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1 Executive Summary 

The Town of Islip (Town) and Long Island MacArthur Airport (ISP or the Airport) selected Landrum & 

Brown (L&B) to conduct the West Concourse Terminal Planning Study in 2019. The Town of Islip 

received Federal Aviation Administration (FAA) funding through the Airport Improvement Plan (AIP) to 

fund this study.  

The Town of Islip is one of ten Suffolk County, Long Island towns. It is New York Stateôs third largest 

town with a population of 340,000 and total area of 163.1 square miles, of which 105.3 square miles is 

land and 57.8 square miles (35.46%) water. 

The intent of the study is to analyze the functionality of the existing west concourse (Concourse B), 

validate the forecast based on recent traffic trends at ISP and to define the terminal space requirements 

for current and future needs. This overall study includes the development of concourse replacement 

alternatives, an assessment of financial feasibility, and the development of an implementation plan for 

the proposed improvements. 

The existing terminal facilities at ISP includes two concourses, the east concourse (Concourse A) and 

west Concourse B. Concourse A has 8-gates and was completed in 2004, funded by Southwest 

Airlines and is leased under contract by Southwest. The main terminal processor is a single level 

building with ticketing, baggage claim, and other support functions. There are significant deficiencies in 

the terminal, baggage claim, and Concourse B. 

The cost for the Town to lease the Concourse A gates are prohibitive due to high per square foot rent 

cost imposed by Southwest Airlines. ISP determined that leasing Southwest gate positions was not a 

viable alternative to provide the additional gate capacity that will be required in the near-term. While 

Concourse A was not extensively studied as part of this project, it is apparent that significant 

maintenance will be necessary. Southwest has not made any significant investment to repair/replace or 

upgrade the building. When Concourse A exceeds its useful life (25 years) it will have a high repair or 

replacement cost for the Town.  

Concourse B is a ground-level building with two jet bridges and was originally developed as 

prefabricated trailers that have exhausted its useful life. There is one ground-loaded aircraft position 

that is located near the central terminal building, known as the rotunda. Concourse B can support three 

simultaneous aircraft operations.  

Concourse B provides an unacceptable Level of Service (LOS) due to insufficient holdroom, circulation 

space, and the lack of passenger amenities such as concession spaces. LOS is a measurement of the 

quality of service provided inside the terminal in terms of ease of flow, available space, and propensity 

for delays defined by the International Air Transport Association (IATA). Optimum LOS corresponds to 

an overall good level of service, where flows are stable, delay levels are acceptable, and a good level 

of comfort is provided in terms of square feet per passenger. This LOS metric is specifically developed 

for use in airport design and planning and is used to define spatial requirements and to measure 

performance. 
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Additionally, the walking distance from the Security Checkpoint is long and difficult due to multiple 

vertical transitions. This journey can be difficult for some passengers and lacks redundancy if there are 

maintenance issues with vertical conveyances. There are no backup or alternate elevators in the event 

that the elevator at this location fails. In order to provide an optimal LOS, Concourse B would need to 

be replaced with modern facilities that provide significantly more space.    

Multiple alternatives were studied that include replacement of the west concourse (in the same 

location), an east concourse extension, and a new north terminal complex with direct connectivity to the 

Long Island Railroad (LIRR). Each alternative has a unique set of benefits and challenges that has 

been evaluated.  

The benefits of a replacement terminal include providing a higher level of passenger service, providing 

facilities that meet current code, energy efficiency requirements, additional amenities for passengers, 

and connectivity to the LIRR at the Ronkonkoma Station. New gates will improve the passenger 

experience, accommodate future growth, and attract additional commercial service carriers, benefiting 

the Airport and the Town of Islip. 

A series of alternatives were developed based on gate requirements and a terminal space program 

(TSP). Two separate facility programs were developed, the first is based on a 3-gate concourse 

extension with a new Customs and Border Protection (CBP) FIS/GAF (Federal Inspection 

Services/General Aviation Facility) and the second is a new North Terminal concept that would replace 

the existing terminal. 

The development of alternatives occurred in two phases; the initial alternatives development phase 

focused mainly on the gate expansion at the existing terminal but included one placeholder option for 

the north terminal. The final alternatives development phase maintained the best west concourse 

expansion alternative and added two refined versions of the north terminal alternative.  

Upon extensive stakeholder (including FAA) and public engagement, the Town of Islip and the majority 

of the stakeholders decided that a new greenfield terminal located on the north side of the airport 

provided the most long-term benefits for the Airport and Town. The selection of the North Terminal as a 

preferred concept meant that this project was no longer in alignment with the original FAA grant. This 

led to close the grant (West Concourse Terminal Narrative Study) and to proceed with a north terminal 

alternative. The eligible work that was produced as part of this West Concourse Terminal Narrative 

Study is included in this document.  

The north terminal alternative continued forward with the development of a North Terminal site plan as 

well as floorplans, building sections, and passenger flows. An implementation plan was also developed 

that defined the phasing approach to construct the new North Terminal on the proposed greenfield site, 

which included the roadways, parking garages, surface parking lots, the new terminal, aircraft parking 

apron, taxilanes, and other supporting airside infrastructure. 

A financial feasibility analysis followed and was conducted to assess the construction costs, the project 

timing and cash flow, funding sources, and operating expenses for the North Terminal. Due to the 

impact to the proposed greenfield site, the potential environmental requirements were studied in order 



Long Island MacArthur Airport  Terminal Planning Study 

August 2022 

10 | Landrum & Brown 

to define the regulatory setting, purpose and need, and assess various environmental impact 

categories.  

Additionally, a high-level sustainability assessment was conducted in order to define what opportunities 

at the new site to implement suitability initiatives at the North Terminal, including strategies or methods 

to reduce energy consumption, reduce waste, and utilize renewable energy such as solar power. 

Lastly, a reuse study of the south terminal area was conducted. The purpose of this task was to explore 

alternate uses for the south terminal site after operations are moved to the North Terminal. The effort 

identified reuses of the south site such as air cargo, advanced air mobility, and aircraft maintenance. 
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2 Existing Conditions Assessment 

2.1 Concourse B Existing Conditions 

The west concourse at ISP (Concourse B) is a ground-level building with two jet bridges. In addition to 

the two jet bridges, there is one ground-loaded aircraft position that is located near the central terminal 

building, known as the rotunda. Concourse B can support three simultaneous aircraft operations, 

including the ground-loaded position.  

Built in 1990, Concourse B is constructed from a series of temporary prefabricated trailers that form the 

circulation spaces, holdrooms, restrooms, and other support facilities. The trailers were never intended 

nor were they designed to serve passengers for thirty years. Concourse B fails to meet the most basic 

passenger needs in terms of circulation, seating, amenities, and restrooms. This concourse also has 

substandard heating and cooling systems and has no generator in the event of power failure. 

The concourse is far beyond its useful life, provides a sub-optimal LOS, and needs to be replaced. It 

has insufficient space and lacks the following customer experience amenities, including:  

¶ Concessions or restaurants 

¶ Retail shops 

¶ Childrenôs play area 

¶ Computer and recharge stations 

¶ Business center or lounge 

¶ Service Animal Relief Area (SARA) 

¶ Information Centers 

¶ Wheelchair Storage 

¶ Upgraded or consistent finishes with the remainder of the terminal 

It should be noted that existing amenities in Concourse A cannot reasonably be shared with Concourse 

B due to long walking distances and level changes. 

The existing terminal facilities lack modern airport infrastructure and technology. ISP has limited ability 

to grow, meet customer expectations, and provide safe terminal and airfield infrastructure. The items 

listed below are currently lacking and could be implemented in a new north terminal: 

¶ LIRR multimodal connection in proximity to the existing terminal  

¶ Inline baggage connection and associated safety benefits 

¶ FIS/GAF facilities 

¶ State-of-the-art deicing and reclamation 
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¶ Sustainability and environmental advantages due to reduced vehicle emissions with direct 

access to the Ronkonkoma Station (e.g., no shuttles required and ability to access the terminal 

directly from the station; reducing the need for vehicles). 

2.2 Concourse B Gate Positions  

There are three gate positions at Concourse B, including B15 (ground loaded), B19 (jet bridge), and 

B23 (jet bridge). Concourse B is common use, but the gates are typically operated by Frontier Airlines. 

Additionally, this concourse does not allow for expansion of aircraft parking positions; this means a 

replacement concourse would be needed to accommodate new gate positions.  

Gates B19 and B23 can handle independent A321 operations from an aircraft gate perspective, 

however, the holdrooms are crowded and provide a low level of service. This crowding issue occurs on 

a regular basis, when two A321 aircraft, with a seating capacity of up to 185 passengers (at a 90% load 

factor), are deplaning simultaneously. The holdroom size was not designed to accommodate this 

number of passengers. 

The B23 jet bridge was included as part of the original construction of Concourse B in 1990 and the 

B19 jet bridge was added later in 2012. The B19 bridge cannot accommodate a Group II aircraft, 

including ERJs and some E190/195s, limiting operational flexibility. The preconditioned air (PCA) only 

connects to the aircraft and there is no diverter to switch airflow from the aircraft to the passenger 

boarding bridge, which negatively impacts passenger comfort.  

The existing boarding bridges at Concourse B, shown in Exhibit 2.2-1, Jet Bridge, are steep, and the 

path from the ground level to the aircraft sill is difficult for passengers to traverse, providing a poor LOS. 

These boarding bridges are outdated and consistently delay the deplaning of aircraft. Due to the sloped 

configuration toward the ground level concourse building, rainwater intrusion is also a constant 

maintenance issue.  
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EXHIBIT 2.2-1 JET BRIDGE 

 

Source: Landrum & Brown Team analysis, 2019 

2.3 Concourse A Gate Positions  

Concourse A has eight gate positions, shown in Exhibit 2.3-1, Gate Layout. Gates A1 ï A4 are 

operated by Southwest and A5 ï A8 are exclusive Southwest gates. With the exception of Gate A1, the 

Concourse A gate positions are designed to accommodate A321 aircraft. Gate A1 was modified to 

accommodate an ERJ aircraft but could be configured back to an A321 position. 

Southwest built Concourse A with their own funding and signed a 25-year lease with the Town of Islip in 

2004. This arrangement prevents other carriers from expanding at ISP affordably. When the Southwest 

lease ends in 2029, Concourse A will transfer ownership to the Town of Islip. 
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EXHIBIT 2.3-1 GATE LAYOUT  

 

Source: Landrum & Brown Team analysis, 2019 

2.4 Concourse B Passenger Flows 

Concourse B has the furthest walking distance from the curb of any gates at ISP. Exhibit 2.4-1, Flow 

and Concourse Location Map shows the flow of passengers to Concourse B. Passengers walk from 

the ticketing area, process through the security checkpoint, escalate up into Concourse A, walk to and 

escalate down into the rotunda, and then walk up to Concourse B via a ramp. The multiple vertical 

movements to Concourse B make it difficult for passengers and the lack of elevator redundancy is an 

issue. If the elevator at this location fails, there is no alternate elevator to use to transport passenger 

down to Concourse B. The photos of these areas are shown in Exhibits 2.4-2 through 2.4-6. 
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EXHIBIT 2.4-1 FLOW AND CONCOURSE LOCATION MAP  

 

Source: Landrum & Brown, 2019 

EXHIBIT 2.4-2 TICKETING 

 

Source: Landrum & Brown, 2019 
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EXHIBIT 2.4-3 ESCALATORS FROM CHECKPOINT  

 

Source: Landrum & Brown, 2019 

EXHIBIT 2.4-4 ESCALATORS FROM CONCOURSE A  

 

Source: Landrum & Brown, 2019 
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EXHIBIT 2.4-5 ELEVATOR FROM CONCOURSE A  

 

Source: Landrum & Brown, 2019 

EXHIBIT 2.4-6 RAMP TO CONCOURSE B 

 

Source: Landrum & Brown, 2019 
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Wayfinding to Concourse B is not intuitive, which is partially due to the relocation of the security 

checkpoint from its former location in the central rotunda to the current Concourse A facility. As a result, 

Concourse B passengers must circulate through Concourse A and the rotunda to reach their gates.  

