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h 2019 No Build Condition – LOS D during PM peak hour (see Table 31) 
h 2019 Build Condition – LOS E during PM peak hour (see Table 33) 
h 2019 Mitigated Condition – LOS D during PM peak hour (see Table 35) 

 
Reconstructing the intersection to provide for improved site driveway operations 
during the PM peak hour will allow the intersection to operate at a LOS D.  Without 
any improvements at this location, the intersection would otherwise operate at a LOS 
E with under the 2019 Build Condition during the PM peak hour.  These 
improvements bring the intersection back to the same levels as the 2019 No Build 
Condition. 

 
Charles Lindbergh Boulevard & Merrick Avenue (9) 
Traffic signal timings will be optimized to reduce vehicle delays. 
 
h 2019 No Build Condition – LOS C during PM peak hour (see Table 31) 
h 2019 Build Condition – LOS F during PM peak hour (see Table 33) 
h 2019 Mitigated Condition – LOS C during PM peak hour (see Table 35) 

 
Under the 2019 Build Condition, the intersection will drop to a LOS F without 
mitigation.  By optimizing the signal timings to reduce vehicle delays the overall LOS 
can be improved to a LOS C during the PM peak hour.   
 
Glenn Curtiss Boulevard & Merrick Avenue (11) 
Traffic signal timings will be optimized to reduce vehicle delays. 
 
h 2019 No Build Condition – LOS D during PM peak hour (see Table 31) 
h 2019 Build Condition – LOS E during PM peak hour (see Table 33) 
h 2019 Mitigated Condition – LOS D during PM peak hour (see Table 35) 

 
By optimizing signal timings, this intersection can be improved from a LOS E under 
2019 Build Conditions during the PM peak hour to a LOS D. 
 
Hempstead Turnpike & Glenn Curtiss Blvd/Coliseum (12) 
The intersection will be reconstructed as shown in Figure 74 to provide for improved 
site driveway operations.  These changes include providing an additional eastbound 
through lane on Hempstead Turnpike; constructing an eastbound right turn lane 
onto Glenn Curtiss Boulevard; and creating a new westbound right turn lane for 
vehicles entering the site.  In addition signal timings will be optimized. 
 
h 2019 No Build Condition – LOS D during AM peak hour; LOS D during PM peak 

hour (see Table 31) 
h 2019 Build Condition -  LOS E during AM peak hour; LOS F  during PM peak 

hour (see Table 33) 
h 2019 Mitigated Condition – LOS C during AM peak hour; LOS E during PM peak 

hour (see Table 35) 
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Without the planned improvements the intersections would operate at a LOS E 
during the AM peak hour and LOS F during the PM peak hour under the 2019 Build 
Condition.  However, with the intersections improvements, the intersection is 
expected to improve to a LOS C during the AM peak hour and LOS E during the PM 
peak hour.   
 
Charles Lindbergh Boulevard &Westbound U-turn (13) 
As shown in Figure 75, this intersection will be reconstructed to eliminate the 
existing U-turn condition and provide a new signalized intersection that will provide 
site access/egress.  For this reason, this intersection only exists under the future 
Build and Mitigated conditions.  

 
Elimination of the existing U-turn condition and provisions of a new signalized 
intersection will provide improved site access/egress.  This intersection is expected 
to operate at a LOS A during the AM peak hour, a LOS B during the PM peak hour, 
and a LOS B during the Saturday midday peak hour.  

 
Charles Lindbergh Boulevard Eastbound & James Doolittle Blvd/Coliseum 
Parking (14) 
This intersection is proposed to become a 4-way signalized intersection as shown in 
Figure 76.   This includes realigning and widening James Doolittle Boulevard.  The 
westbound Charles Lindbergh Boulevard approach will also be realigned to provide 
two left turn lanes onto James Doolittle Boulevard. The southbound approach will 
also be realigned to provide for one-way southbound traffic. 
 
The proposed mitigation to create a 4-way signalized intersection will improve 
access to the project site by allowing traffic a more direct route entering the site from 
the Meadowbrook Parkway.  This change will remove a significant amount of site 
generated traffic that would otherwise be on Hempstead Turnpike.  This intersection 
is expected to operate at a LOS B during the AM, PM, and Saturday midday peak 
hour. This improvement is related to the M-4 ramp improvements which are 
discussed later.   

 
Hempstead Turnpike & James Doolittle Boulevard (15) 
As proposed in Figure 77, the median on Hempstead Turnpike will be eliminated 
and the intersection will be signalized. The eastbound approach will be restriped to 
eliminate the paved shoulder and allow for an additional through travel lane.  In 
addition, a left turn lane from eastbound Hempstead Turnpike onto James Doolittle 
Boulevard is proposed. The westbound Hempstead Turnpike approach will also be 
restriped to provide an additional through travel lane where there is currently a 
paved shoulder. A westbound left-turn lane will be constructed to provide access 
into the newly created RexCorp Plaza driveway opposite James Doolittle Boulevard. 
James Doolittle Boulevard will be widened to the north of Hempstead Turnpike to 
allow two through lanes in each direction with a raised center median.  
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h 2019 Build Condition – LOS F during PM peak hour (see Table 33) 
h 2019 Mitigated Condition – LOS E during PM peak hour (see Table 35) 
 
Under the 2019 Mitigated Condition this intersection will improve to a LOS E from a 
LOS F during the 2019 Build Condition because of the improvements made at the 
intersection of Charles Lindbergh Eastbound and James Doolittle Boulevard 
(discussed previously).  With the newly created signalized intersection of Charles 
Lindbergh Boulevard and James Doolittle Boulevard, traffic volumes will shift to the 
north which will reduce the vehicle traffic on Hempstead Turnpike and lessen the 
delay.  

 
Old Country Road & Merrick Avenue/Post Avenue (21) 
As proposed, the intersection will be reconstructed to provide an additional 
northbound right-turn lane as shown in Figure 78. In addition, signal timings will be 
optimized to provide additional green time to the northbound and southbound thru 
movements.  This change in timings will reduce overall delay at the intersection.  
 
h 2019 No Build Condition – LOS F during AM peak hour; LOS F during PM peak 

hour; LOS E during Saturday peak hour (see Table 31) 
h 2019 Build Condition -  LOS F during AM peak hour; LOS F during PM peak 

hour; LOS E during Saturday peak hour (see Table 33) 
h 2019 Mitigated Condition - LOS F during AM peak hour; LOS E during PM peak 

hour; LOS E during Saturday peak hour (see Table 31) 
 
The proposed reconstruction to provide an additional northbound right-turn lane 
and to optimize the signal timings will improve operations from a LOS F to a LOS E 
during the PM peak hour.  However, this intersection will continue to operate 
unchanged between the 2019 No Build Condition and the 2019 Build Condition with 
a LOS F during the AM peak hour and a LOS E during the Saturday midday peak 
hour.  
 
Merrick Avenue & Stewart Avenue/Park Boulevard (22) 
Signal timings will be adjusted to increase the protected eastbound phase.  This 
adjustment will reduce overall vehicle delay. 
 
h 2019 No Build Condition – LOS E during AM peak hour; LOS D during PM peak 

hour (see Table 31) 
h 2019 Build Condition – LOS E during AM peak hour; LOS E during PM peak 

hour (see Table 33) 
h 2019 Mitigated Condition – LOS E during AM peak hour; LOS D during PM 

peak hour (see Table 35) 
 

The proposed signal timing changes will improve operations at this location from a 
LOS E under the 2019 Build Condition to a LOS D during the PM peak hour.  
Operations during the AM peak hour will operate at a LOS E as they do under the 
2019 No Build Condition. 
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Hempstead Turnpike & Park Blvd/East Meadow Avenue (26) 
As shown in Figure 71, a fourth eastbound through lane is proposed.  This lane will 
extend for approximately 500 feet past East Meadow Avenue. In addition, the left-
most southbound left-turn storage lane will be increased by approximately 200 feet. 
 
h 2019 No Build Condition – LOS F during PM peak hour (see Table 31) 
h 2019 Build Condition – LOS F during PM peak hour (see Table 33) 
h 2019 Mitigated Condition – LOS E during PM peak hour (see Table 35) 
 
Adding an additional fourth eastbound through lane and extending the southbound 
left-turn storage lane will improve operations at this intersection.  During the PM 
peak hour, the intersection will be improved from a LOS F to a LOS E with the 
proposed mitigation.  In addition to improving operations at this intersection, this 
change is part of the improvements to signal coordination along Hempstead 
Turnpike.  Increasing capacity at this intersection balances the lane geometry along 
the corridor and provides for improved signal progression.  

 
Hempstead Turnpike & Cunningham Avenue (34)  
This intersection is proposed to become a 4-way signalized intersection to allow for 
project access/egress to the north as shown in Figure 80.  The eastbound Hempstead 
Turnpike approach will be reconstructed, within the existing right-of-way, to provide 
a left-turn lane into the site.  As proposed, the approach will also provide an 
additional eastbound through lane. The westbound Hempstead Turnpike approach 
will be restriped within the exiting right-of-way to provide a right turn lane for 
project entering the site. With the reconstruction, this intersection will operate at a 
LOS A, A, and B during the AM, PM, and Saturday midday peak hours respectively.  

 
The mitigation plan also was able to keep intersections that were not failing at a LOS 
D or better with the exception of four locations.  These four locations change under 
future conditions because of the project generated traffic or because of the shifts in 
traffic associated with the proposed Meadowbrook Parkway improvements. These 
locations include the following intersections: 

 
h Jericho Turnpike and Post Avenue (45) – LOS E in the AM peak;  
h Hempstead Turnpike and Glenn Curtiss Boulevard/Coliseum (12) – LOS E in the 

PM peak; 
h Hempstead Turnpike and Carman Avenue (28) - LOS F in the PM peak hour;  

and 
h Hempstead Turnpike and Front Street (32) - LOS F in the PM peak hour.   

 
    Jericho Turnpike and Post Avenue will operate at a LOS E during the AM peak hour 

under the 2019 Build Mitigated Condition.   This location is expected to experience 
an additional 20 seconds of vehicle delay over the 2019 Build Condition, which 
operates at a LOS D, due to the anticipated shifts in traffic associated with the 
Parkway improvements.  
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The intersections of Hempstead Turnpike and Glenn Curtiss Boulevard/Coliseum, 
Hempstead Turnpike and Carman Avenue, and Hempstead Turnpike and Front 
Street will, as they currently do, experience vehicle delays; however, due to 
anticipated right-of-way constraints these locations are unable to be mitigated to an 
acceptable LOS.    
 

 

Unsignalized Site Driveway Level of Service (LOS) 

Unsignalized site driveway operations were analyzed using Synchro 6 software.  
Intersections included in this analysis are shown in Figure 90.  Only the site 
driveways are controlled by the STOP sign, the adjacent street is allowed to flow 
freely.  All driveways operating under traffic signal control were included in the 
signalized intersection analysis presented previously.  
 
Similar to signalized intersection LOS operations, the software grades the operations 
from LOS A (favorable) to LOS F (unfavorable), with a LOS D typically considered 
acceptable.  Table 32 (shown previously) provides the LOS criteria at unsignalized 
locations which considers less delay to be acceptable at an unsignalized location than 
a signal controlled location.   
 
