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The 4th Street/Prater Way corridor is a critical 
thoroughfare within the greater context of the 
Truckee Meadows.  Next to Interstate 80, 4th Street/
Prater Way is the key surface roadway connecting the 
Cities of Reno and Sparks, including the connection of 
each of the Cities’ downtowns.  Formerly US Highway 
40, much of the corridor has a long standing national 
significance as a portion of the Lincoln Highway.  
Numerous historically significant buildings and sites 
are located along the corridor, predominantly within 
the eastern portion in the City of Reno and the 
western portion within the City of Sparks.   

The corridor experiences its highest traffic volumes 
within the downtown Reno portion (Keystone Avenue 
to Evans Avenue) and in Sparks from Pyramid Way to 
Lillard Way.  The confluence of Virginia Street and 4th 
Street (the regions north/south and east/west “main” 
streets) is arguably the epicenter for the region.  Due 
to this, relatively high pedestrian and cyclist volumes 
are present in the most urbanized portions of the 
corridor.  Further, Route 11, serving transit 
passengers on 4th Street/Prater Way between RTC 
4TH STREET STATION and CENTENNIAL PLAZA has 
some of the highest ridership in the RIDE service.  
Taking into account the above generalizations, the 
4th Street/Prater Way Corridor requires a multi-
modal approach to facilitating the various modes 
currently utilizing the corridor. 
 
 
 

Purpose 
The purpose of the 4th Street/Prater Way Corridor 
Study is to identify multimodal transportation (bike, 
pedestrian, transit, auto) issues and solutions in the 
4th Street/Prater Way corridor. This study also 
integrated economic development initiatives 
currently underway in the Cities of Reno and Sparks. 

 

 

Project Area 
The corridor extends from Keystone Avenue on the 
west to Northern Nevada Medical Center to the east.  
The overall study limits include the area between 
Interstate 80 and the Truckee River within the City of 
Reno and the area two blocks north of Prater Way to 
Interstate 80 in the City of Sparks. 

Introduction 

Figure 1. Project Area 
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Goals 
The goals below have been developed through 
coordination with the project Technical Advisory 
Committee, and the public.  These goals have guided 
the development of the preferred alternative for 
improvements within the corridor and establish a 
long term, 20 year, vision for the future of the 
corridor.  The goals for the 4th Street/Prater Way 
Corridor are: 
 
 Create safer streets that are more inviting for 

families, pedestrians, and bicycles. 
 Slow traffic down to encourage people to spend 

time at businesses, events, and restaurants in the 
corridor. 

 Increase and improve street lighting. 
 Coordinate on and off-street parking. 
 Increase connectivity between Sparks, Reno, and 

the Truckee River. 
 Improve bicycle facilities, including bicycle 

storage. 
 Where possible, provide wider sidewalks.  
 Create an identity for the entire corridor with 

coordinated individual themes for Reno and 
Sparks.  

 Incorporate the corridor’s historical significance 
and the arts in theming and streetscape elements. 

 All travel modes moving smoothly and safely. 
 Preserve cultural & historical landmarks. 
 
Preferred Alternative Summary 
Incorporating the goals of the Technical Advisory 
Committee, stakeholders, and the public, the 
preferred alternative for the 4th Street/Prater Way 
Corridor incorporates an emphasis on bicycle and 
pedestrian users via wider sidewalks (typically 6-feet 
or greater), dedicated bike lanes for over 6.7-miles, 
landscape and street trees where space permits, 
enhanced transit service, increased lighting, and 

historically/culturally significant elements 
incorporated into the streetscape—all within the 
context of maintaining existing and future traffic 
volumes within the right of way.  The recommended 
alternative for the 4th Street/Prater Way Corridor 
incorporates 3-lane, 4-lane and 5-lane sections at 
strategic locations within the corridor, based upon 
existing and future traffic volumes and feedback from 
the local agencies. Beginning on the western end of 
the corridor (Keystone Avenue), a 5-lane (four travel 
lanes and a center turn lane) extends from Keystone 
Avenue to West Street. Within this section, bike lanes 
and improved sidewalks are recommended. The 
segment between West Street and Evans Avenue also 
contains a 5-lane cross section (four travel lanes and 
a center turn lane), however bike lanes would not fit 
within the constraints of the existing right of way 
within this segment. This 5-block segment is the only 
portion of the corridor that would not have dedicated 
bike lanes under the recommended alternative.  
Rather, it is preferred to provide an enhanced shared 
lane (“super sharrow”) that includes additional 
signage, striping, and a green pavement treatment.  
 
The cross section between Evans Avenue and Sutro 
Street contains four travel lanes with no center turn 
lane. This segment would also include bike lanes and 
maintain on-street parking where parking exists 
currently. A road conversion has been proposed on 
the segment between Sutro Street and 10th Street. 
This segment’s recommended cross section would  
provide three lanes (two travel lanes and a center 
turn lane), bike lanes, and wide sidewalks separate by 
landscaped planters. 
 
The 10th Street to Lillard Way portion of the corridor 
widens back to 5-lanes (four travel lanes and a center 
turn lane) through the major intersections of Pyramid 
Way, McCarran Boulevard, and Sparks Boulevard. 
Bike lanes would be provided under the 
recommended alternative, as well as on-street 

parking on the north side of the street between 
Pyramid Way and Probasco Drive. 
 
Finally, the eastern portion of the corridor between 
Lillard Way and Northern Nevada Medical Center 
would be reconfigured to a 3-lane cross section. This 
segment would include bike lanes, portions with 
landscaped medians, and landscaped planters 
separating the sidewalk from the travel lanes. 
 
Transit service improvements are also proposed with 
the recommended alternative and include transition 
of the existing Route 11 to an express RAPID service 
between 4TH STREET STATION and CENTENNIAL 
PLAZA. Station locations are proposed at the 
intersections of Sutro Street, Galletti Way, El Rancho 
Boulevard, and Rock Boulevard. These stations will 
include enhanced transit shelters and are proposed 
to highlight the historical significance of the areas 
surrounding each of the stops. The shelters can serve 
as interpretive signage and historical markers for the 
historically significant sites that are adjacent to each 
station. 

Photo Simulation: View from Wells Avenue West 
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Districts 
Due to the length of the study area and the differing 
character within various areas, for the purposes of 
this report, sub-areas or “districts” have been defined 
that have similar characteristics (i.e. land uses, 
existing roadway conditions, jurisdiction, etc.).  Below 
is a summary of the districts utilized within this 
corridor study area and a general description of the 
preferred roadway configuration. 
 
 West 4th Urban Transition:  This area is generally 

bound by Keystone Avenue on the west and 
Arlington Avenue on the east.  Although it is not 
the urban Reno core, this area has similar 
characteristics to the hotel casino core of Reno.  
Uses within this area include smaller casinos and 
motels, in addition to varied commercial and 
industrial uses.  St. Mary’s Regional Medical 
Center anchors the east end of this district.  The 
proposed roadway configuration within this 
district calls for 5-lane section (four travel lanes 
and a shared center turn lane), bikes lanes, and 
wide sidewalks (separated sidewalks with 
landscaped planters are provided where existing 
right of way permits). 

 Downtown Reno Core:  Much like the district’s 
namesake, this area is the regionally recognized 
urban core.  This area is bound on the west by 
Arlington Avenue and on the east by Evans 
Avenue.  The uses within this district are 
dominated by the major downtown hotel casinos.  
In addition to the hotels, this district is also  home 
to the 4th Street Transit Center, as well as 
entertainment destinations like the Reno Events 
Center, Reno Ballroom, and the National Bowling 
Stadium.   The proposed roadway configuration 
within this district calls for 5-lane section (four 
travel lanes and a shared center turn lane), and 
wide sidewalks (separated sidewalks with 
landscaped planters are provided where existing 
right of way permits).  Within the constraints of 
the existing right of way, bike lanes will terminate 
at West Street, with the five blocks between West 
Street and Evans Avenue being a shared bike 
facility, with a super sharrow green lane as the 
preferred option.  Additionally, on-street metered 
parking will remain on the block between 
Arlington Avenue and West Street.  

 
 E4: East 4th District:  Bound by Evans Avenue on 

the west and Sutro Street on the east, this district 

Figure 2. Project Districts 

Downtown  Reno Core 

Washington Avenue 
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has a growing concentration of entertainment 
venues, bars, and restaurants (several of which 
are within historically significant buildings).  
Anchoring the western end of the district is the 
Freight House District and Aces’ Baseball Stadium, 
as well as the Community Assistance Center.  The 
proposed roadway configuration through this 
district consists of four travel lanes, no center 
turn lane, bike lanes, and wide sidewalks with 
street trees.  Existing on-street parking will 
remain. 

 
The intersection of Sutro Street and 4th Street is 
a location for an enhanced transit station for the 
proposed RAPID service on 4th Street/Prater 
Way.  The preferred location for the westbound 
station is located near the northeast corner of 4th 
Street and Quincy Street and the eastbound 
station located approximately mid-block between 
Sutro Street and Toano Street. 

 
 Industrial Transition:  The area starting at Sutro 

Street and extending east to the Victorian Way/
Kietzke Lane intersection is predominantly 
industrial in nature.  Several properties within this 
district have heavy industrial uses, including scrap 
metal facilities, solid waste transfer station, and 
auto repair facilities.  This district is also home to 
significant historical buildings/destinations, which 
include the location of the “Fight of the 
Century” (the Johnson v. Jefferies boxing match 
on July 4, 1910) and the former site of the Coney 
Island amusement park at the turn of the 20th 
Century.  The preferred roadway cross section 
through this district represents a reconfiguration 
to a 3-lane section (two travel lanes and a shared 
center turn lane).  Bike lanes and landscape 
separated wide side walks are provided.   

 
As mentioned above, Sutro Street is a proposed 
location for enhanced transit stations with the 

proposed RAPID service on 4th Street/Prater 
Way.  Galletti Way has also been proposed as a 
station location.  The westbound preferred 
location is proposed at the location of the existing 
transit stop.  The preferred location for the 
eastbound station is located just east of Galletti 
Way, between Galletti Way and the I-80 
eastbound on-ramp.  This location is preferred 
due to the ample right of way and proximity to a 
historically significant site (Coney Island), 
however it will require close coordination with 
NDOT for the final location of the station at this 
location. 

 
 Urban Sparks:  The Urban Sparks district is bound, 

generally, by Interstate 80 on the west and 
Stanford Way on the east.  This district is the 
urban center for Sparks and includes Victorian 
Square and Sparks City Hall.  Several schools are 
either located within the district or adjacent to 
the district, including: Robert Mitchell 
Elementary, Sparks High, Dilworth Middle, and 
Lincoln Park Elementary Schools.  A mix of both 
single family and multi-family properties 
complimenting the commercial and 
entertainment uses within the district and 
proximity to schools make this district an 
attractive, walkable urban neighborhood.  The 
preferred roadway cross section through this 
district represents a reconfiguration to a 3-lane 
section (two travel lanes and a shared center turn 
lane) on the segment between I-80 and 10th 
Street.  Bike lanes and landscape separated wide 
side walks are provided.  The segment between 
10th Street and Pyramid Way is proposed to 
transition from the 3-lane section to five lanes 
(four travel lanes and a shared center turn lane).  
Bike lanes and slightly wider sidewalks are 
proposed.  Additionally, beginning east of Pyramid 
Way, on-street parking is provided on the north 
side of the street, adjacent to the residential 

Prater/22nd Street 

Victorian Avenue 

Victorian Square 
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properties fronting on Prater Way.   
 

The final two of four proposed enhanced RAPID 
stations are located within this district.  First, El 
Rancho Drive will have a westbound station 
located at the existing transit shelter location in 
front of the Pony Express Motel.  The eastbound 
location is proposed at the existing bus pad 
located just east of the El Rancho Drive 
intersection.   

 
Finally, Rock Boulevard is proposed as a station 
location with both the westbound and eastbound 
enhanced stations proposed at the existing stop 
locations, just west of the Rock Boulevard 
intersection. 

 
 Marina District:  Generally described as the area 

between Stanford Way and Sparks Boulevard.  
The Sparks Marina dominates as this districts 
namesake.  The RED Development, Legends at 
Sparks Marina, is a large land area dedicated to a 
regional retail center.  The district is 
predominantly commercial in nature, with 
pockets of both single family homes and garden 
apartment complexes.  The proposed roadway 
cross section is proposed as a 5-lane section with 
four travel lanes, shared center turn lane, bike 
lanes and wider sidewalks.   

 
 East Sparks Employment Node:  The eastern 

terminus of the study area is predominantly 
commercial/industrial, with a small amount of 
single family north of Prater Way.  The district 
extends east from Sparks Boulevard to the 
Northern Nevada Medical Center.  The proposed 
roadway cross section includes 5-lanes (four 
travel lanes and a shared center turn lane) with 
bike lanes and wider sidewalks, provided through 
Sparks Boulevard to Lillard Way.  East of Lillard 
Way, the proposed roadway reduces to a 3-lane 

section (two travel lanes and a shared center turn 
lane) with bike lanes and landscaped separated 
sidewalks.  Landscaped medians may also be 
provided within this section.  This proposed 3-lane 
section between Lillard Way and Vista Boulevard 
matches with the existing 3-lane section provided 
east of Vista Boulevard to Northern Nevada 
Medical Center. 

Photo Simulation: View from Rock Boulevard West 
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Public Engagement 

The project team conducted a thorough public 
outreach campaign for the Corridor Study.  The 
project team assembled and conducted monthly 
Technical Advisory Committee meetings, three public 
open houses, and several focus group stakeholder 
meetings, as well as soliciting comments online via 
the project website and Facebook.  The input 
obtained from these outreach endeavors has helped 
to guide the decision making and preferred 
alternative for the corridor.  Public workshops were 
promoted via the project website 
(www.4thPrater.com) and on Facebook, as well as 
distribution of flyers.  All flyers produced for the 
project were provided in both English and Spanish.  
Additionally, Spanish speaking project team members 
were at each of the public workshops to aid in overall 
project communication. 

The project Technical Advisory Committee (TAC) 
consisted of: RTC, City of Reno, City of Sparks, NDOT, 
Truckee Meadows Regional Planning Commission, 
University of Nevada—Reno, Sierra Arts, Washoe 
County School District, FHWA, NV Energy, EDAWN, 
Reno Bike Project, Lincoln Highway Association, E-4 
business owners, historic preservation groups. 

Following is a summary of the three public open 
houses, stakeholder meetings, and their impact on 
the overall corridor plan. 

Community Workshop #1—September 15, 2011 

The initial community workshop was held on 
September 15, 2011 at Robert Mitchell Elementary 
School.  This was  a public scoping meeting used to 
determine big picture corridor elements and what 
existing conditions were most relative to the general 
public.  Approximately 29 people attended and were 
presented with a self-guided tour through stations 
that were either informational, educational, or 
interactive.  The informational stations included 

information on some of the existing planning efforts 
in the corridor (i.e. Cities of Reno and Sparks planning 
areas, existing zoning, etc.), while the educational 
stations provided participants with background 
information, such as the historical significance of the 
corridor and defining the “complete street” concept.   

The interactive stations solicited the majority of the 
feedback for the open house.  Participants were 
asked which of the following complete street 
priorities were most important to them: 

 Accessibility: “Make it easier for me to get to the 
corner grocery store.” 

 Cultural Significance: “Reflect the rich local history 
and find new ways to incorporate art into the 
corridor.” 

 Safety: “Commuting on my bicycle can be safer 
with more bike lanes.” 

 Safe Traffic Flow: “Improve traffic flow on my 
drive to work.” 

 Amenities: “Provide an attractive environment 
around diverse land uses.” 

“Amenities” and “Safety” were the two dominant 
priorities (Figure 3) indicated by the meeting 
participants.  These priorities have been incorporated 
into the preferred alternative by: 

 Recommending bike lanes for approximately 6.7 
miles of the entire 7-mile corridor. 

 Providing landscape separated sidewalks where 
possible throughout much of the corridor. 

 Encouraging the use of transit shelters as 
interpretive features highlighting the historical 
significance of the areas surrounding transit 
stations.   

 Slowing traffic by narrowing lanes and 
reconfiguring the roadway to 3-lanes in portions 
of the corridor. 

 Extending the use of decorative street lighting in 
more parts of the corridor. 

 

 

 

 

Amenities, 23, (35%)

Cultural, 10, (15%)

Acc
es

sib
ility

, 9
, (1

3%
)

Safe Traffic, 10, (15%)

Safety, 15, (22%)

Figure 3. Corridor Priorities Results 

Community Workshop #1 
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At another interactive station, participants were 
asked to identify which goals (originally prepared by 
the Technical Advisory Committee) were most 
important to them and, if necessary, they could 
provide their own goals that were not currently 
represented.   

The goals included: 

 Create safer streets that are more inviting for 
families, pedestrians and bicycles. 

 Slow traffic down to encourage people to spend 
time at businesses, events, restaurants in the 
corridor. 

 Increase and improve street lighting. 

 Coordinate on- and off-street parking. 

 Increase connectivity between Sparks, Reno and 
the Truckee River. 

 Improve bicycle facilities. 

 Where possible, provide wider sidewalks. 

 Create an identity for the entire corridor with 
coordinated individual themes for Reno and 
Sparks. 

 Incorporate the corridor’s historical significance 
and the arts in theming and streetscape elements. 

Figure 4 shows that an overwhelming majority of 
participants preferred “safer streets that are move 
inviting for families, pedestrians and bicycles”, with 
“increasing connectivity”, “creating corridor identity”, 
and “incorporating historical significance and the 
arts” as the predominant secondary goals for the 
corridor study.  These priority goals, as well as all of 
the goals above, have been incorporated into the 
preferred alternative. 

The final station for the evening, also an “Interactive” 
station, was designed to encourage attendees to 
comment and/or draw on a large map of the corridor 
identifying areas of opportunities and challenges.  
Many comments were recorded by the attendees and 

incorporated into the Existing Conditions Report for 
the Corridor Study.  General themes within the 
comments dealt with bicycle safety and connectivity, 
transit service, traffic operations, and the historical 
significance of the corridor.   
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Community Workshop #2—February 23, 2012 

The second community workshop took place on 
Thursday, February 23, 2012 from 4 – 7 pm at the 
Regional Transportation Center 4TH STREET STATION.  
Approximately 63 people attended this workshop, 
many of which included business owners from the 
corridor, Reno Bike Project members, local residents 
and various agency members.  The purpose of the 
second community workshop was to report back to 
the public the findings of the existing conditions 
analysis and present alternatives for the cross section 
of the roadway to gain knowledge of the public’s 
preference toward various lane configurations and 
amenities.   

The first several stations presented attendees with 
the opportunity to view and comment on the Existing 
Conditions exhibits (included with the Existing 
Conditions Report), the Opportunities & Challenges 
exhibits, a summary of the Oral History project 
underway by Dr. Alicia Barber, and an exhibit showing 
the school zones in the corridor.  Also included was a 
summary of the results from the first public open 
house.  Few comments were received on the above 
boards, with the most interest of attendees being 
focused on the two roadway alternatives being 
presented.   

Two roadway alternatives were presented.  
Alternative 1 represented a “road conversion” to a 3-
lane section (two travel lanes and a shared center 
turn lane) with bike lanes, wide sidewalks and 
landscaped separated sidewalks where right of way 
widths permit.  Alternative 2 showed a 4-lane section 
and specified that the outside lanes would be 
dedicated to transit and bicycles only.  Finally, a third 
exhibit depicted the right of way needs for both 
alternatives and showed where in the corridor they 
would fit.  Attendees were asked to place a sticker on 
the alterative that most resonated with them for 

straw polling, as well as fill out a short 
survey of their likes and dislikes for each. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Figure 5: Sample Exhibits 
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A total of 30 stickers were placed on the Alternative 1 
Board, with 5 people specifically indicating they 
prefer Alternative 1C, where the bike lane is 
separated from the traffic lane by a parkway.    
Alternative 2 had a total of 9 stickers with 7 people 
specifically indicating (by sticker placement) that they 
preferred Alternative 2B, which included landscaped 
parkways.  Although not everyone marked likes and/
or dislikes for the alternatives, those that did 
indicated the following:   

For Alternative 1, most respondents indicated that 
they liked the dedicated bike lanes; however, many 
of them disliked the on-street parking, bike lanes 
adjacent to travel lanes, and having the transit mixed 
with traffic (see Figure 6).  

For Alternative 2, respondents indicated they most 
preferred the parkways and wide bike lane shared 
with transit but primarily disliked that there was not a 
dedicated bike lane and/or no center turn lanes (see 
Figure 7). 

Additional comments provided on the short surveys 
included: 

 Alternative 2 – dislike bike and bus lane; forces 
bicycles to ride single file.  Also, bicycles shouldn’t 
have 15’ of lane accessible to them; they will ride 
where they want to within it instead of hugging 
the side of the road single file (except passing).  
Don’t like the idea or liability of bikes/buses in 
same lane. 

 Better use of the space along 4th street eastbound 
from wells avenue would incorporate existing bike 
path (along UNR Farm/Coop Extension) and 
minimize the need for bicycle traffic along more 
car population routes.  Also there is plenty of 
space along 99% of McCarran Circle (all the way 
around) for there to be actual bike paths instead 
of just “lane borders” to ride on.  Also, why no bus 
circling Reno?   

 As a property owner on 4th & 6th, I would like to 
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see the data for bicycle counts before and after 
bike paths.  Until the comparison is available, I 
would not like any bike lane by my property. 

 Would like more historic elements devoted to 
Lincoln Highway, Victory, and Highway 40.  

 More trees, separated bike lanes, shared bike/
transit, bike boxes, and rolled curb. 

 Option 1 improves safety – except dislike on-
street parking as drivers may open doors into the 
adjacent bike lane. 

 Like Alternative 1 – as a cyclist, prefer to share the 
road because cars expect to see cyclists on the 
road, not in their own lane. 

 Have quality, unobstructed sidewalks that serve 
the greatest population is important in this 
corridor. 

 On Alternative 1, switch location of the bike lane 
with on street parking – cars then become the 
buffer and protect the bike lane. 

 Alternative 1 does not provide access for bikes to 
make left turns. 

 On-street parking is critical to our business and 
the value of our property.  Without parking our 
commercial building becomes worthless.  Leaving 
the corridor alone would be the least expensive 
option. 

 Not in favor of either proposal/alternative.  
Neither one addresses the traffic on 4th Street and 
will only congest the downtown Reno/4th Street 
area even more.  The City of Reno went to the 
expense nearly 30 years ago to widen 4th Street to 
4 lanes and traffic was not as heavy as it is now.  A 
4-way stop needs to be installed at 4th Street and 
Washington as well as a school zone for Washoe 
High School. Students cannot safely cross 4th 
Street. 

 A combination of Alternatives 1 and 2 would be 
great.  Having a cycle track or other Class A bike 
facility on or adjacent to 4th Street would help 
provide a solid connection between Reno/Sparks.  
Also, transit on the route is VERY important as a 

driver of economic development.  RAPID would be 
great!  It would be great to give residents the 
option to bike or to ride quality transit like RAPID 
on the corridor.  Let’s make it multi-modal! 

 Using pressed concrete for sidewalks would 
create a physical separation of the bike lane from 
traffic. 

 
Community workshop participants were also 
provided an opportunity to provide general 
comments on the project that might not have been 
relative to the proposed alternatives.   
 
 The 4th Street bus station is very user unfriendly 

to new and infrequent users.  The main access 
point is on Evans, but the more common access is 
Lake Street, but you can’t turn left in there.  Also, 
the turn onto Prater from eastbound 4thStreet is 
difficult on a bicycle.  You shouldn’t have to go 
down to Rail City to safely turn north from 4th 
Street. 

 There is only on-street parking in our section of 
4th Street (500-600 E).  If there is no parking lane, 
we will be out of business as well as our 
neighbors.  What are pollution ramifications of 
taking a VERY busy 4 lane road to a congested 2 
lane road?  Why can’t it be left the way it is? 

