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PART |

Unless otherwise indicated, “ SkyWest,” “we,” “us,” “our” and similar termsrefer to SkyWest, Inc.; “ SkyWest
Airlines’ refersto our wholly-owned subsidiary, SkyWest Airlines, Inc.; and “ ASA” refersto our wholly-owned subsidiary,
Atlantic Southeast Airlines, Inc.

Cautionary Statement Concer ning Forwar d-L ooking Statements

Certain of the statements contained in this Annual Report on Form 10-K should be considered “forward-looking
statements” within the meaning of the Private Securities Litigation Reform Act of 1995. These forward-looking statements
may beidentified by words such as“may,” “will,” “expect,” “intend,” “anticipate,” “believe,” “estimate,” “plan,” “project,”
“could,” “should,” “hope,” “likely,” and “continue” and similar terms used in connection with statements regarding
SkyWest' s outl ook, the revenue environment, our contract relationships, and our expected financial performance. These
statements include, but are not limited to, statements about our future growth and development plans, including our future
financial and operating results, our plans for SkyWest Airlines and ASA, our objectives, expectations and intentions and
other statements that are not historical facts. Readers should keep in mind that all forward-looking statements are based on
our existing beliefs about present and future events outside of our control and on assumptions that may prove to be incorrect.
If one or more risks identified in this Report materializes, or any other underlying assumption proves incorrect, our actual
results will vary, and may vary materially from those anticipated, estimated, projected, or intended. These risks and
uncertainties include, but are not limited to, those described below in Item 1A., Risk Factors, and the following:

e theimpact of high fuel priceson the airline industry;

e our ability to attract and retain code-share partners;

e changesin our code-share relationships,

e thecyclica nature of the airline industry;

e competitive practicesin the airline industry, including significant fare-restructuring activities, consolidation of
major carriers, leaving fewer potential code-share partners, capacity reductions and bankruptcy filings and other

restructurings by major and regional carriers, including Delta Air Lines (“Delta’) and United Air Lines
(“United”);

e global and national economic conditions;

e [abor costs;

e our ability to achieve anticipated potential benefits with respect to our acquisition of ASA;

e  security-related and insurance costs;

e wesather conditions;

e government legislation and regulation;

o relationswith ASA’s unionized employees and SkyWest Airlines the impact of labor negotiations;
e unionization efforts among SkyWest Airlines employees; and

e  other risks and uncertainties listed from time to timein our reports filed with the SEC.

There may be other factors that may affect matters discussed in forward-looking statements set forth in this Report,
which factors may also cause actual resultsto differ materially from those discussed. We assume no obligation to publicly
update any forward-looking statement to reflect actual results, changes in assumptions or changes in other factors affecting
these statements other than as required by law.



ITEM 1. BUSINESS
General

Through SkyWest Airlines and ASA, our wholly-owned subsidiaries, we offer scheduled passenger service with
over 2,550 daily departures to 294 destinations in the United States, Canada, Mexico and the Caribbean. Substantially all of
our flights are operated as either Delta Connection, United Express or Midwest Connect flights under code-share
arrangements with Delta, United or Midwest Airlines, Inc. (“Midwest"), respectively, with significant presence in their key
domestic hubs and focus cities. SkyWest Airlines and ASA generally provide regional flying to our partners under long-term,
fixed-fee code-share agreements. Among other features of our fixed-fee agreements, our partners generally reimburse us for
specified direct operating expenses (including fuel expense, which is passed through to our partners), and pay us afeefor
operating the aircraft.

SkyWest Airlines and ASA have developed industry-leading reputations for providing quality, low-cost regional
airline service during their long operating histories—SkyWest Airlines has been flying since 1972 and ASA since 1979. As
of December, 31, 2007, our consolidated fleet consisted of atotal of 436 aircraft, of which 256 were in service with Delta,
165 were in service with United and 15 were in service with Midwest. We currently operate one type of regional jet aircraft
in three different configurations, the 50-seat Bombardier CRJ200 Regional Jet (the “CRJ200"), the 70-seat Bombardier
CRJ700 Regional Jet (the “CRJ700") and the 70-90-seat Bombardier CRJ900 Regional Jet (the “CRJI00"), and two types of
turboprop aircraft, the 30-seat Embraer Brasilia EMB-120 turboprop (the “Brasilia turboprop”) and the 66-seat Avions de
Transport 72-210 turboprop (the “ATR-72 turboprop”).

We believe SkyWest Airlines and ASA present opportunities for growth through our two geographically-focused
regional airline platforms—SkyWest Airlinesin the Western United States and ASA in the Eastern United States. SkyWest
Airlines provides regional airline service for United in Los Angles, San Francisco, Chicago and Denver. We also provide the
vast mgjority of regional airline service for Deltain Atlanta, its most important eastern hub, and Salt Lake City, its most
important western hub. We have separate, but substantially similar, long-term fixed-fee Delta Connection Agreements with
Deltafor both SkyWest Airlines and ASA. We aso control 29 gates in the Hartsfiel d-Jackson International Airport located in
Atlanta, from which we currently provide service to Delta. Delta has agreed that ASA and SkyWest Airlines will operate,
collectively, not less than 80% of all Delta Connection program departures scheduled at Hartsfield-Jackson Atlanta
International Airport.

We were incorporated in Utah in 1972. Our principal executive offices are located at 444 South River Road,
St. George, Utah 84790, and our primary telephone number is (435) 634-3000. We maintain an Internet web site at
www.skywest.com. Our website provides alink to the web site of the SEC, through which our annual, quarterly and current
reports, as well as amendments to those reports, are available. In addition, we provide electronic or paper copies of our filings
free of charge upon request.

Our Operating Platforms
SKyWest Airlines

SkyWest Airlines provides regional jet and turboprop service in the Midwestern and Western United States.
SkyWest Airlines offered approximately 1,750 daily scheduled departures as of December 31, 2007, of which approximately
1,150 were United Express flights, 525 were Delta Connection flights and 75 were Midwest flights. SkyWest Airlines
operations are conducted from hubs located in Chicago (O’ Hare), Denver, Kansas City, Los Angeles, Milwaukee, San
Francisco and Salt Lake City. SkyWest Airlines fleet as of December 31, 2007 consisted of 17 70 to 90-seat CRJ900s, all of
which were flown for Delta, 65 70-seat CRJ700s, of which 52 were flown for United and 13 for Delta; 136 50-seat CRJ200s,
of which 65 were flown for United, 56 were flown for Deltaand 15 were flown for Midwest, and 59 30-seat Brasilia
turboprops, of which 48 were flown for United and 11 were flown for Delta. SkyWest Airlines currently conductsits Delta
Connection operations pursuant to the terms of an Amended and Restated Delta Connection Agreement which obligates
Deltato compensate SkyWest Airlines for its direct costs associated with operating Delta Connection flights, plus a payment
based on block hours flown (the “ SkyWest Airlines Delta Connection Agreement”). In addition, the SkyWest Airlines Delta
Connection Agreement provides for us to increase our profitability if we reduce our total costs. SkyWest Airlines’ United
code-share operations are conducted under a United Express Agreement pursuant to which SkyWest Airlinesis paid
primarily on afee-per-completed block hour and departure basis plus a margin based on performance incentives (the “United
Express Agreement”). Under the United Express Agreement, excess margins over certain percentages must be returned or
shared with United, depending on various conditions. SkyWest Airlines and Midwest are parties to an Airlines Services
Agreement entered into on December 20, 2006 (the “ Midwest Services Agreement”). Under the terms of the Midwest
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Services Agreement, SkyWest Airlines has agreed to operate up to 25 Bombardier CRJ200s under Midwest’s code. In
exchange for SkyWest Airlines’ obligation to provide the designated number of flights and performing other obligations
under the Midwest Services Agreement, Midwest has agreed to pay SkyWest Airlines on aweekly basis a fixed-fee per
completed block hour, fixed-fee per completed departure, afixed-fee for overhead, and a one-time start-up payment for each
aircraft delivered. The Midwest Services Agreement provides for incentives or penalties based upon SkyWest Airlines
performance, including on-time arrival performance and completion percentage rates. Additionally, Midwest has agreed to
reimburse certain of SkyWest Airlines’ operating costs, including costs related to fuel, landing fees, and catering.

ASA

ASA providesregional jet service primarily in the United States east of the Mississippi River. ASA offered more
than 750 daily scheduled departures as of December 31, 2007, all of which were Delta Connection flights. ASA’s operations
are conducted primarily from hubs located in Atlantaand Cincinnati. ASA’ s fleet as of December 31, 2007, all of which were
flown for Delta, consisted of 37 70-seat CRJ700s, 110 50-seat CRJ200s, and 12 ATR-72 turboprops (which we expect to
remove from service by January 31, 2009). Under the terms of the Second Amended and Restated Delta Connection
Agreement executed by ASA and Delta (the “ASA Delta Connection Agreement”), Delta has agreed to compensate ASA for
its direct costs associated with operating Delta Connection flights, plus, if ASA completes a certain minimum percentage of
its Delta Connection flights, a specified margin on such costs. Additionally, the ASA Delta Connection Agreement provides
for incentive compensation upon satisfaction of certain performance goals. Under the ASA Delta Connection Agreement,
EXCEeSs margins over certain percentages must be returned to or shared with Delta, depending on various conditions.

Growth Opportunities

During the five years ended December 31, 2007, our total operating revenues expanded at a compounded annual rate
of 39.6% and the number of daily flights we operated increased from approximately 1,100 at the end of 2003 to
approximately 2,550 as of December 31, 2007. With the exception of our acquisition of ASA, our growth during that five-
year period wasinternally generated. We believe there are additional opportunities for expansion of our operations,
consisting primarily of:

e Ddlivery of Aircraft Under Firm Order. We have firm orders to acquire 18 new CRJ700s, four new CRJ900s
and four used CRJ200s. In addition, we intend to sublease two additional CRJ700s from Delta during the year
ending December 31, 2008. We have agreements with Delta, United or Midwest to place all 28 of these aircraft
into revenue service, under long-term, fixed-fee contracts.

o  Scope Clause Relief. “Scope clauses’ are elements of major airlines' labor contracts with their own pilots that
place restrictions on the number and size of aircraft, or the amount of flight activity, that can be operated by
major airlines’ regional airline contractors such as ASA and SkyWest Airlines. Greater liberalization of scope
clauses generally creates more business opportunities for regional airlines. Since 2001, five major domestic
airlines (American Airlines, Inc. (“American™), Delta, Northwest Airlines, Inc. (“Northwest”), United and US
Airways, Inc. “US Airways’) have achieved some scope clause liberalization. If further efforts by major airlines
to relax scope clause restrictions are successful, it may create incremental opportunities for regiona airlines.

e Narrowbody Replacement Flying. A meaningful portion of the recent growth of the regional airline industry
resulted from the replacement of major airline-operated narrowbody jet aircraft (such as 737s, DC9s, MD80s
and A319s) with regional airline-operated jets on the same routes. Major carriers have replaced narrowbody
aircraft in an effort to achieve advantages in trip costs, unit costs, frequency or a combination of these benefits.
At present, the fleets of the six mgjor domestic airlines include a significant number of narrowbody aircraft that
are more than 15 years old. Such older aircraft are frequently less fuel- and maintenance-efficient than new
aircraft. If major airlines substitute newer regional jet equipment for any portion of these older narrowbody
aircraft under their retirement, we believe incremental growth opportunities will be created for regional airlines.

e Acquisitions of Domestic Airlines. The airline industry has undergone substantial consolidation, and it may in
the future undergo additional consolidation. Recent examples include the merger between America West
Airlinesand US Airways in September 2005, our acquisition of ASA in September 2005 and American
Airlines acquisition of the majority of Trans World Airlines assetsin 2001. If the industry continues to
consolidate, we believe there may be additional growth opportunities for regional carriers.