The software does not provide an overall, averaged, LOS rating at unsignalized 
locations.  For this reason, the site driveway approaches (the controlled approach) 
are reported in Tables 40 thru 42 below for the 2014 Build, 2019 Build, and 2019 Build 
Mitigated conditions.  The 2019 Build Mitigated condition does not include any 
changes to the site driveway geometry.  As discussed previously, the mitigation 
proposed affects traffic distribution patterns to the site and results in a slight 
reduction in site generated traffic due to the provision of new public transportation. 
The mitigation also results in a re-distribution of traffic due to the addition or 
changes in movements at several intersections adjacent to the site.  The mainline 
traffic is not delayed at the driveway locations since they do not have stop 
requirements.  



Figure 90

Site Driveway LOS Results
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Table 40  
  2014 Build Unsignalized Site Driveway LOS Results   

Intersection 
AM Peak Hour PM Peak Hour Sat Peak Hour 

LOS Delay (sec) LOS Delay (sec) LOS Delay (sec) 
Site Driveway  A – Exiting Right A 9.5 B 13.8 A 9.9 
Site Driveway B – Exiting Left  B 10.0 C 17.7 B 10.7 
Site Driveway C – Exiting Right A 9.0 B 10.6 B 10.0 
Site Driveway D – Exiting Left A 9.7 C 17.0 B 11.7 
Site Driveway D – Exiting Right A 8.7 A 9.5 A 9.2 
Site Driveway E – Exiting Left A 9.6 B 14.8 B 11.3 
Site Driveway E – Exiting Right A 8.7 A 9.4 A 9.2 
Site Driveway F – Exiting Left/Right A 9.1 B 11.3 B 10.7 
Site Driveway G – Exiting Left/Right A 8.9 B 11.3 B 10.8 
Site Driveway H – Exiting Right A 8.8 B 10.1 B 10.3 
Site Driveway I – Exiting Left/Right A 8.9 B 10.6 B 11.0 
Site Driveway J – Exiting Right C 24.8 C 20.9 B 12.7 
Site Driveway K – Exiting Right B 14.4 B 12.9 A 9.9 
Site Driveway L – Exiting Right  B 13.4 B 12.7 B 10.4 

 
Table 41 
2019 Build Unsignalized Site Driveway LOS Results   

Intersection 
AM Peak Hour PM Peak Hour Sat Peak Hour 

LOS Delay (sec) LOS Delay (sec) LOS Delay (sec) 
Site Driveway  A – Exiting Right A 9.5 C 15.1 B 10.1 
Site Driveway B – Exiting Left  B 10.2 C 20.9 B 11.0 
Site Driveway C – Exiting Right A 9.0 B 10.8 B 10.3 
Site Driveway D – Exiting Left A 9.7 C 17.4 B 12.1 
Site Driveway D – Exiting Right A 8.7 A 9.6 A 9.3 
Site Driveway E – Exiting Left A 9.6 C 15.0 B 11.6 
Site Driveway E – Exiting Right A 8.7 A 9.4 A 9.3 
Site Driveway F – Exiting Left/Right A 9.2 B 11.6 B 11.7 
Site Driveway G – Exiting Left/Right A 8.7 B 11.6 B 11.1 
Site Driveway H – Exiting Right A 8.8 B 10.3 B 10.5 
Site Driveway I – Exiting Left/Right A 9.0 B 10.8 B 11.4 
Site Driveway J – Exiting Right D 32.9 C 24.3 B 14.1 
Site Driveway K – Exiting Right C 16.5 B 13.4 B 10.3 
Site Driveway L – Exiting Right  B 14.4 B 14.6 B 10.7 
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Table 42 
2019 Build Mitigated Unsignalized Site Driveway LOS Results   

Intersection 
AM Peak Hour PM Peak Hour Sat Peak Hour 

LOS Delay (sec) LOS Delay (sec) LOS Delay (sec) 
Site Driveway  A – Exiting Right A 9.4 B 14.9 A 10.0 
Site Driveway B – Exiting Left  B 10.0 C 20.2 B 10.8 
Site Driveway C – Exiting Right A 9.1 C 15.0 B 11.3 
Site Driveway D – Exiting Left B 10.4 C 25.0 B 13.4 
Site Driveway D – Exiting Right A 8.7 B 10.8 A 9.6 
Site Driveway E – Exiting Left B 10.4 C 20.6 B 12.7 
Site Driveway E – Exiting Right A 8.7 B 10.5 A 9.5 
Site Driveway F – Exiting Left/Right A 9.5 C 16.0 B 12.4 
Site Driveway G – Exiting Left/Right A 9.5 C 16.1 B 11.6 
Site Driveway H – Exiting Right A 8.8 B 11.3 B 10.3 
Site Driveway I – Exiting Left/Right A 9.0 C 15.6 B 13.3 
Site Driveway J – Exiting Right D 31.7 C 23.1 B 13.4 
Site Driveway K – Exiting Right C 16.2 B 12.9 B 10.1 
Site Driveway L – Exiting Right  B 14.2 B 13.9 B 10.5 

 
As shown in Tables 40 thru 42, all unsignalized site driveways will operate at a LOS 
D or better during the AM, PM, and Saturday peak periods. 
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Meadowbrook Parkway Operations  

 
As part of this study, VHB has utilized a VISSIM model to simulate existing and 
future traffic operations on Meadowbrook Parkway, to assess both potential 
operational impacts associated with the project and overall operational benefits after 
proposed roadway improvements are constructed.  Because of its extraordinary 
functionality, the VISSIM model provides a significantly more comprehensive and 
robust evaluation of corridor operations than traditional capacity analysis tools.  
 
This section provides a description of the methodology used in developing the 
VISSIM model and a summary comparison of the analysis results during existing 
and various future conditions scenarios.  Detailed results from the VISSIM 
Simulations are contained in the Appendix.  Because VISSIM is a simulation model 
and VISSIM software is required to review the simulations prepared for this Report, 
the VISSIM simulation files will be made available to Review Agencies that request 
them. 
 
In addition to a VISSIM model analysis, the scope required an HCM (Highway 
Capacity Manual) evaluation of weaving sections, Parkway ramps and Parkway lane 
capacity.  The results of this analysis are presented at the end of this section.  Unlike 
VISSIM, the HCM analysis does not take into consideration the combined impacts of 
operations associated with multiple deficiencies within the corridor studied.  In other 
words, the upstream and downstream effects of adjacent traffic problems are not 
realized in an HCM analysis, and furthermore, operations of highly congested 
conditions are not well-represented through HCM due to its macro-level 
examination.  VISSIM, however, simulates these multiple deficiencies and the inter-
relationships of the traffic flow in the corridor studied.  For example, in a poorly-
operating weaving section, turbulence is experienced as vehicles change lanes and 
weave among each other to get into their desired lane.  This turbulence causes 
vehicles to slow down, which further impacts vehicles “behind them” or upstream of 
the weaving section as they, in turn, must slow down.  HCM only analyzes the 
distinct and defined weaving area; it does not evaluate or quantify the adjacent 
impacts and therefore does not represent operating conditions that are affected by 
this turbulence, both upstream and downstream of the weaving section.  

Study Area 

The simulation study network consists of a nine-mile section of Meadowbrook 
Parkway, between Northern State Parkway to the north and Southern State Parkway 
to the south, in Hempstead, NY.  Meadowbrook Parkway is a heavily-traveled 
expressway corridor, including multiple cloverleaf (or partial cloverleaf), diamond, 
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and directional interchanges which influence and affect the traffic operations and 
capacity of the corridor.  Specifically, the simulation model network focused on 
Parkway segments and access ramps associated with seven major interchanges along 
Meadowbrook Parkway.  Those interchanges include the following intersecting 
roadways along Meadowbrook Parkway: 
 

 Northern State Parkway 
 Old Country Road 
 Zeckendorf Boulevard 
 Avenue C/Endo Drive 
 Stewart Avenue 
 Hempstead Turnpike 
 Southern State Parkway 

 
The VISSIM study area was previously depicted in Figure 3. 
 
This Traffic Impact Study has analyzed the operations of the Meadowbrook Parkway 
corridor and critical interchanges along this corridor through traditional simple 
highway capacity methodologies and detailed dynamic traffic simulation modeling.  
The study has examined various time periods, traffic flow, and roadway 
configurations, corresponding to important timeframes for completion of the project, 
as described below: 
 

 2008 Existing Condition – current traffic operation 

 2014 Phase I Build Condition – operation after future interim traffic growth, 
transformation of the Coliseum, and limited additional project development 

 2019 No Build Condition - includes anticipated other development traffic 
and regional traffic growth, but no Project traffic or project-related  roadway 
improvements 

 2019 Build Condition - adds full buildout project-generated traffic to the 
2019 No Build condition, but includes no project-related roadway 
improvements 

 2019 Build Condition with Mitigation - adds full buildout project-generated 
traffic to the 2019 Build condition and includes all proposed roadway 
improvements described in Mitigation 

Existing Condition Operations 

Hempstead Turnpike, which provides direct access to the Lighthouse, currently 
intersects Meadowbrook Parkway at an aging grade-separated cloverleaf 
interchange, to the east of the site.  As demonstrated in the Existing conditions 
analyses, using VISSIM and HCM models, portions of Meadowbrook Parkway, and 
many of the interchange ramps serving Hempstead Turnpike, currently operate at 
low speeds or with significant vehicle queues as a result of turbulent merging 
behavior in short weave sections and the magnitude of peak traffic volume in the  
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corridor. In particular, the eastbound Hempstead Turnpike ramp to southbound 
Meadowbrook Parkway currently operates with sizable queues, backing onto 
Hempstead Turnpike. Additionally, saturated traffic conditions overwhelm the lane 
and weave capacity on the southbound Meadowbrook Parkway ramps to eastbound 
and westbound Southern State Parkway (which is the next interchange south of 
Hempstead Turnpike), resulting in major spillback queues onto the Parkway.  Both 
the short weaves and the queue spillback lead to potential safety challenges for all 
drivers, with minimal gaps between vehicles in weaving areas and stopped or 
slowed vehicles in queues presenting conflicts with high-speed freeway facility 
traffic. 

Future Conditions Operations 

2019 Future conditions analysis of the study area without the proposed Project (No 
Build conditions) demonstrates that congestion in many of these constrained areas 
will be exacerbated and some new problems will arise, as a result of typical expected 
future traffic growth from other developments along Meadowbrook Parkway and in 
the region.  By 2019, in addition to even longer queues on the already congested 
southbound Parkway on-ramp from eastbound Hempstead Turnpike, new 
widespread spillback queuing is projected on the southbound on-ramp from 
westbound Hempstead Turnpike and both the northbound and southbound 
Parkway off-ramps to eastbound Hempstead Turnpike.  

 

Comprehensive Roadway Improvement Proposals 

For this reason, VHB began review of corridor issues and potential improvements. 
The objectives of the improvement proposals developed through this process are to 
enhance access and mobility in this area for the general public by eliminating current 
deficiencies, and to provide access and mitigation to support the proposed 
redevelopment project.  Based on these objectives, the LDG has put forward an 
aggressive infrastructure improvement plan that will bring cumulative improvement 
to this area.  Lighthouse Development Group is committed to working 
collaboratively with the Town, County, State and Federal Government (and their 
associated agencies) to address the necessary transportation and roadway 
infrastructure improvements for the area. For the most part these long overdue 
improvements address issues that have nothing to do with the Lighthouse Project. In 
addition, as the area continues to grow (albeit slowly) the current transportation and 
roadway infrastructure ability to service this growth will continue to deteriorate. As 
per Lighthouse Development’s current development agreement with Nassau 
County, Lighthouse Development Group will contribute, by full build-out, up to $55 
million dollars towards the proposed mitigation solutions provided herein including 
but not limited to projects like roadway improvements, improved bus stations, on-
site easements, express bus service, trolley service and pedestrian bridges.  
 
