


2. Westbury Boulevard at Charles Lindbergh Boulevard

Westbury Boulevard and Charles Lindbergh Boulevard is a four-legged, signalized intersection.
Westbury Boulevard westbound has one left-turn lane and one through lane. Eastbound Westbury
Boulevard has one through lane and one right-turn lane. Charles Lindbergh Boulevard is one way
southbound at this intersection and the approach consists of one left-turn lane, three through lanes,
and one right-turn lane. There are pedestrian crosswalks across the northbound, westbound, and

southbound approaches to the intersection.

The intersection is controlled by a two-phase signal with an east and westbound permitted phase

followed by a southbound protected phase. Pedestrians cross concurrently with traffic.

3. Hempstead Turnpike at Qak Street

Hempstead Turnpike at Oak Street is a four-legged, signalized intersection. Hempstead Turnpike
westbound has one left-turn lane, two through lanes, and one right-turn lane. Eastbound Hempstead
Turnpike has two left-turn lanes, two through lanes, and one right-turn lane. The Hofstra University
Parking Field 5 driveway is considered the northbound approach at this intersection and consists of
one approach lane. Southbound Oak Street has two left-turn lanes, one through/right-turn lane, and
one right-turn lane. There are pedestrian crosswalks across the north, west, and south sides of the
intersection. The crosswalks on the north and west sides of the intersection are complimented with
pedestrian pushbuttons and signals. Additionally, a pedestrian overpass across Hempstead Turnpike

to the west of the intersection connects university residence halls with the main campus area.

The intersection is controlled by a four-phase signal with a leading east and westbound protected
left-turn phase, followed by a lagging east-west phase. Phase three provides a protected southbound
movement followed by protected northbound movements during phase four. Pedestrians cross

concurrently with traffic.
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4. Hempstead Turnpike at California Avenue

Hempstead Turnpike at California Avenue is a four-legged, signalized intersection. Hempstead
Turnpike westbound has one left-turn lane, three through lanes, and one right-turn lane. Eastbound
Hempstead Turnpike has one left-turn lane, three through lanes, and one right-turn lane. Northbound
California Avenue has one left-turn/through lane and one right-turn lane. Hofstra Boulevard
southbound has one left-turn lane, one though lane, and one right-turn lane. There are pedestrian
crosswalks across the north, west, and south sides of the intersection. Pedestrian pushbuttons and
signals supplement the west side crosswalk. Also, a pedestrian overpass across Hempstead Turnpike

west of the intersection connects the Student Center and library on the Hofstra University campus.
The intersection is controlled by a three-phase signal with a leading east and westbound left-turn
phase, followed by a lagging east-west phase. Full permitted movements for north and southbound

traffic occur in the final phase. Pedestrian movements are concurrent with vehicle traffic.

5. Hempstead Turnpike at Earl Ovington Boulevard/Uniondale Avenue

Hempstead Turnpike at Earl Ovington Boulevard/Uniondale Avenue is a four-legged, signalized
intersection. Hempstead Turnpike westbound consists of two left-turn lanes, three through lanes, and
one channelized yield-controlled right-turn lane. Eastbound Hempstead Turnpike has two left-turn
lanes, three through lanes, and one right-turn lane. Northbound Uniondale Avenue consists of one
left-turn lane, one left-turn/through lane, and one through/right-turn lane. Earl Ovington Boulevard
southbound has one left-turn lane, one left-turn/through lane, one through/right-turn lane, and one
right-turn lane. There are pedestrian crosswalks with pushbuttons and signals across the west, north,
and south sides of the intersection, and a pedestrian overpass across Hempstead Turnpike just west

of the intersection that connects two parking lots of Hofstra University.

The intersection is controlled by a four-phase signal with a leading east and westbound protected

left-turn phase, followed by a lagging east-west phase. Phase three is a protected phase for
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northbound movements followed by a protected phase for southbound movements during phase four.

Pedestrians cross concurrently with vehicle traffic.

6.  Earl Ovington Boulevard at Hofstra/Nassau Coliseum Pre-paid Parking Entrance

Earl Ovington Boulevard at Hofstra/Nassau Coliseum Pre-paid Parking is a four-legged, signalized
intersection. The westbound Nassau Coliseum Pre-paid Parking approach is not striped but functions
as if it has two approach lanes, one left-turn/through lane and one right-turn lane. The eastbound
Hofstra access (East Gate Road) consists of one left-turn/through lane and one channelized right-turn
lane. Northbound and Southbound Earl Ovington Boulevard have one left-turn lane, two through
lanes, and one through/right-turn lane. There are no striped pedestrian crosswalks or pedestrian

facilities at this location.

The intersection is controlled by a two-phase signal with a north and southbound permitted phase

followed by an east and westbound permitted phase.

7.  Earl Ovington Boulevard at Charles Lindbergh Boulevard/Nassau Coliseum VIP Parking

Entrance

Earl Ovington Boulevard at Charles Lindbergh Boulevard/Nassau Coliseum VIP Parking Entrance is
a four-legged, signalized intersection. The westbound Nassau Coliseum VIP Parking Entrance has
two left-turn lanes and one channelized yield-controlled right-turn lane. Charles Lindbergh
Boulevard is one way eastbound at this intersection. The lane configuration at the signal is two left-
turn lanes, one through lane, and one channelized free right-turn lane. Earl Ovington Boulevard
northbound consists of two through lanes and one through/right-turn lane. Southbound Earl
Ovington Boulevard has one left-turn lane and two through lanes. There are no pedestrian facilities

at this location.
The intersection is controlled by a four-phase signal with leading protected southbound movements,

followed by a lagging north-south permitted phase. A leading east and west left-turn phase is

followed by full permitted movements for east and westbound traffic in the final phase.

3.6-19



8.  Earl Ovington Boulevard/Nassau Community College at Charles Lindbergh Boulevard W/B

Earl Ovington Boulevard/Nassau Community College at Charles Lindbergh Boulevard westbound is
a four-legged, signalized intersection. Charles Lindbergh Boulevard is one way westbound at this
intersection. The lane assignments on the approach consist of one left-turn lane, one left-
turn/through lane, one through/right-turn lane, and one right-turn lane. Northbound Earl Ovington
Boulevard has two left-turn lanes and two through lanes. The southbound Nassau Community
College approach consists of two through lanes and one channelized free right-turn lane. There are

no striped crosswalks or pedestrian facilities at this location.

The intersection is controlled by a three-phase signal with protected westbound movements,

followed by a north-south permitted phase, then a protected northbound phase.

9.  Charles Lindbergh Boulevard at Merrick Avenue

Charles Lindbergh Boulevard at Merrick Avenue is a three-legged, signalized intersection. Charles
Lindbergh Boulevard eastbound consists of two left-turn lanes and two free channelized right-turn
lanes for either southbound Merrick Avenue or northbound Meadowbrook Parkway. Both eastbound
right-turn movements are free of the signal. Merrick Avenue northbound has one left-turn lane and
two through lanes. Southbound Merrick Avenue has two through lanes and one channelized yield-

controlled right-turn lane. There are no striped crosswalks or pedestrian facilities at this location.
The intersection is controlled by a three-phase signal with leading north and southbound permitted
movements, followed by a lagging northbound protected phase. Full permitted movements for

eastbound traffic occur in the final phase.

10. Hempstead Turnpike at Merrick Avenue

Hempstead Turnpike at Merrick Avenue is a four-legged, signalized intersection. Hempstead

Turnpike westbound has one left-turn lane, three through lanes, and one through/right-turn lane.
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Eastbound Hempstead Turnpike consists of one left-turn lane, three through lanes, and one right-turn
lane. Merrick Avenue northbound has two left-turn lanes, one through lanes, and one through/right-
turn lane. Southbound Merrick Avenue has two left-turn lanes, two through lanes, and one right-turn
lane. There are pedestrian crosswalks with pushbuttons and signals across the north, south, and east

sides of the intersection.

The intersection is controlled by a four-phase signal with a leading north and southbound protected
left-turn phase, followed by a lagging north-south phase. Similarly, a leading east-west protected
left-turn phase is followed by an east-west thru phase. On all approaches except the northbound
approach, a corresponding right-turn permitted overlaps the protected left turns. Pedestrians cross

concurrently with vehicle traffic.

11. Glenn Curtiss Boulevard at Merrick Avenue

Glenn Curtiss Boulevard at Merrick Avenue is a four-legged, signalized intersection. The westbound
approach from Peter’s Gate has one lane for all movements. Glenn Curtiss Boulevard eastbound
consists of one left-turn/through lane and two channelized right-turn lanes. Merrick Avenue
northbound has two left-turn lanes, one through lane, and one through/right-turn lane. Southbound
Merrick Avenue has one left-turn lane, one through lane, and one through/right-turn lane. There is a

pedestrian crosswalk with pushbuttons and signals across the southbound approach.

The intersection is controlled by a three-phase signal with east-west permitted movements, followed
by a leading north-south protected left-turn phase and a lagging north-south permitted phase. On the
eastbound approach a corresponding right-turn permitted phase overlaps the protected north-south
protected left-turn phase. Pedestrians cross the southbound approach cross concurrently with vehicle

traffic.

12. Hempstead Turnpike at Glenn Curtiss Boulevard/Nassau Coliseum

Hempstead Turnpike at Glenn Curtiss Boulevard and the Nassau Coliseum access is a four-legged,

signalized intersection. Hempstead Turnpike westbound has two left-turn lanes, three through lanes,
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and one channelized right-turn lane. The westbound right-turn lane has free movements. Hempstead
Turnpike eastbound consists of two left-turn lanes, three through lanes, and one channelized yield-
controlled right-turn lane. Northbound Glenn Curtiss Boulevard has one left-turn lane, one shared
left-turn/through lane, one shared through/right-turn lane, and one right-turn lane. The Nassau
Coliseum southbound approach to the intersection has one left-turn lane, one left-turn/through lane,
one through/right-turn lane, and one right-turn lane. There are pedestrian crosswalks with

pushbuttons and signals on the westbound, northbound, and southbound approaches.

The intersection is controlled by a four-phase signal with a leading east and westbound protected
left-turn phase, followed by a lagging east-west phase. Phase three is protected northbound
movements followed by protected southbound movements during phase four. Pedestrians cross

concurrently with vehicle traffic.

13. Charles Lindbergh Boulevard at WB U—Turn (near Earl Ovington Boulevard)

Westbound Charles Lindbergh Boulevard approaching the U-turn consists of four through lanes.
Two lanes are provided for U-turn into eastbound Charles Lindbergh Boulevard, an exclusive left
turn lane and shared lane from the left most westbound through lane. Approaching the U-turn from
the eastbound direction, two through lanes are available and the two lanes from the U-turn continue
and make up the four lane roadway section on Charles Lindbergh Boulevard. There are no pedestrian

facilities or crosswalks at this location.

14. Charles Lindbergh Boulevard Eastbound at James Doolittle Boulevard

Charles Lindbergh Boulevard Eastbound at James Doolittle Boulevard is a two-legged, unsignalized
intersection. Charles Lindbergh Boulevard eastbound has three through lanes, a shared
through/right-turn lane, and an exclusive right-turn lane that is used to access southbound James
Doolittle Boulevard, and Coliseum parking. James Doolittle Boulevard has a single lane southbound
and a single uncontrolled right-turn lane (acceleration lane) northbound for accessing Charles
Lindbergh Boulevard eastbound. In the northbound direction only right turns are allowed at this

intersection. There are no pedestrian crosswalks at the intersection.
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15. Hempstead Turnpike Westbound at James Doolittle Boulevard

Hempstead Turnpike Westbound at James Doolittle Boulevard is a two-legged unsignalized
intersection. Hempstead Turnpike westbound has two through lanes, a shared through/right-turn lane
with a full width shoulder approaching James Doolittle Boulevard. James Doolittle Boulevard has a
single lane southbound, stop controlled at Hempstead Turnpike, and a single northbound lane. There

is a striped pedestrian crosswalk on the southbound approach.

16. Earl Ovington Boulevard at Coliseum Media/StaffParking

Earl Ovington Boulevard at the Coliseum Media/Staff parking access is a two-legged unsignalized
intersection. Northbound Earl Ovington approaching the entrance consists of three through lanes and
an exclusive right-turn lane for entering the Coliseum. The Media/Staff parking access
accommodates a single lane into the parking area, and a single lane out to Earl Ovington Boulevard

northbound. There are no pedestrian facilities or crosswalks at the intersection.

17. Coliseum North Exit Gate at Charles Lindbergh Boulevard EB

Charles Lindbergh Boulevard at the north exit gate from the parking field is a two-legged
unsignalized intersection. Eastbound Charles Lindbergh Boulevard consists of four through lanes
approaching the exit gate. The north gate is the exit point for vehicles from both north parking lots,
which merge at the exit gate. Exiting the parking areas, a single acceleration lane merges onto
Charles Lindbergh, which continues further east, as an exclusive right-turn lane into Coliseum
parking or to access southbound James Doolittle Boulevard. There are no pedestrian facilities or

crosswalks at the intersection.

18. 0ld Country Road at Mineola Boulevard/Franklin Avenue

Old Country Road at Franklin Avenue/Mineola Boulevard is a four-legged, signalized intersection.
Both the eastbound and westbound Old Country Road approaches to Mineola Boulevard and

Franklin Avenue consist of exclusive left and right-turn lanes and two through lanes. The

3.6-23



northbound Franklin Avenue and southbound Mineola Boulevard approaches both consist of an
exclusive left-turn lane, a single through lane and a shared through/right-turn lane. There are

pedestrian crosswalks with pushbuttons and signals on all the approaches.

The intersection is controlled by a four-phase signal with a leading eastbound and westbound
protected left-turn phase, an all movement east-west phase, a leading north-south protected left-turn
phase (which includes east and westbound right-turn overlaps), followed by an all movement north-

south phase. All left-turn movements operate under protected-permitted phasing.

19. 0Old Country Road at Glen Cove Road/Clinton Road

Old Country Road at Glen Cove Road and Clinton Avenue is a four-legged, signalized intersection.
The eastbound Old Country Road approach consists of two left-turn lanes, three through lanes, and a
channelized right-turn lane. The westbound approach has two left-turn lanes, four through lanes, and
a channelized right-turn lane. The northbound Clinton Road approach consists of an exclusive left-
turn lane, two through lanes, and a right-turn lane. The southbound Glen Cove Road approach has
two left-turn lanes, two through lanes, and a channelized right-turn lane. There are pedestrian

crosswalks with pushbuttons and signals on all the approaches.

The intersection is controlled by a four-phase signal with left-turn movements occurring under a
protected phase only. A leading eastbound and westbound protected left-turn phase (which includes
north and southbound right-turn overlaps), is followed by an east-west through and right-turn phase,
a leading north-south protected left-turn phase (which includes a westbound right-turn overlap),
followed by a north-south through and right-turn phase. All pedestrian crossings operate

concurrently with traffic.

20. Old Country Road at Roosevelt Field Entrance

Old Country Road at the Roosevelt Field entrance is a four-legged, signalized intersection. The
eastbound Old Country Road approach consists of an exclusive left-turn lane, three through lanes,

and a channelized right-turn lane. The westbound approach has two left-turn lanes, three through
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lanes, and a shared through/right-turn lane. Exiting northbound from Roosevelt Field, two left-turn
lanes are provided as well as a shared left-turn/through/right-turn lane, and a right-turn lane.
Southbound, exiting the Carle Place Commons shopping center, the approach consists of an
exclusive left-turn lane, a shared left-turn/through lane, and a right-turn lane. There are pedestrian
crosswalks on the westbound, northbound, and southbound approaches. There are pedestrian

pushbuttons and signals for the westbound approach crosswalk.

The intersection is controlled by a four-phase signal with protected left-turning movements. A
leading eastbound and westbound protected left-turn phase (which includes north and southbound
right-turn overlaps), is followed by an east-west through phase, a southbound through and left-turn
phase (not including the southbound right), and a northbound through and left-turn split phase
(which includes a eastbound right-turn overlap only). All pedestrian crossings operate concurrently

with traffic.

21. Old Country Road at Merrick Avenue/Post Avenue

Old Country Road at Merrick Avenue and Post Avenue is a four-legged, signalized intersection. The
eastbound Old Country Road approach consists of an exclusive left-turn lane, two through lanes, and
a shared through/right-turn lane. The westbound approach has two left-turn lanes, a single through
lane, and a shared through/right-turn lane. The northbound Merrick Avenue approach consists of an
exclusive left-turn lane, a single through lane, a shared through/right-turn lane and a right-turn lane.
The two right-turn lanes are channelized. On the southbound Post Avenue approach, an exclusive
left-turn lane, two through lanes and a right-turn lane are provided. There are pedestrian crosswalks

with pushbuttons and signals on the eastbound, northbound, and southbound approaches.

The intersection is controlled by a four-phase signal with eastbound and westbound left-turn
movements occurring under protected phasing only. Northbound and southbound left-turn
movements occur under protected-permitted phasing. In operation, a leading eastbound and
westbound protected left-turn phase (which includes north and southbound right-turn overlaps), is

followed by an east-west through phase, a protected phase for northbound and southbound left turns
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(including an eastbound right-turn overlap), and a north-south through phase which includes

northbound right turns. All pedestrian crossings operate concurrently with traffic.

22. Merrick Avenue at Stewart Avenue/Park Boulevard

Merrick Avenue at Stewart Avenue and Park Boulevard is a four-legged, signalized intersection. The
eastbound Stewart Avenue approach consists of two left-turn lanes, two through lanes, and a right-
turn lane. The westbound Park Boulevard approach has an exclusive left-turn lane, single through
lane, and a shared through/right-turn lane. The northbound Merrick Avenue approach consists of an
exclusive left-turn lane, a single through lane, and a shared through/right-turn lane. The southbound
approach has an exclusive left-turn lane, a single through lane, a shared through/right-turn lane, and
a right-turn lane. There are pedestrian crosswalks with pushbuttons on the eastbound and northbound

approaches.

The intersection is controlled by a four-phase signal with eastbound and westbound left-turn
movements occurring under a protected phase only. Northbound and southbound left-turn
movements occur under protected-permitted phasing. In operation, a leading eastbound and
westbound protected left-turn phase (which includes a northbound right-turn overlap), is followed by
an east-west through phase, a protected phase for northbound and southbound left turns (including
an eastbound right-turn overlap), and a north-south through phase. All pedestrian crossings operate

concurrently with traffic.

23. Stewart Avenue at Franklin Avenue

Stewart Avenue and Franklin Avenue form a four-legged, signalized intersection. The eastbound
Stewart Avenue approach consists of a single through lane and a shared through/right-turn lane. Left
turns to northbound Franklin Avenue are prohibited. The westbound approach has an exclusive left-
turn lane, two through lanes, and a right-turn lane. The northbound Franklin Avenue approach has a
single through lane and a shared through/right-turn lane. Left turns to westbound Stewart Avenue are

prohibited. The southbound approach has an exclusive left-turn lane, a through lane, and a shared
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through/right-turn lane. Truck traffic is prohibited on Stewart Avenue west of the intersection. There

are pedestrian crosswalks with pushbuttons and signals on all the approaches.

The intersection is controlled by a four-phase signal. The only left-turn movements permitted at this
location are westbound and southbound left turns, which occur under lagging protected-permitted
phasing. In operation, an east-west leading through phase is followed by a westbound through and
left-turn phase, a north-south through phase, and a southbound through and left-turn phase (which

includes a westbound right-turn overlap). All pedestrian crossings operate concurrently with traffic.

24. Fulton Street at North Franklin Street

Fulton Street at North Franklin Street is a four-legged, signalized intersection. The eastbound Fulton
Street approach consists of an exclusive left-turn lane, two through lanes, and a right-turn lane. The
westbound approach has a shared left-turn/through lane, and a shared through/right-turn lane. The
northbound North Franklin Street approach consists of an exclusive left-turn lane, a single through
lane, and a shared through/right-turn lane. The southbound approach also has an exclusive left-turn
lane, a single through lane, and a shared through/right-turn lane. There are pedestrian crosswalks

with pushbuttons and signals on all the approaches.

The intersection is controlled by a four-phase signal, with the eastbound, westbound and northbound
left-turn movements occurring under protected-permitted phasing. In operation, a leading eastbound
and westbound protected left-turn phase is followed by an east-west phase, a protected lead phase for
northbound through and left-turn movements, and a north-south phase. Southbound left-turn
movements occur without protection under permitted phasing only. All pedestrian crossings operate

concurrently with traffic.

25.  Fulton Street at Peninsula Boulevard

Fulton Street at Peninsula Boulevard is a four-legged, signalized intersection. The eastbound Fulton
Street approach consists of an exclusive left-turn lane and two through lanes. Uncontrolled right

turns occur approximately 100 feet back from the intersection. The westbound approach has an
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exclusive left-turn lane, a single through lane, and a shared through/right-turn lane. The northbound
Peninsula Boulevard approach consists of one left-turn lane, one through/right turn lane, and one
right-turn lane. The right turn lanes are channelized and under yield control. On the south approach,
a single lane is provided for all movements. Since the approach is wide enough to accommodate two
lanes, the approach functions as a shared left-turn/through lane and a shared through/right-turn lane.

There are pedestrian crosswalks with pushbuttons on the northbound and westbound approaches.

The intersection is controlled by a three-phase signal. In operation, a leading westbound through and
left-turn phase (including a northbound right-turn overlap), is followed by an east-west phase, and a
north-south phase, including northbound rights. All pedestrian crossings operate concurrently with

traffic.

26. Hempstead Turnpike at Park Boulevard/East Meadow Avenue

Hempstead Turnpike at Park Boulevard and East Meadow Avenue form a four-legged, signalized
intersection. The eastbound Hempstead Turnpike approach consists of an exclusive right-turn lane
into the Eisenhower Park, two through lanes, and a shared through/right-turn lane to East Meadow
Avenue. The westbound approach consists of an exclusive left-turn lane to East Meadow Avenue,
three through lanes, and a right-turn lane into Eisenhower Park. The northbound East Meadow
Avenue approach has two left-turn lanes and a shared through/right-turn lane. The southbound Park
Boulevard approach has two left-turn lanes and a shared through/right-turn lane also. There are
pedestrian crosswalks with pushbuttons and signals on the eastbound, northbound, and southbound

approaches.

The intersection is controlled by a five-phase signal. Eastbound through and left-turn movements are
followed by all east-west movements, westbound through and left-turn movements only, southbound
through and left turns (including a westbound right-turn overlap), and then northbound through and
left turns (including an eastbound right-turn overlap). All pedestrian movements are accommodated

concurrently with traffic operations.
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27. Hempstead Turnpike at Front Street

Hempstead Turnpike at Front Street forms a three legged, signalized intersection. The eastbound
Hempstead Turnpike approach consists of three through lanes, and a channelized right-turn lane. The
westbound approach consists of two left-turn lanes and three uncontrolled through lanes. The Front
Street approach has two right-turn lanes only. There is a pedestrian crosswalk with pushbuttons and

signals on the northbound approach.
The intersection is controlled by a two-phase signal. Eastbound and westbound movements are
followed by northbound right-turn and westbound left-turn movements. The northbound crosswalk

runs concurrently with traffic operations.

28. Hempstead Turnpike at Carman Avenue

Hempstead Turnpike and Carman Avenue form a four-legged, signalized intersection. The
eastbound Hempstead Turnpike approach consists of two left-turn lanes, two through lanes, and a
shared through/right-turn lane. The westbound approach has an exclusive left-turn lane, two through
lanes, and a shared through/right-turn lane. The northbound Carman Avenue (Third Street) approach
consists of an exclusive left-turn lane and a shared through/right-turn lane. On the southbound
approach, an exclusive left-turn lane, a single through lane, and a shared through/right-turn lane are

provided. There are pedestrian crosswalks with pushbuttons and signals on all four approaches.

The intersection is controlled by a five-phase signal. Eastbound through and left-turn movements
(which includes a southbound right-turn overlap), are followed by all east-west movements,
westbound through and left-turn movements only, northbound through and left turns, and then all
southbound movements. All pedestrian movements are accommodated concurrently with traffic

operations.
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29. Hempstead Turnpike at Newbridge Road

Hempstead Turnpike and Newbridge Road form a four-legged, signalized intersection. The
eastbound Hempstead Turnpike approach consists of two left-turn lanes, two through lanes, and a
shared through/right-turn lane. The westbound approach has two left-turn lanes, two through lanes,
and a shared through/right-turn lane also. The northbound Newbridge Road approach consists of two
left-turn lanes, two through lanes and a right-turn lane. The southbound approach also has two left-
turn lanes, two through lanes, and a right-turn lane. There are pedestrian crosswalks with

pushbuttons and signals on all four approaches.

The intersection is controlled by a four-phase signal with left-turn movements occurring under a
protected phase only. A leading eastbound and westbound protected left-turn phase (which includes
north and southbound right-turn overlaps), is followed by an eastbound and westbound through
phase, a northbound and southbound protected left-turn phase, followed by a northbound and
southbound through movement phase. All pedestrian movements are accommodated concurrently

with traffic operations.

30. Uniondale Avenue at Front Street

Uniondale Avenue and Front Street form a four-legged, signalized intersection. The eastbound
Uniondale Avenue approach consists of an exclusive left-turn lane, a single through lane, and a
right-turn lane. The westbound approach has an exclusive left-turn lane and a shared through/right-
turn lane. The northbound and southbound Front Street approaches consist of exclusive left-turn
lanes and a shared through/right-turn lane. There are pedestrian crosswalks with pushbuttons and

signals on all four approaches.

The intersection is controlled by a four-phase signal, with only the northbound and westbound left-
turn movements operating under protected-permitted phasing. Westbound through and left-turn
movements are followed by all movements eastbound and westbound, northbound through and left-
turn movements, and then all northbound and southbound movements. All pedestrian movements are

accommodated concurrently with traffic operations.
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31. Uniondale Avenue at Jerusalem Avenue

Uniondale Avenue and Jerusalem Avenue form a four-legged, signalized intersection. The eastbound
and westbound Uniondale Avenue approaches consist of exclusive left-turn lanes, a single through
lane, and a shared through/right-turn lane. The northbound and southbound Front Street approaches
consist of exclusive left-turn lanes and a shared through/right-turn lane. There are pedestrian

crosswalks with pushbuttons and signals on all four approaches.

The intersection is controlled by a three-phase signal, with the northbound and southbound left-turn
movements operating under protected-permitted phasing. Northbound and southbound left-turn
movements are followed by all northbound and southbound movements, and then all eastbound and
westbound movements. All pedestrian movements are accommodated concurrently with traffic

operations.

32. Merrick Avenue at Front Street

Merrick Avenue and Front Street form a four-legged, signalized intersection. The eastbound Front
Street approach consists of an exclusive left-turn lane, a single through lane, and a right-turn lane.
The westbound approach consists of an exclusive left-turn lane, a single through lane, and a shared
through/right-turn lane. The northbound Merrick Avenue approach consists of an exclusive left-turn
lane, a single through lane, and a shared through/right-turn lane. The southbound approach has an
exclusive left-turn lane, two through lanes, and a right-turn lane. There are pedestrian crosswalks

with pushbuttons and signals on all four approaches.

The intersection is controlled by a four-phase signal, with left-turn movements operating under
protected-permitted phasing. Northbound and southbound left-turn movements are followed by all
northbound and southbound movements, eastbound and westbound left-turn movements, and then all
eastbound and westbound movements. All pedestrian movements are accommodated concurrently

with traffic operations.
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33. Merrick Avenue at North Jerusalem Road

Merrick Avenue and North Jerusalem Road form a four-legged, signalized intersection. The
eastbound and westbound North Jerusalem Road approaches consist of exclusive left-turn lanes, a
single through lane, and a shared through/right-turn lane. The Merrick Avenue approaches have
exclusive left-turn lanes, a single through lane, and a shared through/right-turn lane as well. There

are pedestrian crosswalks with pushbuttons on all four approaches.

The intersection is controlled by a three-phase signal, with only the westbound left-turn movement
operating under a protected-permitted phase. All northbound and southbound movements are
followed by a westbound lead phase, and then all eastbound and westbound movements. All

pedestrian movements are accommodated concurrently with traffic operations.

34. Hempstead Turnpike & Cunningham Avenue (Modified as part of planned improvements for

site access)

As part of the project mitigation, discussed later, a new intersection of the Hempstead Turnpike and
Cunningham Avenue is proposed. For this reason, this intersection is only analyzed under future

mitigated conditions.

35. Hempstead Turnpike & Meadowbrook Parkway Ramps (Modified as part of planned

improvements for site access)

As part of the project, discussed later, a new intersection at the Hempstead Turnpike and
Meadowbrook Parkway Ramps is proposed. For this reason, this intersection is only analyzed under

future conditions.

36. Hempstead Turnpike at Eisenhower Park Pedestrian Gateway

Hempstead Turnpike at Eisenhower Park Pedestrian Gateway is a pedestrian signal that facilitates

safe movement of pedestrians from and to the park and the south side of Hempstead Turnpike. There
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is a signalized pedestrian crosswalk with pushbuttons on the westbound approach. The east and
westbound approaches have exclusive left-turn lanes for u-turns and westbound left turn movement
and three through lanes in each direction. The signal is designed so that the green rests on

Hempstead Turnpike except when the pedestrian pushbutton is activated.