Competition and Economic Conditions

The airline industry is highly competitive. SkyWest Airlines and ASA compete principally with other code-sharing
regional airlines, but also with regional airlines operating without code-share agreements, as well as low-cost carriers and
major airlines. The combined operations of SkyWest Airlines and ASA extend throughout most major geographic marketsin
the United States. Our competition includes, therefore, nearly every other domestic regional airline, and to a certain extent,
most major and low-cost domestic carriers. The primary competitors of SkyWest Airlines and ASA among regional airlines
with code-share arrangements include Air Wisconsin Airlines Corporation, American Eagle Airlines, Inc. (“ American
Eagle’) (owned by American), Comair, Inc. (“Comair”) (owned by Delta), Expresslet Holdings, Inc. (“ Expresslet”), Horizon
Air Industries, Inc. (“Horizon™) (owned by Alaska Air Group, Inc.), Mesa Air Group, Inc. (“Mesa’), Pinnacle Airlines Corp.
(“Pinnacle”), Republic Airways Holdings Inc. (“Republic’) and Trans State Airlines, Inc. Mgjor airlines award contract
flying to these regional airlines based upon, but not limited to, the following criteria: low cost, financial resources, overall
customer service levelsrelating to on-time arrival and departure statistics, cancellation of flights, baggage handling
performance and the overall image of the regional airline as awhole. The principal competitive factors we experience with
respect to our pro-rate flying include fare pricing, customer service, routes served, flight schedules, aircraft types and
relationships with major partners.

The principal competitive factors for code-share partner regional airlines are code-share agreement terms, customer
service, aircraft types, fare pricing, flight schedules and markets and routes served. The combined operations of SkyWest
Airlines and ASA, represent the largest regional airline operations in the United States. However, some of the major and low-
cost carriers are larger, and may have greater financial and other resources than SkyWest Airlines and ASA. Additionally,
regional carriers owned by major airlines, such as American Eagle and Comair, may have access to greater resources at the
parent level than SkyWest Airlines and ASA, and may have enhanced competitive advantages since they are subsidiaries of
major airlines. Moreover, federal deregulation of the industry allows competitors to rapidly enter our markets and to quickly
discount and restructure fares. The airline industry is particularly susceptible to price discounting because airlinesincur only
nominal costs to provide service to passengers occupying otherwise unsold seats.

Generally, the airline industry is highly sensitive to general economic conditions, in large part due to the
discretionary nature of a substantial percentage of both business and leisure travel. Many airlines have historically reported
lower earnings or substantial losses during periods of economic recession, heavy fare discounting, high fuel costs and other
disadvantageous environments. Economic downturns combined with competitive pressures have contributed to a number of
reorgani zations, bankruptcies, liquidations and business combinations among major and regional carriers. The effect of
economic downturns is somewhat mitigated by the predominantly contract-based flying arrangements of SkyWest Airlines
and ASA. Nevertheless, the per passenger component in such fee structure would be affected by an economic downturn. In
addition, if Delta or United, or one or more other code-share partners we may secure in the future, experience a prolonged
declinein passenger load or are harmed by low ticket prices or high fuel prices, they will likely seek to renegotiate their code-
share agreements with SkyWest Airlines and ASA or cancel flightsin order to reduce their costs.

Industry Overview
Majors, Low Cost Carriers and Regional Airlines

The airline industry in the United States has traditionally been dominated by several major airlines, including
American, Continental Airlines, Inc. (“Continental”), Northwest, Delta, US Airways and United. The major airlines offer
scheduled flights to most major U.S. cities, numerous smaller U.S. cities, and cities throughout the world through a hub and
spoke network.

Low cost carriers, such as Southwest Airlines Co. (“ Southwest”), JetBlue Airways Corporation (“ JetBlue”), Frontier
Airlines, Inc. (“Frontier”) and AirTran Airways, Inc. (“AirTran”), generally offer fewer conveniences to travelers and have
lower cost structures than major airlines, which permits them to offer flights to and from many of the same markets as the
major airlines, but at lower prices. Low cost carrierstypicaly fly direct flights with limited service to smaller cities,
concentrating on higher demand flights to and from major population bases.

Regional airlines, such as ASA, Expresslet, Mesa, Pinnacle, Republic and SkyWest Airlines, typically operate
smaller aircraft on lower-volume routes than major and low cost carriers. Several regional airlines, including American
Eagle, Comair and Horizon, are wholly-owned subsidiaries of mgjor airlines.

In contrast to low cost carriers, regional airlines generally do not try to establish an independent route system to
compete with the major airlines. Rather, regional airlines typically enter into relationships with one or more major airlines,
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pursuant to which the regional airline agreesto use its smaller, lower-cost aircraft to carry passengers booked and ticketed by
the mgjor airline between a hub of the mgjor airline and a smaller outlying city. In exchange for such services, the mgjor
airline pays the regional airline either afixed flight fee, termed “contract” or “fixed-fee” flights, or receives a percentage of
applicable ticket revenues, termed “pro-rate” or “revenue-sharing” flights.

Growth of the Regional Airline Industry

According to the Regional Airline Association, the regional airline sector of the airline industry experienced
compounded annual passenger growth of 11.8% between 2002 and 2006. We believe the growth of the number of passengers
using regional airlines and the revenues of regional airlines during the last decade is attributable to a number of factors,
including:

e Regional airlines work with, and often benefit from the strength of, the major airlines. Since many major
airlines have incorporated increased use of regional airlinesinto their future growth strategies, many regional
airlines have expanded, and may continue to expand, with the major airlines they serve.

e Regional airlinestend to have a more favorable cost structure and leaner corporate structure than many major
airlines. Many regional airlines were founded in the midst of the highly competitive market that devel oped
following deregulation of the airline industry in 1978.

e Many magjor airlines have determined that an effective method for retaining customer loyalty and maximizing
system revenue, while lowering costs, is to outsource shorter, low-volume routes to more cost-efficient regional
airlines flying under the major airlin€’ s code and name.

e Regional airlines have replaced many smaller turboprop planes with 32 to 110-seat regional jets. Such regional
jets feature cabin class comfort, low noise levels and speed similar to the 120-seat plus aircraft operated by the
major airlines, but are cheaper to acquire and operate because of their smaller size. We believe the increased use
of regional jets hasled, and may continue to lead, to greater public acceptance of regiona airlines.

Relationship of Regional and Major Airlines

Regional airlines generally enter into code-share agreements with magjor airlines, pursuant to which the regional
airline is authorized to use the major airline' s two-letter flight designator codes to identify the regiona airline' s flights and
faresin the central reservation systems, to paint its aircraft with the colors and/or logos of its code-share partner and to
market and advertise its status as a carrier for the code-share partner. For example, SkyWest Airlines flies out of Chicago
(O'Hare), Denver, Los Angeles and San Francisco as United Express and out of Salt Lake City as Delta Connection and
Kansas City and Milwaukee as Midwest Connect. ASA operates as Delta Connection out of Atlanta, Cincinnati and Salt Lake
City. In addition, the major airline generally provides services such as reservations, ticketing, ground support and gate access
to the regional airline, and both partners often coordinate marketing, advertising and other promotional efforts. In exchange,
the regional airline provides a designated number of low-capacity (usually between 30 and 70 seats) flights between larger
airports served by the mgjor airline and surrounding cities, usually in lower-volume markets.

The financial arrangements between the regional airlines and their code-share partners usually involve contract, or
fixed-fee, payments based on the flights or a revenue-sharing arrangement based on the flight ticket revenues, as explained
below:

o Fixed-Fee Arrangements. Under afixed-fee arrangement, the major airline generally pays the regional airline a
fixed-fee based on the flight, with additional incentives based on completion of flights, on-time performance
and baggage handling performance. In addition, the major and regional airline often enter into an arrangement
pursuant to which the mgjor airline bears the risk of changesin the price of fuel and other such costs that are
passed through to the major airline partner. Regional airlines benefit from afixed-fee arrangement because they
are sheltered from most of the elements that cause volatility in airline earnings, including variations in ticket
prices, passenger loads and fuel prices. However, regional airlines in fixed-fee arrangements do not benefit from
positive trends in ticket prices, passenger |oads or fuel prices and, because the major airlines absorb most of the
risks, the margin between the fixed-fees for aflight and the expected per-flight costs tends to be smaller than the
margins associated with revenue-sharing arrangements.



e Revenue-Sharing Arrangements. Under arevenue-sharing arrangement, the magjor airline and regional airline
negotiate a proration formula, pursuant to which the regional airline receives a percentage of the ticket revenues
for those passengers traveling for one portion of their trip on the regional airline and the other portion of their
trip on the major airline. Substantially all costs associated with the regional airline flight are borne by the
regional airline. In such arevenue-sharing arrangement, the regional airline realizes increased profits as ticket
prices and passenger |oads increase or fuel prices decrease and, correspondingly, realizes decreased profits as
ticket prices and passenger loads decrease or fuel pricesincrease.

Code-Share Agreements

SkyWest Airlines operates under a United Express Agreement with United and a Midwest Services Agreement with
Midwest, and SkyWest Airlines and ASA operate under Delta Connection Agreements with Delta. These code-share
agreements authorize Delta, United and Midwest to identify our flights and fares under their two-letter flight designator codes
(“DL,” “UA” or “YX") in the central reservation systems, and generally require us to paint our aircraft with their colors and
logos and to market our status as Delta Connection, United Express or Midwest Connect. Under each of our code-share
agreements, our passengers participate in the major partner’ s frequent flyer program, and the major partner provides
additional services such as reservations, ticket issuance, ground support services and gate access. We also coordinate our
marketing, advertising and other promotional efforts with Delta, United and Midwest. As of December 31, 2007,
approximately 95% of our passenger revenues related to contract flights, where Delta, United or Midwest controls
scheduling, ticketing, pricing and seat inventories. The remainder of or our passenger revenues related to pro-rate flights,
where we control scheduling, ticketing, pricing and seat inventories, and share revenues with Delta or United according to
pro-rate formulas. The following summaries of our code-share agreements do not purport to be complete and are qualified in
their entirety by reference to the applicable agreement.

