BEFORE THE

DEPARTMENT OF TRANSPORTATION

OFFICE OF THE SECRETARY

WASHINGTON, D.C.

________________________________________________









)

In the matter of the





)









)


INTRA-ALASKA BUSH MAIL RATES

)

 Docket 14694








)

Answer of the Consolidated Carriers to


)

Order 2006-3-5 and Petition to Set New Bush Rate

)

________________________________________________)

ANSWER OF THE CONSOLIDATED CARRIERS

TO ORDER 2006-3-5 AND PETITION

TO SET NEW BUSH MAIL RATE

Communications With Respect To This Document Should Be Addressed To:

Hank Myers

MTC

P.O. Box 7341

Bellevue, WA  98008-1341

(425) 641-8243 (office)

(425) 649-0904 (fax)

hank@mtcworld.com
April 26, 2006
BEFORE THE

DEPARTMENT OF TRANSPORTATION

OFFICE OF THE SECRETARY

WASHINGTON, D.C.

________________________________________________









)

In the matter of the





)









)


INTRA-ALASKA BUSH MAIL RATES

)

 Docket 14694








)

Answer of the Consolidated Carriers to


)

Order 2006-3-5 and Petition to Set New Bush Rate

)

________________________________________________)

ANSWER OF THE CONSOLIDATED CARRIERS

TO ORDER 2006-3-5 AND PETITION

TO SET NEW BUSH MAIL RATE

The undersigned carriers, hereinafter “Consolidated Carriers” or “CC”, respectfully Answer to the service mail rates set for transportation of U.S. Mail on bush aircraft between two points in the State of Alaska in Order 2006-3-5.  This Answer presents several corrections or changes to the data and methodology used to set linehaul rates for transportation on Part 135 wheel aircraft and Seaplane aircraft, as well as the single terminal charge to be used for all bush carriage.  Additionally, the Consolidated Carriers petition the Department to set mail rates as specified below, and to adopt the rate making methodology detailed in this filing.  Since the passage of the Rural Service Improvement Act of 2002 and subsequent amendments (“R.S.I.A.”), the Department has attempted to establish new rates and methodology for bush carriers consistent with the terms of the Act.  At the same time, The Department has improved the methodology of establishing mainline mail rates for intra-Alaskan service to make the rate easier to calculate and more relevant to the system on which mail is actually transported.
The Consolidated Carriers propose adoption of standards as close as possible to those used for mainline carriers.  In this Answer and Petition, the Consolidated Carriers propose specific standards using easily verifiable data to compute rates that are clear, accurate and relevant to the carriage of mail in the effective period of the rate.
INTRODUCTION
The rates set in Order 2006-3-5 are inadequate, and are based on several errors and calculations contrary to the policies and precedents of the Department.  The passage of the Rural Service Improvement Act significantly changed the way mail is tendered in Alaska, but did not change the authority or standards of the Department to set service mail pay rates.  The law did make technical changes to the makeup of the cost pool to include only carriers offering passenger service, and excluded the costs of passenger liability insurance and other passenger only expenses.  Other than these technical changes, the Department has discretion to establish policy appropriate to setting rates for the carriage of mail within Alaska.  At roughly the same time as the R.S.I.A., the statistical reporting requirements for the small certificated bush carriers were changed to adopt the T-100 reporting system like that used by the larger mainline carriers.  With each new mail rate, the Department has narrowed the ratemaking differences between bush and mainline carriers.  Over time, the Department has made a number of technical changes in setting bush mail rates.  In this Answer, the Consolidated Carrier suggests corrections to the proposed rate that are most consistent with established Department ratemaking policy.  
In this Answer and Petition, the Carriers correct the most obvious database errors, adopt data consistent with the Department’s stated goal of setting a rate within six months of the end of the costing period, and propose changes consistent with the direction of the Rural Service Improvement Act.  Electronic copies of the linked worksheets with all data and calculations shown have been served upon the Postal Service, the Department and any other party requesting the data.  The specific corrections and changes are discussed below in detail, but the general philosophy of the Answer is discussed in this section.
Originally, the Department, and the Board before it, set rates based on the bush carriers’ costs and applied them retroactively to the exact period of the cost data.  This policy was changed at the request of the carriers and the Postal Service to mirror the mainline rate methodology of setting rates based on an historic period and then projecting the costs ahead to the application period based on the use of a cost inflation trend line.  Since the passage of the R.S.I.A. and adoption of the T-100 system, the Department has not used cost projections for bush rates because a clear trend methodology has not emerged.  Because of this, the Department must minimize the time lag between the end of the costing period and the effective date of the rates, and must compute the rates based data and methods that reflect the effective period of the rates.
In Order 2006-3-5, the Department used costs from the 12 months ended June 30, 2005.  The costing period used in this Answer is the 12 months ended December 31, 2005.  Even data for YE September 30, 2005 have been available since November, 2005, and final T-100 data for the period were released on the B.T.S. website on December 20, 2005.  Both of these dates preceded the filing of final comments after the Informal Rate Conference on November 30, 2005.  These data could have and should have been used to determine the rates proposed in Order 2006-3-5.  At the time the Order was issued, financial data for YE December 31, 2005 had been available for nearly a month, and T-100 data has become available since.  With the 30-day extension of filing requested by Peninsula Airways and granted by the Department, the most current data should be used to determine the mail rates.
The rate must be consistent with the carrier and mail delivery system during the effective rate of the period.  Carriers or aircraft no longer involved in the industry should be excluded.  Carriers that do not transport at least a de minimus amount of mail at class rates should be excluded.  Consistent with the requirements of the R.S.I.A., the data for Cape Smythe Air Service must be combined with the data for Frontier Flying Service, the surviving operator.  Aircraft that have been removed from the fleet must be excluded.  Similarly, Promech, Inc. is a continuing business entity although its entity code has been changed, and data for Promech should be included in the seaplane rate.  Technically, the certificate holder doing business as Promech is a newly certificated carrier, but it uses the same management team, aircraft and facilities used by the prior certificate holder.
The rate must include only data where the statistical and costing data are consistent.  For example, Warbelow’s Air Ventures includes the operating statistics for its air ambulance service in its T-100 reports, but includes the operating expenses under “Transport Related Expense” and not on the F-2 report.  Consequently, the weighted departures of the operation are included but not the associated costs in the D.O.T. proposed rates.  A number of operators have made database errors that are both obvious and easily corrected.  
The T-100 statistics for carriers reporting weekly also include non-revenue operations, because the Postal Service had previously required reports for all flights, including those that had turned back because of weather or other problems, as part of its SAMS reporting system.  These changes need to be made even if a cost projection technique is applied.  The data used must exclude carriers, aircraft and operations not applicable to the mail delivery system for the effective rate period.  The consolidation of the Postal Service report with the T-100 system on a weekly basis has taken place since rates were set based on YE June 30, 2003, and the errors of including non-revenue segments are associated with this change since 2003. 
This Answer also proposes two changes in the calculation methodology to provide a more accurate assignment of costs.  Some of the smaller carriers are Limited Liability Companies where the owners are also active managers.  Under the tax laws, the owner/managers take their compensation as profits from the LLC, not as salaries.  Because of this, reasonable compensation for the owner/managers is not included in the mail rate calculation.  The Carriers propose to increase the Capacity Related markup for carriers organized as LLC’s, with an appropriate share of the compensation being prorated to mail.  
The Carriers also propose to change the weighting of freight traffic rom 0.75 to 0.25.  The R.S.I.A. requires that only passenger carriers be included in the ratemaking base.  As will be shown in exhibits, for these carriers freight is essentially a byproduct of its passenger and mail service.  Because freight rates compete with postage rates of the Postal Service, freight rates are depressed to a fraction of the service mail pay rate.  At the same time, all mail is boarded ahead of any freight.  Even the highest cost small packages or priority rated freight are only transported after all mail has been boarded.  Indeed, freight that was legally boarded at the origin point of a flight must be removed to accommodate any mail tendered at subsequent points on the route.  While the economic impact of the change is relatively minor, it greatly increases the accuracy of the rate, and rewards the carriers complying with the goals of the R.S.I.A. to encourage passenger and mail service.
MAIL RATE STANDARDS
In establishing mail rates, the Department is required to set a rate that is compensatory for the operators during the period the rate is effective.  Previously, the Department set temporary rates to be in effect for a period until final rates were set and applied retroactively to the period corresponding to the cost reports.  In this way, the mail rates were set to exactly equal the cost levels associated with the effective period.  More recently the Department terminated retroactive rates, but used a cost projection technique to adjust historic costs to effective period of the rates.  This projection technique was continually updated to yield the most accurate projection for the period of rate application.  During the same period, two other significant changes took place.  First, the Department standardized the methodology for determining Mainline mail rates using a breakdown between direct and indirect expenses, T-100 reports, and weighting of costs to accurately reflect the actual system of transporting mail.  The Department applied cost projection techniques, and used data for a period ending no more than six months before the application of the new rates.  The second change was the requirement for all bush certificated carriers to report operating statistics using the T-100 format.  This created the possibility that the bush rates could be set in the same well-proven and standardized method as the mainline rates.  As will be shown below, the T-100 reports were complicated and confused somewhat by the simultaneous requirement of the Postal Service to file daily reports including data in slightly different format, including reporting of non-revenue operations.
The consistent policy of the Department has been to set service mail pay rates so that the level corresponds to the effective period, and costs and aircraft used reflect the anticipated service during the effective period.  The Department has established a policy of excluding discontinued or marginal operations in setting the Mainline mail rates.  These same policies should now be applied to setting Bush mail rates.
Inclusion of Carriers
As has been done with the Mainline rates, the bush rates should include all carriers operating under the class mail rate once their data have been shown to be reliable, accurate and relevant.  This is particularly true for Bush carriage where there is a variety of hubs, some of which are remote or subject to special operating conditions.  The R.S.I.A. addresses tender of bypass mail, and allows the Postal Service to tender non-bypass mail in the same manner.  The Bush mail rate must include all hubs at which bypass mail originates or is transferred, and include all carriers eligible for even a de minimus bypass mail tender.  Obviously the number of carrier/aircraft combinations in bush transportation is very large, and many are not essential to the calculation of a fair, compensatory and representative mail rate.  In the Mainline mail rate, the Department already excludes aircraft of even established carriers if the aircraft are not a significant part of mail transportation within Alaska.
Bush mail carriage consists of a relatively limited number of very large carriers that together transport the vast majority of mail, particularly bypass mail.  On the other end of the scale, there are several more carriers that carry little if any mail at the class rate, are not qualified for bypass tender in any market, or have ceased operation.  Because the Department weighs the unit costs of individual carriers based on the amount of mail transported by the aircraft and carrier, inclusion of the smallest carriers has little if any effect on the bush service mail rate.  Reducing the number of carrier/aircraft involved in the mail rate calculation will greatly simplify the process and increase the accuracy of the rate.  The Consolidated Carriers have established three easily verifiable criteria for excluding carriers from the mail rate pool.  First, if a majority of the mail transported by the carrier is transported on air taxi contracts or charter agreements, the carrier data are irrelevant to the class mail rate.  Second, if a carrier serving a bypass hub or tender point does not qualify for bypass tender in any market pursuant to the terms of the Rural Service Improvement Act, its participation would be essentially irrelevant to the calculation of the mail rate.  Third, if a carrier at any point, whether bypass mail is tendered or not, carries less than 2% of the total mail in the relevant class from that point, the data can be excluded without impact on the mail rates.
Based on these three criteria, the Consolidated Carriers have excluded the following carriers from the database used to determine mail rates:  40-Mile Air, Ellis Air Taxi, Katmai Air, Spernak Aviation, Olson Air Service, Bellair, Inc., Baker Aviation, Inland Aviation, Larry’s Flying Service and Village Aviation.  Some of these carriers have been included in previous rate setting, but none are currently in operation or have an effect on mail rates.  In addition, two carriers have been excluded by the Department, Homer Air and Skagway Air, because of their lack of experience or inconsistent cost reports.  These carriers should continue to be excluded until they have at least four consecutive quarters of verified data.
Inclusion of Aircraft
Recognizing that the intent of the rate is to project what the industry costs will be during the effective period, aircraft that are not relevant to transportation of mail in the effective period should be excluded.  Two categories of aircraft fall into this exclusion.  First, aircraft that have been removed from the operating fleet must be excluded.  For example, Grant Aviation has removed is Beechcraft Queen Air from its fleet and sold it.  Second, aircraft that are employed in scheduled passenger and/or freight service for less than one block hour per week on average should be excluded.  These aircraft are not included in regularly scheduled service, and are being used either as extra sections, or as replacement flights.  The unit costs of low utilization are less accurate because of the very small numbers in the cost assignment, and are heavily impacted by fixed costs such as insurance, depreciation and rental.  There can be no expectation that these seldom used aircraft will be employed in mail transportation in the future.  Applying the 52 block hours per year minimum actually removes aircraft that have higher than average unit costs because of their scant utilization, but their lack of mail traffic would reduce their weighting to an insignificant level.  It must also be noted that scheduled service by Iliamna Air Taxi using deHavilland Beaver aircraft on floats to transport mail to Pope Vanoy is under contract to the Postal Service, and is not transporting mail at class rates.  The combination of removing inactive carriers and aircraft operating less than one hour a week reduces the carrier/aircraft combinations from 112 to 58, a much more manageable number.
Correction of Data