ISP has received passenger complaints related to walking distance (horizontal and vertical) to 

Concourse B. There are three vertical transitions and the distance from the terminal entry to the furthest 

Concourse B gate is approximately 1,800 feet or a 7.2-minute walk based on a walk-speed of 250 

feet/minute.  

Golf cart usage has been discussed, however this will be difficult due to a lack of circulation width in 

Concourse B. There are no moving walkways at ISP. An industry rule of thumb regarding walk distant is 

that if the distance is more than 1,000 feet then some form of mechanical assistance should be 

provided.  

There is also a lack of elevator redundancy down from Concourse A. This means that ,in the event of 

an escalator failure, there is not enough capacity to transport passengers to and from Concourse A. 

When the elevator is down, passengers must circulate through the exterior courtyard to Concourse B 

from the checkpoint, which is a poor customer experience and is problematic during inclement weather. 

Exhibit 2.4-6, Concourse Section, shows the elevation changes from Concourse A to the rotunda, 

where there is a set of escalators and an elevator (not shown). There is a ramp that transitions up from 

the rotunda and into Concourse B. 

EXHIBIT 2.4-6 CONCOURSE SECTION 

 

 

Source: Landrum & Brown, 2019 

2.5 Central Terminal (Rotunda) 

The Central Terminal (rotunda), located between Concourse A and Concourse B, is primarily used as a 

pass through or transitional space for secure passengers and is not a historically protected building. At 

the center of the rotunda is an exit lane and on the non-secure side there is open space that is utilized 

for airport events, shown in Exhibit 2.5-1, Exit Lane.  
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A security checkpoint was located in the central rotunda event area prior to the development of 

Concourse A. The relocation of the checkpoint to Concourse A increased the walking distance for 

Concourse B passengers. It was determined in past studies that the existing central rotunda does not 

have sufficient width to support modern TSA equipment. 

Town of Islip administration offices and other support spaces are located on the upper level of the 

rotunda and a CBP General Aviation Facility (GAF) for General Aviation (GA) passengers is located on 

the ramp level. This GAF is not in an ideal location (and not properly sized per CBP standards) and 

should be relocated to eliminate mixed uses with commercial service operations. The rotunda building 

cannot meet the requirements for a FIS or GAF facility due to limited square footage and ceiling 

heights. Additionally, due to layout and limited usable space in the rotunda, it was difficult to comply 

with and meet CBP specifications. There are no other spaces within the existing terminal or concourse 

that can support an FIS/GAF.  

Other areas of the rotunda on the ramp level and upper level are vacant (shown in Exhibit 2.5-2, 

Vacant Spaces), including vacated concession spaces. Once Concourse A was constructed and the 

associated security area activated, most passengers bypassed the rotunda, eliminating the financial 

viability of concession spaces in the rotunda.  

The only passenger amenity located in the rotunda area are vending machines, shown in Exhibit 2.5-3, 

Rotunda Vending. Due to different floor elevations, the rotunda is also not well integrated into the 

existing concourse facilities, requiring vertical circulation via ramps and escalators to Concourse A and 

B. 

The rotunda is obsolete and no longer operates as a node of passenger activity due to the construction 

of Concourse A and the relocation of concessions activity and security checkpoint that originally 

operated in the central rotunda.  

Additionally, there are mechanical systems in the basement of the rotunda that require upgrades, as 

well as costly maintenance upgrades within the central rotunda area, including a roof replacement. The 

structural system and floor elevations also complicate the potential for a simplified expansion of 

Concourse B. The high costs of these improvements supported the decision to replace the rotunda 

being selected as the preferred approach. 

An additional constraint of the existing building is the lack of an inline baggage handling system (BHS) 

that would accommodate proper screening of baggage per TSA standards. Currently, each airline has 

screening equipment in the ticketing hall which obstructs the view to ticket counters and reduces the 

amount of available ticketing positions. Baggage is then carried to the back of house ï outbound area. 

Overall, the process is not efficient and not conducive to the Airportôs future growth. 

The lack of an inline BHS is a significant deficiency that limits the potential growth of aviation activity at 

ISP. An inline BHS is needed to increase capacity, improve safety, and more efficiently screen checked 

baggage. Without an inline BHS ISP may not be able to accommodate new carriers or increase 

passenger activity. Building a new inline BHS at the existing terminal would be costly and there is 

limited available space at the terminal processor.  
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EXHIBIT 2.5-1 EXIT LANE 

 

Source: Landrum & Brown, 2019 

EXHIBIT 2.5-2 VACANT SPACES  

 

Source: Landrum & Brown, 2019 
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EXHIBIT 2.5-3 ROTUNDA VENDING 

 

Source: Landrum & Brown, 2019 

2.6 Concourse B Space Deficiency Overview 

Concourse B, constructed in 1990, is an apron level, one story facility and is constructed from 

prefabricated trailers. It has been determined that this building is beyond its useful lifespan and does 

not provide an acceptable customer experience.  

The primary challenge with Concourse B is poor LOS due to insufficient holdroom and circulation 

space. The concourse also lacks passenger amenities, including concession spaces. Exhibit 2.6-1, 

Concourse Area Comparison shows on a per gate basis that Concourse B has significantly less 

space than Concourse A.  

The purpose of this comparison is to provide a reference point and to demonstrate the space deficiency 

of Concourse B. Concourse B has virtually no concession space other than vending, the holdrooms are 

40% smaller than Concourse A, and concourse circulation areas are over 68% smaller. 
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EXHIBIT 2.6-1 CONCOURSE AREA COMPARISON  

 

Source: Landrum & Brown, 2019 

The overall depth of the holdrooms and circulation corridor are less than half of Concourse A, as shown 

in Exhibit 2.6-2, Concourse Depth Comparison.  

The LOS issues on Concourse B is in part caused by airline up-gauging to larger aircraft, which are 

serving ISP. The larger Airbus A321 has a higher seating capacity than the aircraft that Concourse B 

was originally designed for. This causes sub-optimal LOS issues in Concourse B.  

During peak times, there are often two A321 aircraft simultaneously unloading the inbound arriving 

passengers, meanwhile the outbound departing passengers are dwelling in the Concourse B 

holdrooms. Concourse B has insufficient space to accommodate these passenger volumes during 

concurrent gate operations. 

In order to provide an optimal LOS, Concourse B would need to be replaced with modernized facilities 

that provide sufficient circulation and holdroom space, along with improved restrooms, concession 

spaces, and other terminal support functions.  

The new concourse would also require two levels, including international arrivals at the apron level and 

departures at the upper level, to resolve issues with jet bridge loading, aircraft compatibility, and 

accommodating commercial international arrivals.  

Exhibits 2.6-3 and 2.6-4 show existing holdroom and vending areas in Concourse B. To provide 

additional seating capacity, seats have been placed along the back wall, further reducing the effective 

concourse circulation width. Concourse B has vending as well as an abandoned ñpop-upò concession 

vendor.  
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EXHIBIT 2.6-2 CONCOURSE DEPTH COMPARISON 

 

Source: Landrum & Brown, 2019 

By comparison, Exhibits 2.6-5 and 2.6-6 show the larger holdrooms, circulation spaces, and 

concessions within Concourse A. Concourse A was constructed 14 years after Concourse B and was 

designed based on modern airport planning standards for narrowbody aircraft. Concourse A is nearing 

its end of useful life and there is no planned reinvestment in the building and the maintenance systems 

that routinely fail. There are also no adequate elevators in Concourses A or B, for when there is an 

escalator failure.  

Concourse A has ample circulation space that was designed for bi-directional passenger flow, the 

circulation area is also large enough to accommodate passenger queues and exit paths during the gate 

boarding and deplaning process. This ensures that the circulation areas are never obstructed. 

The high ceilings and visual sight lines improve passenger wayfinding through Concourse A. The open 

layout of Concourse A also provides visibility to gate number and other signage throughout the 

concourse, improving passenger LOS.  

The holdrooms in Concourse A have a minimum depth of 30 feet. These holdrooms were designed to 

accommodate larger narrowbody aircraft and ensure that there is sufficient space for both seating and 

standing passengers. The seats in Concourse A also provide outlets for charging electronic devices.  

Concourse A has a concession node that includes a sit-down restaurant, fast food, coffee, and news & 

gifts. While Concourse B passengers must pass through these concessions, none of these amenities 
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are in proximity to the Concourse B gates and therefore many Concourse B passengers likely do not 

stop, which reduces the potential revenue generation from the outlets.  

EXHIBIT 2.6-3 CONCOURSE B HOLDROOMS 

 

Source: Landrum & Brown, 2019 

EXHIBIT 2.6-4 CONCOURSE B VENDING 

 

Source: Landrum & Brown, 2019 
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EXHIBIT 2.6-5 CONCOURSE A HOLDROOMS 

 

Source: Landrum & Brown, 2019 

EXHIBIT 2.6-6 CONCOURSE A CONCESSIONS 

 

Source: Landrum & Brown, 2019 
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2.7 Terminal Site Constraints 

ISP has site constraints that limit the airports ability for long-term gate expansion, shown in Exhibit 2.7-

1, Site Constraints. On the west end of the terminal, the gate expansion constraint is the existing 

Modern Aviation Fixed-Base Operator (FBO) hangar and parking area. Therefore, extending the 

terminal further west would require the relocation of the FBO. Due to these site contract, replacing and 

extending Concourse B has limited ability to support long-term gate expansion.  

There is no centrally located TSA checkpoint that is convenient to all gates, which means that 

passengers using Concourse B have a longer walk. The checkpoint is located adjacent to the 

Concourse A gates. There is also a lack of a deicing technology at the terminal; as such, there is a 

need for deicing systems that are environmentally reliable and use state of the art technology.  

The east end constraint to gate expansion, which refers to an extension of Concourse A, is the existing 

Runway 33L Protection Zone (RPZ) and the Ground Transportation Center (GTC), shown in Exhibit 

2.7-2, GTC. L&B conducted a Part 77 analysis to identify the height limitations on the east end of site; 

this is shown on Exhibit 2.7-3, Part 77 Analysis. A line-of-sight analysis was not conducted as part of 

this study. 

This analysis showed that the existing terminal building obstructs the inner transitional and inner 

approach transitional surfaces in four areas and are mitigated by obstruction lights located on the 

building. The Part 77 analysis indicated that an eastern site development or gate expansion would 

increase the number of airspace obstructions.  

There are other site constraints that limit the replacement options of Concourse B. These include utility 

infrastructure, the rotunda, bag tug circulation paths, lack of an inline baggage handling system, and 

the existing Concourse B building itself. These constraints were considered as part of the alternatives 

development and evaluation process.  
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EXHIBIT 2.7-1 SITE CONSTRAINTS 

 

Source: Landrum & Brown, 2019 

EXHIBIT 2.7-2 GTC 

 

Source: Landrum & Brown, 2019 
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EXHIBIT 2.7-3 PART 77 ANALYSIS  

 

Source: Landrum & Brown, 2019 

Exhibit 2.7-4, North Terminal Site Assessment shows the opportunities and constraints at the north 

terminal site. Site constraints include the existing compost facility, existing LIRR parking (not on airport 

property, but required to connect the LIRR Ronkonkoma Station to a future terminal building), and 

runway and taxiway safety areas. The main site constraint is the compost facility, which will eventually 

require relocation. 