The centerpiece of the Lighthouse’s proposed infrastructure improvements are the 
complete reconstruction of the Meadowbrook Parkway/Hempstead Turnpike 
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interchange with a modern single-point interchange design and the construction of 
an additional (fourth) continuous southbound lane on Meadowbrook Parkway, 
between Hempstead Turnpike and Southern State Parkway. Unlike the existing 
Hempstead interchange design, all of the proposed interchange and Parkway 
improvement concepts meet or exceed the required national and state engineering 
design standards.  It should also be noted that the level of infrastructure 
improvement associated with this Project is tremendous, in terms of scale for a 
private development project, and responsive to area needs and project mitigation 
requirements. 

Operational Analysis Results  

Both of these proposed major improvements will greatly increase vehicle capacity 
within these heavily constrained facilities and eliminate failing portions of the 
interchange, including five separate substandard weaving areas.  After completion of 
the new interchange, additional lane capacity will be provided for efficient vehicle 
movement and no weaving will be required for access between Meadowbrook 
Parkway and Hempstead Turnpike. Similarly, provision of an additional lane on 
southbound Meadowbrook Parkway will increase the Parkway’s capacity by one-
third and double the capacity of the ramp to westbound Southern State Parkway. 
Specifically, the 2019 simulation results (see Appendix) for the Hempstead Turnpike 
and Southern State Parkway interchanges show that with the roadway 
improvements, greater than 70 percent reduction of vehicle queues will be achieved 
on multiple ramps.   
 
Additionally, the simulation results measure roadway capacity using the concept of 
vehicle throughput (i.e. the number of vehicles successfully traveling past a given 
point) on various roadway or ramp segments.  Without construction of the proposed 
improvements, the simulation results show steadily reduced vehicle throughput on 
Meadowbrook Parkway between Existing conditions and 2019 Build conditions 
(without construction of the proposed improvements).  This reduction in throughput 
is the result of greater congestion along the corridor, which inhibits adequate traffic 
flow, leading to driver frustration, significant delays, and unstable traffic conditions.  
However, after inclusion of the proposed improvement measures, vehicle 
throughput along the Meadowbrook Parkway corridor is shown to be up to 11 
percent greater during peak traffic volume periods under 2019 Build with  
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Mitigation conditions (including all project-generated traffic) than the 2019 No Build 
conditions.  

Additional Improvements and Conclusions 

In addition to the reconstructed Hempstead Turnpike Interchange, LDG proposes 
additional improvements at other locations in the study area.  Primary among these 
proposals is realignment of the Charles Lindbergh Boulevard southbound ramp to 
eliminate the existing weave between this ramp and the ramp from the northbound 
Meadowbrook Parkway exit to Charles Lindbergh Boulevard. This improvement will 
also create a new signalized intersection on Charles Lindbergh Boulevard, providing 
alternative access to the RexCorp Plaza.  Finally, the realigned ramp will also allow 
for construction of a new road between the East and West Campuses of Nassau 
Community College, connecting parking on both sides of the College. 
 
As per Lighthouse Development’s current development agreement with Nassau 
County, Lighthouse Development Group will contribute, by full build-out, up to $55 
million dollars towards the proposed mitigation solutions provided herein including 
but not limited to projects like roadway improvements, improved bus stations, on-
site easements, express bus service, trolley service and pedestrian bridges. No one 
improvement measure will resolve the area’s traffic challenges, but the coordinated 
implementation of improvements described in this study will resolve the area’s 
primary traffic issues.  These improvements are feasible and can be implemented 
prior to the Project’s full completion. Most importantly, the proposed improvements 
will bring much needed relief to the overwhelmed Meadowbrook Parkway corridor 
and create a safer and more efficient road network for the benefit of the Town of 
Hempstead and the surrounding areas. 
 

Summary Results 

Overall Network Performance 

A summary of the overall VISSIM results for the entire network (all of Meadowbrook 
Parkway) are in included in Table 43.  The results in Table 43 provide a comparison 
of the relative operational quality for the entire network during each analysis 
scenario. A complete summary of all of the VISSIM results for this network is 
included in the Appendix. 

 
Meadowbrook Parkway in the study corridor is a 3-lane section in each direction.    
The 2019 Build with Mitigation scenario allows additional traffic of 11 percent and 6 
percent compared to the 2019 No-Build scenario in the weekday AM and weekday 
PM peak hours respectively.  This is a 6-11percent improvement across the entire 10-
interchange network of Meadowbrook Parkway.  When a freeway corridor is already 
highly congested, 6-11 percent improvement is considerable, particularly for a 
network-wide improvement in flow, when the roadway mitigation was added only 
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in a particular segment of the corridor.  Healthier improvements in traffic operations 
or throughput on such a facility are typically only seen when full through lanes of 
capacity are added across multiple sections.  In the mitigation scenario, the 
additional lane is an auxiliary lane, handling mostly weaving traffic and lane-
changing, and will not be utilized significantly for through travel.  For an even 
greater perspective of the traffic improvements with the proposed mitigation, 
looking more closely at the impacts directly adjacent to the site, southbound 
Meadowbrook Parkway realizes a 10-25% increase in throughput across the section 
between Hempstead and Southern State interchanges.   
 
Table 43 indicates that operational improvements on Meadowbrook Parkway as a 
result of proposed mitigation are:  
 

 Weekday morning peak hour throughput, delay, and average speed are all 
anticipated to improve significantly compared to the 2019 No Build 
Condition; 

 Weekday evening peak hour throughput is expected to improve significantly 
and both delay and average speed are expected to maintain consistent levels-
of-service compared to the 2019 No Build Condition; and 

 Saturday midday peak hour throughput is expected improve significantly 
compared to the 2019 No Build Condition. 

 
Table 43 is a portion of the VISSIM output that is available to analyze how the 
Meadowbrook Parkway is operating today, in the future without the Lighthouse and 
then with the Lighthouse. Table 43 shows how poorly the Meadowbrook Parkway 
operates today, for example with 107 seconds of delay per vehicle and an average 
speed of 33 miles per hour in the PM peak hour.  In 2014 with the Lighthouse Project 
these values continue to deteriorate although more traffic is being handled by the 
system as measured by throughput. In 2019 No Build the numbers in Table 43 
suggest the system is breaking down as throughput has actually decreased in the 
PM, 43,523 vehicles per hour versus the 45,619 in 2014 Phase 1 Build. Delay in 2019 
No Build is now 245 seconds per vehicle in the PM and average speed has dropped 
to 22 miles per hour.  The important factor here, however, is the drop in throughput 
indicating the system has become unstable and cannot handle as many vehicles in 
2019 No Build conditions as it could in 2014 even with Phase 1 traffic of the 
Lighthouse project added to the network. The last column of Table 43 shows the 
results of the mitigation projects proposed for the Meadowbrook Parkway as 
previously described.  As seen in Table 43 throughput in the PM is now up to 46,328 
vehicles per hour which is the largest throughput reported in Table 43. Delay and 
speed have also been reduced to 2019 No Build levels.   
 
As mentioned before, detailed tables and simulations from VISSIM will be available 
in the Appendix or upon request. 
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Table 43 
Summary of Meadowbrook Parkway VISSIM Network Operation – Entire Network (12 Interchanges) 
 2008 Existing 2014 Phase 1 Build * 2019 No Build 2019 Full Build * 2019 Full Build with 

Mitigation 
      
Location/Period Thru a Delay b Spd c Thru Delay Spd Thru Delay Spd Thru Delay Spd Thru Delay Spd 
Meadowbrook Parkway             

Weekday AM: 40,953 129 31 41,278 157 29 37,114 247 23 35,724 321 19 41,304 214 25 

Weekday PM: 45,119 107 33 45,619 208 24 43,523 245 22 45,429 260 21 46,328 244 22 

Saturday Mid: 39,866 28 44 41,920 50 40 41,300 57 39 42,808 60 39 42,788 65 38 

* does not include mitigation  
a total network vehicle throughput, in number of vehicles 
b average delay in seconds per vehicle 
c average speed in miles per hour 

Individual Segment Performance 

During the weekday AM and PM peak hours, in the vicinity of the Hempstead 
Turnpike interchange, the northbound operations on Meadowbrook Parkway 
improve significantly for the 2019 Build with Mitigation compared to the 2019 No-
Build conditions without roadway improvements.  All of the interchange ramps have 
higher throughput in the vicinity of the ramps when analyzed with the proposed 
improvements in the 2019 Build with mitigation scenario.  This improvement is 
noteworthy given the over-saturated traffic conditions of the interchange in the 
existing conditions. 
 
Table 44 presents a summary of the VISSIM analyses for individual roadway 
segments and access ramps along the northbound portion of Meadowbrook 
Parkway only.  A complete summary of all roadway links and interchange ramps is 
included in the Appendix. 
 
As shown in Table 44, the northbound traffic throughput, queuing, and average 
speeds on Meadowbrook Parkway and the Hempstead Turnpike interchange ramps 
under the 2019 Full Build with the proposed mitigation are generally consistent with 
or better than operations in the 2019 No Build Condition.  These findings indicate 
that both of the improvement alternatives are capable of mitigating potential project-
related impacts and, in some locations, may provide additional capacity within the 
interchange. 
 
Table 45 presents a summary of the VISSIM analyses for individual roadway 
segments and access ramps along the southbound portion of Meadowbrook 
Parkway.  Most of the interchange ramps have higher capacity with the proposed 
improvements in the 2019 Build with mitigation scenario compared to the 2019 No-
Build conditions. 
 