 I like what is being proposed, however, I would 
like to see a marriage of Alt 1 with Alt 2.  it would 
be great to have a true multi-modal corridor on 
4th Street with quality bike facilities and quality 
transit options.  Something similar to LA MTA 
Orange line would be great.  A hybrid of that 
model so it works with existing land uses on 4th/
Prater. 

 I think this is great!  As an everyday rider from 
Sparks to Reno for work, I ride the stretch of 4th 
from where it picks up at El Rancho to downtown 
at Ralston. I find this part of my ride terrifying 
because cars race down 4th and although most 
give me plenty of space, I ride knowing that it only 

take 1 to make me feel unsafe or injure me.  This 
area would greatly benefit from a bike lane.  I 
used to ride Prater, but I find it even scarier 
because its narrower and riding inbound from 
Sparks the road widens and narrows erratically 
causing me to swerve into the traffic lane. 

 Great job with community involvement.  More 
bike lanes and slowing down of automobile traffic 
most important.  

 Owners of Casale’s Halfway Club (Reno’s oldest 
restaurant located since 1937 at 2502 East 4th St).  
Our concerns regarding the corridor are simple – 
we would like to see the street lighting that stops 
at the 1300 block of east 4th continued to at least 
the Reno/Sparks boarder.  Also our bus stop at 
the 2500 block of East 4th has minimal lighting – 
this is a safety concern.  Also, our lack of concrete 
sidewalks; a majority of our sidewalks in this 
section are dirt.  Lastly, we have a historical 
concern.  We have an abundance of historical and 
cultural value and appeal.  Our neighborhood gas 
station has had the same family ownership for the 
last 41 years! Also, our name comes from the fact 
that in 1937 this Club was located at the “halfway 
point” between Reno and Sparks.  Most 
importantly, we’ve been here since the beginning 
and want to be part of the decision making for the 
future. 

 Keep flow of buses (that are coming and going) in 
the same direction. 

 The 6’ sidewalk with the 5’ parkway is an excellent 
safety feature, but the 15.5’ transit plus bike path 
is a bit small, considering the frequent stops the 
bus must make.  The stops push the bikes out in 
the 12’ travel lane. Would it be rational to 
consider something like a 10’ travel lane, 12’ 
transit lane, and between those a 5.5’ bike lane 
(or derivative thereof)? 

 I would like to see more historic elements added 
devoted to our highway history.   
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Community Workshop #3—April 19, 2012 

The third community workshop took place on 
Thursday, April 19, 2012 from 4 – 7 pm at the 
Regional Transportation Center 4TH STREET STATION.  
Approximately 48 people attended this workshop, 
many of which included business owners from the 
corridor, Reno Bike Project members, local residents 
and various agency members.   

This community workshop offered attendees the 
opportunity to view the preferred alternative 
roadway sections, concepts for streetscape elements, 
the plan for an overall bike network within the 
corridor, as well as economic development 
opportunities.  The exhibits that were displayed did 
not solicit individual feedback, rather generic 
comment cards were provided to solicit attendees’ 
overall impressions.  Following are the comments 
provided on collected comment cards: 

 I really enjoyed learning about the proposed bike 
lanes and the different changes on 4th street.  
Excellent job on everything. 

 Totally support the dedicated bike lanes.  Thank 
you for taking such efforts to include public 
comment. 

 Thanks for all the bike lanes. They will help my 
children to ride to the Reno Aces baseball games 

 If there is any chance of installing bike lockers at 
the RTC, that would be great for bike/bus or train 
commuters. 

 Thank you for considering a loading zones in front 
of 555 E. 4th Street 

 Good job on taking care of all modes. I’m a 
bicyclist and I like sharing the road. 

 I think the plans would make the area look nicer 
and bring new business to the area. They should 
be implemented. 

 Relocate bus stop to the far side of the street. 

 Please keep up the good work and progress with 
the bike lanes.  If it makes the area better and 
safer for both drivers and anyone on a bike.  At 81 
I thank you for your efforts as I want to continue 
to ride in our Reno/Sparks area, and make it to 
82. 

 Thanks for re-considering the parking situation in 
500-600 block of E. 4th Street. 

 Prefers the dedicated bike lanes and On-street 
parking in Alterative 1. 

 I am all for putting our 4 lane streets on a diet.  3 
lanes, 2 bike lanes are important for access to the 
central bus/rail center, and to be able to get to 
the business along 4th Street and the Aces games.  
Thanks for your efforts. 

 Best bike lanes are those which have a median 
separating the bike lane from the traffic.  Second 

Figure 8. Sample Exhibit 

Figure 9. Sample Exhibit 

Community Workshop #3 
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best lanes are those designs such as Arlington 
Street, wide car lanes and wide bike lanes.  Ideally 
separating bikes from parked cars is preferred.  
Too many chances for bikers to get “doored” by 
drivers exiting their cars. 

 Please make sure to consider bike signage and 
definitely “Sharrows” in the two stretches without 
bikes lanes.  Otherwise great job!!! 

 Kind of confused on how his could be the best 
thing to focus on.  Kind of interested in other 
projects. Kind of wanting more information. 

 I filled out a card at the last meeting and 
expressed a preference for option 1C.  I would like 
to add that I support bike lanes wherever we can 
have them.  Other way of making bicycling safer 
are also desirable.  The more safe routes we have, 
the more people will be inclined to ride, and then 
more likely cycling will be a more viable mode of 
transportation.  Thank you for taking comments, 
and for supporting bicycling initiatives wherever 
possible. 

 Would like to see dedicated bike lanes, 2 lanes of 
auto traffic only, landscaped median with street 

trees and auto turnouts only (a stretch could have 
no left turns allowed, right turn only).  Friends 
from out of town comment all the time about 
how ugly, barren, paved, fake, plastic and 
concrete downtown is.  Some better design 
preservation and landscaping would help a lot. 

 I am a cyclist; I see value in trying to incorporate 
alternative 1C as much as possible throughout the 
corridor.  Allowing a safe, inviting space for cyclist 
on the street will encourage riders of all types, 
not just the fearless riders.  Where Alternative 1C 
cannot be implemented, a variation of 1A could 
be incorporated where parking is provided as the 
buffer between cyclists and motorists.  4th Street/
Prater Way enhances bike facilities will really 
benefit the community as drawing in riders of all 
kinds.  The baseball stadium could benefit from 
enhanced bike facilities such as a buffered bike 
lane/cycle track because it would provide a new 
direct bike connection from Sparks to the 
stadium. 

 

 

Community Workshop #3 

Community Workshop #3 Community Workshop #3 Community Workshop #2 
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Stakeholder Outreach: 

Stakeholder outreach for the corridor study 
attempted to reach a diverse group of interested 
parties.  Focus group meetings included meetings 
specifically for business owners, bicycle advocacy 
groups/individuals, as well as a meeting specifically 
for the Arts and Culture interest groups/individuals.   

The meeting with corridor business owners had 
representatives from throughout the corridor, with a 
concentration of interested business owners from the 
East 4th Street portion.  This group’s interests 
concentrated on increasing pedestrian safety 
(through wide sidewalks and ample street lighting 
both on 4th Street and on the side streets), as well as 
increasing parking.  Based on feedback obtained from 
this group, the design team made efforts to retain 
existing on-street parking where possible and to look 
for ways to formalize side street parking (specifically 
in the East 4th Street area).  As can be seen later in 
this report, on-street parking has almost completely 
been maintained in the corridor in its existing 
locations and a parking formalization plan has been 
included for the side streets in the East 4th Street 
area. 

The meeting with the Arts and Culture focus group 
discussed opportunities to incorporate the corridor’s 
rich history into the future plans for the roadway.  In 
general, a presentation to the group centered around 
the use of streetscape features that incorporate 
historical and artistic elements into the pedestrian 
experience.  Some of these elements are discussed 
later in this report and include the use of sidewalk 
medallions with historical excerpts, artistic sculptured 
bike racks, banners, and historical wayfinding/
waypoints that could be used in self-guided walking 
tours of the corridor.  Also, feedback from the group 
coupled with a discussion of incorporating historical 
stories and imagery with transit shelters led to the 
recommendations in the preferred alternative for 

placing transit shelters adjacent to historically 
significant sites and providing historical imagery of 
those sites to provide pedestrians and transit riders 
with an interpretive historical experience.   

Additionally, during the Arts and Culture focus group 
meeting, Dr. Alicia Barber, Director of the Oral History 
Program at the University of Nevada, presented some 
of the initial findings from her on-going work on the 
Fourth Street Oral History Project.  The project 
includes the interviews of a wide array of individuals 
with experiences on 4th Street that range from the 
more recent to many decades ago.  During Dr. 
Barber’s interviews, she and her staff included 
questions relative to the Corridor Study and 
transportation related issues.  For a flavor of some of 
the responses from these stakeholders, excerpts from 
selected interviews are provided below. 

Kyle Kozar, co-founder, Reno Bike Project 

When you think about what your ideal vision would 
be for that street as a cyclist but also as a business 
owner, what do you think they could do?  

“It would be interesting to make it a slow boulevard-
type street with a center median similar to what they 
did to Wells Avenue. Wells is a good example of a 
street where they created parking; they created one 
lane each direction, they have a turning lane and/or a 
median with plants and trees in it. A little bit of 
greenery is always nice, especially in that area that 
has virtually no trees, and maybe widening the 
sidewalks or doing big out-cuts where the sidewalk 
can push out, little nodes for pedestrians to feel safe 
while they’re waiting to cross the street.  

I think there’s a lot of space on that street because it 
is sort of like a four-lane highway, and it doesn’t need 
to have four lanes of traffic. I think they can focus on 
making it more user-friendly, including all modes of 
transportation. They could run a bus route. If they’re 
going to expand bus rapid transit, that should be one 

of the main thoroughfares, and they should have that 
center lane be for medians, as a median with 
greenery or a train line or a bus line. There's a lot of 
opportunity there, I think.”  

Kozar, Joseph “Kyle.” Phone interview by Alicia 
Barber, 10 October 2011, Fourth Street Oral History 
Project (Reno: University of Nevada Oral History 
Program). 

Spencer Hobson, owner, Hobson Square 

What do you think could be done with Fourth Street 
that would really help your vision for your own 
property and the surrounding area? I’m thinking 
specifically about some real physical things for the 
street or transportation, for sidewalks. What do you 
think?  

“We need all new sidewalks put in here. We need that 
and we need some creative landscaping in here.  

I think we need to take and cut it down to basically a 
three-lane, like what California Avenue is right now. 
We have a center lane for turning, we have two lanes 
for transportation, we have on-street parking, which 
we really need here because it'll make people feel 

Noah Silverman & Kyle Kozar, at Reno Bike Project 
Photo courtesy of Dr. Alicia Barber 
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comfortable down here again. Because right now 
every place you park, they want you to park around 
the back of something.” 

Hobson, Spencer.  Interview by Alicia Barber, 3 
October and 17 October 2011, Fourth Street Oral 
History Project (Reno: University of Nevada Oral 
History Program). 

Paolo Cividino, owner, Tutto Ferro 

I think we can end by talking just a little bit 
physically about the street itself. That’s something 
the RTC is interested in, if you think there are any 
improvements that could be made to the street itself 
in terms of transportation issues, lanes, sidewalks, 
parking. Is there anything you think would enhance 
your ability to do business or just enhance the street 
in general?  

“Fourth Street could use some trees. That’s why the 
first thing I did when I bought the building was put 
planters outside.[…] It’s nice, and Fourth Street needs 
that badly, even if they just put trees into the 
sidewalk.” 

Cividino, Paolo. Interview by Alicia Barber, 3 January 
2012, Fourth Street Oral History Project (Reno: 
University of Nevada Oral History Program). 

Dave Aiazzi, Councilman, City of Reno 

Do you think any more development along Fourth 
Street is going to or has involved much rezoning? 
Has that been an issue?  

 “I hope it will change in the future. It would be very 
good for Reno to redevelop that part of the city, and 
good for Sparks. It’s a very big roadway between 
Reno and Sparks, and I think that’s why the RTC’s 
involved in this, too. My role on the RTC board has 
been also to try to reinvigorate this Fourth Street 
corridor and put in some bicycle lanes and other 
parks.”  

Fourth Street is really close to the university area, 
and it doesn’t seem like there’s a great deal of 
connection there. Do you see the city working to 
connect the university not necessarily to Fourth 
Street but to these areas south of the interstate?  

“Well, I’d love to be able to do that. The other 
transportation issue I think we have to create is a bike 
lane running down Evans Avenue to get to and from 
the university. I’ve also talked to the university about 
having a bike lane that goes through the campus up 
to Lawlor Events Center to carry that through” 

Aiazzi, David. Interview by Alicia Barber, 6 February 
2012, Fourth Street Oral History Project (Reno: 
University of Nevada Oral History Program). 

Cindy Ainsworth, founding member, Historic Reno 
Preservation Society 

What are your ideas about what might happen in 
the future with Fourth Street? What would be your 
ideal scenario for how things should proceed from 
here?  

“Let’s also do something about marking it for the 
Lincoln Highway or the general highway history. In 
other communities across the country, they are really 
getting behind that heritage in their neighborhoods. 
Iowa and Ohio are just gung-ho about the Lincoln 
Highway, as is New Mexico with Route 66. We need 
to jump on the bandwagon here, because people 
come into town and stop and look at whatever 
monument there is or what’s left of the highway. It’s 
a big tourist industry. I hope that comes back.  

My dream is either to have a neon museum or to have 
some kind of a project where we could light up some 
of the neon that’s there and help business owners 
light up their neon. They do it in New Mexico. It’s a 
tough project because neon is so hard to maintain, 
but they do it. I think there are some federally funded 
projects in New Mexico along Route 66 that do that. 
They’ve got quite a few signs lit up not just in 
Albuquerque, but outside of Albuquerque, too. My 
dream would be to have that happen and bring in 
new neon too, like Abby’s Highway 40. That’s the 
perfect opportunity right there. Our neon heritage is 
important for this town.”  

Ainsworth, Cindy. Interview by Alicia Barber, 28 
February 2012, Fourth Street Oral History Project 
(Reno: University of Nevada Oral History Program). 

Sally Loux, server, Coney Island Bar and Grill 

Do you think fewer people walk because the 
neighborhood is more run down or because the 
sidewalk isn’t in good shape?  

“I think that the Coney, like I say, succeeds not 
because it’s part of Fourth Street. I think it has 
established itself because it was on Fourth Street. I 
would say the Coney is probably one of the most 
successful businesses on Fourth Street at that end.” 

Spencer  Hobson at Hobson Square 
Photo courtesy for Dr. Alicia Barber 
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Loux, Sally.  Interview by Matthew Fearon, 19 March 
2012, Fourth Street Oral History Project (Reno: 
University of Nevada Oral History Program). 

Casey Clark, bicycle courier, bicycle mechanic, 
ceramic artist, and former employee of Reno Bike 
Project 

Is there anything that you don’t want to change on 
Fourth Street if it goes under revitalization?  

“Obviously I’m in favor of the bike lanes because I ride 
my bike there every day. I’m not an urban planner 
and I’m not heavily involved in any kind of cycling 
advocacy from the top down. I don’t go to those 
meetings. I don’t know exactly what their plans are. I 
think projects like that are always a delicate balance. 
You want to be able to fix the place up and make it 
attractive for businesses to move in. You want to 
generate activity in that area. You also don’t want to 
destroy the area’s heritage, and you don’t want 
whatever links it has to the past to be cheesy. It’s not 
really that cool to tear down a beautiful old building, 
put up some new industrial building and then put a 
plaque with a picture of the beautiful old building in 
front of it. It doesn’t really make any sense. So the 
other thing that I kind of worry about is that if it gets 
too nice, all the folks like us are going to get pushed 
out.” 

Do you think there are any transportation issues on 
Fourth Street?  

“It’s one of the few places where on some days I feel 
nervous about riding my bike in traffic. There are no 
bike lanes. There’s a lot of truck traffic and stuff like 
that. It would be nice to at least get it widened and 
put a bike lane in.” 

Clark, Casey. Interview by Alex Horangic, 26 March 
2012, Fourth Street Oral History Project (Reno: 
University of Nevada Oral History Program). 

 

Ann Harrington, Property Developers, Plaza at 4th 
Street 

Any other suggestions for the RTC, something 
specifically that you would like to see?  

“Well, I think that clearly the entire success of public 
transportation on Fourth Street or anywhere in the 
city is having frequent bus service so that people can 
really use it, and make it so that it’s convenient and 
easy as possible.” 

Nielsen, Bob and Ann Harrington. Interview by Laura 
Wilhelm, 9 April 2012, Fourth Street Oral History 
Project (Reno: University of Nevada Oral History 
Program). 

Paul Gray, Dean of Students, Dilworth STEM Academy 

Maybe you could describe some of the traffic 
patterns for staff and students in Dilworth. For 
example, do a lot of students walk, is there bike 
riding, pedestrians, the car drop-off stuff? You know, 
kind of the general traffic patterns of a school day, 
just in that area.  

“We have quite a few students who do walk. We have 
three buses that come to the school. So when you 
consider a population, that’s not a lot of a student 
population. We don’t have a lot of kids who are 
coming in on buses.” 

How about the buses that go up and down Fourth 
Street? Is there anything you’d like to see changed 
with that or any bus transportation or public 
transportation issues you think need to be 
addressed?  

You know, I like what they’ve done with the RAPID 
and putting in fewer stops that are specifically for 
people that are traveling maybe longer distances, and 
it’d be nice if they had a few bus lines like that.  

We have a student that comes from Sun Valley, and he 
rides the bus to the downtown station, and then from 
the downtown station to the Sparks station, and then 
catches a bus that goes over to Dilworth. I think the 
first bus he catches is somewhere shortly after six out 
of Sun Valley. I can’t imagine getting on a bus, 
spending an hour and a half on a bus to get to school. 
But as far as your question, it’d be nice if there were 
fewer stops.  

Gray, Paul. Interview by Paul Boone, 3 May 2012, 
Fourth Street Oral History Project (Reno: University of 
Nevada Oral History Program). 
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Preferred Alternative Summary 
The following pages outline the proposed preferred 
roadway alternative that has been generated as a 
part of this study.  The proposed roadway 
configurations were developed considering all modes 
of transportation as well as existing uses both within 
the roadway and adjacent to the roadway, with input 
from the project Technical Advisory Committee, 
stakeholders, and the public.  Efforts were focused on 
enhancing the multi-modal transportation 
effectiveness of the corridor as well as enhancing the 
economic viability of the overall corridor with these 
improvements. 
 
The recommended alternative for the 4th Street/
Prater Way Corridor incorporates 3-lane, 4-lane and 
5-lane sections at strategic locations within the 
corridor (Figure 10), based upon existing and future 
traffic volumes and feedback from the local agencies. 
Beginning on the western end of the corridor 
(Keystone Avenue), a 5-lane (four travel lanes and a 
center turn lane) extends from Keystone Avenue to 
West Street. Within this section, bike lanes and 
improved sidewalks are recommended. The segment 
between West Street and Evans Avenue also contains 
a 5-lane cross section (four travel lanes and a center 
turn lane), however bike lanes would not fit within 
the constraints of the existing right of way within this 
segment. This 5-block segment is the only portion of 
the corridor that would not have bike lanes under the 
recommended alternative. 
 

The cross section between Evans Avenue and Sutro 
Street contains four travel lanes with no center turn 
lane. This segment would also include bike lanes and 
maintain on-street parking where parking exists 
currently under the recommended alternative. A road 
diet has been proposed on the segment between 
Sutro Street and 10th Street. This segment’s 
recommended cross section would  provide three 
lanes (two travel lanes and a center turn lane), bike 
lanes, and wide sidewalks separate by landscaped 
planters. 
 
The 10th Street to Lillard Way portion of the corridor 
widens back to 5-lanes (four travel lanes and a center 
turn lane) through the major intersections of Pyramid 

Way, McCarran Boulevard, and Sparks Boulevard. 
Bike lanes would be provided under the 
recommended alternative, as well as on-street 
parking on the north side of the street between 
Pyramid Way and Probasco Drive. 
 
Finally, the eastern portion of the corridor between 
Lillard Way and Northern Nevada Medical Center 
would be reconfigured to a 3-lane cross section. This 
segment would include bike lanes, portions with 
landscaped medians, and landscaped planters 
separating the sidewalk from the travel lanes. 
 
The following is a segment-by-segment summary of 
the preferred alternative. 

 
 
 

Proposed Preferred Alternative 

Figure 10. Preferred Alternative Lane Configuration Summary 
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Keystone Avenue to Vine Street 
The existing right of way within this area is 
approximately 78’ wide with an existing 
configuration of 4 through lanes, a center turn lane, 
no bicycle lanes and sidewalk.  After a thorough field 
review of the area, it appears there may be room to 
change the existing configuration primarily through 
restriping.  Parking will not be allowed within this 
section of the roadway. The planned design for this 
area is as follows: 
 
 4- through lanes 
 Center turn lane 
 Bike lane on each side 
 5’ sidewalk 

This reconfiguration can be accomplished through 
the RTC’s preventative maintenance program with 
slurry sealing and restriping.  Timing of 
improvements for this segment should be 
coordinated with the reconstruction of the segment 
to the east. 
 
Please note, existing right of way constraints do not 
allow for street trees or landscaping within the right 
of way.  An opportunity for beautification within this 
segment could be accomplished within the excess 
right of way near the northwest corner of 4th Street 
and Vine Street (currently utilized as the driveway 
access to the adjacent commercial.  Abandonment 
and reconfiguration of this intersection will allow for 
landscaping and gateway opportunities, while also 

improving pedestrian crossings and access.  It is 
recommended that this excess right of way be 
considered for abandonment and reconfigured as 
part of the reconstruction of the segment to the east 
(Vine Street to West Street.)

Figure 11 
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Figure 12. Keystone-Vine Aerial View 
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Vine Street to West Street 
The existing right of way within this area ranges from 
82’ to 87’ wide with an existing configuration of 4 
through lanes, a center turn lane, no bicycle lanes 
with sidewalks and planter areas along most of the 
roadway.  Currently there is no on street parking 
within this area of the roadway. 
 
Within the existing right of way width this segment is 
proposed to include the following configuration: 
 
 4- through lanes 
 Center turn lane 
 Bike lane on each side 
 Sidewalk on each side 
 Street trees 

 
With this roadway section, parking will not be 
allowed within the right of way. 
 
As the existing condition of this segment of 
the corridor has had somewhat recent 
improvements and is generally in good 
repair, the proposed reconfiguration should 
be in a mid– to long-term improvement 
timeframe.  

Sidewalk 
with Street 
Trees 

Sidewalk 
with Street 
Trees 

Figure 13 
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Figure 14. Vine-West Aerial View 
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West Street to Virginia Street 
The existing right of way within this area is 
approximately 76’ wide with an existing 
configuration of 4 through lanes, a center turn lane 
with sidewalks and planter areas along most of the 
roadway.  Additionally there is metered on-street 
parking (approximately 11 spaces) available on the 
south side of the roadway between West Street and 
Sierra Street.  The portion of the roadway from Sierra 
Street to Virginia Street has basically the same 
existing cross section, however it is under the 
breezeway from the Eldorado Casino to the Silver 
Legacy Casino.  Within this area, the sidewalks use up 
all of the available landscape area. 
 