37. Hempstead Turnpike at Coolidge Drive

Hempstead Turnpike at Coolidge Drive is a signalized three-legged intersection. The northbound
Coolidge Drive approach consists of a left-turn lane and one right-turn lane. The eastbound
Hempstead Turnpike approach consists of an exclusive u-turn lane, two through lanes and a shared
through/right-turn lane. The westbound approach consists of an exclusive left-turn lane and three
through lanes. There are pedestrian crosswalks on the westbound and northbound approaches. The

crosswalk on the westbound approach includes pedestrian pushbuttons and signals.

The intersection is controlled by a semi-actuated three phase signal. The phasing starts with
protected westbound left-turn and westbound through movements followed by east-west through
movements and then the northbound movements. The crosswalk runs concurrently with traffic

operations.

38. Merrick Avenue at Bellmore Avenue

Merrick Avenue at Bellmore Avenue is a signalized three-legged intersection with Bellmore Avenue
forming the northwest bound approach and Merrick Avenue forming the northbound and southbound
approaches. The northbound approach consists of a through lane and a through/right-turn lane. The
southbound approach consists of two left-turn lanes for vehicles turning onto Bellmore Avenue or
the adjoining shopping mall and two through lanes. The northwest Bellmore Avenue approach
consists of a left-turn/through lane and a through/right-turn lane to facilitate movement into the
adjoining shopping mall. There are pedestrian crosswalks with pushbuttons and signals on the

northbound and northwest bound approaches.
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The intersection is controlled by a two phase signal. The southbound through movement has
continuous green. The northbound through phase is followed by southbound left movement into

Bellmore Avenue and northwest bound movement to northbound Merrick Avenue.

39. Stewart Avenue at Endo Boulevard & Merchants Concourse

Stewart Avenue at Endo Boulevard and Merchants Concourse is a four legged intersection. Stewart
Avenue forms the east-west approaches, Endo Boulevard the northbound approach and Merchants
Concourse the southbound approach. The eastbound approach consists of an exclusive left-turn lane,
three through lanes, and a shared through/right-turn lane. The westbound approach consists of an
exclusive left-turn lane, two though lanes, and a shared through/right-turn lane. The northbound
approach consists of an exclusive left-turn lane, a through lane, and a right-turn lane. The
southbound approach consists of an exclusive left-turn lane, a shared left-turn/through lane, a
through/right-turn lane, and an exclusive right-turn lane. The channelized right-turn lanes are signal
controlled. There are pedestrian crosswalks on the eastbound, westbound, and northbound

approaches.

The intersection is controlled by a semi-actuated four phase signal. The north-south directions are in
split phases with northbound leading and southbound lagging, followed by east-west protected left-
turn phase with southbound right turns and northbound right turns overlapping and then east-west
through with permitted eastbound and westbound left turn movements. All pedestrian crossings

operate concurrently with traffic.

40. Stewart Avenue at Ring Road West (Roosevelt Field)

Stewart Avenue at Ring Road West is a signalized three-legged intersection with Ring Road West
forming the southbound approach. Ring Road West has a grassy median dividing the two directions
and connects Stewart Avenue to the Roosevelt Field Mall. The eastbound Stewart Avenue approach
consists of an exclusive left-turn lane, two through lanes, and a shared through/right-turn lane to
facilitate vehicles turning into the driveway on the south side of the intersection. The westbound

Stewart Avenue approach provides two thru lanes and a shared through/right-turn lane. The

3.6-34



southbound Ring Road West approach consists of one exclusive left-turn lane, a shared left-

turn/right-turn lane, and a right-turn lane. No pedestrian facilities are provided at this intersection.
The intersection is controlled by a semi-actuated three phase signal. The phasing is east-west
through followed by a lagging protected eastbound left and eastbound through with southbound right

overlapping followed by the southbound movement.

41. Stewart Avenue at Clinton Road

Stewart Avenue at Clinton Road is a four legged signalized intersection with Clinton Road forming
the north-south approaches. Stewart Avenue has a grassy median dividing the two directions east
and west of this intersection. The eastbound approach consists of an exclusive channelized left-turn
lane, two through lanes, and a shared through/right-turn lane. The westbound approach consists of
two exclusive left-turn lanes, a through lane, and a shared through/right-turn lane. Northbound
Clinton Road approach consists of a shared left-turn/through lane and a shared through/right-turn
lane. The southbound approach consists of a shared left-turn/through lane and a shared
through/right-turn lane. The southeast bound Osborne Road merges with the southbound Clinton
Road just north of the intersection with one approach lane. There are pedestrian crosswalks with

pushbuttons and signals on the westbound, northbound, and southbound approaches.
The intersection is controlled by a three phase signal. The phasing provides east-west protected left-
turn followed by east-west through movement and then the north-south movements with permitted

left turns. Pedestrians cross the crosswalks concurrently with vehicle traffic.

42. 0Old Country Road at Merchants Concourse and Ellison Avenue

Old Country Road at Merchants Concourse and Ellison Avenue is a four legged signalized
intersection with Ellison Avenue forming the southbound approach and Merchants Concourse the
northbound approach. The eastbound Old Country Road approach consists of an exclusive left-turn
lane, three through lanes and a free channelized right-turn lane. The westbound approach consists of

an exclusive left-turn lane, two through lanes, and a shared through/right-turn lane. The northbound
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approach consists of two exclusive left-turn lanes, a through lane, and a right-turn lane where turns
on red are allowed after stopping. The southbound approach consists of a shared left-turn/through
lane and a shared through/right-turn lane. There are pedestrian crosswalks with pushbuttons and

signals on the northbound and westbound approaches.

The intersection is controlled by a semi-actuated four phase signal. The phasing is east-west
protected left-turn movement with northbound right overlapping followed by east-west through
movement with permitted left turns. The north-south is in a split phase with southbound leading and

northbound lagging. Pedestrians cross the crosswalks concurrently with vehicle traffic.

43. 0Old Country Road and Salisbury Park Drive and School Street

Old Country Road at Salisbury Park Drive and School Street is a four legged signalized intersection
with School Street forming the southbound approach and Salisbury Park Drive the northbound
approach. The eastbound Old Country Road approach consists of an exclusive left-turn lane, two
through lanes and a free channelized right-turn lane. The westbound approach consists of an
exclusive left-turn lane, one through lane and a shared through/right-turn lane. The northbound
Salisbury Park Drive approach consists of two exclusive left-turn lanes and a shared through/right-
turn lane. The southbound School Street approach consists of an exclusive left-turn lane and a
shared through/right-turn lane. There are pedestrian crosswalks on the northbound and westbound

approaches. The westbound pedestrian crosswalk includes pedestrian pushbuttons and signals.

The intersection is controlled by a semi-actuated four phase signal. The phasing allows for east-west
protected left turn movements followed by east-west through movement with permitted left turns.
The north-south is in a split phase with southbound leading and northbound lagging. Pedestrians

cross the crosswalks concurrently with vehicle traffic.

44. Merrick Avenue at Jerusalem Avenue

Merrick Avenue at Jerusalem Avenue and the on-ramp to Southern State Parkway westbound form a

five legged signalized intersection. The east-west Jerusalem Avenue approaches consist of an
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exclusive left-turn lane, one through lane and a shared through/right-turn lane in both directions.
Merrick Avenue which runs north-south consists of an exclusive left-turn lane, a through lane and a
shared through/right-turn lane in both directions. Traffic enters the on-ramp from all four

approaches. There are pedestrian crosswalks with pushbuttons and signals on all four approaches.

The intersection is controlled by a four phase signal cycle. The phasing is as follows: protected
westbound left turn and westbound through movements followed by east-west through movements
with permitted left turns; then protected northbound left turn and northbound through followed by
east-west through movements with permitted left turns. Pedestrians cross at the crosswalk

concurrently with traffic.

45. Jericho Turnpike at Post Avenue

Jericho Turnpike at Post Avenue is a four legged intersection. The east-west Jericho Turnpike
consists of an exclusive left-turn lane, three through lanes, and an exclusive right-turn lane in each
direction. The northbound Post Avenue approach consists of an exclusive left-turn lane and a shared
through/right-turn lane. The southbound direction consists of a shared left-turn/through lane and a
right-turn lane. There is a pedestrian crosswalk with pushbuttons on the westbound approach.

Additionally, there is a pedestrian overpass spanning Jericho Turnpike to the west of the intersection.

The intersection is controlled by a semi-actuated three phase signal. The phasing is east-west
protected left turn movement followed by east-west through movement with an eastbound right
green arrow and then north-south movement with permitted left turns. Pedestrians cross at the

crosswalk concurrently with traffic.

46. Quentin Roosevelt Boulevard at Commercial Avenue

Quentin Roosevelt Boulevard at Commercial Avenue is a four legged intersection. The eastbound
Commercial Avenue approach consists of a left-turn lane, a shared left-turn/through lane, a through
lane, and a yield controlled channelized right-turn lane. In the westbound direction Commercial

Avenue consists of an exclusive left-turn lane, a through lane, and a shared through/right-turn lane.
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The northbound Quentin Roosevelt Boulevard approach consists of an exclusive left-turn lane, two
through lanes and a shared through/right-turn lane. The southbound approach provides an exclusive
left-turn lane, two through lanes and a channelized right-turn lane with rights on red allowed. There

are no striped pedestrian crosswalks or facilities at this intersection.

The intersection is controlled by a semi-actuated four phase signal. The phasing provides north-south
protected left-turn movements followed by north-south through movements with permitted left-
turns. Phase three provides an eastbound lead phase for left turns and through traffic. The fourth

phase allows for east-west traffic with permitted left turns.

47. Merrick Road at Corporate Drive

Merrick Avenue at Corporate Drive is a three legged intersection. The eastbound Corporate Drive
approach consists of two exclusive left-turn lanes and a right-turn lane. The northbound Merrick
Avenue approach consists of an exclusive left-turn lane and two through lanes. Southbound Merrick
Avenue consists of a through lane and a shared through/right-turn lane. There are pedestrian

crosswalks with pushbuttons on the eastbound and southbound approaches.

The intersection is controlled by a semi-actuated three phase signal. The phasing is as follows:
northbound protected lead with an eastbound right-turn overlap followed by north-south through
with permitted northbound lefts and then an eastbound phase. Pedestrians cross concurrently with

traffic.

48. Merrick Avenue at Privado Road

Merrick Avenue at Privado Road is a three legged intersection. The eastbound Privado Road
approach consists of an exclusive left-turn lane and a right-turn lane. The northbound Merrick
Avenue approach consists of an exclusive left-turn lane, two through lanes, and a right-turn lane for
traffic making a northbound right turn at Merrick Avenue and Old Country Road. The southbound
approach provides a through lane and a shared through/right-turn lane. There is a pedestrian

crosswalk with pushbuttons on the southbound approach at this intersection.
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The intersection is controlled by a semi-actuated three phase signal. The phasing provides a
northbound lead followed by all northbound/southbound traffic movements on Merrick Avenue.
Then the eastbound Privado Road movement runs in the third phase. Pedestrians cross concurrently

with traffic.

49. Uniondale Avenue at Nassau Road

Uniondale Avenue at Nassau Road is a four legged intersection. The northwest Nassau Road
approach consists of an exclusive left-turn lane, two through lanes, and a right-turn lane. The
southeast Nassau Road approach provides a shared left-turn/through lane and a shared through/right-
turn lane. The northbound North Brookside Avenue approach consists of an exclusive left-turn lane
and a shared through/right-turn lane. Southbound Uniondale Avenue also provides an exclusive left-
turn lane and a shared through/right-turn lane. There are pedestrian crosswalks with pushbuttons on

the Uniondale Avenue and North Brookside Avenue approaches to the intersection.

The intersection is controlled by a semi-actuated three phase signal. The phasing provides for
Nassau Road (northwest-southeast) movements with permitted left turns. Then a southbound lead
phase is given for traffic on Uniondale Avenue followed by all north-south movements with

permitted left-turns. Pedestrians cross concurrently with traffic.

Meadowbrook Parkway

The Parkway 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 the Town of Hempstead.
Meadowbrook Parkway is a heavily-traveled freeway corridor, including multiple cloverleaf (or
partial cloverleaf), diamond, and directional interchanges which influence and affect the operations

and vehicular capacity of the corridor.
Meadowbrook Parkway is a north-south limited-access divided highway under the jurisdiction of the

New York State Department of Transportation (NYSDOT). The Parkway is a major Long Island

arterial that prohibits commercial traffic and extends from Northern State Parkway to the north and
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Ocean Parkway to the south. Major destinations served by the Parkway include Roosevelt Field
Mall, Eisenhower Park, Nassau Memorial Coliseum, Nassau Community College, Hofstra
University, and Jones Beach State Park. In addition to the Northern State and Ocean Parkways, there
are major interchanges at Old Country Road, Hempstead Turnpike, Southern State Parkways,

Sunrise Highway, and Merrick Avenue.

The Parkway typically consists of three travel lanes in each direction separated by a concrete median
barrier or a wide grass and planted median. The pavement is constructed of portland cement
concrete, with an asphalt overlay on the northern section. The southern section is concrete without
an overlay. There are also mountable concrete curbs. Parking is prohibited on and along the
Parkway. The posted speed limit is 55 miles per hour. According to recent 2008 vehicle counts the

estimated AADT on the Parkway in the project vicinity is approximately 121,000 vehicles per day.

The interchange at Hempstead Turnpike is a full cloverleaf. A northbound collector distributor road
provides connections with Charles Lindbergh Boulevard, Eisenhower Park, and Merrick Avenue
(via East Stewart Avenue). Exit M5 is for Hempstead Turnpike eastbound toward East Meadow.
Exit M4 is a southbound collector/distributor road serving Charles Lindbergh Boulevard and
Hempstead Turnpike. Access from Charles Lindbergh Boulevard to Merrick Avenue is provided via
a slip ramp from the Parkway loop ramp. There are entrances to the Parkway at the north end of the
collector-distributor system, and a northbound exit for Stewart Avenue. The southbound entrance
ramp to the Parkway consists of a fly-over at this location from Charles Lindbergh Boulevard, and
does not intersect the southbound collector/distributor road, in order to form a direct merge onto the

Parkway.
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Automatic Traffic Recorder Counts

ATR machines were placed on the following roadways from Monday, April 16 to Wednesday, April

25, 2007, to record hourly traffic volumes over a seven day period including a weekend:

e Meadowbrook Parkway Northbound Exit Ramp to Charles Lindbergh Boulevard Westbound;
e Meadowbrook Parkway Southbound Exit Ramp to Charles Lindbergh Boulevard Westbound;
e Charles Lindbergh Boulevard Eastbound Exit Ramp to Southbound Meadowbrook Parkway;
e Charles Lindbergh Boulevard Eastbound, West of Meadowbrook Parkway;

e Charles Lindbergh Boulevard Westbound, West of Meadowbrook Parkway;

e Charles Lindbergh Boulevard Eastbound Ramp to Northbound Meadowbrook Parkway;

e Charles Lindbergh Boulevard Eastbound Ramp to Southbound Merrick Avenue;

e Hempstead Turnpike Westbound Ramp to Northbound Meadowbrook Parkway;

e Meadowbrook Parkway Northbound Exit Ramp to Hempstead Turnpike Westbound;

¢ Hempstead Turnpike Westbound Ramp to Southbound Meadowbrook Parkway;

e Meadowbrook Parkway Southbound Exit Ramp to Hempstead Turnpike Westbound;

e Meadowbrook Parkway Southbound Exit Ramp to Hempstead Turnpike Eastbound;

e Hempstead Turnpike Eastbound Ramp to Southbound Meadowbrook Parkway;

e Hempstead Turnpike Eastbound Ramp to Northbound Meadowbrook Parkway;

e Meadowbrook Parkway Northbound Exit Ramp to Eastbound Hempstead Turnpike;

e Hempstead Turnpike Eastbound, West of Meadowbrook Parkway Ramps;

e Hempstead Turnpike Westbound, West of Meadowbrook Parkway Ramps;

e Glenn Curtiss Boulevard Northbound, South of Hempstead Turnpike;

e Glenn Curtiss Boulevard Southbound, South of Hempstead Turnpike;

e Uniondale Avenue Northbound, South of McKenna Place;

¢ Uniondale Avenue Southbound, South of McKenna Place;

¢ Hempstead Turnpike Eastbound, West of Uniondale Avenue;

e Hempstead Turnpike Westbound, West of Uniondale Avenue;

e Earl Ovington Boulevard Northbound, North of Hempstead Turnpike;

e Earl Ovington Boulevard Southbound, North of Hempstead Turnpike;
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e Charles Lindbergh Boulevard, Eastbound Loop Road, West of Earl Ovington Boulevard;

e Charles Lindbergh Boulevard Eastbound right-turn lane to Southbound Earl Ovington
Boulevard;

e Charles Lindbergh Boulevard Westbound Loop Road, West of Earl Ovington Boulevard;

e Hempstead Turnpike Westbound Right Turn to Northbound Earl Ovington Boulevard;

e Charles Lindbergh Boulevard Westbound U-turn to Eastbound Roadway; and

e Earl Ovington Boulevard, Northbound Right-turn Lanes to Eastbound Charles Lindbergh

Boulevard.

In addition, ATR count were conducted on the following roadways from Sunday, November 25,
2007, to Monday, December 3, 2007 to record hourly traffic volumes over a seven day period

including a weekend:

e Hempstead Turnpike Eastbound and Westbound, East of Newbridge Road;

e Park Boulevard Eastbound and Westbound, East of Merrick Avenue;

e Merrick Avenue Northbound and Southbound, between Stewart Avenue and Charles
Lindbergh Boulevard;

e Franklin Avenue Northbound and Southbound, South of Stewart Avenue;

¢ Old Country Road Eastbound and Westbound, East of Zeckendorf Boulevard;

e Hempstead Turnpike Eastbound and Westbound, West of Oak Street;

e Uniondale Avenue Northbound and Southbound, North of Jerusalem Avenue;

e Merrick Avenue Northbound and Southbound, North of North Jerusalem Road; and

e Stewart Avenue Eastbound and Westbound, West of Quentin Roosevelt Boulevard.

In addition, ATR’s were collected around the Coliseum during the pre-game and post-game periods
on Wednesday, April 18, 2007, when the Islanders hosted the Buffalo Sabres for game four of their
Eastern Conference quarterfinal series in the 2007 NHL playoffs. ATR counts were also collected at
the interchange of the Northern State Parkway and Meadowbrook Parkway from April 9, 2009 to
April 25, 2009. During this period there were two Islanders games and a sold-out concert at the

Coliseum (April 24, 2009).
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Further, ATR machines were placed at the following ramp, collector distributor (“CD”), and
mainline locations on the Meadowbrook Parkway from Northern State Parkway exchange to
Southern State Parkway exchange from July 14/15, 2008 to July 22/23, 2008 to record hourly traffic

volumes over a seven day period including a weekend:

e Northern State Parkway Eastbound Exit Ramp to Post Avenue;

e Post Avenue Entrance Ramp to Northern State Parkway Eastbound;

e Northern State Parkway Westbound Exit Ramp to Post Avenue;

e Post Avenue Entrance Ramp to Northern State Parkway Westbound;

e Northern State Parkway Eastbound Mainline East of Post Avenue;

e Northern State Parkway Westbound Mainline East of Post Avenue;

e Meadowbrook Parkway Northbound Mainline South of Zeckendorf Blvd;

e Meadowbrook Parkway Southbound Mainline South of Zeckendorf Blvd;

e Northern State Parkway Westbound Connector to Meadowbrook Parkway Southbound;
e Northern State Parkway Westbound Exit Ramp to Glen Cove Road Northbound;

e Meadowbrook Parkway Northbound Ramp to Northern State Parkway Eastbound;

e Northern State Parkway Eastbound Connector to Meadowbrook Parkway Southbound;
e Meadowbrook Parkway Northbound Connector to Northern State Parkway Westbound;
e Northern State Parkway Eastbound Mainline through Meadowbrook Parkway interchange;
e Glen Cove Road Entrance Ramp to Northern State Parkway Eastbound,

e Old Country Road Westbound Entrance Ramp to Meadowbrook Parkway Northbound;
e Meadowbrook Parkway Southbound Exit Ramp to Old Country Road Westbound;

¢ Old Country Road Entrance Ramp to Meadowbrook Parkway Southbound;

¢ Ring Road East Entrance Ramp to Meadowbrook Parkway Southbound;

e Meadowbrook Parkway Southbound Exit Ramp to Old Country Road Eastbound;

e Old Country Road Eastbound Entrance Ramp to Meadowbrook Parkway Northbound;
e Meadowbrook Parkway Northbound Exit Ramp to Old Country Road;

e Zeckendorf Boulevard Westbound Entrance Ramp to Meadowbrook Parkway Northbound,
e Meadowbrook Parkway Northbound Exit Ramp to Roosevelt Field;

e Zeckendorf Boulevard Westbound Entrance Ramp to Meadowbrook Parkway Southbound;
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Meadowbrook Parkway Southbound Exit Ramp to Zeckendorf Boulevard Eastbound;
Zeckendorf Boulevard Eastbound Entrance Ramp to Meadowbrook Parkway Southbound;
Zeckendorf Boulevard Eastbound Entrance Ramp to Meadowbrook Parkway Northbound;
Meadowbrook Parkway Northbound Exit Ramp to Zeckendorf Blvd;

Meadowbrook Parkway Southbound Exit Ramp to Roosevelt Field,

Merchants Concourse Entrance Ramp to Meadowbrook Parkway Northbound,

Meadowbrook Parkway Northbound Exit Ramp to Merchants Concourse Northbound;
Meadowbrook Parkway Southbound Exit Ramp to Stewart Ave/Endo Blvd;

Meadowbrook Parkway Northbound Exit Ramp to Stewart Ave/Endo Blvd;

Meadowbrook Parkway Southbound Exit Ramp to Merchants Concourse Northbound;
Stewart Avenue Eastbound Entrance Ramp to Meadowbrook Parkway CD Road
Northbound;

Stewart Avenue Eastbound Entrance Ramp to Meadowbrook Parkway Southbound;

Stewart Avenue Westbound Entrance Ramp to Meadowbrook Parkway Southbound;
Meadowbrook Parkway CD Road Southbound (Southbound Exit M4);

Meadowbrook Parkway CD Road Southbound Exit Ramp to Charles Lindbergh Boulevard
Westbound;

Charles Lindbergh Eastbound Entrance Ramp to Meadowbrook Parkway Southbound;
Meadowbrook Parkway CD Road Southbound to Hempstead Turnpike Westbound;
Hempstead Turnpike Eastbound Entrance Ramp to Meadowbrook Parkway Southbound;
Meadowbrook Parkway CD Road Northbound Exit Ramp to Stewart Avenue Eastbound;
Meadowbrook Parkway CD Road Northbound Exit Ramp to Charles Lindbergh Boulevard
Westbound;

Charles Lindbergh Eastbound Entrance Ramp to Meadowbrook Parkway CD Road
Northbound;

Charles Lindbergh Eastbound Ramp to Merrick Avenue Southbound;

Meadowbrook Parkway CD Road Northbound north of Hempstead Turnpike;

Hempstead Turnpike Westbound Entrance Ramp to Meadowbrook Parkway CD Road
Northbound;

Meadowbrook Parkway Northbound Exit Ramp to Hempstead Turnpike Westbound,
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Hempstead Turnpike Eastbound Entrance Ramp to Meadowbrook Parkway Northbound;
Meadowbrook Parkway Northbound Exit Ramp to Hempstead Turnpike Eastbound;
Hempstead Turnpike Westbound Entrance Ramp to Meadowbrook Parkway Southbound;
Meadowbrook Parkway Southbound Exit Ramp to Hempstead Turnpike Eastbound;
Meadowbrook Road Entrance Ramp to Southern State Parkway Westbound;

Southern State Parkway Westbound Exit Ramp to Meadowbrook Road;

Southern State Parkway Westbound Exit Ramp to Meadowbrook Parkway Northbound;
Southern State Parkway Eastbound Exit Ramp to Meadowbrook Parkway Northbound;
Meadowbrook Parkway Northbound Exit Ramp to Southern State Parkway Eastbound;
Meadowbrook Parkway Southbound Exit Ramp to Southern State Parkway Eastbound;
Meadowbrook Parkway Northbound Exit Ramp to Southern State Parkway Westbound;
Southern State Parkway Westbound Exit Ramp to Meadowbrook Parkway Southbound;
Meadowbrook Parkway Southbound Exit Ramp to Southern State Parkway Westbound;
Southern State Parkway Eastbound Exit Ramp to Meadowbrook Road;

Meadowbrook Road Entrance Ramp to Southern State Parkway Eastbound;

Merrick Avenue Southbound Entrance Ramp to Southern State Parkway Westbound;
Southern State Parkway Westbound Exit Ramp to Merrick Avenue Southbound;
Merrick Avenue Northbound Entrance Ramp to Southern State Parkway Westbound;
Southern State Parkway Westbound Exit Ramp to Merrick Avenue Northbound;
Merrick Avenue Northbound Entrance Ramp to Southern State Parkway Eastbound;
Southern State Parkway Eastbound Exit Ramp to Merrick Avenue Northbound;
Merrick Avenue Southbound Entrance Ramp to Southern State Parkway Eastbound;
Southern State Parkway Eastbound Exit Ramp to Merrick Avenue Southbound;
Southern State Parkway Eastbound Exit Ramp to Meadowbrook Parkway Southbound;
Southern State Parkway Westbound Exit Ramp to Nassau Road,

Nassau Road Entrance Ramp to Southern State Parkway Eastbound;

Nassau Road entrance Ramp to Southern State Parkway Westbound;

Southern State Parkway Eastbound Exit Ramp to Nassau Road;

Meadowbrook Parkway Northbound mainline north of Southern State Parkway;

Meadowbrook Parkway Southbound mainline north of Southern State Parkway;
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e Southern State Parkway Eastbound mainline west of Meadowbrook Parkway;
e Southern State Parkway Westbound mainline west of Meadowbrook Parkway; and

e (Glen Cove Road Entrance Ramp to Meadowbrook Parkway Southbound.

Turning Movement Counts

Turning movement counts were manually collected at the following study area intersections during a
typical weekday morning (7:00-9:00 AM) and afternoon/evening (4:00-6:30 PM) peak periods, on
Wednesday April 18, 2007, and midday (12:00 AM-3:30 PM) on Saturday, June 2, 2007:

e Stewart Avenue and Quentin Roosevelt Boulevard;

e Westbury Boulevard and Charles Lindbergh Boulevard;

e Hempstead Turnpike and Oak Street;

e Hempstead Turnpike and California Avenue/Hofstra;

e Hempstead Turnpike and Earl Ovington Boulevard/Uniondale Avenue;

e Earl Ovington Boulevard and Hofstra/Coliseum Pre-Paid;

e Earl Ovington Boulevard and Charles Lindbergh Eastbound/Coliseum VIP;
e Earl Ovington Boulevard/Nassau Community and Charles Lindbergh Westbound;
e Charles Lindbergh Boulevard and Merrick Avenue;

e Hempstead Turnpike and Merrick Avenue;

e Glenn Curtiss Boulevard and Merrick Avenue; and

e Hempstead Turnpike and Glenn Curtiss Boulevard/Coliseum.

Turning movement counts were also collected at the following study intersections during a typical
weekday morning (7:00-9:00 AM) and afternoon/evening (4:00-6:30 PM) peak periods, on Tuesday
and Wednesday November 27 and 28, 2007, and midday (12:00-3:30 PM) on Saturday, December
1,2007:

e Old Country Road and Mineola Boulevard/Franklin Avenue;
e Old Country Road and Glenn Cove Road/Clinton Road;
e Old Country Road and Roosevelt Field Entrance;
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e Old Country Road and Merrick Avenue/Post Avenue;
e Merrick Avenue and Stewart Avenue/Park Boulevard;
e Stewart Avenue and Franklin Avenue;

e Fulton Street and North Franklin Street;

e Fulton Street and Peninsula Boulevard;

e Hempstead Turnpike and Park Boulevard /East Meadow Avenue;
e Hempstead Turnpike and Front Street;

e Hempstead Turnpike and Carman Avenue;

e Hempstead Turnpike and Newbridge Road;

e Uniondale Avenue and Front Street;

e Uniondale Avenue and Jerusalem Avenue;

e Merrick Avenue and Front Street; and

e Merrick Avenue and North Jerusalem Road.

In addition, the following locations were counted on August 20 and 21, 2008 between 7:00-9:00 AM
and 4:00-6:30 PM and on Saturday, August16, 2008 between 12:00-3:30 PM:

e Jericho Turnpike at Post Avenue;

¢ Quentin Roosevelt Boulevard at Commercial Avenue;
e Merrick Avenue at Corporate Drive;

e Merrick Avenue at Privado Road; and

e Uniondale Avenue at Nassau Road.