There are numerous site opportunities and advantages when moving to a north terminal development 

option, these include the following: 

¶ LIRR multimodal connection (only benefits passengers with access to LIRR) 

¶ Inline baggage connection 

¶ FIS/GAF facilities 

¶ State-of-the-art deicing and reclamation 

¶ Sustainability and environmental advantages due to reduced vehicle emissions with direct 

access to the Ronkonkoma Station (e.g., no shuttles required and ability to access the terminal 

directly from the station; reducing the need for vehicles). 
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EXHIBIT 2.7-4 NORTH TERMINAL SITE ASSESSMENT  

 

Source: Landrum & Brown, 2019 
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3 Aviation Activity Forecast 

3.1 Approach and Methodology 

This section of the study presents the updated forecasts of aviation activity at ISP. The forecast was 

primarily developed to update the most recent master plan enplaned passenger forecast from 2013 

(adopted into the 2017 Master Plan) for the specific purpose of evaluating West Concourse Terminal 

improvements projects and to be validated against the 2021 FAA Terminal Area Forecast (TAF), 

released in March 2022.  These forecasts present projected annual airport traffic activity levels, for 

2019 (estimated) through 2037 with a based year of 2018, which represents a 20-year forecast horizon. 

Due to the timing of this study, the impact of the COVID-19 pandemic, which significantly impacted air 

travel in 2020 and 2021, was not included. This forecast was initially completed in 2019 (before the 

pandemic began). By March 2022, ISP passenger traffic returned to pre-COVID activity levels with both 

scheduled seats and passenger enplanements exceeding those from March 2019 and January 2020.  

The purpose of the forecast has direct implications on the adequacy of the existing terminal and 

specifically, the west concourse area. The primary components developed and presented in this 

forecast include passenger enplanements and aircraft operations. Cargo tonnage was not included in 

the forecast for ISP as it is historically a minimal component of the Airportôs activity and this situation is 

not expected to change. For the purpose of providing a TAF comparison in this effort, aircraft 

operations (including General Aviation and Air Taxi) were also forecasted. The forecast includes a 

simple fleet mix for commercial passenger aircraft, but not general aviation since this segment of 

aviation activity was not the focus of the overall scope of work. Peak period forecast projections, 

necessary for the terminal facility assessment and requirements, is included and presented as part of 

this terminal planning study. This section also includes a brief overview of the demand drivers that were 

explored as part of the forecast development, such as socio-economic characteristics, historical 

aviation activity trends, evaluation of the catchment area, and potential for leakage from, or recapture 

of, lost traffic with respect to other New York City regional airports. General methodologies and 

assumptions considered and used in the forecast are also presented herein. 

Traffic levels at the time this forecast was being prepared were showing inconsistent trends. Passenger 

traffic in 2018 showed a sizable recovery after years of slowing demand, resulting in-part from the2007 

Great Recession, the world financial crisis of 2008-2009, and the subsequent drop experienced in 

2019. 

3.2 Current Activity Profile, Recent Forecast and General Assumptions 

In 2018, ISP reported 830,073 enplaned passengers and 132,524 total aircraft operations. Actual traffic 

compared to the 2013 Master Plan (MP) showed that in the base year of 2018, enplaned passengers 

were reported at 18.9% above the MP forecast and the 2018 actual total operations (both take offs and 

landings, or departures and arrivals) were 12.5% below the MP forecast, which was mainly due to 

larger aircraft being used for commercial passenger operations and decreased demand for general 

aviation (GA). Commercial passenger operations in 2018 were reported at 12.0% below the MP 
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forecast, with GA operations 13.9% below and air taxi (AT) operations 57.1% above the MP forecast. 

The average aircraft size in seats or ñgaugeò of commercial aircraft in 2018 was 151 seats, compared to 

the 123-seat average estimated in the MP forecast. In other words, the number of passengers 

increased while the number of operations decreased due to the use of larger aircraft.  

Before the surge in passengers at ISP in 2018, from 2008 through 2017, passenger traffic demand was 

decreasing at ISP, which may have been due in part to the lack of a strong enough air service 

development program with incentives to offset start up risk for new carriers. The introduction of Frontier 

Airlines and their larger narrowbody fleet in 2017 contributed significantly to the higher number of 

enplanements reported at ISP and a higher average aircraft gauge for 2018. Average load factor was 

also higher than projected in 2018 at 79.8% compared to the estimated 75%. In 2018, four airlines had 

scheduled service at ISP, the smallest of which was Elite Airways, which ended service again in early 

2019 and represented less than 1% of passenger traffic in 2018. The 2018 airlines passenger split is 

shown below, with 2018 air service markets displayed in Exhibit 3.2-1, ISP Air Service Markets 

(2018): 

¶ Southwest Airlines (WN)   63%     5 markets in 2018 - 2019 

¶ Frontier Airlines (F9)    33%  13 markets in 2018 (8 in 2019) 

¶ American Airlines (AA)     4%  1 market in 2018 - 2019 

¶ Elite Airways (7Q)   < 1% 

EXHIBIT 3.2-1 ISP AIR SERVICE MARKETS (2018)  

 

Note: Green lines show Frontier markets, Orange/Yellow lines = Southwest and Red line = American 

Source: gcmap.com image, by Landrum & Brown  
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The MP forecast incorporated a regression analysis in developing the base forecast for ISP enplaned 

passengers using an inverse economic Yield relationship. The MP forecast predicted that enplaned 

passenger traffic in a predominant leisure market would increase as average airfares and yields to 

airlines decreased or traffic would decrease if average yields increased. Historical trends supported this 

general association and the FAA domestic Yield forecast from the FAA Aerospace Forecasts was used 

to predict future levels of base enplaned passenger demand for this WCT focused forecast.  

With the continuing trend observed since the previous MP the same general methodology was applied 

to update the enplaned passenger forecast for the WCT study.  In addition to the passenger forecast 

methodology the following assumptions and conditions were observed and incorporated into the 2018 

forecast update: 

- Leakage/Recapture potential may exist 

- High case assumed óNewô entrant (Frontier came, early) 

- Economic growth factors still positive 

- (Gross Regional Product, Employment, Population, Personal Income) 

- Resilience of the industry 

- Growth in Air Taxi segment 

- ISP is primarily an O&D domestic market 

- ISP is a Low-Cost airport compared to NYC airports 

Additionally, the following revised assumptions were made or incorporated into the forecast 

development process: 

- 2018 surge wasnôt predicted, but yields were still in line with trends 

- 2019 slow down should recover to 2018 levels in 2020        

- Aircraft Gauge increases will stabilize (Frontier effect normalized) 

- Average Load Factor can increase (was fixed in previous MP) 

- GA segment decline wasnôt predicted, but can recover (FAA growth applied) 

 

3.2.1 Historical Traffic 

Total passenger traffic in 2018 at ISP yielded 830,076 enplaned passengers, 13,311 commercial 

passenger operations, and 132,524 total aircraft operations. Passengers reached an historical high at 

ISP in 2007 with nearly 1.2 million enplaned passengers, which was almost the same in 2000 before 

the impact of 9/11 was felt at the Airport.  From 2007 to 2012 enplaned passenger levels dropped 

roughly 46.2% to 678,848 with the impact of the economic recession and the rising cost of fuel, before 

slowing down and eventually showing signs of recovery in 2017.   
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3.2.1.1 Enplaned Passengers 

Enplaned passenger traffic at the airport has been impacted over a longer history with varying trends 

showing the effects of economic changes, industry shocks, and air service changes. Since 1985, there 

have been three periods of rising and falling passenger demand at ISP with the growth in 2018 being 

the fourth recent period change. A major factor to understand in the passenger traffic trend is the 

impact of Southwest Airlines at ISP and LGA. Aggressive marketing has shifted many Southwest 

passengers to LGA from ISP where the share of passengers has decreased from 100% in 2008 down 

to 25% in 2019. Currently, ISP is aggressively marketing to recapture some of that passenger shift. 

Exhibit 3.2-2, ISP Enplaned Passengers History (1985-2018) presents the historical trend in 

passenger traffic at ISP with the predicted enplaned passenger forecast levels from 2013 to 2018 for 

comparison of the 2013 MP forecast and 2012 TAF to actual traffic. 

EXHIBIT 3.2-2 ISP ENPLANED PASSENGERS HISTORY (1985 ï 2018) 

 

Source: ISP airport data, with Landrum & Brown analysis 

Note: WN is the abbreviated code for Southwest Airlines 

The TAF is represented on a fiscal year basis, compared to the calendar years of the MP forecast and 

historical data, which is evident in the slight variance in 2012. The two forecasts show similar modest 

growth projections through 2018, but neither fully anticipated the jump in traffic observed in 2018.  

In order to understand the developments which led up to the traffic surge in 2018, Exhibit 3.2-3, ISP 

Forecast Tracking and Air Service Changes illustrates the key changes in air service at the Airport 

that ultimately led to Frontier Airlines adding service in 2017 and expanding service in 2018. Demand 

for additional service offerings at ISP appears evident from the three airlines that started service from 

2014 to 2017. The true amount of unmet demand may not have been accurately predicted by Frontier 

Airlines as the surge in 2018 was followed by what may have been more reasonable levels of service 

started in 2019 with a reduced schedule of fewer markets and seats.  
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Recent strategic marketing efforts at ISP have shown some success in de-risking the launching of new 

service or adding new markets. New service from Frontier and new market service to Nashville (BNA) 

by Southwest are examples of opportunities at ISP to compete more with LGA and JFK. Breeze 

Airways added service to Charleston, SC and Norfolk, VA on February 2022. 

EXHIBIT 3.2-3 ISP FORECAST TRACKING AND AIR SERVICE CHANGES  

 

Source: ISP airport data, with Landrum & Brown analysis 

Note: WN is the abbreviated code for Southwest Airlines 

3.2.1.2 Operations 

Historical aircraft operations at ISP were on a decreasing trend from 2000 to 2013, due partly to a shift 

in Southwest Airlines operations to LGA, up-gauging of commercial aircraft, and reduced commercial 

passenger traffic; but the majority of the decrease in aircraft operations was due to a drop in General 

Aviation demand.  Exhibit 3.2-4, ISP Aircraft Operations History (2000-2018) shows the trends in 

aircraft operations segments since 2000, with detailed figures in Table 3.2-1, ISP Aircraft Operations 

History by Segment (2000-2018). 
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EXHIBIT 3.2-4 ISP AIRCRAFT OPERATIONS HISTORY (2000 -2018) 

 

Source: ISP airport data, with Landrum & Brown analysis 
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TABLE  3.2-1 ISP AIRCRAFT OPERATIONS HISTORY BY SEGMENT (2000-2018) 

Year Pax Cargo  
Air 

Taxi  
GA Military  Total  

CY2000 40,411 522 840 192,383 4,083 238,239 

2001 39,799 520 958 181,415 3,899 226,591 

2002 33,640 140 4,616 176,096 3,561 218,053 

2003 31,011 0 5,796 141,551 3,155 181,513 

2004 30,953 0 2,717 139,823 2,705 176,198 

2005 33,016 285 2,921 134,451 2,462 173,135 

2006 29,792 300 4,662 151,744 2,892 189,390 

2007 28,944 274 3,844 149,181 2,517 184,760 

2008 24,050 132 3,123 149,037 2,888 179,230 

2009 20,232 2 2,711 135,052 1,739 159,736 

2010 18,266 19 2,999 128,229 2,720 152,233 

2011 17,594 5 2,229 112,994 2,443 135,265 

2012 16,084 3 2,531 126,241 3,334 148,193 

2013 14,663 3 4,140 86,471 1,661 106,938 

2014 13,511 14 4,033 97,584 1,392 116,534 

2015 11,266 3 4,842 95,818 1,872 113,801 

2016 11,452 12 5,398 105,292 2,000 124,154 

2017 11,805 8 5,348 107,881 2,187 127,229 

2018 13,311 10 5,240 111,648 2,315 132,524 

Sources: ISP airport data; U.S. DOT T100 data with L&B analysis 

After the 9/11 terrorist attacks shocked the aviation industry from a safety and security perspective, the 

rising cost of fuel after 2003 and the Great Recession of 2008/2009 GA traffic demand was reduced to 

a new baseline that started to show signs of new natural growth after 2013. GA aircraft operations 

made up the largest share of operations at ISP with 84.2% of the 132,524 operations in 2018. 