A complete summary of all roadway links and interchange ramps is included in the 
Appendix. 
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Table 44 
Summary of Critical Northbound Meadowbrook Parkway and Interchange Ramp Operations  
 2008 Existing 2014 Phase 1 Build *  2019 No Build 2019 Full Build * 2019 Full Build 
     With Mitigation 
Location/Period Thru a Queue b Spd c Thru Thru Thru Thru Queue Spd Thru Queue Spd Thru Queue Spd 
Meadowbrook Parkway between Southern 
State Parkway and Hempstead Turnpike 

            

Weekday AM: 6,320 n/a 47 6,174 n/a 50 5,218 n/a 46 4,014 n/a 40 6,503 n/a 48 

Weekday PM: 3,899 n/a 50 4,225 n/a 46 4,026 n/a 51 4,498 n/a 48 4,278 n/a 54 

Saturday Mid: 4,123 n/a 55 4,338 n/a 55 4,459 n/a 55 4,456 n/a 54 4,459 n/a 55 

Off-ramp to Hempstead Turnpike eastbound             

Weekday AM: 500 123 35 494 269 35 367 60 35 237 103 35 442 138 35 

Weekday PM: 412 319 25 453 4,129 26 398 1,019 33 501 3,631 31 437 1,008 31 

Saturday Mid: 336 168 35 344 365 35 362 130 35 366 1,925 33 356 172 35 

On-ramp from Hempstead Turnpike 
eastbound 

            

Weekday AM: 605 999 15 612 2,139 6 407 4,995 6 244 5,016 5 746 826 25 

Weekday PM: 514 283 29 470 297 28 332 2,367 30 410 262 29 766 0 34 

Saturday Mid: 444 69 33 519 141 30 526 152 31 549 268 29 530 0 34 

Off-ramp to Hempstead Turnpike westbound             

Weekday AM: 471 0 44 447 0 44 251 0 43 166 0 40 656 0 29 

Weekday PM: 321 0 44 431 0 39 215 0 42 453 0 37 527 0 32 

Saturday Mid: 259 0 45 399 0 45 278 0 45 433 0 45 463 0 33 

n/a not available 
* does not include mitigation  
a total network vehicle throughput, in number of vehicles 
b maximum vehicle queue in feet 
c average speed in miles per hour 
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Table 45 
Summary of Critical Southbound Meadowbrook Parkway and Interchange Ramp Operations  
 2008 Existing 2014 Phase 1 Build * 2019 No Build 2019 Full Build * 2019 Full Build with 

Improvements 
              
Location/Period Thru a Queue b Spd c Thru Queue Spd Thru Queue Spd Thru Queue Spd Thru Queue Spd 
Meadowbrook Parkway between Charles Lindbergh 
Boulevard and Hempstead Turnpike 

            

Weekday AM: 2,180 n/a 54 2,239 n/a 52 2,008 n/a 43 1,820 n/a 40 1,545 n/a 54 
Weekday PM: 5,215 n/a 41 4,669 n/a 31 4,361 n/a 27 4,375 n/a 28 4,561 n/a 52 
Saturday Mid: 5,220 n/a 54 5,231 n/a 54 5,316 n/a 54 5,243 n/a 53 4,761 n/a 54 

On-ramp from Hempstead Turnpike westbound             
Weekday AM: 339 91 39 268 2,201 35 145 5,016 26 80 5,016 18 342 57 31 
Weekday PM: 453 497 31 448 1,193 25 398 3,478 16 433 1,619 20 458 201 30 
Saturday Mid: 372 0 38 409 0 35 447 0 37 430 0 37 418 71 31 

Off-ramp to Hempstead Turnpike eastbound             
Weekday AM: 500 537 34 425 2,277 26 187 4,836 12 124 5,016 7 453 316 33 
Weekday PM: 518 190 34 473 307 34 455 1,775 34 428 214 34 451 279 33 
Saturday Mid: 545 6 35 514 0 35 531 21 35 502 21 35 536 312 33 

On-ramp from Hempstead Turnpike eastbound             
Weekday AM: 213 0 40 216 0 39 157 0 39 92 0 39 253 0 34 
Weekday PM: 392 5,016 19 352 5,016 12 270 5,016 6 260 5,016 8 635 1,502 34 
Saturday Mid: 367 0 39 466 0 39 464 11 39 501 8 38 486 0 34 

Off-ramp to Southern State Parkway westbound             
Weekday AM: 779 0 54 775 0 55 690 0 55 596 0 55 766 0 55 
Weekday PM: 1,359 1,672 52 1,226 5,015 41 1,008 3,344 42 1,051 5,016 38 1,050 5,016 30 
Saturday Mid: 1,021 0 55 1,052 0 55 1,046 0 55 1,087 0 54 1,075 0 55 

Off-ramp to Southern State Parkway eastbound             
Weekday AM: 413 13 36 451 20 36 395 88 35 366 151 35 427 50 36 
Weekday PM: 1,084 3,261 11 995 1,229 16 950 5,015 12 908 2,824 16 905 1,343 16 
Saturday Mid: 995 699 28 1,059 1,398 14 1,024 1,217 23 1,093 1,358 14 1,088 1,368 11 

n/a not available 
* does not include mitigation  
a total network vehicle throughput, in number of vehicles 
b maximum vehicle queue in feet 
c average speed in miles per hour 
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Meadowbrook Parkway HCM Analysis 

This section examines the impact of the proposed Lighthouse project on the existing and 
proposed improvements along the Parkways mainline, ramps, and weaves areas. For the 
purposes of this analysis the words freeway and parkway can be used interchangeably. 
 
The capacity of the Parkway mainline was analyzed using procedures outlined in 
Chapter 23, Basic Freeway Segments, of the 2000 Highway Capacity Manual (HCM).  Under 
optimal conditions, a six or eight-lane highway can process approximately 2,400 
passenger vehicles per lane per hour.  This optimal capacity is affected by a number of 
factors including the amount of heavy vehicles such as trucks, buses or recreational 
vehicles within the traffic stream, the terrain, lane widths, the presence of obstructions 
adjacent to the roadway, the composition of drivers (regular drivers who are familiar 
with the roadway or infrequent users), and the prevailing speed of the traffic flow.   
 
Three measures provide an indication of how well a freeway segment accommodates 
traffic flow.  These measures include:  density of passenger cars per mile per lane of 
roadway, average speed of passenger cars, and volume-to-capacity ratio.  The three 
measures of speed, density, and flow or volume are interrelated but the measure used to 
provide an estimate of level of service is density.  Basically, as the density of vehicles per 
mile of roadway increases, the speed and flow rate tends to decrease, and level of service 
declines.   
 
The term level-of-service (LOS) as used in this section defines the operational 
characteristics of traffic flow along a given parkway or freeway.  This differs from the 
previously defined LOS used for the intersection analysis.   LOS A (representing free-
flow traffic conditions) to LOS F (representing an unacceptable level of congestion) is 
assigned to a specific segment of the roadway.   
 
Another significant factor affecting the capacity is the interaction of vehicles at 
interchanges.  At interchanges, traffic on the mainline can be significantly affected by 
the friction between vehicles merging into the traffic stream and vehicles slowing to 
exit from the traffic stream.  According to the Highway Capacity Manual, this 
interaction can reduce the capacity of a freeway segment by the amount of merging 
vehicles, especially if there are inadequate acceleration/deceleration lanes provided 
on the freeway.  Where acceleration/deceleration lanes do not meet current design 
standards, capacity along the freeway segment will be further impacted as vehicles 
will need to use part of the freeway to accelerate and decelerate. 
 
The analysis of merge and diverge operations at interchange ramps is based on 
procedures presented in Chapter 25, Ramps and Ramp Junctions, of the Highway 
Capacity Manual.   The procedure focuses on the interaction between freeway 
mainline through traffic and traffic merging from or diverging to ramps.  The 
analysis takes into account the length and taper of the acceleration/deceleration 
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lanes, free-flow vehicle speed along the freeway, and sight distances.  The focus of 
the analysis is at the ramp junction with the mainline where entering vehicles 
attempt to find gaps in the adjacent traffic stream.  The action of this merging traffic 
creates vehicle turbulence along the mainline which can affect freeway operations.  
The converse of this is the diverge movement which forces exiting vehicles to shift in 
advance and occupy the right travel lane in order to exit the freeway, causing some 
turbulence as the vehicles shift lanes.  According to the HCM, the influence area for 
both of these movements is approximately 1,500 feet before the diverge areas and 
beyond the merge areas.  The ramp analysis does not include the operation of 
weaving areas found at cloverleaf interchanges where exiting traffic crosses entering 
traffic.  
 
The analysis of weaving operations at interchange ramps is based on procedures 
presented in Chapter 24, Freeway Weaving, of the Highway Capacity Manual.  A 
weaving movement is defined as the interaction between the crossings of two or 
more traffic streams traveling in the same direction without the aid of traffic control 
devices. The measure of effectiveness to determine the level of service is based on 
many parameters, including density and the speed of both the weaving and non-
weaving vehicles. The higher the speeds and lower the density, the better the 
operations of the weaving segment.  
 
The results of the mainline level of service analysis are summarized in Table 46.  The 
results of the ramp analyses are summarized in Table 47 thru 52.  The results of the 
weaving segment analysis along the Parkways are summarized in Table 53. 
 
The HCM analysis shows that the proposed mitigation will result in the following 
benefits to the Meadowbrook Parkway under the Build 2019 Condition: 

 
h Improved Parkway LOS along the southbound segment from Hempstead 

Turnpike to the Southern State Parkway 
 

h Elimination of Ramp junction friction within the Meadowbrook Interchange area 
at Hempstead Turnpike resulting in improved operations and safety 

 
h Elimination of all weaving conditions within the Meadowbrook Parkway Hempstead 

Turnpike interchange area including elimination of two weave locations on the 
Parkway and two weave locations on Hempstead Turnpike.
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Table 46 Freeway Segment Capacity Analyses Summary 
Freeway Segment Description    2008 Existing 2014 Phase 1 Build 2019 No-Build 2019 Full Build with Plan 1 2019 Full Build with Plan1 and Plan 2 

From To Number of Lanes Peak Hour Volume1 Density2 LOS3 Volume Density LOS Volume Density LOS Volume Density LOS Volume Density LOS 

Meadowbrook State Pkwy Northbound                  
Southern State Pkwy Hempstead Tpke 3 AM 6535 N/A F 6780 N/A F 5970 N/A F 7035 N/A F 7035 N/A F 

 3 PM 3870 25.5 C 4175 27.5 D 4130 27.2 D 4280 28.2 D 4280 28.2 D 
  3 SAT 4095 27.0 D 4410 29.1 D 4365 28.8 D 4525 29.8 D 4525 29.8 D 
                   
Hempstead Tpke Merchants Concourse 3 AM 5305 35.1 E 5640 38.0 E 5655 38.2 E 5805 39.7 E 5805 39.7 E 

 3 PM 3425 22.6 C 3865 25.5 C 3650 24.0 C 4090 26.9 D 4090 26.9 D 
 3 SAT 3640 24.0 C 4135 27.2 D 3880 25.6 C 4260 28.1 D 4260 28.1 D 

   
                

Old Country Rd Northern State Pkwy 3 AM 5090 33.6 D 5415 36.0 E 5430 36.1 E 5565 37.3 E 5565 37.3 E 
3 PM 5285 35.0 D 5700 38.6 E 5640 38.0 E 6105 43.4 E 6105 43.4 E 

3 SAT 3730 24.6 C 4110 27.1 D 3980 26.2 D 4220 27.8 D 4220 27.8 D 
Meadowbrook State Pkwy Southbound                  

Northern State Pkwy Old Country Rd 3 AM 6000 42.0 E 6310 N/A F 6395 N/A F 6600 N/A F 6600 N/A F 
 3 PM 6060 42.8 E 6730 N/A F 6460 N/A F 6940 N/A F 6940 N/A F 
 3 SAT 6065 42.9 E 6645 N/A F 6470 N/A F 6930 N/A F 6930 N/A F 

                   
Zeckendorf Blvd Merchants Concourse 3 AM 4255 28.0 D 4535 29.9 D 4540 29.9 D 4810 31.7 D 4810 31.7 D 

 3 PM 5915 41.0 E 6610 N/A F 6305 N/A F 6825 N/A F 6825 N/A F 
  3 SAT 5195 34.3 D 5845 40.2 E 5540 37.1 E 6155 44.2 E 6155 44.2 E 
                   
Hempstead Tpke Southern State Pkwy 3* AM 2230 14.7 B 2375 15.7 B 2380 15.7 B 2485 16.4 B 2485 12.3 B 

 3* PM 6270 N/A F 6625 N/A F 6685 N/A F 6845 N/A F 6845 33.9 D 
  3* SAT 5340 35.4 E 5755 39.2 E 5695 38.5 E 5990 41.9 E 5990 29.6 D 