Two types of corrections were made to the T-100 segment data used to determine rates.  In five cases there were clear errors where the F-2 reports did not coincide with the T-100 reports.  Servant Air operates only Cessna-185 aircraft in seaplane service, which has an aircraft and configuration code of 0334.  For some reason, which will be corrected, the aircraft code and configuration code is listed on the T-100 reports as 0403.  All flights using the 0403 aircraft (which is a deHavilland Beaver on wheels) were involved in seaplane service by Servant.  All flights miscoded were changed to 0334 for calculation of mail rates.
Promech operates only seaplanes, but a few segments on the T-100 report listed an aircraft configuration of “1 or 3”, which is passenger or with freight service on wheels.  All of the segments operated to or from a point where only a water landing is available.  These few segments were recoded to use a seaplane aircraft configuration.

Peninsula Airways operates an amphibious Grumman Goose aircraft.  It reports costs for the Goose under one configuration, as a seaplane.  Of the more than one thousand segments reports for the Goose, a couple were listed as service in a wheel configuration which involved points where only water landings are available.  A couple more segments involved flights to or from points where both water landings and land airports are available.  These few segments were recoded for seaplane configuration.  This change simplifies the calculations for Penair, while infinitesimally reducing the unit costs for the aircraft.  It is suggested that all scheduled operations for Penair in the Grumman Goose should be assumed to be seaplane operations.  It appears that all of the contradicted codings for these three carriers were simply clerical errors.  

Arctic Circle Air Service reported activity on its T-100 reports for Piper Cherokee Six (aircraft code 079) and Cessna 207 (aircraft code 035) aircraft.  On its F-2 reports it showed expenses for only the Cherokee Six.  For several years, Arctic Circle has reported expense data for its single engine aircraft under one listing, 079.  In fact, this amount is for expenses for both the 079 and 035 aircraft.  T-100 operating statistics for these two aircraft were combined for Arctic Circle to assure correspondence between actual operations and resulting expenses.  Again, this results in a slight but accurate reduction in mail rates.
Warbelow’s Air Ventures operates an air ambulance service using a Piper Cheyenne II XL aircraft.  In the past the aircraft code appearing on the T-100 reports was sometimes for a Pilatus PC-12 aircraft, which was an error.  Warbelow’s has historically reported statistical data for these flights on its T-100 reports, but there are no corresponding expense data.  Because these aircraft are not used in scheduled commercial service, the expenses for the operation, including terminal costs, have been reported under Transport Related Expense.  The T-100 data for the air ambulance service were reported in error, and were removed from the ratemaking base.  Warbelow’s will amend its reports to remove the activity of the air ambulance service.  This change does not affect the linehaul rate in any way because the flights were not in scheduled service and did not carry mail.  Inclusion of the weighted departure data for this aircraft affects the terminal charge rate because there is no reported departure related expense associated with the operations.
The second correction of T-100 data is to eliminate the most obvious non-revenue flights operated by various carriers.  Prior to the introduction of the current system of filing weekly T-100 reports for the benefit of the Postal Service, carriers had been required to file a separate daily report with the Postal Service detailing its operations in scheduled service.  The Postal Service report required data not covered by the T-100 system.  One of the major differences from the T-100 system was the Postal Service requirement to report all segments operated in scheduled service, even if they returned to the point of departure without an intermediate stop because of weather, mechanical problems or other unforeseen reasons.  The Postal Service required this to determine whether a carrier was attempting to comply with its published schedules.
Nearly all bush carriers report turnaround flight segments to some extent on the T-100 reports.  A thorough review of all flight schedules published by bush carriers shows no instances where the scheduled origin point of any segment is the same as the destination point.  If a scheduled aircraft returns to its origin point, none of the traffic on board generates any revenue.  Any returned mail may be transferred, or will have to be transported on a later flight.  Similarly, any passengers or freight will have to be transported on subsequent flights before revenue can be generated.  To correct for these non-revenue flights, a logical operator was attached to the T-100 spreadsheets in the form of a query to compare the segment origin point airport code with the segment destination point airport code.  If the origin airport code is the same as the destination airport code in scheduled service, the segment is excluded from the database.  There are two exceptions to this corrective action.  While non-scheduled service is subject to the same impact of weather or mechanical problems, several carriers operate “flightseeing” services in which the origin point and destination point are the same.  All flights operated in non-scheduled service are included regardless of itinerary or load on board.
The second exception to exclusion of segments with identical origin and destination points is where multiple airports service a single city in non-scheduled service, or where traffic was reported.  For example, carriers show operations in scheduled service between KTN and WFB, both of which serve Ketchikan.  Similarly, there are flights recorded between ADQ and KDK, both serving Kodiak, and FAI and FBK, both located in Fairbanks.  These flights may be ferry flights, reroutes based on weather, or the result of a mechanical problem.  It is also possible that these segments are entry or exit segments on which commercial traffic is carried.  For simplicity, flights between airports serving the same city are excluded in the attached rate calculations if they are in scheduled service and report no traffic on board.  This is a very restrictive change because each flight operation is not reported separately.  If a carrier operates 100 flights between two points in the same village, and only one of them has any traffic on board, all flights on that line on the T-100 report would be counted.  The Consolidated Carriers will examine in detail whether all intra-city flights where no traffic is carried should be excluded.  The Carriers will also work with the B.T.S. to clarify the reporting on non-revenue service and perhaps eliminate the need for adjustment in future periods.
Correction of obvious clerical or reporting errors has been routinely performed by the Department in both bush (e.g. Order 2005-6-6) and mainline (e.g. Order 2005-9-16) cases.  From time to time it may become apparent that other clerical or reporting errors are happening.  In any case, the errors detected in this Answer are easy to correct using simple sorting queries, or by comparison of aircraft listed on the T-100 reports with aircraft listed in the financial reports.