SKyWest Airlines Delta Connection Agreement

SkyWest Airlines and Delta are parties to the SkyWest Airlines Delta Connection Agreement, dated as of
September 8, 2005. As of December 31, 2007, SkyWest Airlines operated 17 CRJ900s, 13 CRJ700s and 56 CRJ200s under
the SkyWest Airlines Delta Connection Agreement. Additionally, SkyWest Airlines operates 11 Brasilia turboprops in the
Delta code under arevenue-sharing arrangement. SkyWest Airlines operates these aircraft to provide Delta Connection
service between Delta hubs and destinations designated by Delta. As of December 31, 2007, SkyWest Airlines was operating
approximately 525 Delta Connection flights per day between Salt Lake City and designated outlying destinations. Deltais
entitled to all passenger, cargo and other revenues associated with each flight.

In exchange for providing the designated number of flights and performing SkyWest Airlines’ other obligations
under the SkyWest Airlines Delta Connection Agreement, SkyWest Airlines receives from Delta on aweekly basis
(i) reimbursement for 100% of its direct costs related to the Delta Connection flights plus (ii) afixed dollar payment per
completed flight block hour, subject to annual escalation at an agreed rate. Costs directly reimbursed by Delta under the
SkyWest Airlines Delta Connection Agreement include costs primarily related to fuel, aircraft maintenance and ownership.

The SkyWest Airlines Delta Connection Agreement is scheduled to terminate on September 8, 2020, unless Delta
electsto exercise its option to extend the term for up to four additional five-year terms. The SkyWest Airlines Delta
Connection Agreement is subject to early termination in various circumstances including:

o if SkyWest Airlines or Delta commits a material breach of the SkyWest Airlines Delta Connection Agreement,
subject to 30 days notice and curerights;

o if SkyWest Airlinesfailsto conduct al flight operations and maintain all aircraft under the SkyWest Airlines
Delta Connection Agreement in compliance in all material respects with applicable government regulations;

o if SkyWest Airlinesfailsto satisfy certain performance and safety requirements;
o if, under certain circumstances, Delta has aright to terminate the ASA Delta Connection Agreement;

o if the other party files for bankruptcy, reorganization or similar action (subject to limitations imposed by the U.
S. Bankruptcy Code) or if either party makes an assignment for the benefit of creditors; or



o if SkyWest Airlinesfailsto maintain competitive base rate costs (provided that SkyWest Airlines has the right
to adjust its rates prior to any such termination).

ASA Delta Connection Agreement

ASA and Delta are parties to the ASA Delta Connection Agreement, dated as of September 8, 2005. As of
December 31, 2007, ASA operated 37 CRJ700s, 110 CRJ200s and 12 ATR-72 turboprops for Delta under the ASA Delta
Connection Agreement. We expect to remove the 12 ATR-72 turboprops from the ASA fleet and return them to Delta by
January 31, 2009. ASA operates these aircraft to provide Delta Connection service between Delta hubs and destinations
designated by Delta. As of December 31, 2007, ASA was operating more than 750 Delta Connection flights per day between
Atlanta, Cincinnati, Salt Lake City and designated outlying destinations. Under the ASA Delta Connection Agreement, Delta
is entitled to all passenger, cargo and other revenues associated with each flight. Commencing in 2008, ASA is guaranteed to
maintain its percentage of total Delta Connection flights that it had in 2007, so long asits bid for additional regional flyingis
competitive with other regiona carriers.

In exchange for providing the designated number of flights and performing ASA’s other obligations under the ASA
Delta Connection Agreement, ASA receives from Delta on aweekly basis (i) reimbursement for 100% of its direct costs
related to Delta Connection flights plus (ii) if ASA completes a certain minimum percentage of its Delta Connection flights,
an amount equal to a certain percentage of the direct costs (not including fuel costs) related to the Delta Connection flights.
Costs directly reimbursed by Delta under the ASA Delta Connection Agreement include costs related to fuel, ground
handling, and aircraft maintenance and ownership. The ASA Delta Connection Agreement also provides for incentive
compensation based upon ASA’s performance, including on-time arrival performance and completion percentage rates.

The ASA Delta Connection Agreement is scheduled to terminate on September 8, 2020, unless Delta elects to
exercise its option to extend the term for up to four additional five-year terms. The ASA Delta Connection Agreement is
subject to early termination in various circumstances including:

e if ASA or Deltacommits a material breach of the ASA Delta Connection Agreement, subject to 30 days notice
and curerights;

e if ASA failsto conduct all flight operations and maintain all aircraft under the ASA Delta Connection
Agreement in compliance in all material respects with applicable government regulations;

o if ASA failsto satisfy certain performance and safety requirements;

e if, under certain circumstances, Delta has aright to terminate the SkyWest Airlines Delta Connection
Agreement;

o if the other party files for bankruptcy, reorganization or similar action (subject to limitations imposed by the U.
S. Bankruptcy Code) or if either party makes an assignment for the benefit of creditors; or

o if ASA failsto maintain competitive base rate costs (provided that ASA has the right to adjust itsrates prior to
any such termination).

SkyWest Inc. Delta Connection Agreement

In December 2006, we expanded our relationship with Delta by entering into a Delta Connection Agreement which
awarded us the right to operate 12 CRJ700s, previously operated by Comair. This Delta Connection Agreement is ancillary
to, and satisfied certain obligations of Delta under the ASA Delta Connection Agreement. We have the right to designate
either SkyWest Airlines or ASA to operate the 12 aircraft to provide service to and from Delta’ s Cincinnati hub through
February 2012 (subject to Delta s right to extend the arrangement for up to three additional three-year terms). As of
December 31, 2007, we had received ten of the 12 aircraft contemplated by this Delta Connection Agreement and anticipate
receiving the remaining two aircraft by June 30, 2008. Under the arrangement, Delta has agreed to pay ASA or SkyWest
Airlines, as applicable, afixed-fee per completed block hour, afixed-fee per completed departure, afixed-fee for overhead, a
one-time start-up payment for each aircraft delivered and incentive payments based upon performance, including on-time
arrival performance and completion percentage rates. Additionally, Delta has agreed to reimburse SkyWest Airlines or ASA,
as applicable, for certain operating costs under this Delta Connection Agreement.



SkyWest Airlines United Express Agreement

SkyWest Airlines and United are parties to the United Express Agreement entered into on July 31, 2003. As of
December 31, 2007, SkyWest Airlines operated 52 CRJ700s, 65 CRJ200s and 48 Brasilia turboprops under the United
Express Agreement, flying atotal of approximately 1,150 United Express flights per day between Chicago (O’ Hare), Denver,
Los Angeles, San Francisco, Portland and Sesattle/Tacoma and designated outlying destinations. Generally, under the United
Express Agreement, United retains all air fares, cargo rates, mail charges and other revenues associated with each flight.

In exchange for providing the designated number of flights and performing SkyWest Airlines’ obligations under the
United Express Agreement, SkyWest Airlines receives from United compensation (subject to an annual adjustment) of a
fixed-fee per completed block hour, afixed-fee per completed departure, afixed-fee per passenger, afixed-fee for overhead
and aircraft costs, and a one-time start-up payment for each aircraft delivered. The United Express Agreement provides for
incentives based upon SkyWest Airlines performance, including on-time arrival performance and completion percentage
rates. Additionally, certain of SkyWest Airlines operating costs are reimbursed by United, including costs related to fuel and
aircraft ownership. As of December 31, 2007, 20 of the 48 Brasilia turboprops were operated under a revenue-sharing
arrangement.

The United Express Agreement is scheduled to expire incrementally on December 31, 2011, 2013, 2015 and 2018.
United has the option, upon one year’s notice, of extending the United Express Agreement for five years. The United Express
Agreement is subject to early termination in various circumstances including:

o if SkyWest Airlines or United fails to fulfill an obligation under the United Express Agreement for a period of
60 days after written notice to cure;

o if SkyWest Airlines' operationsfall below certain performance levels for a period of three consecutive months;

e subject to limitations imposed by the U.S. Bankruptcy Code, if the other party becomes insolvent, fails to pay
its debts when due, takes action leading to its cessation as a going concern, makes an assignment of
substantially all of its assets, or ceases or suspends operations,

o if bankruptcy proceedings are commenced against the other party (subject to limitations imposed by the U.S.
Bankruptcy Code) and certain specified conditions are not satisfied; or

o if SkyWest Airlines operates, subject to certain exceptions, any additional regional jets or turboprop aircraft
pursuant to a marketing or code-share relationship with any party other than United to provide hub service at
United' s hubs in Chicago (O'Hare), Denver, San Francisco, Seattle/Tacoma, or Washington, D.C. (Dulles
International Airport).

Midwest Airline Services Agreement

SkyWest Airlines and Midwest are parties to the Midwest Services Agreement entered into on December 20, 2006.
Under the terms of the Midwest Services Agreement, SkyWest Airlines has agreed to operate up to 25 CRJ200s under the
Midwest code. As of December 31, 2007, SkyWest Airlines operated 15 CRJ200s under the Midwest Services Agreement,
flying atotal of approximately 75 Midwest Connect flights per day between Milwaukee, Kansas City and designated outlying
destinations. On January 16, 2008, we announced that SkyWest Airlines has agreed to operate additiona aircraft under the
Midwest Services Agreement.

In exchange for providing the designated number of flights and performing SkyWest Airlines’ other obligations
under the Midwest Services Agreement, Midwest has agreed to pay SkyWest Airlines on aweekly basis a fixed-fee per
completed block hour, fixed-fee per completed departure, afixed-fee for overhead, and a one-time start-up payment for each
aircraft delivered. The Midwest Services Agreement provides for incentives or penalties based upon SkyWest Airlines
performance, including on-time arrival performance and completion percentage rates. Additionally, Midwest has agreed to
reimburse certain of SkyWest Airlines’ operating costs, including costs related to fuel, landing fees, and catering.

The Midwest Services Agreement expires on June 30, 2012 and automatically extends for successive two-year
renewal periods unless either party gives written notice to the other party at least one year prior to the expiration of the initial
term of any renewal period that such party intends not to renew the agreement. The Midwest Services Agreement is subject
to early termination in various circumstances including:
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o if the other party files for bankruptcy, reorganization or similar action (subject to limitations imposed by the U.
S. Bankruptcy Code) or if either party makes an assignment for the benefit of creditors.

o if SkyWest Airlines or Midwest commits a materia breach of the Midwest Services Agreement, subject to
30 days notice and cure rights;

o if SkyWest Airlines’ operations fall below certain performance levels, subject to a cure period; or

o if SkyWest Airlinesfailsto conduct all flight operations and maintain all aircraft under the Midwest Services
Agreement in compliance in all material respects with applicable government regulations.

Markets and Routes

As of December 31, 2007, SkyWest Airlines scheduled the following daily flights as a United Express carrier: 284
flights to or from Chicago O’ Hare International Airport, 270 flights to or from Denver International Airport, 284 flightsto or
from Los Angeles International Airport, 236 flights to or from San Francisco International Airport and 86 flightsto or from
other outlying airports.