In addition, turning movements were collected around the Coliseum at the following locations
during the pre-game and post-game periods on Wednesday, April 18, 2007, when the Islanders
hosted the Buffalo Sabres for game four of their Eastern Conference quarterfinal series in the 2007

NHL playoffs:

e Hempstead Turnpike & Earl Ovington Boulevard/Uniondale Avenue;
e Earl Ovington Boulevard & Hofstra/Coliseum Pre-Paid Parking Entrance;

e Earl Ovington Boulevard & Charles Lindbergh Boulevard;
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e Eastbound/Coliseum VIP Parking Entrance;

e Earl Ovington Boulevard/Nassau Community & Charles Lindbergh Boulevard
e  Westbound;

e Hempstead Turnpike & Glenn Curtiss Boulevard/Coliseum;

e Charles Lindbergh Boulevard at Westbound U-Turn near Earl Ovington

e Boulevard;

e Charles Lindbergh Boulevard Eastbound at James Doolittle

e Boulevard/Coliseum;

e Hempstead Turnpike Westbound & James Doolittle Boulevard; and

e Earl Ovington Boulevard & Coliseum Media/Staff Parking Entrance.

Further, turning movement counts were manually collected at the following nine study intersections
during a typical weekday morning (7:00-9:00 AM) and afternoon/evening (4:00-6:30 PM) peak
periods, on Wednesday June 11, 2008 and midday (12:00-3:30 PM) on Saturday, June 21, 2008:

e Hempstead Turnpike and Eisenhower Park pedestrian gateway;
e Hempstead Turnpike and Coolidge Drive;

e Merrick Avenue and Bellmore Avenue;

e Stewart Avenue and Endo Boulevard/Merchants Concourse;

e Stewart Avenue and Ring Road West;

e Stewart Avenue and Clinton Road;

¢ 0Old Country Road and Ellison Avenue/Merchants Concourse;
¢ Old Country Road and Salisbury Park Drive; and

e Merrick Avenue and Jerusalem Avenue.

The turning movement counts collected during 2007 were increased to 2008 levels by applying a
growth factor using the NYSDOT’s LITP 2000 Model (see discussion on Area Growth Rates). The
growth rate anticipated for the Town of Hempstead is 0.6 percent per year. In addition, seasonal

adjustments were made using the NYSDOT’s monthly adjustment factors.
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Resulting peak-hour turning movement counts are shown in Figures 4-9 for the study area
intersections and the Meadowbrook Parkway (see Appendix 3.6-1). Game day counts are shown in
Figures 10 and 11 of Appendix 3.6-1.

Vehicle Classification Counts

Vehicle classification sampling counts will be collected on the following roads for a one-hour period

during the AM and PM peak periods on a typical weekday:

e Hempstead Turnpike, east of Earl Ovington Boulevard;

e Earl Ovington Boulevard, north of Hempstead Turnpike;

e Uniondale Avenue, south of Hempstead Turnpike;

e Merrick Avenue, north of Charles Lindbergh Boulevard; and

e Stewart Avenue, west of Charles Lindbergh Boulevard.

The results of these counts collected in July 2008 are provided in Table 3.6-1.
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Table 3.6-1: Heavy Vehicle Classification Count Results

Percentage Heavy Vehicles
AM Peak PM Peak

Direction Hour Hour
Hempstead Tnpk East of Earl Eastbound
Ovington Blvd 6% 2%
Westbound 4% 2%

Earl Ovington Boulevard north of ~ Northbound

Hempstead Tnpk 4% 4%
Southbound 15% 3%

Uniondale Avenue South of Northbound

Hempstead Tnpk 4% 3%
Southbound 7% 4%

Merrick Avenue north of Charles Northbound

Lindbergh Blvd 9% 5%
Southbound 14% 2%

Stewart Avenue west of Quentin Eastbound

Roosevelt Blvd 5% 3%
Westbound 5% 3%

As shown, truck volumes are heaviest during the morning peak hour. The highest percentages of

trucks were classified in the southbound direction on Earl Ovington Boulevard and Merrick Avenue.

Crash Analysis

Intersections

Crash data, in the form of the Accident Verbal Description Report, was obtained from the NYSDOT

utilizing the Centralized Local Accident Surveillance System (“CLASS”), for the most recently

available three-year period.

The verbal description reports are a synopsis of accident reports filed by State and local police

agencies at accident locations. The accident locations are identified by a State maintained node and
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link system map, where nodes are typically intersections (although they could be an overpass,
underpass, or traffic generator), and links are portions of roadway located between nodes. It should
be noted that not all existing roads and intersections are on the link and node system map, which is
only updated periodically. The accident data provided in the CLASS format is widely used by the
NYSDOT for safety investigations and accident analysis; however, for greater detail and accuracy,

copies of the original accident reports are preferable.

A review of the summary statistics reveals that the predominant type of accidents in the study area,
of which many are signalized, were rear-end collisions. The next most common type of occurrence
was left-turn crashes. In general, the number of crashes at each location appears to be proportional to
the overall intersection volumes. However, a review of the accident records for each location does
not reveal any specific safety deficiencies. See Tables 3 and 4 in the Transportation Study in
Appendix 3.6-1 for detailed accident data. Data include information summarized by: Roadway

Conditions, Light Conditions, Collision Type, Weather Condition, and Contributing Factors.

Parkway Ramps and Segments

Crash data for the Meadowbrook Parkway from the Northern State Parkway to the Southern State
Parkway, including the entrance and exit ramps, for the period Jan 1, 2005 to Dec 31, 2007, was
obtained from the NYSDOT Safety Information Management System.

The Parkway crash data is summarized by severity and type in Tables 5a through 5d in Appendix
3.6-1 of this DGEIS. There were a total of 2,276 crashes during the three year period, 8 of which
involved fatalities, 731 involved personal injury and 780 involved property damage only. The

remaining one third of the crashes was categorized as non-reportable.
A review of the crash types 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.
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The crash rates for the individual Parkway segments, as well as for the overall length of the
Parkway, were calculated and compared to statewide accident rates for similar highway facilities. It
should be noted that in order to be consistent with the State method of computation, the crash rates
do not include the non-reportable incidents. The results, which are summarized in Table 6 of
Appendix 3.6-1 of this DGEIS, reveal that the rates for the Meadowbrook Parkway exceed the
statewide rates in almost all instances. However, it is evident when reviewing the data that the vast
majority of crashes are occurring in the vicinity of the entrance and exit ramps which are spaced
much closer together on the Meadowbrook Parkway than on most typical controlled access
highways. It is anticipated that the improvements at the Hempstead Turnpike interchange which are
being proposed as a mitigation measure (discussed in Section 3.6.3) will likely result in a reduction

in the accident rates on this segment and on the Parkway as a whole.

High Accident Locations

A copy of the 2008 “Annual Evaluation Report — Highway Safety Improvement Program Five
Percent Report” is included in Appendix 3.6-1 of this DGEIS. This report is intended to comply
with Section 148 (C) (1) (D) of the Safe, Accountable, Flexible, Efficient, Transportation Equity
Act: A Legacy for Users (“SAFETEA-LU”) requiring New York State to submit an annual report
that describes not less than five percent of locations on public roads identified with “severe safety

needs”.

Public Transportation

Transit services within the study area include commuter rail, public bus, and private shuttle services.
Commuter travel patterns in the study area are oriented towards New York City and surrounding
business districts. Although many commuters travel via the major highways in the region, there are
also a number of transit options available with ridership continually increasing. According to the
Metropolitan Transportation Authority (“MTA”), approximately four of every five rush-hour
commuters to New York City's central business district avoid traffic congestion by using transit
services, most of which is operated by the MTA. Regions surrounding the study area are served by

the MTA’s Long Island Rail Road (“LIRR”) and Long Island Bus (LI Bus). Rail lines and stations
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within the nearby vicinity of the project site include the Westbury, Carle Place, and Mineola Stations
on the Port Jefferson Branch; the East Williston Station on the Oyster Bay Branch; the Hempstead,
Country Life Press, and Garden City stations on the Hempstead Branch; and the West Hempstead
and Hempstead Gardens Stations on the West Hempstead Branch. LI Bus routes in the nearby
vicinity of the project site include N16, N24, N35, N43, N45, N51, N65, N67, N70, N71, N72, and
N93. Figures 12 through 21 in Appendix 3.6-1 show the LIRR stations and rail lines and each of the

LI Bus lines within an approximate 3.5-mile radius of the project site.

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. As described in this section,
the Lighthouse is already ideally situated from a transportation perspective. With excellent access to
public transit and transit linkages already serving the study area, commuters, residents and visitors
will have choices as how they chose to arrive at and depart from 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 as well.

Commuter Rail

The LIRR is the largest commuter railroad and the oldest railroad in America operating under its
original name. The LIRR started in 1834 and extends from three major New York City terminals:
Penn Station, Flatbush Avenue, and Hunters Point Avenue, through a major transfer hub at Jamaica
to the easternmost tip of Long Island. In 2007, the LIRR set a modern-day ridership record with
86.1 million passengers, the highest number of customers served since 1949. It has 11 branches with
701 miles of track. The LIRR most commonly serves commuters to the New York City central
business district and surrounding employment centers. MTA has taken extensive efforts to ensure
that the LIRR also serves Nassau and Suffolk Counties well by improving their reverse-commute

and off-peak services.

According to MTA, the LIRR has replaced many of its oldest electric cars with state-of-the-art M-7

rail cars and has modernized its entire diesel fleet with new locomotives, bi-level coaches, and dual-

3.6-53



mode locomotives that can operate in both diesel and electrified territory. This enables many riders

to travel between Long Island and Manhattan without changing trains.

As previously noted, the LIRR stations near the project site include: East Williston, Mineola, West
Hempstead, Hempstead Gardens, Westbury, Carle Place, Country Life Press, Garden City, and
Hempstead Station.

Westbury Station

The Westbury Station is located at Post Avenue and Union Avenue, 23.2 miles from Penn Station,
on the Port Jefferson Branch of the railroad, north of the project site. Travel times to Penn Station
are typically less than 50 minutes during peak commuting periods. Connecting bus service to and

from the Lighthouse Project and Westbury Station is provided by LI Bus Route N22 and N35.

Carle Place Station

The Carle Place Station is located at Cherry Avenue and Atlantic Avenue, on the Port Jefferson
Branch of the railroad, north of the project site. The station is 22.2 miles from Penn Station, and
travel times during peak commuting periods are generally under 50 minutes. Connecting bus service

to and from the Lighthouse Project and Carle Place Station is provided by LI Bus Route N22.

Garden City Station

The Garden City Station is located at Cathedral Avenue and 7th Street, on the Hempstead Branch of
the railroad and west of the project. The station is 20.2 miles from Penn Station with travel times
around 50 minutes during peak commuting periods. LI Bus does not provide connecting bus service

to or from the Lighthouse Project and Garden City Station on any of the routes.

Country Life Press Station

The Country Life Press Station is located at St. James Street and Chestnut Street, in Garden City, on
the Hempstead Branch and west of the project. The station is 20.8 miles from Penn Station with
travel times about 50 minutes during peak commuting periods. LI Bus does not provide connecting

bus service to or from the Lighthouse Project and Country Life Press Station on any of the routes.
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Hempstead Station

The Hempstead Station is located across the street from the Hempstead Transit Center, at Columbia
Street, east of Main Street and Station Plaza, on the Hempstead Branch of the railroad and southwest
of the project. The station is approximately 21.6 miles from Penn Station, and travel times are
typically less than one hour during peak commuting periods. Connecting bus service to and from the
Lighthouse Project and Hempstead Station is provided by LI Bus via the N16, N35, and N70, N71,
and N72 routes.

East Williston Station

The East Williston Station is located at Hillside Avenue and Pennsylvania Avenue, on the Oyster
Bay Branch of the railroad, south of the project site. The station is 21.6 miles from Penn Station,
and travel times are typically less than 45 minutes during peak commuting periods. Connecting bus
service to and from the Lighthouse Project and East Williston Station is provided by LI Bus via the
N22A and N27 routes.

Mineola Station

The Mineola Station is located at Mineola Boulevard and Front Street, on the Port Jefferson Branch
of the railroad, north of the project. The station is 20.3 miles from Penn Station, with travel times
typically less than 30 minutes during peak commuting periods. Connecting bus service to and from
the Lighthouse Project and Mineola Station is provided by LI Bus via the N22, N23, N24, N40, N41,
N78, and N79 routes.

Mineola Intermodal Center

The Mineola Intermodal Center provides convenient connections between the MTA LIRR and LI
Bus. The Center is located on the south side of LIRR Mineola Station and includes four levels of
parking with more than 700 commuter spaces. The Center is also a stop for seven LI Bus routes,
which provides convenient connections between the LIRR and LI Bus. In addition, long-term
parking is available for riders who are taking the LIRR to connect with MTA’s AirTrain light-rail

service to JFK International Airport. The Mineola Intermodal Center has an Audio Visual Paging
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System (“AVPS”) installed on each of the facility's four parking garage levels providing advance
information on train arrivals and departures. The facility is universally accessible, contains an
overpass connecting the north and south sides of the station, and has offices for MTA Police and LI

Bus Dispatch.

West Hempstead Station

The West Hempstead Station is located at Hempstead Avenue and Hempstead Gardens Drive, on the
West Hempstead Branch of the railroad, south of the project. The station is 22.5 miles from Penn
Station, with travel times typically between 30 and 45 minutes during peak commuting periods.
Connecting bus service to and from the Lighthouse Project and West Hempstead Station is provided

by LI Bus via the N6 and N15 routes.

Hempstead Gardens Station

The Hempstead Gardens Station is located at Hempstead Gardens Drive and Chestnut Street, on the
West Hempstead Branch of the railroad, south of the project. The station is 21.9 miles from Penn
Station, with travel times typically between 30 and 45 minutes during peak commuting periods.
Connecting bus service to and from the Lighthouse Project and Hempstead Gardens Station is

provided by LI Bus via the N15 route.

Schedules and ridership for the LIRR are contained in Appendix 3.6-1 of this DGEIS. Ridership has
increased from 80.9 million to 86.1 million from 2003 to 2007.

Public Bus Service

LI Bus was formed in 1973 through the combination of ten private bus companies into one public
transit service. Service operates throughout Nassau County and in western Suffolk County and
eastern Queens. The LI Bus lines link 96 communities, 47 LIRR stations, and five New York City

Transit subway stations.
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LI Bus operates the largest all natural gas-fueled bus fleets in the country and the largest compressed
natural gas refueling station on the East Coast. The LI Bus coordinates with the LIRR to help reduce
vehicular congestion and increase mobility in its service area. Specifically, routes are configured to
meet the north-south travel demand, and specialized shuttles provide access to jobs, educational
institutions, and retail sites. LI Bus also operates a paratransit service in Nassau County to provide

transportation options for people with disabilities.

The LI Bus operates numerous routes in the vicinity of the project site, as previously shown in
Figures 12 through 21 in Appendix 3.6-1. Specifically, bus routes N16, N24, N35, N43, N45, N51,
N65, N67, N70, N71, N72, and N93 serve areas surrounding the Lighthouse project. Each of the
routes are described below with the route map showing designated pick-up and discharge points,

transfer locations, points of interest, and the LIRR train stations served by each route.

In addition to the routes operated in the vicinity of the site, Long Island Bus operates the Hempstead
Transit Center, a major transfer point for riders that serves 21 of 54 routes operated by the company,

located approximately two miles southwest of the site.

Hempstead Transit Center

The Hempstead Transit Center (“HTC”) is an indoor customer facility between Jackson and
Columbia Streets in Hempstead for the LIRR LI Bus. The HTC provides services for 21 of the 54
routes, and it is the major transfer point for riders using either a second LI Bus route or the LIRR.
The HTC contains a waiting area, transit information center, MetroCard vending machines, a

newsstand, and restrooms.

Bus Routes

The N16 route serves Roosevelt Field, Nassau County Community College, the Hempstead Transit
Center, and the Baldwin, and Silver Lake areas. Within the study area, the N16 operates along
South Street, Stewart Avenue, Earl Ovington Boulevard, Charles Lindbergh Boulevard, and
Westbury Boulevard.
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The N24 route serves Roosevelt Field, Mineola, Winthrop Hospital, Jamaica, and Queens. Within
the study area, the N24 operates along Stewart Avenue, Quentin Roosevelt Boulevard, Charles
Lindbergh Boulevard, Earl Ovington Boulevard, Hempstead Turnpike, and Glenn Curtiss Boulevard.
The N35 route serves Hempstead, Roosevelt Field, Nassau Community College, and Westbury.
Within the study area, the N35 operates along Merrick Avenue and Stewart Avenue, also providing

access to Eisenhower Park.

The N43 route serves the Freeport LIRR station, Freeport, Roosevelt, Uniondale, East Meadow, and
Westbury (including Hofstra University), Nassau Coliseum, Nassau Community College, Roosevelt
Field, and the IMAX Theatre. Within the study area, the N43 operates along Earl Ovington

Boulevard and Uniondale Avenue.

The N45 route serves the Bellmore LIRR station, Hempstead, Roosevelt Field, Nassau Community
College, and Westbury. Within the study area, the N45 operates along Stewart Avenue, Earl

Ovington Boulevard, and Uniondale Avenue.

The N51 route serves Roosevelt Field, Nassau Community College, RexCorp Plaza, and the Merrick
LIRR station. Within the study area, the N51 operates along Stewart Avenue, Earl Ovington

Boulevard, Hempstead Turnpike, Glenn Curtiss Boulevard, and Merrick Avenue.

The N65 route runs on school days only. In the morning, buses travel from East Rockaway to
Uniondale. In the afternoon, buses travel the reverse route. The N65 serves East Rockaway, the
Lynbrook LIRR station, the Malverne LIRR station, Roosevelt, Uniondale, and East Meadow. In
the study area, the N65 runs along eastbound Hempstead Turnpike, eastbound Glenn Curtiss

Boulevard, and southbound Merrick Avenue.

The N67 route runs on school days only. In the morning, buses travel from Roosevelt to Hicksville.
In the afternoon, buses travel the reverse route. The N67 serves Roosevelt, Uniondale, East
Meadow, and Hicksville. Within the study area, the N67 operates along northbound Uniondale
Avenue, eastbound Hempstead Turnpike, eastbound Glenn Curtiss Boulevard, and southbound

Merrick Avenue.
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The N70, N71, and N72 routes serve the Hempstead Turnpike corridor. Each route has the
Hempstead Transit Center as a western terminus and various eastern termini in southeastern Nassau
or southwestern Suffolk. All three of these routes serve the Hempstead Transit Center, Hofstra
University, Nassau Community College, Nassau Coliseum, Eisenhower Park, Nassau University
Medical Center, Mid-Island Hospital; and the East Meadow, Levittown, and Farmingdale areas. The
N70 travels east to serve Farmingdale State College and the Melville area. The N71 travels east to
serve Sunrise Mall and the Massapequa Park area, and the N72 travels east to serve West Babylon

and the Babylon LIRR station.

The N93 route provides limited service to the Marriott Hotel, Hofstra University, Nassau Coliseum,
the Cradle of Aviation Museum, the Long Island Children’s Museum, and Roosevelt Field with only
one trip during the peak hours. The N93 shuttle service operates almost entirely within the study
area along Hempstead Turnpike, Earl Ovington Boulevard, Charles Lindbergh Boulevard, Quentin

Roosevelt Boulevard, Stewart Avenue, James Doolittle Boulevard, and Westbury Boulevard.

Schedules and ridership for LI Bus are contained in Appendix 3.6-1 of this DGEIS. Ridership has
increased from 30.4 million to 32.5 million from 2003 to 2007.

Private Commuter and Van Pool Operations

There are few privately-owned bus companies remaining on Long Island. One of the remaining
companies is Hampton Jitney which started in 1974 with one van dedicated to providing
personalized transportation services between the communities of eastern Long Island and
metropolitan New York City. They currently operate a fleet of luxury motor coaches and
limousines. Service operates 365 days a year between the North and South Forks of Long Island and
metropolitan New York, including the airports. None of the Hampton Jitney routes are in close
proximity to the Lighthouse project. Hampton Jitney contributes to local and regional transit within

Nassau County, but not specifically within the project area.

Senior transportation facilities are discussed in Section 3.10.1 of this DGEIS.
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Parking

There are currently 14,160 parking spaces provided at the project site today. Of these spaces, 6,786

are controlled by the Coliseum. The remaining spaces are used by RexCorp, Omni, and the Marriott.

The existing parking supply is summarized in Table 3.6-2.

Table 3.6-2: Existing Parking Summary

Number of Parking Spaces

Surface
Lot Garage
Land Use Spaces  Spaces Total
Coliseum 6,786 - 6,786
RexCorp Plaza 934 2,339 3,273
Omni 1,607 1,182 2,789
Marriott 1,312 - 1312
Total Existing Spaces 10,639 3,521 14,160

Pedestrian and Bicycle Infrastructure

Nassau County has placed special emphasis on incorporating pedestrian and bicycle
accommodations into new developments in accordance with the Long Island Transportation
Management (“LITM”). Specifically, the County created a Commute Alternatives Program
(“CAP”). The CAP is designed to promote single occupancy vehicle (“SOV”) trip reduction
strategies within Nassau County. The program develops strategies including ridesharing,
telecommuting, increased transit use, and intermodalism to achieve this goal. They also contribute
to pedestrian and bicycle planning; oversight of Nassau County’s bus shelter program; and ongoing
research into innovative transportation, planning, and land use issues related to transportation

demand management.
Through a variety of community visioning plans, the Town of Hempstead has established strategies

for encouraging walkable communities, improvements to public transit, and increased recreational

opportunities. These include improving pedestrian flow across roadways, promoting pedestrian-
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oriented activities, promoting bicycle facilities, and reducing conflicts between pedestrians and

vehicles.

Sidewalks are provided around the site’s perimeter and are generally considered to be in good
condition. Hempstead Turnpike was recently reconstructed adjacent to the project site and provides
sidewalks on both sides of the street. A pedestrian overpass is provided at the Hempstead

Turnpike/Earl Ovington Boulevard/Uniondale Avenue intersection.

Adjacent to the site there is an existing Class I bicycle path along Hempstead Turnpike. This path

extends to Eisenhower Park, Hofstra University and beyond.

Nassau Coliseum Access

Regional access to the Coliseum is provided via Meadowbrook Parkway, a major north-south
limited-access divided highway under the jurisdiction of the NYSDOT. The Parkway is a major
Long Island arterial that extends from Northern State Parkway in the north to Ocean Parkway in the
south. In addition to the Northern State and Ocean Parkways, there are major interchanges at Old
Country Road, Hempstead Turnpike, Southern State Parkways, Sunrise Highway, and Merrick
Avenue. Under the proposed future conditions developed as mitigation for The Lighthouse, access
to the area from the Meadowbrook Parkway would be modified. Access to the Coliseum is also

provided via Hempstead Turnpike (New York State Route 24).

The New York Islanders draw thousands of attendees for each of their 41 regular season home
games. The NHL regular season runs from mid-October through mid-April and the Stanley Cup
playoff schedule includes games from mid-April through the beginning of June. Attendance records
from the 2006-2007 and 2007-2008 seasons show an average pre-season attendance of 10,500 per
game. Regular season game attendance was approximately 11,000 attendees per game and an
average play-off game attendance was approximately 15,000 attendees. On average, the Islanders

host a sell-out crowd for approximately 10 games per regular season.
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Existing Trip Generation

Existing trip generation is discussed in Section 3.6.2, below, as part of the comparison to the
proposed action. However, trip generation is summarized as follows. According to the Institute of
Transportation Engineers (“ITE”), Trip Generation, Seventh Edition (2003) and empirical data
estimates, the existing land use is currently generating approximately 2,245 (1,863 entering and 382
existing) peak weekday morning trips, 3,473 (1,603 entering and 1,870 exiting) peak weekday
evening trips, and 912 (504 entering and 408 exiting) peak Saturday midday trips.

3.6.2 Potential Impacts

Future Transportation Conditions

As part of the study, future No Build and Build traffic volumes were developed for 2014 (Phase 1)
and 2019 (Full-Build). The analysis of future conditions, with and without the proposed project
(“Build” and “No Build” conditions, respectively), was performed to evaluate the effect of the
proposed project on future traffic in the area. The No Build Condition presents the future traffic
conditions that can be expected to occur, whether the proposed mixed-use development and
Coliseum transformation is built or not. The No Build Condition serves as a comparison to the
Build Condition, which presents expected future traffic conditions resulting from both project and

non-project generated traffic.

Based upon the expected time necessary for project completion, the 2014 and 2019 analysis period
was selected. An annual growth rate as discussed in the next section was applied to the 2008
Existing Condition turning movement counts at the study intersections to account for increases in
general population and background growth not related to the proposed project. A second source of
future traffic growth under No Build and Build conditions is other specific planned developments

within the study area.
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No Build Analysis

The 2014 and 2019 No Build Conditions were developed and analyzed to evaluate future
transportation conditions in the project study area without consideration of the proposed Lighthouse
at Long Island. In accordance with the scoping determination, this future analysis represents the

project’s anticipated Phase 1 and Full Build-out construction horizon from Existing Conditions.

Planned Development Projects

The Final Scope for the proposed project indicates six planned developments are within the study
area for The Lighthouse. It requires that the traffic added (i.e., new trips) to The Lighthouse study
area intersections are included in the No Build and Build analyses. This section reviews the six
planned projects and details the combine traffic that was added to the No Build and Build networks.
In several cases there were completed traffic studies for the development; however, in the cases
where a traffic study was not available, VHB calculated the trip generation based on the reported
use(s) at the planned development; distributed new trips to the adjacent intersections and added new

traffic (if applicable) to the appropriate study area intersections.

The following projects were included in the study:

e The Oaks at East Meadow (a/k/a The Seasons at East Meadow) — a senior independent living
facility with 416 units on 19.19 acres located on the north side of Front Street west of
Merrick Avenue. The project will provide a single access driveway on the north side of

Front Street;

e Avalon at Mitchel Field — a residential development on 11.29 acres within Mitchel Field.
The project is located on Southside of Stewart Avenue between Endo Boulevard & Selfridge
Avenue. Redevelopment of site includes demolition of existing property and construction of

160 apartment units plus 44 townhouse units;
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A 122-room Hyatt Hotel with access from East Gate Boulevard. No traffic study was
prepared for this project. Site generated trips were estimated at 69 (42 in, 27 out) during the
AM peak hour and 72 (38 in, 34 out) during the PM peak hour, and 88 (49/39) during the
Saturday peak hour. Only 15 percent of these new trips would pass-through following
Lighthouse study area intersections and would be less than the assumed background growth

therefore no additional traffic was added as a result of the Hyatt Hotel;

Avis Property Redevelopment - The Simon Group proposes to redevelop the existing vacant
Avis property located on Old Country Road between Zeckendorf Boulevard and East Gate
Boulevard. As proposed, the project includes 400,000 square feet of mixed up development

(retail, hotel, office, restaurants);

A proposed 145-room hotel at southwest corner of intersection Privado Road and Merrick
Avenue. No traffic study was prepared for this project. Site generated trips were estimated to
be less than the assumed background growth therefore no additional traffic was added as a

result; and

Polimeni Office Building on Old Country Road between Roosevelt Field and Clinton Road.
No traffic study has been filed however; traffic was estimated by VHB for the proposed
150,000 SF development. The morning peak hour estimate assumed 259 (228 in, 31 out)
trips; the evening assumed 247 (42 in, 205 out) trips; and Saturday assumed 52 (28 in, 24
out) trips would be generated. VHB then assigned these new trips to the study area

intersections using census journey-to-work information for the study area.

Planned Roadway Improvements

The Transportation Improvement Program (“TIP”) is a five-year program that identifies all proposed
federally funded transportation improvement projects in the New York Metropolitan Transportation
Council (“NYMTC”) region. These improvements cover various transportation modes and facilities,
including roadways and bridges, bicycle and pedestrian facilities, transit equipment and services,

safety improvements and demand management programs. Projects funded through other sources are
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also identified to provide a more comprehensive picture of proposed transportation improvements in
the region. The 2008-2012 TIP was adopted by the Council on October 29, 2007 and approved by
the federal agencies December 10, 2007.

The NYMTC’s TIP for Nassau and Suffolk Counties prioritizes roadway, transit and other related
projects for a two-year period (see Appendix 3.6-1). A check of the TIP indicated that there are
several major projects planned for completion by 2014 or 2019 that would impact the roadways

studied for this project:

e Construction of a wider ramp from westbound Southern State Parkway to northbound

Meadowbrook State Parkway (2009-2010);

e Widening the bridges at Meadowbrook Road and North Jerusalem Road (2009-2010);

e Pavement resurfacing (mill and fill) on Southern State Parkway between Nassau Road and

NY110 (2009-2010); and

e Brookside Avenue reconstruction from Forest Avenue to Greenwich Street, Roosevelt to include

new curbs, sidewalks, drainage, and intersection improvements (2009-2010).

Since the aforementioned projects are included in the TIP, it has been assumed that funding is

available.