Within the existing right of way the cross section is 
proposed to remain the same with the following 
configuration: 
 
 4- through lanes 
 Center turn lane 
 Sidewalk on each side 
 Planter areas on each side (where existing) 
 Parking on one side of the street (where existing) 
 
Due to right of way constraints, dedicated bike lanes 
have not been included within this segment.  The 
project team investigated potential alternatives for 
the inclusion of dedicated bike lanes, however all 
alternatives (i.e. reducing lanes, eliminating center 
turn lanes, widening) would lead to increased traffic 
congestion or limiting pedestrian facilities in an area 
with high pedestrian traffic.  For example, the project 
team investigated eliminating the outside travel 
lanes which, when modeled, led to grid lock.  
Likewise, the elimination of center turn lanes creates 
additional constraints with the high pedestrian 
crossing volumes and queuing of vehicles waiting to 
make permissive left turns.  The option of widening 
the travel way was also eliminated, as this segment 
has high pedestrian volumes and reduced sidewalk 

widths would not be warranted.  As such, the 
preferred alternative for the segment includes a 
shared bicycle facility with increased signage and 
striping.  There are options for signage and striping 
that may be applied to this segment.  Generally, 
these options are established in the RTC Reno/Sparks 
Bike & Pedestrian Plan Design Manual and include: 
 
Option 1—Bike Route: 
Signage should be included to indicate this segment 
as a “Bike Route” and to caution motorists and 
cyclists with “Share the Road” and “Bikes Allowed 
Use of Full Lane” signs.  These signs should be 
replicated on every block of the 
segment. 
 
 
 
 
 
 
 
 
 

Option 2— “Sharrow”: 
Building upon the increased signage proposed in 
Option 1 above, the application of a “sharrow” would 
provide additional pavement markings to provide an 
additional visual cue to both motorists and cyclists 
alike that the outside lanes are shared lanes.  
Additionally, lettering added to the east bound 
approach to West Street indicating that bikes are 
merging will aid in increasing bicycle awareness.  An 
example of how the “sharrow” pavement markings in 
combination with signage is provided on the 
following pages.   
 
Option 3— “Super Sharrow” (Preferred Option): 
A “super sharrow” is the same concept as a 
“sharrow”, but with the addition of colored 
pavement (recommended green) in the “sharrow” 
lane.  “Super sharrows” are not currently recognized 
by MUTCD, however the use of green paint in ice 
lanes has interim approval from FHWA (see FHWA 
Memorandum, “MUTCD—Interim Approval for 
Optional Use of Green Colored Pavement for Bike 
Lanes (IA-14), April 15, 2011).  An example of a 
“super sharrow” is provided on the following pages.   Figure 15—Example Signage 

Figure 16 
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Figure 17. West-Virginia Aerial View 
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Figure 19—Option 2 “Super Sharrow” (West Street—Virginia 
Street) 
 
Figure 19 shows the application of increased signage along with 
“super sharrow”, or “green lane” pavement markings.  The exhibits 
are limited to the intersections.  The Reno/Sparks Bicycle & 
Pedestrian Master Plan suggests that “sharrow” markings should 
occur after intersections and then again every 250-feet.  With the 
short blocks in this segment (averaging 300-feet), markings would 
typically be provided on either side of the intersections.  The green  
pavement (typically dyed slurry) would be applied for the entire 
block, less the intersections.  The “Super Sharrow” is the preferred 
option for this segment. 
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Virginia Street to Evans Avenue 
The existing right of way within this area ranges 
between 79’ to 81’ wide with an existing 
configuration of 4 through lanes, a center turn lane 
with sidewalks and planter areas along most of the 
section.  Much of this area is adjacent to downtown 
events centers and as such the area currently has 
wide sidewalks that at times take up the entire 
landscape area.  Within the existing right of way the 
cross section is proposed to remain the same with 
the following configuration: 
 4- through lanes 
 Center turn lane 
 Sidewalk on each side 
 Planter areas on each side (where existing) 
 
With this roadway section, parking will not be 
allowed within the right of way.   
 
Due to right of way constraints, bike lanes have not 
been included within this segment.  The project team 
investigated potential alternatives for the inclusion of 
bike lanes, however all alternatives (i.e. reducing 
lanes, eliminating center turn lanes, widening) would 
lead to increased traffic congestion or limiting 
pedestrian facilities in a high pedestrian area.  For 
example, the project team investigated eliminating 
the outside travel lanes which, when modeled, led to 
grid lock.  Likewise, the elimination of center turn 
lanes creates additional constraints with the high 
pedestrian crossing volumes and queuing of vehicles 
waiting to make permissive left turns.  The option of 
widening the travel way was also eliminated, as this 
segment has high pedestrian volumes and reduced 
sidewalk widths would not be warranted.  As such, 
the preferred alternative for the segment includes a 
shared bicycle facility with increased signage and 
striping.  There are options for signage and striping 
that may be applied to this segment.  Generally, 
these options are established in the RTC Reno/Sparks 
Bike & Pedestrian Plan Design Manual and include: 

Option 1—Bike Route: 
Signage should be included to indicate this segment 
as a “Bike Route” and to caution motorists and 
cyclists with “Share the Road” and “Bikes Allowed 
Use of Full Lane” signs.  These signs should be 
replicated on every block of the segment. 
 
 
 
 
 
 
 
 
 

Option 2— “Sharrow”: 
Building upon the increased signage proposed in 
Option 1 above, the application of a “sharrow” would 
provide additional pavement markings to provide an 
additional visual cue to both motorists and cyclists 
alike that the outside lanes are shared lanes.  

Additionally, lettering added to the west bound 
approach to Evans Avenue indicating that bikes are 
merging will aid in increasing bicycle awareness.  An 
example of how the “sharrow” pavement markings in 
combination with signage is provided on the 
following pages.   
 
Option 3— “Super Sharrow” (Preferred Option): 
A “super sharrow” is the same concept as a 
“sharrow”, but with the addition of colored 
pavement (recommended green) in the “sharrow” 
lane.  “Super sharrows” are not currently recognized 
by MUTCD, however the use of green paint in ice 
lanes has interim approval from FHWA (see FHWA 
Memorandum, “MUTCD—Interim Approval for 
Optional Use of Green Colored Pavement for Bike 
Lanes (IA-14), April 15, 2011).  An example of a 
“super sharrow” is provided on the following pages.   
 
 
 
 
 
 

Figure 20—Example Signage 

Figure 21 
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Figure 22. Virginia-Evans Aerial View 
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Figure 23—Option 2 “Sharrow” (Virginia Street—Evans Avenue) 
 
Figure 23 shows the application of increased signage along with 
“sharrow” pavement markings.  The exhibits are limited to the 
intersections.  The Reno/Sparks Bicycle & Pedestrian Master Plan 
suggests that “sharrow” markings should occur after intersections 
and then again every 250-feet.  With the short blocks in this 
segment (averaging 300-feet), markings would typically be 
provided on either side of the intersections. 
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Figure 24—Option 3 “Super Sharrow” (Virginia Street—Evans 
Avenue) 
 
Figure 24 shows the application of increased signage along with 
“super sharrow”, or “green lane” pavement markings.  The exhibits 
are limited to the intersections.  The Reno/Sparks Bicycle & 
Pedestrian Master Plan suggests that “sharrow” markings should 
occur after intersections and then again every 250-feet.  With the 
short blocks in this segment (averaging 300-feet), markings would 
typically be provided on either side of the intersections.  The green  
pavement (typically dyed slurry) would be applied for the entire 
block, less the intersections.  The “super sharrow” is the preferred 
option for this segment. 
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Evans Avenue to Sutro Street 
The existing right of way within this area is primarily 
78’ wide.  There are two exceptions to this from 
Valley Road to Elko Avenue which is approximately 
80’ wide and again from Elko Avenue to Eureka 
Avenue which is approximately 83’ wide.  The 
existing configuration throughout this section of 
roadway consists of 4 through lanes, a center turn 
lane/median with sidewalks.  Additionally there is on-
street parking for portions of this section totaling 
approximately 57 spaces. 
 
Within the existing right of way width this segment is 
proposed to include the following : 
 
 3 and 4- through lanes 
 Sidewalk on each side 
 Planter areas on each side 
 Bike lanes on each side 
 On-street parking (where existing) 
 
Variations of the cross section for this segment are 
provided to accommodate for the on-street parking 
that will remain and the transition from 4-lanes 
between Evans Avenue and Valley Road, to 3-lanes 
east of Valley Road.  Generally, existing on-street 
parking will remain in its current location.  Refer to 
Figure 26 on the following page for the location of 
on-street parking that is planned to remain.  
Following is a brief summary of the variations 
proposed within this segment of the corridor.  
 
Evans Avenue to Valley Road: 
This sub-segment contains four travel lanes, 
dedicated bike lanes and wide sidewalks.  This 
portion is a transition from the 5-lane segment to the 
west, with the center turn lane being dropped at 
Evans Avenue.  There are 11 parking spaces on the 
south side of the road that will be retained.   Figure 
25 demonstrates the two options with and without 
parking. 
 

Valley Road to Elko Avenue: 
The area between Valley Road and Elko Avenue has 
existing on-street parking on both sides of the street.  
This parking can be retained and dedicated bike lanes 
added with a reconfiguration of this segment to 3-
lanes.  The travel lanes include two east bound lanes 
and one west bound lane.  No center turn lane is 
proposed.  Two options have been provided, which 
include a restriping option and a reconstruct option.  
The restriping option allows for the reconfiguration 
of the roadway without having to move existing curb 

lines as a trial for the reconfiguration.  Ultimately, 
the reconstruct option provides the best balance of 
sidewalk and lane widths, as well as transitions 
between adjacent segments.  Figure 26 on page 31 
demonstrates the restriping and reconstruction 
options.  
 
Elko Avenue to Eureka Avenue: 
The area between Elko Avenue and Eureka Avenue 
has existing on-street parking on both sides of the 
street.  This parking can be retained and dedicated 

Figure 25 
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bike lanes added with a reconfiguration of this 
segment to 3-lanes.  The travel lanes include two 
eastbound lanes and one westbound lane.  No center 
turn lane is proposed.  Two options have been 
provided, which include a restriping option and a 
reconstruct option.  The restriping option allows for 
the reconfiguration of the roadway without having to 
move existing curb lines as a trial for the 
reconfiguration.  Ultimately, the reconstruct option 
provides the best balance of sidewalk and lane 
widths, as well as transitions between adjacent 
segments.  For this sub-segment in particular, there 
is currently only a 5-foot sidewalk on the north side 
of the street.  By reconstructing the roadway, wider 
sidewalks that will allow for decorative lighting and 
street trees can be included.  Figure 26 on page 31 
demonstrates the restriping and reconstruction 
options.  
 
Eureka Avenue to Sutro Street: 
This sub-segment provides 3-lanes with two 
eastbound lanes, one westbound lane, and no center 
turn lane.  There is a one and a half block portion 
(between Spokane Street and one half block east of 
Quincy Street) where on-street parking on the south 
side of the street will be retained.  Two options have 
been provided, which include a restriping option and 
a reconstruct option.  The restriping option allows for 
the reconfiguration of the roadway without having to 
move existing curb lines as a trial for the 
reconfiguration.  Ultimately, the reconstruct option 
provides the best balance of sidewalk and lane 
widths, as well as transitions between adjacent 
segments.  Figure 26 on page 31 demonstrates the 
restriping and reconstruction options.  
 
Off-Street Parking: 
Based upon feedback obtained from stakeholders 
and during public meetings, it was expressed that 
increasing the availability of parking in this segment 
of the corridor would be beneficial to the vitality of 
the neighborhood and health of businesses.  

Currently many of the side  streets are utilized for on-
street parking, some with 90-degree and angled 
parking.  Side streets to the south of East 4th Street 
in this segment are dead ends by way of the ReTRAC 
project.  In an attempt to respond to the stakeholder 
and public feedback on this segment, an analysis and 
proposal is included on the following pages (Figure 
28) showing the likely availability of increasing the 
on-street parking on the side streets throughout this 
segment.  As mentioned, many of these streets have 
ad hoc informal parking and, with this proposed plan, 
approximately 319 parking spaces can be formalized 
within this segment of the corridor.  It is 
recommended that additional pedestrian scale street 
lighting be included on side streets if the parking is 
formalized to create a safe environment for patrons, 
business owners, and employees to utilize side street 
parking and walk to their destination. 
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Figure 26 
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Figure 27. Evans-Sutro Aerial View 
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Figure 28—Existing vs. Proposed Simulation at Wells Avenue (view to the west) 

Existing Proposed 
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Figure 29. Side Street Parking Plan 
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Sutro Street to 6th Street 
The existing right of way within this section of 
roadway is approximately 78’ with an existing 
configuration of 4 through lanes, a center turn lane 
with wide sidewalks and planter areas along most of 
the section. 
 
Within the existing right of way width this segment is 
proposed to include the following configuration: 
 
 2- through lanes 
 Center turn lane 

 Sidewalk on each side 
 Planter areas on each side. 
 Bike Lanes on each side of the street 
 
With this roadway section, parking will not be 
allowed within the right of way.  Similarly to the 
previous segment, an analysis of the available 
parking on the side streets Toano Street and 
Montello Street resulted in the ability to formally 
establish approximately 113 parking spaces.  The 
parking configurations are shown in Figure 29 on the 
previous page.   

This segment proposes a “road diet” and includes 
wide sidewalks and wider bike lanes.   
 

Figure 30 
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Figure 31. Sutro-6th Aerial View 
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Figure 32—Existing Condition at Sutro Street (view to the east) 
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Figure 33—Visual Simulation at Sutro Street (view to the east) 
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6th Street to Ferrari Street 
 
The existing right of way within this section of 
roadway is approximately 68’ with an existing 
configuration of 4 through lanes and a center turn 
lane.  Sidewalks are along some of the businesses in 
this section however most areas do not currently 
have pedestrian or bicycle facilities within this 
segment of roadway. 
 
Within the existing right of way width the cross 
section for this segment is proposed to include the 

following configuration: 
 
 2- through lanes 
 Center turn lane 
 Bike Lanes on each side of the street 
 Sidewalk on each side 
 Planter areas on one side of the street. 
 
With this roadway section, parking will not be 
allowed within the right of way.  It should be noted 
that there are right of way constraints for the short 

block between 6th Street and Line Drive — the 
existing right of way is only 62-feet wide.  In this 
area, the cross section below may be modified to 
eliminate the landscape planter and narrow the 
sidewalks to fit within the existing constrained right 
of way, in lieu of a right of way acquisition. 
 
 
 
 
 
 

Figure 34 



Corridor Study Report |  Preferred Alternative 40 

Figure 35. 6th -Ferrari Aerial View 
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Ferrari Street to Victorian Avenue 
The existing right of way within this section of 
roadway is approximately 72’ wide with an existing 
configuration of 4 through lanes and a center turn 
lane.  Sidewalks are limited to a few locations within 
this section of roadway.  Bicycle facilities are not 
included in this area in its existing state. 
 
Within the existing right of way width the proposed 
cross section will include the following configuration: 
 
 2- through lanes 
 Center turn lane 
 Bike Lanes on each side of the street 
 Sidewalk on each side 
 Planter areas on both sides of the street. 

With this roadway section, parking will not be 
allowed within the right of way. 
 
The reconfiguration of Prater Way at this location 
allows for additional modifications to Victorian 
Avenue between Prater Way and Kietzke Lane.  
Currently, Victorian Avenue is a 3-lane cross section 
east of Kietzke Lane.  With the narrowing of Prater 
Way, this one block segment of Victorian Avenue 
between Prater Way and Kietzke Lane will be the 
only leg of the intersection not in a 3-lane 
configuration.  By reconfiguring Victorian Avenue to 
3-lanes, the Prater Way intersection (often referred 
to as the “Y”) can be realigned to “T” intersection.  
An exhibit of the conceptual realignment is provided 
as Figure 38 on the following pages The major 

benefits of this realignment are the ability to allow 
for a smoother through movement on Prater Way, 
while also providing a safer bicycle movement 
through the intersection.  It is proposed that the 
intersection be realigned in conjunction with the 
construction of this reconfigured portion of Prater 
Way. 
 

Figure 36 
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Figure 37. Ferrari-Victorian Aerial View 
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Figure 38. Prater/Victorian Intersection Reconfiguration 
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Victorian Avenue to El Rancho Drive 
This short section of roadway is a transition area 
through a narrow segment of right of way.  The 
existing right of way within this section of roadway is 
approximately 62’ wide.  Sidewalks exist on the south 
side of the roadway while on the north side 
pedestrian facilities are limited to those west of the 
Victorian Avenue Intersection.   
 
Within the existing right of way width the cross 
section is proposed to be improved with the 
following configuration: 
 

 2- through lanes 
 Center turn lane 
 Bike Lanes on each side of the street 
 Sidewalk on each side 
 
With this roadway section, landscaping opportunities 
are limited due to right of way constraints.  Existing 
mature landscaping on the south side may be 
complimented on the north side of the road outside 
of the right of way and would be subject to the 
agreement and participation of the owner of the 
Pony Express Lodge. 
 

 
 
 
 
 
 
 
 
 
 
 
 
 

Figure 39 
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Figure 40. Victorian-El Rancho Aerial View 
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El Rancho Drive to 13th Street 
The existing right of way within this section of 
roadway is approximately 72’ wide with an existing 
configuration of 4 through lanes and a center turn 
lane with sidewalks in most areas.  Bicycle facilities 
are not included in this area in its existing state. 
 
Within the existing right of way following 
reconfiguration has been proposed: 
 
 2- through lanes 
 Center turn lane 
 Bike Lanes on each side of the street 
 Sidewalk on each side 

 Planter areas or street trees on both sides of the 
street. 

 
With this roadway section, parking will not be 
allowed within the right of way. 
 
Two variations of landscaping have been proposed 
and can be interchangeable.  The cross section below 
denotes a prioritization of wider sidewalks with 
street trees in the sidewalks (either in tree grates or 
within square planters) adjacent to commercial and 
separated sidewalks with parkway planters when 
adjacent to residential. 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 

Figure 41 
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Figure 42. El Rancho-13th Aerial View 
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13th Street to 12th Street 
The existing right of way within this section of 
roadway is approximately 68’ wide with an existing 
configuration of 4 through lanes, a center turn lane 
with sidewalks in most areas. 
 
There are a total of 7 parking locations on the north 
side of the street within this section that are planned 
to remain.  These spaces represent the pick-up/drop-
off for Robert Mitchell Elementary School.  In 
coordination with Washoe County School District 
Safe Routes to School staff, a plan to improve 
pedestrian access surrounding the school has been 
prepared and is provided on the following pages.  
Highlighted on the potential enhancements for 
Robert Mitchell Elementary School is the potential 

for restricting access from 13th Street to pedestrians 
and cyclists and forcing vehicles to use the traffic 
signal at 12th Street.  The 13th Street intersection 
with its angled approach from the south creates for 
sight distance and intersection conflict issues that 
can be resolved with vehicle closure. 
 
The existing right of way width will accommodate the 
following configuration: 
 
 2- through lanes 
 Center turn lane 
 Bike Lanes on each side of the street 
 Sidewalk on each side 
 On-street parking on the north side 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Figure 43 
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Figure 44. 13th-12th Aerial View 
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Figure 45. Robert Mitchell Elementary School Enhancements 
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12th Street to 10th Street 
The existing right of way within this section of 
roadway is approximately 62’ wide with an existing 
configuration of 4 through lanes and a center turn 
lane with sidewalks along both sides of the roadway.  
Bicycle facilities are currently not in place within this 
area. 
 
 

With the existing right of way width it is possible to 
include the following configuration: 
 
 2- through lanes 
 Center turn lane 
 Bike Lanes on each side of the street 
 Sidewalk on each side 
 
 

With this roadway section, parking will not be 
allowed within the right of way. 
 

Figure 46 
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Figure 47. 12th-10th Aerial View 
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10th Street to Pyramid Way 
The existing right of way within this section of 
roadway is approximately 68’ wide with an existing 
configuration of 4 through lanes and a center turn 
lane with sidewalks along the north side of the 
roadway only.  There are no bicycle facilities 
currently in place within this area. 
 
Within the existing right of way it is possible to 
include the following configuration: 
 
 2- through lanes 
 Center turn lane 
 Bike Lanes on each side of the street 
 Sidewalk on each side 

With this roadway section, parking can be 
accommodated on the north side of the street within 
the existing right of way, adjacent to existing single 
family trending on Prater Way. 
 
Approaching the Pyramid Way intersection from the 
west, it will be necessary to transition from the three 
lane configuration (shown below) to the 5-lane 
section through and east of Pyramid Way. (Figure 50)  
This transition is anticipated to occur within the block 
west of the intersection (roughly between 11th 
Street and Pyramid Way).  Within the current right of 
way, it may be difficult to provide bike lanes through 
this transition segment.  At the Pyramid/Prater 
Intersection there are three options that can be 
implemented to accommodate for bike lanes .  These 

options will need additional analysis with the next 
design phases of the project.  We have outlined the 
conceptual options as follows: 
 
Option 1 – Provide bike lanes within existing right of 
way with a potential result of reduced LOS at the 
intersection. 
 
Option 2 – Provide proposed lane configurations 
within the existing right of way with a dedicated right 
turn lane on the westbound side of the intersection, 
which will result in eliminating bike lanes for 200-300 
feet on both side of the intersection. 
 
Option 3 – Purchase additional right of way allowing 
enough room within the right of way to include a 

Figure 48 
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right turn lane on the westbound side of the 
intersection as well as a bike lanes through the 
intersection. 
 
Each of these alternatives provide unique benefits 
and have been left in the preferred alternative as 
options for a potential separate intersection capacity 
improvement project that allows for Option 3 in the 
future. 
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Figure 49. 10th-Pyramid Aerial View 
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Pyramid Way to 4th Street 
The existing right of way within this section of 
roadway is approximately 80’ wide with an existing 
configuration of 4 through lanes and a center turn 
lane with 4-foot sidewalks along both the north and 
south sides of the roadway.  Additionally there are 47 
on-street parking spots within this area.  There are 
no bicycle facilities currently in place within this area. 
 
With the existing right of way width it is possible to 
include the following configuration: 
 
 4- through lanes 
 Center turn lane 
 Bike Lanes on each side of the street 
 Sidewalk on each side 
 On-street parking (north side only) 

Within this roadway segment, parking can be 
accommodated on the north side of the street within 
the existing right of way.  Existing parking on the 
south side of the street will be eliminated.  As the 
north side of the street has single family residential 
lots fronting onto Prater Way, it was necessary to 
retain the existing on-street parking on the north.  
However, due to the fact that the single family 
homes on the south side of the street are fronting on 
side streets, the south side on-street parking is 
underutilized, unnecessary, and is proposed to be 
eliminated with future improvements.   
 

Figure 50 
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Figure 51. Pyramid-4th Aerial View 
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4th Street to Probasco Way 
This segment is nearly identical to the previous 
segment to the west  The existing right of way within 
this section of roadway is approximately 82’ wide (2-
feet wider than the previous segment) with an 
existing configuration of 4 through lanes and a center 
turn lane with sidewalks along both the north and 
south sides of the roadway.  Additionally there are 63 
on-street parking spots within this area that are 
planned to remain on the north side of the street.  
There are no bicycle facilities currently in place 
within this area. 
 
With the existing right of way width it is possible to 
include the following configuration: 
 

 4- through lanes 
 Center turn lane 
 Bike Lanes on each side of the street 
 Sidewalk on each side 
 On-street parking (north side only) 
 
Similarly with the previous segment to the west, on-
street parking will only be retained on the north side 
of the road due to the existing single family 
residential lots fronting onto Prater Way. 
 
As this segment includes the frontage for Dilworth 
Middle School, collaboration efforts with Washoe 
County School District Safe Routes to School staff has 
produced some proposed safety improvement.   
 

These proposed improvements are outlined on 
Figure 53 in the exhibit on the following pages. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Figure 52 
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Figure 53. 4th-Probasco Aerial View 
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Figure 54. Dilworth Middle School Enhancement 
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Probasco Way to McCarran Boulevard 
The existing right of way within this section of 
roadway is approximately 79’ wide with an existing 
configuration of 4 through lanes and a center turn 
lane with sidewalks along both the north and south 
sides of the roadway.  There are no bicycle facilities 
currently in place within this area. 
 