Asof December 31, 2007, SkyWest Airlines scheduled the following daily flights as a Midwest Connect carrier: 24
flights to or from Kansas City International Airport and 64 flights to or from Milwaukee International Airport.

As of December 31, 2007, SkyWest Airlines and ASA scheduled the following daily flights as Delta Connection
carriers: 798 flights to or from Hartsfield-Jackson Atlanta International Airport, 500 flights to or from Salt Lake City
International Airport, 44 flights to or from Cincinnati/Northern Kentucky International Airport and eight flights to or from
other outlying airports.

Our flight schedules are structured to facilitate the connection of our passengers with flights of our major partners at

the airports we serve. The following chart shows selected information about the cities and routes served by SkyWest Airlines
and ASA as of December 31, 2007.
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Training and Aircraft Maintenance

SkyWest Airlines’ and ASA’s employees perform substantially all routine airframe and engine maintenance and
periodic inspection of equipment at their respective maintenance facilities, and provide substantially all training to SkyWest
Airlines and ASA crew members and maintenance personnel at their respective training facilities. SkyWest Airlines and ASA
also contract with third party vendors for non-routine airframe and engine maintenance.

Fue

Historically, we have not experienced problems with the availability of fuel, and believe that we will be able to
obtain fuel in quantities sufficient to meet our existing and anticipated future requirements at competitive prices. Standard
industry contracts generally do not provide protection against fuel price increases, nor do they ensure availability of supply.
However, our code-share agreements with Delta, United and Midwest allow fuel used in the performance of the code-share
agreements to be reimbursed by our major partner, thereby reducing our exposure to fuel price fluctuations. During the year
ended December 31, 2007, approximately 97.4% of our fuel purchases were associated with our Delta, United and Midwest
code-share agreements. A substantial increasein the price of jet fuel, to the extent our fuel costs are not reimbursed, or the
lack of adequate fudl suppliesin the future, could have a material adverse effect on our business, financial condition, results
of operations and liquidity.

Employees

As of December 31, 2007, SkyWest and SkyWest Airlines collectively employed 10,249 full-time equivalent
employees consisting of 4,587 pilots and flight attendants, 4,084 customer service personnel, 1,095 mechanics and other
maintenance personnel, and 483 administration and support personnel. None of these employees are currently represented by
aunion. We are aware, however, that collective bargaining group organization efforts among SkyWest Airlines’ employees
occur from time to time and we anticipate that such efforts will continue in the future. During 2007, SkyWest Airlines' pilots
voted against a resolution to join an officially recognized union. Under governing rules, SkyWest Airlines’ pilots may again
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vote on thisissue in one year from the previous vote. If unionization efforts are successful, we may be subjected to risks of
work interruption or stoppage and/or incur additional expenses associated with increased union representation of our
employees. SkyWest Airlines has never experienced awork stoppage due to a strike or other labor dispute, and we consider
SkyWest Airlines’ relationships with its employees to be good.

As of December 31, 2007, ASA employed approximately 4,295 full-time equivalent employees consisting of 2,356
pilots and flight attendants, 751 customer service personnel, 831 mechanics and other maintenance personnel, and 357
administration and support personnel. Three of ASA’s employee groups are represented by unions. ASA’s pilots are
represented by the Air Line Pilots Association International, ASA’ s flight attendants are represented by the Association of
Flight Attendants—CNA, and ASA’sflight controllers are represented by the Professional Airline Flight Control
Association. During 2007, ASA reached alabor agreement with its pilots and the collective bargaining agreement will
become amendable on November 20, 2010. The collective bargaining agreements between ASA and its flight attendants
became amendabl e September 26, 2003. ASA has been negotiating with its flight attendants union since 2003. The collective
bargaining agreement between ASA and its flight controllers became amendable in April 2006, and ASA is currently
engaged in negotiations with its flight controllers. ASA has never experienced awork stoppage due to a strike or other labor
dispute, and considers its rel ationships with employees to be good.

Government Regulation

All interstate air carriers, including SkyWest Airlines and ASA, are subject to regulation by the U.S. Department of
Transportation (the “DOT"), the U.S. Federal Aviation Administration (the “FAA™) and other governmental agencies.
Regulations promulgated by the DOT primarily relate to economic aspects of air service. The FAA requires operating, air
worthiness and other certificates; approval of personnel who may engage in flight, maintenance or operating activities;
record-keeping procedures in accordance with FAA requirements; and FAA approval of flight training and retraining
programs. Generally, governmental agencies enforce their regulations through, among other ways, certifications, which are
necessary for the continued operations of SkyWest Airlinesand ASA, and proceedings, which can result in civil or criminal
penalties or revocation of operating authority. The FAA can a so issue maintenance directives and other mandatory orders
relating to, among other things, grounding of aircraft, inspection of aircraft, installation of new safety-related items and the
mandatory removal and replacement of aircraft parts.

We believe SkyWest Airlines and ASA are operating in compliance with FAA regulations and hold all operating
and airworthiness certificates and licenses which are necessary to conduct their respective operations. We incur substantial
costs in maintaining current certifications and otherwise complying with the laws, rules and regulations to which SkyWest
Airlines and ASA are subject. SkyWest Airlines' and ASA’s flight operations, maintenance programs, record keeping and
training programs are conducted under FAA approved procedures. SkyWest Airlines and ASA do not currently operate at any
airports where landing slots are restricted.

All air carriers are required to comply with federal laws and regulations pertaining to noise abatement and engine
emissions. All air carriers are also subject to certain provisions of the Federal Communications Act of 1934, as amended,
because of their extensive use of radio and other communication facilities. SkyWest Airlines and ASA are also subject to
certain other federal and state laws relating to protection of the environment, labor relations and equal employment
opportunity. We believe that SkyWest Airlinesand ASA arein compliancein all material respects with these laws and
regulations.

Environmental Matters

SkyWest, SkyWest Airlinesand ASA are subject to various federal, state, local and foreign laws and regulations
relating to environmental protection matters. These laws and regulations govern such matters as environmental reporting,
storage and disposal of materials and chemicals and aircraft noise. We are, and expect in the future to be, involved in various
environmental matters and conditions at, or related to, our properties. We are not currently subject to any environmental
cleanup orders or actions imposed by regulatory authorities. We are not aware of any active material environmental
investigations related to our assets or properties.

Safety and Security

We are committed to the safety and security of our passengers and employees. Since the September 11, 2001
terrorist attacks, SkyWest Airlines and ASA have taken many steps, both voluntarily and as mandated by governmental
agencies, to increase the safety and security of their operations. Some of the safety and security measures we have taken,
along with our code-share partners, include: aircraft security and surveillance, positive bag matching procedures, enhanced
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passenger and baggage screening and search procedures, and securing of cockpit doors. We are committed to complying with
future safety and security requirements.

Insurance

SkyWest Airlines and ASA maintain insurance policies that we believe are of types customary in the industry and in
amounts we believe are adequate to protect against material loss. These policies principally provide coverage for public
liability, passenger liability, baggage and cargo liability, property damage, including coverages for |oss or damage to our
flight equipment, and workers' compensation insurance. We cannot assure, however, that the amount of insurance we carry
will be sufficient to protect us from material loss.

Seasonality

Our results of operations for any interim period are not necessarily indicative of those for the entire year, since the
airline industry is subject to seasonal fluctuations and general economic conditions. Our operations are somewhat favorably
affected by increased travel on our pro-rate routes, historically occurring in the summer months, and are unfavorably affected
by decreased business travel during the months from November through January and by inclement weather which
occasionally resultsin cancelled flights, principally during the winter months.

ITEM 1A. RISK FACTORS

In addition to factors discussed el sewhere in this Report, the following are important risks which could adversely
affect our future results. Additional risks and uncertainties not presently known to us or that we currently do not deem
material may also impair our business operations. If any of the risks we describe below occur, or if any unforeseen risk
develops, our operating results may suffer, our financial condition may deteriorate, the trading price of our common stock
may decline and investors could lose all or part of their investment in us.

Risks Related to Our Operations
We are highly dependent on Delta, United and Midwest.

If any of our code-share agreements are terminated, we would be significantly impacted and likely would not have
an immediate source of revenue or earningsto offset such loss. A termination of any of these agreements would have a
material adverse effect on our financial condition, operating revenues and net income unless we are able to enter into
satisfactory substitute arrangements for the utilization of the affected aircraft by other code-share partners, or, aternatively,
obtain the airport facilities and gates and make the other arrangements necessary to fly as an independent airline. We may not
be able to enter into substitute code-share arrangements, and any such arrangements we might secure may not be as favorable
to us as our current agreements. Operating our airline independent from major partners would be a significant departure from
our business plan, would likely be very difficult and may require significant time and resources, which may not be available
to us at that point.

The current terms of the SkyWest, SkyWest Airlines and ASA Delta Connection Agreements are subject to certain
early termination provisions. Delta’ s termination rights include cross-termination rights (meaning that a breach by SkyWest
Airlines or ASA of its Delta Connection Agreement could, under certain circumstances, permit Delta to terminate any or all
of the Delta Connection Agreements), the right to terminate each of the agreements upon the occurrence of certain force
majeure events (including certain labor-related events) that prevent SkyWest Airlines or ASA from performance for certain
periods and the right to terminate each of the agreementsif SkyWest Airlines or ASA, as applicable, fails to maintain
competitive base rate costs, subject to certain rights of SkyWest Airlines to take corrective action to reimburse Deltafor lost
revenues. The current term of the SkyWest Airlines’ United Express Agreement is subject to certain early termination
provisions and subsequent renewals. United may terminate the United Express Agreement due to an uncured breach by
SkyWest Airlines of certain operational and performance provisions, including measures and standards related to flight
completions, baggage handling and on-time arrivals. The current term of the SkyWest Airlines Midwest Services Agreement
is subject to certain early termination provisions and subseguent renewals. Midwest may terminate the Midwest Services
Agreement due to an uncured breach by SkyWest Airlines of certain operational and performance provisions, including
measures and standards related to customer complaints factor, the care check factor or the customer experience pulse factor.

We currently use Delta’'s, United' s and Midwest’ s systems, facilities and services to support a significant portion of
our operations, including airport and terminal facilities and operations, information technology support, ticketing and
reservations, scheduling, dispatching, fuel purchasing and ground handling services. If Delta, United or Midwest were to
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cease any of these operations or no longer provide these services to us, due to termination of one of our code-share
agreements, a strike or other labor interruption by Delta, United or Midwest personnel or for any other reason, we may not be
able to replace these services on terms and conditions as favorable as those we currently receive, or at al. Since our revenues
and operating profits are dependent on our level of flight operations, we could then be forced to significantly reduce our
operations. Furthermore, upon certain terminations of our code-share agreements, Delta, United and Midwest could require
usto sell or assign to them facilities and inventories, including maintenance facilities, we use in connection with the code-
share services we provide. Asaresult, in order to offer airline service after termination of any of our code-share agreements,
we may have to replace these airport facilities, assets and services. We may be unable to arrange such replacements on
satisfactory terms, or at all.