Southern State Pkwy Eastbound                  
Nassau Rd Meadowbrook State Pkwy 3 AM 6340 N/A F 6575 N/A E 6760 N/A F 6770 N/A F 6770 N/A F 

 3 PM 5570 37.4 E 5775 39.4 E 5940 41.3 E 5930 41.2 E 5930 41.2 E 
  3 SAT 5445 36.3 E 5655 38.2 E 5805 39.7 E 5815 39.8 E 5815 39.8 E 

Southern State Pkwy Westbound                  
Meadowbrook State Pkwy Nassau Rd 3 AM 5055 33.3 D 5245 34.7 D 5350 35.5 E 5370 35.7 E 5370 35.7 E 

 3 PM 6270 N/A F 6585 N/A F 6685 N/A F 6820 N/A F 6820 N/A F 
  3 SAT 5540 37.1 E 5800 39.6 E 5845 40.2 E 5970 41.6 E 5970 41.6 E 

Northern State Pkwy Westbound                  
Post Rd Meadowbrook State Pkwy 3 AM 6720 N/A F 6975 N/A F 7165 N/A F 7220 N/A F 7220 N/A F 

 3 PM 5500 36.7 E 5830 40.0 E 5805 39.7 E 6020 42.3 E 6020 42.3 E 
  3 SAT 4200 27.7 D 4465 29.4 D 4430 29.2 D 4550 30.0 D 4550 30.0 D 

Northern State Pkwy Eastbound                  
Meadowbrook State Pkwy Post Rd 3 AM 5560 37.3 E 5795 39.6 E 5935 41.2 E 5970 42.7 E 5970 42.7 E 

 3 PM 5755 39.2 E 6025 42.3 E 6140 44.0 E 6245 N/A F 6245 N/A F 
  3 SAT 5120 33.8 D 5395 35.9 E 5460 36.4 E 5565 37.3 E 5565 37.3 E 
                   
Source:  Compiled by Vanasse Hangen Brustlin  (VHB) using HCS 2000 Highway Capacity Software. 
Noted: Shaded cells denote LOS E or LOS F conditions. 
1  Volume – Volume in vehicles per hour on the freeway segment. 
2  Density – Expressed in passenger cars per mile per lane. 
3  LOS – Level of service rating for the freeway segment, ranging from LOS A (best) to LOS F (worst). 
N/A = HCS did not calculate the density for Basic Freeway Segment for LOS F. 
• Widen Meadowbrook State Pkwy SB between Hempstead Tpke and Southern State Pkwy to 4-Lanes 
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Table 47 Meadowbrook State Pkwy Northbound Ramp Junction Capacity Analyses Summary 
   2008 Existing 2014 Phase 1 Build 2019 No-Build 2019 Full Build with Plan 1 2019 Full Build with Plan1 and Plan 2 

Ramp Junction Description Number of Lanes Peak Hour Volume1 Density2 LOS3 Volume Density LOS Volume Density LOS Volume Density LOS Volume Density LOS 

 
Meadowbrook State Pkwy NB Off-Ramp to 
Southern State EB 

1 AM 720 36.2 E 750 37.5 E 770 38.6 F 760 39.0 F 760 39.0 F 

1 PM 730 25.1 C 735 26.5 C 780 26.8 C 785 27.4 C 785 27.4 C 
1 SAT 925 25.2 C 940 26.6 C 985 26.8 C 1005 27.4 C 1005 27.4 C 

 
Meadowbrook State Pkwy NB On-Ramp from 
Southern State WB 

1 AM 1485 39.8 F 1535 41.1 F 1580 42.2 F 1585 42.6 F 1585 42.6 F 
1 PM 930 24.8 C 1045 26.7 C 990 26.2 C 1075 27.3 C 1075 27.3 C 
1 SAT 1285 27.0 C 1420 29.0 D 1370 28.6 D 1470 29.7 D 1470 29.7 D 

 
Meadowbrook State Pkwy NB Off-Ramp to 
Hempstead Tpke EB 

1 AM 550 39.5 F 570 40.5 F 585 41.1 F 1175 42.3 F 1175 42.3 F 
1 PM 410 27.7 C 420 29.2 D 435 29.0 D 990 30.9 D 990 30.9 D 

 1 SAT 330 28.7 D 345 30.2 D 350 30.0 D 810 31.6 D 810 31.6 D 
 

Meadowbrook State Pkwy NB On-Ramp from NB C-
D Road 

1 AM 1480 39.0 F 1550 41.3 F 1580 41.6 F 1620 42.7 F 1620 42.7 F 
1 PM 1235 27.5 C 1345 30.6 D 1320 31.4 D 1455 32.6 D 1455 32.6 D 

 1 SAT 770 24.8 C 855 28.0 D 820 26.5 C 900 29.0 D 900 29.0 D 
 

Meadowbrook State Pkwy NB Off-Ramp to 
Merchants Concourse NB 

1 AM 390 40.7 F 415 42.9 F 415 43.0 F 485 44.0 F 485 44.0 F 
1 PM 620 31.4 D 655 34.0 D 665 32.9 D 645 35.4 E 645 35.4 E 

 1 SAT 765 30.6 D 815 33.3 D 815 32.0 D 810 34.0 D 810 34.0 D 
 

Meadowbrook State Pkwy NB Off-Ramp to 
Merchants Concourse SB 

1 AM 700 37.7 F 750 39.2 F 745 39.3 F 740 39.8 F 740 39.8 F 
1 PM 315 26.9 C 415 29.6 D 335 28.3 D 410 31.2 D 410 31.2 D 

 1 SAT 205 24.7 C 305 27.6 C 220 26.0 C 295 28.4 D 295 28.4 D 
 

Meadowbrook State Pkwy NB On-Ramp from Old 
Country Rd EB 

1 AM 395 28.2 D 410 29.8 D 420 29.9 D 425 30.6 D 425 30.6 D 
1 PM 745 28.8 D 770 30.8 D 795 30.6 D 785 32.9 D 785 32.9 D 

 1 SAT 365 19.7 B 380 21.6 C 390 20.9 C 390 22.0 C 390 22.0 C 
 

Meadowbrook State Pkwy NB On-Ramp from Old 
Country Rd WB 

1 AM 270 29.2 D 280 30.8 D 285 30.8 D 290 31.5 D 290 31.5 D 
1 PM 550 30.9 D 570 33.0 D 585 32.8 D 575 35.1 E 575 35.1 E 

 1 SAT 590 23.3 C 610 25.2 C 630 24.6 C 630 25.8 C 630 25.8 C 
 

Source:  Compiled by Vanasse Hangen Brustlin (VHB) using HCS 2000 Highway Capacity Software. 
Noted: Shaded cells denote LOS E or LOS F conditions. 
1 Volume – Ramp volume in vehicles per hour. 
2 Density – Expressed in passenger cars per mile per lane. 
3  LOS – Level of service rating for the ramp, ranging from LOS A (best) to LOS F (worst). 
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Table 48   Meadowbrook State Pkwy Southbound Ramp Junction Capacity Analyses Summary 
   2008 Existing 2014 Phase 1 Build 2019 No-Build 2019 Full Build with Plan 1 2019 Full Build with Plan1 and Plan 2 
Ramp Junction Description Number of Lanes Peak Hour Volume1 Density2 LOS3 Volume Density LOS Volume Density LOS Volume Density LOS Volume Density LOS 

                  

Meadowbrook State Pkwy SB On-Ramp from Glen 
Cove Rd 

1 AM 350 31.0 D 370 32.7 F 375 33.1 F 390 34.2 F 390 34.2 F 
1 PM 500 31.7 D 530 35.3 F* 530 33.9 F 555 36.4 F 555 36.4 F 
1 SAT 385 31.4 D 410 34.5 F 410 33.6 F 425 36.0 F 425 36.0 F 

 

Meadowbrook State Pkwy SB Off-Ramp to Old 
Country Rd WB 

1 AM 830 36.0 E 865 37.2 F 885 37.6 F 885 38.3 F 885 38.3 F 
1 PM 670 36.3 E 720 39.6 F 715 38.4 F 720 40.1 F 720 40.1 F 
1 SAT 505 35.8 E 495 38.3 F 540 37.9 F 525 39.8 F 525 39.8 F 

 

Meadowbrook State Pkwy SB Off-Ramp to Old 
Country Rd EB 

1 AM 255 31.2 D 265 32.4 D 270 32.7 D 290 33.6 D 290 33.6 D 
1 PM 590 32.6 D 635 35.2 E 630 34.2 D 605 36.0 F 605 36.0 F 
1 SAT 610 33.4 D 635 35.8 E 650 35.0 D 600 36.8 F 600 36.8 F 

 

Meadowbrook State Pkwy SB On-Ramp from 
Zeckendorf Blvd NB 

1 AM 35 23.5 C 50 25.0 C 40 25.0 C 55 26.4 C 55 26.4 C 
1 PM 515 33.3 D 590 37.0 F 550 35.3 F 620 38.2 F 620 38.2 F 
1 SAT 340 29.1 D 390 32.6 D 365 31.0 D 410 34.2 D 410 34.2 D 

 

Meadowbrook State Pkwy SB Off-Ramp to 
Merchants Concourse SB 

1 AM 775 29.8 D 775 31.2 D 825 31.3 D 805 32.5 D 805 32.5 D 
1 PM 535 36.7 E 535 39.3 F 570 38.3 F 610 40.2 F 610 40.2 F 
1 SAT 270 33.3 D 295 36.1 E 290 34.8 D 315 37.3 E 315 37.3 E 

 

Meadowbrook State Pkwy SB Off-Ramp to 
Merchants Concourse NB 

1 AM 100 22.5 C 105 23.9 C 110 23.7 C 110 25.2 C 110 25.2 C 
1 PM 105 31.6 D 115 34.6 D 110 33.2 D 115 35.1 F 115 35.1 F 
1 SAT 135 29.7 D 145 32.4 D 145 31.1 D 155 33.6 D 155 33.6 D 

 

Meadowbrook State Pkwy SB Off-Ramp to SB C-D 
Road 

1 AM 1675 25.9 C 1870 27.9 F 1790 27.4 C 2600 31.5 F 2600 31.5 F 
1 PM 1340 33.7 D 1915 37.8 F 1430 35.3 E 2650 40.6 F 2650 40.6 F 
1 SAT 670 30.2 D 1130 33.7 D 715 31.6 D 1830 36.6 E 1830 36.6 E 

 

Meadowbrook State Pkwy SB On-Ramp from 
Stewart Ave 

1 AM 350 12.5 B 380 13.2 B 370 13.2 B 415 11.0 B 415 11.0 B 
1 PM 1215 30.7 D 1265 31.7 D 1300 32.7 D 1335 29.2 D 1335 29.2 D 
1 SAT 950 29.5 D 990 30.6 D 1015 31.4 D 1010 28.7 D 1010 28.7 D 

 

Meadowbrook State Pkwy SB On-Ramp from 
Charles Lindbergh Blvd 

1 AM 70 10.9 B 90 11.6 B 75 11.6 B 105 9.4 A 105 9.4 A 
1 PM 610 31.0 D 660 32.3 D 655 33.1 D 695 29.8 D 695 29.8 D 
1 SAT 75 26.3 C 135 27.8 C 80 28.1 D 150 25.9 C 150 25.9 C 