In addition, the following projects are planned within the Town of Hempstead (no specific

construction dates or sources of funding were available at the time preparation of this DGEIS):

e Hempstead Avenue drainage improvements;
e Franklin Avenue streetscape improvements;
e Peninsula Boulevard at Clinton and Henry Street, Hempstead intersection improvements; and

e Nassau Road, Roosevelt reconstruction.
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Some of these proposed projects have the potential for improving traffic flow within the overall
study area, but not in the immediate vicinity of the Lighthouse development. Their direct impact
cannot be determined or analyzed until preliminary planning studies are completed and or

construction plans developed and specific actions detailed.

Planned Bicycle and Pedestrian Facilities

Nassau County is currently in the initial planning phases of a design for the creation of a Pedestrian
and Bicycle Path to connect various Cultural, Educational and Recreational Areas situated
throughout Uniondale, and the Villages of Hempstead and Garden City within the Town of
Hempstead. The Pedestrian & Bicycle Pathway is intended to connect Eisenhower Park on its
eastern terminus with various Community and Passive Parks, Cultural interests and ending at its
western terminus of Adelphi University. The Pathway will connect at various points with the
existing bike path situated along the north side of Hempstead Turnpike (NYS Route 24) in the

vicinity of the Nassau Coliseum and Hofstra University.

The concept for the Pedestrian & Bicycle Pathway Project is in accordance with the County’s
“Healthy Nassau Initiative,” and will connect various passive parks, such as Eisenhower Park, the
Francis T. Purcell Preserve, Hempstead Village Green, and Hempstead Plains; with recreational and
cultural areas such as Mitchel Field Park, Museum Row, and Downtown Hempstead; and with
educational facilities such as Nassau Community College, Hofstra University, and Adelphi

University.

Portions of the Pathway will be adjacent to existing roadway travel lanes on Fulton Avenue and
other secondary roadways, while other sections will utilize the internal roadways of the Mitchel
Field and Nassau Coliseum area. The general Project limits are from Eisenhower Park on the east, to

Adelphi University on the west having an approximate total length of nine miles.
The proposed improvements for pedestrian and bikes will complement the proposed Lighthouse

project's intent to make the project a safe environment for pedestrians and bicyclists and reduce

dependency on the automobile for travel in the area.
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Area Growth Rates

This study evaluated several approaches to determining a future growth rate. The sources include
The Long Island Transportation Plan (LITP 2000), and the New York Metropolitan Transportation

Council Best Practices Model.

Appendix 3.6-1 includes a detailed description of the methodology, reviews the sources and the
reasoning for using locally developed growth rates. The LITP 2000 used the following rates in their
study:

e Hempstead — 0.6 percent per year;

e North Hempstead — 0.5 percent per year;

e Opyster Bay North of the Long Island Expressway — 0.6 percent per year; and
e Opyster Bay South of the Long Island Expressway — 0.7 percent per year.

The above growth rates were compared to information from the New York Metropolitan
Transportation Council Best Practices Model (NYMTC model). The NYMTC model includes 28

counties around New York City, including all of Long Island and Nassau County.

NYMTC model estimated a smaller annual percent growth rate when compared to the Town wide
growth rate assumptions. Therefore the study used an annual growth rate consistent with the town
growth rates and the annual rates of population and employment growth. The annual growth rate

used was 0.6 percent.

' The LITP2000 study is being guided by a 40-member Technical Advisory Committee that will serve as a portion of
the broader regional transportation plan of the New York Metropolitan Transportation Council (NYMTC). “LITP is
intended as a long-range transportation plan to relieve traffic congestion and improve the movement of people and
goods throughout Long Island. It represents a comprehensive study to identify a variety of solutions for the short term
and over the next 20 to 30 years. The goal of LITP 2000 is to provide efficient, safe, economical, and accessible
transportation choices for all Long Islanders.
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To obtain the expected 2014 and 2019 No Build traffic volumes, a six and eleven year background
growth rate (1.036 and 1.066 respectively) was applied to the existing traffic volumes at the study

intersections.
The resulting No Build traffic volumes for 2014 and 2019 are presented in Figures 24-32 in
Appendix 3.6-1. The Meadowbrook Parkway volumes are provided for the worst-case scenario

which would be 2019 No Build Condition.

Future Changes to Public Transportation

The LIRR and the LI Bus, as well as private transit providers, will likely continue to operate in a
similar manner to that of recent years. There is growth in the region and that growth, coupled with

an overall shift to public transit, continues to result in increased public transit usage.

There are several specific transit improvement projects underway to increase system capacity.

Project relevant to the study area are described in the following sections.

Long Island Rail Road

MTA continually evaluates service and performance and seeks opportunities for improvement.
Currently, the MTA has several efforts underway with its 2005-2009 Capital Program. MTA is
moving forward on its first substantial expansion to the network in 60 years. Part of this expansion
is the Main Line Corridor (“MLC”) project. This project includes a third track between Floral Park
and Hicksville on the Port Jefferson Branch. This is nearly a ten-mile stretch, and it includes the
Westbury, Carle Place, and Mineola Stations located near the Lighthouse project. The MLC
recently achieved an important milestone when the MTA submitted the Preliminary Draft
Environmental Impact Statement (“PDEIS”) to the Federal Transit Administration (“FTA”) for

review.

The MLC project will add a third track, or “passing lane” to the MLC separating express trains from

local trains. This will increase overall capacity and operational flexibility. This stretch of track
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carries 41 percent of the system’s ridership and has the Hempstead, Oyster Bay, Port Jefferson,

Ronkonkoma, and Montauk Branches converging onto the same corridor.

The MLC Third Track project will improve service reliability for the LIRR by providing additional
capacity and the flexibility to move trains. According to MTA, the MLC third track project is an
important part of the LIRR’s plan to prepare for completion of the East Side Access project in 2014.
The East Side Access project will allow riders to go directly to the East Side of Manhattan via Grand
Central Terminal. It includes 3.5 miles of tunnels and a new terminal station at Grand Central
Terminal, and is estimated to be complete in 2015. Together, these projects will offer increased and
more reliable service to Penn Station and Grand Central Terminal, as well as increased intra-island
service throughout the corridor. This will help the Long Island housing market to maintain its

competitiveness within the region.

Long Island Bus

There are no major expansions currently planned for the LI Bus system. Recently, the LI Bus
expanded its service to the Nassau hub to seven days a week, to ensure that transportation is

available to those seeking jobs in the hub area.

HUB Study

The Nassau County Hub Major Investment Study, or MIS, was commissioned by Nassau County
Planning Commission to propose new transportation options and land use strategies that can help

achieve a vision of a “New Suburbia”. Through the MIS process, a conceptual plan was developed.

The study area northern boundary lies just to the north of the LIRR Port Jefferson Branch, the
southern boundary lies just to the south of the Hempstead Turnpike. The western boundary runs
along Rockaway Avenue and Cathedral Avenue and the eastern boundary is Eisenhower Park. The
study area covers approximately 10 square miles and encompasses all or parts of the Villages of
Mineola, Westbury, Garden City and Hempstead; the Hamlets of Carle Place and Uniondale; and the

unincorporated area of East Garden City.
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The Short List of Alternatives included three different transit technologies:

e Bus Rapid Transit (“BRT”);
e Light Rail Transit (“LRT”); and
e Automated Guideway Transit (“AGT”).

For each mode, there were two build out scenarios: the Core System and Full Network System. The
Core System is envisioned to enable customers to access the Hub Area by making new connections
not generally available today, particularly from the LIRR. The Core System is intended to distribute
new regional and county-wide transit customers to existing and proposed destinations within the

Hub Area, as well as serve as a Hub circulator system.

The Short List Alternatives are being advanced for consideration and review as part of the next

phase of the Hub planning initiative. The next study phase will be the preparation of a DEIS.

The Lighthouse has been developed so as to not preclude implementation of the short listed
alternatives in the future. This includes the preservation of a transverse below grade easement which

can support a light rail beneath the Lighthouse or at grade level.

This Study however has assumed that the implementation of a recommendation using new

technologies or systems in the study area will occur after the build out of the Lighthouse.

Build Analysis

The proposed project entails the transformation of the Coliseum and surrounding properties into a
sophisticated mixed-use development that incorporates an improved Nassau Coliseum sports facility
complex, complemented with a mixed use of residential units, office space, retail establishments, a
health club, practice facilities, a hotel and conference center, multiplex cinema, restaurants, parking
facilities, a park-like central plaza, and open space. The Build development program includes

500,000 SF of retail, 2,306 new residential units, 300 additional hotel rooms, approximately
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1,000,000 SF of new office space, 493,000 SF of new Coliseum ancillary use upgrades and

renovations, and about 200,000 SF of additional convention facilities.

The proposed site plan and changes to the roadway infrastructure directly adjacent to the site

include:

e Installing a new traffic signal at the intersection of Hempstead Turnpike/James Doolittle
Boulevard and the New RexCorp Plaza site driveway opposite James Doolittle Boulevard. In
addition to the new traffic signal, James Doolittle Boulevard will be widened within the

existing curb-to-curb width;

e Installing a new traffic signal on Hempstead Turnpike at Cunningham Avenue and the
project’s main site driveway. As part of this effort, a fourth lane will be constructed on
Hempstead Turnpike between Meadowbrook Parkway and Glenn Curtiss Boulevard within

the existing curb-to-curb width;

e New pavement markings will be added at the existing Earl Ovington
Boulevard/Hofstra/Nassau Coliseum Pre-paid Parking Entrance intersection. These changes
will include the addition of a southbound and westbound left-turn arrow. In addition, the

signal timings will be adjusted to decrease overall delay;

e The signal timings will be optimized to reduce delay at the intersection of Earl Ovington

Boulevard at Charles Lindbergh Boulevard/Nassau Coliseum VIP Parking Entrance; and

e The existing U-turn for traffic heading westbound on Charles Lindbergh Boulevard (near Earl
Ovington Boulevard) will be reconfigured. This proposed modification will create a new four-

way intersection with Charles Lindbergh Boulevard at one of the site driveways.

These items are also discussed in Section 3.6.3 of this DGEIS.
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Site Access and Circulation

The Lighthouse Project will modify the existing site driveways and add new driveways to minimize
impacts to the adjacent street network. Because of the dynamic mixed-uses proposed on site all of
the site driveways will be shared in use and allow for internal circulation within the site so that
vehicles do not need to enter the local street network unnecessarily. Guide signs will direct visitors
to their destination within Lighthouse in the most direct way to minimize traffic in areas unrelated to
the ultimate destination of the traveler. In addition, Lighthouse proposes an extensive Event
Management Plan (see Appendix 3.6-1) that will direct visitors to the most direct parking area and
minimize cut through traffic or unnecessary recirculation of traffic as someone looking for a parking

place would try to do.

As currently proposed, the project will have 16 site driveways on the Coliseum parcel bounded by
Hempstead Turnpike, Earl Ovington Boulevard, Charles Lindbergh Boulevard, and James Doolittle
Boulevard as shown in Figure 33 of Appendix 3.6-1. These driveways will be designed to meet or

exceed Engineering sight-distance design standards.

With the proposed project, RexCorp Plaza will introduce a new driveway on Hempstead Turnpike.
This driveway will align opposite James Doolittle Boulevard and will be signalized. In addition, the
RexCorp Plaza expansion on the west side of Glenn Curtiss Boulevard will have a new site driveway

opposite the existing RexCorp driveway.

As part of The Lighthouse, the developer plans to provide a Trolley service for the movement of
residents, employees and visitors within the multi-use project area and to coordinate service with
Nassau Community College; Museum Row attractions and Hofstra University. The planned routes
and tentative schedule is discussed in the next Chapter. The Trolley will reduce internal vehicle trips
and improve pedestrian circulation by offering modal choices on movement between Lighthouse

activities.
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Trip Generation

The rate at which any development generates traffic is dependent upon a number of factors such as
size, location, and concentration of surrounding development. In order to determine trip generation
for the proposed redevelopment project, it is first necessary to establish the methodology that will
estimate future projections most accurately. This redevelopment project has three specific
components that have to be considered in the trip generation calculation. The first step is to
understand the existing uses on the site and how the site currently generates traffic to the area. The
second is estimating the future trip generation to the area associated with the full-development of the
Lighthouse at Long Island project. Lastly, it is essential to understand how the redevelopment
project will interact with the uses in close proximity to the site in order to better understand the

potential traffic sharing between uses — this concept is explained in greater detail in the Appendix.

The trip generation methodology was broken up into the following steps:

e Determining the existing trip generation for the site as it arrives to and departs the site today.
Establishing the existing generation provides a better understanding of the order of
magnitude of the existing site’s traffic influence and how the site will generate traffic in the
future. To determine the existing volume of traffic, trip generation rates published by the
ITE Trip Generation were utilized. In addition to using ITE rates, empirical data collected at

the site driveways was used to determine Coliseum trip generation rates;

e [Estimate the trip generation for the future full build out of the site as it is currently proposed.
To determine the expected volume of traffic associated with the Lighthouse project, trip
generation rates published by ITE were used as well as the empirical rates determined by

counting of traffic for a specific use; and

e Adjust the full build numbers estimated in the step above to account for the site trips that are

not considered new to the area because they do one of the following;
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0 Remain on the site but between two different land uses (i.e. office employees or
residents utilizing the retail elsewhere within the site boundaries). This is known
as an internal capture trip. Internal trips would remain on site and are illustrated in

Figure 34 of Appendix 3.6-1 as staying within Ring 1.

O Are local trips, meaning that they already on the local street network and do not
travel through the regional highway system. An example would be a trip between
the Lighthouse project site and Roosevelt Field for the purpose of shopping. This
area is illustrated as Ring 2 in Figure 34 in Appendix 3.6-1.

Step 1 - Existing Trip Generation

The first step in estimating the future trip generation associated with the proposed development is
estimating the existing trip generation for the site as it arrives to and departs the site today. The
following ITE land use codes were determined to be the most appropriate to apply to the existing

development where empirical data was not available:

e LUC 310 - Hotel; and
e LUC 710 — General Office Building.

To address the Final Scope, an event day at the Coliseum was used in analysis to establish the most
conservative baseline for traffic. VHB used empirical data from the existing Nassau Coliseum and
similar practice facilities to estimate the number of trips that could occur due to the proposed sport
related activities proposed at the Lighthouse such as a 4-rink practice facility, and a basketball court.
Trip generation for the coliseum was based on an event at the Coliseum. The event was an

Islander’s Playoff hockey game from 2007.
As discussed in Section 3.6.1 and shown in Table 3.6-3, the existing traffic generation for the site as

it currently operates (hotel, office, and Coliseum) is summarized, below. Calculation sheets for the

trip generation estimates are provided in a separate technical Appendix.
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Table 3.6-3: Existing Trip Generation

Hotel Office Coliseum

617 rooms 1,636 KSF 435 KSF Subtotal
AM Peak
In 236 1,544 83 1,863
Out 151 211 20 382
Total 387 1,755 103 2,245
PM Peak
In 191 325 1,087 1,603
Out 170 1.586 114 1,870
Total 361 1,911 1,201 3,473
Saturday
Midday
In 239 185 80 504
Out 188 157 63 408
Total 427 342 143 912

* Coliseum daily trip generation was not counted. Only the peak hours were counted.

Step 2 - Full-Build Trip Generation

Once existing trip generation was established for the Lighthouse site, the next step was to estimate
the future full-build traffic generation to the proposed site. Similar to the methodology in estimating
existing trip generation, future predictions are based on both trip generation rates provided by ITE as

well as rates based on empirical data collected at the site as it currently operates.

The program on which the future trip generation is based is as follows.
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Table 3.6-4: Summary of Program

Proposed Land

Use Existing +Phasel +Phase2 =FullBuild

Retail 0 ksf 358 ksf 77 ksf 435 ksf

Cinema 0 ksf 65 ksf 0 ksf 65 ksf

Retail Sub-total 0 ksf 423 ksf 77 ksf 500 ksf

1,344

Condominiums 0 units units 846 units 2,190 units

Apartments 0 units 0 units 57 units 57 units

Active Adult 0 units 0 units 59 units 59 units

Residential Sub- 1,344

total 0 units units 962 units 2,306 units

Hotel 617 rooms 300 rooms 0 rooms 917 rooms

Office 1,636 ksf* 0 ksf 1,000 ksf 2,636 ksf

Health/Fitness

Center 0 ksf 50 ksf 0 ksf 50 ksf

Practice

Facilities*** 0 rinks 4 rinks 0 rinks 4 rinks

Coliseum and

Convention Center 435 ksf 186 ksf 0 ksf 621 ksf**
14,160

Parking Total spaces 19,926 spaces

FRexCorp Plaza and the Omni

** Full Build includes 928,000 SF of Coliseum and 313,000 SF of convention facilities.
For trip generation purposes only 621,000 SF of space was analyzed since some space is
with the hotel facilities and wi

share

*** Includes 4 Basketball Courts
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For the land uses that required ITE trip generation rates, the following ITE land use codes were

determined to be the most appropriate to apply to the proposed development:

e LUC 220 — Apartments;

e LUC 230 — Residential Condominium/Townhouse;
e LUC 252 — Senior Adult Housing;

e LUC 310 — Hotel,

e LUC 445 — Multiplex Movie Theater;

e LUC 492 — Health/Fitness Club;

e LUC 710 — General Office Building; and

e LUC 820 — Shopping Center.

For the purpose of this evaluation, the TAIS used a development program generally consistent with

that described in the Final Scope.

Table 3.6-5 summarizes the future traffic generation for the Lighthouse at Long Island
redevelopment as it is currently proposed. Calculation sheets for the trip generation estimates are

provided in a separate Appendix.

As shown in Table 3.6-5, according to ITE and empirical data estimates, the future land use is
expected to generate a total of approximately 4,483 (3,158 entering and 1,325 existing) peak
weekday morning trips, 8,582 (4,150 entering and 4,432 exiting) peak weekday evening trips, and
5,105 (2,775 entering and 2,330 exiting) peak Saturday midday trips. It should be noted that these
estimates include existing traffic that is currently arriving to and leaving the site as well as traffic
that is expected to share with other uses; net new traffic to the regional gateways is discussed in

sections to follow.
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Table 3.6-5: Full Development Trip Generation

Coliseu
Apartme Senior Health Practice ~ Conventio m
nt Condos Housing Hotel Cinema Office Retail Club Facilities  n Space** Fxx

57 units 2,190 units 59 units 917 rooms 65KSF 2,636 KSF 435 KSF 50 KSF Subtotal
AM Peak
In 6 104 2 386 n/a 2,261 231 25 25 35 83 3,158
Out 25 506 3 247 n/a 308 147 35 25 9 20 1,325
Total 31 610 5 633 n/a 2,569 378 60 50 44 103 4,483
PM Peak
In 32 506 4 285 200 515 793 103 160 465 1,087 4,150
Out 17 249 3 253 113 2,516 859 929 160 49 114 4,432
Total 49 755 7 538 313 3,031 1,652 202 320 514 1,201 8,582
Saturday
Midday
In 21 366 9 355 239 276 1,170 65 160 34 80 2,775
Out 21 312 9 279 80 235 1,080 65 160 27 63 2,330
Total 42 678 18 634 319 511 2,250 130 320 61 143 5,105

Note: Full development trip generation includes existing uses as well as future development as currently proposed.

** Full Build includes 928,000 SF of Coliseum and 313,000 SF of convention facilities. For trip generation purposes only 621,000 SF (186 + 435) of space was

analyzed since some space is shared with the hotel facilities and will not result in new trips.
*** Based on an Islander’s Playoff hockey game from 2007
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Step 3 — Adjusting for Internal and Localized Trips

It is expected that the Lighthouse will generate trips between different uses on-site that never leave
the project limits previously shown in Ring 1. In order to determine how many of these trips will
remain on-site an internal capture rate was applied to the hotel, residential, office, and retail uses on-

site.

In order to establish an internal capture rate, uses at the proposed development (trips within Ring 1),
were compared to those from the ITE Trip Generation Handbook recommendations for sites of
similar land uses and size. According to ITE, an internal capture rate of 33 percent is reasonable to
assume. However, to be conservative, an internal capture rate totaling 30 percent was applied to the
new hotel, residential, office, and retail land uses. Since the synergy between the land uses is
expected to vary, the internal capture rate varied between land uses however the total trips were

reduced by 30 percent as discussed in detail the Appendix. Resulting trips are shown in Table 3.6-6.

Table 3.6-6: Net-New Trip Generation Summary (Unadjusted Vehicles)

Total Future  Less Existing Less Total Net-New

Trip Trip
Generation Generation Ringl  Vehicle Trips

AM Peak

In 3,158 -1,863 -314 981
Out 1,325 =382 =314 629
Total 4,483 -2,245 -628 1,610
PM Peak

In 4,150 -1,603 -611 1,936
Out 4.432 -1.870 =611 1951
Total 8,582 -3,473 -1,222 3,887
Saturday

Midday

In 2,775 -504 -552 1,719
Out 2.330 -408 =552 1370
Total 5,105 912 -1,104 3,089
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As shown in Table 3.6-6, the project will generate 1,610 (981 in and 629 out) net-new vehicle trips
during the morning peak hour. During the evening peak the project is expected to generate 3,887
(1,936 in and 1,951 out) net-new vehicle trips. During the Saturday mid-day peak, the Lighthouse is
expect to generate approximately 3,089 (1,719 in and 1,370 out) net-new vehicle trips.

It is important to note that not all of these trips are coming from/going to the regional highway
system. Many of the trips are localized and will be generated by vehicles already passing the site
today since the area surrounding the Lighthouse has a large concentration of retail uses — Roosevelt
Field (approximately 2.2 million square feet of retail uses) and The Mall at the Source
(approximately 736,000 square feet of retail uses). As these retail centers already attract a large
number of regional trips to the area, it is reasonable to assume the whole area acts as a regional
magnet of retail activity with additional trips generated between the individual sites within the area

but not with additional new trips on the regional roadways.

Another kind of traffic that will be contained within the localized area is the capture of retail
customer currently passing the site on roadways known as the pass-by trip. A pass-by trip is not a
new trip to the area, but a trip somebody makes “enroute” to their destination. An example of a
pass-by trip is when someone stops for gas on the way home from work and the gas station is on the
same route they use to go home. Pass-by rates were based on ITE recommendations for retail pass-
by trips. A 34 percent weekday rate and a 26 percent Saturday pass-by rate were applied to the

external retail trips to determine retail pass-by trips.

Table 3.6-7 shows the trips that are local (within Ring 2) and the trips that are expected to be from

the regional system.
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Table 3.6-7: Local and Regional Net-New Trips (Unadjusted Vehicles)

Local Total Net-New
Ring 2 Regional Vehicle Trips
AM Peak
In 44 937 981
Out 44 585 629
Total 88 1,522 1,610
PM Peak
In 357 1,573 1,930
Out 357 1,594 1,951
Total 714 3,167 3,887
Saturday
Midday
In 354 1,365 1,719
Out 354 1,016 1370
Total 708 2,381 3,089
Mode Split

The last step in determining the trip generation estimates for the proposed project is to adjust the
totals in the previous sections for variations in mode use from national averages to mode split
specific to the area in close proximity of the Nassau Coliseum. This last step adjusts the trip
generation totals to reflect localized choices for mode. For instance, the decision to drive to work
rather than take the bus or walk is heavily influenced by the mode choices one has around them. As
such, the mode share in downtown urban areas is vastly different from mode share in rural areas
where transit and pedestrian amenities are either nonexistent or negligible. It should be noted that
ITE trip generation totals account for national mode split averages; trip generation estimates
presented by ITE are vehicle totals only. Transit, walk, bicycle, and other modes of transportation
can be calculated from these totals but it is important to note that these totals are, in fact, vehicles
only. In addition, ITE trip generation rates reflect a national average so that the rates developed
from studies conducted in urban downtown and the rural areas both have a contribution in
calculating the vehicular totals for a development. In order to reflect a more localized mode split

experience that better represents the choices available in the vicinity of the Lighthouse, the trip
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generation totals presented in the sections above were adjusted for mode split information provided

1mn 2000 US Census data for the area.

In addition to adjusting the trip generation totals to reflect area-specific mode splits, the trip
generation totals were also adjusted for the expansions to transit infrastructure and improvements to
walking access as currently proposed in the project’s mitigation plan. The trip generation totals were
adjusted proportionally for each use. Table 3.6-8 presents the variation in national and localized.

Table 3.6-9 summarizes the trip generation adjustments for localized mode splits.

Table 3.6-8: Vehicular Mode Split Summary

National Localized

Average Average
Residential 95% 86%
Office 95% 95%
Retail* 95% 95%
Source: 2000 US Census Data

*Retail national and localized mode split averages were not available
from 2000 US Census Data and were, therefore, assumed to be similar
to office mode splits.

Table 3.6-9: Net-New Adjusted Trip Generation Summary

Total Net-New

Ring2  Regional Vehicle Trips

AM Peak

In 42 930 972
Out 42 539 381
Total 84 1,469 1,553
PM Peak

In 348 1,556 1,904
Out 348 1,588 1,936
Total 696 3,144 3,840
Saturday

Midday

In 347 1,362 1,709
Out 347 1,001 1,348
Total 694 2,363 3,057
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As shown in Table 3.6-9, the regional draw for the proposed development is expected to be
approximately 1,469 (930 entering and 539 existing) peak weekday morning net-new trips, 3,144
(1,556 entering and 1,588 exiting) peak weekday evening net new trips, and 2,363 (1,362 entering
and 1,001 exiting) peak Saturday midday net new trips. These trips are the new trips that were

added to the roadway network to develop the 2019 Build volumes.

Phase 1 Trip Generation

As discussed previously, the first step in estimating the future trip generation associated with the
Lighthouse is to estimate the existing trip generation for the site as it arrives to and departs the site
today. Once the existing trip generation is established, the next step is to estimate the future full-
build traffic generation to the proposed site. Similar to the methodology in estimating existing trip
generation, future predictions are based on both trip generation rates provided by ITE as well as rates
based on empirical data collected at the site as it currently operates. The last step in determining

future trip generation to the proposed site is to estimate Phase 1 short-term influence.

The projected traffic associated with the Phase 1 development program was based on the

development program (Table 3.6-4) and summarized in Table 3.6-10.

3.6-83



Table 3.6-10: 2014 Net-New Phase 1 Adjusted Trip Generation Summary

Ring 2 Regional Net-New Total
AM Peak
In 60 282 342
Out 60 389 449
Total 120 671 791
PM Peak
In 304 1,338 1,642
Out 304 718 1,022
Total 608 2,056 2,664
Saturday
Midday
In 313 1,075 1,388
Out 313 713 1.086
Total 626 1,848 2,474

Trip Assignment and Distribution

In order to estimate the future trip distribution a model network was developed which was much
larger than the study area network. The area is generally bounded by the Long Island Expressway to
the north, Southern State Parkway to the south, Nassau Boulevard to the west and Wantagh Parkway
to the east. The model analysis network is larger than the study area network in order to allow trips

to vary their paths depending on congestion with the proposed development.

The analysis model has two components. The first is the roadway structure shown in Figure 35 in
Appendix 3.6-1 . The roadways in red are limited access roads. The roads in orange are all other
roads included in the analysis model. All other roadways were not included in the analysis but area
shown in the background. The second is the traffic analysis zones (“TAZs”) shown in blue. These
TAZs contain information on the number of trips originated and destined to all other TAZs. The

internal TAZs, TAZs inside the model area are numbered one through eighty three. The external
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TAZs, numbered 101 to 117 contain information on trips coming in and out of the modal analysis

arca.

The NYMTC’s model was used to develop the future background trip tables. The background trip
tables represent the number of trips traveling between each of the internal and external TAZs in the
analysis model area. The NYMTC model is a travel demand model which uses existing and future
transportation assumptions and socio-economic data to estimate travel between origins and
destinations. The origins and destinations are defined by TAZ which are geographical areas
representing households and employment. NYMTC provided morning, midday, evening and
nighttime roadway networks as well as morning, midday, evening and nighttime vehicle trip tables

which represented vehicle travel between each TAZ in the model.

The roadway network represents the roadway links in a model area as well as the roads
characteristics (number of lanes, speed, capacity, etc). The roadway characteristics vary by time of
day because of the number of hours assumed in each time period as well as HOV availability. Trip
tables represent travel between each TAZ in the regional model. For example if a model contained
five TAZs, the resulting trip table would be a five by five matrix with the number of trips between

each TAZ pair (a total of 25 interactions).

The trip tables and networks were used to develop the future background trip tables for the Coliseum
model analysis area. This was done by creating a cordon line in the NYMTC model network that
represented the Coliseum analysis model area. When the assignment step was run, the software kept
track of all the trips that passed through or within the defined cordon line. The result was a subarea
trip table. The trip table represented travel to and from as well as through the defined subarea. This

was done for the 2002 and the 2030 conditions for each time period.
The resulting 2002 and 2030 subarea trip tables were compared and an annual growth rate for each

origin/destination pair was calculated. This annual growth was used to calculate 2014 and 2019 trip

table for each time period.
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The morning, evening and Saturday midday trip tables represent weekday travel between 6:00 AM
and 10:00 AM, 4:00 PM and 8:00 PM and 10:00 AM and 4:00 PM, respectively. They were
adjusted to reflect morning, evening and Saturday midday peak hour conditions based on the traffic
count data done for this study. For example, the traffic counts indicated that the morning peak hour
is from 8:00 AM to 9:00 AM and 33 percent of the traffic between 6:00 AM and 10:00 AM travels
during this peak hour. The midday analysis for the study is Saturday midday so the trip table was
further factored to represent a peak hour Saturday Condition based on the comparison of the

weekday and Saturday midday counts.