Use of Most Current Data

As noted above, it is the policy of the Department to establish mail rates where the effective period begins no more than six months after the end of the reporting period upon which the costs are based.  While this longstanding practice was broken for bush carriers due to the new tender requirements of the Rural Service Improvement Act, the practice was continued for mainline mail carriers.  For example, rates based on the 12 months ended March 31, 2005 were proposed in a Show Cause Order dated August 5, 2005 (Order 2005-8-3).  This Order was served 127 days after the close of the reporting period, with the Final Order issued 48 days later in time to be effective on October 1, 2005.  These Orders included a rate projection adjustment from the midpoint of the costing period (September 30, 2004) to the midpoint of the effective period (March 31, 2006).  Because the Department does not have sufficient data to project cots for bush carriers, it is even more important to minimize the time between the reporting period and the effective date of the new rate.  In most cases, cost levels inflate over time, but even if costs decrease, it is only fair to the Postal Service to use the most current data available to reflect any efficiencies or cost reductions.  Order 2006-3-5 was issued on March 7, 2006, or 248 days after the end of the reporting period.  Even under the original Answer schedule, the rate would not have gone into effect until at least May 1, 2006, or at least ten months after the end of the reporting period.  As the Department stated in Order 2005-6-6 issued June 7, 2005, “We intend to base our subsequent update on data for the year ended June 30, 2005.  We also intend to resume our practice of having final rates in place six months after the end of the reporting period, and to be effective for one-year periods.  (Order 2005-6-6, page 1, “Background”, emphasis added)  The statement of using data for the year ended June 30l, 2005, and having the new rate be effective on January 1, 2006 seemed reasonable at the time.  The intervening factor was the lawsuit of Penair over the legality of negotiated bush mail rates.  Not only did this lawsuit lead to a negotiated settlement, but also the need for an informal rate conference and subsequent comments on the issues debated at the rate conference.  For reasons beyond the control of the Department, an order based on costs for the year ended June 30 could not be issued to be effective on or before January 1, 2006.
In determining which period should be used to set rates, the Consolidated Carriers believe that having rates effective within six months of the end of the period is the more important policy.  The fact that the Department had used period ending on June 30 previously is not decisional.  The Department has used different periods previously in setting bush rates, and uses different dates for setting mainline rates.

It must also be remembered that the Department promised to consider the positions of the various parties to the informal rate conference in setting bush mail rates.  Even before the comments were received (and before they could be considered), the Department had all reports for the year ended September 30, 2005.   The F-2 reports were due on or before November 10, and even carriers that were not reporting T-100 data weekly were to have their reports for September in by November 10.  Indeed, the final T-100 data for the 12 months ended September 30, 2005 were released to the public by the B.T.S. on December 10, 2005, and were available to Department staff before that.  Shortly after Order 2006-3-5 was issued, and before the granting of the 30-day filing extension, the data for YE 12-31-05 were released to the pubic.
The stated policy of the Department is to have rates in effect no later than six months after the end of the reporting period.  The Department also had data for the year ended September 30, 2005 on hand even before the comments about the informal rate conference were received.  Clearly, data for the year ended June 30, 2005 is well out of date and inadequate for ratemaking purposes.
Compensation for LLC Owners

The State of Alaska allows businesses to be organized as Limited Liability Companies.
This organization is similar to a subchapter S corporation, except that it does not allow for owners to take salaried compensation, and does allow more flexible changes in ownership shares.  Under tax law, all compensation for owner/managers must be taken from profits of the LLC and shown on the personal income tax return of the owner/manager.  Consequently, no compensation is reflected on the carriers’ F-2 or F-1 reports for owner/manager compensation.  This is seen in the raw Capacity Related markups for Alaska Seaplanes and Taquan, which are 107% and 111% respectively.
This compensation is not to be confused with Return on Investment.  Return on Investment is passive, and requires only the provision of capital to earn its reward.  Under the LLC organization, active and key managers who happen also to be owners are prevented from receiving compensation for their labor and expertise as regular salaries which can then be included on the F-2 report.  This management labor is actually a Capacity Related Expense, and should appropriately be added to the Capacity Related markup for carriers organized as LLC’s.
Use of “in lieu” adjustments have been made by the Department in similar circumstances where goods or services are provided without reasonable compensation.  For example, the Department has allowed adjustment of Essential Air Service subsidies to compensate owner/managers who do not take salary compensation.

Adjusting the Capacity Related markup is appropriate because the value of the management services provided is directly related to the size of the business being managed.  As shown on Appendix A, a fair rate of total pre-tax compensation is established for the two LLC’s, and this amount is converted to a change in CR markup.  This markup is them assigned to passenger, mail and freight traffic in the same way as other expenses.  The resulting Capacity Related markup for these two carriers puts them in the middle of the Seaplane group, and the results are also in the middle of all bush carrier Capacity Related markups.
Weighting of Commercial Freight at 0.25
The Department adopted a relative weighting technique when it established the bush mail rates 25 years ago.  Relative weighting has been used in a variety of rate and fare cases.  For example, the allowable fare difference between classes of passenger service was based on the relative volume occupied by passengers of each class.  At the time the Civil Aeronautics Board established the relative weighting of 0.75 for freight, all carrier costs were included in ratemaking, and there were no all-cargo carriers in existence when the 0.75 weighting was established.  All then certificated bush carriers transported all categories of traffic in relation to the overall demand for services.
At the time the first separate bush mail rate was proposed, the only two existing mainline carriers, Alaska Airlines and Wien Air Alaska, were heavily subsidized to provide bush service through small local air carriers on a subcontract, code-sharing basis.  In 1980, for example, subcontract carriers were paid $8.25 per revenue ton mile of mail transported, a substantial subsidy above existing freight rates.  Since the institution of separate bush and mainline mail rates, the industry has evolved in significant and parallel ways.  Instead of consisting of two passenger/cargo carriers, the mainline group now consists of only one passenger/cargo carrier and three all-cargo carriers.  At the time the R.S.I.A. was passed, at least one-third of the bush wheel plane carriers earned all or nearly all of the revenue from mail and freight alone.  The number of all-cargo carriers has declined as a result of tender practices of the R.S.I.A., but Appendix B clearly shows that the vast majority of commercial freight in mainline and major bush service travels on all-cargo carriers.  The bifurcation of freight and passengers was a natural result of the setting of compensatory mail pay rates rather than using subsidy to support mail service.  Under the terms of the R.S.I.A., the bifurcation is strengthened as passenger carriers have no incentive to carry freight if it requires giving up capacity that can be used more profitably for passengers or mail.  For example, in Bethel where four passenger carriers compete against all-cargo service, as much as 95% of the freight transported in larger markets is carried by airlines in the freight pool.  In Kotzebue, another hub where cargo service is well established, 70%-90% of freight in major markets is transported by a single all-cargo carrier.
Appendix C compares the cost of transporting freight with the cost to the shipper of mailing a package of a similar weight.  Clearly general commodity rates are being set at levels comparable to postage rates.  In bush Alaska, the Postal Service is the rate maker for transportation of property through its postage rates.  Appendix C also compares the service standards for delivery of mail and freight.  By regulation, all mail must be moved ahead of any freight.  Freight must even be deplaned at intermediate points if the capacity is needed for mail.  For bush passenger carriers, freight has essentially become a byproduct.  Yields are suppressed by postage rates, and service limited by preferential boarding of mail.
The primary question is how to weight a byproduct in air transportation.  Historically there have been two methods accepted for valuing byproducts.  First is to deduct revenue earned from a byproduct from the total expenses generated by all classes of traffic.  Costs of the byproduct are assumed to equal the revenue from the byproduct.  The remaining expenses are divided among the remaining classes of traffic.  Because bush carriers do not report freight revenue separately, it is not possible to make this comparison directly.  Appendix C does compare the revenue per pound of general commodity freight over several major city pairs with the service mail pay for the same shipment by mail.  The mail rate is set at a level compensatory for the services provided, freight rates are set at the market value for the service.
While a 0.75 weighting for freight may have been appropriate when both all-cargo and passenger carrier costs were included in ratemaking, and before the R.S.I.A. essentially bifurcated bush air transportation into cargo specialists and passenger specialists, freight has become a byproduct for passenger carriers.  It weighting in determination of compensatory mail rates should be reduced to 0.25.

CALCULATION OF LINEHAUL RATES
Appendix D is the calculation of Part 135 wheel plane linehaul rates to be effective as soon as possible.  It uses data for the 12 months ended December 31, 2005.  It includes all carriers and aircraft relevant to transportation of mail consistent with the requirements of the Rural Service Improvement Act.  All carriers are included as long as the carrier transports mail in the class pursuant to the class rate, qualifies for bypass tender in any market, carries at least a de minimus (2%) of the mail from any hub, and have been reporting data accurately for at least four reporting periods.  Carriers no longer in business are excluded, and the data for Cape Smythe Air Service is combined for with those of Frontier Flying Service as required by the R.S.I.A..  Appendix E is the same calculation for Seaplane rates.
Nearly every carrier has one or more aircraft that are not used in the transportation of mail to any significant extent.  The Department has already excluded certain mainline aircraft from the calculation of mainline rates for the same reason.  As a standard for including aircraft in ratemaking, the Consolidated Carriers propose and have used two criteria.  First, the aircraft must be in the active fleet at the end of the costing period.  The mail rate set by the Department is predictive of costs to be expected during the effective period, so aircraft no longer in service should not be used to calculate mail rates.  Second, all aircraft used at least 52 block hours per year in scheduled service (F or G classes) should be included.  Aircraft flown less are not scheduled for use in mail transportation, and actually carry little if any mail on the scheduled segments operated.  A higher standard could be applied, but it would not reduce the number of aircraft included unless a very high standard was set.  In that case, it is possible aircraft used to serve special needs could be eliminated.  As a practical matter, exclusion of any aircraft does not materially affect the linehaul rate, it just significantly simplifies the calculation and verification process.