We may be negatively impacted by the troubled financial condition and restructurings of Delta and United.

A substantial percentage of our total revenuesis attributable to our code-share agreements with Delta and United,
which both recently emerged from bankruptcy proceedings. The U.S. Bankruptcy Courts charged with administration of the
Delta and United bankruptcy cases have entered final orders approving the assumption of our code-share agreements.
Notwithstanding those approvals, these bankruptcies and restructurings present considerable continuing risks and
uncertainties for our code-share agreements and, consequently, for our operations.

Although a plan of reorganization has been confirmed in each of the United and Delta bankruptcy proceedings, there
is no assurance that either United or Deltawill ultimately succeed in its reorganization efforts or will remain a going concern
over the long term. The increase in fuel prices may negatively impact both Delta’s and United’ s confirmed reorganization
plans. Other aspects of the Delta and United bankruptcies and reorganizations pose additional risks to our code-share
agreements. There is no assurance that Delta or United will be able to operate successfully under the terms of its confirmed
plan.

In light of the importance of our code-share agreements with Delta and United to our business, the termination of
these agreements could jeopardize our operations. Such events could leave us unable to operate much of our current aircraft
fleet and the additional aircraft we are obligated to purchase, Which would likely result, in a material adverse effect on our
operations and financia condition.

Even though Delta and United have emerged from bankruptcy proceedings, their respective financial positions will
continue to pose risks for our operations. Serial bankruptcies are not unprecedented in the commercial airline industry, and
Delta and/or United could file for bankruptcy again after emergence from Chapter 11, in which case our code-share
agreements could be subject to termination under the U.S. Bankruptcy Code. Regardless of whether subsequent bankruptcy
filings prove to be necessary, Delta and United have required, and will likely continue to require, our participation in efforts
to reduce costs and improve their respective financial positions. These efforts could result in lower utilization rates of our
aircraft, lower departure rates on the contract flying portion of our business, and more volatile operating margins. We believe
that any of these developments could have a negative effect on many aspects of our operations and financial performance.

Theamountswereceive under our code-share agreements may belessthan the actual amounts of the corresponding
costswe incur.

Under our code-share agreements with Delta, United and Midwest, we are compensated for certain costs weincur in
providing services. With respect to costs that are defined as “ pass-through” costs, our code-share partner is obligated to pay
to us the actual amount of the cost (and, with respect to the ASA Delta Connection Agreement, a pre-determined rate of
return based upon the actual cost we incur). With respect to other costs, our code-share partner is obligated to pay to us
amounts based, in part, on pre-determined rates for certain costs. During the year ended December 31, 2007, approximately
54% of our costs were pass-through costs and approximately 46% of our costs were reimbursable at pre-determined rates.
These pre-determined rates may not be based on the actual expenses we incur in delivering the associated services. If we
incur expenses that are greater than the pre-determined reimbursement amounts payable by our code-share partners, our
financial resultswill be negatively affected.

SkyWest Airlinesand ASA areengaged in litigation with Delta, which may negatively impact our financial results and
our relationship with Delta

During the quarter ended December 31, 2007, Delta notified SkyWest, SkyWest Airlines and ASA of adispute
under the SkyWest Airlines and ASA Delta Connection Agreements. The dispute relates to alocation of liability for certain
irregular operations (“IROP") expenses that are paid by SkyWest Airlines and ASA to Delta Connection passengers under
certain situations. As aresult of the dispute, Delta withheld a combined total of approximately $25 million (pretax) from one

15



of the weekly scheduled wire paymentsto SkyWest and ASA during December 2007. On February 1, 2008, SkyWest
Airlines and ASA filed alawsuit in Georgia state court disputing Delta s treatment of the matter. The position Delta has
taken with respect to IROP expenses is inconsistent with the parties’ treatment of those expenses under the SkyWest Airlines
and ASA Delta Connection Agreements since their execution in September 2005. We have not recorded an allowance related
to the dispute in our consolidated financial statements. There can be no assurance that the dispute will be resolved consistent
with the position taken by SkyWest Airlinesand ASA. If the dispute is not resolved consistent with the position taken by
SkyWest Airlines and ASA our financial results would be negatively impacted. The litigation may have other negative effects
on our relationship with Delta and our operations under the existing Delta Connection Agreements.

We have a significant amount of contractual obligations.

Asof December 31, 2007, we had atotal of approximately $1.9 billion in total long-term debt obligations.
Substantialy all of thislong-term debt was incurred in connection with the acquisition of aircraft, engines and related spare
parts including debt assumed in the ASA acquisition. We also have significant long-term lease obligations primarily relating
to our aircraft fleet. These leases are classified as operating leases and therefore are not reflected as liabilities in our
consolidated balance sheets. At December 31, 2007, we had 287 aircraft under lease, with remaining terms ranging from one
to 18 years. Future minimum lease payments due under all long-term operating |eases were approximately $3.3 billion at
December 31, 2007. At a 7.39% discount factor, the present value of these lease obligations was equal to approximately
$2.1 hillion at December 31, 2007. As of December 31, 2007, we had commitments of approximately $557.8 million to
purchase four CRJ900s, 18 CRJ700s, and four used CRJ200s and to sublease two CRJ700s. We expect to complete these
deliveries by the first quarter of 2010. Our high level of fixed obligations could impact our ahility to obtain additional
financing to support additional expansion plans or divert cash flows from operations and expansion plans to service the fixed
obligations.

Therearerisksassociated with our regional jet strategy, including potential over supply and possible passenger
dissatisfaction.

Our selection of Bombardier Regional Jets as the primary aircraft for our existing operations and projected growth
involves risks, including the possibility that there may be an oversupply of regional jets available for sale in the foreseeable
future, due, in part, to the financial difficulties of regional and major airlines, including Delta, United, Northwest, Comair,
Mesa and ExpressJet. A large supply of regional jets may allow other carriers, or even new carriers, to acquire aircraft for
unusually low acquisition costs, allowing them to compete more effectively in the industry, which may ultimately harm our
operations and financial performance.

Our regional jet strategy also presents the risk that passengers may find the Bombardier Regional Jets to be less
attractive than other aircraft, including other regional jets. Recently, several other models of regional jets have been
introduced by manufacturers other than Bombardier. If passengers develop a preference for other regional jet models, our
results of operation and financial condition could be negatively impacted.

We may be limited from expanding our flying within the Delta and United flight systems, and there are constraints on
our ability to provideairline servicesto airlines other than Delta and United.

Additional growth opportunities within the Delta and United flight systems are limited by various factors. Except as
currently contemplated by our existing code-share agreements, we cannot assure that Delta or United will contract with usto
fly any additional aircraft. We may not receive additional growth opportunities, or may agree to modifications to our code-
share agreements that reduce certain benefits to us in order to obtain additional aircraft, or for other reasons. Furthermore, the
troubled financial condition, bankruptcies and restructurings of Delta and United may reduce the growth of regional flying
within their flight systems. Given the troubled nature of the airline industry, we believe that some of our competitors may be
more inclined to accept reduced margins and less favorable contract terms in order to secure new or additional code-share
operations. Even if we are offered growth opportunities by our major partners, those opportunities may involve economic
terms or financing commitments that are unacceptable to us. Any one or more of these factors may reduce or eliminate our
ability to expand our flight operations with our existing code-share partners. Additionally, even if Delta and/or United choose
to expand our fleet on terms acceptable to us, they may be alowed at any time to subsequently reduce the number of aircraft
covered by our code-share agreements. We also cannot assure you that we will be able to obtain the additional ground and
maintenance facilities, including gates, and support equipment, to expand our operations. The failure to obtain these facilities
and equipment would likely impede our efforts to implement our business strategy and could materially adversely affect our
operating results and our financia condition.
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Delta, United and/or Midwest may be restricted in increasing their business with us, due to “scope” clausesin the
current collective bargaining agreements with their pilots that restrict the number and size of regional jets that may be
operated in their flight systems not flown by their pilots. Delta’ s scope limitations restrict its partners from operating aircraft
with over 70 seats even if those aircraft are operated for an airline other than Delta. We cannot assure that these scope clauses
will not become more restrictive in the future. Any additional limit on the number of regional jets we can fly for our code-
share partners could have a material adverse effect on our expansion plans and the price of our common stock.

Our business model depends on major airlines, including Delta, United and Midwest, electing to contract with us
instead of operating their own regional jets. Some magjor airlines, including Delta, American and Alaska Airlines, own their
own regional airlines or operate their own regional jets instead of entering into contracts with regional carriers. We have no
guarantee that in the future our code-share partners will choose to enter into contracts with us instead of operating their own
regional jets. Our partners are not prohibited from doing so under our code-share agreements. A decision by Delta, United or
Midwest to phase out code-share relationships and instead acquire and operate their own regional jets could have a material
adverse effect on our financial condition, results of operations or the price of our common stock.

Additionally, our code-share agreements limit our ability to provide airline servicesto other airlinesin certain major
airport hubs of each of Delta and United. Under the SkyWest Airlines Delta Connection Agreement, our growth is
contractually restricted in Atlanta, Cincinnati, Orlando and Salt Lake City. Under the ASA Delta Connection Agreement, our
growth isrestricted in Atlanta, Cincinnati, New Y ork (John F. Kennedy International Airport), Orlando and Salt Lake City.
Under SkyWest Airlines’ United Express Agreement, growth isrestricted in Chicago (O’ Hare International Airport), Denver,
San Francisco, Seattle/Tacoma and Washington D.C. (Dulles International Airport).

Reduced utilization levels of our aircraft under our code-share agreementswould adver sely impact our financial
results.

Our code-share agreements set forth minimum levels of flight operations which our major partners are required to
utilize and we are required to provide. These minimum flight operating levels are intended to compensate us for our fixed
costs attributable to our performance of our obligations under our respective code-share agreements. Historically, our major
partners have utilized our flights operations at levels which exceed the minimum levels set forth in our code-share
agreements. If the utilization of our aircraft declines below historical levels (including taking into account the stage length
and frequency of our scheduled flights) our opportunity to receive a margin on the variable costs of flights that would have
been flown if our aircraft were more fully utilized will be reduced. Reduced utilization levels of our aircraft under our cod-
share agreements would adversely impact our financial results.

Increased labor costs, strikes, labor disputesand increased unionization of our workfor ces may adver sely affect our
ability to conduct our business.

Our businessis labor intensive, requiring large numbers of pilots, flight attendants, mechanics and other personnel.
Labor costs constitute a significant percentage of our total operating costs. For example, during the year ended December 31,
2007, our labor costs constituted approximately 23.0% of our total operating costs. Increases in our unionized labor costs
could result in amaterial reduction in our earnings and affect our revenue under our code-share agreements. Any new
collective bargaining agreements entered into by other regional carriers may also result in higher industry wages and
increased pressure on us to increase the wages and benefits of our employees. Future agreements with unionized and non-
unionized employees may be on termsthat are not as attractive as our current agreements or comparable to agreements
entered into by our competitors.