Commercial passenger operations represent the second largest segment with 10% followed by the Air 

Taxi and Military segments at 4% and 2% respectively. There are no scheduled cargo operations at 

ISP, but there is a very small amount of charter cargo activity.  

Exhibit 3.2-5, ISP Shares of Aircraft Operations by Segment compares the changes in aircraft 

segments from 2000 to 2018. 
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EXHIBIT 3.2-5 ISP SHARES OF AIRCRAFT OPERATIONS BY SEGMENT  

 

Source: ISP airport data, with Landrum & Brown analysis 

3.3 Air Service Development 

Near-term scheduled activity showed a decrease of 6.7% for 2019 total scheduled seats, with an 

estimated increase of 12.6% in scheduled seats for the 2020 (the last three months of 2020 were 

estimated from previous seasonal trends and the 2020 trend from January to September). In recent 

years since 2016 scheduled seats have experiences some notable changes; +13.5% in 2017 and 

+27.3% in 2018 before the -6.7% in 2019 and the estimated+12.6% change for 2020, for an overall 

estimated increase of 48.5% from 2016 through 2020.  The general shares of scheduled seats at ISP 

have remained similar since Frontier started service at ISP in 2017 with Southwest offering the most 

seats followed by Frontier and American offering the fewest seats with only service to Philadelphia 

(PHL). With the expansion of óLow Costô and óUltra Low Costô carriers across the industry, the leisure 

and O&D demand from ISP seems fitting for the entry of a new carrier to the Airport. While it is known 

that ISP is competing for additional service from existing carriers, the Airport is also actively engaged in 

recruiting new carriers and is already under consideration. Breeze Airways began new service in 

February 2022 from ISP. 

Exhibit 3.3-1, ISP Scheduled Monthly Departing Seats (2016-2020) show the monthly and seasonal 

trends at ISP from 2016 to 2020. Exhibit 3.3-2 ISP Destination Markets, shows the increased number 

of markets served from ISP with the entry of Frontier Airlines and markets increasing from six to 14 

through 2018 before settling in at nine by mid-2019. Historically, increases or decreases in enplaned 

passenger activity will either precede or be followed by an increase or decrease in scheduled seats by 

the airlines as they are proactive or reactive to shifts in passenger demand. In markets like ISP with a 

fairly consistent fleet mix the increase in enplanements will result in similar changes in the number of 

scheduled annual departures or total annual operations. 
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EXHIBIT 3.3-1 ISP SCHEDULED MONTHLY DEPARTING SEATS (2016 -2020) 

 

Source: Diio Mi schedule data, with Landrum & Brown analysis 

EXHIBIT 3.3-2 ISP SCHEDULED MONTHLY DEPARTING SEATS (2016 -2020) 

 

Source: Diio Mi schedule data, with Landrum & Brown analysis 
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3.3.1 Catchment Area 

The area providing the population base for aviation demand at the Airport is commonly referred to as 

the catchment area. Some airports are in close proximity to other competition airports and thus may 

share catchment areas or have overlapping regions within the broader catchment area. ISP has 

Nassau and Suffolk counties on Long Island in New York as its primary passenger base. Long Island is 

part of the New York City Metropolitan Statistical Area (MSA) which had an estimated 19.5 million 

residents in 2019. Nassau and Suffolk counties had approximately 2.7 million residents of the total. The 

main focus of the catchment area concern is for commercial passenger demand but can also be 

relative for cargo demand and GA demand. ISP has direct competition for passenger services with JFK 

primarily as well as LGA and also has competition for GA demand with Republic Airport less than 20 

miles west of the Airport.  

The 2013 MP forecast incorporated a study of the airport catchment area that observed the airport 

choice and preference for commercial passengers of JFK, LGA and ISP. It was determined that ISP 

captures only a small share of the óSwingô area between JFK/LGA and ISP and about one third of the 

traffic in the óTrade Areaô which is the remaining portion of Long Island to the east. An updated study 

was performed by AilevonPacific Aviation Consulting in 2016 which confirmed the findings of the 2013 

study.  

Exhibit 3.3-3, ISP Catchment Area Map shows the ISP Swing and ISP Trade areas designated in the 

AilevonPacific study. When nonstop flights are offered, ISP was retaining about 87% of traffic in the 

Trade area and 37% in the Swing area according to the 2016 survey. The survey found that ISP 

captured only 7% of Swing area and 35% of trade area demand due to the strong air service offerings 

and frequencies at JFK and LGA. In the 2018 base year it is estimated that the ISP capture rate of the 

Swing area would likely have remained near 7%, but the capture rate of the Trade area may have 

increased to about 42% with the new service from Frontier and the larger focus on low cost domestic 

market options in the ISP Trade area. 

In considering specifically the New York Metro area O&D passengers1, ISP was capturing about 4.1% 

of the market in 2001 and 3.8% in 2007, whereas today ISP captures an estimated 2.2%. There 

appears to be reasonable opportunity for both existing and new carriers to gain a greater share of traffic 

in the New York Metro area. 

 
1 U.S. DOT DB1B data- New York Metro area includes ISP, LGA, JFK, EWR, HPN and SWF airports. 
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EXHIBIT 3.3-3 ISP CATCHMENT AREA MAP  

 

Source: AilevonPacific Aviation Consulting image 
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The Long Island Railroad runs throughout Long Island, connecting much of Long Island to New York 

City where its two large hub airports are a very relevant factor for passengers choosing alternate 

airports to ISP.  The greatest levels of air service offerings are typically located closer to the population 

centers, which correlates to the majority of the population base living near New York City and the west 

end of Long Island.  See Exhibit 3.3-4, Local Population Density Map.  

It was also proposed that new market potential exists but would require more carrier and local 

community commitment due to the proximity to JFK and LGA.  

Some key findings from the Catchment area study suggest the following: 

ï ISP remains the Low-Fare Airport for the NYC Region 

ï South Florida is the main destination  

ï Some previous markets could be re-started (with the right fare) 

ï Average fares at ISP have increased reducing the benefit to ultra-low-cost carriers (ULCCs) 

ï Although domestic growth is more likely, international opportunities may exist for ISP as a niche 

market to Europe 

ï Passengers prefer more non-stop options and greater frequency in general with comparable 

fares 

  

EXHIBIT 3.3-4 LOCAL POPULATION DENSITY MAP  

 

Source: Landrum & Brown analysis 
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3.4 2019 Passenger Forecast Update 

3.4.1 Methodology and Assumptions 

This section presents the forecast of passenger demand at ISP. The passenger forecast is a critical 

demand element and was prepared as an enplaned passenger forecast. Total passenger traffic  

represents the sum of passengers enplaning and deplaning commercial passenger aircraft at the 

Airport.  For this forecast update, the enplaned passenger forecast was updated with a similar 

approach using an econometric regression correlating ISP Revenue Yield to ISP Enplanements to 

account for the past declines in demand.  

Passenger traffic at ISP is almost entirely origin and destination (O&D) with a minimal number of 

passengers that connect from one flight to another through ISP and do not begin or end their trip at the 

Airport.  The level of originating passengers reflects the attractiveness of the region as a place to live, a 

place to visit, and as a place to work and conduct business. A reasonable forecast of originating 

passengers is critical in order to estimate future demands for terminal facilities such as ticketing, baggage 

claim, automobile parking, and access roadways.  The associated number of passenger aircraft 

operations is also derived from the passenger forecast and are used as inputs to evaluate airfield and 

apron requirements.  

 

With the assumption that ISP is an O&D airport, the prepared forecast update will just look at enplaned 

passengers in general and not presume that there is a measurable amount of connecting passengers to 

further estimate. Furthermore, ISP is considered a domestic airport and does not currently have 

international arrival facilities. Some international activity to Canada or the Caribbean may be considered 

reasonable with the growth in the service offerings from low-cost and ultra-low-cost carriers, but it was 

assumed that during the forecast period, new initial international markets (if any) would likely be to 

precleared destinations. 

 

In the previous master plan, the historical relationships between passenger traffic and socioeconomic 

conditions showed a lack of correlation between directional trends in socioeconomic variables and 

enplaned passenger levels at the Airport. Essentially, historical growth in the local economy should have 

predicted similar patterns in passenger demand but the historical datasets did not show correlations for 

typical socioeconomic data variables.  However, there was a reasonable correlation between enplaned 

passengers and airline yields (profit per seat per mile) based on airfares and operating costs.  

 

The initial intent of this forecasting effort in support of the terminal planning study was to update the 

previous forecast methodology, if still valid. Exhibit 3.4-1, Regional Socioeconomic Trends (Nassau 

and Suffolk Counties) shows the indexed historical trends for socioeconomic conditions in the base 

catchment area region of Nassau County and Suffolk County, New York. As was evident in the previous 

master plan, there still exists a valid correlation between enplaned passengers at ISP and airline Yields.  

 



Terminal Planning Study Long Island MacArthur Airport 

August 2022 

 | 43 

EXHIBIT 3.4-1 REGIONAL SOCIOECONOMIC TRENDS (NASSAU AND SUFFOLK COUNTIES)  

 

Sources: ISP airport data; Woods and Poole CEDDS data, with Landrum & Brown analysis 

The proposed relationship is an inverse where, as yield goes up (revenue per passenger mile flown), 

demand decreases, and vice versa. The typical socioeconomic variables representative of a growing 

economy or community (population, gross regional product or GRP, employment, personal income, and 

per capita personal income or PCPI) all exhibited positive growth trends and were more consistent 

directionally, whereas enplaned passenger levels were decreasing from 2007 to 2016 during these 

years of economic growth. 