 

Meadowbrook State Pkwy SB On-Ramp from 
Hempstead Tpke EB 

1 AM 205 14.7 B 245 15.6 B 220 15.5 B 675 17.4 B N/A N/A N/A 
1 PM 625 36.1 F 750 38.2 F 665 38.3 F 1365 41.2 F N/A N/A N/A 
1 SAT 380 30.8 D 535 33.3 D 405 32.6 D 970 35.7 E N/A N/A N/A 

 

Meadowbrook State Pkwy SB Off-Ramp to Southern 
State Pkwy WB 

1 AM 840 19.7 B 880 20.7 C 895 20.7 C 940 21.5 C N/A N/A N/A 
1 PM 1630 40.6 F 1720 42.1 F 1740 42.3 F 1785 43.0 F N/A N/A N/A 
1 SAT 1000 35.6 E 1090 37.5 E 1070 37.2 E 1165 38.6 E N/A N/A N/A 

 
Source:  Compiled by Vanasse Hangen Brustlin (VHB) using HCS 2000 Highway Capacity Software. 
Noted: Shaded cells denote LOS E or LOS F conditions. 
1 Volume – Ramp volume in vehicles per hour. 
2 Density – Expressed in passenger cars per mile per lane. 
3 LOS – Level of service rating for the ramp, ranging from LOS A (best) to LOS F (worst). 
N/A = Not Applicable because the Hempstead Tpke EB On-Ramp to Meadowbrook State Pkwy SB become a lane addition and/or lane drop. 
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Table 49 Northern State Pkwy Eastbound Ramp Junction Capacity Analyses Summary 
   2008 Existing 2014 Phase 1 Build 2019 No-Build 2019 Full Build with Plan 1 2019 Full Build with Plan1 and Plan 2 

Ramp Junction Description Number of Lanes Peak Hour Volume1 Density2 LOS3 Volume Density LOS Volume Density LOS Volume Density LOS Volume Density LOS 

 
Northern State Pkwy EB On-Ramp from Glen Cove 
Rd 

1 AM 755 26.4 C 780 27.3 C 805 28.0 C 805 28.0 C 805 28.0 C 

1 PM 615 27.6 C 635 28.4 D 655 29.2 D 655 29.1 D 655 29.1 D 
1 SAT 590 26.1 C 610 26.9 C 625 27.5 C 625 27.5 C 625 27.5 C 

 
Northern State Pkwy EB On-Ramp from 
Meadowbrook State Pkwy NB 

1 AM 1480 31.4 D 1560 32.9 D 1575 33.6 D 1610 33.9 F 1610 33.9 F 
1 PM 1355 32.1 D 1465 33.8 F 1445 34.3 F 1570 35.2 F 1570 35.2 F 
1 SAT 1010 27.8 C 1135 29.6 D 1075 29.8 D 1185 30.6 D 1185 30.6 D 

 
Northern State Pkwy EB Off-Ramp to Post Rd 1 AM 500 27.1 C 520 28.1 D 995 28.8 D 535 28.8 D 535 28.8 D 

1 PM 575 28.0 D 605 29.1 D 675 29.7 D 625 30.0 F 625 30.0 F 
1 SAT 305 24.9 C 325 26.1 C 330 26.4 C 335 26.9 C 335 26.9 C 

 
Northern State Pkwy EB On-Ramp from Post Rd 1 AM 355 24.2 C 365 25.4 C 380 25.9 C 380 26.4 C 380 26.4 C 

1 PM 625 27.0 C 645 28.5 D 665 28.8 D 665 29.7 F 665 29.7 F 
1 SAT 390 23.2 C 405 24.7 C 420 25.1 C 415 25.6 C 415 25.6 C 

 
Source:  Compiled by Vanasse Hangen Brustlin  (VHB) using HCS 2000 Highway Capacity Software. 
Noted: Shaded cells denote LOS E or LOS F conditions. 
1  Volume – Ramp volume in vehicles per hour. 
2  Density – Expressed in passenger cars per mile per lane. 
3  LOS – Level of service rating for the ramp, ranging from LOS A (best) to LOS F (worst). 
 
 
Table 50 
Northern State Pkwy Westbound Ramp Junction Capacity Analyses Summary 

   2008 Existing 2014 Phase 1 Build 2019 No-Build 2019 Full Build with Plan 1 2019 Full Build with Plan1 and Plan 2 

Ramp Junction Description Number of Lanes Peak Hour Volume1 Density2 LOS3 Volume Density LOS Volume Density LOS Volume Density LOS Volume Density LOS 

                  
Northern State Pkwy WB Off-Ramp to Post Rd 
 

1 AM 540 35.8 F 560 36.7 F 575 37.4 F 580 37.6 F 580 37.6 F 

1 PM 435 30.6 D 465 32.1 D 525 32.2 D 480 32.9 D 480 32.9 D 
1 SAT 340 24.9 C 360 26.2 C 405 26.3 C 365 26.6 C 365 26.6 C 

 
 

                

Northern State Pkwy WB On-Ramp from Post Rd 1 AM 515 35.6 F 535 37.0 F 550 38.0 F 550 38.3 F 550 38.3 F 
1 PM 480 29.3 D 495 31.0 D 510 30.9 D 510 32.1 D 510 32.1 D 
1 SAT 310 22.2 C 320 23.6 C 330 23.4 C 330 24.0 C 330 24.0 C 

                  
Source:  Compiled by Vanasse Hangen Brustlin (VHB) using HCS 2000 Highway Capacity Software. 
Noted: Shaded cells denote LOS E or LOS F conditions. 
1  Volume – Ramp volume in vehicles per hour. 
2  Density – Expressed in passenger cars per mile per lane. 
3  LOS – Level of service rating for the ramp, ranging from LOS A (best) to LOS F (worst). 
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Table 51 Southern State Pkwy Eastbound Ramp Junction Capacity Analyses Summary 
   2008 Existing 2014 Phase 1 Build 2019 No-Build 2019 Full Build with Plan 1 2019 Full Build with Plan1 and Plan 2 

Ramp Junction Description Number of Lanes Peak Hour Volume1 Density2 LOS3 Volume Density LOS Volume Density LOS Volume Density LOS Volume Density LOS 

                  
Southern State Pkwy EB On-Ramp from Nassau Rd 1 AM 795 37.0 F 820 38.2 F 845 39.2 F 845 39.3 F 845 39.3 F 

1 PM 455 32.1 D 470 33.2 D 485 34.1 D 485 34.0 D 485 34.0 D 
1 SAT 555 31.8 D 575 32.9 D 590 33.7 D 590 33.7 D 590 33.7 D 

  
                

Southern State Pkwy EB Off-Ramp to 
Meadowbrook State Pkwy SB 

1 AM 570 34.3 F 590 35.2 F 675 36.0 F 610 36.0 F 610 36.0 F 
1 PM 890 31.9 D 925 32.7 D 1010 33.6 D 950 33.4 D 950 33.4 D 
1 SAT 1090 31.7 D 1130 32.7 D 1335 33.7 D 1165 33.4 D 1165 33.4 D 

                  
Southern State Pkwy EB On-Ramp from 
Meadowbrook State Pkwy NB 

1 AM 735 17.7 B 765 18.2 B 785 17.8 B 785 18.6 B 785 18.6 B 
1 PM 700 19.0 B 730 19.4 B 750 19.4 B 750 19.8 B 750 19.8 B 
1 SAT 950 18.3 B 985 18.9 B 1015 18.5 B 1015 19.2 B 1015 19.2 B 

                  
Source:  Compiled by Vanasse Hangen Brustlin (VHB) using HCS 2000 Highway Capacity Software. 
Noted: Shaded cells denote LOS E or LOS F conditions. 
1  Volume – Ramp volume in vehicles per hour. 
2  Density – Expressed in passenger cars per mile per lane. 
3  LOS – Level of service rating for the ramp, ranging from LOS A (best) to LOS F (worst). 
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Table 52 Southern State Pkwy Westbound Ramp Junction Capacity Analyses Summary 

   2008 Existing 2014 Phase 1 Build 2019 No-Build 2019 Full Build with Plan 1 2019 Full Build with Plan1 and Plan 2 

Ramp Junction Description Number of Lanes Peak Hour Volume1 Density2 LOS3 Volume Density LOS Volume Density LOS Volume Density LOS Volume Density LOS 

                  
Southern State Pkwy WB Off-Ramp to Merrick Ave 
NB 

1 AM 370 25.5 C 385 26.3 C 395 26.9 C 390 26.9 C 390 26.9 C 

1 PM 280 29.8 D 295 30.9 D 300 31.3 D 305 31.6 D 305 31.6 D 
1 SAT 175 30.8 D 185 32.0 D 190 32.3 F 190 32.6 F 190 32.6 F 

  
                

Southern State Pkwy WB On-Ramp from Merrick 
Ave SB 

1 AM 635 29.5 D 660 30.5 D 680 31.3 D 680 31.3 D 680 31.3 D 
1 PM 410 32.4 D 425 33.8 D 435 34.3 D 435 34.7 D 435 34.7 D 
1 SAT 465 34.7 D 480 36.2 F 495 36.8 F 495 37.1 F 495 37.1 F 

                  
Southern State Pkwy WB Off-Ramp to 
Meadowbrook Rd 

1 AM 55 32.3 D 55 33.1 D 55 33.8 D 55 33.8 D 55 33.8 D 
1 PM 65 35.4 E 70 36.6 E 70 37.0 E 70 37.3 E 70 37.3 E 
1 SAT 65 37.2 E 70 38.4 F 70 38.8 F 70 39.0 F 70 39.0 F 

                  
Southern State Pkwy WB Off-Ramp to 
Meadowbrook State Pkwy SB 

1 AM 415 24.7 C 430 25.4 C 440 25.3 C 440 25.8 C 440 25.8 C 
1 PM 885 30.6 D 925 31.5 D 940 32.1 D 955 32.1 D 955 32.1 D 
1 SAT 990 31.6 D 1040 32.4 D 1055 32.9 D 1065 33.1 D 1065 33.1 D 

                  
Southern State Pkwy WB On-Ramp from 
Meadowbrook State Pkwy NB/SB 

1 AM 1795 21.9 C 1865 23.0 C 1915 23.7 C 1920 23.8 C 1920 23.8 C 
1 PM 2440 29.7 F 2630 31.8 F 2600 32.2 F 2750 33.3 F 2750 33.3 F 
1 SAT 1650 23.7 C 1785 25.4 C 1760 25.5 C 1850 26.4 C 1850 26.4 C 

                  
Southern State Pkwy WB Off-Ramp to Nassau Rd 1 AM 455 30.0 D 470 30.8 D 535 31.4 D 485 31.4 D 485 31.4 D 

1 PM 690 35.3 F 725 36.6 F 800 37.0 F 750 37.4 F 750 37.4 F 
1 SAT 500 32.1 D 520 33.2 D 585 33.5 D 535 33.9 D 535 33.9 D 

                  
Southern State Pkwy WB On-Ramp from Nassau 
Rd 

1 AM 580 27.9 C 600 29.0 D 615 29.3 D 615 29.6 D 615 29.6 D 
1 PM 475 32.1 D 495 33.7 F 510 33.9 F 510 34.9 F 510 34.9 F 
1 SAT 520 29.7 D 540 31.0 D 555 31.1 D 555 32.0 D 555 32.0 D 