ASA’silats, flight attendants and flight controllers are represented by unions, including: The Air Line Pilots
Association, International, the Association of Flight Attendants—CNA and the Professional Airline Flight Control
Association. Also, ASA’ s flight attendants are currently working under an open labor contract, and ASA has been in
negotiations with respect to such contracts since 2003. The contract with ASA’sflight controllers became amendable in April
2006, and ASA is currently engaged in negotiations with its flight controllers. Negotiations with unions representing ASA’s
employees could divert management attention and disrupt operations, which may result in increased operating expenses and
lower net income. Moreover, we cannot predict the outcome of any future negotiations relating to union representation or
collective bargaining agreements.

The collective bargaining agreement between ASA and its pilots became amendable September 15, 2002. During
2007, ASA reached alabor agreement with its pilots. The terms of the agreement were approved by the ASA pilots. The new
agreement resulted in increased pay scales, as well as modifications to existing work rules. The overall financial impact of the
new ASA labor agreement may result in increased labor costs and negatively impact our financial results.
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SkyWest Airlines’ employees are not currently represented by any union; however, collective bargaining group
organi zation efforts among those employees occur from time to time. We recognize that such efforts will likely continuein
the future and may ultimately result in some or al of SkyWest Airlines employees being represented by one or more unions.
Moreover, one or more unions representing ASA employees may seek a single carrier determination by the National
Mediation Board, which could require SkyWest Airlines to recognize such union or unions as the certified bargaining
representative of SkyWest Airlines' employees. One or more unions representing ASA employees may also assert that
SkyWest Airlines’ employees should be subject to ASA collective bargaining agreements. If SkyWest Airlines’ employees
were to unionize or be deemed to be represented by one or more unions, negotiations with unions representing SkyWest
Airlines employees could divert management attention and disrupt operations, which may result in increased operating
expenses and lower net income. Moreover, we cannot predict the outcome of any future negotiations relating to union
representation or collective bargaining agreements. Agreements reached in collective bargaining may increase operating
expenses and lower operating results and net income. If unionizing efforts among SkyWest Airlines employees are
successful, we may be subjected to risks of work interruption or stoppage and/or incur additional administrative expenses
associated with union representation.

If we are unable to reach labor agreements with any current or future unionized work groups, we may be subject to
work interruptions or stoppages, which may adversely affect our ability to conduct our operations and may even allow Delta,
United or Midwest to terminate their respective code-share agreement.

We may be unableto obtain all of the aircraft, engines, partsor related maintenance and support serviceswe require,
which could have a material adverseimpact on our business.

Werely on alimited number of aircraft types, and are dependent on Bombardier as the sole manufacturer of our
regional jets. For the year ended December 31, 2007, 52.2% of our available seat miles were flown using CRJ200s, 35.8% of
our available seat miles were flown using CRJ700s and 6.4% of our available seat miles were flown using CRJ900s. As of
December 31, 2007, we had commitments of approximately $557.8 million to purchase four CRJ900s, 18 CRJ700s, four
CRJ200s and sublease two CRJ700s. We expect to complete these deliveries by the first quarter of 2010. Additionally, we
have obtained options to acquire another 22 regional jets that can be delivered in 70 to 90-seat configurations. Delivery dates
for these aircraft remain subject to final determination as agreed upon by us and our major partners.

Any significant disruption or delay in the expected delivery schedule of our fleet would adversely affect our
business strategy and overall operations and could have a material adverse impact on our operating results or our financial
condition. Certain of Bombardier’s aerospace workers are represented by unions and have participated in at least one strike in
recent history. Any future prolonged strike at Bombardier or delay in Bombardier’s production schedule as a result of labor
matters could disrupt the delivery of regiona jets to us, which could adversely affect our planned fleet growth. We are also
dependent on Genera Electric as the manufacturer of our aircraft engines. General Electric also provides parts, repair and
overhaul services, and other types of support services on our engines. Our operations could be materially and adversely
affected by the failure or inability of Bombardier or General Electric to provide sufficient parts or related maintenance and
support servicesto uson atimely or economical basis, or the interruption of our flight operations as aresult of unscheduled
or unanticipated maintenance regquirements for our aircraft or engines. In addition, the issuance of FAA directives restricting
or prohibiting the use of Bombardier aircraft types we operate would have a material adverse effect on our business and
operations.

Maintenance costs will likely increase asthe age of our regional jet fleet increases.

Because the average age of our CRJ900s, CRJ700s and CRJ200s, as of December 31, 2007, was approximately 1.1,
3.3 and 6.2 years, respectively, our regional jet fleet requires less maintenance now than it will in the future. We have
incurred relatively low maintenance expenses on our regional jet fleet because most of the parts on our regional jet aircraft
are under multi-year warranties and a limited number of heavy airframe checks and engine overhauls have occurred. Our
maintenance costs will increase significantly, both on an absolute basis and as a percentage of our operating expenses, as our
fleet ages and these warranties expire. Under our United Express Agreement and Midwest Services Agreement, specific
amounts are included in the current rates for future maintenance on CRJ200 engines used in our United Express and Midwest
Connect operations. The actual cost of maintenance on CRJ200 engines may vary from the estimated rates.

If weincur problemswith any of our third-party service providers, our operations could be adver sely affected.

Our reliance upon others to provide essential services on behalf of our operations may limit our ability to control the
efficiency and timeliness of contract services. We have entered into agreements with contractors to provide various facilities
and services required for our operations, including fuel supply and delivery, aircraft maintenance, services and ground
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facilities, and expect to enter into additional similar agreementsin the future. These agreements are subject to termination
after notice. Any material problems with the efficiency and timeliness of our automated or contract services could have a
material adverse effect on our business, financial condition and results of operations.

Interruptionsor disruptionsin service at one of our hub airports, dueto adver se weather or for any other reason,
could have a material adver seimpact on our operations.

We currently operate primarily through hubs in Atlanta, Kansas City, Los Angeles, Milwaukee, San Francisco, Salt
Lake City, Chicago, Denver, Cincinnati/Northern Kentucky and the Pacific Northwest. Nearly all of our flights will either
originate or fly into one of these hubs. Our revenues depend primarily on our completion of flights and secondarily on service
factors such astimeliness of departure and arrival. Any interruptions or disruptions could, therefore, severely and adversely
affect us. Extreme weather can cause flight disruptions, and during periods of storms or adverse weather, fog, low
temperatures, etc., our flights may be canceled or significantly delayed. Hurricanes Katrinaand Rita, in particular, caused
severe disruption to air travel in the affected areas and adversely affected airlines operating in the region, including ASA. We
operate a significant number of flights to and from airports with particular weather difficulties, including Atlanta, Salt Lake
City, Chicago, Milwaukee and Denver. A significant interruption or disruption in service at one of our hubs, due to adverse
weather or otherwise, could result in the cancellation or delay of a significant portion of our flights and, as aresult, could
have a severe impact on our business, operations and financial performance.

Fluctuationsin interest rates could adver sely affect our liquidity, operating expenses and results.

A substantial portion of our indebtedness bears interest at fluctuating interest rates. These are primarily based on the
London interbank offered rate for deposits of U.S. dollars, or LIBOR. LIBOR tendsto fluctuate based on general economic
conditions, general interest rates, federal reserve rates and the supply of and demand for credit in the London interbank
market. We have not hedged our interest rate exposure and, accordingly, our interest expense for any particular period may
fluctuate based on LIBOR and other variable interest rates. To the extent these interest rates increase, our interest expense
will increase, in which event, we may have difficulty making interest payments and funding our other fixed costs and our
available cash flow for general corporate requirements may be adversely affected.

Our business could be harmed if we lose the services of our key personnel.

Our business depends upon the efforts of our chief executive officer, Jerry C. Atkin, and our other key management
and operating personnel. We may have difficulty replacing management or other key personnel who leave and, therefore, the
loss of the services of any of these individuals could harm our business. We do not maintain key-man insurance on any of our
executive officers.

Risks Related to the Airline Industry
We may be materially affected by uncertaintiesin the airlineindustry.

The airline industry has experienced tremendous challengesin recent years and will likely remain volatile for the
foreseeable future. Among other factors, the financial challenges faced by major carriers, including Delta, United and
Northwest, the slowing U.S. economy and increased hostilitiesin Irag, the Middle East and other regions have significantly
affected, and are likely to continue to affect, the U.S. airline industry. These events have resulted in declines and shiftsin
passenger demand, increased insurance costs, increased government regulations and tightened credit markets, all of which
have affected, and will continue to affect, the operations and financial condition of participants in the industry, including us,
major carriers (including our major partners), competitors and aircraft manufacturers. These industry developments raise
substantial risks and uncertainties which will affect us, major carriers (including our major partners), competitors and aircraft
manufacturers in ways that we are unable to currently predict.

Theairlineindustry ishighly competitive and has undergone a period of consolidation and transition leaving fewer
potential code-share partners.

Theairline industry is highly competitive. We not only compete with other regional airlines, some of which are
owned by or operated as code-share partners of major airlines, but we also face competition from low-cost carriers and major
airlines on many of our routes. Low-cost carriers such as Southwest, JetBlue, US Airways, Frontier, and AirTran, among
others, operate at many of our hubs, resulting in significant price competition. Additionally, alarge number of other carriers
operate at our hubs, creating intense competition. Certain of our competitors are larger and have significantly greater
financial and other resources than we do. Moreover, federal deregulation of the industry allows competitors to rapidly enter
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our markets and to quickly discount and restructure fares. The airline industry is particularly susceptible to price discounting
because airlines incur only nominal costs to provide service to passengers occupying otherwise unsold seats. Increased fare
competition could adversely affect our operations and the price of our common stock. The airline industry has undergone
substantial consolidation, and it may in the future undergo additional consolidation. Recent examples include the merger
between AmericaWest Airlines and US Airways in September 2005, and American Airlines acquisition of the majority of
Trans World Airlines assetsin 2001. Severa of the major airlines are currently in discussions related to consolidation in the
industry. Other developments include domestic and international code-share alliances between major carriers, such asthe
“SkyTeam Alliance,” that includes Delta, Continental and Northwest, among others. Any additional consolidation or
significant alliance activity within the airline industry could limit the number of potential partners with whom we could enter
into code-share relationships and materially adversely affect our relationship with our code-share partners.

Terrorist activitiesor war nings have dramatically impacted the airlineindustry, and will likely continue to do so.

The terrorist attacks of September 11, 2001 and their aftermath have negatively impacted the airline industry in
genera, including our operations. The primary effects experienced by the airline industry include a substantial loss of
passenger traffic and revenue. Although, to some degree, airline passenger traffic and revenue have recovered since the
September 11™ attacks, additional terrorist attacks could have a similar or even more pronounced effect. Even if additional
terrorist attacks are not launched against the airline industry, there will be lasting consequences of the attacks, including
increased security and insurance costs, increased concerns about future terrorist attacks, increased government regulation and
airport delays due to heightened security. Additional terrorist attacks and the fear of such attacks could negatively impact the
airline industry, and result in further decreased passenger traffic and yields, increased flight delays or cancellations associated
with new government mandates, as well asincreased security, fuel and other costs. We cannot provide any assurance that
these events will not harm the airline industry generally or our operations or financial condition in particular.

