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In Re:
OST-2001-9849 – Notice of Market-Based Actions To Relieve Airport Congestion and Delay

Dear Sir or Madam:

Regional Aviation Partners was formed in April 2001 to serve as an independent voice representing issues confronting the regional aviation industry. RAP is a lobbying group with broad support from its members, who have a vested interested in the continued growth of regional aviation.  Our membership includes representatives from airports, airlines, aircraft manufacturers, local and State government, businesses and chambers of commerce who depend on regional airline service as their link to the national transportation system.  

As such, it is important that we, as an organization, respectfully submit our comments on the Notice of Market-Based Actions to relieve Airport Congestion and Delay on behalf of our members.  

It is our position that implementation of this proposal would have a detrimental effect on our members.

Market Based Actions Were Not Contemplated by (AIR-21)

In the Wendell H. Ford Aviation Investment and Reform Act for the 21st Century (AIR-21), Congress strongly reiterated its support of small community and regional airline service through several provisions.  One of the most important was the awarding of special slots for regional and new-entrant airlines at the hard-to-access JFK International Airport, LaGuardia Airport, Chicago O’Hare International Airport and Ronald Reagan Washington National Airport.  The slots allowed regional carriers to provide direct service to these airports as a way to offer more direct transportation from smaller communities.  A change to any market-based initiative would hurt regional carriers the most, especially in these slot-controlled airports.

The DOT Is On Record That Market-Based Tools Are Discriminatory

Pricing mechanisms such as Peak Period Pricing or Demand Management currently being considered by the Department of Transportation (DOT), would add premium pricing for flights at larger airports during peak flying times.  In turn, this will drive up fares and diminish accessibility to larger hubs by regional airlines flying jet and turboprop aircraft serving smaller communities.  Regional airlines would also lose the advantages given to them in AIR-21, which is inconsistent with Congress’s efforts to improve air service to small communities.

The FAA and DOT in the Massachusetts Port Authority decision at Boston Logan International Airport refused to give its approval to this same issue in FY 1988, citing the discriminatory impact it would have on regional carriers and small communities. We see nothing that should change your original assessment of the issue.  Peak Period Pricing as a Demand Management Tool should not be implemented at the nation’s major airports.
 Any market-based action, no matter how it is described would have to include exemptions to safeguard the interests of regional carriers and small communities.

Labor Scope Clause Provisions Are Not Dispositive

or Related To Market Based Congestion Concepts
Much as been said about the issue of labor scope clause provisions in airline contracts.  We do not see that scope clauses present any identifiable problem associated with market based pricing tools to relieve congestion.  While present-day scope clause restrictions on some carriers’ present operational issues with both the major carriers and independent regional carriers, their relationship to the issue of peak period pricing is a non-issue.

To illustrate the point, I have attached as Exhibit I the most current list of carriers with scope clause provisions and the restrictions associated with them.  We must address the scope clause issue in another forum.

Summary and Impact of Adopting A Market-Based Rule for Relieving Airport Congestion

The true victim of market based fee proposals will be regional airlines and small communities.  Regional airlines and the communities they serve have already been hurt financially by the effects of FAA and DOT regulatory decisions that were not properly thought out, as in the move from Part 135 to Part 121 in 1995.
  We believe that adoption of a market-based solution would have a similar disproportionate impact on small communities and regional carriers.  We would therefore strongly recommend that the DOT consider other alternatives for resolving congestion.  Any solution that advocates a “pay more money” approach is clearly discriminatory and would not serve the public interest.  We appreciate the opportunity to address our concerns.  We look forward to working with the DOT and the FAA in finding a viable resolution to airport congestion at our major airports.

Sincerely,

Maurice Parker

Executive Director

Regional Aviation Partners

� RAP is mindful that alternative solutions must be addressed to resolve the issue of congestion.  The unforeseeable events of September 11th have provided only a brief respite from congestion issues.  We think it is prudent that the DOT/FAA take advantage of changing circumstances to develop a long-term approach to the problem of congestion that does not include “pricing” as a factor.


� In 1995, the FAA projected that the cost of their “One Level of Safety” rule would adversely affect FAR Part 135 operators by $275 million.  Of that amount, 10- to 19-seat airliners would bear $206.6 million of the change to FAR Part 121.  The final result far exceeded FAA estimates and that decision has decimated an entire class of aircraft that traditionally served small communities, thus adversely impacting many small communities, many of whom have permanently lost air service. 
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