With the existing right of way width it is possible to 
include the following configuration: 
 
 4- through lanes 
 Center turn lane 
 Bike Lanes on each side of the street 
 Sidewalk on each side 

With this roadway section, parking can not be 
accommodated within the current right of way. 
 

Figure 55 
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Figure 56. Probasco-McCarran Aerial View 
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McCarran Boulevard to Sparks Boulevard 
The existing right of way within this section of 
roadway is approximately 80’ wide with an existing 
configuration of 4 through lanes and a center turn 
lane and/or a center planted median strip with 
sidewalks along most of the roadway on both the 
north and south sides.  There are no bicycle facilities 
currently in place within this area. 
 
With the existing right of way width it is possible to 
include the following configuration: 
 
 4- through lanes 
 Center turn lane/median 
 Bike Lanes on each side of the street 
 Sidewalk on each side 

Within this roadway segment, parking can not be 
accommodated within the current right of way.  This 
proposed roadway cross section represents a slight 
widening of the roadway surface by moving the 
sidewalk to the right of way line to accommodate 
bike lanes in this segment. 
 
Due to sidewalk widths, it is not possible to introduce 
street trees or planters.  However, because there are 
few intersections/driveways in this segment, the 
medians that are west of Sparks Boulevard to 
Parlanti Lane can be continued westward within this 
segment.  This will provide an opportunity for street 
beautification within this segment. 
 
 

The west leg of the Sparks Boulevard intersection will 
remain largely the same, generally maintaining the 
existing lane configuration.

Figure 57 



Corridor Study Report |  Preferred Alternative 64 

Figure 58. McCarran-Sparks Aerial View 
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Sparks Boulevard to Lillard Drive 
The existing right of way within this section of 
roadway is approximately 78’ wide with an existing 
configuration of 4 through lanes and a center turn 
lane and or a center planted median strip with 
sidewalks along the north side of the roadway.  There 
are no bicycle facilities currently in place within this 
area.  Additionally, there is a multi use path outside 
the right of way within private property that is 
currently used by bicyclists as well as pedestrians. 
 
With the existing right of way width it is possible to 
include the following configuration: 
 

 4- through lanes 
 Center turn lane/median 
 Bike Lanes on each side of the street 
 Sidewalk on the north side of the street, 

maintaining the existing multi-use path on the 
south side of the roadway. 

 
With this roadway section, parking can not be 
accommodated within the current right of way.  The 
cross section depicted below represents an overall 
widening of the drivable surface of the roadway in 
this segment, accomplished via reconstruction. 
 

 

Figure 59 
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Figure 60. Sparks-Lillard Aerial View 
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Lillard Drive to Vista Boulevard 
The existing right of way within this section of 
roadway is approximately 76’ wide with an existing 
configuration of 4 through lanes and a center turn 
lane and or a center planted median strip with 
sidewalks along the north side of the roadway and 
parts of the south side of the roadway.  There are no 
bicycle facilities currently in place within this area. 
 
With the existing right of way width it is possible to 
include the following reconfiguration: 
 

 2- through lanes 
 Center turn lane 
 Bike Lanes on each side of the street 
 Sidewalk on both sides of the street 
 Planter areas on both sides of the street 
 
With this roadway section, parking can not be 
accommodated within the current right of way. 
 
Stakeholder input from business owners within this 
segment indicated a concern with left turn 
availability due to the existing landscaped median.  

With the reduction in roadway width in this segment 
and to accommodate left turn movements into 
commercial properties located on the south side of 
Prater Way, elimination of or reduction in the 
amount of median should be considered.  With the 
reduction in width, u-turn movements that are 
currently being made will become more difficult. 
 

Figure 61 
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Figure 62. Lillard-Vista Aerial View 
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Vista Boulevard to Northern Nevada Medical Center  
The existing right of way within this section of 
roadway is approximately 62’ wide with an existing 
configuration of 2 through lanes and a center turn 
lane with sidewalks and bike lanes along both sides 
of the roadway.  
 
 
 

Within the existing right of way width it is proposed 
to maintain the following configuration: 
 
 2- through lanes 
 Center turn lane 
 Bike Lanes on each side of the street 
 Sidewalk on both sides of the street 
 
 

With this roadway section, parking can not be 
accommodated within the current right of way. 

 

Figure 63 
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Figure 64. Vista-NNMC Aerial View 
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Bicycle Network 
As can be gained from the cross sections for the 
segments of the corridor, dedicated bike lanes have 
been incorporated throughout the corridor.  The only 
exception is a 5-block stretch in Downtown Reno 
(between West Street and Evans Avenue).  This 5-
block section has proposed applications of signage 
and striping that may be applied to better increase 
bicycle awareness and safety in this segment of the 
corridor.  Additionally, an overview of the overall 
bicycle network has been prepared to help focus 
future efforts for greater bicycle mobility between 
Reno and Sparks.  

 

The following pages provide graphical representation 
of additional bicycle projects that may improve the 
overall bicycle network.  Additional considerations 
for improvements to the overall bike network are 
provided below. 

 

Downtown Reno Alternate Routes: 

Due to the inability to provide dedicated bike lanes in 
the 5-block segment between West Street and Evans 
Avenue, two alternative routes were assessed and 
could provide viable alternative routes through 
downtown.   
 
6th Street appears to have adequate right of way to 
provide bike lanes or be eligible for a road diet.  This 
would provide a “northern” route through 
downtown with an existing eastern intersection with 
East 4th Street and connecting to Ralston Street, a 
roadway with existing bike facilities.  Additionally, St. 
Mary’s Medical Center is located on 6th Street, which 
can be considered a major destination in the 
downtown.  It is recommended that additional 
analysis of the traffic and right of way constraints be 
completed to ascertain the viability of 6th Street as 
having dedicated bike facilities.   

The Truckee River Multi-use Path is an additional 
“southern” route for bicycle traffic.  Unfortunately, 
access to the path is limited from 4th Street and 
upgrades to three key locations would improve 
bicycle access to the Truckee River.  These upgrades 
require more detailed analysis and include: 

 

Sutro Street:  The Sutro Street Complete Street 
Project is currently contemplating bike facilities north 
of 4th Street.  Sutro Street is a key north/south 
connector for bicyclists and connects facilities such 
as Renown Regional Medical Center, Washoe County 
Senior Center, and Oddie Boulevard to 4th Street and 
the Downtown Reno area.  Bike facilities would be 
necessary on Sutro Street south of 4th Street.  
Additionally, current access to the Truckee River 
Multi-use Path is via stairs.  Ramps for bicycles could 
greatly improve access to the river at this location.  It 
should be noted that Sutro Street is a key access 
point to the Truckee River, as there are not other 
viable access locations due to the ReTRAC train 
trench.  

 

Lake Street:  The Truckee River Multi-use Path has an 
existing obstacle at Lake Street.  Grade differences 
between Lake Street and the path have created an 
obstacle for access to the path due to stairs.  
Improvements by way of better ramps will improve 
access and use of the multi-use path by cyclists. 

 

Kietzke Lane:  Kietzke Lane provides a route from 4th 
Street/Prater Way to the Truckee River Multi-use 
Path through Fisherman’s Park.  Currently, bike lanes 
exist from Fisherman’s Park to the I-80 overpass.  The 
addition and continuation of bike lanes from I-80 to 
Prater Way would provide an additional routing 
options for cyclists. 

 

Oddie Boulevard: 

With efforts currently underway on Oddie Boulevard 
to create a multi-modal corridor, connection 
between the 4th Street/Prater Way corridor and 
Oddie Boulevard will increase routing options for 
cyclists.  15th Street provides a short, direct 
connection both to Oddie Boulevard, as well as to 
the CENTENNIAL PLAZA transit station and passes by 
Sparks High School. Future consideration of bike 
facilities on 15th Street should be investigated. 

 

Sparks Boulevard Intersection:  

Sparks Boulevard intersects with the North Truckee 
Drain Multi-Use Path.  The path travels under Prater 
Way in a tunnel.  Access to the path is currently 
provided with asphalt aprons and trails connecting 
down to the path.  With the addition of bike facilities 
on Prater Way, it is necessary to provide better 
connectivity with the North Truckee Drain Path.  For 
the westbound cyclist, this can be accomplished by 
continuing the bike lane through the protected right 
turn and connecting to the path.  In the eastbound 
movement, this is more difficult.  Provided on the 
following pages (Figure 69) is a conceptual detail of 
the improvements that may be made to the 
southeast corner of the intersection to better 
accommodate bike access to the bike path.  This 
includes the widening of the existing sidewalk to 10-
feet both through the pork chop island and the 
sidewalk heading south of the intersection.  This 
additional width would create a short segment of 
multi-use path to connect to the North Truckee 
Drain.  A further consideration may also include 
enhanced signage and striping (possibly a green 
crosswalk) to alert drivers of the potential for 
crossing pedestrians and cyclists. 
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Figure 65. Bike Network Exhibit 
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Figure 66. Bike Network Exhibit 
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Figure 67. Bike Network Exhibit 
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Figure 68. Bike Network Exhibit 
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Figure 69. Sparks Boulevard/North Truckee Drain Bike Access 
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Streetscape 
There are many opportunities for beautification and 
streetscape enhancements within the 4th street/
Prater Way corridor.  Beautification efforts have 
been on-going in both the Cities of Reno and Sparks 
with landscape and lighting improvements.  As the 
City of Reno has a lighting master plan for Downtown 
Reno and the City of Sparks has a lighting master plan 
for Victorian Avenue and the Marina, reinventing the 
lighting standards for this corridor would not be 
advisable.  Both Cities have lighting standards that 
are reminiscent of the same time period and are 
currently “coordinated” thematically.  Because 
lighting is such a dominant feature of the streetscape 
and, for this corridor, the lighting is established, this 
study proposes to continue the existing street 
lighting and suggests the addition of other artistic 
and culturally significant features for street 
beautification efforts.  Following are some of these 
suggested additions to enhance the streetscape in 
the corridor. 

Transit Shelters: 

In concert with the enhanced rapid transit service 
proposed with this project, each of the four station 
locations on the corridor has been selected to 
coincide with a historically significant location.  The 
histories of these sights can be communicated to the 
public through interpretive signage, photographs and 
oral histories of the sites.  Examples of the 
historically significant sites may include: 

Sutro Street:  This site is in close proximity to the 
original site of the Johnson v. Jefferies “Fight of the 
Century”.  Archived photographs from the fight 

depict aspects of the transit history of the corridor, 
showing spectators boarding trolley cars on 4th 
Street. 

Galletti Way:  Originally the site of the Coney Island 
amusement park and current home to the Coney 
Island Bar.   

El Rancho Drive:  Adjacent to the Pony Express Lodge, 
an example of the motor lodge history of Highway 
40. 

Rock Boulevard:  Deer Park is the site of the main 
motor camp for the Lincoln Highway motor touring 
trend in the early 1900’s. 

Figure 70. Enhanced Transit Shelter 

Existing Street Lights 
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Sidewalk Medallions: 

There are many great examples of sidewalk 
medallions utilized around the country. Wayfinding, 
telling of place history, and waypoints for walking 
tours are just a few of the many examples for these 
streetscape elements.  The application of sidewalk 
medallions within the 4th Street/Prater Way corridor 
has been discussed with stakeholders and their use 
as historical markers/storytelling and waypoints for 
walking tours received positive feedback.  On this 
page are some examples of sidewalk medallions in 
other communities. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 
Sidewalk Medallion Example 

Sidewalk Medallion Example 

Sidewalk Medallion Example 

Sidewalk Medallion Example 

Sidewalk Medallion Example 
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Murals: 

There are several examples of existing murals in the 
corridor.  Murals offer an opportunity to beautify 
facades with art and/or historical context of the 
location and region.  Below is an example of the 
mural on the Sutro Motel.

Sutro Motel Mural 



Corridor Study Report |  Preferred Alternative 80 

Bike Racks: 

The City of Reno has many installations of artistic 
bike rack sculptures throughout the downtown.  
These sculptures are an excellent way to provide 
bicycle parking, while also creating themes and place 
making within the corridor.  Sculptures can represent 
any multitude of subjects; they can be thematically 
consistent with adjacent businesses and/or 
historically significant sites, or simply an artistic 
expression.  The example to the right is the bike rack 
in front of the Reno Bike Project. 

Reno Bike Project Bike Rack Sculpture 
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Roadway Banners: 

Banners are utilized on roadways to communicate 
district themes, events, and historical context, 
among other things.  Banners are currently utilized 
on street lamps in the corridor in both Reno and 
Sparks.  Over street banners can compliment the 
street lamp banners and communicate larger 
messages during festivals and for special events.  
Shown to the right is an example of an over street 
banner commemorating the historical significance of 
the Lincoln Highway. 

 

 

 

 

 

 

Intersection Markers: 

For major intersections, markers indicating street 
names and imagery that is significant to the area can 
assist with wayfinding, while also serving as 
historical/artistic interpretive signage.  These 
markers can also serve as waypoints for historical 
tours.  Shown to the right is an example of a street 
marker with nighttime illumination.  These markers 
could be fabricated in various configurations, having 
multiple purposes, such as bollard lighting or trash 
cans. 

Figure 71.  Example Overstreet Banner 

Figure 72. Example Intersection Markers 
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Projected traffic volumes for the 2030 horizon year 
were developed using the following methodology: 
 
Step 1: Determine the existing 2010 average daily 
traffic volumes (ADT) from existing data. 
 
Step 2: Using RTC travel demand model outputs, 
calculate the difference between 2008 and 2030 daily 
traffic volumes. 
 
Step 3: Determine the percent change and percent 
per year change over the 22 year model range. 
 
Step 4: Review the growth trends and make 
adjustments for general consistency throughout the 
corridor.  It was assumed that declines in traffic 
volume are not appropriate for this planning effort 
and therefore all negative values were changed to 
provide a 0.5%/year growth rate.  Similarly, 
extraordinarily high growth rates at individual road 
segments were reduced to be consistent with 
adjacent road segments.  These are shown on the 
“adjusted” line of Table 1. 
 
Step 5: Multiply the adjusted growth rate times 20 
years to obtain the 20 year growth multiplier. 
 
Step 6: Apply the 20 year multiplier to the existing 
(2010) traffic volumes to calculate the 2030 forecast 
volumes (shown in Table 1, attached). 
 
Step 7: Use the 20 year multiplier to factor up existing 

intersection turning movement counts and thereby 
obtain 2030 horizon year turning movements. 
 
Future Conditions Level of Service 
 
Road Segment Analysis Based on Daily Volumes 
The future daily traffic volumes (shown in Table 1) 
were compared to the RTC’s level of service 
thresholds (reference the Existing Conditions section) 
to determine 2030 roadway segment level of service.  
We first tested a 3-lane cross-section (one travel lane 
in each direction plus a center turn lane) throughout 
the entire study limits.  The results are shown in 
Table 2.  Each of the evaluated roadway segments is 
projected to operate at an acceptable level of service 
(LOS “D” or better) with the exception of the segment 
between Virginia and Center Streets and the portion 
from Probasco Way to Howard Drive.  These areas 
will require at least two travel lanes in each direction 
to maintain acceptable traffic flow. 
 
The project team then tested a 5-lane cross-section 
(two travel lanes in each direction plus a center turn 
lane) which is the existing condition, at the three road 
segments requiring additional traffic capacity.  The 5-
lane cross-section will adequately accommodate 
2030 daily traffic volumes in these segments, as 
shown in Table 3.   

Future Traffic Volumes 
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TABLE 2 
FUTURE ROADWAY SEGMENT LEVEL OF SERVICE SUMMARY 

3-LANE CROSS-SECTION 

  
Roadway Segment 

  
Class/ 
Lanes/ 
Access 

2011 
Existing Volumes 

2030 
Projected Volumes 

Average 
Daily Traffic 

Level of 
Service 

Average Daily 
Traffic 

Level of Ser-
vice 

4th Street  – east of Keystone   
  
  
  
  
  
  
  
  
  
  
  
  

Arterial 
  

2 lanes 
  

MAC 
  
  

10,700 C 12,100 C 
4th Street  – east of Vine 11,600 C 12,700 C 
4th Street  – east of Washington 12,600 C 14,100 C 
4th Street – east of Ralston 13,500 C 14,900 D 
4th Street – east of Arlington 10,300 C 14,200 C 
4th Street – east of Sierra 12,300 C 15,800 D 
4th Street – east of Virginia 13,700 C 17,700 E 
4th Street – east of Center 8,900 C 11,700 C 
4th Street – east of Lake 9,500 C 11,000 C 
4th Street – east of Evans 10,400 C 13,200 C 
4th Street – east of Valley 11,000 C 14,300 C 
4th Street – east of Wells 10,000 C 13,600 C 
4th Street – east of Sutro 8,900 C 10,000 C 
4th Street – east of 6th 9,700 C 11,700 C 
4th Street – east of Ferrari 10,600 C 12,800 C 
4th Street – east of Galletti 11,400 C 13,700 C 
Prater Way – between I-80 ramps 12,200 C 14,700 C 
Prater Way – east of Victorian 7,600 C 9,300 C 
Prater Way – east of El Rancho 11,200 C 12,500 C 
Prater Way – east of Sullivan 11,100 C 12,300 C 
Prater Way – east of Rock 11,900 C 13,100 C 
Prater Way – east of 15th 11,200 C 12,400 C 
Prater Way – east of 12th 10,500 C 11,600 C 
Prater Way – east of Pyramid 13,900 C 15,300 D 
Prater Way – east of 4th 14,600 C 16,100 D 
Prater Way – east of Stanford 15,300 D 16,900 D 
Prater Way – east of Probasco 16,000 D 17,600 E 
Prater Way – east of McCarran 17,300 D 19,100 F 
Prater Way – east of Howard 15,200 D 16,800 D 
Prater Way – east of Pullman 15,300 D 16,900 D 
Prater Way – east of Sparks 9,900 C 10,900 C 
Prater Way – east of Lillard 8,900 C 9,800 C 
Prater Way – east of Vista 7,300 C 8,100 C 
Source:  Traffic Works, 2012 
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Peak Hour Intersection Level of Service Analysis 
The project team then performed PM peak hour 
intersection level of service and operational analysis, 
including evaluation of volume/capacity ratios and 
vehicle queuing, for a 3-lane cross-section on the full 
corridor length of 4th Street and Prater Way. All level 
of service calculations and queuing analyses were 
performed using the Synchro 7/SimTraffic software 
package with results reported in accordance to HCM 
methodology.  The results are presented in Table 4.  
The following intersections will require more than 
one through lane in each direction on 4th Street and 
Prater Way to provide acceptable operations through 
2030: 
 
 Downtown Reno (all intersections from Keystone 

Avenue to Evans Avenue) 
 Central/East Sparks (all intersections from 

Pyramid Way to Sparks Boulevard) 
 

Within downtown Reno, pedestrian movements/
conflicts significantly reduce vehicular turning 
movement capacity, and therefore through 
movements become blocked as well, which must be 
accounted for even though the effects are not fully 
shown in level of service calculations.  For this reason 
we evaluated the downtown area using SimTraffic 
microsimulation and found that excessive vehicle 
queuing would result from a 3-lane section.  Further, 
downtown Reno hosts numerous major events with 
significant road closures.  The downtown roadway 
network must have additional capacity to manage a 
variety of temporary street closures. 
 
Although the Pullman Drive/Prater Way intersection 
is shown to operate at LOS “C” (an acceptable level), 
it is important to note that transitioning the cross-
section down to a 3-lane section at this one 
intersection within the overall 5-lane section would 
be awkward and inconsistent.  We recommend that a 

5-lane section be carried continuously from just west 
of Pyramid Way to just east of Sparks Boulevard. 
 
The Vista Boulevard/Prater Way intersection is shown 
to operate at LOS “E” with a 3-lane section.  However, 
this is a unique case in that the eastbound left-turn 
and north/south through movement volumes are 
very high rather than the east/west through 
movements.  A 3-lane section (with dual eastbound 
left-turn lanes) is the appropriate configuration for 
this intersection despite the LOS “E” operations. 

 
TABLE 3 

FUTURE ROADWAY SEGMENT LEVEL OF SERVICE SUMMARY 
5-LANE CROSS-SECTION 

  
  
Roadway Segment 

  
Class/ 
Lanes/ 
Access 

2011 
Existing Volumes 

2030 
Projected Volumes 

Average Daily 
Traffic 

Level of Ser-
vice 

Average Daily 
Traffic 

Level of Service 

  
4th Street – east of Virginia 
  

  
  

Arterial 
  

4 lanes 
  

MAC 

  
13,700 

  
C 

  
17,700 

  
C 

  
Prater Way – east of Probasco 
  

  
16,000 

  
C 

  
17,600 

  
C 

  
Prater Way – east of McCarran 
  

  
17,300 

  
C 

  
19,100 

  
C 

Source:  Traffic Works, 2012 
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As shown above, many of the major intersections 
within the corridor will not be able to function at 
acceptable levels of service with a 3-lane cross-
section on 4th Street and Prater Way.   The 
intersections shown in bold font in Table 4 are those 
that did not meet the level of service criteria and 
were therefore evaluated with a 5-lane cross-section. 

  
TABLE 4 

FUTURE INTERSECTION LEVEL OF SERVICE SUMMARY 
3-LANE CROSS-SECTION 

  
Major Signalized Intersections PM Peak Hr 

 LOS 
Delay 
(sec) 

V/C 
Ratio 

Keystone Ave / 4th Street   
Excessive Queuing Identified through SIMTRAFFIC Microsimulation Model 

Effectively LOS “F” 
Arlington Ave / 4th Street 
Sierra St / 4th Street 
Virginia St / 4th Street 
Center St / 4th Street 
Sutro St / 4th Street C 23.1 0.44 
El Rancho Drive / Prater Way C 22.5 0.52 
Sullivan Lane / Prater Way C 31.6 0.58 
Rock Blvd / Prater Way C 27.7 0.72 
Pyramid Way / Prater Way E 79.6 1.16 
McCarran Blvd / Prater Way F 92.6 1.18 
Howard Dr / Prater Way F 138.5 1.05 
Pullman Drive / Prater Way C 32.3 0.73 
Sparks Blvd / Prater Way E 70.0 0.99 
Vista Blvd / Prater Way E 59.7 0.90 
Source:  Traffic Works, 2012 
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As shown in Table 5, each study intersection (with the 
exception of Vista Blvd/Prater Way) is expected to 
operate at an acceptable level of service with the 
lane configurations illustrated on the Future Lane 
Configuration exhibits (attached).  LOS calculation 
and queuing reports for all scenarios are provided in 
Appendix A. 
 
At the Vista Blvd/Prater Way intersection, the 
capacity issue appears to be the projected eastbound 

left-turn volume (490 vehicles in the PM peak hour).   
The intersection currently carries 410 eastbound left-
turn movements and has a volume to capacity ratio 
exceeding 1.0.  It is recommend that a dual 
eastbound left-turn lane be constructed to lower the 
overall intersection volume to capacity ratio to 0.90.  
Although the intersection would be at LOS “E” in the 
20 year horizon, the condition would be improved in 
comparison to the current configuration.  
 