Fuel costs have adver sely affected, and will likely continue to adver sely affect, the operations and financial
performance of theairlineindustry.

The price of aircraft fuel is unpredictable and increased significantly during much of 2007. Higher fuel prices may
lead to higher airfares, which would tend to decrease the passenger |oad of our code-share partners. In the long run, such
decreases will likely have an adverse effect on the number of flights such partner will ask usto provide and the revenues
associated with such flights. Additionally, fuel shortages have been threatened. The future cost and availability of fuel to us
cannot be predicted, and substantial fuel cost increases or the unavailability of adequate supplies of fuel may have a material
adverse effect on our results of operations. During periods of increasing fuel costs, our operating margins have been, and will
likely continue to be, adversely affected.

We are subject to significant gover nmental regulation.

All interstate air carriers, including SkyWest Airlines and ASA, are subject to regulation by the DOT, the FAA and
other governmental agencies. Regulations promulgated by the DOT primarily relate to economic aspects of air service. The
FAA requires operating, air worthiness and other certificates; approval of personnel who may engage in flight, maintenance
or operation activities; record keeping procedures in accordance with FAA requirements; and FAA approval of flight training
and retraining programs. We cannot predict whether we will be able to comply with all present and future laws, rules,
regulations and certification requirements or that the cost of continued compliance will not have a material adverse effect on
our operations. We incur substantial costsin maintaining our current certifications and otherwise complying with the laws,
rules and regulations to which we are subject. A decision by the FAA to ground, or require time-consuming inspections of or
maintenance on, all or any of our aircraft for any reason may have a material adverse effect on our operations. In addition to
state and federal regulation, airports and municipalities enact rules and regulations that affect our operations. From time to
time, various airports throughout the country have considered limiting the use of smaller aircraft, such as our aircraft, at such
airports. The imposition of any limits on the use of our aircraft at any airport at which we operate could have a material
adverse effect on our operations.

The occurrence of an aviation accident would negatively impact our operations and financial condition.

An accident or incident involving one of our aircraft could result in significant potential claims of injured passengers
and others, aswell asrepair or replacement of adamaged aircraft and its consequential temporary or permanent |oss from
service. In the event of an accident, our liability insurance may not be adequate to offset our exposure to potential claims and
we may be forced to bear substantial |osses from the accident. Substantial claims resulting from an accident in excess of our
related insurance coverage would harm our operational and financia results. Moreover, any aircraft accident or incident, even
if fully insured, could cause a public perception that our operations are less safe or reliable than other airlines.
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Risks Related to Our Common Stock
We can issue additional shareswithout shareholder approval.

Our Restated Articles of Incorporation, as amended (the “ Restated Articles’), authorize the issuance of up to
120,000,000 shares of common stock, all of which may be issued without any action or approval by our shareholders. As of
December 31, 2007, we had 60,478,615 shares outstanding. In addition, as of December 31, 2007, we had equity-based
incentive plans under which 3,600,448 shares are reserved for issuance and an employee stock purchase plan under which
1,884,469 shares are reserved for issuance, both of which may dilute the ownership interest of our shareholders. Our Restated
Articles also authorize the issuance of up to 5,000,000 shares of preferred stock. Our board of directors has the authority to
issue preferred stock with the rights and preferences, and at the price, which it determines. Any shares of preferred stock
issued would likely be senior to shares of our common stock in various regards, including dividends, payments upon
liquidation and voting. The value of our common stock could be negatively affected by the issuance of any shares of
preferred stock.

Distribution of dividends may decrease or cease.

Historically, we have paid dividends in varying amounts on our common stock. The future payment and amount of
cash dividends will depend upon our financial condition and results of operations, loan covenants and other factors deemed
relevant by our board of directors. There can be no assurance that we will continue our practice of paying dividends on our
common stock or that we will have the financial resources to pay such dividends.

Provisions of our charter documents and code-shar e agreements may affect the ability or desire of othersto gain
control of our company.

Our ahility to issue preferred and common shares without shareholder approval may have the effect of delaying or
preventing a change in control and may adversely affect the voting and other rights of the holders of our common stock, even
in circumstances where such a change in control would be viewed as desirable by most investors. The provisions of the Utah
Control Shares Acquisitions Act may also discourage the acquisition of a significant interest in or control of our company.
Additionally, our code-share agreements contain termination and extension trigger provisions related to change in control
type transactions that may have the effect of deterring a changein control of our company.

ITEM 1B. UNRESOLVED STAFF COMMENTS

None
ITEM 2. PROPERTIES
Flight Equipment

As of December 31, 2007, we owned or leased afleet of aircraft, consisting of the following types of aircraft:

Number of Number of Passenger  Scheduled Flight  Average Cruising Average Age
Aircraft Type Owned Aircraft Leased Aircraft  Capacity Range (miles) Speed (mph) (years)
CRJ200S.......cceereeiieenie e 82 164 50 1,500 530 6.2
CRJ700S.......ccovreriieeeien e 48 54 70 1,600 530 3.3
CRJO00S........ceervierireerireseeenieeenns 7 10 90 1,500 530 11
Brasilia Turboprops.........cccceeu..... 12 47 30 300 300 10.7
ATR-72 Turboprops.........ccccueueee — 12 66 300 300 14.2

SkyWest Airlines has firm orders to acquire 18 new CRJ700s, four new CRJ900s and four used CRJ 200s. In
addition, we intend to sublease two additional CRJ700s from Delta during the year ending December 31, 2008. Gross
committed expenditures for these 28 aircraft and related equipment, including estimated amounts for contractual price
escalations will be approximately $557.8 million through the first quarter of 2010. SkyWest Airlines and ASA have also
obtained combined options for another 22 Bombardier Regional Jets that can be delivered in either 70 or 90-seat
configurations.
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The following table outlines the number of Bombardier Regional Jets that SkyWest Airlines and ASA are scheduled
to receive during each of the periods set forth below and the expected size and composition of our combined fleet following
the receipt of these aircraft.

During the fiscal year
ending December 31,
2008 2009 2010 2011

Additional aircraft deliveries

Additional CRJI200S ........c.eruieeiriiieieriiieesieieesie e e 4 0 0 0
Additional CRJITO0S ........ceeuirieirieriee ettt 2 14 4 0
Additional CRIO0OS ........cerueeereriiieieriieeiesiesseese e e 4 0 0 0

During thefiscal year
ending December 31,

2008 2009 2010 2011

Expected fleet size

Total Bombardier Regional JELS.........ccoeerireeririenereeesesee e 375 389 379 375
Total Brasilia TUrDOPrOPS......ooveevereeereeiesie et 57 55 45 30
Total ATR-72 TUIDOPIOPS. .. .ccveeuerieeieeieeiesee st ee e see e s sre e saeeeens 3 0 0 0
Total CombINEd FIEEL .........ccoiiieirrieere e 435 444 424 405

Bombardier Regional Jets

The Bombardier Regional Jets are among the quietest commercial jets currently available and offer many of the
amenities of larger commercial jet aircraft, including flight attendant service, aswell as a stand-up cabin, overhead and
underseat storage, lavatories and in-flight snack and beverage service. The speed of Bombardier Regional Jets is comparable
to larger aircraft operated by the magjor airlines, and they have arange of approximately 1,600 miles; however, because of

their smaller size and efficient design, the per-flight cost of operating a Bombardier Regional Jet is generally less than that of
a 120-seat or larger jet aircraft.

Brasilia Turboprops

The Brasilia turboprops are 30-seat, pressurized aircraft designed to operate more economically over short-haul
routes than larger jet aircraft. These factors make it economically feasible for SkyWest Airlines to provide high frequency
service in markets with relatively low volumes of passenger traffic. Passenger comfort features of the Brasilia turboprops
include stand-up headroom, alavatory, overhead baggage compartments and flight attendant service. We expect that Delta
and United will want us to continue to operate Brasilia turboprops in markets where passenger load and other factors make
the operation of a Bombardier Regional Jet impractical. As of December 31, 2007, SkyWest Airlines operated 59 Brasilia
turboprops out of Los Angeles, San Francisco, Salt Lake City, Seattle/Tacoma and Portland. SkyWest Airlines’ Brasilia

turboprops are generally used in its California markets, which are characterized by high frequency service on shorter stage
lengths.

ATR-72 Turboprops

While ASA currently operates 12 ATR-72 turboprops out of Atlanta, we expect that these aircraft will be removed
from service by January 31, 2009.

Ground Facilities
SkyWest Airlines and ASA own or lease the following principal properties:

SKyWest Airlines Facilities
e  SkyWest Airlines owns a 56,600 square foot aircraft maintenance facility in Palm Springs, California.

o  SkyWest Airlines leases a 131,300 square foot facility at the Salt Lake International Airport. Thisfacility
consists of a 58,400 square foot aircraft maintenance hangar and 72,900 square feet of training and office space.
In January 2002, we entered into a sale lease-back agreement with the Salt Lake Airport Authority. SkyWest
Airlinesisleasing the facility under an operating lease arrangement over a 26-year term.
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e SkyWest Airlines leases a 90,000 square foot aircraft maintenance and training facility at the Salt Lake City
International Airport. The Salt Lake City facility consists of 40,000 sgquare feet of maintenance facilities and
50,000 sguare feet of training and other facilities. We originally constructed the Salt Lake City facility which
we subsequently sold to and leased back from the Salt Lake City Airport Authority. SkyWest Airlinesisleasing
the facility under an operating lease arrangement over a 36-year term.

e  SkyWest Airlines leases a 90,000 square foot maintenance hangar and a 15,000 square foot office facility in
Fresno, Cdifornia.

o  SkyWest Airlines leases a 28,000 square foot maintenance hangar in Tucson, Arizona.
o  SkyWest Airlines leases a 57,000 square foot maintenance facility in Chicago, Illinais.

e  SkyWest Airlines owns a 55,000 square foot hangar and a 46,000 square foot office facility in Colorado
Springs, Colorado.

e  SkyWest Airlines leasesticket counters, check-in and boarding and other facilities in the passenger terminal
areasin the mgjority of the airports it serves and staffs those facilities with SkyWest Airlines personnel. Other
airlines, including Delta, Midwest and United, provide ticket handling and/or ground support services for
SkyWest Airlinesin 76 of the 158 airports to which SkyWest Airlinesflies.

e Weown the corporate headquarters facilities of SkyWest and SkyWest Airlines, located in St. George, Utah, in
two adjacent buildings of 63,000 and 55,000 square feet, respectively. Both facilities were internally funded
with cash generated from operations and were subsequently refinanced with third-party debt.