Home distribution of new employees was examined as well as work distribution of new residents.
Information for these distributions was gathered from the 2000 United States Census. Distribution
of retail and other trips was also analyzed. Details regarding trip assignment and distribution are

included in Appendix 3.6-1.

Build Condition Traffic Volumes

Based on the trip distribution patterns, the expected project generated traffic volumes calculated for
Phase 1 and Full-Build above were then combined with the 2014 and 2019 No Build volumes at the
study area intersections and the Meadowbrook Parkway to obtain the Build Condition volumes.
Figures 39-56 in Appendix 3.6-1 show these expected 2014 and 2019 Build Condition traffic
volumes for the weekday AM, PM, and Saturday peak hours.

Transportation Operations

This section provides the detailed traffic operational analysis for the study area intersections and the
Meadowbrook Parkway. The analysis provides operational information for the intersections and

freeways segments studied for the following conditions:

e Existing (2008);

e No Build (2014 & 2019);

¢ Build (2014 & 2019); and

¢ Build with Mitigation (2019).
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These conditions were described previously under Existing Conditions; No Build Conditions and
Build Conditions.. Mitigation was discussed in the section on Mitigation. The analysis that supports
the mitigation measures proposed are presented below. In developing mitigation the criteria used
was to have the mitigation result in a LOS equal to or better than the No Build Condition. The
Appendix to this Report includes detailed tables from the Synchro analysis showing individual lane
group results at each intersection including level of service, volume-to-capacity ratios, and

storage/queue analysis as required by the Scope.

Intersection Level of Service (“LOS™)

Vehicle LOS analysis is a qualitative measure of control delay at an intersection, providing an index
to the operational qualities of an intersection. LOS designations range from A to F, with LOS A
representing the best operating conditions and LOS F representing the worst operating conditions.
LOS A through D is typically considered acceptable while LOS E indicates vehicles endure
significant delay and LOS F suggests unacceptable delay for the average vehicle.

Level of service thresholds differ for signalized and un-signalized intersections, with longer delays at
signalized intersections perceived as acceptable. For signalized intersections, average control delay
for all vehicles in the intersections is used to establish LOS. For unsignalized intersections, the
control delay for the critical movement is used to determine LOS. At unsignalized intersections, the
main street through traffic has the right-of-way and side street traffic and main street left-turning
traffic must wait for a gap or opening in through traffic. LOS reflects the greatest average delay for
any of the movements. Table 3.6-11 presents the level of service delay threshold as defined in the

2000 Highway Capacity Manual (“HCM”).
Synchro 6 software was used to model LOS operations at the signalized and unsignalized study area

intersections. Refinements were made to the models to include characteristics of each intersection

approach such as percent heavy vehicles, bus operations, parking activity and pedestrian crossings.
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Table 3.6-11: Level-of-Service (“LOS”) Criteria

Signalized
Unsignalized Intersection Intersection
Control Delay Control Delay
LOS (sec/veh) (sec/veh)
A <10 <10
B >10-15 >10-20
C >15-25 >20-35
D >25-35 >35-55
E >35-50 >55-80
F > 50 > 80

Source: 2000 Highway Capacity Manual

Adjustments were made to the Synchro model to include characteristics of the study area such as
heavy vehicles, bus operations, parking activity, and pedestrian crossings. In addition, all signal

timings at the intersections were optimized to reduce overall vehicle delay with the Build Condition.

Summary results of the analysis for Existing Conditions, 2014 No Build, 2014 Build, 2019 No Build
and 2019 Build are shown in the following tables.

The 2014 Mitigated Condition assumes the implementation of the mitigation measures discussed
previously. The changes made to each intersection were then entered into the Synchro network and

reanalyzed. The Synchro analysis for 2014 Build (Mitigated) include the following locations:

e Hempstead Turnpike & Park Boulevard/East Meadow Avenue (26): a fourth eastbound
through lane was added. In addition, the left-most southbound left-turn storage lane will be
increased by approximately 200 feet;

e Charles Lindbergh Boulevard & Merrick Avenue (9): optimized signal timings to reduce
vehicle delays; and

e Glenn Curtiss Boulevard & Merrick Avenue (11): optimized signal timings to reduce vehicle

delays.
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The remaining mitigation measures were considered part of the 2019 Build Mitigated analysis. In
addition, as discussed previously, the 2019 Mitigated Condition includes reduced site-generated
vehicle trips due to the following factors or changes between the 2019 Build and 2019 Mitigated

Build conditions:

e The provision of improved public transportation and pedestrian amenities on site. This
includes the Lighthouse shuttle, a state-of-the-art bus with commuter type amenities like Wi-
Fi; the Lighthouse Trolley services and the pedestrian bridges that provide safe and easy
access between RexCorp Plaza and Omni Office buildings to the Lighthouse; and

e Proposed improvements to the Meadowbrook Parkway, the M-4 off-ramp, and intersection
improvements adjacent to the site will contribute to a shift in some traffic patterns shown in

the 2019 Build Condition under the 2019 Build Mitigated Condition.

The analysis team investigated locations where intersections operate at LOS E or LOS F under the
Build Conditions due to additional project generated traffic. Measures were investigated that could
mitigate these locations to 2019 (or 2014) No Build Conditions or better if reasonable. These
mitigation measures ranged from signal timings adjustments to reallocating lane geometry within the
existing curb-to-curb width. As discussed later, there are some instances where right-of-way
constraints do not allow for operations to be mitigated. Mitigation results of the 2014 Mitigated

Condition and the 2019 Mitigated Condition are provided in Table 3.6-17 and Table 3.6-18.
Figures 87-89 in Appendix 3.6-1 provide an illustrative comparison of the LOS results. Detailed
LOS tables including volume-to-capacity (“v/c”) ratios and vehicle queue lengths are provided in the

Appendix.

Traffic operations at the site driveways are presented later in this chapter.
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Table 3.6-12: 2008 Existing Condition LOS Results

AM Peak Hour

PM Peak Hour

Sat Peak Hour

Intersection LOS  Delay (sec) LOS I?Seelg)y LOS Delay (sec)
1. Stewart Avenue & Quentin Roosevelt Boulevard C 26.1 E 64.3 C 239
2. Westbury Boulevard & Charles Lindbergh Boulevard B 10.5 B 15.8 A 3.8
3. Hempstead Turnpike & Oak Street C 272 D 41.6 C 27.8
4. Hempstead Turnpike & California Ave/Hofstra D 39.9 C 33.0 E 56.1
5. Hempstead Turnpike & Earl Ovington Blvd/Uniondale Avenue D 54.9 F 98.8 E 55.8
6. Earl Ovington Boulevard & Hofstra/Coliseum Pre-Paid A 2.0 A 5.6 D 54.9
7. Earl Ovington Boulevard & Charles Lindbergh B 14.1 C 31.8 A 9.1
8. Earl O\;ingto‘nvEl;d/NaséeiiliCommunity & Charles Lindbergh C 26.8 B 18.0 B 104
9. Charles Lindbergh Boulevard & Merrick B 122 C 227 A 9.2
10. Hempstead Turnpike & Merrick Avenue E 63.6 E 76.3 D 47.7
11. Glenn Curtiss Boulevard & Merrick Avenue B 11.9 D 372 A 9.3
12. Hempstead Turnpike & Glenn Curtiss Blvd/Coliseum D 47.0 D 39.7 B 11.7
13. Charles Lindbergh Boulevard @ Westbound U-Turn near

14. Charles Lindbergh Eastbound @ James Doolittle Blvd/Coliseum

15. Hempstead Turnpike Westbound & James Doolittle Boulevard Not analyzed in this Condition

16. Earl Ovington Boulevard & Coliseum Media/Staff Parking Unsignalized

17. Coliseum North Exit Gate / New Hotel Site Driveway Unsignalized

18. Old Country Road & Mineola Blvd/Franklin Avenue C 33.6 D 36.8 C 229
19. Old Country Road & Glen Cove Road/Clinton Road E 62.2 E 65.8 E 56.0
20. Old Country Road & Roosevelt Field B 18.8 E 75.5 E 65.1
21. Old Country Road & Merrick Avenue/Post Avenue E 67.6 F 82.4 D 542
22. Merrick Avenue & Stewart Avenue/Park Boulevard D 52.4 D 444 D 38.2
23. Stewart Avenue & Franklin Avenue F 114.1 D 39.0 D 37.8
24. Fulton Avenue (NY 24) & North Franklin Street C 29.7 E 72.0 D 45.0
25. Fulton Avenue (NY 24) & Peninsula Blvd/Bennett Avenue C 30.0 C 28.5 B 16.2
26. Hempstead Turnpike & Park Blvd/East Meadow Avenue D 39.3 E 68.5 C 342
27. Hempstead Turnpike & Front Street (NY 102) B 17.4 B 15.9 B 14.1
28. Hempstead Turnpike & Carman Avenue E 62.5 D 48.9 C 345
29. Hempstead Turnpike & Newbridge Road (NY 106) E 61.4 E 63.4 D 49.4
30. Uniondale Avenue & Front Street (NY 102) C 28.8 D 375 C 29.7
31. Uniondale Avenue & Jerusalem Avenue C 31.1 C 29.4 C 25.4
32. Merrick Avenue & Front Street (NY 102) E 65.9 D 50.3 D 41.1
33. Merrick Avenue & North Jerusalem Road C 20.6 B 18.2 B 14.0
34. Hempstead Turnpike & Cunningham Avenue

35. Hempstead Turnpike & Meadowbrook Parkway Ramps Not analyzed in this condition

36. Hempstead Turnpike & Eisenhower Park Pedestrian Gateway A 0.6 A 1.7 A 0.2
37. Hempstead Turnpike & Coolidge Drive A 5.9 B 13.7 A 3.0
38. Merrick Avenue & Bellmore Avenue B 17.0 B 14.1 A 8.8
39. Stewart Avenue & Endo Boulevard/Merchants Concourse D 53.1 E 65.9 D 36.2
40. Stewart Avenue & Ring Road West (Roosevelt Field) B 16.2 C 25.9 C 323
41. Stewart Avenue & Clinton Road D 36.6 D 47.2 C 29.8
42. Old Country Road & Merchants Concourse/Ellison Avenue C 22.3 E 65.7 C 31.2
43. Old Country Road & Salisbury Park Drive/School Street D 45.9 D 39.5 C 30.1
44. Merrick Avenue & Jerusalem Avenue C 26.1 C 32.8 C 25.2
45. Jericho Turnpike & Post Avenue C 342 E 60.1 B 16.1
46. Quentin Roosevelt Boulevard & Commercial Avenue B 15.0 B 16.9 B 12.1
47. Merrick Avenue & Corporate Drive A 8.1 B 16.9 B 12.0
48. Merrick Avenue & Privado Road A 4.9 A 9.0 A 3.8
49. Uniondale & Nassau Road C 24.1 D 40.6 C 21.0

3.6-90



Table 3.6-13: 2014 No Build Condition LOS Results

AM Peak Hour

PM Peak Hour

Sat Peak Hour

Intersection LOS  Delay (sec) LOS I?Seelg)y LOS Delay (sec)
1. Stewart Avenue & Quentin Roosevelt Boulevard C 27.0 E 74.5 C 239
2. Westbury Boulevard & Charles Lindbergh Boulevard B 11.0 B 16.4 A 3.8
3. Hempstead Turnpike & Oak Street C 27.6 D 44.1 C 28.3
4. Hempstead Turnpike & California Ave/Hofstra D 444 D 359 E 60.4
5. Hempstead Turnpike & Earl Ovington Blvd/Uniondale Avenue E 57.5 F 111.0 E 58.6
6. Earl Ovington Boulevard & Hofstra/Coliseum Pre-Paid A 2.0 A 5.8 E 63.5
7. Earl Ovington Boulevard & Charles Lindbergh B 14.5 C 34.1 A 9.1
8. Earl O\;ingto‘nvEl;d/NaséeiiliCommunity & Charles Lindbergh C 29.1 B 18.8 B 10.5
9. Charles Lindbergh Boulevard & Merrick B 12.8 C 24.9 A 9.3
10. Hempstead Turnpike & Merrick Avenue E 66.4 F 83.8 D 49.3
11. Glenn Curtiss Boulevard & Merrick Avenue B 12.8 D 43.1 A 9.6
12. Hempstead Turnpike & Glenn Curtiss Blvd/Coliseum D 50.4 D 42.1 B 12.0
13. Charles Lindbergh Boulevard @ Westbound U-Turn near

14. Charles Lindbergh Eastbound @ James Doolittle Blvd/Coliseum Not analyzed in this condition

15. Hempstead Turnpike Westbound & James Doolittle Boulevard

16. Earl Ovington Boulevard & Coliseum Media/Staff Parking Unsignalized

17. Coliseum North Exit Gate / New Hotel Site Driveway Unsignalized

18. Old Country Road & Mineola Blvd/Franklin Avenue D 36.4 D 40.8 C 24.1
19. Old Country Road & Glen Cove Road/Clinton Road E 74.1 E 77.8 E 59.2
20. Old Country Road & Roosevelt Field B 19.3 F 96.6 E 69.3
21. Old Country Road & Merrick Avenue/Post Avenue E 76.0 F 96.7 E 58.2
22. Merrick Avenue & Stewart Avenue/Park Boulevard E 60.8 D 53.5 D 41.7
23. Stewart Avenue & Franklin Avenue F 126.7 D 45.1 D 43.9
24. Fulton Avenue (NY 24) & North Franklin Street C 329 F 81.2 D 52.4
25. Fulton Avenue (NY 24) & Peninsula Blvd/Bennett Avenue C 343 C 325 B 17.3
26. Hempstead Turnpike & Park Blvd/East Meadow Avenue D 41.9 E 75.3 C 349
27. Hempstead Turnpike & Front Street (NY 102) B 17.4 B 16.2 B 14.1
28. Hempstead Turnpike & Carman Avenue E 66.6 E 60.2 D 36.4
29. Hempstead Turnpike & Newbridge Road (NY 106) E 66.9 E 66.2 D 50.7
30. Uniondale Avenue & Front Street (NY 102) C 28.9 D 38.8 C 29.8
31. Uniondale Avenue & Jerusalem Avenue D 353 C 33.0 C 27.7
32. Merrick Avenue & Front Street (NY 102) E 75.1 E 56.9 D 41.8
33. Merrick Avenue & North Jerusalem Road C 215 B 19.3 B 14.5
34. Hempstead Tump?ke & Cunningham Avenue Not analyzed in this condition

35. Hempstead Turnpike & Meadowbrook Parkway Ramps

36. Hempstead Turnpike & Eisenhower Park Pedestrian Gateway A 0.8 A 23 A 0.2
37. Hempstead Turnpike & Coolidge Drive A 6.2 B 17.2 A 3.0
38. Merrick Avenue & Bellmore Avenue B 18.2 B 17.1 A 9.2
39. Stewart Avenue & Endo Boulevard/Merchants Concourse E 57.8 E 75.9 D 379
40. Stewart Avenue & Ring Road West (Roosevelt Field) B 17.8 C 31.4 D 36.1
41. Stewart Avenue & Clinton Road D 37.2 D 50.9 C 31.0
42. Old Country Road & Merchants Concourse/Ellison Avenue C 229 F 88.1 C 323
43. Old Country Road & Salisbury Park Drive/School Street D 50.8 D 439 C 31.6
44. Merrick Avenue & Jerusalem Avenue C 26.8 C 34.9 C 259
45. Jericho Turnpike & Post Avenue D 36.9 E 73.4 B 16.7
46. Quentin Roosevelt Boulevard & Commercial Avenue B 14.1 B 17.3 B 12.2
47. Merrick Avenue & Corporate Drive A 8.4 B 18.8 B 12.6
48. Merrick Avenue & Privado Road A 5.0 A 9.4 A 42
49. Uniondale & Nassau Road C 25.6 D 50.5 C 224
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Table 3.6-14: 2019 No Build Condition LOS Results

AM Peak Hour

PM Peak Hour

Sat Peak Hour

Intersection LOS  Delay (sec) LOS I?Seelg)y LOS Delay (sec)
1. Stewart Avenue & Quentin Roosevelt Boulevard C 28.0 F 81.7 C 24.7
2. Westbury Boulevard & Charles Lindbergh Boulevard B 113 B 17.0 A 3.8
3. Hempstead Turnpike & Oak Street C 28.2 D 47.4 C 29.6
4. Hempstead Turnpike & California Ave/Hofstra D 48.3 D 39.2 E 63.8
5. Hempstead Turnpike & Earl Ovington Blvd/Uniondale Avenue E 60.9 F 121.9 E 61.8
6. Earl Ovington Boulevard & Hofstra/Coliseum Pre-Paid A 2.1 A 6.0 E 71.3
7. Earl Ovington Boulevard & Charles Lindbergh B 14.9 D 36.0 A 9.2
8. Earl O\;ingto‘nvEl;d/NaséeiiliCommunity & Charles Lindbergh C 31.5 B 19.5 B 10.5
9. Charles Lindbergh Boulevard & Merrick B 134 C 27.5 A 94
10. Hempstead Turnpike & Merrick Avenue E 68.8 F 90.6 D 50.4
11. Glenn Curtiss Boulevard & Merrick Avenue B 13.7 D 47.9 A 9.8
12. Hempstead Turnpike & Glenn Curtiss Blvd/Coliseum D 53.5 D 443 B 12.5
13. Charles Lindbergh Boulevard @ Westbound U-Turn near

14. Charles Lindbergh Eastbound @ James Doolittle Blvd/Coliseum Not analyzed in this condition

15. Hempstead Turnpike Westbound & James Doolittle Boulevard

16. Earl Ovington Boulevard & Coliseum Media/Staff Parking Unsignalized

17. Coliseum North Exit Gate / New Hotel Site Driveway Unsignalized

18. Old Country Road & Mineola Blvd/Franklin Avenue D 39.3 D 44.8 C 25.1
19. Old Country Road & Glen Cove Road/Clinton Road F 82.3 F 87.9 E 61.6
20. Old Country Road & Roosevelt Field B 19.9 F 104.6 E 73.2
21. Old Country Road & Merrick Avenue/Post Avenue F 82.0 F 103.8 E 61.2
22. Merrick Avenue & Stewart Avenue/Park Boulevard E 66.8 D 52.3 D 44.7
23. Stewart Avenue & Franklin Avenue F 137.0 D 50.8 D 49.8
24. Fulton Avenue (NY 24) & North Franklin Street D 36.4 F 90.7 E 58.2
25. Fulton Avenue (NY 24) & Peninsula Blvd/Bennett Avenue D 384 D 37.1 B 17.9
26. Hempstead Turnpike & Park Blvd/East Meadow Avenue D 43.0 F 81.6 D 354
27. Hempstead Turnpike & Front Street (NY 102) B 16.9 B 16.7 B 144
28. Hempstead Turnpike & Carman Avenue E 70.5 E 71.2 D 38.2
29. Hempstead Turnpike & Newbridge Road (NY 106) E 73.4 E 69.3 D 51.9
30. Uniondale Avenue & Front Street (NY 102) C 30.6 D 42.0 C 31.4
31. Uniondale Avenue & Jerusalem Avenue D 40.1 D 423 C 30.1
32. Merrick Avenue & Front Street (NY 102) F 82.7 E 63.2 D 45.7
33. Merrick Avenue & North Jerusalem Road C 225 C 20.2 B 15.0
34. Hempstead Tump?ke & Cunningham Avenue Not analyzed in this condition

35. Hempstead Turnpike & Meadowbrook Parkway Ramps

36. Hempstead Turnpike & Eisenhower Park Pedestrian Gateway A 0.9 A 2.8 A 0.2
37. Hempstead Turnpike & Coolidge Drive A 6.1 C 23.0 A 3.0
38. Merrick Avenue & Bellmore Avenue B 19.3 C 20.2 A 9.5
39. Stewart Avenue & Endo Boulevard/Merchants Concourse E 62.0 F 83.1 D 40.1
40. Stewart Avenue & Ring Road West (Roosevelt Field) B 18.8 D 354 D 39.7
41. Stewart Avenue & Clinton Road D 39.1 E 55.5 C 322
42. Old Country Road & Merchants Concourse/Ellison Avenue C 23.6 F 95.9 C 332
43. Old Country Road & Salisbury Park Drive/School Street E 552 D 47.4 C 329
44. Merrick Avenue & Jerusalem Avenue C 27.5 D 37.0 C 26.6
45. Jericho Turnpike & Post Avenue D 39.3 F 83.6 B 17.2
46. Quentin Roosevelt Boulevard & Commercial Avenue B 14.3 B 17.7 B 12.6
47. Merrick Avenue & Corporate Drive A 8.6 C 20.8 B 13.2
48. Merrick Avenue & Privado Road A 52 A 9.8 A 43
49. Uniondale & Nassau Road C 27.1 E 59.3 C 23.8
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Table 3.6-15: 2014 Build Condition LOS Results

AM Peak Hour

PM Peak Hour

Sat Peak Hour

Intersection LOS  Delay (sec) LOS I?Seelg)y LOS Delay (sec)
1. Stewart Avenue & Quentin Roosevelt Boulevard C 27.8 E 75.1 C 23.9
2. Westbury Boulevard & Charles Lindbergh Boulevard B 11.0 B 18.1 A 39
3. Hempstead Turnpike & Oak Street C 27.4 E 56.2 C 28.4
4. Hempstead Turnpike & California Ave/Hofstra D 442 D 37.6 E 57.6
5. Hempstead Turnpike & Earl Ovington Blvd/Uniondale Avenue E 61.2 F 142.0 E 71.6
6. Earl Ovington Boulevard & Hofstra/Coliseum Pre-Paid A 7.2 A 9.9 F 102.2
7. Earl Ovington Boulevard & Charles Lindbergh B 15.0 D 49.9 B 10.5
8. Earl O\;ingto‘nvEl;d/NaséeiiliCommunity & Charles Lindbergh C 31.9 C 22.5 B 10.7
9. Charles Lindbergh Boulevard & Merrick B 143 E 70.0 B 13.5
10. Hempstead Turnpike & Merrick Avenue E 67.7 F 92.2 D 51.1
11. Glenn Curtiss Boulevard & Merrick Avenue B 132 E 61.1 B 10.4
12. Hempstead Turnpike & Glenn Curtiss Blvd/Coliseum D 43.5 E 77.3 C 31.1
13. Charles Lindbergh Boulevard @ Westbound U-Turn near A 32 C 21.5 A 6.4
14. Charles Lindbergh Eastbound @ James Doolittle Blvd/Coliseum Not analyzed in this condition

15. Hempstead Turnpike Westbound & James Doolittle Boulevard A 9.2 D 42.0 B 19.1
16. Earl Ovington Boulevard & Coliseum Media/Staff Parking Unsignalized

17. Coliseum North Exit Gate / New Hotel Site Driveway Unsignalized

18. Old Country Road & Mineola Blvd/Franklin Avenue D 36.8 D 41.7 C 243
19. Old Country Road & Glen Cove Road/Clinton Road E 752 F 82.7 E 59.3
20. Old Country Road & Roosevelt Field B 19.5 F 99.3 E 69.3
21. Old Country Road & Merrick Avenue/Post Avenue E 77.1 F 104.2 E 59.2
22. Merrick Avenue & Stewart Avenue/Park Boulevard E 62.7 D 52.6 D 42.6
23. Stewart Avenue & Franklin Avenue F 127.7 D 46.5 D 44.7
24. Fulton Avenue (NY 24) & North Franklin Street C 334 F 82.0 D 52.7
25. Fulton Avenue (NY 24) & Peninsula Blvd/Bennett Avenue D 40.2 D 52.3 C 23.1
26. Hempstead Turnpike & Park Blvd/East Meadow Avenue D 424 E 79.6 D 353
27. Hempstead Turnpike & Front Street (NY 102) B 17.5 B 16.3 B 14.0
28. Hempstead Turnpike & Carman Avenue E 68.8 E 68.5 D 37.6
29. Hempstead Turnpike & Newbridge Road (NY 106) E 67.4 E 66.8 D 51.2
30. Uniondale Avenue & Front Street (NY 102) C 29.1 D 39.2 C 29.9
31. Uniondale Avenue & Jerusalem Avenue D 353 C 33.1 C 27.7
32. Merrick Avenue & Front Street (NY 102) F 81.0 E 70.2 D 479
33. Merrick Avenue & North Jerusalem Road C 21.7 C 21.3 B 15.1
34. Hempstead Turnpike & Cunningham Avenue A 5.2 B 19.2 B 16.5
35. Hempstead Turnpike & Meadowbrook Parkway Ramps Not analyzed in this condition

36. Hempstead Turnpike & Eisenhower Park Pedestrian Gateway A 0.8 A 2.8 A 0.2
37. Hempstead Turnpike & Coolidge Drive A 6.2 C 20.7 A 2.9
38. Merrick Avenue & Bellmore Avenue B 19.1 D 36.8 B 12.6
39. Stewart Avenue & Endo Boulevard/Merchants Concourse E 57.8 E 71.7 D 38.4
40. Stewart Avenue & Ring Road West (Roosevelt Field) B 18.5 C 32.6 D 37.7
41. Stewart Avenue & Clinton Road D 37.9 D 51.9 C 31.3
42. Old Country Road & Merchants Concourse/Ellison Avenue C 23.0 F 88.9 C 324
43. Old Country Road & Salisbury Park Drive/School Street D 51.0 D 44.4 C 31.8
44. Merrick Avenue & Jerusalem Avenue C 26.8 D 35.7 C 25.7
45. Jericho Turnpike & Post Avenue D 375 E 78.4 B 17.5
46. Quentin Roosevelt Boulevard & Commercial Avenue B 14.1 B 17.3 B 12.2
47. Merrick Avenue & Corporate Drive A 8.4 C 20.3 B 12.9
48. Merrick Avenue & Privado Road A 5.1 A 9.6 A 4.2
49. Uniondale & Nassau Road C 25.7 D 51.9 C 22.7
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Table 3.6-16: 2019 Build Condition LOS Results

AM Peak Hour

PM Peak Hour

Sat Peak Hour

Intersection LOS  Delay (sec) LOS I?:elg)y LOS Delay (sec)
1. Stewart Avenue & Quentin Roosevelt Boulevard C 29.1 F 83.3 C 24.7
2. Westbury Boulevard & Charles Lindbergh Boulevard B 11.6 B 18.8 A 4.0
3. Hempstead Turnpike & Oak Street C 28.6 F 80.3 C 30.6
4. Hempstead Turnpike & California Ave/Hofstra D 48.5 D 42.6 E 60.1
5. Hempstead Turnpike & Earl Ovington Blvd/Uniondale Avenue E 73.2 F 170.5 F 82.3
6. Earl Ovington Boulevard & Hofstra/Coliseum Pre-Paid A 9.6 B 11.8 F 109.6
7. Earl Ovington Boulevard & Charles Lindbergh B 19.6 E 59.7 B 10.8
8. Earl O\;ingto‘nvEl;d/NaséeiiliCommunity & Charles Lindbergh D 40.1 C 25.5 B 10.9
9. Charles Lindbergh Boulevard & Merrick B 16.9 F 87.3 B 142
10. Hempstead Turnpike & Merrick Avenue E 70.5 F 106.2 D 53.2
11. Glenn Curtiss Boulevard & Merrick Avenue B 15.9 E 72.1 B 10.9
12. Hempstead Turnpike & Glenn Curtiss Blvd/Coliseum E 55.4 F 113.2 D 40.7
13. Charles Lindbergh Boulevard @ Westbound U-Turn near A 5.0 C 23.7 A 6.4
14. Charles Lindbergh Eastbound @ James Doolittle Blvd/Coliseum Not analyzed in this condition

15. Hempstead Turnpike Westbound & James Doolittle Boulevard B 18.7 F 86.8 B 18.5
16. Earl Ovington Boulevard & Coliseum Media/Staff Parking Unsignalized