3.4.2 Annual Passenger Forecast 

The base enplaned passengers forecast is derived from an econometric regression that exhibits a 

reasonably strong statistical correlation with an inverse relationship between enplaned passengers and 

ISP Revenue Yield (const. 2018USD).  Historical data from 2000 to 2018 was used in the regression 

analysis, with forecasted Yields estimated from domestic yield growth in the FAA Aerospace Forecasts 

Fiscal Years 2019-2039, Table 16. Table 3.4-1 Enplaned Passengers Forecast ï Regression Inputs 

shows the historical inputs of enplaned passengers at ISP and average passenger yield at ISP for the 

historical years of 2000 to 2018 and the forecasted yield inputs through 2037. 
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TABLE  3.4-1 ENPLANED PASSENGERS FORECAST ï REGRESSION INPUTS 

Calendar 

Year 
Enplaned ISP Passengers  Constant Yield  (cents Revenue per passenger mile)  

2000                1,108,640             10.14  

2001                   999,170             10.41  

2002                   946,640             10.25  

2003                   930,690               9.65  

2004                   978,460               9.52  

2005                1,051,480               9.49  

2006                1,135,300               9.47  

2007                1,159,930               9.43  

2008                1,040,860             11.44  

2009                   924,490             11.06  

2010                   850,600             12.20  

2011                   793,578             13.46  

2012                   678,848             14.49  

2013                   670,399             14.17  

2014                   652,055             14.21  

2015                   610,532             14.25  

2016                   606,491             14.01  

2017                   657,659             12.88  

2018                   830,076             10.97  

2019F             10.77  

2022F             10.55  

2027F             10.30  

2032F             10.06  

2037F               9.76  

Sources: ISP airport data; FAA 2019 Aerospace Forecast data and Diio Mi data with Landrum & Brown analysis 

Note:  Constant yield in 2018USD 
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The regression analysis provided an adjusted R square value of 0.82 and showed statistical 

significance with absolute t Stat values greater than 2.0 and P-values less than 0.05.  Table 3.4-2, 

Enplaned Passengers Forecast ï Regression Inputs provides the resulting statistics from the 

regression analysis and Exhibit 3.4-2, ISP Yield Regression Validation is provided to show the 

reasonableness of the regression result in comparing the actual historical enplaned passenger levels to 

the predicted value based on the theoretical regression equation of: 

╘╢╟ ▄▪▬■╪▪▄▀ ▬╪▼▼▄▪▌▄►▼ȟ ȟ Ȣ ȟ Ȣ  ● ╨╘╔╛╓ 

TABLE  3.4-2 ENPLANED PASSENGERS FORECAST ï REGRESSION INPUTS 

 

Source: ISP airport data, with Landrum & Brown analysis 

EXHIBIT 3.4-2 ISP YIELD REGRESSION VALIDATION  

 

Source: ISP airport data, with Landrum & Brown analysis 

 

 

 

 

Multiple R 0.91065

R Square 0.82928 Coefficients Standard Error t Stat P-value

Adjusted R Square 0.81924 Intercept 1896123.658 113830.058716.65749521 5.8049E-12

Standard Error 79385.8 ISP Yield -87582.1091 9637.914132 -9.08724729 6.17745E-08

Observations 19

Regression Statistics
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The predicted values of enplaned passengers from the regression equation was not used directly to 

estimate the enplaned passenger forecast, but the year over year growth rates or annual changes from 

the regression model were applied to the 2020 estimated value and then to each new annual estimate 

there after to develop the annual enplaned passenger forecast for ISP. 

The resulting base forecast projects traffic to increase from 830,076 total enplaned passengers to 

nearly 946,000 enplaned passengers for ISP in 2037 with an average annual growth rate (AGR) of 

0.7% per annum.  The forecast incorporated 2019 and 2020 near-term estimates which indicates a 

reduction in demand for 2019 before a projected recovery in 2020. As the forecast was initially 

developed before the COVID-19 pandemic, the 2019 decrease and the 2020 recovery estimates were 

based on the changes in scheduled seats established by the main carriers at the Airport.  

Exhibit 3.4-3, ISP Base Enplaned Passenger Forecast presents the forecast projections for ISP 

through the forecast period to 2037. From the decreased demand level in 2019, the forecast projects 

growth of 1.1% AGR in the base case through 2037. The base case passenger forecast is a statistical 

econometric forecast and does not include possible external factor benefits such as a new multi-modal 

connection point like the impact at JFK with the introduction of the AirTrain. 

EXHIBIT 3.4-3 ISP BASE ENPLANED PASSENGER FORECAST  

 

Source: ISP airport data, with Landrum & Brown analysis 

Note:  2019 and 2020 years are near term estimates. 

The base forecast of enplaned passengers presumes that the mix of passengers on commuter aircraft 

versus air carrier narrowbody aircraft at ISP will remain nearly constant with a small shift to more 
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narrowbody aircraft during the forecast.  Commuter passengers share is projected to be approximately 

4.6% during the forecast with 95.4% of passengers on air carrier aircraft. 

In June 2022, American Airlines announced a withdrawal at ISP. Discussions with the Airport suggest it 

is a temporary reduction in service due to Pandemic related system shortages and not demand related. 

The impact to the forecast of passengers is not expected to be significant and is expected to recover. 

Operations will like shift from small regional jets to large regional jets or narrowbody jet service due 

current system shortages and the higher fuel costs which were not present or predicted at the time of 

this forecast. 

3.5 Operations Forecast 

This section presents the development of the commercial passenger, air cargo, non-commercial air 

taxi, general aviation, and military aircraft operations forecasts at ISP. The key focus of this forecast 

update was on the commercial passenger demand that would impact the airport terminals, specifically 

the West Concourse. The development of the passenger operations forecast is presented with more 

detail in this section with general discussions of the simple forecast approaches for the non-commercial 

operations segments at the Airport. 

3.5.1 Methodology and Assumptions 

Commercial Passenger Operations are derived from the enplaned passengers forecast which is 

doubled to account for total passenger and total operations traffic (take offs and landings). The number 

of commercial passenger operations at an airport is calculated from three factors: total passengers, 

average load factor (percent of seats occupied) and the average aircraft size or gauge (number of 

seats). The equation of how this is calculated is shown: 

 

╒▫□□▄►╬░╪■ ╟╪▼▼▄▪▌▄► ╞▬▄►╪◄░▫▪▼
ἢἷἼἩἴ ἜἩἻἻἭἶἯἭἺἻ

ἋἾἭἺἩἯἭ ἘἷἩἬ ἐἩἫἼἷἺ Ϸ  ὀ ἋἾἭἺἩἯἭ ἋἱἺἫἺἩἮἼ ἡἱὂἭ ἡἭἩἼἻ
 

 
 

This relationship permits all reasonable combinations of load factors and average aircraft size given 

number of passengers. In order to develop reasonable load factor and aircraft gauge assumptions, 

commercial passenger operations were segmented into air carrier and commuter.  For ISP, the air 

carrier segment includes all large narrowbody aircraft such as the B737 series operated by Southwest 

Airlines and the Airbus A320 series operated by Frontier Airlines. No widebody aircraft are anticipated 

to have scheduled operations at ISP during the forecast period. Although international services from 

ISP were not directly projected in this forecast, likely future considerations were assumed to be to 

markets in Canada or the Caribbean where narrowbody aircraft are common and sufficient. Commuter 

activity is expected to occur on small or large regional jets operated for American Airlines. Historically 

the commuter activity has been on small regional jets (Embraer 145, 50 seats). The future of these 

small regional jets is uncertain and their removal and replacement with next generation regional jets 

has been a topic of discussion for a number of years. At the time of this forecast American Airlines did 

not have a retirement plan in place and thus they are projected to be the future feeder aircraft during 

the forecast or a similar sized replacement when developed within the industry.  
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Various sources of data were used to develop the historical passenger operations, load factor, and 

aircraft gauge data. Diio Mi schedule data; FAA, ATADS and U.S. Department of Transportation (U.S. 

DOT), Schedule T-100 data was used to develop total departures and seats for each segment. Average 

Seats per Departure (ASPD) for each of the major group of passenger activity was calculated from total 

departures and total departing seats. Aircraft load factors were calculated for each group of passenger 

operations by dividing total enplaned passengers by total departing seats. To calculate total operations, 

the total number of departures was multiplied by a factor of two. 

Air Taxi Operations were forecast with a similar approach applied in the 2013 MP forecast with 

adoption of the projected growth rates from the 2019 FAA Aerospace Forecast. The turbojet 20-year 

growth rate of 2.2% was assumed to be the most reasonable comparison segment that was forecasted 

to show modest growth in the 2019 FAA Aerospace Forecast.  This segment follows projected growth 

in the business jet market which has been the most consistent growth segment of non-commercial 

activity since the long decline in civil aviation demand around 2000. 

General Aviation Operations were also forecast with the application of the same market share 

approach as 2013 MP with updated 2019 FAA Aerospace Forecast GA operations projections. Total 

GA operations in the TAF for all U.S. airports was used as the total demand source and a constant 

share of U.S. demand of 0.42% was assumed (based on a historical average over the last eight years 

and nearly the same share for the last three years). Segment splits between Itinerant and Local were 

not developed as they were not included in the focus of the project scope.  

Cargo and Military Operations forecasts  were each updated to represent status quo óno growthô 

forecast  with the assumption of constant future activity levels based on 2018 activity.  For Military 

operations that are not well rooted in any socioeconomic or measurable indicators the last reported 

year of activity is generally kept as the constant forecast level moving forward and is the commonly 

accepted method of the FAA.  This is not typically the approach with cargo freighter operations, but in 

the case of ISP with just 10 reported cargo operations in 2018 and an average of eight annual 

operations over the last 10 years, the lack of scheduled cargo service makes a solid point that a 

forecast is not necessary and thus a constant level of operations based on 2018 activity was applied. 

3.5.2 Annual Operations Forecast 

3.5.2.1 Commercial Passenger Operations 

Total commercial passenger operations were derived from the enplaned passengers forecast. To 

estimate the total commercial passenger operations (arrivals and departures) enplaned passenger 

levels were doubled to arrive at total passengers which is essentially 2x the enplaned passengers. The 

total passengers forecast was divided by the average passengers per operation which is the average 

aircraft size in seats each year during the forecast period multiplied by the estimated load factor. During 

the forecast periods the average gauge was projected to increase slightly from 154 seats in 2018 to 

158 seats by 2037 with a similar fleet mix.  Load Factors were projected to increase from 80% to 83% 

during the forecast period. Total commercial passenger operations are forecast to increase from 13,311 

operations in 2018 to 14,430 by 2037, representing 0.4% AGR (0.5% AGR from 2019-2037). 
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The fleet mix for ISP assumes a modest shift to more usage of Boeing 737-800 and Boeing 737 Max 8 

aircraft by Southwest, more Frontier flights on Airbus A321 aircraft with American still operating feeder 

service with a small RJ 50 seat aircraft. Table 3.5-1, ISP Commercial Passenger Fleet Mix Forecast 

presents the summary of the projected fleet mix at ISP with small changes in the overall passenger 

fleet. The air carrier segment represents approximately 86% of passenger operations on narrowbody 

aircraft with 14% in the commuter segment using small regional jets. Exhibit 3.5-1 ISP Base 

Commercial Passenger Operations Forecast presents the overall forecast graphically. 

TABLE  3.5-1 ISP COMMERCIAL PASSENGER FLEET MIX FOREC AST 

Aircraft 

Group  
Aircraft Type  Seats  2018 2019 2022 2027 2032 2037 

Air 

Carrier 

Airbus A319 150 64 - - - - - 

Airbus A320 180  1,388   545   1,330   1,300   1,270   1,240  

Airbus A321 230  1,685   2,319   2,620   2,730   2,840   2,960  

Boeing 727-200 149  10   -     -     -     -     -    

Boeing 737-700 143  5,721   5,277   5,430   5,290   5,090   4,810  

Boeing 737-800 175  2,485   2,521   2,590   2,630   2,670   2,710  

Boeing B737 Max8 175  82   98   150   240   380   620  

 Sub Total   11,435   10,760   12,120   12,190   12,250   12,340  

Commuter 

CRJ-200 50 13  -     -     -     -     -    

CRJ-700 65 9  -     -     -     -     -    

Embraer-145 50 1,854  1,712   1,930   1,980   2,030   2,090  

 Sub Total  1,876  1,712   1,930   1,980   2,030   2,090  

 Total  13,311  12,472   14,050   14,170   14,280   14,430  

Source: ISP airport data, with Landrum & Brown analysis 
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EXHIBIT 3.5-1 ISP BASE COMMERCIAL PASSENGER OPERATIONS FORECAST  

 

Source: ISP airport data, with Landrum & Brown analysis 

Note:  2019 and 2020 years are near term estimates. 

3.5.2.2 Non-Passenger Operations and Total Operations Summary 

Air Taxi Operations at ISP since 2012 had experienced an AGR of 12.9% but the most recent three 

years showed little change. Operations were forecast with application of the 2019 FAA Aerospace 

Forecastôs 20-year average turbojet growth of 2.2% AGR to the 2018 baseline activity level. This 

general average growth estimates air taxi operations at ISP to increase from 5,240 in 2018 to 7,920 in 

2037.  

General Aviation Operations at ISP had been showing decreased demand until 2013. Since 2013 GA 

operations have rebounded and have increased at about 5.2% AGR. GA Operations were forecast with 

the assumed constant market share of 0.42% of total U.S. GA operations forecast by the FAA. GA 

operations are estimated to increase from 111,648 in 2018 to 119,130 operations in 2037 for a small 

0.3% AGR. 