It should be noted that at the Pyramid Way/Prater 
Way intersection, it will be critically important to 
maintain the westbound exclusive right-turn lane as 
this movement is expected to exceed 250 vehicles in 
the PM peak hour in the 2030 horizon.   Maintaining 
the westbound right-turn lane will, however, 
preclude installing a bicycle lane through the Pyramid 
intersection in the near term.  Over the long-term 
horizon, the Pyramid Way/Prater Way intersection 
will continue to approach full capacity and likely 

  
TABLE 5 

FUTURE INTERSECTION LEVEL OF SERVICE SUMMARY 
5-LANE CROSS-SECTION 

  
Major Signalized Intersections PM Peak Hr 

 LOS 
Delay 
(sec) 

V/C 
Ratio 

Keystone Ave / 4th Street D 38.3 0.85 
Arlington Ave / 4th Street B 16.0 0.51 
Sierra St / 4th Street B 19.5 0.47 
Virginia St / 4th Street B 17.4 0.48 
Center St / 4th Street B 16.0 0.47 
Sutro St / 4th Street - - - 
El Rancho Drive / Prater Way - - - 
Sullivan Lane / Prater Way - - - 
Rock Blvd / Prater Way - - - 
Pyramid Way / Prater Way   
   w/ exclusive westbound right-turn lane D 39.1 0.79 
McCarran Blvd / Prater Way D 46.1 0.92 
Howard Dr / Prater Way D 38.1 0.70 
Pullman Drive / Prater Way C 34.0 0.47 
Sparks Blvd / Prater Way D 47.8 0.83 
Vista Blvd / Prater Way   
   w/ dual eastbound left-turn & shared thru/right E 59.7 0.90 
Source:  Traffic Works, 2012 
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require larger scale capacity improvements.  Bicycle 
lanes and wide sidewalks, consistent with those 
proposed for the rest of the corridor, should be 
constructed with any major intersection 
improvements whether occurring near or long-term.   
 
Access and Circulation at Adjacent 
Schools 
The project team completed field observations of 
the typical school arrival and dismissal periods at 
both Robert Mitchell Elementary School and George 
Dilworth Middle School to identify potential safety 
and/or circulation efficiency improvements.  All 
observations were coordinated and conducted with 
the Washoe County Safe Routes to School Officer.  In 
general, we suggest that crosswalk enhancements 
appear to be the most logical first step for 
improvement at both schools.  More specific 
recommendations for each site are shown on the 
attached School Evaluations exhibits (Figures 45 and 
46). 
 
Bicycle circulation at the Prater Way / 
Victorian Avenue Intersection 
City of Sparks’ staff requested that the project team 
give special consideration to how bicycle movements 
should be managed at the Prater Way/Victorian 
Avenue intersection which currently is a “Y” 
configuration.  As a result, two concepts were 
prepared to better delineate bicycle travel through 
the intersection.  The first, labeled “Realignment 
Concept” (see Figure 38 on page 41), essentially 
converts Prater Way to the through route and 
realigns Victorian Avenue to intersect Prater Way at 
nearly a 90 degree angle.  The bicycle movements 
are a simple straight through both east and west.  
The westbound Victorian to westbound Prater 
movement will be an unopposed left-turn 
simultaneous with the same vehicular left turn.  The 
eastbound Prater to eastbound Victorian movement 

would be a right turn from the right-turn lane. 
 
A second option, “Roundabout Concept”, assessed 
the feasibility of constructing an approximately 110 
foot diameter single lane roundabout at the existing 
“Y”.  Bicycle movements would be via the circulating 
lane of the roundabout and would be clearer than 
the current configuration.  The only notable concern 
with this concept is the loss of opportunity to meter 
eastbound Prater Way traffic prior to the El Rancho 
intersection.  There is a potential that the eastbound 
left-turn or through queues from El Rancho could 
spill back into the roundabout blocking the entire 
intersection.  
 
At a planning level of detail, it appears the 
“Realignment Concept” is the preferred alternative. 
 
Additional Recommendations 
It should be noted that the west end of Prater Way 
(I-80 to McCarran Blvd) is currently designated a 
“Low Access Control” facility.  Consideration should 
be given to re-designating this segment to a 
“Moderate Access Control” roadway to be consistent 
with the overall corridor.  This change would not 
only help create uniform planning policies for the  
corridor, but also eliminate subtle technical issues in 
the level of service criteria  that have the potential to 
drive decisions based on technicalities rather than 
sound engineering judgment.  This change in the 
designation would not need to force access control 
revisions or affect driveways beyond the 
recommendations and long-term plan presented in 
this corridor study.  
 
As noted in the Existing Conditions Report for the 
corridor study, it appears safety improvements may 
be justified at the 4th Street/Washington Street 
intersection.  This intersection has high pedestrian 
volumes in addition to having relatively high 
vehicular turning movements.  Washington Street is 

the only unsignalized four-way intersection in the 
downtown area of the corridor.  It is recommend 
additional studies (including a signal warrant 
analysis) be conducted at this intersection to 
formally propose specific safety enhancements.  
Consideration should be given to the installation of a 
raised median on 4th Street prohibiting north/south 
through vehicular movements and potentially the 
east and westbound left-turns as well, signalization, 
and any other available options. 
 
Considering the closure of Wells Avenue south of 4th 
Street associated with the ReTRAC project, we 
recommend the traffic signal at Wells Avenue (under 
the Wells overpass) be removed and potentially 
replaced with a pedestrian crossing signal.  It is 
highly unlikely this location meets MUTCD traffic 
signal warrant criteria. 
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Existing Transit Service 
This section describes existing transit services for the 
4th Street/Prater Way Corridor. The corridor is 
approximately seven miles long, extending from 
Keystone Ave in Reno to Northern Nevada Medical 
Center in Sparks (Figure 73). The study area is 
approximately the area between I-80 and Truckee 
River in Reno, and between two blocks north of the 
corridor and I-80 in Sparks.  
 
Regional Transportation Commission of Washoe 
County (RTC) operates 30 routes in cities of Reno and 
Sparks, as well as unincorporated areas of Washoe 
County. Figure 74 displays the 26 RTC fixed-route bus 

services in study area. Figure 74 summarizes the 
operating characterizes for the study area routes.  
For reference, RTC operates five types of fixed-route 
bus services, as listed below: 
 RTC RIDE.  Local routes operating throughout 

cites of Reno and Sparks. Most routes operate 
seven days a week, with some routes running 
only on weekdays. Service frequency ranges 
from 15 minutes to one hour, depending on 
the routes.  

 RTC RAPID.  Bus Rapid Transit (BRT) system 
which runs along South Virginia Street in Reno. 
Rapid operates every 10 minutes (12 minutes 

on weekends) throughout the day along South 
Virginia Street in Reno, seven days a week.  

 RTC CONNECT.  Local bus serving all stops 
along S. Virginia Street. Connect operates 
every 30 minutes, 24-hours a day, seven days 
a week. 

 RTC INTERCITY.  Intercity service between 
Downtown Reno and Carson City. It operates 
only during AM and PM peak hours on 
weekdays. 

 RTC SIERRA SPIRIT.  A free service connecting 
the University of Nevada and Downtown 
Reno. It operates every 15 minutes, from 7AM 
to 7PM, seven days a week.  

 

 

 

 

 

 

 

 

 

 

 

Transit 

Figure 73.  Study Area Map  
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Figure 74.  Bus Routes Operating in Study Area  
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Figure 75.  Study Area Bus Route Characteristics  
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Figure 75 continued 

 



Existing Conditions  |  Transit Conditions 93 

Services along the 4th Street/Prater Way Corridor 
Routes Traveling on the 4th Street/Prater Way Corridor 
Of the 26 routes that serve the study area, 12 of them are primary 
routes, which are defined as routes traveling along the 4th Street/
Prater Way Corridor. Most primary routes serve a small portion of 
the corridor in Downtown Reno, for less than one mile, and 
terminate at RTC 4TH STREET STATION. Route 11 travels on the 
corridor for about 2.5 mile between two transit centers. Route 26 
serve the east half the corridor, from RTC CENTENNIAL PLAZA to 
North Nevada Medical Center in Sparks. While the other nine 
routes travel outside of the study area Routes 11, 21, 26 fall 
entirely within the study area.  

Service Frequency  
Route 11 that runs between RTC 4TH STREET STATION and RTC 
CENTENNIAL PLAZA is one of the RTC’s high frequency routes. 
Route 11 operates every 15 minutes on weekdays and during peak-
hours on Saturdays, and every 30 minutes during off-peak hours on 
Saturday and all day on Sundays. Its service span is about 22 hours 
a day from 4:15 AM to 2:30 AM seven days a week. The remaining 
part of the corridor is served by less frequent routes. Most other 
routes traveling on the corridor operate at 30 minute or 1 hour 
headways.  

 

 

 
 

Figure 76.  Primary Routes - Bus Routes Traveling on 4th Street or Prater Way 

* Route 21 serves 0.6 mile of the 4th Street/Prater Way  Corridor, but the entire route is within the study area.  
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Transfers 
Transit Centers 
RTC operates two transit centers: RTC 4TH STREET 
STATION in Downtown Reno and RTC CENTENNIAL 
PLAZA in Downtown Sparks. RTC 4TH STREET STATION 
is located between Lake Street, Evans Avenue, 4th 
Street, and Plaza Street. Of the 26 routes serving the 
study area, 21 routes terminate at RTC 4TH STREET 
STATION providing significant transfer opportunities. 
In Downtown Reno, local routes intersect with the 
high frequency RTC RAPID and RTC SIERRA SPIRITS, as 
well as the RTC INTERCITY route that travels to/from 
Carson City. The Amtrak Station is also located just 
west of the transit center.  
 
In Sparks, RTC CENTENNIAL PLAZA is located in the 
west end of Victorian Square on Victorian Ave 
between 14th Street and 15th Street. Seven routes 
stop at this location. However, passenger services has 
been closed until further notice. 
 
 
 

 Transfer Opportunities  
Besides the two transit centers, the following six bus 
stops are identified as transfer locations in the study 
area (Figure 78, also see Figure 74 for their locations). 
Of these locations, 4th at Sutro provides the most 
significant transfer opportunity, located at the 
intersection of four routes and a little distance from 
the transit centers. A diagram of this intersection is 
shown in Figure 79.  

 

 
 
 
 
 
 
 
 
 
 

 

 
 
 
 
 
 
 

 
 
 
 
 
 
 
 

Figure 79. 4th and Sutro Transfer Locations Diagram  

Figure 77.  Transit Centers  

Figure 78.  Transfer Opportunities in the Corridor 
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Corridor Ridership 
Corridor Boarding Activities 
Figure 80 and Figure 81 display daily boarding 
activities for the 14 Primary Routes that serve 4th 
Street/Prater Way Corridor. In Figure 80, blue 
indicates the amount of boarding occurring in the 
study area, excluding the two transit centers. The 
grey bars display the boarding at two transit centers. 
The overall bars show the total route boarding, 
including boardings occurred outside of the study 
area.  
 
Route 11 is one of the busiest routes in the RTC 
system, with over 2,000 boarding a day. Based on 
October 2011 boarding counts, 47% of the boarding 
occur at RTC 4TH STREET STATION and another 27% at 
RTC CENTENNIAL PLAZA (Figure 81). This indicates 
only 26% of its passenger boarding activities actually 
occur on the corridor. Similarly for Routes 21 and 26, 
the majority of the boarding occur at RTC CENTENIAL 
PLAZA.  
 
Route 2 provides frequent service during weekday 
peak periods with a relatively high daily boarding 
number, 1,817 boardings a day. However, only 43% 
of the boarding happen within the study area. For 
most Primary Routes, a large portion of boarding 
occurs outside of the study area.  
 
 
 

 
 
 
 
 

 

 
 
 
 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 

Figure 80. Daily Boarding Activities by Route (October 2011)  

*Excluding boarding at RTC 4TH STREET STATION AND CENTENNIAL PLAZA 
Notes: Boarding data for Route 7 was not available 
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Figure 81. Percent of Boarding in Study Area by Route (October 2011)  
 
 

 
 
 
 
 
 
 
 
 
 
 
 

 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 

Boarding levels vary by stop along the corridor. 
Figure 82 and Figure 83 display average daily 
boardings for the stops located on the corridor as 
well as the stops for Route 21 that runs parallel to 
the corridor. The boarding for stops served by 
multiple routes are shown with a pie chart.  
 
Greater boarding activities are observed in the west 
half of the corridor, mainly contributed by Route 11. 
In the east side of the study area, Route 21 stops are 
almost as active as the combined stops for Routes 25 
and 26.  
 
The highest boarding occurs on Prater at 13th Street 
with 152 boarding. Although the stop is served by 
three routes, all 152 passenger boardings are for 
Route 2 heading into the RTC CENTENNIAL PLAZA.  
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Figure 82. Average Daily Boarding by Stop, by Direction - From Keystone to Centennial Plaza (October 2011)  
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 Figure 83. Average Daily Boarding by Stop, by Direction - From Centennial Plaza to North Nevada Medical Center (October 2011)  
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Corridor Area Transit Performance  
Ridership by Time-of-Day 
In 2011, based on two day counts in October, Route 
11 appears to be busiest during PM Peak hours, with 
175 passengers boarding at 3PM. This is likely to be 
related to work and school related trips. The 
ridership is also high in late morning, with 153 
passengers at 11 AM. The ridership drops after 6 PM.  
 
The ridership patterns are slightly different for 
Routes 21 and 26 that serve the east part of the 
corridor. Route 26 has constant boarding activities 
throughout the day, peaking at 21 passengers at 3 
PM (Figure 84). In contrast, Route 21 appears to have 
strong peaks during AM and PM peak hours, with 35 
passengers both at 6 and 7 PM, and 47 passengers at 
3PM.  
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 

 
 

 

Figure 84. Routes 21 & 26 Boarding by Hour (October 2011)  

Figure 85.  Route 11 and Systemwide Monthly Boarding (July 2008 to July 2011)  
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Service Productivity  
Productivity measures the number of passengers on 
a route compared to the overall hours of service 
provided by that route. In the 2011 Short Range 
Transit Plan, seven out of the 14 routes ranked in the 
top third for productivity, as shown in Figure 94. Of 
the seven routes, Route 11 was the most productive 
route and ranked third (with 38.9 passengers per 
hour) after Route 5 and 15 (Figure 86). In contrast, 
Routes 21 and 26 that serve the east part of the 
corridor are not as productive as Route 11; they 
ranked in the bottom third, with below-the-average 
productivity figures.  
 
Route 11’s productivity jumped from 34 to 45 in 
November 2008 when the major service cut was 
implemented including the elimination of Route11X. 
Since then, Route 11 has maintained its productivity 
greater than the systemwide average (Figure 85). 
Moreover, Route 11 has experienced a steady 
increase in productivity since the end of 2010, and in 
May, Jun and July in 2011, Route 11 surpassed Route 
15 and ranked second, after Route 5, in the RTC 
system.  
 
Routes 21 and 26’s productivities have been similar 
to the systemwide trend. The productivity increased 
in early 2010 and declined in later during the year. 
However, since the beginning of 2011, both Routes 
21 and 26 have experienced some increases in 
productivity, while the systemwide productivity has 
shown some declines.  

Figure 86. Primary Routes Productivity (FY 2011)  

Figure 87.  Annual Ridership and Productivity by Route (FY 2011) 
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Schedule Adherence (On-time Performance) 
On-time performance, or schedule adherence, 
indicates how well transit service operates with 
respect to its scheduled running time. Traffic, delays 
in making left turns, excessive levels of passenger 
boarding, and high number of passengers boarding 
with mobility devices can all delay a bus. In addition, 
an excessively tight schedule with little slack or room 
to recover can increase the odds of a route running 
late. Conversely, too much slack in a schedule can 
result in a bus running early which is also 
problematic for passengers arriving at a stop to meet 
a scheduled bus.  
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
According to the schedule adherence data in 
October 2011, Route 11 is the most “on-time” route 
in the RTC system. Route 11 runs late only 0.8% of 
the time, which is the lowest in the RTC system. 
However, it arrives earlier than scheduled time 2.8% 
of the time, which is 8th highest in the system and 
0.8% higher than the systemwide average. Routes 21 
and 26 are both at average, with a difference less 
than 1% compared to the systemwide average.  

 
 
 
 
 
 
 

 
Figure 88. Service Productivity (FY 2009 to F Y2011)  
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Operator Feedback  
RTC RIDE operators were asked to provide feedback 
on day-to-day operations in the study area. 
Concurring with the schedule adherence analysis, 
there were no major comments regarding traffic 
congestion or roadway design that negatively impact 
the reliability of service in the study area. There was 
one suggestion that 4th Street and Galletti eastbound 
stop needs improvement for safer boarding and 
alighting, especially if traffic backs up to the 4th 
Street/Prater Way junction.  
 
Corridor Facilities and Amenities 

Average Stop Spacing for Route 11 
Route 11 has 18 stops along its 2.9 mile segment 
(one-way). This translates into an average stop 
spacing of 967 feet. In comparison, RTC RAPID has 
eight stations for each direction along its 4.6 mile 
segment (one-way), with an average stop spacing of 
3,500 feet. RCT CONNECT travels the exact same 
route as RTC RAPID to compensate the RTC RAPID’s 
large stop spacing. RTC CONNECT makes 24 stops for 
inbound trips and 21 stops for outbound trips, with 
an average spacing of 1,135 feet.  
 
Bus Stop Amenities on 4th Street/Prater Way  
Of the 106 stops located on the 4th Street/Prater 
Way  Corridor (including Route 21 stops), nine stops 
have shelters, and 40 stops at least have a place to 
sit, as shown in Figure 90 (see Figure 91 for 
locations). However, 44 stop locations do not have 
any bus stops amenities other than stop signage on 
sidewalks. Two of the 44 “No Improvements” stops 
are the top two highest boarding locations in the 
study area excluding the two transit centers (Figure 
91). Those stops are located just south of Sparks High 
School and served by Routes 2, 25, and 26.  

Figure 90. Bus Stop Amenities on 4th Street/Prater Way Corridor  

Figure 89.  Primary Routes Schedule Adherence (October 2011)  

*Excluding RAPID, SIERRA SPIRITS AND INTERCITY 
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Figure 91. Bus Stop Amenities Inventory along the 4th Street/Prater Way Corridor  
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Fleet 
Buses that travel in 4th Street/Prater Way corridor 
are standard size buses, which mean they are 30’ or 
40’ in length. As of December 2011, RTC owned 59 
buses that are in service, as well as 17 spare buses. 
Figure 92 summarizes the fleet type and 
specifications of RTC buses. Most buses are standard 
size, and articulated buses (60 feet) are used for RTC 
RAPID and some of the local routes. All local routes 
are equipped with bike racks.  
 
Planned Changes 
In the RTC Short Range Transit Plan (SRTP), Route 11 
is identified as having excess slack built into its 
schedule due to its short distance. The SRTP 
proposes that Route 11 be extended west to 
McCarran (replacing part of the current Route 3) to 
take advantage of the schedule slack. Other study 
area routes recommended for change in the SRTP 
include: 

 Route 21: Reduction in size of the one-way 
loop, making a tighter turnaround east of 
Sparks Blvd. 

 Route 25: Eliminated (partially replaced with 
new north/south service on Sparks Blvd.). 

 Route 26: No changes but expected to pick up 
boardings currently served by the eliminated 
segments of Routes 21 and 25. 

 

Future Recommendations 
Given the existing transit performance in the study 
area along with the proposed nodal development 
opportunities in the corridor and the minimal 
forecasted traffic impacts, this section presents a 
recommended enhancement to the current 4th 
Street/Prater Way Route 11 service. The 

recommendations are largely in response the 
following findings: 
 Route 11 is a top performer in terms of 

boarding activity and route productivity. 

 Route 11 boardings are concentrated at few 
stops along corridor. 

 Current and future traffic conditions show 
adequate capacity in the corridor. 

 Schedule adherence data and operator 
feedback support the contention that traffic  
is not an issue 

Transit Enhancement Objectives 
The suggested transit enhancements are intended to 
improve the overall quality of transit service in the 
corridor. The primary objectives include: 
 A reduction in the number of stops to shorten 

travel time and improve reliability. 

 Improvements in passenger amenities at 
stops. 

 Continued use of mixed traffic (buses and 
non-transit vehicles) without the need for 
transit priority treatments  

 

Reducing the number of stops along a route 
minimizes the time spent boarding and alighting 
passengers. This can shorten the scheduled travel 
time on transit and should also reduce variability in 
actual travel times, making the service more reliable 
for RTC and to its customers. Delays due to boarding 
activity have two primary components: 

 Dwell time represents the time spent 
boarding and alighting passengers and is 
dependent on the time it takes to pay or 
validate a fare, any time to accommodate 
passengers with mobility devices (can be time 
intensive if operators need to deploy the 
wheelchair ramp), and the time for departing 
passengers to alight and boarding passengers 
to find a seat or a place to stand (can be 
lengthy if a bus is fully loaded). The total dwell 
time for a single bus at a bus stop is therefore 
proportional to the number of passengers 
waiting to board it. 

 Clearance time is the time a bus spends 
pulling into and out of a stop. This is typically 
a consistent delay and dependent on bus stop 
and street design, car travel speeds, and level 
of congestion at any particular time of day. 

Figure 92. Buses Used in Corridor Service  
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Passenger amenities address customer needs for 
convenience (e.g. a bench to sit on or a shelter to 
protect against the elements). Enhanced amenities 
should also include improved lighting and emergency 
communication systems to mitigate any personal 
safety concerns. Ticket vending machines at stop 
locations can further reduce passenger boarding time 
by completing the fare purchase transactions before 
the boarding process. The design for any 
improvements along 4th Street/Prater Way should be 
commensurate the proposed streetscape 
enhancements in the corridor. The reduction in the 
number of stops along the corridor will allow for 
greater investments in the remaining stops. 
 
Dedicated transit-only travel lanes and queue jump 
lanes in conjunction with transit signal priority at 
traffic control signals are not part of the 
recommendations. These elements are typically used 
in congested corridors where transit vehicles need 
priority treatments to bypass traffic at busy 
intersections or along segments of roadway. The 
limited vehicular traffic impacts along with the right-
of-way constraints lead to the continued running of 
transit vehicles in mixed traffic throughout most of 
the corridor. 
 
Potential for RTC RAPID Service 
The RTC RAPID service type can be considered for the 
enhanced transit service in the corridor. The RTC 
RAPID service is typical of Bus Rapid Transit (BRT) 
systems that provide a high quality transit service 
integrating a variety of strategies aimed at improving 
transit travel speed, reliability, passenger comfort, 
and transit identity over traditional fixed-route bus 
service. These strategies include: 
 Enhanced stations. High amenity stations 

including customer convenience, quick 

passenger loading and unloading, and BRT 
service branding elements. 

 Specialized vehicles. Unique buses with 
customer amenities, high passenger-carrying 
capacity, and stylized to promote BRT service. 

 High quality transit service. Service that is 
competitive with automobile travel including 
reduces transit travel times, long spans of 
service, high frequency of service, and 
connections to destinations off of BRT 
corridor. 

 Enhanced fare collection systems. Innovative 
fare collection tools and methods that 
reduces passenger boarding times and 
therefore reducing delays as stops. 

 BRT branding. Unique designs and promotion 
to separate BRT from local bus service and 
highlight as quality service. 

 Dedicated running ways and/or transit signal 
priority. Roadway and intersection 
improvement allowing transit vehicles to 
bypass congestion. 

 
BRT systems throughout North America employ a 
broad spectrum of these strategies based on 
available resources, corridor constraints and benefits 
desired. BRT systems are commonly differentiated by 
the range of strategies employed, falling into one of 
two primary categories: Full BRT and Rapid Bus. Full 
BRT employs many or all of the enhanced 
characteristics, most notably an exclusive or even 
segregated running way, while Rapid Bus is typically 
less capital intensive, applying only targeted 
strategies. While branded RTC RAPID, the Virginia 
Street service is more typical of the Full BRT model. 
 
BRT has operating costs on par with local bus service. 
Operator labor costs may be slightly higher if high-

capacity or sophisticated vehicles are used, or if 
senior operators are assigned to BRT services. These 
potential increases are typically offset by increased 
ridership (lowering the cost per rider) and by 
improved reliability (eliminating costs to run extra 
buses due to poor schedule adherence stemming 
from congestion).  
 
Capital costs for BRT service vary based on the 
strategies used. Dedicated running ways, high-end 
vehicles, sophisticated fare systems and full-feature 
stations have significant on-time costs associated 
them. Capital costs are often offset by federal grants, 
but a number of systems often compete for these 
funds. 
 