                  
Source:  Compiled by Vanasse Hangen Brustlin (VHB) using HCS 2000 Highway Capacity Software. 
Noted: Shaded cells denote LOS E or LOS F conditions. 
1  Volume – Ramp volume in vehicles per hour. 
2  Density – Expressed in passenger cars per mile per lane. 
3  LOS – Level of service rating for the ramp, ranging from LOS A (best) to LOS F (worst). 
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Table 54 Weaving Segment Capacity Analyses Summary 
 

Source:  Compiled by Vanasse Hangen 
Brustlin (VHB) using HCS 2000 Highway 
Capacity Software. 
Noted: Shaded cells denote LOS E or LOS F 
conditions. 
1  Speed – Weaving segment speed expressed 
in miles per hour 
2  Density – Expressed in passenger cars per 
mile per lane. 
3  LOS – Level of service rating for the ramp, 
ranging from LOS A (best) to LOS F (worst). 
N/A = Not Applicable because the weave 
segment has been eliminated with the 
Improvements 
 

   2008 Existing 2014 Phase 1 Build 2019 No-Build 2019 Full Build with Plan 1 2019 Full Build with Plan1 and Plan 2 

Weave Segment Description Number of Lanes Peak Hour Speed1 Density2 LOS3 Speed Density LOS Speed Density LOS Speed Density LOS Speed Density LOS 

Meadowbrook State Pkwy NB btw Hempstead Tpke 
EB On-Ramp and NB C-D Road Off-Ramp 

4 AM 31 57.9 F 30 64.1 F 31 63.0 F N/A N/A N/A N/A N/A N/A 
4 PM 34 32.9 D 31 42.3 E 34 35.7 E N/A N/A N/A N/A N/A N/A 
4 SAT 39 29.6 D 34 39.1 E 38 32.2 D N/A N/A N/A N/A N/A N/A 

  
                

Meadowbrook State Pkwy NB C-D Road btw Charles 
Lindbergh Blvd On-Ramp and Charles Lindbergh Blvd 
Off-Ramp 

3 AM 32 25.4 C 33 26.7 C 32 27.4 C 32 27.9 C 32 27.9 C 
3 PM 32 17.2 B 31 19.2 B 32 18.5 B 31 19.4 B 31 19.4 B 
3 SAT 38 10.1 B 37 11.0 B 38 10.7 B 38 9.9 A 38 9.9 A 

                  
Meadowbrook State Pkwy NB btw Merchants 
Concourse SB On-Ramp and Dibblee Dr Off-Ramp 

4 AM 49 32.7 D 48 35.2 E 48 35.4 E 48 36.3 E 48 36.3 E 
4 PM 49 23.7 C 47 26.6 C 48 25.6 C 47 29.5 D 47 29.5 D 
4 SAT 50 20.3 C 49 23.1 C 49 22.0 C 49 24.2 C 49 24.2 C 

                  
Meadowbrook State Pkwy NB btw Zeckendorf Blvd 
EB On-Ramp and Zeckendorf Blvd WB Off-Ramp 

4 AM 38 41.2 E 37 44.9 F 37 45.0 F 37 46.6 F 37 46.6 F 
4 PM 33 40.6 E 32 45.5 F 32 44.4 F 31 50.1 F 31 50.1 F 
4 SAT 36 29.1 D 35 33.2 D 35 31.8 D 34 36.1 E 34 36.1 E 

                  
Meadowbrook State Pkwy NB btw Zeckendorf Blvd 
WB On-Ramp and Old Country Rd Off-Ramp 

4 AM 42 34.4 D 42 37.3 E 42 37.5 E 41 39.6 E 41 39.6 E 
4 PM 43 29.7 D 42 33.1 D 43 32.3 D 41 37.0 E 41 37.0 E 
4 SAT 46 20.6 C 45 23.4 C 45 22.3 C 44 24.8 C 44 24.8 C 

                  
Meadowbrook State Pkwy SB btw Old Country Rd EB 
On-Ramp and Zeckendorf Blvd SB Off-Ramp 

4 AM 45 31.3 D 45 33.5 D 44 34.0 D 44 35.6 E 44 35.6 E 
4 PM 40 40.7 E 39 45.8 F 39 44.3 F 39 47.4 F 39 47.4 F 
4 SAT 41 38.0 E 41 42.5 E 41 41.2 E 40 45.0 F 40 45.0 F 

                  
Meadowbrook State Pkwy SB btw Zeckendorf SB On-
Ramp and Zeckendorf Blvd NB Off-Ramp 

4 AM 44 27.4 C 43 29.6 D 43 29.8 D 43 31.9 D 43 31.9 D 
4 PM 39 34.0 E 37 46.1 F 38 43.7 F 37 47.8 F 37 47.8 F 
4 SAT 38 37.3 E 37 43.0 F 38 40.7 E 39 45.3 F 39 45.3 F 

                  
Meadowbrook State Pkwy SB btw Hempstead Tpke 
WB On-Ramp and Hempstead EB Off-Ramp 

4 AM 39 17.6 B 38 19.0 B 38 19.1 B N/A N/A N/A N/A N/A N/A 
4 PM 36 47.3 F 36 49.5 F 35 51.6 F N/A N/A N/A N/A N/A N/A 
4 SAT 38 39.4 E 38 41.7 E 37 43.0 E N/A N/A N/A N/A N/A N/A 

                  
Southern State Pkwy EB btw Meadowbrook State 
Pkwy SB On-Ramp and Meadowbrook State Pkwy NB 
Off-Ramp 

4 AM 29 57.7 F 29 61.3 F 27 65.4 F 28 63.8 F 28 63.8 F 
4 PM 29 54.8 F 29 57.6 F 28 60.4 F 29 59.8 F 29 59.8 F 
4 SAT 30 48.3 F 29 52.8 F 29 52.4 F 29 54.8 F 29 54.8 F 

                  
Southern State Pkwy EB btw Meadowbrook Rd On-
Ramp and Merrick Ave SB Off-Ramp 

4 AM 42 33.2 D 42 35.1 E 42 33.0 D 41 36.6 E 41 36.6 E 
4 PM 42 34.5 D 41 36.3 E 41 36.1 E 41 37.6 E 41 37.6 E 
4 SAT 43 32.3 D 42 34.6 D 43 32.4 D 42 36.0 E 42 36.0 E 

                  
Southern State Pkwy EB btw Merrick Ave SB On-
Ramp and Merrick Ave NB Off-Ramp 

4 AM 43 32.9 D 43 34.8 D 43 32.7 D 42 36.2 E 42 36.2 E 
4 PM 42 33.8 D 41 35.5 E 41 35.0 D 41 36.9 E 41 36.9 E 
4 SAT 43 32.1 D 42 34.3 D 43 32.2 D 42 35.7 E 42 35.7 E 

                  
Southern State Pkwy WB btw Merrick Ave NB On-
Ramp and Merrick Ave SB Off-Ramp 

4 AM 42 37.9 E 41 39.8 E 41 41.3 E 41 41.4 E 41 41.4 E 
4 PM 38 51.6 F 37 55.1 F 37 56.3 F 37 57.2 F 37 57.2 F 
4 SAT 37 56.7 F 36 60.8 F 36 62.1 F 36 62.9 F 36 62.9 F 

                  
Southern State Pkwy WB btw Meadowbrook Rd On-
Ramp and Meadowbrook State Pkwy NB Off-Ramp 

4 AM 38 37.6 E 38 39.4 E 37 41.4 E 37 41.3 E 37 41.3 E 
4 PM 42 36.9 E 41 39.7 E 41 40.1 E 41 41.2 E 41 41.2 E 
4 SAT 40 42.3 E 39 45.4 F 38 46.5 F 38 47.1 F 38 47.1 F 
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Summary of Findings 
An extensive transportation impact study (TIS) was prepared for the Lighthouse at 
Long Island.  The proposed mixed use development is ideally situated from a 
transportation perspective with excellent access to public transit already serving the 
study area and its proximity to developing multi use pathways that will enable 
pedestrians and or bicyclist easy access to the amenities of the Lighthouse. 
 
This study addressed the “Final Scope for a Draft Generic Environmental Impact 
Statement for The Lighthouse at Long Island” (the Scope).  This Chapter summarizes 
the previous sections of the TIS where a detailed analysis of the transportation 
impacts of the proposed project can be found.  The key findings of each section of the 
TIS are summarized below.  
 
The Study Area includes an analysis of off-site access needs and impacts and 
includes the site access points and major signalized intersections surrounding the 
site.   
 
This study analyzed the effects of added travel demand from the development of The 
Lighthouse project.  The key time periods analyzed were weekday AM and PM peak 
hours and a Saturday mid-day peak.  The analyses show that the additional travel 
demands can be met by constructing or providing the mitigation measures described 
in this study. 
 

 

Trip Generation and Mode Split 

The Lighthouse project incorporates a transformed Nassau Coliseum within a mixed 
use of residential units, office space, retail establishments, sports complex, a hotel 
and conference center, multiplex cinema, restaurants, parking facilities,  a park-like 
central plaza, and open space.   
 
The number of new vehicle trips based on the development program and ITE’s 
procedures for Trip Generation at Mixed-Use Developments were:  1,497 during the 
AM peak, 3,744 during the PM peak and 2,957 for the Saturday peak hour, these 
numbers reflect new vehicle trips arriving plus departing the Lighthouse 
development.  About 30 percent of new trips will remain on site due to the high 
concentration of mixed uses (residential, hotel, office, retail) that will result in fewer 
new vehicle trips on the local and regional roadways.   
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Transit Operations 

Because the Lighthouse is proposed as a mixed-used development, accessibility to 
transit and transit hubs is a key to its success in reducing trips outside of the 
Lighthouse.  With excellent access today to public transit serving the study area, 
commuters, residents and visitors will have choices as how they chose to arrive at the 
Lighthouse. In addition, its proximity to developing multi use pathways will enable 
pedestrians and or bicyclist easy access to the amenities of the Lighthouse. 
 
Transit usage in the vicinity of the project site will increase with the introduction of 
the Developer funded trolley services, as well as an enhanced transit service in the 
way of an Express Shuttle to Mineola Station.  The project is anticipated to increase 
ridership on the LIRR and LI Bus Routes currently servicing the study area. The 
increase is considered manageable within the existing system and no mitigation is 
proposed. No impact to existing Senior Transportation services is anticipated. 
 

 

Traffic Operations 

A transportation analysis of Existing, Future No Build, and Future Build conditions 
for each of the analysis phases are included in this TIAS.  The analysis included the 
study of 49 intersections and the Meadowbrook Parkway between the Northern State 
Parkway and the Southern State Parkway. 

Intersections 

The results of the traffic analysis are consistent with ones expectations in that traffic 
conditions worsen in the No Build conditions.  As project generated traffic is added 
to the roadway network and the proposed mitigation is included in the analysis, the 
Build with mitigation conditions improve over the No Build conditions, or stay 
relatively the same, and the analyses show that most potential impacts resulting from 
the Lighthouse project can be mitigated.   
 