As has been done in the past in both mainline and bush cases, obvious clerical errors have been corrected, including the exclusion of non-revenue operations.  These corrections allow for inclusion of data that previously appeared to be inaccurate or contradictory between financial and T-100 reports.  In the case of turnback flights, no adjustment was made in weighted departures or block times for flights in non-scheduled service, or if the flights operated between two landing areas serving the same point in non-scheduled service or carried any traffic.  Again, these corrections make a tiny and unpredictable change in rates, but accuracy should be the first goal of rate calculation. 

CALCULATION OF TERMINAL CHARGES
Only two changes were made in the data used to calculate terminal charges.  As with the linehaul rate, the terminal charge is affected by inclusion of non-revenue flights.  The same database used to determine linehaul rates is used to determine the terminal charge.  The second change is to correct the value of takeoff weight for the Piper Seneca (PA-34).  Appendix F of Order 2006-3-5 lists the weighted departure value of the Seneca (aircraft code 195) as 7.4 (7,400 lbs. MGTOW), the same as the larger Piper Navajo (PA-31).  The actual maximum gross takeoff weight for the Seneca is 4,700 lbs., or 4.7.  This appears to be a transpositional error.  In some cases, aircraft were added to a carrier fleet of a type already in use in Alaska, so the weighted departure value for that aircraft was taken from the value of the same aircraft in other carrier fleets.  Arctic Circle Air Service’s Shorts 3-30 departures were not shown on Appendix F-3 to Order 2005-3-5.  It has an approved Maximum Gross Takeoff Weight of 22,000 lbs., and its weighted departure value is set at 22.  It appears that this would slightly reduce the calculated terminal charge.
The Department has used takeoff weight in determining weighted departures because it allows for an absolutely consistent valuation of the same aircraft used by different carriers.  Without quoting Ralph Waldo Emerson, the Consolidated Carriers believe the Department should use the reported payload from carriers.  The payload of the same aircraft varies by length of haul even if the takeoff gross does not.  Different aircraft have different payloads depending on installed equipment or modifications.  The deHavilland Beaver on straight floats has significantly more payload than the same aircraft on amphibious floats.  Both types of aircraft are in service in seaplane service.  Use of Jane’s as a reference tends to overstate the takeoff gross of aircraft because the value is for the latest model.  Appendix G shows the calculations of the terminal charge using the Department’s method using weighted departures.
PROPOSED RATES
Based on the calculations in Appendices F and G, the Consolidated Carriers propose that the linehaul rate for Part 135 wheel planes be set at $11.97481 per nonstop revenue ton mile of mail.  The seaplane terminal charge should be $26.22282 per nonstop revenue ton mile of mail.  The terminal charge should be increase from the existing level of $625.85 per ton of mail enplaned on each separate flight to $643.25.  Pursuant to rule 704, the Consolidated Carriers have met their obligation to provide a basis for their objections, have determined the proper rate, and provided all supporting arguments and documentation to calculate the rates.  Because Part 121 bush rates are listed as a separate class from Part 135 rates in the Rural Service Improvement Act, the Consolidated Carriers are not required to address or set a rate for the Part 121 carriers, and have not done so.  Data from Part 121 carriers are included in the terminal charge in the same manner as has been used in previous Orders by the Department.  Data for Tatonduk has been excluded, as in previous orders, because costs for its mainline services are inextricably combined with data for its bush service.  The Consolidated Carriers agree with the Department’s conclusion that all bush terminal costs should be included in a single terminal charge because Part 135 and Part 135 carriers compete or are potentially competitive over all routes operated.  
SUMMARY
Federal Law requires the Department to set intra-Alaskan mail rates at a level that accurately and fairly compensates carriers transporting mail in scheduled service.  In the past, the Department met this requirement by setting temporary rates with final rates set retroactively.  Subsequently, the Department established a trend line for costs to adjust current period costs to the prospective effective period of the new rates.  Since the passage of the R.S.I.A., the Department has determined that there has been neither sufficient time nor consistent membership in the ratemaking pool to determine a trend line adjustment.  Part of this problem is due to the volatility of Part 121 rates, and the impact of those rates being paid over previously all Part 135 service routes.  It is unlikely that this turmoil will be resolved in the near future.  Additional changes in the R.S.I.A. have been proposed in bills now working their way through Congress.  Under these circumstances, the best way to set bush mail rates is to use the most current reliable data available, and correct obvious clerical or reporting errors consistent with established ratemaking standards.
The vast majority of bush mail in Alaska is transported on aircraft operated under Part 135.  To the extent that mail rate adjustments have been delayed due to the use if negotiated rates and legal challenges to those rates, the Part 135 operators have suffered.  The rates proposed herein are accurate, fair and reasonable, and should be adopted as soon as possible.

WHEREFORE, the Consolidated Carriers respectfully request that the rates computed in this Answer be adopted, along with the supporting costing methodology, as soon as possible.
Respectfully submitted,

The Consolidated Carriers

____________________

By Hank Myers

Alaska Seaplane Service, LLC
Baker Aviation, Inc.

Bidzy Ta Hot Anna d/b/a/ Tanana Air Service

Flight Alaska, Inc. d/b/a Yute Air Alaska

Inland Aviation, Inc.

Redemption, Inc. d/b/a Island Air Service

L.A.B. Flying Service, Inc.

Promech, Inc.

Skagway Air Service, Inc.

Smokey Bay Air, Inc.

Spernak Aviation, Inc.

Venture Travel, LLC d/b/a Taquan Air

Warbelow’s Air Ventures, Inc.

Alaska Juneau Air, Inc. d/b/a Wings of Alaska

Wright Air Service, Inc.

April 26, 2006

CERTIFICATE OF SERVICE

I hereby certify that I have this day served a copy of the foregoing Answer of the Consolidated Carriers upon all persons on the mailing list in Docket 14694 by electronic mail.

____________________

Hank Myers

April 26, 2006
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ADJUSTMENT OF CAPACITY

RELATED MARKUP TO LLC OWNER/MANAGERS

Owner/Managers of Limited Liability Companies must take their compensation as profits from the LLC, and then pay taxes on the owner/manager’s individual income tax.  As a result, no compensation for management services is included on the F-2 expense report for an LLC.  Alaska Seaplane Service, LLC and Venture Travel, LLC d/b/a Taquan Air Service are currently the only two LLC air carriers included in the mail rate making base.  Both are seaplane operators.  Below is calculation of the adjustment to the Capacity Related markup needed to provide reasonable compensation to the owner/managers involved.

Carrier
        # of Owner/     Reasonable     Operating
    % of    Current        Proposed 1/

        Managers
        Total Comp.   Expenses
    Exp.
   CR markup  CR markup

Alaska

Seaplanes
   2
         $ 90,000
     $1,060,755    8.48%    107.171%  115.671%
Venture

Travel d/b/a

Taquan

   3
         $250,000     $2,991,510    8.36%    111.905%  120.405%
Weighted Average Capacity Related Average for all non-LLC’s 2/
           112.666%
1/
Current Capacity Related Markup plus 8.5% for owner/manager compensation

2/
Total Capacity Related expenses for all non-LLC carriers in ratemaking base divided Total Direct Expense plus Total Indirect Expense less Capacity Related Expense
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ILLUSTRATION OF BIFURCATION

OF PASSENGERS FROM FREIGHT

IN MAINLINE AND BUSH SERVICE

Mainline Markets

% Freight on Alaska Airlines
% Freight on Cargo Carriers

Anchorage-Bethel



17.21%


82.37%

Anchorage-Dillingham


22.08%


75.56%

Anchorage-Nome



47.15%


52.85%

Anchorage-Kotzebue 



32.17%


67.83%

Bush Markets


% Freight on Carriers

% of Freight on Carriers





In Passenger Pool

In Freight Pool

Bethel-Chifornak


  8.86%


87.18%
Bethel-Hooper Bay


  3.50%


89.52%

Bethel-Kipnuk



  6.11%


77.21%

Bethel-Kwethluk


12.01%


87.96%

Bethel-Mekoryuk


  5.00%


94.98%

Bethel-Chevak



  1.46%


80.67%

Kotzebue-Buckland


  7.02%


90.19%

Kotzebue-Deering


30.40%


64.59%

Kotzebue-Kivalina


44.99%


53.62%

Kotzebue-Point Hope


40.66%


57.52%

Kotzebue-Selawik


33.03%


66.53%

Kotzebue-Noatak


22.26%


77..72%

Bethel and Kotzebue have enjoyed significant all-cargo service longer than other hubs, and are indicative of the trend to bifurcation of passengers and freight since the enactment of the Rural Service Improvement Act. 
Source:  T-100 Reports (AKREL Market) for YE 12-31-05 (Bush) and YE 2-28-06 (Mainline)
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COMPARISON OF FREIGHT AND MAIL

PRICES, SERVICE PAY AND SERVICE PRIORITIES

This exhibit compares the postage rates for sending a 66 lb. package (typical tri-pack of soft drinks) with the general commodity freight rates for the same weight, and the service mail pay paid to the carrier for transporting the same package.  Finally, the service delivery standards are shown for each method of shipment

Market


FAI-AKP

FAI-FYU

FAI-TAL

Mileage

Package Weight

    66 lbs.

    66 lbs.

    66 lbs.

4th Class Postage

$  36.33

$  36.33

$  36.33
Gen’l Commodity Cost
$  44.88

$  23.10

$  26.40
Service Mail Pay

$123.39

$  78.90

$  72.02
Delivery Standards

1/


1/


1/
Market


OTZ-IAN

OTZ-OBU

OTZ-PHO

Mileage

Package Weight

    66 lbs.

    66 lbs.

    66 lbs.