17. Coliseum North Exit Gate / New Hotel Site Driveway Unsignalized

18. Old Country Road & Mineola Blvd/Franklin Avenue D 40.1 D 46.4 C 25.5
19. Old Country Road & Glen Cove Road/Clinton Road F 83.8 F 94.7 E 62.1
20. Old Country Road & Roosevelt Field C 20.3 F 108.9 E 73.5
21. Old Country Road & Merrick Avenue/Post Avenue F 86.4 F 1214 E 62.7
22. Merrick Avenue & Stewart Avenue/Park Boulevard E 72.5 E 60.0 D 46.1
23. Stewart Avenue & Franklin Avenue F 139.9 D 52.5 D 51.0
24. Fulton Avenue (NY 24) & North Franklin Street D 36.7 F 93.7 E 58.9
25. Fulton Avenue (NY 24) & Peninsula Blvd/Bennett Avenue D 49.4 F 82.6 C 27.7
26. Hempstead Turnpike & Park Blvd/East Meadow Avenue D 443 F 91.8 D 36.2
27. Hempstead Turnpike & Front Street (NY 102) B 17.9 B 17.0 B 14.1
28. Hempstead Turnpike & Carman Avenue E 71.3 F 87.6 D 40.2
29. Hempstead Turnpike & Newbridge Road (NY 106) E 74.5 E 70.6 D 52.5
30. Uniondale Avenue & Front Street (NY 102) C 30.8 D 43.0 C 31.7
31. Uniondale Avenue & Jerusalem Avenue D 40.0 D 429 C 30.2
32. Merrick Avenue & Front Street (NY 102) F 105.6 F 99.5 D 53.1
33. Merrick Avenue & North Jerusalem Road C 24.0 C 233 B 15.8
34. Hempstead Turnpike & Cunningham Avenue A 6.2 D 40.5 B 20.0
35. Hempstead Turnpike & Meadowbrook Parkway Ramps Not analyzed in this condition

36. Hempstead Turnpike & Eisenhower Park Pedestrian Gateway A 0.9 A 3.9 A 0.3
37. Hempstead Turnpike & Coolidge Drive A 6.8 D 36.2 A 3.0
38. Merrick Avenue & Bellmore Avenue C 24.6 E 63.6 B 14.8
39. Stewart Avenue & Endo Boulevard/Merchants Concourse E 62.0 F 85.2 D 40.5
40. Stewart Avenue & Ring Road West (Roosevelt Field) C 20.3 D 37.6 D 424
41. Stewart Avenue & Clinton Road D 40.8 E 57.7 C 325
42. Old Country Road & Merchants Concourse/Ellison Avenue C 23.9 F 97.4 C 33.4
43. Old Country Road & Salisbury Park Drive/School Street E 56.2 D 49.1 C 332
44. Merrick Avenue & Jerusalem Avenue C 27.4 D 38.7 C 26.6
45. Jericho Turnpike & Post Avenue D 40.9 F 90.7 B 18.5
46. Quentin Roosevelt Boulevard & Commercial Avenue B 14.4 B 17.7 B 12.7
47. Merrick Avenue & Corporate Drive A 8.9 C 24.3 B 13.5
48. Merrick Avenue & Privado Road A 5.5 B 10.2 A 43
49. Uniondale & Nassau Road C 27.5 E 64.2 C 243
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Table 3.6-17: 2014 Build Mitigated Condition LOS Results

AM Peak Hour

PM Peak Hour

Sat Peak Hour

Intersection LOS  Delay (sec) LOS I?Seelg)y LOS Delay (sec)
1. Stewart Avenue & Quentin Roosevelt Boulevard C 25.6 E 56.7 C 23.6
2. Westbury Boulevard & Charles Lindbergh Boulevard B 11.0 B 18.1 A 39
3. Hempstead Turnpike & Oak Street C 27.4 E 56.1 C 28.4
4. Hempstead Turnpike & California Ave/Hofstra D 442 D 37.5 E 57.5
5. Hempstead Turnpike & Earl Ovington Blvd/Uniondale Avenue E 56.1 F 114.2 E 57.5
6. Earl Ovington Boulevard & Hofstra/Coliseum Pre-Paid A 7.6 A 9.9 F 102.2
7. Earl Ovington Boulevard & Charles Lindbergh B 15.0 D 49.9 B 10.5
8. Earl O\;ingto‘nvEl;d/NaséeiiliCommunity & Charles Lindbergh C 31.9 C 22.5 B 10.7
9. Charles Lindbergh Boulevard & Merrick B 14.5 C 216 B 13.5
10. Hempstead Turnpike & Merrick Avenue E 67.7 F 92.2 D 51.1
11. Glenn Curtiss Boulevard & Merrick Avenue B 11.9 C 27.0 B 10.4
12. Hempstead Turnpike & Glenn Curtiss Blvd/Coliseum D 44.0 E 77.3 C 31.1
13. Charles Lindbergh Boulevard @ Westbound U-Turn near A 32 C 21.5 A 6.4
14. Charles Lindbergh Eastbound @ James Doolittle Blvd/Coliseum Not analyzed in this condition

15. Hempstead Turnpike Westbound & James Doolittle Boulevard A 9.2 D 42.0 B 19.1
16. Earl Ovington Boulevard & Coliseum Media/Staff Parking Unsignalized

17. Coliseum North Exit Gate / New Hotel Site Driveway Unsignalized

18. Old Country Road & Mineola Blvd/Franklin Avenue D 36.8 D 41.7 C 243
19. Old Country Road & Glen Cove Road/Clinton Road E 752 F 82.7 E 59.3
20. Old Country Road & Roosevelt Field B 19.5 F 99.2 E 69.3
21. Old Country Road & Merrick Avenue/Post Avenue E 77.1 F 104.2 E 59.2
22. Merrick Avenue & Stewart Avenue/Park Boulevard E 57.0 D 45.0 D 38.1
23. Stewart Avenue & Franklin Avenue F 127.7 D 46.5 D 44.7
24. Fulton Avenue (NY 24) & North Franklin Street C 334 F 82.0 D 52.7
25. Fulton Avenue (NY 24) & Peninsula Blvd/Bennett Avenue D 40.2 D 52.3 C 23.1
26. Hempstead Turnpike & Park Blvd/East Meadow Avenue D 424 E 79.6 D 353
27. Hempstead Turnpike & Front Street (NY 102) B 17.5 B 16.3 B 14.0
28. Hempstead Turnpike & Carman Avenue E 68.8 E 68.5 D 37.6
29. Hempstead Turnpike & Newbridge Road (NY 106) E 67.4 E 66.8 D 511
30. Uniondale Avenue & Front Street (NY 102) C 29.1 D 39.2 C 29.9
31. Uniondale Avenue & Jerusalem Avenue D 353 C 33.1 C 27.7
32. Merrick Avenue & Front Street (NY 102) F 81.0 E 70.5 D 479
33. Merrick Avenue & North Jerusalem Road C 21.7 C 21.3 B 15.1
34. Hempstead Turnpike & Cunningham Avenue A 5.0 B 19.2 B 16.5
35. Hempstead Turnpike & Meadowbrook Parkway Ramps Not analyzed in this condition

36. Hempstead Turnpike & Eisenhower Park Pedestrian Gateway A 0.8 A 2.8 A 0.2
37. Hempstead Turnpike & Coolidge Drive A 6.2 C 20.7 A 2.9
38. Merrick Avenue & Bellmore Avenue B 19.1 D 36.8 B 12.6
39. Stewart Avenue & Endo Boulevard/Merchants Concourse E 57.8 E 71.7 D 38.4
40. Stewart Avenue & Ring Road West (Roosevelt Field) B 18.5 C 32.6 D 37.7
41. Stewart Avenue & Clinton Road D 37.9 D 51.9 C 31.3
42. Old Country Road & Merchants Concourse/Ellison Avenue C 23.0 F 88.9 C 324
43. Old Country Road & Salisbury Park Drive/School Street D 51.0 D 44.4 C 31.8
44. Merrick Avenue & Jerusalem Avenue C 26.8 D 35.7 C 25.7
45. Jericho Turnpike & Post Avenue D 37.5 E 78.4 B 17.5
46. Quentin Roosevelt Boulevard & Commercial Avenue B 14.1 B 17.3 B 12.2
47. Merrick Avenue & Corporate Drive A 8.4 C 20.3 B 12.9
48. Merrick Avenue & Privado Road A 5.1 A 9.6 A 4.2
49. Uniondale & Nassau Road C 25.7 D 51.9 C 22.7
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Table 3.6-18: 2019 Build Mitigated Condition LOS Results

AM Peak Hour PM Peak Hour Sat Peak Hour

Delay
Intersection LOS  Delay (sec) LOS (sec) LOS Delay (sec)
. Stewart Avenue & Quentin Roosevelt Boulevard C 28.5 F 83.3 C 24.6
e Westbury Boulevard & Charles Lindbergh Boulevard B 11.8 B 19.5 A 3.7
e  Hempstead Turnpike & Oak Street C 21.1 D 49.2 C 23.6
e  Hempstead Turnpike & California Ave/Hofstra C 255 D 36.7 D 37.5
e Hempstead Turnpike & Earl Ovington Blvd/Uniondale Avenue D 50.2 F 96.6 D 46.5
e  Earl Ovington Boulevard & Hofstra/Coliseum Pre-Paid B 10.0 B 12.3 E 71.9
e Earl Ovington Boulevard & Charles Lindbergh B 17.6 D 522 B 10.3
e  Earl Ovington Blvd/Nassau Community & Charles Lindbergh D 44.7 C 26.0 B 11.1
. Charles Lindbergh Boulevard & Merrick B 12.0 C 24.6 B 12.6
. Hempstead Turnpike & Merrick Avenue D 44.4 E 75.8 C 30.8
. Glenn Curtiss Boulevard & Merrick Avenue B 16.4 D 37.5 B 10.8
e  Hempstead Turnpike & Glenn Curtiss Blvd/Coliseum C 25.2 E 69.6 B 17.7
. Charles Lindbergh Boulevard @ Westbound U-Turn near A 5.1 B 16.3 A 5.0
. Charles Lindbergh Eastbound @ James Doolittle Blvd/Coliseum B 12.2 B 19.2 B 16.9
e Hempstead Turnpike Westbound & James Doolittle Boulevard B 12.2 E 62.4 B 13.5
e  Earl Ovington Boulevard & Coliseum Media/Staff Parking Unsignalized
. Coliseum North Exit Gate / New Hotel Site Driveway Unsignalized
. Old Country Road & Mineola Blvd/Franklin Avenue D 41.1 D 47.4 C 25.0
. Old Country Road & Glen Cove Road/Clinton Road F 83.4 F 87.4 E 61.5
. Old Country Road & Roosevelt Field B 19.6 F 102.0 E 75.5
. Old Country Road & Merrick Avenue/Post Avenue F 84.7 E 76.7 E 59.3
e Merrick Avenue & Stewart Avenue/Park Boulevard E 64.4 D 53.6 D 43.0
. Stewart Avenue & Franklin Avenue F 138.4 E 57.0 D 473
. Fulton Avenue (NY 24) & North Franklin Street D 41.1 E 72.6 E 58.1
. Fulton Avenue (NY 24) & Peninsula Blvd/Bennett Avenue C 29.6 D 42.1 B 14.6
e  Hempstead Turnpike & Park Blvd/East Meadow Avenue D 44.2 E 67.7 C 35.0
e Hempstead Turnpike & Front Street (NY 102) B 19.2 B 16.0 B 14.4
e  Hempstead Turnpike & Carman Avenue E 77.2 F 90.4 D 40.0
e  Hempstead Turnpike & Newbridge Road (NY 106) E 76.2 E 712 D 53.7
e  Uniondale Avenue & Front Street (NY 102) C 30.9 D 42.8 C 32.1
. Uniondale Avenue & Jerusalem Avenue D 413 D 439 C 304
. Merrick Avenue & Front Street (NY 102) F 108.2 F 97.4 D 53.0
e Merrick Avenue & North Jerusalem Road C 253 C 23.1 B 154
. Hempstead Turnpike & Cunningham Avenue A 42 A 5.4 B 10.9
e  Hempstead Turnpike & Meadowbrook Parkway Ramps E 64.3 D 42.5 D 50.4
e  Hempstead Turnpike & Eisenhower Park Pedestrian Gateway A 1.0 A 3.4 A 0.3
. Hempstead Turnpike & Coolidge Drive A 6.9 C 35.0 A 3.0
. Merrick Avenue & Bellmore Avenue C 253 C 20.4 B 17.5
e  Stewart Avenue & Endo Boulevard/Merchants Concourse E 62.6 F 86.9 D 41.0
. Stewart Avenue & Ring Road West (Roosevelt Field) C 21.0 D 36.0 D 51.7
. Stewart Avenue & Clinton Road D 39.9 E 55.5 C 31.3
. Old Country Road & Merchants Concourse/Ellison Avenue C 24.6 F 97.1 C 32.7
. Old Country Road & Salisbury Park Drive/School Street E 58.1 D 46.5 C 333
e  Merrick Avenue & Jerusalem Avenue C 27.1 D 41.2 C 27.3
e  Jericho Turnpike & Post Avenue E 59.0 F 98.8 C 229
. Quentin Roosevelt Boulevard & Commercial Avenue B 14.7 B 19.5 B 13.4
e Merrick Avenue & Corporate Drive A 8.8 C 229 B 13.4
e  Merrick Avenue & Privado Road A 5.4 B 10.2 A 4.4
e  Uniondale & Nassau Road C 29.0 D 36.5 C 235

Under the 2019 Build Condition, there are some intersections that were analyzed as “failing” or

operating at a LOS E or LOS F. These locations were mitigated to a LOS equal to or better than the
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delay calculated under the 2019 No Build Condition. As previously discussed the following

mitigation is proposed:

Hempstead Turnpike & Earl Ovington Boulevard/Uniondale Avenue (5)

The Earl Ovington Boulevard southbound approach will be restriped to provide two left-turn lanes,
two thru lanes, and a right-turn lane. This approach currently operates with one left-turn lane, one

left-turn/through lane, one through/right-turn lane, and one right-turn lane.

e 2019 No Build Condition — LOS E during AM peak, LOS F during PM peak, LOS E during
Saturday peak (see Table 3.6-14)

e 2019 Build Condition — LOS E during AM peak, LOS F during PM peak, LOS F during
Saturday peak (see Table 3.6-16)

e 2019 Mitigated Condition — LOS D during AM peak, LOS F during PM peak, LOS D during
Saturday peak (see Table 3.6-18)

By restriping this approach the intersection will improve from a LOS E under No Build and Build
conditions to a LOS D during the AM peak hour. During the midday Saturday peak hour under the
2019 Build Condition this intersection is expected to degrade to a LOS F; however, it will be
improved to a LOS D with the proposed improvements. With the project, the intersection will

operate at a LOS F during the PM peak hour as it does under the 2019 No Build Condition

Earl Ovington Boulevard &Hofstra/Coliseum Pre-Paid Parking (6)

As shown in Figure 72 in Appendix 3.6-1, the westbound approach will be restriped to provide for
three approach lanes (left, thru, and right). The northbound approach will be restriped to provide an

additional through lane.

e 2019 No Build Condition — LOS E during Saturday peak (see Table 3.6-14)
e 2019 Build Condition - LOS F during Saturday peak (see Table 3.6-16)
e 2019 Mitigated Condition — LOS E during Saturday peak (see Table 3.6-18)

The proposed westbound and northbound striping improvements (to provide for three approach lanes

southbound and an additional northbound through lane) will improve the operations from a LOS F

3.6-97



under Build Conditions back to a LOS E (under the 2019 No Build Condition) during the Saturday
midday peak hour. The AM and PM peak hours are expected to operate at acceptable LOS.

Earl Ovington Boulevard & Charles Lindbergh Eastbound/Coliseum VIP (7)

This intersection will be reconstructed within the existing right-of-way as shown in Figure 73 in
Appendix 3.6-1 to provide for improved site driveway operations. The northbound approach will be
restriped to provide an exclusive right turn lane into the site. The site exit will be restriped to

provide two lanes. In addition, signal timings will be optimized to reduce overall vehicle delay.

e 2019 No Build Condition — LOS D during PM peak hour (see Table 3.6-14)
e 2019 Build Condition — LOS E during PM peak hour (see Table 3.6-16)
e 2019 Mitigated Condition — LOS D during PM peak hour (see Table 3.6-18)

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.

e 2019 No Build Condition — LOS C during PM peak hour (see Table 3.6-14)
e 2019 Build Condition — LOS F during PM peak hour (see Table 3.6-16)
e 2019 Mitigated Condition — LOS C during PM peak hour (see Table 3.6-18)

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.
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e 2019 No Build Condition — LOS D during PM peak hour (see Table 3.6-14)
e 2019 Build Condition — LOS E during PM peak hour (see Table 3.6-16)
e 2019 Mitigated Condition — LOS D during PM peak hour (see Table 3.6-18)

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 in Appendix 3.6-1 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.

e 2019 No Build Condition — LOS D during AM peak hour; LOS D during PM peak hour (see
Table 3.6-14)

e 2019 Build Condition - LOS E during AM peak hour; LOS F during PM peak hour (see
Table 3.6-16)

e 2019 Mitigated Condition — LOS C during AM peak hour; LOS E during PM peak hour (see
Table 3.6-18)

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 in Appendix 3.6-1, 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.
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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 four-way signalized intersection as shown in Figure 76 in
Appendix 3.6-1. 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 four-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 in Appendix 3.6-1, 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.

e 2019 Build Condition — LOS F during PM peak hour (see Table 3.6-16)
e 2019 Mitigated Condition — LOS E during PM peak hour (see Table 3.6-18)
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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 Appendix 3.6-1. 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.

e 2019 No Build Condition — LOS F during AM peak hour; LOS F during PM peak hour; LOS
E during Saturday peak hour (see Table 3.6-14)

e 2019 Build Condition - LOS F during AM peak hour; LOS F during PM peak hour; LOS E
during Saturday peak hour (see Table 3.6-16)

e 2019 Mitigated Condition - LOS F during AM peak hour; LOS E during PM peak hour; LOS
E during Saturday peak hour (see Table 3.6-18)

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.

e 2019 No Build Condition — LOS E during AM peak hour; LOS D during PM peak hour (see
Table 3.6-14)
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e 2019 Build Condition — LOS E during AM peak hour; LOS E during PM peak hour (see
Table 3.6-16)

e 2019 Mitigated Condition — LOS E during AM peak hour; LOS D during PM peak hour (see
Table 3.6-18)

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.

Hempstead Turnpike & Park Blvd/East Meadow Avenue (26)

As shown in Figure 71 in Appendix 3.6-1, 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.

e 2019 No Build Condition — LOS F during PM peak hour (see Table 3.6-14)
e 2019 Build Condition — LOS F during PM peak hour (see Table 3.6-16)
e 2019 Mitigated Condition — LOS E during PM peak hour (see Table 3.6-18)

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 four-way signalized intersection to allow for project
access/egress to the north as shown in Figure 80 in Appendix 3.6-1. 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
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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:

e Jericho Turnpike and Post Avenue (45) — LOS E in the AM peak;

e Hempstead Turnpike and Glenn Curtiss Boulevard/Coliseum (12) — LOS E in the PM peak;
e Hempstead Turnpike and Carman Avenue (28) - LOS F in the PM peak hour; and

e 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.

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 in Appendix 3.6-1. 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.
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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 3.6-15
(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 Table 3.6-19 through
Table 3.6-21 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.
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Table 3.6-19: 2014 Build Unsignalized Site Driveway LOS Results

AM Peak Hour

PM Peak Hour

Sat Peak Hour

Delay LO
Intersection LOS (sec) LOS  Delay (sec) S 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 144 B 12.9 A 9.9
Site Driveway L — Exiting Right B 13.4 B 12.7 B 10.4

Table 3.6-20: 2019 Build Unsignalized Site Driveway LOS Results

AM Peak Hour

PM Peak Hour

Sat Peak Hour

Intersection 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
i‘; /gzg}iway F - Exiting A 9.2 B 11.6 B 11.7
igt‘ft /]I){rig}ftway G - Exiting A 8.7 B 11.6 B 1.1
Site Driveway H — Exiting Right A 8.8 B 10.3 B 10.5
E‘;‘:’t /}'iriigvhetway I—Exiting A 9.0 B 10.8 B 11.4
Site Driveway J — Exiting Right D 329 C 243 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 3.6-21: 2019 Build Mitigated Unsignalized Site Driveway LOS Results

AM Peak Hour PM Peak Hour Sat Peak Hour

Intersection 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 134
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
ig?t /DR?ngftway F - Exiting A 9.5 C 16.0 B 12.4
E‘;Ft /grigliway G - Exiting A 9.5 c 16.1 B 11.6
Site Driveway H — Exiting Right A 8.8 B 11.3 B 10.3
i‘; /grg}iway [- Exiting 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 Table 3.6-19 through Table 3.6-21, all unsignalized site driveways will operate at a
LOS D or better during the AM, PM, and Saturday peak periods.

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.
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In addition to a VISSIM model analysis, the scope required an HCM 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 the Town of
Hempstead. Meadowbrook Parkway is a heavily-traveled expressway corridor, including multiple
cloverleaf (or partial cloverleaf), diamond, 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:

e Northern State Parkway;
¢ Old Country Road,

e Zeckendorf Boulevard;
e Avenue C/Endo Drive;

e Stewart Avenue;
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e Hempstead Turnpike; and

e Southern State Parkway.

The VISSIM study area was previously depicted in Figure 3 in Appendix 3.6-1.

This TAIS 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:

e 2008 Existing Condition — current traffic operation;

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

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

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

e 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 corridor.
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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 the reasons cited above, 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. LDG 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. In addition, as the area
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continues to grow (albeit slowly) the current transportation and roadway infrastructure ability to
service this growth will continue to deteriorate. As per LDG’s current development agreement with
Nassau County, LDG 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 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.
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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 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 LDG’s current development agreement with Nassau County, LDG 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
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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 3.6-22. The results in Table 3.6-22 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 three-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
six-11 percent improvement across the entire 10-interchange network of Meadowbrook Parkway.
When a freeway corridor is already highly congested, six-11 percent improvement is considerable,
particularly for a network-wide improvement in flow, when the roadway mitigation was added only
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 3.6-22 indicates that operational improvements on Meadowbrook Parkway as a result of

proposed mitigation are:

e Weekday morning peak hour throughput, delay, and average speed are all anticipated to

improve significantly compared to the 2019 No Build Condition;
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e 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

e Saturday midday peak hour throughput is expected improve significantly compared to the

2019 No Build Condition.

Table 3.6-22 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 3.6-22 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 3.6-22
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 3.6-22 shows the
results of the mitigation projects proposed for the Meadowbrook Parkway as previously described.
As seen in Table 3.6-22 throughput in the PM is now up to 46,328 vehicles per hour which is the
largest throughput reported in Table 3.6-22. 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 3.6-22: Summary of Meadowbrook Parkway VISSIM Network Operation — Entire
Network (12 Interchanges)

2008 Existing 2014 Phase 1 Build * 2019 No Build 2019 Full Build = | 2042Full Build with
Mitigation
Location/Period  Thru?® Delay® Spd°® Thru Delay Spd | Thru Delay Spd | Thru Delay Spd Thru Delay Spd
Meadowbrook Parkway

12 15 24 35,72

Weekday AM: 40,953 9 31 41,278 7 29 37,114 7 23 4 321 19 41,304 214 25
10 20 24 45,42

Weekday PM: 45,119 7 33 45,619 8 24 43,523 5 22 9 260 21 46,328 244 22
42,80

Saturday Mid: 39,866 28 44 41,920 50 40 41,300 57 39 8 60 39 42,788 65 38

does not include mitigation

total network vehicle throughput, in number of vehicles
average delay in seconds per vehicle

average speed in miles per hour

o o %

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 3.6-23 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 3.6-23, 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.
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Table 3.6-24 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 Appendix 3.6-1.
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Table 3.6-23: 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/Perio  Thru?® Queue® Spd® | Thru Thru Thru| Thru Queue Spd | Thru Queue Spd | Thru Queue Spd
d
Meadowbrook Parkway between
Southern State Parkway and Hempstead
Turnpike
Weekday AM: 6,320 n/a 47 6,174  n/a 50 5218 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 | 4498  n/a 48 | 4,278 n/a 54
Saturday Mid: 4,123 n/a 55 4338  n/a 55 4,459 n/a 55 | 4456  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 4995 6 244 5016 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

total network vehicle throughput, in number of vehicles
maximum vehicle queue in feet

average speed in miles per hour

o o ®
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Table 3.6-24: Summary of Critical Southbound Meadowbrook Parkway and Interchange Ramp Operations

2008 Existing 2014 Phase 1 Build * 2019 No Build 2019 Full Build = | 2213 Full Build with
Improvements
Location/Perio  Thru?® Queue® Spd ¢ Thru Queue Spd | Thru Queue Spd | Thru Queue Spd [ Thru Queue Spd
d
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 | 5316 n/a 54 | 5243 n/a 53 4,761 n/a 54
On-ramp from Hempstead Turnpike westbound
Weekday AM: 339 91 39 268 2,201 35 145 5016 26 80 5016 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 2277 26 187 483 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 5016 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 3344 42 | 1,051 5016 38 1,050 5016 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 5015 12 908 2,824 16 905 1,343 16
Saturday Mid: 995 699 28 1,059 1,398 14 1,024 1217 23 | 1,093 1358 14 1,088 1,368 11

n/a not available

does not include mitigation

total network vehicle throughput, in number of vehicles
maximum vehicle queue in feet

average speed in miles per hour

*

o o ®
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Meadowbrook Parkway HCM Analysis

This section examines the impact of the proposed Lighthouse development 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. 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 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
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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 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 3.6-25. The results of

the ramp analyses are summarized in Table 3.6-26 through Table 3.6-31. The results of the weaving

segment analysis along the Parkways are summarized in Table 3.6-32.
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The HCM analysis shows that the proposed mitigation will result in the following benefits to the
Meadowbrook Parkway under the Build 2019 Condition:

e Improved Parkway LOS along the southbound segment from Hempstead Turnpike to the
Southern State Parkway;

e Elimination of Ramp junction friction within the Meadowbrook Interchange area at

Hempstead Turnpike resulting in improved operations and safety; and
e 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 3.6-25: 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 Volumet Density? LOS? 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 6780 N/A 5970 N/A F 7035 N/A 7035 N/A F
3 PM 3870 255 4175 275 D 4130 27.2 4280 28.2 4280 28.2 D
3 SAT 4095 27.0 D 4410 29.1 D 4365 28.8 4525 29.8 4525 29.8 D
Hempstead Tpke Merchants Concourse 3 AM 5305 35.1 E 5640 38.0 B 5655 38.2 E 5805 39.7 5805 39.7 B
3 PM 3425 22.6 C 3865 25.5 C 3650 24.0 C 4090 26.9 4090 26.9
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 5415 36.0 5430 36.1 5565 37.3 5565 37.3
3 PM 5285 35.0 5700 38.6 5640 380 6105 434 6105 434
3 SAT 3730 24.6 C 4110 27.1 D 3980 26.2 D 4220 27.8 D 4220 278 D
Meadowbrook State Pkwy Southbound
Northern State Pkwy Old Country Rd 3 AM 6000 42.0 6310 N/A F 6395 N/A 6600 N/A F 6600 N/A
3 PM 6060 428 6730 N/A F 6460 N/A 6940 N/A F 6940 N/A
3 SAT 6065 42.9 6645 N/A F 6470 N/A 6930 N/A F 6930 N/A
Zeckendorf Blvd Merchants Concourse 3 AM 4255 28.0 4535 29.9 D 4540 29.9 4810 317 D 4810 317 D
3 PM 5915 41.0 6610 N/A 6305 N/A 6825 N/A 6825 N/A
3 SAT 5195 34.3 D 5845 40.2 E 5540 371 6155 44.2 = 6155 442
Hempstead Tpke Southern State Pkwy 3 AM 2230 14.7 B 2375 15.7 B 2380 15.7 2485 16.4 B 2485 12.3 B
3 PM 6270 N/A F 6625 N/A F 6685 N/A 6845 N/A F 6845 33.9
3 SAT 5340 35.4 E 5755 39.2 E 5695 385 5990 419 E 5990 29.6 D
Southern State Pkwy Eastbound
Nassau Rd Meadowbrook State Pkwy 3 AM 6340 N/A F 6575 N/A 6760 N/A 6770 N/A 6770 N/A
3 PM 5570 374 = 5775 39.4 5940 413 5930 412 5930 412
3 SAT 5445 36.3 5655 38.2 5805 39.7 5815 39.8 5815 39.8
Southern State Pkwy Westbound
Meadowbrook State Pkwy Nassau Rd 3 AM 5055 333 D 5245 34.7 D 5350 355 5370 35.7 E 5370 35.7
3 PM 6270 N/A 6585 N/A F 6685 N/A 6820 N/A 6820 N/A
3 SAT 5540 37.1 = 5800 39.6 E 5845 40.2 5970 416 = 5970 416 E
Northern State Pkwy Westbound
Post Rd Meadowbrook State Pkwy 3 AM 6720 N/A F 6975 N/A F 7165 N/A 7220 N/A 7220 N/A
3 PM 5500 36.7 5830 40.0 E 5805 39.7 6020 423 6020 423
3 SAT 4200 21.7 4465 29.4 4430 29.2 4550 30.0 4550 30.0
Northern State Pkwy Eastbound
Meadowbrook State Pkwy Post Rd 3 AM 5560 3743 5795 39.6 5935 41.2 5970 42.7 = 5970 427 E
3 PM 5755 39.2 6025 42.3 6140 44.0 6245 N/A F 6245 N/A F
3 SAT 5120 33.8 D 5395 35.9 5460 36.4 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.