Successful BRT systems are often associated with the 
four following conditions: 
 Transit supportive land uses. Mixed-use 

developments (commercial, residential and 
other uses) to support high levels of dwelling 
units, employments opportunities and 
personal trip destinations near BRT station 
areas. Greater pedestrian and bicycle 
connections are offered within station areas. 

 Branding and marketing plan. Coordinated 
program to brand BRT service and all of its 
physical elements (vehicles, stations, signage 
etc.) to differentiate it from traditional bus 
service and promote it as a convenient and 
fast alternative to driving alone. 

 Multimodal connectivity. Accessibility to BRT 
from all modes of travel including: good 
transit connections between BRT station of 
other destination off of the corridor; 
convenient and safe bicycle/pedestrians paths 
and amenities. 
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 Competitive with automobile travel – 
investments in transit speed and reliability to 
assure that BRT vehicles can bypass congested 
roadways and intersections while also 
accessing desired destinations. 

Developing the reduced number of stops in the 
corridor consistent with RTC RAPID Stations, placing 
them in/near the identified nodal development 
areas, and operating transit service with reduced 
headways are all in agreement with the general BRT 
principles. Replacement of the current Route 11 with 
RTC RAPID service will differentiate the primary 
corridor service from other RTC RIDE services. The 
use of BRT vehicles will preclude the flow-through 
routing with Routes 21, 25 and 26 as is currently 
done. This may require some passengers to make a 
transfers where today they have a single-seat ride. 
The frequency of service on the RTC RAPID section of 
their trip and the passenger facilities at the RTC 
CENTENNIAL PLAZA should make for convenient 
transfers and minimize any loss in ridership. 
 
Enhanced Stop/Station Locations 
The following station locations have been proposed 
for RTC RAPID service in the corridor. These are 
aligned with the peak boarding locations for the 
current Route 11. 
 The Sutro/Quincy area - serving the E4 

Entertainment/Mixed Use Node (along with 
the RTC 4th STREET STATION) 

 The Galletti area - serving the Industrial Node 

 The El Rancho/Victorian area 

 The Rock-15th area - serving the Urban Sparks 
Neighborhood Node 

 
Figure 93 identifies the proposed station location 
along the proposed enhanced transit service 

between RTC 4th STREET STATION and RTC 
CENTENNIAL PLAZA. 
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Figure 93. Proposed RTC RAPID Service with Station Locations  
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Typically high frequency, limited-stop BRT service is 
combined with lower frequency local bus service 
connecting the local stops between the BRT stations. 
The four proposed station locations in the corridor 
capture most of the current boardings and a local 
service overlay is probably not required. Figure 94 
illustrates how well current Route 11 boardings are 
serviced by the proposed station locations. For each 
current bus stop, the table highlights the current 
number of daily boardings and the distance from 

that stop to one or more of the proposed stations. 
Ideally, a stop is within ¼ mile of a passenger’s 
originating or destined location. This distance is 
often increased to ½ mile for very high quality transit 
service (typical of light rail or frequent BRT service). 
The table highlights that 98% of the current 
boardings are within a ¼ mile of the proposed 
station locations and 100% are within ½ mile of a 
station location. 
 

 

Figure 94. Station Locations Relative to Current Stops  
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Future Expansion 
As the corridor builds out in the long-term (20-plus 
years) the proposed 4th Street/Prater Way RTC RAPID 
service could be expanded to east. Currently, Routes 
25 and 26 have appreciable boardings on Prater east 
to Sparks Boulevard.  Similarly Route 21 is active 
along Victorian Avenue and Lincoln Way to the 
commercial/industrial development along Lillard 
Drive. BRT service should avoid one-way loops to 
maintain direct connections with short travel times. 
Future expansion of the proposed RTC RAPID service 
should identify a single corridor and simple turn 
around, or possibly serving the combination of both 
with each segment identified as a unique RTC RAPID 
route. Future BRT service could be named by colors 
or the primary corridors serviced, changing identities 
at any end-of-line turnarounds. A 4th Street/Prater 
Way RTC RAPID route could also be expanded to the 
west per the RTC Short Range Transit Plan, but the 
current boardings on the segment are not as 
prominent as those to the east. 
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This chapter is one of a series of documents relating 
to the Reno-Sparks 4th Street/Prater Way corridor 
and planning and considerations about how that 
corridor will develop and redevelop over time. The 
purpose of this chapter is to identify and recommend 
multimodal transportation solutions within the 
corridor that assist in furthering economic 
development opportunities and initiatives. In this 
effort, the project team seeks to identify opportunity 
areas for development and subsequently prioritize 
transportation improvements that can leverage 
capital investment, inspire tax-based growth, and 
offer an actionable implementation strategy for each 
development opportunity district along the corridor. 
 
In the Existing Conditions Report (separate 
document), the project team offered a summary of 
supporting plans and reports, public engagements, as 
well as market and transportation trends. The report 
also provides an analysis of opportunities and 
challenges within the project area as well as 
transportation conditions for automobile, bicycle, 
pedestrian, wheelchair volumes and collision data. 
The team then assessed market conditions nationally, 
locally, and within the project area for residential, 
commercial, and industrial lands. The Existing 
Conditions Report also identified and categorized 
seven distinct districts in the project area along the 
corridor. These seven districts were categorized 
based on patterns of development character, land 
use, jurisdictional, roadway elements and other 
considerations. Those seven districts are illustrated in 

Figure 95, below. 
 
Purpose  
In summary, the purpose of this economic 
development opportunities chapter is to synthesize 
and build upon the trends, market, physical, and 
regulatory conditions and public interests identified 
in the Existing Conditions Report and select priority 
areas with the most viable and catalytic development 
opportunities in the districts.  
 
In this report, the focus for economic development 
initiatives is narrowed to target nodes of 
development within four of the seven key districts. 
Within these target nodes, a recommended program 
of land uses and implementation strategies is 
provided.  
 
The report begins with a discussion of 21st century 
economic development principles and the role that 
strategic transportation decisions play in attracting 

people and business to a community. It focuses on 
the nature of corridors, their characteristics, how 
they work, and how they can transform over time. 
The report then reviews findings from the market 
reconnaissance, discusses the team’s methodology in 
identifying the four target development nodes and 
proposes a strategy and program and 
implementation recommendations for each node. 
 
Principles of 21st Century Economic 
Development 
Corridor revitalization and successful economic 
development integrates a combination of important 
and strategically positioned forces that attract 
employers, residents, businesses, consumers, and 
institutions. Developing the economy of a 21st 
century community requires an integrated approach 
that builds upon a community’s existing assets, and 
delivers comprehensive, yet targeted solutions 
intended to both attract new and retain existing 
residents and create engaging and attractive places in 

Economic Development 

Figure 95. Corridor Study Planning Districts 
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the community as well as stimulate private 
development and investment for future growth.  
 
Components of successful 21st century economic 
development: 
 

 Enhancing the competitive advantages of the 
community. 

 Building upon the unique assets, talents, and 
brand of the community. 

 Prioritizing investment that attracts residents, 
employment, and commerce that align with the 
strengths and character of the community. 

 Focusing public investment on specific projects 
that strategically leverage private development 
and future private growth. 

 Creating a distinct, recognizable, and publicized 
brand identity for residents and businesses. 

 Creating a collaborative environment that 
encourages public-private collaborations. 

Prioritizing Investments 
Building a viable, engaging, economically sustainable 
community requires thoughtful investment in the 
people, businesses, places, and the unique brand or 
identity of a community and the elements that 
encourage success. This means understanding the 
demographic, market, and economic forces that 
create favorable conditions for success and growth of 
each important district.  
 
Figure 96 shows the five critical areas in which 
communities must strategically invest in order to 
build strong, thriving and sustainable economies. 

 

The five critical areas identified by the US 
Economic Development Administration include: 
 
 People. Investments must focus on attracting 

and engaging a 21st century workforce with the 
education and talent necessary to succeed in 
growth industries. Demographic shifts are 
reflecting evolving needs and interests of people 
in communities across the country. As mentioned 
in the existing conditions report, Baby Boomers 
and Generation Y age cohorts will together 
comprise the largest most influential 
demographic groups in the country. Both 
demographic groups are looking for: 

 Smaller residential units in urban 
environments 

 A walkable community with multimodal 
transportation options 

 Short commutes to work 
 Smaller format, unique shopping 

environments with dining, shopping, and 
entertainment options that create an 18-
hour environment and are focused on 

enhancing the shopping and dining 
experiences 

 Quality physical environments including: 
 Attractive, intimate streets with 

pedestrian-friendly building scale 
 Plazas for community activities, 

events, and gathering places 
 Outdoor recreation opportunities 
 Cultural amenities 
 Good schools 
 Mixed-use urban centers 
 A unique community identity 

 

 Business. Throughout the 20th century, 
communities lured employers with offers of 
resource incentives. Those employers, typically 
factories and offices, would then attract a 
compatible workforce. Today, this model no 
longer applies to the degree it did in the past. 
Instead, employers are following their target 
employee—their people. Today, communities 
attract residents with their quality of life, good 
schools, safe neighborhoods, and many other 
factors. Employers will then follow a qualified 
and educated workforce, therefore investing in 
attracting and people with 21st century 
employment skills will help attract or build a 
robust business environment.  

 
 Quality places. Planning and infrastructure are 

critical elements to building attractive, engaging, 
functional, and connected environments in which 
people will want to spend their time. While both 
Baby Boomers and Generation Y are increasingly 
demanding unique and lively urban lifestyles, 
they also desire the connectivity of an integrated 
community that allows them to conveniently live, 
shop, work and commute. Infrastructure 
investments, in particular, can serve as strategic 
leverage for stimulating private development 

Figure 96. Five Areas of Investment 

Source: “Crossing the Next Regional Frontier: Information and 
Analytics Linking Regional Competitiveness to Investment in a 
Knowledge-Based Economy,” U.S. Commerce Department’s 
Economic Development Administration, 2009, and Leland 
Consulting Group. 
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and additional investment. 
 
 Branding and storytelling. Communities can 

focus on defining and developing a brand and 
identity that focuses on the community’s unique 
assets, its competitive advantages and strategic 
differentiators that make it a special and worthy 
community in which to reside, invest, develop, 
and grow. While much of the branding effort is 
told in a carefully crafted marketing campaign, 
the story of a community is also told by its 
places, streetscapes, public spaces, parks, 
storefronts, activity, and events. 

 
 Civic collaboration. The final element includes 

civic collaboration which suggests collaboration 
not only between public and private partners on 
complex negotiations, but also on the very 
integration of civic spaces with the larger 
community and business environment.  

 
In a time in which private development is largely 
challenged by weak markets and a stunted lending 
environment, partnerships between the public sector 
and private development may, in some cases, be the 
only solution to making development projects viable. 
In this capacity, the public sector is able to make 
strategic investments to stimulate growth and 
leverage private sector interests, and the private 
sector is able to act upon a desired project.  
 

Corridors 
Commercial corridors represent one of the most 
pervasive challenges and valuable opportunities for 
revitalizing American cities. In urban and rural 
communities, corridors are experiencing rapid 
declines in property values and market share. 
Created in a generally laissez-faire environment well 
suited to the first generation, low-density scale of 
postwar suburbia, they are no longer suited to the 
denser, more complex urban context of metropolitan 
America.  

Characterized by low density, generally deteriorating 
development, swaths of surface parking, and 
primarily auto-oriented retail, commercial corridors 
see relatively little pedestrian activity, inconsistent 
intensity, size, and types of businesses that suggest 
vastly changing personalities sometimes every 
quarter mile. With patches of leapfrogging 
investment, inconsistent quality, and economic 
obsolescence, the aggregate effects of well-
performing commercial developments that are 
geographically close but not physically integrated are 
becoming untenable. While, for example, a single 
automobile-oriented shopping center is easily 
accessible, dozens lined along the same suburban 
arterial may not be.  
 
 
Resulting from the length and patchwork 
development of corridors, it is challenging to design a 
revitalization plan that simultaneously addresses the 
transportation and land use needs and stimulates 
investment across an entire seven-mile strip. As such, 
it is worthwhile to concentrate public investment and 
stimulate private growth along strategic pulse points 
of development. 
 
Pulse Points of Development 
Corridors are commonly perceived as one continuous 
and unified expanse of development. For the purpose 
of revitalization, however, it is critical to view a 
corridor as a series of pulse points and districts with 
distinct character and functions as shown in Figure 
97.  Pulse points are usually located at key crossroads 
along a corridor. By concentrating development at 
pulse points, market potential can be concentrated 
rather than diluted along great distances. 
 
Ideally, pulse points should be selected based on a 
node with existing character, amenities, or 
established uses. It is most efficient and effective to 
identify nodes with large, developable parcels in 

limited ownership in order to avoid complex land 
assembly and where willing partners can be found. 
Finally, pulse point development is easier when 
extensive demolition can be avoided.  
 
Over time, as pulse points strengthen, the areas 
along the corridor in between pulse points will 
redevelop as well.  

 
 

Figure 97. Pulse Point Development 

Source: ULI. 
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Not All Pulse Points are Created Equal 
A corollary to the above principle is that each pulse 
point may be quite different from the others. Each 
pulse point may have a unique character, with some 
being largely commercial, others residential, and 
others made up of mixed uses. Similarly, some pulse 
points may be denser than others. This variety is 
actually beneficial to the corridor as it provides for a 
range of market-based opportunities depending on 
the local conditions at each site. 
 
Evolution Will Take Time 
The existing condition of 4th Street/Prater Way is the 
result of many decades of development. Change will 
neither occur overnight nor all at once. Achieving the 
vision for this corridor will be an incremental process, 
with some properties being developed in phases over 
many years, progressively moving closer to the vision. 
Planning and development should allow for this 
evolutionary process—permitting interim uses that 
do not completely meet the future vision, but move 
forward from the present while preserving future 
opportunity.  
 
Balance the Automobile with Transit 
Opportunities 
The reality is that the automobile is currently, and will 
continue to be, the primary mode of travel in the 
Reno-Sparks region. Development strategies along 4th 
Street/Prater Way must provide development 
opportunities that have adequate vehicular access, 
visibility, and parking. Through good urban design, 
the role of transit (perhaps an express bus line) and 
pedestrian traffic can be encouraged and enhanced. 
 
Consistency and the Public Realm 
Given that a corridor, a lengthy ribbon of 
transportation is a stage with many different sets 
along its path, the one place that can give consistency 
to a corridor is in the public realm. The nature of 

streets, travel lanes, parking or no parking, 
landscaping, street lighting, street furniture 
(benches), transit stops and other features can 
provide a consistency to the length of a corridor even 
though the adjacent uses may be ever changing. The 
stage then, in the theatrical analogy, allows for a 
variety of private and other public investments to 
occur as backdrop to the stage.  
 
Reno-Sparks Market Summary  
A summary of demographic and population findings 
from the market reconnaissance conducted as part of 
the existing conditions phase of the project is 
provided below:  
 
Demographics and Population 
The Reno portion of the project area is characterized 
by more dense urban development, multifamily 
housing, and casino and entertainment facilities than 
its Sparks counterpart. By contrast, the Sparks 
portion is characterized by more single-family 
detached homes and multi-family residents.  
 
The Reno-Sparks Metro Area (MSA) has seen rapid 
population growth over the last 12 years, roughly one 
and a half percent above the national average while 
the project area showed comparatively lower growth.  

 
Over 67 percent of project area residents live in one 
or two-person homes. There is also a higher 
concentration of young people in the project area 
relative to the MSA signifying a ripe market for urban 
housing options such as apartments, townhomes, and 
condominiums. By the same token, median 
household incomes are nearly $15,000 less in the 
trade area than the MSA.  

 
Nearly one-third of the project area residents are 
Hispanic and most of those residents are 
concentrated in the Sparks portion of the project 
area, offering a unique opportunity to capitalize on 

the unique character of the community, and develop 
key projects that support and appeal to the interests 
of the local community. 
 
Employment and Land Use Findings 
Much like the state of Nevada as a whole, Reno-
Sparks was heavily impacted by the lengthy recession 
of 2008 and still underway. While employment in 
most sectors remained flat or dipped slightly, 
employment related to housing construction and 
financial services suffered most heavily, showing 
strong declines in professional/business services and 
construction. Consequently, Reno-Sparks also 
showed a substantial dip in building permit activity. 
Though dipping slightly during the recession, 
spending on dining and retail remained fairly 
consistent, but the area lost entertainment market 
share to both Las Vegas and California, creating a 
substantial dip in accommodations.  
 
While Nevada suffered from the highest foreclosure 
rate in the nation for 58 straight months, the Reno-
Sparks area almost universally shows a rental vacancy 
under six percent, the lowest being in the trade area. 
This suggests an opportunity for rental housing, 
particularly in one, two, and three-bedroom units. 
 
By contrast, the Reno-Sparks commercial markets are 
in distress, showing 17 percent retail vacancy in the 
MSA, and nearly 53 percent in Reno’s portion of the 
trade area, not including additional planned projects 
or those under construction. Office and industrial 
space are also heavily oversupplied with office 
vacancies ranging between 19 and 22 percent and 
industrial vacancy hovering between 14.7 and 15.6 
percent. National trends showing declines in 
domestic manufacturing suggest a very challenging 
recovery for the industrial sector. 
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Market Conclusions and Key Take 
Aways 
Based on the demographic and economic trends 
summarized above, the existing conditions report 
noted that several development trends and types are 
likely to be viable in the project area. 
 
 Housing. The aging of America and, more 

specifically, the retirement of the baby boom 
generation will greatly affect housing demand 
and housing preferences. The consumer and 
lifestyle preferences of the two largest 
demographic groups in the United States, 
Generation Y and Baby Boomers, will continue to 
increase demand for housing in walkable, urban 
centers. Ownership housing, such as townhomes 
or condominiums, is not likely to be viable for at 
least five or more years. Once the economy has 
fully recovered, however, it is expected that such 
housing will return to favor and can be a 
component of the study area. 

 
 Livability. Community livability will continue to 

be an economic driver and a significant asset that 
attracts educated workers, business, and 
industry to the area. 

 
 Retail. Retail markets are weak and show little 

demand for new development, particularly in the 
short term. However, demographic trends will 
support modest amounts of development, 
especially food and dining that appeal to local 
markets and residents. Given the large Hispanic 
demographic in the City of Sparks, there is also 
potential for growth in Hispanic-oriented retail 
businesses, grocery stores, movie theatres, and 
other amenities which are becoming widely 
popular throughout other parts of the country. 

 
 Aging shopping centers. Throughout the corridor 

is a selection of aging strip centers of various 

sizes. While retail demand may not support 
additional large-scale retail development, the 
market will support adaptive reuse of existing 
shopping centers. Strip centers without a viable 
anchor tenant typically go rapidly into economic 
decline and poor performance. 

 
 Lodging. Reno, in particular, has a selection of 

older dilapidated motels in its downtown core 
and E4: East 4th District. While demand for 
lodging and accommodations has decreased in 
recent years, the market could support small-
scale motel renovations to boutique hotels. Once 
we are beyond the recession, the hotel market 
should be re-examined for larger-scale, quality 
lodging operations. 

 
 Urban, walkable communities. Demographic 

trends support a preference for urban, walkable, 
mixed-use places—this bodes well for the 
corridor since it passes through some of the 
region’s most mixed-use and urban districts. 

 
 Mixed-use development. Any of the above uses 

(with the exception of industrial concentrations) 
could conceivably be built in a mixed-use setting, 
either vertically incorporated into the same 
building or horizontally integrated onto the same 
site. 

 

Development Programming for 
Selected Districts and Opportunity 
Nodes 
 
Development Programming: An Overview 

A development program is a narrative description of 
how a property or area should be developed. Such a 
program serves as a guide to the physical planners 
(land planners, architects, landscape architects, and 
others) who have responsibility for translating the 

narrative program into a physical land use, 
transportation, amenity and utility plans. The 
development program describes an overall identity 
for the project including image and attributes, how 
the properties might locate to best serve market 
opportunity and how the plan unfolds over time. 
Planning at the public level should set the stage for 
development while leaving adequate flexibility for 
the private sector to creatively respond with specific 
investments. 
 
Selecting Development Opportunity Districts 

The Reno-Sparks 4th Street/Prater Way corridor 
changes in character, composition, density, land uses, 
and demographics throughout its nearly seven-mile 
length. During the initial phase of this project, the 
team categorized the corridor into seven key districts. 
Through a screening process described in the section 
to follow, the project team strategically identified 
four of seven priority districts that present distinctive 
opportunities for redevelopment. These districts 
comprise large and diverse areas within which 
multiple sites, strategies and programs can be 
considered and hopefully implemented.  

The map shown in Figure 98.  4th Street/Prater Way 
Corridor Project Districts illustrates these four 
opportunity districts. They are: 
 
1. E4: East 4th District: selected for its abundance of 

vacant and underutilized sites, proximity to many 
key neighboring assets and access to tax 
increment financing. 

2. Industrial Transition District: selected for it 
abundance of vacant and underutilized sites as 
well as public momentum to develop into an eco-
industrial district.  

3. Urban Sparks/Downtown Sparks District: 
selected because it serves as a gateway to Sparks 
along the corridor as well as an opportunity for 
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infill and revitalization. 

4. Marina District: chosen for its contrasting array 
of new construction retail at the Legends 
development as well as dilapidated shopping 
centers directly along the corridor. 

Screening Process: Development 
Opportunity Node Selection 
A screening process was developed for identifying 
and prioritizing locations and/or nodes along the 4th 
Street/Prater Way corridor that offers the best 
strategic, physical, market, and regulatory potential 
for efficient and successful development. The nodes 
were also selected based on their location along the 
corridor, and at strategic pulse points that could 
catalyze additional development between districts. 

The following criteria were used to evaluate locations 
within each of the recommended districts.  

 Key intersections and pulse point locations 
along the corridor. This corridor project aims 
primarily to investigate and prioritize key 
transportation investments along the 4th Street/

Prater Way corridor that will catalyze economic 
development along the corridor. It is therefore 
critical to identify key intersections and pulse 
points in which transportation investments will 
best align with developer interest and market 
viability.  

 Vacant/underutilized land. Land that is vacant or 
underutilized will be easier to redevelop than 
land with significant improvements. Vacant land 
can include parking lots or other undeveloped 
uses without structures. Underutilized land will 
be determined by identifying properties with low 
improvement to land (I:L) value ratios from 
assessor data. 

The objective of the I:L analysis is to show, in 
relative terms, the redevelopment potential of 
each property. The lower the I:L the greater the 
opportunity for redevelopment since removal of 
existing uses is not a barrier.  

 Proximity to anchors and assets. Development 
opportunity areas were selected in part based on 
their proximity to retail, entertainment, or major 

employment anchors, encouraging the 
desirability for tenants, users, and customers as 
well as improving property values and 
leaseability. 

 Interest and momentum. Since pulse point 
development intends to spur new investment, 
increase densities, and achieve a critical mass of 
additional development, areas where the 
respective city, developers or major users have 
expressed interest or have initiated development 
are good candidate districts. 

 Market outlook. Optimal development 
opportunity areas should be located where 
growth is desirable and achievable. Market 
information should support the proposed mix of 
uses. If not, a market strategy should be 
implemented to show how the market for those 
uses could conceivably be developed over time.  

 Public leverage. Both Reno and Sparks have 
placed significant public investments in several 
developments within the project area. 
Identifying development sites linked to new and 
planned public projects should maximize 
opportunity for the private sector.  

 Tax Increment Financing. The availability of Tax 
Increment Financing (TIF) greatly improves 
development prospects in opportunity areas. 
Reno enjoys both property and sales tax 
increment districts, portions of which are 
included in the project area. Benefits of both 
programs include purchasing or subsidizing the 
purchase of property and fund catalytic or 
needed infrastructure improvements.  