4th Class Postage

$ 36.33

$ 36.33

$ 36.33
Gen’l Commodity Cost
$ 41.58

$ 66.66

$ 61.38
Service Mail Pay

$ 44.51

$ 83.75

$ 81.32
Delivery Standards

1/


1/


1/
Market


OME-GAM

OME-TLA

OME-WMO

Mileage

Package Weight

    66 lbs.

    66 lbs.

    66 lbs.

4th Class Postage

$  36.33

$  36.33

$  36.33
Gen’l Commodity Cost
$  66.00

$  42.90

$  42.90
Service Mail Pay

$100.73

$  44.51

$  45.32
Delivery Standards

1/


1/


1/
_________________________

1/
Any class of freight is loaded after all mail has been loaded, regardless of class or date of tender.  Freight is subject to removal if additional mail is tendered at intermediate points.
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	LINEHAUL RATE CALCULATIONS
	

	
	Part 135  Wheel Plane Rates
	

	
	Year Ended September 30, 2005
	

	1
	System Parameters for Each Carrier
	TOTALS

	2
	Capacity Related Expense (CR) Skd. F-2 as of 2-16-06
	

	3
	Direct Expense (including fuel) Skd. F-2 as 2-16-06
	

	4
	Indirect Expense Skd. F-2 as of 2-16-06
	

	5
	CR Markup (Line 2 divied by Lines 3+4-2)
	

	6
	T-100 Schd. (F+G) Unweighted Total R.T.M.'s - Market Report
	

	7
	T-100 Schd. (F+G) Unweighted Total R.T.M.'s - Segment Report
	

	8
	Circuity Markup (Negative if less less than 100%)
	

	
	
	

	
	Aircraft Name
	

	
	Aircraft Code
	

	9
	Fuel Expense (YE 9-30-05)
	

	10
	Passenger Liability Insurance
	

	11
	Direct Expense
	

	12
	Allocable to Mail Rates (Line 11 - Line 10)
	

	13
	Unit Costs per Block Hour (Line 12 divided by Line 18)
	

	
	Markups Per Carrier System Parameters
	

	14
	Linehaul + Capacity Related Markup (line 12 times line 5)
	

	15
	Line 14 plus markup for Return and Tax (Line 14 times 109.46%)
	

	16
	Line 15 plus markup for Circuity (Line 15 times Line 8)
	

	17
	Total Adjusted Costs per Block Hour (Line 16 divided by Line 18)
	

	
	
	

	18
	System Revenue Block Hours, T-100 Segment
	180229.1

	19
	Eligible Block Hours (F + G classes of service)
	153282.4

	20
	Eligible Linehaul Expenses (Line 17 times Line 19)
	

	
	
	

	21
	Eligible Passenger R.T.M.'s (at 200 lbs. per passenger)
	0.000

	22
	Eligible Freight R.T.M.s @ 0.25
	0.000

	23
	Eligible F+G Mail R.T.M.'s @ 1.00
	2,476,872.397

	24
	Total Eligible F+G Revenue Ton Miles (sum Lines 21-23)
	7,856,858.583

	25
	Unit Cost per Revenue Ton Mile (Line 20 divided by Line 24)
	 

	
	
	

	26
	Percentage of Total Mail Revenue Ton Miles (Line 23 by A/C Type)
	99.95%

	27
	Unit Costs Weighted by Mail R.T.M.'s (Line 25 times Line 26)
	$11.97481

	
	
	

	28
	Eligible Aircraft Miles (F +  G Service)
	

	29
	Eligible Available Ton Miles (F + G Service)
	

	30
	Eligible Departures (F + G Service)
	

	
	
	

	31
	Ton Load Factor ((Line 21+23+[Line 22*1.333])/(Line 29))
	

	32
	Average Stage Length (Line 28 divided by Line 30)
	

	33
	Average Capacity per Mile ((Line 29/Line 28)time 2,000)
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	Arctic Circle
	Arctic Circle
	Arctic Circle
	Arctic Circle
	Arctic Circle
	Arctic Circle

	$762,982
	
	
	
	
	

	$8,130,178
	
	
	
	
	

	$1,862,711
	
	
	
	
	

	108.27%
	108.27%
	108.27%
	108.27%
	108.27%
	108.27%

	706,533.642
	
	
	
	
	

	776,201.583
	
	
	
	
	

	109.86%
	109.86%
	109.86%
	109.86%
	109.86%
	109.86%

	
	
	
	
	
	

	Single Engine
	Cessna 402
	Cessna 208
	Beech C-90
	Shorts SC-7
	Shorts 330

	035/079
	125
	416
	457
	486
	487

	$199,179
	$421,009
	$128,103
	$816,854
	$456,518
	$279,258

	$24,028
	$26,974
	$7,695
	$7,366
	$3,172
	$1,470

	$1,012,912
	$1,634,012
	$574,515
	$2,673,909
	$1,286,362
	$948,468

	$988,884
	$1,607,038
	$566,820
	$2,666,543
	$1,283,190
	$946,998

	
	
	
	
	
	

	
	
	
	
	
	

	$1,070,629
	$1,739,882
	$613,676
	$2,886,970
	$1,389,264
	$1,025,281

	$1,171,911
	$1,904,475
	$671,729
	$3,160,078
	$1,520,688
	$1,122,272

	$1,287,467
	$2,092,267
	$737,965
	$3,471,678
	$1,670,636
	$1,232,934

	$375.66
	$560.84
	$877.09
	$845.92
	$1,040.88
	$1,778.66

	
	
	
	
	
	

	3427.2
	3730.6
	841.4
	4104.0
	1605.0
	693.2

	2541.3
	3698.7
	630.8
	4071.1
	1308.0
	546.8

	$954,667
	$2,074,385
	$553,266
	$3,443,805
	$1,361,493
	$972,539

	
	
	
	
	
	

	
	
	
	
	
	

	
	
	
	
	
	

	48,861.720
	106,937.185
	27,616.744
	208,985.435
	27,285.699
	25,399.461

	54,157.381
	141,843.391
	33,221.206
	234,060.159
	48,336.949
	39,407.116

	$17.63
	$14.62
	$16.65
	$14.71
	$28.17
	$24.68

	
	
	
	
	
	

	0.019727185
	0.04317428
	0.01114985
	0.08437473
	0.01101619
	0.0102547

	$0.34774
	$0.63140
	$0.18569
	$1.24143
	$0.31029
	$0.25308
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	Bering
	Bering
	Bering
	Bering
	Bering
	Bering
	Flight Alaska

	$1,383,539
	
	
	
	
	
	$209,584

	$12,847,234
	
	
	
	
	
	$1,392,236

	$4,803,931
	
	
	
	
	
	$741,983

	108.50%
	108.50%
	108.50%
	108.50%
	108.50%
	108.50%
	110.89%

	950,621.790
	
	
	
	
	
	183,897.371

	1,020,005.967
	
	
	
	
	
	196,441.464

	107.30%
	107.30%
	107.30%
	107.30%
	107.30%
	107.30%
	106.82%

	
	
	
	
	
	
	

	Cessna 206/7
	PA-31
	Beech 1900
	Beech 200
	CASA 212
	Cessna 208
	Cessna 206/7

	035
	194
	405
	406
	412
	416
	035

	$28,367
	$1,046,125
	$551,015
	$530,424
	$225,016
	$1,407,574
	$381,587

	$2,517
	$83,709
	$49,835
	$50,165
	$21,571
	$135,688
	$85,000

	$80,113
	$2,932,001
	$1,772,003
	$1,807,243
	$683,823
	$5,145,788
	$1,392,236

	$77,596
	$2,848,292
	$1,722,168
	$1,757,078
	$662,252
	$5,010,100
	$1,307,236

	
	
	
	
	
	
	

	
	
	
	
	
	
	

	$84,195
	$3,090,535
	$1,868,636
	$1,906,515
	$718,576
	$5,436,202
	$1,449,588

	$92,160
	$3,382,900
	$2,045,409
	$2,086,871
	$786,553
	$5,950,467
	$1,586,719

	$98,887
	$3,629,812
	$2,194,700
	$2,239,188
	$843,962
	$6,384,781
	$1,694,953

	$221.27
	$607.13
	$1,409.04
	$1,538.26
	$1,559.48
	$790.27
	$268.48

	
	
	
	
	
	
	

	446.9
	5978.6
	1557.6
	1455.7
	541.2
	8079.3
	6313.1

	193.1
	4676.3
	1009.6
	601.4
	266.6
	7001.7
	6140.5

	$42,717
	$2,839,115
	$1,422,521
	$925,159
	$415,808
	$5,533,203
	$1,648,613

	
	
	
	
	
	
	

	
	
	
	
	
	
	

	
	
	
	
	
	
	

	2,820.809
	47,480.287
	53,849.923
	12,175.253
	21,546.675
	181,193.522
	50,299.291

	4,376.994
	244,643.041
	133,809.044
	54,687.417
	26,026.420
	503,188.827
	195,107.331

	$9.76
	$11.61
	$10.63
	$16.92
	$15.98
	$11.00
	$8.45

	
	
	
	
	
	
	

	0.001138859
	0.01916945
	0.0217411
	0.0049156
	0.0086991
	0.07315416
	0.020307582

	$0.01111
	$0.22246
	$0.23113
	$0.08316
	$0.13898
	$0.80442
	$0.17159
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	Frontier
	Frontier
	Frontier
	Frontier
	Frontier
	Grant

	$1,939,938
	
	
	
	
	$2,015,349

	$22,232,682
	
	
	
	
	$10,952,868

	$8,793,917
	
	
	
	
	$3,761,915

	106.67%
	106.67%
	106.67%
	106.67%
	106.67%
	115.87%

	4,873,818.654
	
	
	
	
	1,164,234.370

	5,060,746.361
	
	
	