e  Widen Meadowbrook State Pkwy SB between Hempstead Tpke and Southern State Pkwy to 4-Lanes
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Table 3.6-26: 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 Volume! Density? LOS? Volume Density LOS Volume Density LOS Volume Density LOS Volume Density LOS
Meadowbrook State Pkwy NB Off-Ramp to 1 AM 720 36.2 E 750 375 E 770 38.6 F 760 39.0 F 760 39.0 F
Souther State EB 1 PM 730 25.1 C 735 265 C 780 26.8 C 785 27.4 C 785 27.4 C

1 SAT 925 252 C 940 26.6 C 985 26.8 C 1005 274 C 1005 274 C
Meadowbrook State Pkwy NB On-Ramp from 1 AM 1485 39.8 F 1535 411 F 1580 422 F 1585 42,6 F 1585 42.6 F
Southern State WB 1 PM 930 24.8 C 1045 26.7 C 990 26.2 C 1075 27.3 C 1075 273

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 1 AM 550 39.5 F 570 40.5 F 585 411 F 1175 423 F 1175 423 F
Hempstead Tpke EB 1 PM 410 21.7 C 420 29.2 D 435 29.0 D 990 30.9 D 990 309

1 SAT 330 28.7 D 345 30.2 D 350 30.0 D 810 316 D 810 316
Meadowbrook State Pkwy NB On-Ramp from NB C- 1 AM 1480 39.0 F 1550 413 F 1580 416 F 1620 427 F 1620 42.7
D Road 1 PM 1235 215 C 1345 30.6 D 1320 314 D 1455 326 D 1455 326

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 1 AM 390 40.7 F 415 429 F 415 43.0 F 485 44.0 F 485 44.0
Merchants Concourse NB 1 PM 620 314 D 655 34.0 D 665 329 D 645 35.4 E 645 35.4

1 SAT 765 30.6 D 815 333 D 815 32.0 D 810 34.0 D 810 34.0
Meadowbrook State Pkwy NB Off-Ramp to 1 AM 700 37.7 F 750 39.2 F 745 39.3 F 740 39.8 F 740 39.8
Merchants Concourse SB 1 PM 315 26.9 C 415 29.6 D 335 28.3 D 410 312 D 410 312

1 SAT 205 24.7 C 305 27.6 C 220 26.0 C 295 28.4 D 295 28.4
Meadowbrook State Pkwy NB On-Ramp from Old 1 AM 395 28.2 D 410 29.8 D 420 29.9 D 425 30.6 D 425 30.6 D
Country Rd EB 1 PM 745 28.8 D 770 30.8 D 795 30.6 D 785 329 D 785 329

1 SAT 365 19.7 B 380 216 C 390 20.9 C 390 22.0 C 390 22.0
Meadowbrook State Pkwy NB On-Ramp from Old 1 AM 270 29.2 D 280 308 D 285 30.8 D 290 315 D 290 315
Country Rd WB 1 PM 550 30.9 D 570 33.0 D 585 32.8 D 575 35.1 E 575 35.1 E

1 SAT 590 233 C 610 25.2 C 630 24.6 C 630 25.8 C 630 25.8

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 3.6-27: 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 Planl and Plan 2

Ramp Junction Description Number of Lanes Peak Hour Volumet Density? LOS3 Volume Density LOS Volume Density LOS Volume Density LOS Volume Density LOS
1 AM 350 310 D 370 327 F 375 331 F 390 34.2 F 390 34.2 F

Meadowbrook State Pkwy SB On-Ramp from G

Cove g e Ty SEEHRamp iom Zen 1 PM 500 317 D 530 353 = 530 33.9 F 555 36.4 F 555 36.4 F
1 SAT 385 314 D 410 345 F 410 336 F 425 36.0 F 425 36.0 F
1 AM 830 36.0 E 865 37.2 F 885 37.6 F 885 38.3 F 885 383 F

Meadowbrook State Pkwy SB Off-Ramp to Old

ComyRAWE amp 1 PM 670 36.3 E 720 3056 F 715 38.4 F 720 01 F 720 401 F
1 SAT 505 35.8 E 495 383 F 540 37.9 F 525 39.8 F 525 39.8 F
1 AM 255 31.2 D 265 324 D 270 327 D 290 336 D 290 336 D

Meadowbrook State Pkwy SB Off-Ramp to Old

ComyRAEE amp 1 PM 500 326 D 635 3.2 E 630 342 D 605 60 F 605 36.0 F
1 SAT 610 334 D 635 358 E 650 35.0 D 600 36.8 F 600 36.8 F
1 AM 35 235 c 50 25.0 c 40 25.0 c 55 26.4 c 55 26.4 c

Meadowbrook State Pkwy SB On-Ramp f

Tockondor B g o AP 1 PM 515 333 D 590 37.0 F 550 353 F 620 38.2 F 620 38.2 F
1 SAT 340 29.1 D 390 326 D 365 31.0 D 410 34.2 D 410 34.2 D
1 AM 775 298 D 775 312 D 825 313 D 805 325 D 805 325 D

Meadowbrook State Pkwy SB Off-Ramp t

Morchants Conectse SB amp fo 1 PM 535 36.7 E 535 39.3 F 570 38.3 F 610 402 F 610 402 F
1 SAT 270 333 D 295 36.1 E 290 348 D 315 37.3 E 315 373 E
1 AM 100 225 c 105 23.9 c 110 237 c 110 25.2 c 110 25.2 c

Meadowbrook State Pkwy SB Off-Ramp t

Morchants Conectrse NB, amp fo 1 PM 105 316 D 115 346 D 110 332 D 115 351 F 115 351 F
1 SAT 135 29.7 D 145 324 D 145 311 D 155 336 D 155 336 D
1 AM 1675 25.9 c 1870 27.9 F 1790 274 c 2600 315 F 2600 315 F

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

Roag ook AT amp fo 1 PM 1340 337 D 1915 378 F 1430 353 E 2650 406 F 2650 406 F
1 SAT 670 30.2 D 1130 3.7 D 715 316 D 1830 36.6 E 1830 36.6 E
1 AM 350 125 B 380 132 B 370 132 B 415 11.0 B 415 11.0 B

Meadowbrook State Pkwy SB On-Ramp f

Stonart ae ey SEERamp o 1 PM 1215 30.7 D 1265 317 D 1300 327 D 1335 29.2 D 1335 29.2 D
1 SAT 950 295 D 990 30.6 D 1015 314 D 1010 28.7 D 1010 28.7 D
1 AM 70 10.9 B 9 116 B 75 116 B 105 9.4 A 105 9.4 A

Meadowbrook State Pkwy SB On-Ramp f

Cﬁ:”g;"’urﬁé’bergi%wdwy f-ramp from 1 PM 610 310 D 660 323 D 655 331 D 695 29.8 D 695 29.8 D
1 SAT 75 263 c 135 27.8 c 80 28.1 D 150 25.9 c 150 25.9 c

Veadobrook State Pk SB OnRamn 1 AM 205 147 B 245 156 B 220 155 B 675 17.4 B N/A NA N/A

eaaowproo ale n-Ramp from

Hempstead Tpke EB W P 1 PM 625 36.1 F 750 38.2 F 665 38.3 F 1365 412 F N/A N/A N/A
1 SAT 380 30.8 D 535 333 D 405 326 D 970 35.7 E N/A N/A NJA

Meadowbrook State Pkwy SB Off-Ramp to South ! AM 840 197 B 880 207 c 895 207 c 940 215 c N/A N/A N/A

eaaownroo ate PKw -Ramp 10 Southern

State Py WB y P 1 PM 1630 406 F 1720 421 F 1740 423 F 1785 430 F N/A N/A N/A
1 SAT 1000 35.6 E 1090 375 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 3.6-28: 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 Volume! Density? LOS3 Volume Density LOS Volume Density LOS Volume Density LOS Volume Density LOS
Northern State Pkwy EB On-Ramp from Glen Cove 1 AM 755 26.4 C 780 213 C 805 28.0 C 805 28.0 C 805 28.0 C
Rd 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 625 215 C 625 275 C 625 275
Northern State Pkwy EB On-Ramp from 1 AM 1480 314 D 1560 329 D 1575 33.6 D 1610 33.9 F 1610 33.9 F
Meadowbrook State Pkwy NB 1 PM 1355 321 D 1465 338 F 1445 34.3 F 1570 35.2 F 1570 35.2
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 500 271 C 520 28.1 D 995 28.8 D 535 28.8 D 535 28.8
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
1 PM 625 27.0 C 645 285 D 665 28.8 D 665 29.7 F 665 29.7
1 SAT 390 232 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 3.6-29: 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 Volume! Density? 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 575 374 F 580 37.6 F 580 37.6 F
1 PM 435 30.6 D 465 321 D 525 32.2 D 480 329 D 480 329 D
1 SAT 340 24.9 C 360 26.2 C 405 26.3 C 365 26.6 C 365 26.6
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 510 321 D 510 321
1 SAT 310 22.2 C 320 23.6 C 330 234 C 330 24.0 C 330 24.0

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 3.6-30: 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 Volume! Density? LOS? 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 455 321 D 470 332 D 485 34.1 D 485 34.0 D 485 34.0 D
1 SAT 555 318 D 575 329 D 590 33.7 D 590 337 D 590 33.7
Southern State Pkwy EB Off-Ramp to 1 AM 570 34.3 F 590 35.2 F 675 36.0 F 610 36.0 F 610 36.0
Meadowbrook State Pkwy SB 1 PM 890 319 D 925 32.7 D 1010 336 D 950 334 D 950 334
1 SAT 1090 317 D 1130 32.7 D 1335 337 D 1165 334 D 1165 334
Southern State Pkwy EB On-Ramp from 1 AM 735 17.7 B 765 18.2 B 785 17.8 B 785 18.6 B 785 18.6
Meadowbrook State Pkwy NB 1 PM 700 19.0 B 730 19.4 B 750 19.4 B 750 19.8 B 750 19.8
1 SAT 950 18.3 B 985 18.9 B 1015 18.5 B 1015 19.2 B 1015 19.2

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 3.6-31: 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 Volume! Density? LOS? Volume Density LOS Volume Density LOS Volume Density LOS Volume Density LOS
Southern State Pkwy WB Off-Ramp to Merrick Ave 1 AM 370 255 C 385 26.3 C 395 26.9 C 390 26.9 C 390 26.9 C
NB 1 PM 280 29.8 D 295 30.9 D 300 313 D 305 31.6 D 305 31.6 D

1 SAT 175 30.8 D 185 320 D 190 323 F 190 32.6 F 190 326
Southern State Pkwy WB On-Ramp from Merrick 1 AM 635 29.5 D 660 305 D 680 313 D 680 31.3 D 680 313
Ave SB 1 PM 410 324 D 425 338 D 435 34.3 D 435 34.7 D 435 34.7

1 SAT 465 347 D 480 36.2 F 495 36.8 F 495 37.1 F 495 371
Southern State Pkwy WB Off-Ramp to 1 AM 55 32.3 D 55 331 D 55 338 D 55 338 D 55 338 D
Meadowbrook Rd 1 PM 65 354 = 70 36.6 E 70 37.0 = 70 37.3 = 70 37.3

1 SAT 65 37.2 E 70 384 F 70 38.8 F 70 39.0 F 70 39.0 F
Southern State Pkwy WB Off-Ramp to 1 AM 415 24.7 C 430 254 C 440 25.3 C 440 25.8 C 440 25.8 C
Meadowbrook State Pkwy SB 1 PM 885 30.6 D 925 315 D 940 321 D 955 32.1 D 955 321 D

1 SAT 990 316 D 1040 324 D 1055 329 D 1065 331 D 1065 331
Southern State Pkwy WB On-Ramp from 1 AM 1795 21.9 C 1865 23.0 C 1915 23.7 C 1920 23.8 C 1920 23.8 C
Meadowbrook State Pkwy NB/SB 1 PM 2440 29.7 F 2630 31.8 F 2600 32.2 F 2750 33.3 F 2750 333

1 SAT 1650 23.7 C 1785 254 C 1760 255 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 535 314 D 485 314 D 485 314 D

1 PM 690 8518 F 725 36.6 F 800 37.0 F 750 374 F 750 374

1 SAT 500 321 D 520 332 D 585 335 D 535 33.9 D 535 339 D
Southern State Pkwy WB On-Ramp from Nassau 1 AM 580 27.9 C 600 29.0 D 615 29.3 D 615 29.6 D 615 29.6 D
Rd 1 PM 475 32.1 D 495 33.7 F 510 33.9 F 510 34.9 F 510 34.9

1 SAT 520 29.7 D 540 31.0 D 555 311 D 555 320 D 555 320 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 3.6-32: Weaving Segment Capacity Analyses Summary

2008 Existing 2014 Phase 1 Build 2019 No-Build 2019 Full Build with Plan 1 2019 Full Build with Planl and Plan 2
Weave Segment Description Number of Lanes Peak Hour Speed! Density? LOS? Speed Density LOS Speed Density LOS Speed Density LOS Speed Density LOS
Meadowbrook State Pkwy NB btw Hempstead Tpke 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
EB On-Ramp and NB C-D Road Off-Ramp 4 PM 34 329 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 3 AM 32 25.4 C 33 26.7 C 32 27.4 C 32 27.9 C 32 279 C
Lindbergh Blvd On-Ramp and Charles Lindbergh Blvd 3 PM 32 17.2 B 31 19.2 B 32 18.5 B 31 19.4 B 31 19.4 B
Off-Ramp 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 4 AM 49 327 D 48 35.2 E 48 35.4 E 48 36.3 E 48 36.3 E
Concourse SB On-Ramp and Dibblee Dr Off-Ramp 4 PM 49 237 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 49 242 C 49 24.2 C
Meadowbrook State Pkwy NB btw Zeckendorf Blvd 4 AM 38 412 E 37 449 F 37 45.0 F 37 46.6 F 37 46.6 F
EB On-Ramp and Zeckendorf Blvd WB Off-Ramp 4 PM 33 40.6 E 32 455 F 32 444 F 31 50.1 F 31 50.1 F
4 SAT 36 29.1 D 35 33.2 D 35 318 D 34 36.1 E 34 36.1 E
Meadowbrook State Pkwy NB btw Zeckendorf Blvd 4 AM 42 34.4 D 42 37.3 E 42 375 E 41 39.6 E 41 39.6 E
WB On-Ramp and Old Country Rd Off-Ramp 4 PM 43 29.7 D 42 331 D 43 323 D 41 37.0 E 41 37.0 E
4 SAT 46 20.6 C 45 234 C 45 22.3 C 44 24.8 C 44 24.8 C
Meadowbrook State Pkwy SB btw Old Country Rd EB 4 AM 45 31.3 D 45 335 D 44 34.0 D 44 35.6 E 44 35.6 E
On-Ramp and Zeckendorf Blvd SB Off-Ramp 4 PM 40 40.7 E 39 458 F 39 443 F 39 474 F 39 474 F
4 SAT 41 38.0 E 41 425 E 41 41.2 E 40 45.0 F 40 45.0 F
Meadowbrook State Pkwy SB btw Zeckendorf SB On- 4 AM 44 27.4 C 43 29.6 D 43 29.8 D 43 319 D 43 319 D
Ramp and Zeckendorf Blvd NB Off-Ramp 4 PM 39 34.0 E 37 46.1 F 38 437 F 37 47.8 F 37 478 F
4 SAT 38 37.3 E 37 43.0 F 38 40.7 E 39 45.3 F 39 453 F
Meadowbrook State Pkwy SB btw Hempstead Tpke 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
WB On-Ramp and Hempstead EB Off-Ramp 4 PM 36 473 F 36 49.5 F 35 51.6 F N/A N/A N/A N/A N/A N/A
4 SAT 38 394 E 38 417 E 37 43.0 E N/A N/A N/A N/A N/A N/A
Southern State Pkwy EB btw Meadowbrook State 4 AM 29 57.7 F 29 61.3 F 27 65.4 F 28 63.8 F 28 63.8 F
Pkwy SB On-Ramp and Meadowbrook State Pkwy NB 4 PM 29 54.8 F 29 57.6 F 28 60.4 F 29 59.8 F 29 59.8 F
Off-Ramp 4 SAT 30 483 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- 4 AM 42 332 D 42 35.1 E 42 33.0 D 41 36.6 E 41 36.6 E
Ramp and Merrick Ave SB Off-Ramp 4 PM 42 345 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 43 324 D 42 36.0 E 42 36.0 E
Southern State Pkwy EB btw Merrick Ave SB On- 4 AM 43 329 D 43 34.8 D 43 327 D 42 36.2 E 42 36.2 E
Ramp and Merrick Ave NB Off-Ramp 4 PM 42 33.8 D 41 35.5 E 41 35.0 D 41 36.9 E 41 36.9 E
4 SAT 43 321 D 42 343 D 43 32.2 D 42 35.7 E 42 35.7 E
Southern State Pkwy WB btw Merrick Ave NB On- 4 AM 42 379 E 41 39.8 E 41 413 E 41 414 E 41 414 E
Ramp and Merrick Ave SB Off-Ramp 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- 4 AM 38 37.6 E 38 39.4 E 37 414 E 37 413 E 37 413 E
Ramp and Meadowbrook State Pkwy NB Off-Ramp 4 PM 42 36.9 E 41 39.7 E 41 40.1 E 41 412 E 41 412 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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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



Transit Operations

In order to assess impacts on existing transit service and determine the additional transit
service needed under the Future Build Conditions, an increase in transit ridership was
estimated for the LIRR, LI Bus, and the proposed private trolley and shuttle that will be
provided by LDG. The following section summarizes the methodology used to calculate

future ridership projections and a summary of ridership estimates.

Anticipated Project Related Transit Usage

As previously discussed in the trip generation section of this document, project-specific
traffic was calculated based on the proposed Lighthouse at Long Island development program
summarized in this TAIS. In order to determine the transit component of the site-specific trip
generation summary, it is necessary to adjust the trip generation totals to reflect mode split
specific to the area in close proximity of Nassau Coliseum. The section on Trip Generation
discussed this calculation in greater detail. A localized mode split experience as well as the
local average number of persons per vehicle, Vehicle Occupancy Rate (“VOR”), were used
to determine the transit component of trip generation. It should be noted that in order to
ensure a conservative assessment of impacts on existing transit services, all non-auto trips
were assumed to be transit trips. Table 3.6-33 summarizes site-specific transit projections,

shown in person trips.

Table 3.6-33: Ridership Summary: Full Build Condition (number of persons)

AM Peak PM Peak Saturday Peak
Hour Hour Hour

Total 184 301 256

To further evaluate the impacts of the proposed project on existing transit services within the
vicinity of the site, projected ridership increases were assigned to each bus route currently
servicing the Nassau Coliseum site. Project-related transit trip increases were assigned to

specific routes based on distribution patterned derived from the Travel Forecast model.
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Table 3.6-34 summarizes the site-specific transit ridership on the individual routes that

currently serve the project study area.

Table 3.6-34: Ridership Summary, By Bus Route — Full Build Condition (number of

persons)
Peak Hour Person Trips
Saturday Peak

Bus Route AM Peak Hour PM Peak Hour Hour
N16 21 28 21
N24 55 103 91
N35 19 16 26
N43 4 8 7
N45

N51 6 13 9
N65 59 75 57
N67 5 15 13
N70 4 12 6
N71 4 8 7
N72 4 9 6
N93” 1 5 7

*Only one bus trip during peak times.

As shown in Table 3.6-34 the highest number of bus riders is projected to occur during the
weekday evening peak hour, with a total ridership of approximately 300 persons. Among the
bus routes that currently service the study area, N24 is expected to carry the highest number
of riders, as this is the only existing bus route that provides a direct connection between the

site and the high-volume carrying LIRR Mineola Station.

Additionally, LDG is proposing to provide trolley service as an amenity to residents and

employees in the project limits. This proposed service is discussed later in this section.
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Pedestrians and Bicycles

The project site will be pedestrian friendly with new sidewalks and landscaped areas. All
sidewalks will be constructed to meet ADA requirements for accessibility. All new traffic
signals will be equipped with the latest technology for pedestrians including countdown
signals and pushbuttons for crossing the street. Crosswalks will be clearly marked and

striped.

The project includes two pedestrian bridges; one bridge will allow pedestrians to cross from
the RexCorp Plaza East and West Parcel, over Hempstead Turnpike, to Parcel A. The second
pedestrian overpass is located between the Omni Parcel and the Coliseum Parcel/Marriott

Hotel Parcel, bridging Earl Ovington Boulevard.

A 1.59-mile dual purpose bicycle/walking path is proposed to located around the perimeter of
the property. The minimum 12-foot-wide path would be made of asphalt. This multi-use path
will tie into the existing path along Hempstead Turnpike and Nassau County’s planned
Emerald Greenway (Ribbon) as shown previously in Figure 23 in Appendix 3.6-1 of this
DGEIS.

To further promote cycling, bicycle storage will be provided on-site. There will be public,

secure, at-grade, bicycle racks and storage for the general use.

Parking

LDG 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 accommodated within close proximity to the user’s

destination.
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Walker Parking Consultants has prepared a detailed parking study for The Lighthouse. This
study, provided in Appendix 3.6-1, demonstrates how the parking supply can be greatly
reduced from the underlying zoning in the Town of Hempstead by providing a shared-use
parking approach which will accommodating different users during the day and night in the

same parking supply.

Walker Parking Consultants conducted numerous studies and consulted leading
organizations, such as the ITE and the ULI, in determining the appropriate ratios to be used
in the shared parking model. The parking model indicates that office buildings require
parking spaces during daytime hours on weekdays, while restaurants and entertainment
venues, such as the new Coliseum, have peak parking needs during the evening and
weekends. The Lighthouse will achieve much greater interaction between uses than others
do. When such synergy exists, a highly successful project will have lower parking demands
and trip generation rates than if the uses were built separately and achieved more typical

patronage levels when standing alone.

Since the project will highly encourage alternative modes of transportation, and since much
of the commercial space will have an internal capture rate from residents and employees, the
parking demand will be significantly reduced compared to a stand-alone/destination retail
center. Walker’s analysis suggests that 2:00 PM on a weekday in November is the peak
period for parking when the office, retail, active entertainment, and residential space are at or
near their peak demand. The estimated peak demand with a shared-use parking strategy is

18,388 spaces as shown in Table 3.6-35.
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Table 3.6-35: Shared Use Parking Demand — Weekday (2:00 PM)

Adjusted Demand

Land Use (spaces)
Retail

Community Shopping Center 865
Fine/Casual Dining 357
Family Restaurant 176
Fast Food 162
Grocery 116
Cinema 72

Sports Facility

Entertainment (Mini golf, Laser

Tag, Bowling) 170
Health Club 100
Practice Rinks and Basketball
Courts 357
Nassau Coliseum 211
Office 9,698
Convention Center 772
Hotel
Hotel Rooms 481
Restaurant/Lounge 30
Meeting/Banquet 626
Hotel Employees 206
Residential (residents and guests) 3.989
Total 18,388

Source: Walker Parking Consultants

The weekend shared parking demand is anticipated to peak on a weekend in March around
8:00 PM. The peak weekend demand is approximately 16,209 spaces as shown in Table
3.6-36.
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Table 3.6-36: Shared Use Parking Demand — Weekend (8:00 PM)

Adjusted Demand

Land Use (spaces)
Retail

Community Shopping Center 533
Fine/Casual Dining 690
Family Restaurant 360
Fast Food 89
Grocery 48
Cinema 499

Sports Facility

Entertainment (Mini golf, Laser

Tag, Bowling) 224
Health Club 29
Practice Rinks and Basketball
Courts 570
Nassau Coliseum 6,540
Office 0
Convention Center 169
Hotel
Hotel Rooms 743
Restaurant/Lounge 39
Meeting/Banquet 1,220
Hotel Employees 82
Residential (residents and guests) 4,266
Total 16,209

Source: Walker Parking Consultants

In summary, the proposed parking supply of 19,926 spaces will accommodate the weekday
and weekend demand. LDG will implement a parking management plan to oversee
operations and increase efficiency at the project. This parking plan is provided in Appendix

3.6-1 of this DGEIS.
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Loading and Services Vehicles

Truck and service vehicles will access the site in similar patterns as they do today. Primary
truck routes include Charles Lindbergh Boulevard, Hempstead Turnpike, Uniondale Avenue,

and Merrick Avenue as shown in Figure 57 in Appendix 3.6-1.

All loading and service will be accommodated internally to the site. The site driveways will
be designed to accommodate truck turning movements. Dedicated loading facilities and trash
compacters will be provided for each land use and a Transportation Coordinator/Manager

will be assigned to oversee scheduling of deliveries.

Existing traffic volumes in the study area network volumes include activities at the Marriott,
Coliseum, local colleges, Omni and RexCorp office complexes. Existing volumes also

include local deliveries to the large commercial district north of the Lighthouse project.

Construction Operations

Individual buildings have not yet been designed, and site plans have not yet been prepared.
Nonetheless, this section provides a general description of proposed construction and the
impacts associated with The Lighthouse at Long Island development, based upon the Overall
Development Plan. The development will be done in phases and stages. The overall build-
out is anticipated to take approximately ten years, and be accomplished in two phases. The
various stages of the individual buildings will be developed as the construction plans are

finalized. See Section 3.13 of this DGEIS for additional information regarding construction.

Heavy Vehicle Traffic

A schedule will be developed so that heavy construction vehicles will only travel to and from
the subject property during certain times of the day, specifically before and after the peak

hours for traffic on the area roadways. This would also reduce the number of trips per day,
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thereby reducing noise and other inconveniences associated with any construction on-site.

Construction vehicle trips are unavoidable, but short-term and temporary.

Based upon preliminary estimates, it is anticipated that there would be approximately 30-to-
50 total vehicle trips of heavy construction vehicles traveling to and from the site, on a daily
basis during the peak activity period, over a ten-year program. The peak activity period
includes the hours between 7:00 AM and 4:00 PM, Monday through Friday, in accordance
with local regulations. Truck traffic onto and out of the site will be the highest during the
first two years of development. During this time, excavation and foundation work will
generate the highest number of dump trucks and concrete truck deliveries. Concurrently,
precast concrete and structural steel deliveries will be occurring over concentrated periods of
time. It should be noted that a significant percent of trucks will be delivering materials prior
to 6:00 AM, in accordance with NYSDOT regulations. Due to the nature of the materials, all
precast concrete and structural steel deliveries will take place between the hours of 4:00 AM
and 6:00 AM, thereby not causing any impact to normal traffic flow conditions. Since these
trucks will use only the roadways described below, there would be minimal, if any, impact to

residential neighborhoods in the vicinity of the site.

Truck Routes

Construction vehicle trips would be restricted to State roads including the Long Island
Expressway, Seaford Oyster Bay Expressway and Hempstead Turnpike and County roads
including Peninsula Boulevard, Glen Cove Road and Old Country Road, and Town roads
including Merrick Avenue, Earl Ovington Boulevard, Charles Lindbergh Boulevard and

James Doolittle Boulevard.

More specifically, primary construction vehicle routes to the subject property have been
predetermined. Truck traffic coming from the east would take Hempstead Turnpike and/or
Old Country Road to Merrick Avenue and/or Seaford Oyster Bay Expressway to Hempstead

Turnpike. Trucks coming from the north and west would take the Long Island Expressway
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and exit at Glen Cove Road. From there, they would take Old Country Road to Merrick
Avenue then turn onto Hempstead Turnpike. Traffic coming from the south would take
Peninsula Boulevard to Hempstead Turnpike. This route represents the smallest percentage
of truck traffic coming to the site. Suggested truck routes are provided in Figure 57 in

Appendix 3.6-1.

Construction vehicles will be staged at the project site. Since construction will be done in
phases over a ten-year period, space will be made available on the subject property at all
times throughout the build-out. This will help to minimize potential traffic, parking and

visual impacts. No additional off-site staging or storage space is anticipated.

During the various stages of the construction, when the below-grade levels would be
constructed, it will not be necessary to have construction vehicles staged on the local
roadway network. If, however, it becomes necessary to temporarily block a traffic lane,
standard Maintenance and Protection of Traffic schemes would be utilized to ensure safety
and the smooth flow of traffic. It is not anticipated that any lane closures or improvements to
Hempstead Turnpike will be part of the program, however, should a lane closure be
necessary to accommodate improvements to Hempstead Turnpike, the Maintenance and
Protection of Traffic Plan will ensure a minimum disruption to traffic flow. The
Maintenance and Protection of Traffic Plan will incorporate traffic and pedestrian elements,
as promulgated in the New York State Manual of Uniform Traffic Control Devices, to ensure
safety and traffic and pedestrian flow. As part of a Highway Work Permit, the approval of
which is necessary from NCDPW, any lane closure plan will be reviewed and approved by
NCDPW. As it has not been determined that a lane closure would be necessary, a

Maintenance and Protection of Traffic Plan has not yet been prepared.

Construction Worker Travel Patterns and Parking Locations

It is expected that construction vehicles as well as tradesmen’s private vehicles would arrive

daily, with the majority arriving from all points on Long Island. Previously-mentioned routes
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would lead traffic to Hempstead Turnpike and to designated parking areas on the subject site.
All roadway weight restrictions will be adhered to and necessary permits will be obtained
prior to travel. As the site fronts on several major roads, no construction vehicles would be

expected to utilize any of the secondary or residential roadways in the area.