 

 

Figure 98: Corridor Study Planning Districts and Development Opportunity Nodes 



Corridor Study Report |  Economic Development 116 

Four Priority Nodes 
Within each of the four opportunity districts, 
four smaller, priority nodes, or pulse points 
along the corridor, were identified, in which 
early development and revitalization efforts 
could take place. As shown in Figure 99. They 
include: 

 

 

 

1. The E4 Entertainment and Mixed-Use Node; 

2. The Industrial Node; 

3. The Urban Sparks Neighborhood Node; and 

4. The Big Box Redevelopment Node. 

 

 

Descriptions of each node, their assets, and 
development opportunities are described in the 
following pages.  

Figure 99. Map of Selected Development Opportunity Nodes 

 

Source: Leland Consulting Group, Wood Rodgers 
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Development Opportunity Area 1: E4 
Entertainment and Mixed-Use Node 
The E4: East 4th District is increasingly assuming an 
entertainment identity with a wide array of venues 
ranging from local bars and restaurants to a baseball 
stadium and proposed mixed-use retail and 
residential project. This area was selected largely 
because of the important momentum for 
development, growth, and grassroots efforts of the 
City, developers, and community businesses. This 
node is also centrally located within the district, 
flanked by Evans Avenue which offers key access to 
the University of Nevada, Reno, a recognizable and 
existing brand as an entertainment district—a “cool, 
edgy area”— and a significant amount of vacant or 
underutilized properties that would be appropriate 
for redevelopment. Figure 100 illustrates the 
boundaries and components of this development 
opportunity area. 

 

Figure 100. Map of E4 Entertainment and Mixed-Use Node 

Source: Leland Consulting Group, Wood Rodgers 
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Selection Criteria 
Table 6 depicts the project’s assets and site se-
lection criteria for this mixed-use node. 

Key Assets 
The E4 Entertainment and Mixed-Use Node is a 
strategically located development opportunity 
area at the heart of the E4: East 4th District. The 
district offers a wealth of vacant, underutilized, 
or aging lots and buildings, including many older, 
potentially historic brick buildings that are cur-
rently used as or being converted to unique en-
tertainment venues. 

 

 

 

 

 

This area also enjoys a very active merchants 
association with 15 business members that en-
gage and contribute to monthly community ac-
tivities and program district-wide events. The 
group has also engaged in a branding effort to 
distinguish the venues, services, and entertain-
ment of the E4 community from downtown ven-
ues.  

Figure 101 illustrates several of this node’s key 
assets. 

 

 
Table 6. Entertainment and Mixed-Use District Selection Criteria 
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Figure 101. E4 Entertainment and Mixed-Use Node Assets  
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Redevelopment Opportunities 
Development opportunities in this node include 
building upon the community’s existing assets, 
renovation and rehabilitation of existing 
structures, smaller-scale retail and destination 
entertainment development, and rental housing 
infill development. More specifically, Figure 102 
shows an array of uses anticipated for this area:  

Short-Term Prospects 
Development in the short term will be 
hampered by current economic uncertainties, 
such as the backlog of single-family homes that 
are still working through foreclosure, high 
unemployment rates, and a tight credit market. 
While most lenders are reluctant to finance 
development projects for most land use types, 
most are showing greater willingness to finance 
multifamily housing projects including 
apartments, senior housing, and student 
housing. 

Figure 103 illustrates the national development 
prospects for the coming year. While most 
commercial uses fall below “fair,” the four 
housing elements highlighted in green show 
greater promise, particularly in apartments. 
While small-scale rehabilitation and tenanting of 
commercial spaces and buildings is possible in 
the short term, it is anticipated that the most 
viable short-term development opportunities 
will fall in apartment development and infill 
housing prospects.  

Figure 102. Potential Array of Uses and Activities Supporting this Node  

Figure 103. National Development Prospects, 2012  

Source: Urban Land Institute, Leland Consulting Group. 
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Housing 
As the Existing Conditions Report demonstrated, 
both Reno and Sparks show low rental vacancies 
almost universally under six percent. West 
Reno, a part of which includes the project area, 
shows much lower vacancies near 1.3 percent, 
suggesting a viable opportunity for new 
multifamily housing development. New housing 
development in this opportunity area will most 
likely be in the form of rental loft and apartment 
buildings. The housing options below shows 
examples of housing types that would be likely 
to develop in the area over time.  

 
 
 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Figure 104. Housing Options for the E4 Entertainment and Mixed-Use Node  

Urban Housing Examples 
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Destination Entertainment, Nightclubs 
and Bars 
 
 

 
 
 
 
 

 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 
 

Mid to Longer-Term Prospects 
Building upon an existing selection of entertainment 
venues, this development opportunity area enjoys 
the prospect of growing into a much larger destina-
tion entertainment district over time.  
 
In the short term, particularly as the market awaits 
completion of the Freight House District and Tessera 
development projects, property owners are likely to 
fill existing vacancies with local restaurants, bars, and 
entertainment venues grown from within the com-
munity and matching the edgy character and grit of 
the existing E4 district. With interested champion 
developers and willing financiers, historic buildings 
within the district may be renovated for mixed-use 
retail and residential or retail and entertainment with 
office upstairs. 

Entertainment Examples 
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Boutique Motel Redevelopment  
In the long term, as both projects near completion, 
this area is likely to see a wider array of larger and 
smaller venues and an increase of regional or 
national chain theatres, bowling alleys, brand-name 
night clubs, restaurants and bars, and high-tech 
gaming centers such as GameWorks.  
 
Nationally, revenues from accommodations have 
waned across the board as tourism and hotel stays 
have declined. The accommodations sector, 
employing nearly 26,000 people in the Reno-Sparks 
market in 2000 now employs just over 15,000 people 
reflecting these same national trends. In addition, 
accommodations challenges in Reno have been 
compounded by growing competition from hotel/
casino offerings in Las Vegas and on Indian 
reservations in California. This suggests a challenging 
recovery for hotel development in the short term. 
 
However, the desirability of boutique hotels has risen 
in the last 10 years. Offering a unique and 
differentiated product, boutique hotels are often 
small, independent operations with fewer than 100 
rooms. Their design is edgy, playful, whimsical, 
romantic, and often have a selection of desirable 
amenities including designer bath products and 
snacks, complimentary wine, CD and DVD collections 
in-room and visually striking artwork. Many boutique 
hotels also align with neighboring restaurants or 
entertainment venues to offer a unique and holistic 
experience not otherwise found in a chain hotel. 
What’s more, boutique hotels, on average, are 20 
percent less expensive than their traditional chain 
hotel counterparts, according to Boutique Hotels 
International. Boutique hotels are typically built in 
rehabilitated hotels or motels.  
 
This development node includes an aging motel that 
could be redeveloped into a boutique motel with the 
right developer and hotel operator. A creative and 

Case Study:   
Boutique Motel Redevelopment 
The Jupiter Hotel, Portland, Oregon 
Built in the mid-20th century as a motor lodge motel 
along East Burnside in Portland, Oregon, the Jupiter 
Hotel experienced multiple transformations and cos-
metic changes throughout the years. 
 
 
 
 
 
 
 
 
 
 
 
 
In 2004, the 81-room motel was transformed into an 
edgy, modern boutique hotel with an accompanying 
restaurant and concert venue built at the same time, 
known as the “Doug Fir Lounge.” Part of the renovation 
included repurposing a portion of the parking lot to 
serve as an outdoor courtyard for guests and restaurant 
visitors.  
 
Hotel rooms were renovated with chalkboard doors, 
minimalist, modern furniture, eye-catching and visually 
striking murals, shag pillows, and iPod docking stations 
intended to attract a young, hip 
audience. 
 
Known to be an affordable, cool 
hotel, visitors enjoy the experi-
ence of lively entertainment, 
continuous activities and events, 
and concierge services. Local 
wine and Natural bath products 
are provided in all rooms and 
neighboring businesses such as 
massage therapists offer hotel 
services for guests. 

Boutique Motel Examples 



Corridor Study Report |  Economic Development 124 

edgy redeveloped motel would align well with the 
character of the growing entertainment community, 
cross-market and cross-promote with neighboring 
businesses and even invite local businesses to offer 
in-hotel services.  
 
In addition, the 2022 Winter Games—with the 
Tessera project as a possible Olympic Village-- could 
generate substantial pedestrian traffic, shopping, and 
dining in the district and this node. The City would 
need substantial and diverse hotel options for 
visitors. Therefore, boutique motel redevelopments 
would be a desirable addition to the City’s existing 
offerings. 
 
Given the current market environment, this 
redevelopment effort is most likely to be viable in 
the mid to longer term. 
 
Craft/Art Industrial  
Figure 105 shows the range of options for craft and 
art industrial space for this node. Buildings that best 
meet the needs of this use are typically one story and 
may house workshop and/or retail space. Businesses 
may employ people in the metal or woodworking 
industry, entrepreneurs in craft foods and drinks, or 
other artistic endeavors. These uses are typically light 
industrial that is compatible with other commercial 
or nearby residential space. Some live-work units 
might be appropriate in supporting local artists. 
These businesses help support the tourism industry 
in the area and supply visitors with unique products 
unlikely to be found in chain stores.  
 

Figure 105. Craft/Industrial Options for the E4 Entertainment and Mixed-Use Node  

Source: Leland Consulting Group  

Craft/Industrial Examples 
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Implementation Strategies 
There are many implementation strategies that are 
applicable to all four districts that will be discussed in 
the concluding section of this report. However, 
unique to this district is a very active and engaged 
community interested in growth and attracting 
residents, visitors, and customers. Much of the 
development of this node within the coming years 
will take root within the community. It will therefore 
be important to: 
 
 Meet with the E4 Merchant Association and 

property owners. Cultivating strong 
relationships and building political will with 
active business owners and property owners will 
help illuminate visitor trends, development 
opportunities, desired interests of players in the 
community, as well as prospective investors and 
developers.  

 Identify multiple, potential developers in the 
area. Although many projects may not be viable 
in the current economic environment, 
identifying potential developers who have the 
experience, capability, and desire to develop 
within this node will help set up and expedite 
the development process as the economy 
improves. It is also recommended, given the 
various suggested uses in this district, to engage 
multiple developers throughout the node. This 
helps increase the diversity of projects, 
preserves the varied character of the district, 
and decreases the risk of failure or 
underperformance. 

 Public Infrastructure Improvements and “place 
making.” The City and RTC can improve 
development prospects and outcomes by 
investing in, landscaping, pocket parks and 
plazas, and more public improvements such as 
improved sidewalks.  
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Development Opportunity Area 2: 
Industrial Node 
Nestled at the juncture of interstate 80 and US 395, 
the Industrial Node identified in Figure 105 offers a 
wealth of vacant and underutilized industrial land at 
the eastern border of Reno that is ripe for 
repurposing.  
 
Key Assets 
Serving as a transition along the corridor between 
Reno and Sparks (see Figure 106)  this district offers 
an opportunity to create a unique and valuable 
employment asset that builds on 21st century 
industrial businesses and jobs. Currently, a plasma 
gasification facility is planned for the southern-most 
area of the district. In addition to this project under 
development, the project team has selected a series 
of three neighboring sites, for which two eco-
industrial parks are recommended and one parcel for 
which additional flex-industrial space is proposed. 
 
Selection Criteria 
Table 7 provides a description of the selection criteria 
for this industrial node. It was selected primarily 
because of interest and momentum in building eco-
industrial parks and sites.  
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Figure 106. Map of Industrial District and Designated Redevelopment Properties  

Source: Leland Consulting Group, Wood Rodgers.  

Table 7. Industrial District Selection Criteria  
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Redevelopment Opportunities 
Eco-Industrial Focus 
Reflecting national trends, Reno’s manufacturing 
sector has shown significant strain with a resulting 
oversupply of nearly 9.5 million square feet of 
industrial space, particularly in warehousing and 
distribution, which comprises over 62 percent of 
industrial supply, but has also shown the only 
positive net absorption of 182,000 square feet of 
space during the second quarter of 2011.  
 
While there are some differences between the 
business and industrial parks that operate in the 
Reno-Sparks area, too many industrial facilities are 
offering a similar “product.” The result is naturally 
multiple competitors that offer an inadequate 
amount of differentiation. These areas have few 
sidewalks, little landscaping, and no district-wide 
branding, signage, or place making elements.  
 
Rather than develop another property that offers a 
similar environment, there is an opportunity to 
create more differentiation between all the 
employment locations, with each building on its own 
unique attributes, while also providing something 
entirely new to the 4th Street/Prater Way corridor, a 
collection of innovative industrial parks that are 
unique to the Reno-Sparks MSA and directly relates 
to its unique cultural and economic character.  
 
The Industrial Node should develop and brand its 
property as an eco-industrial district, comprised of 
eco-industrial parks. Eco-industrial parks are 
communities “of manufacturing and service 
businesses located together on a common property. 
Members seek enhanced environmental, economic, 
and social performance through collaboration in 
managing environmental and resource issues” (The 
Eco-Industrial Park Handbook). A newly branded eco-
industrial park could serve as a magnet for the wave 
of current and future public and private sector 

investments in sustainable business, build local 
capacity in the key 21st century skills areas of green 
development and business practices, and offer a new 
marketing opportunity for the Reno-Sparks 
community. While the new park will be sustainable, 
it should also be inclusive rather than exclusive, a 
place where a wide variety of professional service, 
manufacturing, assembly, and other firms can locate.  
 
The Wave of Green Investment 
The national and international markets for 
sustainable products and services, including 
sustainable energy, manufacturing, building 
expertise, and other areas, is a tremendous source of 
job growth. Figure 107 and 108 below show two 
aspects of the national and international surge of 
investments in sustainable business and 
technologies, and reflect the growth in other related 
areas. Over the last decade, both major corporations 
and many government agencies have recognized that 
sustainability is good not just for future generations 
but for today’s bottom line because of operating 
savings, competitive imperatives, and a broad appeal 
to consumers.  

 
 

Figure 107. Annual New Investment in Sustainable Energy—Worldwide  

Source: "Global Trends in Sustainable Energy Investment 2009," United Nations  
Environment Program. 
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Figure 108. Economic Impact of Green Construction—United States  

Source: USGBC Green Jobs Study. Total impact is greater than commercial and manufacturing structures combined because it includes other residential and non-
residential structures.  
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Following are qualitative descriptions of the type of 
tenants, area, employment density, and characteris-
tics of recommended industrial uses for the node. 
 
General Industrial (Includes flex and multitenant 
space) 
 
Figure 109 illustrates the types of tenants, density, 
and characteristics of general industrial development 
options for this node. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 
 
 
 

Figure 109. General Industrial Options for the Industrial Node  

General Industrial Example  
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Business Parks 
Figure 110 illustrates the types of tenants, density, 
and characteristics of business park development 
options for this node. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 

Figure 110. Business Park Options for the Industrial Node  

Business Park Example 
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Opportunity Sites 
Several opportunities sites offer few or aging 
improvements that could be assembled for a larger 
redevelopment effort within this node.  Properties 
shown on the south side of 4th Street, west of US 
395 are predominantly owned by the City of Reno 
and have had interest in recent years for 
redevelopment as an Eco-Industrial Park, with a 
waste-to-energy facility.  This coupled with the City 
of Reno’s efforts to attract Geothermal based 
business to the area were the inspiration for the 
conceptual land use plan on the following page 
(Figure 111). 

The conceptual plan includes an eco-industrial 
themed industrial park on the south side of 4th 
Street, similar to recently proposed development on 
this site.  The north side of 4th Street currently 
houses a storage and truck terminal facility.  While 
still largely viable commercial/industrial 
developments, these properties on the north have 
little vertical improvements, with few parcels to 
assemble.  The properties on the north side of 4th 
Street at this location benefit from excellent visibility 
from both US 395 and Interstate 80.  To compliment 
an eco-industrial themed industrial park on the 
south, proposed with the conceptual plan is an eco-
themed office/business park on the north.  This 
business park could house corporate headquarters 
for eco– or green business enterprises, while 
maintaining some industrial characteristics (i.e. 
geothermal energy support businesses, such as 
drilling, pipe, or turbine manufacturing companies). 

The area shown east of US 395 represents a 
redevelopment of most of the properties on the 
north side between 4th Street and 5th Street.  The 
properties not included in this graphic include the 
existing doggie daycare, Casale’s Halfway House, and 
a small industrial flex building.  The remaining 
properties are currently a mix of motels, outdoor 
storage, and a RV park.  Figure 111 on the following 

page shows, the conceptual land use plan 
contemplates a continuation of the flex industrial 
type buildings in this area.  This area has excellent 
freeway visibility from both US 395 and Interstate 80.  
The flex industrial type buildings could serve 
equipment and truck rental businesses, as well as a 
myriad of small manufacturing businesses that could 
benefit from a showroom (typical of flex space) and 
high visibility.   
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Figure 111. Industrial Node Conceptual Land Use 
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Implementation Strategies 
Most implementation strategies, regardless of land 
use, are universal. A list of implementation strategies 
that applies to the larger corridor is discussed in the 
concluding section of this report. 
 
Development Opportunity Area 3:                                
Urban Sparks Neighborhood Node 
The Urban Sparks district of the corridor offers the 
western-most gateway into the City of Sparks from 
Reno. Transitioning past Reno’s industrial area, the 
urban neighborhoods east of I-80 are characterized 
by a large residential presence with mixed-use urban 
housing communities, single-family homes, and mo-
bile home communities. Figure 112 and 113 illustrate 
the Urban Sparks District, as well as its assets and 
challenges. 
 
Key Assets 
The district enjoys many assets including a growing 
emphasis on increasing densities, and improving mo-
bility, particularly surrounding the Victorian Square 
project. Located at the heart of the district, Victorian 
Square is a mixed-use development project spanning 
eight city blocks (nearly 26 acres) including restau-
rants, shops, entertainment uses, multilevel town-
homes and loft-style apartments as well as live-work 
units. This project offers an engaging plaza which 
serves as a strong community asset for events and 
community gathering.  
 
By contrast, the western-most portion of the district 
offers significant opportunities for neighborhood 
revitalization with aging homes and low-density de-
velopment. While this portion of the district does not 
offer substantial amounts of vacant or underutilized 
lands, market trends toward urban and walkable 
communities suggest opportunities for small scale 
revitalization efforts that focus on the neighborhood.  

 
 Figure 112. Map of the Urban Sparks Neighborhood Node 

Figure 113. Corridor Planning Districts and Urban Nodes 
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Selection Criteria 
This node was selected primarily because it 
serves as the gateway to the City of Sparks from 
Reno, because of its comparative amount of 
vacant or underutilized sites relative to the 
district, and because of the opportunities it 
presents to complement the Victorian Square 
development to the east while engaging the 
neighborhood to begin small-scale revitalization 
from within. 
 
Figures 112 and 113 illustrate the selected node, 
its assets and opportunities and Table 8 
illustrates the node’s selection criteria. 
 
Redevelopment Opportunities 
The Urban Sparks Neighborhood Node is a long-
established and aging residential community 
with pockets of redevelopable vacant sites at a 
pivotal location in the district. Given that the 
node is comprised primarily of single-family 
ownership, land assembly for large-scale 
residential projects may be challenging and may 
be perceived as undesirable by the 
neighborhood. Instead, the team envisions 
small-scale shifts to multifamily residential with 
pockets of accompanying neighborhood-serving 
retail uses. Anticipated uses are shown in Figure 
114. 

Figure 114. Suggested Land Uses for the Urban Sparks Neighborhood Node  

Table 8. Urban Spark Neighborhood Node Site Criteria  
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Infill Multifamily Housing 
The core of the short-term housing market is 
seen as those seeking affordable homes, and 
downsizing retirees, who have moved out of 
larger homes and are now looking for compara-
tively smaller and lower maintenance homes, 
including “cluster” or “cottage” communities. 
Both trends are well suited for the Urban Sparks 
Neighborhood Node. 
 
Requirements for success for these housing 
types include a critical mass: adjacent residen-
tial neighborhoods and urban amenities 
(schools, parks, retail, and services), safety, and 
a large share of one and two-person households 
within the market area (of which the trade area 
boasts 67 percent). Also needed is easy access 
to employment centers. 
 
Senior Housing  
In the project area, approximately 24 percent of 
residents are currently over the age of 55 with 
another 27 percent ranging between 35 years 
and 55 years of age. In the coming years, as 
Baby Boomers retire, demand for senior housing 
at all levels of care from independent living to 
skilled nursing care will increase. 
 
The facilities listed in Figure 116 show the typi-
cal range of senior housing options, all of which 
are appropriate uses, though smaller scale, in 
this node. In addition to the categories shown 
below, continuing care facilities, offer the full 
range of these senior housing types within a 
single large development, which is unlikely given 
land assembly challenges in this neighborhood 
in the short term.  
 
 

Figure 116. Senior Housing Options for the Urban Sparks Neighborhood Note  

Figure 115. Housing Types and Characteristics 
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Implementation Strategies 
Neighborhood economic development initiatives are 
typically community-led approaches to growth and 
vitality. These efforts typically drive business growth 
from within a neighborhood by seeking seed 
investment to implement development plans and 
extend and align financial tools, City-wide staff 
resources, technical assistance and support to 
neighborhood businesses and development projects.  

The Urban Sparks Neighborhood Node will likely 
revitalize in the short term through the leadership of 
active and interested neighborhood property owners, 
leadership, organizations, and businesses. 
Implementation programs within this node should 
offer technical support and financing opportunities to 
these local stakeholders through the following critical 
programs: 

 Development opportunity services programs. 
These programs are designed to assist property 
owners and tenants with financing to evaluate 
the development feasibility of a desired project. 
Through these programs, property owners hire 
knowledgeable development consultants who 
provide real estate development expertise and 
technical assistance in assessing a site’s market 
potential, construction and development 
alternatives, engineering and environmental 
needs if any, and cost estimates. Doing so 
empowers the community and provides 
incentives to consider and potentially develop 
informed, market-viable projects that are well 
executed. 

 
 Storefront improvement programs. These 

programs are designed to offer eligible 
businesses financial grants and technical 
assistance to improve the appearance, visibility, 
safety, and charm of a commercial area. 
Storefront improvement programs assist local 

businesses and property owners by financing 
improvements to the exterior storefront. Typical 
improvements include painting, the addition of 
decorative materials, landscaping, the addition 
or replacement of windows, awnings, lighting, 
and signage. Storefront improvement programs 
positively impact the neighborhood by 
revitalizing commercial areas, attracting 
customers, enhancing the safety of commercial 
streets; leveraging private investment from 
current owners and inspiring improvements to 
neighboring buildings. 
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Development Opportunity Area 4: Big 
Box Redevelopment Node 
The Marina District of the corridor is a vast area 
comprised of single-family housing, neighborhood 
commercial retail centers, as well as large regional 
destination amenities such as the Sparks Marina and 
the Legends at Sparks outlet mall. Figures 117 and 
118  show the selected opportunity node within the 
Marina District. 
 
Key Assets and Selection Criteria 
The Reno-Spark MSA has experienced significant 
distress throughout the recession, which has had an 
important impact on the retail sector. In addition, the 
market has added significant amounts of retail square 
footage, at the Legends project in particular, which 
has placed additional strain on older centers, which 
then face greater competition for fewer expanding 
retailers.   
 
Among the greatest challenges within the Marina 
district is the area’s abundance of aging and vacant 
big box retail centers, particularly found at the 
northeast quadrant of the district and shown in 
Figures 117 and 118. Built as traditional 
neighborhood and community retail centers, these 
aging centers are beginning to show wear both in 
design, function, and in the loss of important big box 
anchors such as Target.  
 
These retail centers represent among the greatest 
redevelopment opportunities within this district for 
both their short and long-term redevelopment 
potential. In challenging economies, retailers often 
halt expansion or consolidate their assets to better 
performing stores, greatly reducing demand for retail 
space. The effect is increased vacancies, reduced 
rents, and increased landlord concessions on retail 
leases. In these economies, insufficient demand for  

Source: Wood Rodgers, Leland Consulting Group. 

Figure 117. Map of the Big Box Redevelopment Node  

Figure 118. Corridor Planning District and Big Box Opportunity Node  
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new retail space often negates new construction 
which can serve as an important advantage in shifting 
revitalization efforts to existing, though distressed, 
retail centers.  

