATEGIES

Improve highway links 
between southern Nevada 
and Arizona.

The upgrade of U.S. Highway 
93 to freeway standards and 
its inclusion in the interstate 
system as Interstate 11 would 
complete an improved link to 
Phoenix. The future I-11 would 
also form a part of the  
CANAMEX corridor, ultimately  
linking Mexico, the U.S. and 
Canada through the Inter-
mountain West. 

Pursue development of  
high-speed rail with a 
federal subsidy.

A high-speed rail service 
would dramatically shorten 
travel times between Las Vegas 
and southern California, offering 
a viable alternative to short-haul 
flights between the two regions. 
This strategy would complement 
diversification efforts and allow 
existing capacity at McCarran 
International Airport to be real-
located toward long-haul flights. 
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Interstate centerline miles per million residents.
The amount of interstate highway per permanent resident 

measures Nevada’s relative connectedness compared with other 
Mountain West states. The metric will rise as new roads are 
added, although it will not reflect the addition of lanes to an 
existing roadway.

Population everywhere has been growing faster than the in-
terstate highway system, which has caused this ratio to decline 
over time. This has been particularly true for Nevada. The state’s 
long-term goal involves increasing the size of its interstate 
highway system through connections to Phoenix and between 
Las Vegas and Reno. Efforts to improve existing roads to free-
way standards in northern Nevada will increase connectivity 
over the next several years. However, a suitable 10-year goal 
involves the creation of Interstate 11, which will add 31 miles of 
interstate highway in Nevada.1 Over the 20-year horizon, the 
goal is to extend the proposed interstate between Las Vegas and 
Reno, which would contribute 375 to 415 centerline miles to the 
interstate network. A new highway would be constructed and 
portions of the existing highway (US-95) between Las Vegas and 
Reno would be reclassified once they are expanded by including 
additional lanes and resurfacing.  

1 Hazlett, Bob. “Interstate 11 Update.” Transportation Policy Committee. Maricopa Associa-
tion of Governments. April 2010.
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A longer-term expansion of 
the western rail corridor would 
involve creating routes between 
other large urban areas, includ-
ing Las Vegas, Phoenix, Salt Lake 
City, and Reno.

The state should seek to cap-
ture more federal matching funds 
and grants. Funding from the 
federal government for a future 
high-speed rail will depend heav-
ily upon the completion of early 
feasibility studies, budgets, and 
project schedules. As is evident 
from the overwhelming number 
of applications received in the 
most recent round of federal 
grants, many states are compet-
ing for limited federal funding. 
Funds made available through 
the American Recovery and Re-
investment Act of 2009 targeted 
individual projects for which pre-
liminary impact and design work 
had been completed.1

Another strategy for financ-
ing a high-speed rail would 
involve a loan from the Federal 
Railroad Authority. Government 
credit assistance can help in 
overcoming short-term financ-
ing hurdles for projects in which 
the initial stream of fare revenue 
may be volatile or uncertain.2

1 Federal Railroad Administration. “High-
Speed Intercity Passenger Rail (“HSIPR”) 
Program, Notice.” Federal Railroad Admin-
istration. Department of Transportation. 
Federal Register, Vol. 74, No. 119. June 23, 
2009.

2 Federal Railroad Administration. Supple-
mental Draft Environmental Impact State-
ment and 4(f) Evaluation for the proposed 
DesertXpress High-Speed Passenger Train. 
U.S. Department of Transportation. Avail-
able at www.fra.dot.gov/pages/1703.shtml.

STRATEGIES (Continued)

Coordinate infrastructure 
development through 
regional planning 
organizations.

Regional planning organiza-
tions can help develop high-
ways and rails across political 
boundaries. Planning at this 
level also enables projects to 
serve broad areas with future 
expansion in mind.

Develop policies to support 
alternative-fuel vehicles.

Increased use of alternative-
fuel vehicles such as fully elec-
tric cars will require investment 
in charging stations. The shift 
toward these types of vehicles 
is expected to accelerate as 
neighboring states, particularly 
California, move toward man-
dating greater fuel efficiency or 
imposing tougher standards on 
fossil-fuel vehicles.

Orient transportation 
systems toward the 
development of inland 
ports.

Promoting the development 
of an inland port is consistent 
with several other strategies 
outlined in this section. An in-
land port located in southern 
Nevada would help move goods 
throughout the rapidly grow-
ing Intermountain West. Such a 
port would benefit from cargo 
shipped by highway or rail from 
Arizona and California, and it 
could tie into the planned Ivan-
pah Valley airport.3 

3 This strategy is consistent with a recom-
mendation from the Legislative Commis-
sion’s Subcommittee to Study the Devel-
opment and Promotion of Logistics and 
Distribution Centers and Issues Concerning 
Infrastructure and Transportation to draft 
a letter urging support for allocation of 
funds for the development of road and rail 
infrastructure into the Ivanpah area. See 
Summary of Recommendations, Assembly 
Concurrent Resolution No. 30. Available at 
www.leg.state.nv.us.
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