Cargo and Military Operations Forecasts (as discussed in the methodology section) are assumed to 

maintain a óstatus quoô activity level and are not forecasted to show growth during the forecast period. 

The constant future activity levels based on 2018 activity estimate a constant 10 Cargo operations and 

2,320 Military operations each year. 
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TABLE  3.5-2 ISP TOTAL OPERATIONS FORECAST SUMMARY  

Calendar 

Year 

Commercial 

Passenger 
Cargo Air Taxi 

General  

Aviation 
Military Total 

Historical       

2012 16,084  3   2,531   126,241   3,334   148,193  

2013 14,663  3   4,140   86,471   1,661   106,938  

2014 13,511  14   4,033   97,584   1,392   116,534  

2015 11,266  3   4,842   95,818   1,872   113,801  

2016 11,452  12   5,398   105,292   2,000   124,154  

2017 11,805  8   5,348   107,881   2,187   127,229  

2018 13,311  10   5,240   111,648   2,315   132,524  

Forecast       

2022 14,050  10   5,720   113,920   2,320   136,010  

2027 14,170  10   6,370   115,600   2,320   138,470  

2032 14,280  10   7,110   117,340   2,320   141,050  

2037 14,430  10   7,920   119,130   2,320   143,810  

AGR  

2018-2037 
0.4% 0.0% 2.2% 0.3% 0.0% 0.4% 

Source: ISP airport data, with Landrum & Brown analysis 

The cumulative total of all aircraft operations at ISP (passenger and non-passenger) are forecast to 

increase from 132,524 in 2018 to 143,810 by 2037 representing 0.4% AGR. Table 3.5-2, ISP Total 

Operations Forecast Summary Forecast shows the summary of the projected operations at ISP by 

traffic segment through 2037 at five-year horizons. 

3.6 Peak Period Forecast 

Traffic demand patterns imposed upon an airport are subject to seasonal, monthly, daily, and hourly 

variations. These variations result in peak periods when the greatest amount of demand is placed upon 

facilities required to accommodate passenger and aircraft movements. Peaking characteristics are 

critical in the assessment of existing facilities to determine their ability to accommodate forecast 

increases in passenger and operational activity throughout the study period. The objective of 

developing peak period forecasts is to provide a design level that sizes facilities so they are neither 

underutilized nor overcrowded too often. The focus of this study was on passenger functions and 

therefore non-passenger peak period demand was not analyzed or forecast in this report. 
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In order to evaluate the peaking patterns at an airport, annual enplanements and commercial 

passenger operations forecasts are converted to monthly, daily, and hourly equivalents.  At ISP, the 

design day approximates activity levels that occur on a typical day in the peak month. 

Scheduled seat activity data was used with review of previous analysis in the previous master plan. A 

small increase in projected Design Day and Peak Hour passenger levels is anticipated after 2020 in line 

with the increase in the overall passenger forecast.  Part of the small increase in peak hour demand is 

due to some use of larger aircraft and higher load factors during market maturation. 

A review of a typical day in the peak months at ISP provided insight into the passenger operations 

profile for development of the design day and peak hour forecast. The peak month at ISP is generally in 

December for seasonal leisure travel, with the design day being an average weekday.   Exhibit 3.6-1 

ISP Example of Typical Flight Schedule (2018/2019) shows the common daily distribution of flights at 

ISP by the three operating carriers (Southwest, Frontier and American). The profile shows the limited 

demand during the mid-day with the peak demand for gates and holdrooms occurring during the 

morning departure rush and for overnight parking. 

EXHIBIT 3.6-1 ISP EXAMPLE OF TYPICAL FLIGHT SCHEDULE (2018/2019)  

 

Source: Diio mi scheduled data, with Landrum & Brown analysis 

Table 3.6-1, ISP Peak Period Enplaned Passenger Forecast presents peak passenger demand 

levels and the peak month, design day, and peak hour ratios used to develop the peak period 

enplanement forecasts for ISP. Peak period forecasts are shown in five-year horizons during the 

forecast period through 2037 beginning with 2022 as the first horizon year.  

Table 3.6-2  ISP Peak Period Commercial Passenger Operations Forecast presents the peak 

month, design day, and peak hour ratios used to develop the peak period passenger operations 

forecasts at ISP.   

Peak hour enplaned passengers at ISP are forecast to increase from 582 in 2018 to 784 peak hour 

enplaned passengers in 2037 for a raw increase of 34.7% during the forecast. Comparable is the 

40.0% raw increase in Peak hour commercial passenger operations at ISP, which are forecast to 

increase from five in 2018 to seven peak hour passenger operations in 2037. 
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TABLE  3.6-1 ISP PEAK PERIOD ENPLANED PASSENGERS FORECAST  

Total Enplanements  2018 2019 2022 2027 2032 2037 

Annual  830,076 774,400 882,900 902,700 921,800 946,000 

        Peak Month Percent of Annual 9.6% 10.2% 10.2% 10.2% 10.2% 10.2% 

Peak Month 80,004 78,989 90,056 92,075 94,024 96,492 

        Design Day Percent of Peak Month 3.4% 3.4% 3.5% 3.5% 3.5% 3.5% 

Design Day 2,723 2,689 3,152 3,223 3,291 3,377 

        Peak Hour Percent of Design Day 21.4% 16.5% 23.5% 23.5% 23.4% 23.2% 

Peak Hour 582 442 741 757 770 784 

Source: ISP airport data, with Landrum & Brown analysis 

TABLE  3.6-2 ISP PEAK PERIOD PASSENGER OPERATIONS FORECAST  

Commercial Passenger Operations  2018 2019 2022 2027 2032 2037 

Annual  13,311 12,472 14,050 14,170 14,280 14,430 

        Peak Month Percent of Annual 10.0% 10.2% 10.1% 10.1% 10.1% 10.1% 

Peak Month 1,330 1,272 1,419 1,431 1,442 1,457 

        Design Day Percent of Peak Month 3.2% 3.4% 3.5% 3.5% 3.5% 3.5% 

Design Day 43 43 50 50 51 51 

        Peak Hour Percent of Design Day 11.6% 12.7% 13.0% 13.0% 13.0% 13.0% 

Peak Hour 5 5 6 7 7 7 

Source: ISP airport data, with Landrum & Brown analysis 

3.7 Base Forecast Summary 

The base case enplaned passenger forecast update for ISP prepared for this WCT study as an update 

to the 2013 MP forecast projects long-term enplaned passenger growth of 0.7% AGR for ISP from 2018 

to 2037, reaching nearly 946,000 total enplaned passengers in 2037. The overall airline mix is 

projected to remain similar with 86% air carrier/narrowbody jet operations and 14% commuter/regional 

jet operations2. Commercial passenger operations are forecast to reach 14,430 in 2037 representing a 

0.4% AGR with total operations (passenger, cargo, air taxi, GA, and military) growing at approximately 

the same rate of 0.4% AGR and reaching 143,810 operations. 

 

 
2  In June 2022 it was announced that American Airlines would be withdrawing operations at ISP.  This is anticipated to be a temporary 

condition related to system shortages. The forecast was completed in 2019 based on existing conditions.  The impact of American 
Airlines scheduling decision related to the fleet mix at ISP is noted and a future forecast update for a future project effort can incorporate 
this and other current developments.  Continuing revisions to previous forecast models based on information past the submittal dates 
are not reasonable. 
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Peak period demand projections for commercial passenger activity are expected to increase more 

noticeably than overall growth in passenger enplanements and commercial passenger operations. 

Peak hour enplaned passengers are estimated to increase in demand from 582 to 784 enplaned 

passengers with peak hour passenger operations increasing from five to seven operations by 2037 

during the forecast period. Exhibit 3.7-1 ISP Base Enplaned Passenger Forecasts Comparison 

Chart shows a comparison of the 2019 forecast update and the previous 2013 MP forecasts and the 

2012 FAA TAF and 2018 FAA TAF. The base enplaned passenger forecast of 946,000 in 2037 is 

approximately 4.3% higher than the 2018 FAA TAF, 6.8% higher than the 2012 FAA TAF and 17.6% 

higher than the 2013 MP forecast for 2037.  

 

EXHIBIT 3.7-1 ISP BASE ENPLANED PASSENGER FORECASTS COMPARISON CHART  

 

Sources: ISP airport data; FAA TAF with Landrum & Brown analysis 

3.8 Alternative Forecasts 

In addition to the base case enplaned passengers forecast which was prepared as an update to the 

2013 MP forecast, the forecast development process also determined that there are some possible 

opportunities for additional growth that may reasonable to consider.  These efforts were to provide a 

range of optimistic growth rates for long range planning possibilities. Although the base case projects 

very modest growth at ISP, the aggressive marketing efforts by the Airport to attract additional service 

coupled with the many opportunities for a rebalancing of New York metro traffic shares are compelling 

circumstances that are reflected in the following alternative forecasts. It is prudent to note that after 
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completion of this study Breeze Airways officially announced (Dec 6, 2021) new service from ISP would 

commence in February 2022, the first for Breeze Airways in New York. 

One factor is the leakage rate of Long Island residents that choose one of the three primary New York 

airports instead of ISP. With capacity constraints only tightening at JFK and LGA in particular, 

opportunity to decrease existing leakage rates may be a reasonable factor to consider, especially given 

marketing efforts by the Airport to enhance air service.  For this effort various ranges of leakage 

recapture rates were explored to see the impact on demand at ISP were certain conditions met such as 

stricter capacity impediments at JFK and LGA (such as no increases in available slots or runway 

capacity) and successful marketing and incentivization by the Airport. Improved connectivity and reduce 

travel times may be a factor in increasing customer demand as well. 

New airline entrants to the ISP market is also a reasonable factor to consider that could improve air 

traffic demand at the Airport.  Frontier was a new entrant to ISP in 2017. The primary considerations 

include; how likely are the existing airlines expand and is there another new entrant to consider during 

the forecast.  Frontier and Southwest both serve ISP for mainly leisure market demand and there may 

exist increased opportunity for expanding service to more leisure and other traditional point to point 

direct service markets.  For purposes of this alternative forecast, focus on opportunities for Frontier 

service expansion with a greater focus on leisure markets and its true low-cost operating business 

model. 

Two high case alternative forecast scenarios were eventually considered for future demand 

comparisons and the impact they would have on facility capacity. 

High Scenario #1 considers two alternative growth factors (LGA leakage recapture and Aggressive 

Frontier Airlines growth). This alternative high scenario was projected to show traffic increase at ISP to 

nearly 1.7 million annual enplaned passengers.  Approximately 460,000 additional annual recapture 

enplanements and 310,000 Frontier enplanements were estimated in this scenario by 2037. 

This scenario assumes that ISP could potentially recapture approximately 33% (one third) of the 

enplaned passenger leakage to LGA. It was assumed that this could begin to occur by 2027 assuming 

strict capacity limitations at LGA and reach the max 1/3 recapture in five years by 2032.  The recapture 

benefit was assumed to then grow with the natural base growth from there on. Additionally, this 

scenario assumes that through 2024 Frontier traffic levels could double at ISP to be more comparable 

to some Tier 2 markets with higher levels of Frontier activity. Comparable airports considered were 

PHX, AUS, RDU and CLE, with competition between Frontier and Southwest airlines, traffic levels 

nearly twice that or more than twice that of ISP, and not a Florida leisure destination. 

High Scenario #2 considers the growth opportunity of High Scenario #1 and also includes the entry of 

Breeze Airways, which would provide additional regional market connections and serve as an east 

coast base with more significant traffic levels.  This truly high case scenario was projected to increase 

traffic at ISP to nearly 4.3 million annual enplaned passengers by 2037.  