	
	1,252,292.655

	103.84%
	103.84%
	103.84%
	103.84%
	103.84%
	107.56%

	
	
	
	
	
	

	Cessna 206/7
	PA-31
	Beech 99
	Cheyenne
	Piper 1040
	Cessna 206/7

	035
	194
	404
	476
	478
	035

	$43,055
	$1,546,057
	$168,519
	$145,662
	$145,662
	$822,639

	$24,264
	$200,998
	$47,058
	$16,849
	$16,849
	$297,489

	$260,828
	$4,729,748
	$573,443
	$382,326
	$382,326
	$3,491,367

	$236,564
	$4,528,750
	$526,385
	$365,477
	$365,477
	$3,193,878

	
	
	
	
	
	

	
	
	
	
	
	

	$252,342
	$4,830,795
	$561,492
	$389,853
	$389,853
	$3,700,734

	$276,213
	$5,287,789
	$614,609
	$426,733
	$426,733
	$4,050,823

	$286,807
	$5,490,594
	$638,182
	$443,099
	$443,099
	$4,357,212

	$412.89
	$567.61
	$1,439.83
	$790.90
	$404.16
	$417.66

	
	
	
	
	
	

	694.6
	9673.3
	443.2
	560.3
	1096.3
	10432.4

	410.6
	9285.2
	411.3
	395.5
	999.7
	10265.8

	$169,532
	$5,270,334
	$592,227
	$312,799
	$404,030
	$4,287,650

	
	
	
	
	
	

	
	
	
	
	
	

	
	
	
	
	
	

	5,949.393
	195,938.757
	14,409.905
	11,325.914
	32,671.338
	88,709.112

	11,288.383
	510,170.016
	33,740.034
	28,076.734
	72,855.266
	309,789.936

	$15.02
	$10.33
	$17.55
	$11.14
	$5.55
	$13.84

	
	
	
	
	
	

	0.002401978
	0.07910733
	0.0058178
	0.00457267
	0.01319056
	0.035814971

	$0.03607
	$0.81722
	$0.10212
	$0.05094
	$0.07315
	$0.49570
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	Grant
	Grant
	Grant
	Grant
	Hageland
	Hageland
	Hageland

	
	
	
	
	$1,052,825
	
	

	
	
	
	
	$20,394,421
	
	

	
	
	
	
	$6,121,039
	
	

	115.87%
	115.87%
	115.87%
	115.87%
	104.13%
	104.13%
	104.13%

	
	
	
	
	1,495,125.167
	
	

	
	
	
	
	1,640,022.358
	
	

	107.56%
	107.56%
	107.56%
	107.56%
	109.69%
	109.69%
	109.69%

	
	
	
	
	
	
	

	Cessna 172
	PA-31
	Beech 200
	Cessna 208
	Cessna 206/7
	Cessna 172
	Beech 1900

	036
	194
	406
	416
	035
	036
	405

	$75,172
	$915,236
	$641,613
	$543,188
	$1,120,722
	$26,446
	$815,819

	$31,249
	$190,281
	$46,862
	$132,164
	$426,574
	$22,142
	$169,800

	$455,569
	$2,759,218
	$1,586,442
	$2,512,246
	$4,762,525
	$112,569
	$3,553,191

	$424,320
	$2,568,937
	$1,539,580
	$2,380,082
	$4,335,951
	$90,427
	$3,383,391

	
	
	
	
	
	
	

	
	
	
	
	
	
	

	$491,658
	$2,976,617
	$1,783,905
	$2,757,791
	$4,515,233
	$94,166
	$3,523,287

	$538,169
	$3,258,205
	$1,952,663
	$3,018,678
	$4,942,374
	$103,074
	$3,856,590

	$578,874
	$3,504,643
	$2,100,355
	$3,247,000
	$5,421,355
	$113,063
	$4,230,344

	$383.42
	$690.64
	$1,206.88
	$994.59
	$304.41
	$665.14
	$1,557.77

	
	
	
	
	
	
	

	1509.8
	5074.5
	1740.3
	3264.7
	17809.5
	170.0
	2715.6

	1485.9
	5028.6
	1729.8
	3244.0
	12663.3
	109.3
	1321.3

	$569,704
	$3,472,897
	$2,087,642
	$3,226,445
	$3,854,807
	$72,689
	$2,058,261

	
	
	
	
	
	
	

	
	
	
	
	
	
	

	
	
	
	
	
	
	

	3,525.989
	66,872.558
	44,062.951
	60,693.772
	100,883.089
	180.326
	51,663.441

	16,558.949
	406,805.716
	271,735.398
	216,407.068
	364,256.431
	1,242.962
	177,037.318

	$34.40
	$8.54
	$7.68
	$14.91
	$10.58
	$58.48
	$11.63

	
	
	
	
	
	
	

	0.00142356
	0.02699879
	0.01778975
	0.0245042
	0.040730031
	7.2804E-05
	0.02085834

	$0.04898
	$0.23049
	$0.13667
	$0.36534
	$0.43103
	$0.00426
	$0.24250
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	Hageland
	Hageland
	Iliamna
	Iliamna
	Iliamna
	Island

	
	
	$153,624
	
	
	$322,084

	
	
	$2,057,331
	
	
	$1,060,304

	
	
	$365,226
	
	
	$898,920

	104.13%
	104.13%
	106.77%
	106.77%
	106.77%
	119.67%

	
	
	185,006.648
	
	
	69,175.208

	
	
	188,315.398
	
	
	98,012.058

	109.69%
	109.69%
	101.79%
	101.79%
	101.79%
	141.69%

	
	
	
	
	
	

	Cessna 208
	Cessna 406
	Cessna 206/7
	DHC-2 Beaver
	Pilatus PC-12
	PA-32[R]

	416
	417
	035
	040
	479
	079

	$2,308,322
	$1,009,955
	$109,431
	$10,344
	$446,524
	$34,611

	$406,471
	$162,972
	$53,366
	$16,526
	$51,370
	$11,522

	$8,501,409
	$3,450,808
	$369,712
	$51,438
	$1,224,344
	$176,431

	$8,094,938
	$3,287,836
	$316,346
	$34,912
	$1,172,974
	$164,909

	
	
	
	
	
	

	
	
	
	
	
	

	$8,429,646
	$3,423,781
	$337,765
	$37,276
	$1,252,393
	$197,352

	$9,227,091
	$3,747,671
	$369,718
	$40,802
	$1,370,870
	$216,022

	$10,121,317
	$4,110,869
	$376,330
	$41,532
	$1,395,387
	$306,074

	$820.33
	$1,383.70
	$259.11
	$447.94
	$870.29
	$566.51

	
	
	
	
	
	

	12338.1
	2970.9
	1452.4
	92.7
	1603.4
	540.3

	10783.5
	2352.2
	392.4
	54.2
	1335.1
	540.3

	$8,846,082
	$3,254,748
	$101,682
	$24,293
	$1,161,947
	$306,074

	
	
	
	
	
	

	
	
	
	
	
	

	
	
	
	
	
	

	245,999.813
	58,490.058
	5,902.130
	1,225.758
	97.614
	1,360.036

	809,731.242
	217,784.838
	7,068.634
	1,373.505
	168,084.241
	10,027.136

	$10.92
	$14.94
	$14.38
	$17.69
	$6.91
	$30.52

	
	
	
	
	
	

	0.09931873
	0.02361448
	0.002382896
	
	3.94102E-05
	0.00054909

	$1.08503
	$0.35291
	$0.03428
	
	$0.00027
	$0.01676
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	Island
	L.A.B.
	L.A.B.
	L.A.B.
	L.A.B.
	Penair

	
	$189,094
	
	
	
	$5,887,575

	
	$1,435,727
	
	
	
	$38,982,177

	
	$849,048
	
	
	
	$18,421,115

	119.67%
	109.02%
	109.02%
	109.02%
	109.02%
	111.43%

	
	126,697.666
	
	
	
	10,736,491.924

	
	128,844.279
	
	
	
	11,005,710.916

	141.69%
	101.69%
	101.69%
	101.69%
	101.69%
	102.51%

	
	
	
	
	
	

	BN-2 Islander
	PA-32[R]
	PA-28[R]
	BN-2 Islander
	PA-31
	PA-32[R]

	131
	079
	084
	131
	194
	079

	$234,466
	$259,921
	$53,528
	$23,906
	$53,620
	$506,680

	$42,035
	$61,042
	$29,762
	$39,966
	$59,684
	$227,514

	$680,630
	$785,208
	$217,773
	$99,972
	$193,848
	$2,452,540

	$638,595
	$724,166
	$188,011
	$60,006
	$134,164
	$2,225,026

	
	
	
	
	
	

	
	
	
	
	
	

	$764,229
	$789,508
	$204,975
	$65,420
	$146,270
	$2,479,317

	$836,526
	$864,195
	$224,366
	$71,609
	$160,107
	$2,713,861

	$1,185,245
	$878,837
	$228,167
	$72,822
	$162,819
	$2,781,911

	$560.99
	$164.28
	$159.46
	$284.48
	$273.63
	$334.12

	
	
	
	
	
	

	2112.8
	5349.6
	1430.9
	256.0
	595.0
	8326.1

	2112.8
	5118.9
	1409.4
	248.7
	561.2
	7237.4

	$1,185,245
	$840,948
	$224,736
	$70,760
	$153,552
	$2,418,140

	
	
	
	
	
	

	
	
	
	
	
	

	
	
	
	
	
	

	6,057.039
	17,374.836
	1,867.420
	1,483.701
	2,753.749
	46,713.635

	72,890.715
	83,287.717
	13,378.911
	3,218.312
	22,419.973
	140,461.154

	$16.26
	$10.10
	$16.80
	$21.99
	$6.85
	$17.22

	
	