Existing retail centers enjoy the advantage of being 
an established property with an existing community 
relationship. Retail centers worth revitalizing show 
solid or improving demographic characteristics, with 
credit national or regional tenants in place. They are 
best considered when there is strong retail 
competition from neighboring centers, which shows a 
desirability for the market. 

The selected retail centers in particular are well 
located, visible, and accessible on the corridor, and 
enjoy good access to I-80 via McCarran Boulevard. 
Figure 1164 illustrates the priority redevelopment 
sites and Table 9 illustrates the criteria used to select 
this particular node. 

 

 

Table 9. Big Box Redevelopment Node Site Criteria  
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Redevelopment Opportunities and 
Implementation  
 
Revitalizing retail centers, particularly big box 
centers can take on many different forms, with 
both short and long-term strategies ranging in 
complexity, time, investment, and effort.  

Short-Term Strategies, Easy to Implement 
 Lipstick remodels. Typically cosmetic, inexpensive, 

and moderately disruptive to tenants. They are 
characterized by replacing exterior finishes or 
materials, painting, improving lighting, modifying 
or replacing signage, furnishings and landscaping. 
These are short-term strategies that can be 
implemented quickly 

 Facelifts. Similar to lipstick remodels but may 
include more comprehensive structural changes to 
the center including changing entrances, building 
facades, and parking lot amenities.  

 Adaptive reuse. Repositioning previously utilized 
retail space with other uses that are not typically 
found in retail centers but can align compatibly 
with the needs of shoppers, neighboring retailers, 
or parking needs of customers. Recent mass 
closures of big box stores such as Circuit City and 
Linens and Things have introduced creative 
adaptations of big box centers to medical facilities, 
church and educational uses as well, and libraries. 
Since big box stores are rarely built with 
challenging interior improvements, their design 
typically makes for simpler repurposing of the 
space. 

Given the market’s extensive vacancies, the 
introduction of many new retail locations, it is 
recommended in the short term that the designated 
Big Box Redevelopment Node focus on potential 

lipstick and cosmetic remodeling opportunities with 
a greater focus on adaptive reuse.  

Suggested adaptive reuse opportunities include: 

Churches 
Churches are excellent and compatible uses to fill big 
box vacancies within retail shopping centers. Given 
that over 70 percent of retail sales take place after 
5:00 p.m. and on weekends, the introduction of 
churches brings a consistent and regular flow of 
traffic at peak shopping times. Visitors to the church 
or church activities may, either before or after an 
event, choose to shop at neighboring stores. 
Likewise, neighboring restaurants may cross-market 
by catering events held at the church. Possible 
challenges or considerations include parking 
availability, as churches and retailers both typically 
command large amounts of parking at similar peak 
hours.  

 
 
 
 
 
 
 

Innovations in Entertainment 

CINEMA LATINO 

Cinema Latino is America’s theater chain to that is 
oriented to Hispanic audiences and shows a variety of 
first run American and Spanish films from throughout 
the United States and Latin America. 
 
Cinema Latino strives to create a holistic experience, 
greeting customers with signage in Spanish as well as 
Spanish-speaking staff and ambient Latin music in the 
lobby. The theaters offer a bi-cultural concessions 

menu, as well as a host of community events, cultural 
celebrations, and public service activities such as 
literacy and voter registration campaigns. 
 
Four locations: 

Aurora, Colorado 
Fort Worth, Texas 
Pasadena, Texas  
Phoenix, Arizona 

Examples of Big Box Reuse (Churches) 
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Schools and Child Care Facilities 
Schools offer an interesting adaptation of big box 
centers in distressed retail environments. While not 
directly compatible uses, big box centers offer easily 
adaptive space that can be modified and demised to 
accommodate a school’s needs. While schools do not 
introduce heavy foot traffic to centers at peak 
shopping hours, they offer potential increases in 
daytime sales for retailers visited by parents dropping 
off or picking children up from school. It is worth 
noting that schools require sufficient access and 
parking for school buses at peak drop off and pick up 
times, which, depending on the retail center, can 
impede parking or access to neighboring uses. 
Likewise, it will be important to consider the effects 
along the corridor of slowed traffic in a designated 
school zone. 

Library  
Libraries are an excellent and compatible anchor for 
retail centers looking to fill big box vacancies. 
Libraries serve as excellent daytime and weekend 
community draws. Research has shown that libraries 
serve as catalytic anchors that encourage traffic to 
neighboring communities and stores. Likewise, 
libraries typically hold community gathering spaces 
and events that help draw residents who would 
otherwise not have a reason to visit a retail center. 
Libraries command large amounts of parking, which 
should be a consideration.  

Examples of Big Box Reuse (Schools) 

Examples of Big Box Reuse (Schools) 

Examples of Big Box Reuse (Library) Examples of Big Box Reuse (Library) 
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Medical Office  
A medical office provides an excellent replacement 
for big box tenants. Retail locations are appropriate 
medical office tenants because they provide 
convenience and access for healthcare consumers, 
give medical providers prominent branding 
opportunities, and they lower occupancy costs since 
shopping center rents are low, particularly in 
distressed centers. Medical uses also have very high 
parking requirements but are compatible with retail 
centers because they alternate peak times, operating 
mostly during the day on weekdays. The transition, 
however, is less temporary and more expensive than 
the uses listed above because medical office tenant 
improvements are much higher than for typical retail 
tenants, which can make them less desirable for 

developers/shopping center owners who often share 
in tenant improvement costs. Likewise, if there is a 
long-term vision for the area that suggests large-
scale redevelopment and transformation, medical 
uses are a less desirable short-term tenant. 

Long-Term Investments Requiring Market 
Favorability and Time 

Horizontal expansion. Shopping center owners can 
modify their merchandizing plan and offer an 
important revitalization opportunity by introducing a 
new, critical anchor to a pad development site in a 
deteriorating retail center. Introducing one well 
placed and highly desirable anchor such as a 
celebrated restaurant could improve the draw to the 
retail center as a whole which might spur desirability 
for redevelopment and expansion of the remaining 
facility. This is challenging in the short term, 
however, when most retailers are highly selective 
about expansion and other more desirable locations 
sit vacant.  

Radical transformation to mixed-use. Demographic 
trends show a strong desire for walkable, mixed-use 
communities and shopping areas that are well 
designed and possess interactive amenities where 
people want to spend time, not simply shop for 
convenience. Since the market already has several 
large-scale mixed-use development projects in the 
pipeline, in the long term, these retail centers will 
need to adapt to mixed-use facilities that 
accommodate shifting shoppers’ needs. 

 

 

 

 

Innovations in Groceries 
 
Both independent grocers and national chain grocery 
stores are recognizing the economic impact and unique 
preferences of Hispanic shoppers. Below is a selection of 
just a few noteworthy small and national chains. 
 
MI PUEBLO FOOD 
CENTER 
 
Mi Pueblo Food 
Center is a 
successful chain 
of California 
grocery stores 
with 17 locations 
throughout the 
Bay Area and Central California. Mi Pueblo employs nearly 
3,000 people throughout California. 
 
While Mi Pueblo focuses on maintaining low prices and 
high volume sales, the grocer also offers a vast produce 
department, meat department offering prepared meats 
“ready for barbeque,” a fresh bakery, and tortillerià, where 
Mi Pueblo private-label tortillas are made in house.  
 
MI TIENDA, HEB STORES 
 
Mi Tienda is a Latino-themed grocery store belonging to 
the parent chain, HEB, which operates more than 315 
stores throughout Texas and Mexico. Mi Tienda, located in 
the Houston suburb of Pasadena, Texas, filled a 63,000 
square foot grocery vacancy. This store offers unique 
features such as panaderia (where fresh desserts are 
made) a tortillerià, 
and a carneceria 
with marinated 
cuts of meat. The 
store also includes 
a restaurant and 
bar that serve 
freshly made 
drinks.  

Examples of Big Box Reuse (Medical Office) 
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Both horizontal expansions and radical 
transformation have led some aging retail centers 
toward complete reinvention.  Provided to the right 
(Figure 119) is a conceptual land use plan, which 
contemplates razing the former Target store in this 
node, and creating a mixed use community with 
garden apartments and neighborhood serving retail.  
The conceptual plan places multi-family in the rear of 
the site, where visibility from Prater Way is limited 
and adjacency to existing residential provides a 
transition from single family to the commercial on 
the street frontage. 

Figure 119. Big Box Node Conceptual Land Plan 
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Implementation  

Just like the planning process, the implementation of 
any corridor revitalization effort will have many 
components, including physical, financial, regulatory, 
operational and organizational, and others. A wide 
range of actions is required to transform a paper plan 
into a vibrant built place. This section focuses on 
financial or funding tools, while also making 
recommendations regarding other elements of 
implementation. 

Principles of Implementation 
In addition to specific implementation tools, there 
are fundamental approaches or principles that are 
consistently found in the most successful downtowns 
and urban districts. The principles summarized below 
separate the plans that get implemented from those 
that flounder. These are principles that are applicable 
to a wide range of urban settings and therefore must 
be specifically adapted to the Reno-Sparks area. 

Committed, ongoing leadership 
 Leadership that desires success for the entire 

community. 
 Leadership that is respected by the community 

and has strong leadership skills. 
 Leadership that is able to motivate and organize 

stakeholders. 
 Leadership that moves forward and 

communicates the vision of the great plan. 
 

A good organization 
 Provides ongoing support for the 

implementation through communication and 
coordination. 

 Provides long-term continuity and unifies 
divergent interests. 

 Provides support for local government, and 
support to project development. 

 Communicates success and opportunities. 
 

Many projects 
 The implementation of a great plan moves many 

projects forward at once. 
 The term “projects” should be defined broadly 

and include streetscape and façade 
improvements, programs, events, marketing, 
signage and design improvements and real 
estate development projects. 

 A district organization catalogs and 
communicates all public and private projects 
through a web site and printed materials. Both 
cities and their partners should celebrate 
successes, small and large. 

 
Many stakeholders 
Many projects bring many stakeholders; people who 
are invested in one or more projects must pull 
together to make and implement the great plan. 

 Broad base of involvement and promotes project 
implementation. 

 Stakeholders, representative cross-section of 
government, non-profits, businesses, and 
individuals. 

 Stakeholders form the basis of political support 
for implementation of the great plan. 

 
The key to successful implementation of the plan is 
mechanisms for marrying the identified stakeholders, 
current and potential with projects, existing and 
proposed. Implementation requires collaboration 
with stakeholders for positive results. 

Development standards 
 Clear and consistent guidelines that 

communicate the vision of the plan. 

 Encourage that which is desired and strongly 
prohibit that which is not wanted. 

 Tools should be dynamic and flexible, pragmatic 
standards for change. 

 
Communications and marketing 
 Both the organization and the leadership must 

communicate successful implementation. 
 Marketing a great plan means making news out 

of the continual projects. 
 Communication means acting as a liaison 

between stakeholders, projects, and the wider 
community. 

 
Supportive government 
 Provide support for achieving standards, 

consultation, code enforcement, and assistance. 
 Able to review its practices and identify and 

change policies. 
 Set clear goals. 
 
Ongoing review 
 Dynamic plans require ongoing review that 

responds to changing conditions. 
 Evaluation of the plan, projects, and 

communications—make periodic adjustments to 
the plan. 

 
Other Implementation Tools and Incentives 
Urban development and redevelopment is almost 
always more expensive and more complex than new 
development on the edge of a city. Land is more 
expensive, regulations are usually stricter, and 
construction staging is more challenging, all of which 
tend to increase development costs. If the 4th Street/
Prater Way corridor is to be a desirable area for 
redevelopment, it should also be the “easiest” place 
to do business, not the most difficult. Thus, a package 
of incentives that reduces the challenges of 
development can speed up development and 
increase the amount of investment in the area. 
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Note that these are tools in a toolkit, so not every 
tool needs to be used for every potential project. On 
the other hand, it is important to have the tools 
available so that they can be applied when 
necessary. The following elements should be 
considered:  

 Staff assistance. As described above, proactive 
staff can be enormously helpful to 
redevelopment efforts. Simply having a staff 
point person that can explain the community’s 
goals, entitlement process, potential incentives 
available, and other issues will encourage the 
type of development envisioned by the plan. 

 Evaluate zoning early. It will be important to 
evaluate existing code to ensure that all 
recommended and viable uses for each 
development node are supported within the 
code. This suggests not only identifying them as 
permitted uses, but ensuring that density, 
design, signage, and permitting requirements 
are easy to understand, flexible, and help 
encourage the type of desired development in 
the node. 

 Expedited entitlement/permitting. For 
developers, time is literally money and saving 
weeks or months on a project is often more 
important than saving money. For projects that 
support the plan or meet certain thresholds of 
quality, cities can create a program to process 
development applications within an expedited 
time period as an incentive for developers. To 
process permits faster, cities often assign a staff 
person as a single point of contact for 
developers in the target area to shepherd the 
project through the various city agencies.  

 SDC waivers or deferrals. As a further incentive 
to desired types of development, cities can 
implement a fee waiver or fee reduction 

program. Such a program could reduce traffic 
impact fees, system development charges, 
building permit fees, and other expenses related 
to development. Eligibility criteria should 
include meeting high standards for quality and 
supporting the plan.  

 Soft costs/professional fees for feasibility, 
design, etc. Offering financing to help offset the 
predevelopment costs of projects.  

 Land acquisition, assembly, or write down. As an 
incentive, cities can acquire target properties 
and assemble larger parcels to be offered to 
developers, usually through a competitive 
request for qualifications (RFQ) process. This not 
only relieves the burden on private developers 
of having to assemble property, but it also gives 
cities leverage to require the project to include 
specific design elements or other features. Land 
assembly would likely require seed funding 
through an urban renewal district, but could 
become a revolving fund as land is sold to 
private developers. 

 Storefront improvement programs. As 
previously discussed, these programs are 
designed to offer eligible businesses financial 
grants and technical assistance to improve the 
appearance, visibility, safety, and charm of a 
commercial area. Storefront improvement 
programs assist local businesses and property 
owners by financing improvements to the 
exterior storefront. Typical improvements 
include painting, the addition of decorative 
materials, landscaping, the addition or 
replacement of windows, awnings, lighting, and 
signage. Storefront improvement programs 
positively impact the neighborhood by 
revitalizing commercial areas, attracting 
customers, enhancing the safety of commercial 

streets; leveraging private investment from 
current owners and inspiring improvements to 
neighboring buildings. 

 Low interest loans for redevelopment. Similar to 
above but offered as loans only, for major 
redevelopment projects. Public agencies can 
often access lower-interest debt, which can be 
extended to private projects in certain cases.  

 Public Infrastructure Improvements and “place 
making.” Perhaps the most basic type of 
incentive but still worthy of consideration. 
Public agencies can improve development 
outcomes by investing in public improvements 
such as improved sidewalks, landscaping, pocket 
parks and plazas, and more.  
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Conclusion 
“Expect the best, prepare for the worst. 
Capitalize on what comes.” Zig Ziglar 
Given their length, varying character, composition, 
and patchwork development, corridors are especially 
challenging to redevelop. Despite the current 
recession which is hindering national as well as local 
market growth, this corridor enjoys many unique 
characteristics and opportunities that will likely 
develop over the long term. Below are some 
concluding take aways: 

 Housing will likely be the most viable short-term 
development opportunity. 

 Both cities can actively engage the business and 
development communities to take the pulse of 
and recruit business growth, retail tenants, and 
development prospects. 

 While land uses other than housing are 
considered less viable in the short term, those 
that are not currently present in the market may 
be viable if catalyzed by housing and an 
experienced and capitalized developer 
interested in championing the project. 

 Key to the success of this corridor’s 
development will be an actionable 
implementation strategy that leverages 
transportation investments with key 
redevelopment tools. 



Existing Conditions  |  Implementation Strategy 146 

Implementation Plan 
 
The project has developed an implementation plan 
for the 4th Street/Prater Way Corridor Study.  This 
implementation plan consists of two parts—a 
preliminary cost estimate and a conceptual funding 
matrix.  
 
The following project estimates (Table 10) are based 
upon 2012 construction dollar values.  The quantities 
used in preparing this estimate are based upon 
planning level documents and are not intended to 
include every bid item that would be expected should 
this be a final construction estimate. 
 
The unit prices are largely taken from the standard 
RTC planning level construction estimates.  These 
estimates have a long history of overall accuracy 
within the RTC Program of Projects (POP) 
amounts.  In order to verify more completely the 
anticipated costs, we compared these costs to the 
2012 calendar year bids that were available at the 
time of preparation of this report.  Based upon this 
check, we adjusted AC paving prices up to account for 
higher pricing experienced in the 2012 calendar year. 
 
Additionally, the costs for electrical are prorated from 
current RTC costs from the Moana Lane Widening 
project as provided by the RTC.  The electrical costs 
for 4th Street are shown slightly higher than Moana 
Lane due to the increased amounts of smaller and 
older buildings found on 4th Street. 

 
Soft costs and contingency were added to the total to 
complete the budget.  Should these prices be 
extended into future years, it would be advisable to 
account for a 4% per year increase to allow for 
inflation as well as other pricing fluctuations. 
 
Additionally, the project team has prepared the 
following conceptual funding matrix (Table 11), which 
is intended to provide assistance to the RTC, City of 
Reno, and City of Sparks for developing construction 
projects in conjunction with the recommendations of 
the corridor study.  This matrix is conceptual, in that, 
funding mechanisms are subject to change and 
dependant on federal funding availability, as well as 
the overall funding program of project for the RTC at 
the time of ultimate construction.  
 
The matrix includes estimated implementation time 
frames, based upon current needs and deficiencies, 
as well as feedback from local agencies and the 
public.  Generally, these time frames are divided into: 

 
Where a cost estimate has been generated for a 
project, the dollar amount has been provided for 
planning purposes.  This matrix is fluid and may be 
utilized in the future to reprioritize projects as 
necessary when additional funding and/or local 
agency priorities are modified. 

 
Please note, TIGER grants have been identified as 
potential funding sources for some projects in the 
conceptual funding matrix, due to the current TIGER 
4 grant application submitted to the FHWA by the 
RTC.  Other discretionary funds are likely to become 
available within the lifecycle of this corridor study, 
but are unknown at this time.  As discretionary funds 
become available, it is advisable that the conceptual 
funding matrix be revisited for project application 
toward discretionary funds. 

Implementation Strategy 

Short-Term 
±1-5 years 

Mid-Term 
±5-10 years 

Long-Term 
10+ years 



Existing Conditions  |  Implementation Strategy 147 

Table 10 



Existing Conditions  |  Implementation Strategy 148 

Program of Project Short-Term 
(±1-5 years) 

Mid-Term 
(±5-10 years) 

Long-Term  
(10+ years) 

Potential Funding Source(s) 

Keystone Avenue to Vine Street 
Preventative maintenance, restriping with 
bike lanes 

   Local Fuel Tax, STP Local, RRIF 

Vine Street to West Street 
Reconstruct 

   Local Fuel Tax, STP Local, RRIF 

West Street to Virginia Street 
Preventative maintenance, restriping with 
super sharrow “green lane” 

   Local Fuel Tax, STP Local, RRIF 

Virginia Street to Evans Avenue 
Preventative maintenance, restriping with 
supers sharrow “green lane” 

   Local Fuel Tax, STP Local, RRIF 

Evans Avenue to Valley Road 
Reconstruct 

   Local Fuel Tax, STP Local, RRIF, TIGER 

Valley Road to Elko Street 
Reconstruct 

   Local Fuel Tax, STP Local, RRIF, TIGER 

Elko Street to Eureka Avenue 
Reconstruct 

   Local Fuel Tax, STP Local, RRIF, TIGER 

Eureka Avenue to Sutro Street 
Reconstruct 

   Local Fuel Tax, STP Local, RRIF, TIGER 

Sutro Street to 6th Street 
Reconstruct 

   Local Fuel Tax, STP Local, RRIF, TIGER 

Sutro Street Bridge Bike Enhancements    ReTRAC Enhancement, STP Enhancement, RRIF 

Washington Street Signal Warrant Analysis    RRIF, STP Safety 

6th Street to Ferrari Street 
Reconstruct 

   Local Fuel Tax, STP Local, RRIF, TIGER 

Ferrari Street to Victorian Avenue 
Reconstruct 

   Local Fuel Tax, STP Local, RRIF, TIGER 

Downtown Reno Bike Access/Route Study 
6th Street route, Lake Street/River Path 

   RRIF, STP Enhancement 

Conceptual Funding Matrix (Table 11) 

$505,069 

$5,402,391 

$1,172,805 

$1,229,693 

$1,633,440 

$1,032,048 

$839,168 

$4,083,600 

 

$2,357,910 

 

$3,686,925 

$5,676,604 

 



Existing Conditions  |  Implementation Strategy 149 

Program of Project Short-Term 
(±1-5 years) 

Mid-Term 
(±5-10 years) 

Long-Term  
(10+ years) 

Potential Funding Source(s) 

Victorian Avenue/Prater Way Intersection 
Reconfiguration 

   Local Fuel Tax, STP Local, RRIF, TIGER, STP Enhancement 

Victorian Avenue to El Rancho Drive 
Reconstruct 

   Local Fuel Tax, STP Local, RRIF, TIGER 

13th Street to 12th Street 
Reconstruct 

   Local Fuel Tax, STP Local, RRIF, TIGER 

12th Street to 10th Street 
Reconstruct 

   Local Fuel Tax, STP Local, RRIF, TIGER 

10th Street to Pyramid Way 
Reconstruct 

   Local Fuel Tax, STP Local, RRIF, TIGER 

Pyramid Intersection Improvements    CMAQ, Local Fuel Tax, STP Local, RRIF, STP State 

Pyramid Way to 4th Street 
Reconstruct 

   Local Fuel Tax, STP Local, RRIF, STP Enhancement 

4th Street to Probasco Way 
Reconstruct 

   Local Fuel Tax, STP Local, RRIF, STP Enhancement 

Probasco Way to McCarran Boulevard 
Reconstruct 

   Local Fuel Tax, STP Local, RRIF, STP Enhancement 

McCarran Boulevard to Sparks Boulevard 
Reconstruct 

   Local Fuel Tax, STP Local, RRIF, STP Enhancement 

El Rancho Drive to 13th Street 
Reconstruct 

   Local Fuel Tax, STP Local, RRIF, TIGER 

Sparks Boulevard to Lillard Drive 
Reconstruct 

   Local Fuel Tax, STP Local, RRIF, STP Enhancement 

Sparks Boulevard/Prater Way Intersection 
Bike access improvements with North 
Truckee Drain path 

   Local Fuel Tax, STP Local, RRIF, STP Enhancement 

Enhanced Transit Shelters (Route 11 Express)    TIGER, FTA, CMAQ 

Conceptual Funding Matrix (Table 11 cont.) 

$625,000 

$760,294 

$1,464,930 

$1,520,280 

$8,706,248 

$732,465 

$2,500,000 

$2,884,350 

$1,500,000 

$4,583,288 

$3,892,566 

$10,713,300 

$2,426,175 

$187.500 
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Program of Project Short-Term 
(±1-5 years) 

Mid-Term 
(±5-10 years) 

Long-Term  
(10+ years) 

Potential Funding Source(s) 

Lillard Drive to Vista Boulevard 
Reconstruct 

   Local Fuel Tax, STP Local, RRIF, STP Enhancement 

Vista Boulevard to Northern Nevada Medical 
Center (Pete’s Way) 

Preventative Maintenance 

   Local Fuel Tax, STP Local, RRIF 

Conceptual Funding Matrix (Table 11 cont.) 

$3,942,303 

$1,492,144 



Future LOS Calculations 
APPENDIX A 












































	cover
	title pages
	00_Table of Contents
	01_Intro
	02_Roadway
	03_Traffic
	04_Transit
	05_Economic Development
	06_Implementation
	07_Appendix A cover