This scenario assumes the occurrence of the same recapture from LGA and Frontier expansion as 

shown in High Scenario #1 with the addition of a new low-cost carrier entering the market at ISP and 

establish a regional service base.  For the purposes of exploration, daily operations of the new low-cost 
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carrier were assumed to be on next generation large regional jets or their future replacements with seat 

capacities in the range of 90 to 120 seats and daily operations starting at six departures per day and 

increasing to around 20 departures daily with an average load factor of 83%.  Approximately 2.5 million 

additional enplanements were estimated in this scenario for a new regional LCC at ISP. 

Exhibit 3.8-1 ISP Alternative High Scenario #1 and Exhibit 3.8-2 ISP Alternative High Scenario #2 

show graphical enplaned passenger forecast scenarios in very optimistic conditions as theoretical 

opportunities at ISP. 

EXHIBIT 3.8-1 ISP ALTERNATIVE HIGH SCENARIO #1  

 
Sources: ISP airport data; Landrum & Brown analysis 

 

EXHIBIT 3.8-2 ISP ALTERNATIVE HIGH SCENARIO #1  

 
Sources: ISP airport data;  Landrum & Brown analysis 
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TABLE  3.9-1 TAF FORECAST COMPARISON TABLE ï APPENDIX C (2018 FAA TAF)  

Segment  
Forecast 

Year 
Sponsor 
Forecast 

2018 
FAA TAF 

% Variance 
Sponsor vs 2018 TAF 

Passenger Enplanements 

Base year 2018 851,231 851,231 0.0% 

Base year + 5 years 2023 887,180 808,650 9.7% 

Base year + 10 years 2028 905,864 841,364 7.7% 

Base year + 15 years 2033 923,637  877,892 5.6% 

Commercial Operations* 

Base year 2018 19,180 19,180 0.0% 

Base year + 5 years 2023 19,932 18,457 8.0% 

Base year + 10 years 2028 20,704 19,236 7.6% 

Base year + 15 years 2033 21,583 20,122 7.3% 

Total Operations 

Base year 2018 132,178 132,178 0.0% 

Base year + 5 years 2023 136,496 134,566 1.4% 

Base year + 10 years 2028 138,961 135,608 2.5% 

Base year + 15 years 2033 141,587 136,759 3.5% 

 

TABLE  3.9-2 TAF FORECAST COMPARISON TABLE ï APPENDIX C (2021 FAA TAF)  

Segment  
Forecast 

Year 
Sponsor Forecast 

2021 
FAA TAF 

% Variance 
Sponsor vs 2021 TAF 

Passenger Enplanements 

Base year 2018 849,167    849,167 0.0% 

Base year + 5 years 2023 887,180    799,329 11.0% 

Base year + 10 years 2028 905,864    956,550 5.3% 

Base year + 15 years 2033  923,637  1,014,486 8.7% 

Commercial Operations* 

Base year 2018 19,180 19,180 0.0% 

Base year + 5 years 2023 19,932 19,466 2.4% 

Base year + 10 years 2028 20,704 21,344 3.0% 

Base year + 15 years 2033 21,583 22,192 2.7% 

Total Operations 

Base year 2018 132,178 132,178 0.0% 

Base year + 5 years 2023 136,496 153,891 11.3% 

Base year + 10 years 2028 138,961 156,300 11.1% 

Base year + 15 years 2033 141,587 158,342 10.6% 

Sources: ISP airport data; 2021 FAA TAF with Landrum & Brown analysis 

Note: * Commercial operations indicated as passenger operations, cargo, and air taxi operations 



Terminal Planning Study Long Island MacArthur Airport 

August 2022 

 | 59 

4 Facility Requirements 

Terminal facility requirements were developed using a Terminal Space Program (TSP) model 

developed by Landrum & Brown. Two separate programs were developed, the first is based on a 3-

gate concourse extension with a new FIS / GAF facility and the second is a new North Terminal 

program to replace the existing terminal.  

The TSP was limited to 3 gates because the existing site constraints limit the airport to a 3-gate 

replacement to Concourse B. The intent is to demolish and replace Concourse B because the current 

facility is beyond its useful life, as described in the Existing Conditions section of this report. There are 

no feasible options to improve Concourse B because the facility was built from trailers that were only 

intended for temporary use. 

The TSP is based upon the planning guidelines published in the IATA Airport Development Reference 

Manual (ADRM) 10th Edition as well as guidelines provided by the Airport Cooperative Research 

Program (ACRP).  

The TSP is supplemented with information about facilities provided at comparable airports and a 

knowledge of industry-wide trends in construction of passenger terminals. The TSP also accounts for  

planning and operational input provided by ISP and airport stakeholders. 

The requirements were based on the volume of activity (e.g., passengers or baggage) to be 

accommodated during peak periods and/or industry-accepted standards and allowances. Requirements 

based on activity were derived by mathematically relating the projected peak volume of activity to a 

number of other variables, including:  

¶ Passenger dwell times and flow rates  

¶ Baggage volumes and flow rates  

¶ Maximum allowable queue sizes or times  

¶ Space required per unit of queue  

¶ Space required per unit volume  

Assumptions for processing rates, queue length, and spatial requirements were based on IATA LOS 

ñoptimumò standards. LOS is a measure of the quality of service provided inside the terminal in terms of 

ease of flow and propensity for delays. Optimum LOS corresponds to an overall good level of service, 

where flows are stable, delay levels are acceptable, and a good level of comfort is provided. 

Professional judgment was employed throughout the TSP to reflect conditions local to ISP. 

4.1 Three Gate Extension TSP 

The gross floor areas presented in Table 4.1-1 through Table 4.1-3 represent the principal target 

values and planning requirements provided to meet the projected demand for three narrowbody gate 

positions and a CBP facility capable of handling 400 international arriving passengers in the peak hour. 
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The 400 arriving passengers in the peak hour was used because it was the minimum defined by CBP in 

their program guidelines. 400 passengers also represents two simultaneous arriving narrowbody 

aircraft at ISP, which was considered a plausible scenario by ISP. 

The follow items are not included in the program totals: 

¶ Any required renovation areas of the existing building  

¶ New security checkpoint (if required, concept dependent) 

¶ New airport offices (if required, concept dependent) 

¶ Baggage systems (if required) including inline baggage systems  

The requirements are pure programmatic results, based on projected peak hour volumes at defined 

stages during the planning period. These parameters constitute guidance to define facility needs, but 

the ability to accommodate site-specific information provides for the best assessment of future needs. 

It is important to note that the particular configuration of the facility can have considerable impact on 

future space needs beyond that which can be determined by analyzing the volumes of activity. A team 

of airport terminal specialists (planners and architects) must properly assess and recognize the 

organizational and functional flows, the physical distribution of spaces and passenger processing 

areas, as well as the support facilities within the passenger terminal building and the implications and 

interactions of each area to effectively use the programmatic results in a useful manner. 
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TABLE  4.1-1 THREE GATE EXTENSION PROGRAM ï PART 1 

Space Designation   

  Units SF 

Airline Spaces     

     Contact Gate Holdrooms          3         8,460  

     First Class Lounges         -                 -    

     Baggage Make-up Renovations         10,000  

     New CBIS/CBRA (Inline Baggage System)          6,000  

Public Spaces     

 Passenger Security Screening      

      Number of Screening Units          4         5,500  

      Queue            3,200  

      Support Space              900  

 Restrooms      

      Concourse            1,500  

 Concourse Departure Corridor            9,310  

 Concourse Sterile corridor (including sterile vertical circ.)           5,780  

Airline Spaces   50,650 

Source: Landrum & Brown, 2021 

TABLE  4.1-2 THREE GATE EXTENSION PROGRAM ï PART 2 

Space Designation   

  Units SF 

Concession Space     

 Retail airside           1,180  

 F&B Airside              320  

 Concession Support              380  

Subtotal Concessions Spaces          1,880  

Circulation               94  

Concessions Spaces   1,974 

Source: Landrum & Brown, 2021 
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TABLE  4.1-3 THREE GATE EXTENSION PROGRAM ï PART 3 

Space Designation   

  Units SF 

CBP FIS and GAF     

 Primary Processing and Inspection             5,934  

 Unified Secondary Processing and Inspection           2,516  

 Detention Suite           1,800  

 Agricultural Inspections and Lab Spaces          1            380  

 Canine Enforcement Spaces and Kennels           1,509  

 Operational Support Spaces           7,148  

 Staff Support              184  

 International Baggage Claim       

      Number of ADG III (CAT C) units (>130lf<230lf)          1         6,680  

      Restrooms           1,400  

 FIS Circulation           1,261  

CBP   28,812 

Terminal Support Spaces     

 Airline Operations           7,500  

 Airport Operations           2,000  

 Maintenance           1,200  

 Mechanical / Electrical           9,000  

 Vertical Penetration           2,100  

Terminal Support Spaces   21,800 

Total Building Area   103,236 

Source: Landrum & Brown, 2021 

4.2 New North Terminal TSP 

A separate North Terminal program was created with the purpose to develop a new north terminal 

program as a full replacement of the existing terminal facilities, including a new FIS and GAF facility. 

This option was developed due to the existing deficiencies in the existing terminal complex. It was 

recognized that ISP cannot operate two separate commercial terminal facilities by maintaining existing 

Concourse A and a potential new North Terminal.  

The North Terminal TSP will support a demand range of 1.8 ï 2.0 Million Annual Passengers (MAP) 

with 8 total contact gate positions. The gross floor areas presented in Table 4.2-2 through Table 4.2-4 

represent the principal target values and planning requirements provided to meet the projected 

demand. However, for planning and programming purposes, L&B assumed an 8-gate 1.8 ï 2.0 MAP 

initial build. Terminal area requirements were not developed for demand beyond 2.0 MAP because this 

level of activity was beyond the forecast horizon, however, this study did explore expansion beyond 8 

gates in order to assess flexibility to support future growth. 
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The North Terminal TSP provided additional ISP airport administration and office space, which will be 

located on the upper level of the North Terminal. L&B based the programmatic requirement on existing 

conditions, shown in Table 4.3-1, Existing Airport Offices. The intention of the program is to meet 

and exceed the amount of airport office space, including conference areas.  