 

Mitigation 

In addition to the new trolley and express shuttle services planned at The 
Lighthouse, the project includes an extensive mitigation plan to help improve future 
operations with the project.   
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Lighthouse Development Group is committed to working collaboratively with the 
town, County, State and Federal Government (and their associated agencies) to 
address the necessary transportation and roadway infrastructure improvements for 
the area. For the most part these long overdue improvements address issues that 
have nothing to do with the Lighthouse project. In addition, as the area continues to 
grow (albeit slowly) the current transportation and roadway infrastructure ability to 
service this growth will continue to deteriorate. As per Lighthouse Development’s 
current development agreement with Nassau County, Lighthouse Development 
Group will contribute, by full build-out, up to $55 million dollars towards the 
proposed mitigation solutions provided herein including but not limited to projects 
like roadway improvements, improved bus stations, on-site easements, express bus 
service, trolley service and pedestrian bridges. 
 
Mitigation is proposed for the following intersections within the study area as part of 
the proposed project itself or due to the need to achieve a LOS equal or better that the 
No Build results:  
 
Phase 1 Proposed Mitigation (2014) 
 
The following intersection or roadway improvements are proposed to be completed 
by 2014: 
 
h Hempstead Turnpike & Earl Ovington Boulevard/Uniondale Avenue (5)  
h Earl Ovington Boulevard &Hofstra/Coliseum Pre-Paid Parking (6)  
h Earl Ovington Boulevard & Charles Lindbergh Eastbound/Coliseum VIP (7) 
h Charles Lindbergh Boulevard & Merrick Avenue (9) 
h Glenn Curtiss Boulevard & Merrick Avenue (11) 
h Hempstead Turnpike & Glenn Curtiss Blvd/Coliseum (12) 
h Charles Lindbergh Boulevard &Westbound U-turn (near Earl Ovington 

Boulevard (13)  
h Earl Ovington Boulevard & Coliseum Media/Staff Parking (16)  
h Coliseum North Exit Gate & Charles Lindbergh Eastbound (17)   
h Hempstead Turnpike & Park Blvd/East Meadow Avenue (26)  
 
Full Build Proposed Mitigation (2019) 

 
h Charles Lindbergh Boulevard Eastbound & James Doolittle Blvd/Coliseum 

Parking (14)  
h Hempstead Turnpike & James Doolittle Boulevard (15) 
h Old Country Road & Merrick Avenue/Post Avenue (21)   
h Merrick Avenue & Stewart Avenue/Park Boulevard (22) 
h Hempstead Turnpike & Cunningham Avenue (34)  
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Meadowbrook Parkway & Hempstead Turnpike Interchange (2019) 

Regional vehicular access to the site and surrounding areas is provided by 
Meadowbrook Parkway, a heavily congested six-lane divided Parkway, providing 
access to a number local roadways via grade-separated cloverleaf interchanges at 
regular intervals. Traffic along Meadowbrook Parkway during peak traffic periods is 
typically congested, with constrained movements and significant vehicles queues on 
ramps within numerous interchanges along the corridor.  Short weave areas and 
low-speed loop ramp designs within many of these interchanges create systematic 
capacity constraints and lead to potential safety challenges for all drivers, such as 
minimal gaps between vehicles in weaving areas and significant “spillback” queuing 
from ramps onto Meadowbrook Parkway.  

 
A review of the crash types on the Parkway reveals that over 50 percent were rear-
end collisions which is consistent with what might be expected on a high volume, 
multi-lane controlled access highway. The next most common type of occurrence 
involved overtaking or passing vehicles.  
 
The crash data examined for this study revealed that the rates for the Meadowbrook 
Parkway exceed the statewide rates in almost all instances. The vast majority of 
crashes occurred in the vicinity of the Entrance and Exit ramps.  The problem 
identified is that these ramps are spaced much closer together on the Meadowbrook 
Parkway and Hempstead Turnpike than on most typical controlled access highways. 
Improvements are needed at the Hempstead Turnpike interchange which will 
address the closely spaced ramps.  This type of improvement will likely result in a 
reduction in the accident rates on this segment and on the Parkway as a whole. 
 
The 2019 No Build analyses indicated that operations along Meadowbrook Parkway 
are generally expected to degrade, as a result of both other planned area 
developments (background growth) and the Lighthouse Project.   
 
Further study also showed that in the PM that congestion on southbound 
Meadowbrook Parkway is actually the result of a “bottleneck” on the Southern State 
Parkway. The lack of capacity or inability of the Southern State Parkway to process 
efficiently the number of vehicles (even under existing and Non Build Conditions) 
causes “shock waves” in the traffic flow that wind up impacting the Meadowbrook 
Parkway resulting in backups as far back as the interchange with Hempstead 
Turnpike.  This suggests that the traffic going through the Meadowbrook Parkway 
and Hempstead Turnpike interchange alone is not source of network congestion, but 
rather the lack of capacity on the Southern State Parkway. 
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Meadowbrook Parkway &Hempstead 
Turnpike Interchange (2019) 

To support the Lighthouse Project and mitigate existing congestion major 
infrastructure improvements on the Meadowbrook Parkway are proposed.  
the proposal includes reconstruction of the existing cloverleaf interchange of 
Meadowbrook Parkway at Hempstead Turnpike to provide a new interchange at this 
location.  The design is a compact interchange layout and will typically reduce 
turbulence on the Parkway by consolidating multiple cloverleaf ramps. By itself this 
option has a very positive impact on operations at the Interchange.  
 
However, one action by itself cannot mitigate the existing poor operating conditions 
on the Meadowbrook Parkway and the interchanges serving the Parkway.  The 
analysis of existing and future conditions showed that even with the new 
interchange, the major issue for all southbound traffic on the Meadowbrook in the 
PM peak period is the Southern State Parkway and its lack of capacity to handle 
existing and certainly future travel demands., 

 
To accommodate the additional traffic access the Parkway via the new Interchange at 
Hempstead Turnpike the analysis showed that adding a fourth travel lane from the 
Hempstead Turnpike onto the Southern State Parkway westbound would improve 
operations to at least a No Build Condition. An additional fourth southbound lane 
between Hempstead Turnpike and the Southern State Parkway in conjunction with 
the new interchange would improve operations on Meadowbrook Parkway by 
increasing vehicular capacity and reducing merge/diverge turbulence.  These major 
interchange and roadway infrastructure improvements will provide significant 
operational and safety improvements along both the Meadowbrook Parkway and 
Hempstead Turnpike.   
 
The need for improvements to the Parkway can be justified today; however 
construction of these improvements is not expected to be completed by 2014 due to 
the regulatory requirements of  NYSDOT and USDOT that will need to be addressed 
before design and construction can begin.   
 
These interchange improvements, combined with additional widening 
improvements along southbound Meadowbrook Parkway will reduce potential 
congestion along Meadowbrook Parkway and improve operations within the 
Meadowbrook Parkway/Hempstead Turnpike interchange, particularly during the 
weekday commuter peak hours.   
 
While these improvements are unlikely to resolve all capacity constraints along the 
Meadowbrook Parkway corridor, the proposed major infrastructure improvements 
associated with the Lighthouse project offer the opportunity to both mitigate project-
related impacts and achieve significantly better weekday commuter peak operations 
on Meadowbrook Parkway than would be expected without the project. 
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Meadowbrook Parkway M-4 
Southbound Off Ramp (2019)  

In addition to the new Hempstead Turnpike Interchange, changes are proposed for 
southbound Parkway Ramp M-4.  As shown previously in Figure 75, these 
improvements include: 
 
h Realigning the Charles Lindbergh Avenue southbound ramp portion of M-4 to 

eliminate the existing weave between this ramp and the ramp from the 
Northbound Meadowbrook Parkway exit to Charles Lindbergh Ave. To 
accomplish this, southbound traffic on Ramp M-4 will be diverted onto the 
County owned Perimeter Road which will be reconstructed as shown in Figure 
75 to provide direct access to Nassau Community College and Charles Lindbergh 
Blvd with a new signalized intersection opposite James Doolittle Blvd. 

 
These improvements on the M-4 southbound off ramp will allow College traffic to 
exit at the new signalized intersection (opposite James Doolittle Boulevard) and turn 
left providing direct access to the Meadowbrook Parkway.  Today access to the 
Meadowbrook Parkway is primarily provided at the Western Campus  driveway by 
exiting onto Charles Lindbergh Blvd, going south to the first signalized intersection 
in front of the Coliseum and making a u-turn and reversing direction to travel east 
back to the Meadowbrook Parkway.   
 
These improvements are also expected to improve conditions in front of the 
Lighthouse by eliminating the existing weave that occurs when traffic coming off the 
Meadowbrook Parkway from the north cross traffic coming off the Parkway from the 
south in the vicinity of James Doolittle Boulevard.  The weaving creates an unstable 
condition on Charles Lindbergh Boulevard during peak travel times or during events 
at the Coliseum resulting in backups and in some cases unsafe conditions.  The 
proposed plan will eliminate this weave and provide an opportunity for trips to 
RexCorp Plaza coming from the north and using Meadowbrook Parkway to access 
onto the newly constructed M-4 ramp.  By doing this the vehicles will no longer need 
to make left turns into the RexCorp Plaza from either Charles Lindbergh Boulevard 
or Hempstead Turnpike.  

 

Parking 

Lighthouse Development Group is planning to provide approximately 19,926 
parking spaces (5,766 net-new spaces) contained in above ground lots and parking 
structures, below grade garages, and on-street (within the Lighthouse area) spaces. 
The parking has been designated on a block-by-block basis to ensure that parking 
demands are properly accommodated.  
 
A Shared Use Study conducted by Walker Parking concluded that the proposed 
parking supply of 19,926 spaces can accommodate the weekend and weekend 
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demand.  The Lighthouse Group also proposes to implement a parking management 
plan to oversee operations and increase efficiency at the project.   

 

Pedestrians and Bicycles 

The project includes two pedestrian bridges; one bridge will allow pedestrians to 
cross from the RexCorp Plaza, bridging over Hempstead Turnpike, to the Lighthouse 
Development.  The second pedestrian overpass is located between the Omni Offices 
and The Lighthouse bridging Charles Lindbergh Boulevard providing a better 
connection to the Lighthouse and Nassau Community College (NCC). 
 
The extension of existing pedestrian and bike networks from surrounding 
neighborhoods ties the project and the Town together and encourages walking and 
bicycling and a vibrant street life. 
 
The Lighthouse project will provide dedicated bicycle lanes throughout the site that 
will tie into a perimeter Class I bicycle path circling the site.  This perimeter path will 
link into an existing Class I bicycle path that extends to Eisenhower Park, Hofstra 
University and beyond.  The perimeter bike and pedestrian paths are designed to be 
consistent with the County’s planned Emerald Ribbon Greenway. 
 
In addition, all intersection improvements around the site will have state-of-the-art 
pedestrian equipment including countdown signals and pedestrian pushbuttons.  
Intersections will be striped and well lighted for pedestrian safety.   
 

 

Transportation Demand Management 

A comprehensive Transportation Demand Management (TDM) program is detailed 
in the TIS for the project.  In addition to providing a description of the various 
measures in the TDM program, the TDM section identifies project commitments and 
describes the benefits of the proposed TDM program in terms of shifts to non-single-
occupant-vehicle (SOV) mode shares. 
 
Additionally, an event Transportation Management Plan (TMP) is being developed 
for the Coliseum. The TMP will ensures that all event attendees will arrive to the 
arena – through transit or driving – and will find suitable parking arrangements and 
depart from the Coliseum satisfied. The TMP will also ensure that the residential 
communities, both within and adjacent to The Lighthouse, maintain accessibly for 
the duration of an event.   

 