	
	
	
	

	0.002445438
	0.00701483
	0.0007539
	0.000599022
	0.0011118
	0.018859928

	$0.03976
	$0.07083
	$0.01266
	$0.01317
	$0.00761
	$0.32469
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	Penair
	Penair
	Penair
	Servant
	Servant
	Smokey Bay
	Tanana

	
	
	
	$157,921
	
	$476,374
	$37,633

	
	
	
	$577,244
	
	$657,736
	$234,539

	
	
	
	$511,790
	
	$570,697
	$74,932

	111.43%
	111.43%
	111.43%
	116.96%
	116.96%
	163.34%
	113.84%

	
	
	
	25,429.905
	
	11,758.842
	11,296.072

	
	
	
	26,557.175
	
	11,997.368
	12,076.671

	102.51%
	102.51%
	102.51%
	104.43%
	104.43%
	102.03%
	106.91%

	
	
	
	
	
	
	

	PA-31
	Cessna 208
	Piper 1040
	Cessna 206/7
	PA-32[R]
	Cessna 206/7
	PA-32[R]

	194
	416
	478
	035
	079
	035
	079

	$144,510
	$590,888
	$148,846
	$78,737
	$18,838
	$111,010
	$64,535

	$131,528
	$196,537
	$39,995
	$12,561
	$6,226
	$70,832
	$12,670

	$758,545
	$3,317,438
	$646,160
	$246,692
	$80,599
	$657,556
	$188,505

	$627,017
	$3,120,901
	$606,165
	$234,131
	$74,373
	$586,724
	$175,835

	
	
	
	
	
	
	

	
	
	
	
	
	
	

	$698,677
	$3,477,579
	$675,442
	$273,841
	$86,987
	$958,370
	$200,177

	$764,772
	$3,806,558
	$739,339
	$299,746
	$95,216
	$1,049,032
	$219,114

	$783,948
	$3,902,008
	$757,878
	$313,033
	$99,437
	$1,070,312
	$234,256

	$871.07
	$921.06
	$1,099.04
	$279.09
	$322.43
	$263.94
	$85.69

	
	
	
	
	
	
	

	900.0
	4236.5
	689.6
	1121.6
	308.4
	4055.1
	2733.8

	556.4
	3819.7
	592.7
	548.9
	150.3
	1134.5
	2548.7

	$484,649
	$3,518,143
	$651,381
	$153,202
	$48,456
	$299,446
	$218,391

	
	
	
	
	
	
	

	
	
	
	
	
	
	

	
	
	
	
	
	
	

	8,712.122
	106,693.728
	19,767.506
	1,790.207
	618.881
	3,286.257
	7,986.790

	33,274.275
	282,648.231
	42,557.345
	12,118.631
	3,301.360
	11,257.634
	11,621.585

	$14.57
	$12.45
	$15.31
	$12.64
	$14.68
	$26.60
	$18.79

	
	
	
	
	
	
	

	0.0035174
	0.04307599
	0.0079808
	0.000722769
	0.00025
	0.001326777
	0.0032245

	$0.05123
	$0.53617
	$0.12215
	$0.00914
	$0.00367
	$0.03529
	$0.06060
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	Tatonduk
	Tatonduk
	Tatonduk
	Warbelow's
	Warbelow's
	Wings

	$3,750,775
	
	
	$550,497
	
	$524,072

	$24,776,597
	
	
	$7,390,767
	
	$1,718,211

	$9,600,735
	
	
	$1,958,550
	
	$1,799,575

	112.25%
	112.25%
	112.25%
	106.26%
	106.26%
	117.51%

	1,523,775.347
	
	
	934,930.419
	
	222,430.739

	1,621,675.982
	
	
	984,699.868
	
	226,763.472

	106.42%
	106.42%
	106.42%
	105.32%
	105.32%
	101.95%

	
	
	
	
	
	

	PA-32[R]
	PA-31
	Cessna 208
	Cessna 206/7
	PA-31
	Cessna 206/7

	079
	194
	416
	035
	194
	035

	$96,874
	$29,119
	$58,562
	$67,304
	$1,880,651
	$88,475

	$16,747
	$16,442
	$41,770
	$35,540
	$151,960
	$39,326

	$310,938
	$191,787
	$370,539
	$320,338
	$7,071,428
	$628,744

	$294,191
	$175,345
	$328,769
	$284,798
	$6,919,468
	$589,418

	
	
	
	
	
	

	
	
	
	
	
	

	$330,220
	$196,819
	$369,033
	$302,616
	$7,352,384
	$692,600

	$361,459
	$215,438
	$403,943
	$331,244
	$8,047,919
	$758,120

	$384,682
	$229,280
	$429,896
	$348,877
	$8,476,337
	$772,887

	$140.71
	$459.72
	$727.40
	$243.58
	$544.56
	$337.93

	
	
	
	
	
	

	2733.8
	498.7
	591.0
	1432.3
	15565.4
	2287.2

	2548.7
	456.9
	431.9
	1361.7
	15321.4
	2074.0

	$358,629
	$210,040
	$314,166
	$331,673
	$8,343,472
	$700,864

	
	
	
	
	
	

	
	
	
	
	
	

	
	
	
	
	
	

	37,310.625
	15,814.222
	14,085.169
	9,410.662
	208,977.951
	5,626.508

	57,996.468
	24,041.199
	25,903.824
	24,331.858
	902,274.068
	53,771.218

	$6.18
	$8.74
	$12.13
	$13.63
	$9.25
	$13.03

	
	
	
	
	
	

	0.015063604
	0.0063848
	0.00568668
	0.003799413
	0.08437171
	0.002271618

	$0.09315
	$0.05578
	$0.06897
	$0.05179
	$0.78020
	$0.02961
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	Wings
	Wright
	Wright
	
	
	
	

	
	$1,012,557
	
	
	
	
	

	
	$4,706,993
	
	
	
	
	

	
	$1,727,409
	
	
	
	
	

	117.51%
	118.68%
	118.68%
	
	
	
	

	
	588,844.928
	
	
	
	
	

	
	636,976.114
	
	
	
	
	

	101.95%
	108.17%
	108.17%
	
	
	
	

	
	
	
	
	
	
	

	Cessna 208
	PA-31
	Cessna 208
	
	
	
	

	416
	194
	416
	
	
	
	

	$215,392
	$210,831
	$799,598
	
	
	
	

	$53,919
	$73,566
	$174,698
	
	
	
	

	$1,103,775
	$821,871
	$3,025,846
	
	
	
	

	$1,049,856
	$748,305
	$2,851,148
	
	
	
	

	
	
	
	
	
	
	

	
	
	
	
	
	
	

	$1,233,641
	$888,055
	$3,383,614
	
	
	
	

	$1,350,344
	$972,065
	$3,703,704
	
	
	
	

	$1,376,647
	$1,051,520
	$4,006,439
	
	
	
	

	$697.60
	$551.82
	$490.36
	
	
	
	

	
	
	
	
	
	
	

	1973.4
	1905.5
	8170.5
	
	
	
	

	1811.8
	656.5
	7086.3
	
	
	
	

	$1,263,891
	$362,291
	$3,474,779
	
	
	
	

	
	
	
	
	
	
	

	
	
	
	
	
	
	

	
	
	
	
	
	
	

	16,575.816
	10,299.980
	129,251.647
	
	
	
	

	120,338.430
	36,602.562
	532,264.033
	
	
	
	

	$10.50
	$9.90
	$6.53
	
	
	
	

	
	
	
	
	
	
	

	0.00669224
	0.00415846
	0.05218341
	
	
	
	

	$0.07029
	$0.04116
	$0.34067
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	LINEHAUL RATE CALCULATIONS
	

	
	Part 135 Seaplane Rates
	

	
	Year Ended September 30, 2005
	

	1
	System Parameters for Each Carrier
	TOTALS

	2
	Capacity Related Expense (CR) Skd. F-2 as of 2-16-06
	$7,798,858

	3
	Direct Expense (including fuel) Skd. F-2 as 2-16-06
	$48,743,161

	4
	Indirect Expense Skd. F-2 as of 2-16-06
	$25,497,059

	5
	CR Markup (Line 2 divied by Lines 3+4-2)
	 

	6
	T-100 Schd. (F+G) Unweighted Total  R.T.M.'s - Market Report
	11,126,937.276

	7
	T-100 Schd. (F+G) Unweighted Total R.T.M.'s - Segment Report
	11,436,991.779

	8
	Circuity Markup (Negative if less less than 100%)
	 

	
	
	

	
	Aircraft Name
	ALL

	
	Aircraft Code
	-------

	9
	Fuel Expense (YE 9-30-05)
	$1,637,887

	10
	Passenger Liability Insurance
	$545,872

	11
	Direct Expense
	$8,375,945

	12
	Allocable to Mail Rates (Line 11 - Line 10)
	$7,830,073

	13
	Unit Costs per Block Hour (Line 12 divided by Line 18)
	

	
	Markups Per Carrier System Parameters
	

	14
	Linehaul + Capacity Related Markup (line 12 times line 5)
	$8,901,528

	15
	Line 14 plus markup for Return and Tax (Line 14 times 109.46%)
	$9,743,612

	16
	Line 15 plus markup for Circuity (Line 15 times Line 8)
	$10,162,839

	17
	Total Adjusted Costs per Block Hour (Line 16 divided by Line 18)
	

	
	
	

	18
	System Revenue Block Hours, T-100 Segment
	19,078.1

	19
	Eligible Block Hours (F + G classes of service)
	9,978.7

	20
	Eligible Linehaul Expenses (Line 17 times Line 19)
	

	
	
	