TABLE  4.3-1 EXISTING AIRPORT OFFICES 

Existing Room Type Square Feet 

ISP20 Reception / Waiting 400 

ISP21 Conference  300 

ISP23 Storage  300 

ISP26 Special Events  150 

ISP27 Accounting Office  300 

ISP28 Admin Super  250 

ISP29 Accounting Office 150 SF 150 

ISP30 Construction Office 511 SF 550 

ISP31 Secretary 174 SF 200 

ISP32 Small Conf Rm. 177 SF 200 

ISP33 Airport Commissioner 452 SF 450 

ISP34 Deputy Commissioner 413 SF 450 

ISP35 Conference Room 789 SF 800 

ISP36 Law Enforcement 297 SF 300 

ISP37 Police Chief 277 SF 300 

ISP39 Kitchenette / break Room 408 SF 450 

ISP43 Departures Bridge 365 SF 400 

Total 5950 

Source: Landrum & Brown, 2022, ISP Airport 
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TABLE  4.2-2 NORTH TERMINAL PROGRAM ï PART 1  

Space Designation 2020 Existing 1.8 ï 2.0 MAP 

  Units SF Units SF 

Airline Spaces     
Check-in (areas from counter face to back wall)    2,900       1,800  

Curb Check Positions 4        200  5       700  

Full - Service Check-in and Bag Drop 48     22    

Ticketing Counter Queue        5,300        2,900  

Self - Service Kiosks - - 19     1,000  

Airline Ticketing Offices (ATO)   6,530       4,180  

Outbound Baggage (sorting area w/ carousels)   10,300   4,000  

Early Baggage Storage           

Hold Baggage Screening         

Level 1 EDS Units   -        3      9,000  

Level 2 Workstations   - 2        200  

Level 3 ETD Units   - 11     4,000  

Physical Search   -          100  

Domestic Baggage Claim          

Number of CAT ADG III (CAT C) units 4   2   

Bag Claim Frontage Total (Linear Feet) 580   415   

Claim Hall area     22,400      12,200  

Inbound Baggage Drop-off       4,200        3,300  

Baggage Service Offices          320        1,200  

Contact Gate Holdrooms 11 25,200 8 22,540 

First Class Lounges     0             -    

Airline Operations     11,200      16,500  

Subtotal Airline Spaces    88,550    103,620  

Circulation    15,700        15,600  

Airline Spaces   104,250    119,220  

Source: Landrum & Brown, 2019 
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TABLE  4.2-3 NORTH TERMINAL PROGRAM ï PART 2  

Space Designation 2020 Existing 1.8 ï 2.0 MAP 

  Units SF Units SF 

Public Spaces     
Check-in Lobby (circulation)    4,800        4,200  

Arrivals Greeters Hall     7,200        8,200  

Concourse Departure Corridor      2,500       2,430  

Concourse Sterile corridor            6,980  

Restrooms         

Check-in Lobby (Passenger & ATO)     1,100         2,100  

Concourse     4,175        3,800  

Sterile Corridor                    -    

Baggage Claim           

International   -       1,400  

Domestic   1,300       2,000  

Passenger Security Screening         

Number of Screening Units 5 4,100 5     9,800  

Security Screening Queue & Lobby   3,400       4,200  

Security Screening Support Areas   1,900       2,100  

Subtotal Public Spaces   60,475      77,210  

Circulation   22,900        11,600  

Public Spaces     83,375      88,810  

Concession Space     
Pre-Security - Departures          710        1,589  

Post-Security       
13,400  

    13,508  

Arrivals Lobby       1,320           795  

Concessions Support       5,000        3,973  

Subtotal Concessions Spaces     20,430      19,865  

Circulation    -          3,000  

Concessions Spaces     20,430      22,865  

Source: Landrum & Brown, 2019 
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TABLE  4.2-4 NORTH TERMINAL PROGRAM ï PART 3  

Space Designation 2020 Existing 1.8 ï 2.0 MAP 

  Units SF Units SF 

CBP FIS and GAF     
Primary Inspection         

Primary Processing Booths     6   

   Global Entry kiosks     0   

   APC Kiosks     0   

Primary Processing and Inspection       2,000        5,934  

Unified Secondary Processing and Inspection    -        2,600  

Detention Suite   -       1,800  

Agricultural Inspections and Lab Spaces   -          400  

Canine Enforcement Spaces and Kennels   -       1,600  

Operational Support Spaces   -       7,200  

Staff Support   -          200  

International Baggage Claim          

Number of ADG VI (CAT F) units (>330lf<460lf)     0   

Number of ADG V (CAT E) units (>230lf<300lf)     0   

Number of ADG III (CAT C) units (>130lf<230lf)   - 1   

Bag Claim Frontage Total (Feet)   -   183    

Claim Hall area   -       6,680  

FIS Circulation   -          600  

Customs & Border Protection (CBP)       2,000      27,014  

Terminal Support Spaces     
Airport Administration, Offices, etc.     5,950      7,500 

Airport Operations    11,890    5,500 

Maintenance     3,440     5,200  

Building Systems      51,900      25,800  

Vertical Circulation       5,000        5,200  

Misc. (SARA, Chapel, Play Areas, Business Center, etc.)     11,630       1,800  

Terminal Support Spaces     89,810      51,000  

Total Building Area   299,865    308,909  

Source: Landrum & Brown, 2019 
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4.3 Landside Parking Requirements 

The approach that was taken for the development of landside parking requirements for the North 

Terminal was to provide, at a minimum, the same total number of parking stalls that exist today, shown 

in Exhibit 4.3-1, Existing Parking Areas with the total parking stall by type listed in Table 4.3-1, North 

Terminal Parking Requirements. These requirements assume that the existing parking is designed to 

support a 1.8 MAP demand level and will be utilized for Phase 1. 

EXHIBIT 4.3-1 EXISTING PARKING AREAS  

 

Source: Landrum & Brown, 2022, ISP Airport 

TABLE  4.3-1 NORTH TERMINAL PARKING REQUIREMENTS 

Parking Type Existing & Future Phase 1 (1.8 
MAP) 

Public (Short) 250 

Public (Long) 1,600 

Public (Economy) 2,150 

Resident Parking 600 

Employee 400 

Rental Ready Return 400 

Total 5,400 

Source: Landrum & Brown, 2022, ISP Airport 
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5 Alternatives Development and Evaluation  

The initial objective of this task was to replace  Concourse B and this report documents the effort to 

develop Concourse B replacement options. However, it was determined that this path to replace gates 

at Concourse B was not the preferred option. The reason that the replacement of Concourse B was not 

selected as the preferred option was because existing Concourse A and Concourse B area have 

numerous site constraints that limit long-terms expansion and because the existing terminal is obsolete 

and in need of replacement. The effort to replace and improve the existing facilities was determined to 

be not worthwhile, and that a new terminal at the north of the airport would be the preferred approach. 

Another important factor to consider is that these options are intended to not only add gates but also 

improve LOS by providing the following amenities: 

¶ Concessions or restaurants 

¶ Retail shops 

¶ Childrenôs play area 

¶ Computer and recharge stations 

¶ Business center or lounge 

¶ Service Animal Relief Area (SARA) 

¶ Information Centers 

¶ Wheelchair Storage 

¶ Upgraded or consistent finishes with the remainder of the terminal 

The development of alternatives occurred in two phases; the initial alternatives focused primarily on the 

gate replacement at Concourse B but also included an extension to Concourse A and one placeholder 

option for the north terminal. The final alternatives maintained the best Concourse B replacement 

alternative and added two versions of the north terminal alternative.  

5.1 Initial Alternatives Overview 

Based on stakeholder engagement and an evaluation of the concepts, ISP has identified the north 

terminal as the ideal location for long-term development. However, the focus of the initial alternatives 

was to develop a preferred direction for near-term gate replacement at Concourse B.  

There are four alternatives for gate replacement at the existing terminal, including Concourse B 

replacement and Concourse A extension and one north terminal alternative for a total of five 

alternatives. The initial alternatives include a placeholder for the north terminal, as the programmatic 

requirements and site evaluation for a north terminal was not yet completed at the time of this 

alternative study.  
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A preferred south option to replace Concourse B was preserved if a north terminal option is not 

feasible. Alternative 2 was selected as the preferred approach because it provides the best passenger 

experience and removed the obsolete rotunda building and provides near-term gate expansion. 

¶ Alternative 1 (Eliminated) ï Concourse B replacement, maintains the existing rotunda, but may 

require Concourse A gates during construction phasing. 

o Eliminated due to existing constraints, costs and passenger flow issues associated with 

the central terminal  

Á Pros 

¶ Opportunity to renovate central terminal for offices or concession space 

Á Cons  

¶ Central terminal infrastructure upgrade and renovation cost 

¶ Requires additional vertical transition 

¶ Phasing requires use of east concourse gates  

¶ Alternative 2 (Preferred South) ï Concourse B and rotunda are replaced. This alternative 

connects to the existing Southwest concourse but may require Concourse A gates during 

construction phasing. 

o Selected as the preferred south option to replace Concourse B 

Á Pros 

¶ No upgrade costs for central terminal 

¶ No vertical change on concourse 

¶ New security checkpoint  

¶ Add more gates without impact to FBO 

Á Cons  

¶ Phasing requires use of east concourse gates 

¶ Alternative 3 (Eliminated) ï Concourse B replacement behind the existing concourse and 

maintains the existing rotunda. Maintains operation of the existing concourse during 

construction. 

o Includes Alternative 3A and Alternative 3B 

Á Alternative 3A would construct a replacement of Concourse B and maintain the 

rotunda but require two level changes. 
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Á Alternative 3B would eliminate the level change between Concourse A and 

Concourse B by building a corridor outside the rotunda. 

o Eliminated due to existing constraints, costs and passenger flow issues associated with 

the central terminal  

Á Pros 

¶ Enables operations during construction 

¶ Opportunity to renovate central terminal for offices or concession space 

Á Cons  

¶ Central terminal infrastructure upgrade and renovation cost 

¶ Requires additional vertical transition 

¶ Expansion encroaches upon inbound bag area  

¶ Alternative 4 (Eliminated) ï Extend Concourse A to provide additional gate capacity with no 

impact to the rotunda and existing Concourse B on-going operating during construction. The 

intent of this option is to replace the gates at Concourse B by extending Concourse A.  

o There are three variations, including Alternative 4A, 4B and 4C 

Á Alternative 4A extends south to avoids conflict with runway expansion 

Á Alternative 4B continues the building extension to the southeast but risks 

airspace conflicts due to Part 77 penetrations by aircraft tails 

Á Alternative 4B shifts the concourse extension further south to potentially avoid 

airspace conflicts due to Part 77 penetrations by aircraft tails 

o Eliminated due to concourse extension and aircraft parking position impact to runway 

and airspace 

Á Pros 

¶ Enables operations during construction 

¶ Balanced walking distance from existing security checkpoint 

Á Cons 

¶ Impact to airspace due to Part 77 penetrations by aircraft tails at the 

runway end  

¶ Impact to proposed new GTC 

¶ International passengers do not exit near existing arrivals & long walk for 

domestic arrivals to bag claim 
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¶ Southwest lease issues 

¶ Alternative 5 (Preferred North) ï Develop a North Terminal 

o Selected as the preferred north option 

Á Pros 

¶ New innovative technology 

¶ GAF/FIS 

¶ Inline baggage 

¶ Improve customer service 

¶ Close to LIRR ï Walkable distance 

¶ Creates a true TOD connection 

¶ Greenfield site enables long-term gate expansion  

¶ Energy improvements including LEED standards 

¶ Reduce carbon footprint 

Á Cons 

¶ High relative cost to build a new terminal  

¶ No connectivity and split operations to main terminal 

¶ Timeframe for construction  

5.1.1 Alternative 1 

Alternative 1 includes the replacement existing Concourse B directly over the existing structure. This 

alternative would demolish the existing structure but maintains the rotunda in order to reduce 

construction costs. This concept would require the existing vertical movements noted in the existing 

configuration as a deficiency although additional elevators could be added to provide redundancy. An 

additional elevator would provide a means to transport passengers in the event that the other elevator 

fails. The phased approach for this alternative may require Concourse A gates during construction 

phasing. Exhibit 5.1-1 through Exhibit 5.1-3 shows the gate and apron level floorplans and a building 

cross section to show how the passenger flows would work. 
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EXHIBIT 5.1-1 ALTERNATIVE 1 GATE LEVEL  

 

Source: Landrum & Brown, 2019 

EXHIBIT 5.1-2 ALTERNATIVE 1 APRON LEVEL  

 

Source: Landrum & Brown, 2019 
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EXHIBIT 5.1-3 ALTERNATIVE 1 SECTION  

 

Source: Landrum & Brown, 2019 

5.1.2 Alternative 2 

Alternative 2 explores a replacement option for both existing Concourse B and the rotunda. This 

alternative is a direct extension to existing Concourse A and eliminates the vertical transition between 

the two concourses. This alternative may require Concourse A gates during construction phasing. This 

concept allows for a seamless transition from Concourse A to B with no vertical changes. Exhibit 5.1-4 

through Exhibit 5.1-6 shows the gate and apron level floorplans and a building cross section to show 

how the passenger flows would work. 

EXHIBIT 5.1-4 ALTERNATIVE 2 GATE LEVEL  
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