The majority of tradesmen working on the site will be arriving between the hours of 6:00 AM
and 7:30 AM, and will be leaving the site between the hours of 2:00 PM and 3:00 PM, thus

traveling to and from the site during off-peak hours.

The projected peak of manpower is expected to occur during the first stages of Phase 1 of
construction. However, during the initial activities in this time period, the amount of
manpower on site would be less than during the later phases of development, due to the
nature of the early phases of work, which encompass earthwork, foundations, structural steel
and precast concrete erections, the bulk of which is accomplished utilizing heavy equipment
and limited manpower. As the new building structures are enclosed there will be an increase
of manpower over time, until a level of manpower is maintaining at a relatively constant
level. As the new structures are nearing completion and all work is essentially internal to the

buildings, a gradual decline in manpower will occur.

The above scenario depicts a condition wherein manpower travel impacts and parking will
have minimum impact on existing parking and traffic. During the first two years of
development, manpower will be at the lowest on the site. Years three through seven will be
the highest levels, and the remaining years will be scaled back to numbers similar in nature to

the early years of the development.

3.6.3 Proposed Mitigation
LDG 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
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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 LDG’s current
development agreement with Nassau County, LDG is proposing to 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 to improve transportation operations for vehicles, pedestrians, and
cyclists. Special event operations have been studied in detail and a preliminary plan to help
reduce potential impacts and congestion in the area is presented later in this section. In
addition, the project is committed to implementing a strong TDM plan to encourage residents
and employees to use alternative modes of transportation and reduce the number of single-
occupancy vehicle trips made to and from the site. Some of these measures include trolleys
for internal trips provided by the Lighthouse Group; a premium transit service to link
passengers directly with the LIRR through Mineola Station; state-of-the art transit stops with
signing, seating and lighting; an intermodal garage facility for Coliseum and Convention
users, and a traveler information system with real-time options for residents, visitors and

employees.

Transportation Demand Management Plan

The Lighthouse at Long Island is committed to implementing a strong Transportation
Demand Management (“TDM”) plan to encourage residents and employees to use alternative
modes of transportation and reduce the number of single-occupancy vehicle (“SOV™) trips

made to and from the site.

TDM comprises a variety of strategies designed to reduce SOV travel and encourage

“alternate modes” of transportation such as public transportation, walking, and bicycling.
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LDG will also offer an array of TDM incentives as a means to increase use of alternative

forms of transportation in the area. Some of these TDM actions and incentives include:

e Explore membership in local area Transportation Management Association;

e (Charge market rates for parking;

e Provide an express shuttle to the Mineola LIRR Station;

e Encourage tenants to provide on-site transit pass sales to employees and residents;

e Encourage commercial/office tenants to provide transit subsidies;

e Maintain a local trolley service as an alternative to the automobile;

e Provide on-site bicycle storage at grade for public use;

e Provide on-site secure/covered bicycle storage for residents and employees;

e Provide transit information, such as maps and schedules, to new residents and tenants
in an orientation package;

e Create a transportation link on The Lighthouse at Long Island’s website that provides
maps and schedules for public transportation to and from the site; and

e Promote use of public transportation for events at the Coliseum, including chartered

buses, and LIRR shuttles.

In addition to the management measures listed above, The Lighthouse will be responsible for
installing a 1.59-mile dual-purpose bicycle/walking path around the perimeter of the
property. The development will also implement trolley services to local attractions and

access to commuter options for reducing SOV trips.

Lighthouse Long Island Trolley

LDG is proposing to provide trolley service as an amenity to residents, employees, and
visitors in the project limits. The trolley service is anticipated to help create a pedestrian-

friendly atmosphere in the development.
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Two trolley routes are proposed: the Green Line Trolley (Route A), and the Red Line
Trolley (Route B). The routes are mapped as shown in Figures 58 and 59 in Appendix 3.6-1
of this DGEIS, with multiple stops internal to the development and three stops external to the
project including NCC, Museum Row and Hofstra University. Major stops within the
development include the Omni and RexCorp. Omni and RexCorp are existing office
buildings on the periphery of the development site. LDG expects to contract the operation

and maintenance of the service to a local operator.

Headways for the trolley service are anticipated to be 15 minutes, with the anticipated service
starting at 6:00 AM and running until 11:00 PM. The routes, referred to here as the Green
Line and the Red Line, are each approximately five miles long. Each trip is estimated to take
approximately 25 minutes, accounting for traffic conditions and stop times. Under these
conditions, two trolleys can continuously operate, with one spare trolley. Thus, a total of five

trolleys will be needed at Full Build in 2019 to accommodate the service.

In conjunction with The Lighthouse development, an Express Shuttle from the Lighthouse
development to the Mineola Station of the LIRR is also proposed. The express shuttle is
proposed as a state-of-the-art bus with amenities such as WI-FI and room for laptops and on
board television. The Express Shuttle schedule will be phased as the Lighthouse develops
with less service provided during Phase 1 and expanded service, as described below, as the
Lighthouse reaches it Full Build condition by 2019. Schedules are also subject to changes as

they are adjusted to meet changes in the Long Island Railroads schedules.

Figure 60 in Appendix 3.6-1 shows the route for this proposed service, which is anticipated
to go from the development to Mineola Station. Multiple stops internal to the development
will be included on the route. There is currently no direct route from the Lighthouse project
to Mineola Station. LI Bus Route N24 travels from the Lighthouse project to Mineola
Station, but it makes several stops along the way and its schedule is not convenient for
commuters. Mineola Station recently added an intermodal facility, which includes parking

and other amenities. This new addition and the location of Mineola Station relative to the
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Lighthouse project, make it the most reasonable connecting LIRR station. It also has
frequent train service with short headway times. The developer expects to contract the

operation and maintenance of the service to a local operator.

Shuttle headways by Full Build in 2019 are expected to run 15 minutes during peak period
service (5:00 AM to 9:00 AM and 4:00 PM to 8:00 PM) and 30 minutes during non-peak
period service (9:00 AM to 4:00 PM and 8:00 PM to 11:00 PM). The proposed shuttle route
is approximately nine miles in length. This round trip is estimated to take approximately 50
minutes, accounting for traffic congestion and stop times. Under these conditions, four buses
can continuously operate during peak period service, with one spare on standby. During non-
peak service, only two buses need to operate continuously. Thus, a total of five buses are

needed to accommodate this service at Full Build out.

Anticipated Project-Related Transit Usage with Mitigation

Under the Future Build Conditions (2014 and 2019) with Mitigation, it is anticipated that the
transit usage in the vicinity of the project site would increase with the introduction of two
trolley services, the so-called Red Line and the Green Line, as well as an enhanced transit
service in the way of an Express Shuttle to Mineola Station. Under the Build with Mitigation
Conditions, it is assumed that a portion of project-related transit trips that are projected to use
existing transit service under Build Conditions (without the new transit services) will shift to
the new Shuttle and Express Bus services once they are introduced to the area. In addition to
site-related ridership, it is assumed that a number of existing transit users will begin to use
the new services. Table 3.6-37 summarizes the estimate of weekday morning, weekday

evening, and Saturday midday peak hour ridership projects with the new services.
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Table 3.6-37: Ridership Summary — Build Condition with Transit Mitigation

Peak Hour Person Trips

Bus Route AM Peak Hour PM Peak Hour Saturday Peak Hour
N16 21 25 19
N24 6 12 12
N35 19 13 24
N43 3 5 5
N45 2 6 4
N51 6 10 7
N65 59 72 55
N67 4 12 11
N70 4 9 4
N71 3 5 4
N72 4 6 4
N93* 0 2 0
Subtotal 131 177 149
Shuttle 102 164 139
Trolley 176 448 410
Total 409 789 698
Assumptions:

50% of Ring 2 ridership will shift to trolley.
90% of N24 ridership will shift to Express Shuttle.
*Only one bus trip during peak times.

Assessment of Project Impacts to Existing Services

The Lighthouse at Long Island Development project is anticipated to increased ridership on
the LIRR and LI Bus Routes currently servicing the study area; however, as discussed below,

the increase is manageable within the existing system and no mitigation is proposed.

The majority of LIRR riders are expected to board at Mineola Station, on the proposed
Express Shuttle. The Mineola Station is on the Port Jefferson Branch of the LIRR. This
branch is part of the Main Line Corridor project, where MTA is adding a third track or
“passing lane” that will allow increased capacity and operational flexibility. MTA initiated
this and the East Side Access project in anticipation of increased residential and business

growth in the region.
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The Lighthouse project is anticipated to increase ridership on local bus services, as well. The
introduction of the trolley and shuttle services by LDG will help mitigate these expected
increases on the LI Bus service, particularly Route N24, which has inconvenient commuter
services from the project site to the Mineola Station of the LIRR. For access to the LIRR,
most riders are anticipated to use the proposed shuttle bus that will go from the development
to Mineola Station. Other local bus routes may experience a small increase in ridership as a
result of the development, but this is not anticipated to be in significant numbers, largely as a
result of the trolley and express shuttle service that is being proposed as part of the

development.

The Lighthouse is not expected to have any impact on the senior transportation services.

Mitigated Trip Generation

As previously discussed in the trip generation section of this document, site-related traffic
projections reflect mode split specific to the area in close proximity to the project site. In
order to reflect mode split shifts envisioned to occur once the Express Shuttle and Trolley
services are implemented by the LDG, trip generation projections were adjusted based on the
assumption that an additional five percent of the residential development will use transit once
the new service is in place; similarly, it was assumed that an additional two percent of the
office and retail developments will use transit once an enhanced service is provided. This
shift in transit mode share is based on the relationship between the transit mode share
currently around the project site and the transit mode share around the Mineola Train Station.

This shift in mode split from existing to future conditions is reflected in Table 3.6-38.
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Table 3.6-38: Vehicular Mode Split Summary

Existing Local  Future Mode

Mode Split* Split 2
Residential 86% 81%
Office 95% 93%
Retail 95% 93%

! Based of 2000 US Census Data
Assumes that the proposed Trolley and Express Shuttle transit services are in
place.
Based on 2000 US Census Data around the Mineola Train Station.

Table 3.6-39 summarizes the adjusted vehicle trip generation totals from what was previously
presented under Future Conditions (Table 3.6-9). The resulting trips were reduced by
approximately 100 vehicles per hour with the planned public transportation amenities. These

net new trips were then distributed in the No Build network.

Table 3.6-39: Full Build with Mitigation Vehicle Trip Generation Summary

Net-New

Ring 2 Regional Vehicle Trips
Weekday Morning
In 40 906 946
Out 40 S11 551
Total 80 1,417 1,497
Weekday Evening
In 338 1,515 1,853
Out 338 1,553 1.891
Total 676 3,068 3,744
Saturday Midday
In 337 1,309 1,646
Out 337 974 1311
Total 674 2,283 2,957

Mitigated Trip Distribution

The regional mitigated vehicle trip generation results (Table 3.6-39) used the same

distribution assumptions assumed for the Build Condition. However, because the reduction
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in regional trips is a result of the new shuttle service to and from Mineola Train Station, the
total reduction in regional mitigated trips was removed from the vehicles traveling to and
from the Long Island Expressway or the Northern State Parkway west of the site. The total

number of regional trips to all other locations equaled the Build Condition.

The reduction in trips traveling within Ring 2 is a result of the trolley service serving the
museums, Nassau Community College and Hofstra University. The total reduction was
removed between the Lighthouse site and these locations. Because the trolley would be
providing a high frequency of service an additional 20 percent of trips between these

locations were removed from the roadway.

As in the Build Condition, the Ring 1 trips were assumed to travel within the site and were

not distributed to the roadway network.

The proposed improvements to the Meadowbrook Parkway, the M-4 off-ramp, and
intersection improvements adjacent to the site will contribute to a shift in some traffic
patterns shown in the 2019 Build Condition under the 2019 Build Mitigated Condition as
shown in Figures 61-69 in Appendix 3.6-1.

Transportation Infrastructure Improvements

LDG is committed to providing valuable improvements to the transportation infrastructure.
In some cases these improvements will increase capacity in the area where existing or future
conditions without the Lighthouse could warrant an improvement. Some improvements are
needed to provide better access to and from the site for transit riders, pedestrians as well as
vehicle users. These measures are discussed below and summarized in Figure 70 in

Appendix 3.6-1.
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Pedestrian Improvements

All intersection improvements around the site will have state-of-the-art pedestrian equipment
including countdown clocks and pedestrian pushbuttons. Intersections that are included in

the mitigation plan will be striped and well lighted for pedestrian safety.

The development includes two pedestrian bridges; one bridge will allow pedestrians to cross
from the RexCorp Plaza East and West Parcels, over Hempstead Turnpike, to the north side
of the roadway and the main portion of The Lighthouse development. The second pedestrian
overpass is located between the Omni Parcel and the Coliseum Parcel/Marriott Hotel Parcel,

bridging Earl Ovington Boulevard.

Multi-Use Path

As mentioned before, The Lighthouse 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 minimum 12-foot-wide path would be made of asphalt. The
perimeter bike and pedestrian paths are designed to be consistent with the County’s planned

Emerald Ribbon Greenway.
The Lighthouse at Long Island proposes to contain numerous secure bike racks dispersed
throughout the development and will actively promote bicycling through signage, literature

and educational programs when possible.

Intersection Improvements

Based on the analysis of 2014 Build (Phase 1) and 2019 Build (Full Build) conditions the
following intersection improvements are also proposed as a means of mitigating project

related impacts or providing for improved site access. These measures are in addition to
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optimizing signal timings at all study area intersections which was included in the analysis.
In some cases these mitigation measures also improve poor or failing operating conditions

under No Build scenarios.

As discussed previously, there are several improvements to the existing infrastructure which
are needed as part of the site development. These improvements include the following which

are discussed in more detail below:

e Installing a new traffic signal at the intersection of Hempstead Turnpike/James

Doolittle Boulevard and the New RexCorp Plaza site driveway;

¢ Installing a new traffic signal on Hempstead Turnpike at Cunningham Avenue and the

project’s main site driveway;

e Installing new pavement markings at Earl Ovington Boulevard/Hofstra/Nassau

Coliseum Pre-paid Parking Entrance.;

e Optimizing signal timings at the intersection of Earl Ovington Boulevard at Charles

Lindbergh Boulevard/Nassau Coliseum VIP Parking Entrance; and

e Reconfiguring the U-turn for traffic heading westbound on Charles Lindbergh

Boulevard (near Earl Ovington Boulevard).

Phase 1 - Proposed Mitigation (2014)

The following intersection or roadway improvements are proposed to be completed by 2014
coinciding with the completion of Phase 1 development. These improvements are included
here because the analysis (see section on Transportation Operations) indicated the need for
the improvements in this timeframe. In most cases the improvements may not be needed

until Full Build in 2019; however LDG proposes to complete some improvements by 2014.

3.6-147



Some of these will be combined with other site related intersection improvements. Some
mitigation may need to undergo a separate permitting and design review such as a new

interchange that cannot be completed in this time frame.

Hempstead Turnpike & Earl Ovington Boulevard/Uniondale Avenue (5)

e Restripe Earl Ovington Boulevard southbound to provide two left-turn lanes, two thru
lanes, and a right-turn lane. This approach currently operates with one left-turn lane,

one left-turn/through lane, one through/right-turn lane, and one right-turn lane.

Earl Ovington Boulevard &Hofstra/Coliseum Pre-Paid Parking (6)

e As shown in Figure 72 in Appendix 3.6-1, the westbound approach will be restriped
to provide for three approach lanes (left, thru, and right).

e The northbound approach will be restriped to provide an additional through lane.

Earl Ovington Boulevard & Charles Lindbergh Eastbound/Coliseum VIP (7)

e Reconstruct intersection within the existing right-of-way as shown in Figure 73 in
Appendix 3.6-1 to provide for improved site driveway operations including:
0 Restripe the northbound approach to provide an exclusive right turn lane into
the site;
0 Restripe the right turn exiting the site to provide two lane; and

o0 Signal timings will be optimized to reduce overall vehicle delay.

Charles Lindbergh Boulevard & Merrick Avenue (9)

e Optimize signal timings to reduce vehicle delays.
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Glenn Curtiss Boulevard & Merrick Avenue (11)

e Optimize signal timings to reduce vehicle delays.

Hempstead Turnpike & Glenn Curtiss Blvd/Coliseum (12)

e Reconstruct intersection as shown in Figure 74 in Appendix 3.6-1 to provide for
improved site driveway operations. Proposed changes include:
0 Providing an additional eastbound through lane on Hempstead Turnpike;
0 Constructing an eastbound right turn lane onto Glenn Curtiss Boulevard; and
0 Creating a new westbound right turn lane for vehicles entering the site.

e Signal timings will be optimized to reduce overall vehicle delay.

Charles Lindbergh Boulevard &Westbound U-turn (near Earl Ovington Boulevard (13)

e As shown in Figure 75 in Appendix 3.6-1, this intersection will be reconstructed to
eliminate the existing U-turn condition and provide a new signalized intersection that

will provide site access/egress.

Earl Ovington Boulevard & Coliseum Media/Staff Parking (16)

e This existing unsignalized intersection will be modified in the Build Condition to

provide a new site access/egress.
Coliseum North Exit Gate & Charles Lindbergh Eastbound (17)
e As shown previously in Figure 75 in Appendix 3.6-1, this intersection will be

modified to provide for site access/egress. This intersection will be unsignalized and

provide rights into and out of the site only.
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Hempstead Turnpike & Park Blvd/East Meadow Avenue (26)

As shown in Figure 71 in Appendix 3.6-1, a fourth eastbound through lane is
proposed. This lane will extend for approximately 500 feet past East Meadow
Avenue.

The left-most southbound left-turn storage lane will be increased by approximately

200 feet.

Full Build Proposed Mitigation (2019)

The 2019 Full Build proposed mitigation includes improvements that the analysis (See

Transportation Operations) indicates will be needed by Full Build of the Lighthouse

Development

Charles Lindbergh Boulevard Eastbound & James Doolittle Blvd/Coliseum Parking

(14)

This intersection is proposed to become a four-way signalized intersection with a
northern leg which is an extension of the M-4 off-ramp and egress from the Nassau
Community College as shown in Figure 76 in Appendix 3.6-1.

James Doolittle Boulevard will be realigned and widened.

The westbound Charles Lindbergh Boulevard approach will be realigned to provide
two left turn lanes onto James Doolittle Boulevard.

Realign the Nassau Community College to provide for one-way southbound traffic.

Hempstead Turnpike & James Doolittle Boulevard (15)

As proposed in Figure 77 in Appendix 3.6-1, the median on Hempstead Turnpike will

be eliminated and the intersection will be signalized.
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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.

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 Appendix 3.6-1.

Optimize signal timings to provide additional green time to the northbound and
southbound thru movements. This change in timings will reduce overall delay at the

intersection.

Merrick Avenue & Stewart Avenue/Park Boulevard (22)

Modify signal timings to increase the protected eastbound phase. This adjustment

will reduce overall vehicle delay.

Fulton Avenue (NY 24) & Peninsula Blvd/Bennett Avenue (25)

Nassau County has proposed looking at improving traffic at two nearby intersections:
Peninsula Boulevard at Clinton Street and Peninsula Boulevard at Henry Street. It is
recommends that this intersection be included in that analysis. Improvements or

changes at the two intersections may impact operations due to the close proximity and
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therefore, it is the County’s responsibility to include the Fulton Avenue & Peninsula
Blvd / Bennett Avenue intersection in their upcoming study. Some potential

improvements are shown in Figure 79 in Appendix 3.6-1.

Hempstead Turnpike & Cunningham Avenue (34)

e This intersection is proposed to become a four-way signalized intersection to allow
for project access/egress to the north as shown in Figure 80 in Appendix 3.6-1.

e 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.

e 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.

Meadowbrook Parkway Reconfiguration

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. Current 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 safety
challenges for all drivers, such as minimal gaps between vehicles in weaving areas and

significant “spillback” queuing from ramps onto Meadowbrook Parkway.

For this reason, VHB began review of corridor issues and potential improvements on behalf of
LDG. 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
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project. Based on these objectives, LDG has put forward an aggressive infrastructure

improvement plan that will bring cumulative improvement to this area.

The centerpiece of the proposed infrastructure improvements are the complete reconstruction
of the Meadowbrook Parkway/Hempstead Turnpike interchange Figure 81 in Appendix 3.6-1
with a modern single-point interchange design and the construction of an additional (fourth)
continuous southbound lane Figure 81 in Appendix 3.6-1 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.

As mentioned previously, 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 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.

As detailed in the section on Operations, both of these proposed major improvements are
needed today and under all No Build and Build Conditions. The construction of these
improvements will greatly increase vehicle capacity within these heavily constrained
facilities and eliminate failing portions of the interchange, including five separate
substandard weaving areas. The timing for this mitigation will be dependent upon the ability

of the LDG to secure permits from the State to make this improvement. As previously
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mentioned these improvements are justifiable today. However, their impact on operations, as

detailed in the Chapter on Operations, is assumed to occur after 2014 but by 2019.

Meadowbrook Parkway M-4 Southbound Off Ramp

In addition to the reconfiguration of Hempstead Turnpike Interchange, changes are proposed

for southbound Parkway Ramp M-4. These improvements have been coordinated with

Nassau Community College and will continue to require their involvement as more detailed

plans are developed.

As shown previously in Figure 75 in Appendix 3.6-1 these improvements include:

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 Avenue 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 in Appendix 3.6-1 to provide
direct access to NCC and Charles Lindbergh Boulevard with a new signalized

intersection opposite James Doolittle Boulevard;

The new signalized intersection on Charles Lindbergh Boulevard allows vehicles
destined for RexCorp Plaza on Hempstead Turnpike a new alternative, to use the
newly realigned ramp, James Doolittle Boulevard and a new signalized intersection at
James Doolittle Boulevard and Hempstead Turnpike, which will have direct access at

this intersection to RexCorp Plaza; and
The realigned ramp also permits the construction of a new road between the East and

West Campuses of NCC. This connects parking on both sides of the College that

heretofore were separate and prevented full utilization of the Colleges parking supply.
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The above mentioned improvements 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. The modification shown
previously in Figure 75 in Appendix 3.6-1 shows a new signalized intersection in front of the
Omni Office complex on Earl Ovington Boulevard. This will allow NCC as well as Omni
traffic a more direct route to the Meadowbrook by eliminating u-turns. The addition of this
left turn will balance off the volumes making left turns from each of the NCC driveways.
Otherwise, with the addition of a connector road between campuses and the ability to make a
left turn from the driveway onto Charles Lindbergh to head east to the Meadowbrook, there

may have been too large a shift in volumes to the new intersection on the east campus.

Bus Rapid Transit (“BRT”)

As previously mentioned, The Lighthouse development is not part of the ongoing HUB Study
nor does The Lighthouse development depend on the outcome of the HUB Study. However,
the LDG has committed to designing this project so as not to preclude alternative

transportations systems that may be funded and constructed by Nassau County in the future.

Therefore, as part of this study two alternative transportation systems were considered. The
first is BRT and the second is LRT. As shown in Figures 83 and 84 in Appendix 3.6-1, the
project has been planned so that a BRT lane could be included on the perimeter of the project
(along James Doolittle Boulevard, Hempstead Turnpike and Earl Ovington Boulevard)
and/or a LRT could be constructed along the East — West Boulevard on the northern end of

the site, or within a traverse below grade easement) under this roadway.
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Event Management

An event Transportation Management Plan (“TMP”) is being developed for the Coliseum.
The TMP will ensure 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.

As demonstrated in the Walker Shared Parking Analysis (see Appendix 3.6-1), there is
sufficient capacity in The Lighthouse parking facilities to accommodate the game attendees.
Walker has also developed a Parking Management Plan to ensure that all parkers at The
Lighthouse are adequately distributed and accommodated in an efficient manner. Parking

locations that will be available to event attendees are shown in Figure 85 in Appendix 3.6-1.

The primary methods of managing event related traffic include dissemination of accurate
driving directions, parking options, and public transportation options to visitors prior to the
event, strategic use of permanent message boards or placement of portable variable message
signs (“PVMS”). PVMS will be provided at key decision making points along various routes
to the Coliseum for driving directions and parking options as shown in Figure 86 in
Appendix 3.6-1. In addition, police details will ensure no adverse impacts on mainline

operations of the regional transportation network and safe pedestrian crossings.

Utilization of the area parking lots and getting people to them quickly and efficiently is the
cornerstone of the TMP. It is imperative that motorists are presented with clear directions to
the area parking lots from the regional highway network. The goal is to park people as
quickly as possible once they reach the area without circling the local and internal roadway
networks unnecessarily. Advance information to attendees and the use of PVMS in strategic

locations will accomplish this goal.
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Transportation Management Center

With the innovative development of The Lighthouse at Long Island, managing the demands
and increased stress on the transportation infrastructure in the vicinity will be a challenge —
both internally to the site and externally. In order to maximize the potential of the roadway
network and create a seamless transportation experience within, there are many advanced
technology applications that, if implemented coherently, would add significant operational

benefits not only to The Lighthouse, but to the surrounding community.

The Lighthouse at Long Island provides an exciting opportunity to showcase several

advanced transportation technology applications in one location.

These applications will help to manage all aspects of transportation in and around the
proposed project site. Coordination of these applications in one central location is imperative
to the success of the initiative. This central operating location could be called the project

Transportation Management Center (“TMC”).

TMCs are neither a new idea, nor are they limited to the relatively recent Intelligent
Transportation Systems (“ITS”) program. Many transit properties manage their fleets,
whether rail or bus, from such centers. Similarly, many large traffic signal systems have
been under central control for many years. These centers focus on integrated transportation
management, often applying state-of-the-art technology so that both personnel and systems

can work together effectively.

ITS Technology Applications

Because highways and roadways leading to and surrounding the Lighthouse project are under

several jurisdictions, this section list ITS Applications that could be implemented but would

require a plan that is consistent, compatible, and capable of integration with local, state and
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regional transportation agencies. The multiple jurisdictions for transportation infrastructure

include the following agencies: NYSDOT; NCDPW; the Town of Hempstead; and LDG.

Policies would need to be developed to define and describe the jurisdictional roles and the
responsibilities of each agency as well as other stake holders — usually defined in a
“Memorandum of Understanding.” The sharing of information and responsibilities should be

identified in the early stages of the design process.

The following are highly beneficial ITS technology applications that should be considered

should the agencies involved agreed to participate in a multi-jurisdictional plan:

Closed Circuit Television Cameras (“CCTV”)

The following are the primary functional areas where CCTV technology could

improve the Lighthouse project:

Transit station security: CCTV cameras could be installed at the internal
transit/shuttle/bus stops within the Lighthouse Project and also at transit stops

external to the project limits;

Key intersections around the site: CCTV could be installed at the key intersections
around the Lighthouse Project for real-time traffic operations. Streaming video
images could be shared with surrounding agencies for both incident management and

data collection;
Security applications: CCTV could be installed at parking garages, residential areas

and other areas within the project limits where real-time surveillance capabilities are

required for safety and security reasons;
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During event management: CCTV images could be stored and archived for
verification of effective transportation management strategies during major events;

and

Any CCTV installed on the surrounding roadways to the Lighthouse Project could be
considered a natural extension of the existing Long Island “INFORM System,” which
is a comprehensive network of CCTV all over Long Island for general viewing by the
travelling public and to help facilitate incident management and response for the

NYSDOT.

Dynamic Message Signs (“DMS”)

The following are the primary functional areas where DMS technology would

improve The Lighthouse development:

Externally located DMS to facilitate parking/event management: Large

overhead DMS could be strategically located on the major collector roads
around the Lighthouse Project to facilitate parking during major events, such
as a New York Islanders Hockey game or some other major event. There are
existing DMS in the region on the Long Island Expressway, the Meadowbrook
Parkway, the Northern State Parkway and the Southern State Parkway. Any
DMS proposed as part of this project would complement and build upon the
existing DMS network.

Smaller overhead or cantilevered DMS could be utilized on the internal

roadway network for general information purposes and parking management.

Dynamic Transit Information Display (““DTID”): At transit stops and kiosks,

buses and trolleys equipped with AVL and GPS could broadcast their

headways and arrival and departure times. GPS technology and advanced
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computer modeling could also provide information to riders via the internet or

handheld devices.

Advanced Transportation Information Systems (“ATIS”)

Convention Center: Transportation information and other event related

information could be centrally located within the convention center. This
information could be related to shuttle bus routes/schedules, airport

information, train schedules, hotel information, etc.

Kiosks: Kiosks could be strategically located throughout the development for
dissemination of various types of information. This information could be
related to shuttle bus routes/schedules, airport information, train schedules,

hotel information, etc.

Adaptive Traffic Signal Control

The operation of the traffic signals around the perimeter of the development utilizing
traffic-adaptive algorithm could provide for real time signal coordination. This
coordination is an effective way to maximize the operating potential of the roadway

network.
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