	21
	Eligible Passenger R.T.M.'s (at 200 lbs. per passenger)
	0.000

	22
	Eligible Freight R.T.M.s @ 0.25
	0.000

	23
	Eligible Mail R.T.M.'s @ 1.00
	57,617.963

	24
	Total Eligible Revenue Ton Miles
	220,718.629

	25
	Unit Cost per Revenue Ton Mile (Line 20 divided by Line 24)
	 

	
	
	

	26
	Percentage of Total Mail Revenue Ton Miles (Line 23 by A/C Type)
	100.000%

	27
	Unit Costs Weighted by Mail R.T.M.'s (Line 25 times Line 26)
	$26.22282

	
	
	

	28
	Eligible Aircraft Miles (F +  G Service)
	

	29
	Eligible Available Ton Miles (F + G Service)
	

	30
	Eligible Departures (F + G Service)
	

	
	
	

	31
	Ton Load Factor ((Line 21+23+[Line 22*1.333])/(Line 29))
	

	32
	Average Stage Length (Line 28 divided by Line 30)
	

	33
	Average Capacity per Mile ((Line 29/Line 28)time 2,000)
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	AK Seaplanes
	AK Seaplanes
	Island Air
	PenAir
	Promech
	Promech

	$70,978
	
	$322,084
	$5,887,575
	$517,979
	

	$749,881
	
	$1,060,304
	$38,982,177
	$3,569,689
	

	$310,874
	
	$898,920
	$18,421,115
	$2,648,930
	

	115.67%
	115.67%
	119.67%
	111.43%
	109.09%
	109.09%

	32,284.460
	
	69,175.208
	10,736,491.924
	
	

	35,627.521
	
	98,012.058
	11,005,710.916
	
	

	110.36%
	110.36%
	141.69%
	102.51%
	100.00%
	100.00%

	
	
	
	
	
	

	Cessna 180
	DHC-2
	DHC-2
	Grumman Goose
	Cessna 185
	DHC-2

	030
	040
	040
	170
	033
	040

	$15,609
	$159,953
	$30,596
	$121,445
	$64,961
	$284,068

	$6,381
	$39,539
	$8,442
	$82,784
	$7,200
	$50,426

	$79,121
	$670,759
	$156,007
	$1,072,828
	$222,683
	$1,106,990

	$72,740
	$631,220
	$147,565
	$990,044
	$215,483
	$1,056,564

	$250.60
	$289.64
	$949.79
	$1,466.70
	$262.85
	$303.84

	
	
	
	
	
	

	$84,139.17
	$730,139.18
	$176,596.31
	$1,103,193.13
	$235,062.50
	$1,152,566.90

	$92,098.73
	$799,210.35
	$193,302.33
	$1,207,555.19
	$257,299.41
	$1,261,599.73

	$101,635.57
	$881,968.71
	$273,883.65
	$1,237,834.80
	$257,299.41
	$1,261,599.73

	$350.15
	$404.70
	$1,762.82
	$1,833.78
	$313.86
	$362.80

	
	
	
	
	
	

	290.3
	2,179.3
	155.4
	675.0
	819.8
	3,477.4

	156.3
	1,709.2
	155.4
	637.9
	279.8
	1,705.8

	$54,728
	$691,701
	$273,884
	$1,169,710
	$87,817
	$618,873

	
	
	
	
	
	

	
	
	
	
	
	

	
	
	
	
	
	

	202.928
	5,400.287
	265.619
	3,562.200
	268.499
	4,877.847

	1,876.572
	30,209.070
	2,790.094
	21,609.461
	3,682.586
	34,729.444

	$29.163682
	$22.897117
	$98.162868
	$54.129520
	$23.846561
	$17.819833

	
	
	
	
	
	

	0.352%
	9.373%
	0.461%
	6.182%
	0.466%
	8.466%

	$0.10271
	$2.14605
	$0.45253
	$3.34653
	$0.11112
	$1.50860
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	Promech
	Servant
	Taquan
	Wings
	Wings
	

	
	$157,921
	$318,249
	$524,072
	
	

	
	$577,244
	$2,085,655
	$1,718,211
	
	

	
	$511,790
	$905,855
	$1,799,575
	
	

	109.09%
	116.96%
	120.40%
	117.51%
	117.51%
	

	
	25,429.905
	41,125.041
	222,430.739
	
	

	
	26,557.175
	44,320.638
	226,763.472
	
	

	100.00%
	104.43%
	107.77%
	101.95%
	101.95%
	

	
	
	
	
	
	

	DHC-3
	Cessna 185
	DHC-2
	Cessna 206
	DHC-2
	

	042
	033
	040
	035
	040
	

	$338,323
	$25,681
	$503,917
	$9,342
	$83,992
	

	$135,320
	$5,218
	$174,521
	$4,908
	$31,133
	

	$2,240,016
	$93,443
	$2,085,655
	$93,518
	$554,925
	

	$2,104,696
	$88,225
	$1,911,134
	$88,610
	$523,792
	

	$495.69
	$227.66
	$369.87
	$361.21
	$365.02
	

	
	
	
	
	
	

	$2,295,935.64
	$103,188.36
	$2,301,098.95
	$104,121.84
	$615,485.70
	

	$2,513,131.15
	$112,949.98
	$2,518,782.91
	$113,971.77
	$673,710.65
	

	$2,513,131.15
	$117,956.89
	$2,714,503.51
	$116,191.83
	$686,833.87
	

	$591.88
	$304.38
	$525.35
	$473.64
	$478.64
	

	
	
	
	
	
	

	4,246.0
	387.5
	5,167.0
	245.3
	1,435.0
	

	1,272.8
	367.0
	2,161.1
	207.5
	1,326.0
	

	$753,345
	$111,697
	$1,135,344
	$98,272
	$634,679
	

	
	
	
	
	
	

	
	
	
	
	
	

	
	
	
	
	
	

	5,459.324
	568.738
	32,581.383
	545.730
	3,885.410
	

	45,990.105
	1,963.889
	43,409.872
	3,383.920
	31,073.618
	

	$16.380578
	$56.875336
	$26.154044
	$29.041006
	$20.424997
	

	
	
	
	
	
	

	9.475%
	0.987%
	56.547%
	0.947%
	6.743%
	

	$1.55207
	$0.56141
	$14.78940
	$0.27506
	$1.37734
	

	
	
	
	
	
	

	
	
	
	
	
	

	
	
	
	
	
	


	BUSH TERMINAL CHARGE CALCULATIONS
	
	Appendix F

	COST PER WEIGHTED DEPARTURE, YE 9-30-2005
	
	
	

	Carrier
	Dep. Related
	Capacity Rel. Markup
	Total Expense
	Wtd Dep's.
	$/Wtd. Dep.

	Alaska Seaplanes
	$204,759
	115.671%
	$236,847
	16,231.2
	$14.59208

	Arctic Circle
	$1,069,094
	108.266%
	$1,157,470
	125,287.8
	$9.23849

	Bering
	$1,807,410
	108.505%
	$1,961,128
	297,685.0
	$6.58793

	Era
	$1,005,959
	129.450%
	$1,302,209
	270,762.5
	$4.80941

	Flight Alaska
	$484,361
	110.890%
	$537,106
	54,201.3
	$9.90946

	Frontier
	$5,577,211
	106.670%
	$5,949,184
	443,380.5
	$13.41778

	Grant
	$1,382,989
	115.870%
	$1,602,464
	233,468.3
	$6.86373

	Hageland
	$3,089,324
	104.135%
	$3,217,061
	518,571.6
	$6.20370

	Iliamna
	$143,114
	106.771%
	$152,804
	48,681.8
	$3.13883

	Island
	$240,764
	119.674%
	$288,131
	39,702.6
	$7.25723

	L.A.B.
	$407,707
	109.023%
	$444,495
	49,148.5
	$9.04391

	Penair
	$6,604,156
	111.429%
	$7,358,925
	517,831.4
	$14.21104

	Promech
	$1,620,464
	109.086%
	$1,767,705
	111,046.9
	$15.91854

	Servant
	$341,435
	116.960%
	$399,344
	23,127.1
	$17.26736

	Smokey Bay
	$21,269
	108.717%
	$23,123
	49,450.5
	$0.46760

	Tanana
	$27,152
	113.844%
	$30,911
	10,014.6
	$3.08658

	Taquan
	$368,579
	120.405%
	$443,787
	36,546.6
	$12.14305

	Warbelow's
	$785,489
	106.256%
	$834,633
	124,889.8
	$6.68296

	Wings
	$974,279
	117.506%
	$1,144,834
	74,763.0
	$15.31284

	Wright
	$502,124
	118.676%
	$595,898
	100,275.2
	$5.94263

	TOTAL
	
	
	$29,448,057
	3,145,066.2
	$9.36325

	TOTAL YE 6-30-2003
	
	
	
	$9.11000

	% CHANGE VS. YE 6-30-2003
	
	
	
	102.78%

	TERMINAL CHARGE YE 6-30-2003
	
	
	
	$625.85

	TERMINAL CHARGE YE 12-31-2005
	
	
	
	$643.25

	ERA AVIATION DETAIL
	
	
	
	

	YE 12-31-05 Segment Data
	
	
	
	

	Aircraft Type
	
	deHavilland Dash 8 (483)
	DHC-6 (485)
	TOTAL
	

	Skd Pax R.T.M.'s
	
	3,592,688
	1,152,530
	4,745,218
	

	Skd Frt. R.T.M.'s @ 0.25
	2,023
	445
	2,469
	

	Skd Mail R.T.M.'s
	
	46,947
	231,722
	278,669
	

	TOTAL
	
	3,641,659
	1,384,697
	5,026,355
	

	
	
	% Weighted RTM's on DHC-6
	
	27.55%
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