ASA Facilities

o ASA leases 63,300 square feet in an office building located at the Hartsfield-Jackson Atlanta I nternational
Airport which serves as ASA’ s corporate headquarters. The lease expires on April 30, 2008.

e ASA iscurrently improving a 203,170 square foot facility that will be used for maintenance and administrative
office space in Atlanta, Georgia. The facility isleased from the city of Atlantaand the lease expires April 30,
2033.

e ASA leasesa 15,084 square foot facility in Atlanta, Georgia. Thisfacility isa shop that provides for repair of all
ground equipment in the ASA system. The facility isleased from the City of Atlanta and the lease expires
April 30, 2033.

e ASA leasesa 78,550 square foot aircraft maintenance facility in Macon, Georgia. The Macon facility also
contains a 7,500 square foot training and storage facility. The Macon facility is bond-financed, with the lease
expiring in 2018.

e ASA leases a39,000 square foot aircraft maintenance facility in Baton Rouge, Louisiana. ASA hasthe right to
occupy the Baton Rouge facility rent-free until 2022.

e ASA leases a 63,800 square foot parts storage facility located near the Hartsfiel d-Jackson Atlanta International
Airport.

e ASA leases smaller aircraft line maintenance facilities in Atlanta, Georgia; Columbia, South Carolina; Fort
Walton Beach, Florida; Montgomery, Alabama; Cincinnati, Ohio, and Shreveport, Louisiana.

e ASA uses 29 gates at the Hartsfield-Jackson Atlanta International Airport: 13 gates are leased directly from the

airport authority, six gates are subleased from US Air, eight gates are subleased from Delta and two gates are
used pursuant to a month-to-month arrangement with the City of Atlanta.
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e ASA leasesticket counters, check-in and boarding and other facilities in the passenger terminal areasin the
majority of the airportsit serves and staffs those facilities with ASA personnel. Other airlines, including Delta,
provide ticket handling and/or ground support services for ASA in 96 of 136 airports ASA serves.

Our management deems SkyWest Airlines’ and ASA’s current facilities as being suitable and necessary to support
existing operations and believes these facilities will be adequate for the foreseeable future.

ITEM 3. LEGAL PROCEEDINGS

We are subject to certain legal actions which we consider routine to our business activities. As of December 31,
2007, our management believed, after consultation with legal counsel, that the ultimate outcome of such legal mattersis not
likely to have amaterial adverse effect on our financial position, liquidity or results of operations.

Atlantic Southeast Airlines, Inc. and SkyWest Airlines, Inc. v. Delta Air Lines

During the quarter ended December 31, 2007, Delta notified SkyWest, SkyWest Airlines and ASA of adispute
under the SkyWest Airlines and ASA Delta Connection Agreements. The dispute relates to alocation of liability for certain
irregular operations (“IROP”) expenses that are paid by SkyWest Airlines and ASA to Delta Connection passengers under
certain situations. As aresult of the dispute, Delta withheld a combined total of approximately $25 million (pretax) from one
of the weekly scheduled wire paymentsto SkyWest and ASA during December 2007. On February 1, 2008, SkyWest
Airlines and ASA filed alawsuit in Georgia state court disputing treatment of the matter. The position Delta has taken with
respect to IROP expenses is inconsistent with the parties’ treatment of those expenses under the SkyWest Airlines and ASA
Delta Connection Agreements since their execution in September 2005. We have not recorded an allowance related to the
disputein our consolidated financial statements. There can be no assurance that the dispute will be resolved consistent with
the position taken by SkyWest Airlinesand ASA. If the dispute is not resolved consistent with the position taken by SkyWest
Airlinesand ASA, our financial results would be negatively impacted. The litigation may have other negative effects on our
relationship with Delta and our operations under the existing Delta Connection Agreements.

ITEM 4. SUBMISSION OF MATTERSTO A VOTE OF SECURITY HOLDERS

No matters were submitted to a vote of security holders during the fourth quarter of the year ended December 31,
2007.

PART II

ITEM 5. MARKET FOR REGISTRANT'SCOMMON EQUITY, RELATED STOCKHOLDER MATTERSAND
ISSUER PURCHASES OF EQUITY SECURITIES

Market Pricefor Our Common Stock

Our common stock is traded on The Nasdag National Market under the symbol “SKYW.” At February 18, 2008,
there were approximately 1,080 stockholders of record. Securities held of record do not include shares held in securities
position listings. The following table sets forth the range of high and low closing sales prices for our common stock, during
the periods indicated.

2007 2006
Quarter High Low High Low
BTt $28.43 $24.70 $29.79 $26.02
SECONM ...ttt e bbb nn s 28.17 23.83 2946 2146
TR e 2544 2194 2599 2212
FOUMR ... 2899 2375 28.05 24.60

The transfer agent for our common stock is Zions First National Bank, Salt Lake City, Utah.
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Dividends

During 2007 and 2006, our Board of Directors declared regular quarterly dividends of $0.03 per share. On
November 6, 2007, our Board of Directors declared aregular quarterly cash dividend of $0.03 per share payable to
stockholders of record on December 31, 2007 and paid the dividend on January 4, 2008.

Securities Authorized for Issuance Under Equity Compensation Plans

The following table contains information regarding our equity compensation plans as of December 31, 2007.

Number of Securities
Weighted-Average  Remaining Available for

Exer cise Price of Future I ssuance under
Number of Securitiesto be Outstanding Equity Compensation
Issued upon Exer cise of Options, Plans (Excluding
Outstanding Options, Warrantsand Securities Reflected in
Plan Category Warrantsand Rights Rights the First Column)
Equity compensation plans approved by security
9010 1= £ () RS 4,681,915 $20.01 5,514,485

Q Consists of our Executive Stock Incentive Plan, our All Share Stock Option Plan, our SkyWest Inc. Long Term
Incentive Plan, and our Employee Stock Purchase Plan. See Note 5 to our Consolidated Financial Statements for the
fiscal year ended December 31, 2007, included in Item 8 of this Report, for additional information regarding these
plans.

Purchases of Equity Securities

Our Board of Directors has adopted a stock repurchase program which authorizes us to repurchase shares of our
common stock in the public market, from time to time, at prevailing prices. The stock repurchase program authorizes the
repurchase of up to 10 million shares of our common stock. The following table summarizes our purchases under the stock
repurchase program for the three months ended December 31, 2007:

Total Number of Shares  Maximum Number
Purchased as Part of a of Sharesthat May

Total Number of  Average Price Publicly Announced Yet Be Purchased
Period SharesPurchased Paid Per Share Program(1) Under the Program
October 1 - October 31, 2007 ......ccccevevvvevrerinenen. 276,800 $26.50 276,800 5,563,058
November 1 - November 30, 2007 ..........ccucu.e.. 326,000 25.93 326,000 5,237,058
December 1 - December 31, 2007 .......cccccveveneee. 237,058 26.80 237,058 5,000,000
TOAl .o 839,858 $26.36 839,858 5,000,000

D Under resolutions adopted in February 2007 and November 2007, our Board of Directors authorized the repurchase
of 10,000,000 shares of our common stock. Purchases are made at management’ s discretion based on market
conditions and the Company’ s financial resources. As of December 31, 2007, we had spent approximately
$126.0 million to purchase and retire approximately 5,000,000 shares of common stock. The authorization of Board
of Directors does not have an expiration date.

ITEM 6. SELECTED FINANCIAL DATA

The following selected financial and operating data should be read in conjunction with “Management’ s Discussion
and Analysis of Financial Condition and Results of Operations,” and our consolidated financial statements and related notes
included elsewhere in this Report.
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Selected Consolidated Financial Data (amountsin thousands, except per share data):

Year Ended December 31,

2007 2006 2005(2) 2004 2003

OpErating FEVENUES.........ccveverereereesieree e tee st ene $3,374,332 $3,114,656 $1,964,048 $1,156,044  $888,026
Operating iNCOME........ccccueireriereiesieeesre et 344,524 339,160 220,408 144,776 108,480
NEL INCOME.....eviiietei s 159,192 145,806 112,267 81,952 66,787
Net income per common share:

S S [T $2.54 $2.33 $1.94 $1.42 $1.16

D101 o T 2.49 2.30 1.90 1.40 1.15
Weighted average shares:

27 S oSN 62,710 62,474 57,851 57,858 57,745

DIlULE ..ottt 64,044 63,382 58,933 58,350 58,127
TOtA BSSELS ...o.vvieecteeecetce e $3,990,525 $3,731,419 $3,320,646 $1,662,287 $1,529,210
CUITENE @SSELS.....cueiiveviesiereesiete et 1,210,139 1,095,454 693,632 712,337 670,368
Current [iaDilitieS........cveiveeeesee e 398,219 408,431 615,917 170,467 151,959
Long-term debt, net of current maturities.........ccccoeevrvevenene. 1,732,748 1,675,626 1,422,758 463,233 462,773
StoCKNOIAErS” EQUILY ...v.vveeeeeieee st 1,246,007 1,178,293 913,198 779,055 709,063
Return on average equity(1) ..ccocvevevevecenieceeeereese e 13.1% 13.9% 13.2% 11.0% 9.9%
Cash dividends declared per common share.............cc..u...... $0.12 $0.12 $0.12 $0.12 $0.08
D Calculated by dividing net income by the average of beginning and ending stockholders' equity for the year

2

On September 7, 2005, we completed the acquisition of ASA from Delta for $421.3 million in cash. We paid

$5.3 million of transaction fees and assumed approximately $1.25 hillion in long-term debt and related assets. Our
2005 consolidated operating revenues contain 114 days of additional revenue and expenses generated by the ASA

acquisition.

Selected Operating Data

Year Ended December 31,

2007 2006 2005 2004 2003
BIOCK NOUIS......ceiiiiieiiiieree e 1,438,818 1,298,769 866,975 589,129 482,158
(D o= 10 (=S S TS 904,795 857,631 623,307 464,697 395,631
Passengers Carmied. ... ... 34,392,755 31,465,552 20,343,975 13,424,520 10,738,691
Revenue passenger miles (000) ......covveeeereneeerienenerieieseniens 17,892,282 15,819,191 9,538,906 5,546,069 4,222,669
Available seat miles (000) ......ccovvereeerierenerieene e 22,968,768 20,209,888 12,718,973 7,546,318 5,875,029
Passenger 10ad faCtor ........ccvceveeveeierese e 77.9% 78.3% 75.0% 73.5% 71.9%
Passenger break-even load factor...........ccocoeeevernnccncnne 72.9% 72.7% 68.6% 65.5% 63.9%
Yield per revenue passenger Mile........ooevvveereneienenieennen. 18.7¢ 19.5¢ 20.3¢ 20.5¢ 20.9¢
Revenue per available seat mile........ccocoovevvecivirccncieinene 14.7¢ 15.4¢ 15.4¢ 15.3¢ 15.1¢
Cost per available seat Mile.......covevveevcineinesecee e 13.7¢ 14.3¢ 14.1¢ 13.6¢ 13.4¢
Average passenger trip length.........cocoveriniiiciinenee e, 520 503 469 413 393
Number of operating aircraft at end of year..........ccccevveenenens 436 410 380 206 185
Quarterly Financial Data
Year Ended December 31, 2007
First Second Third Fourth
Quarter Quarter Quarter Quarter Year
Operating revenues (000) ........covvvrreerenierireniereseseeeeseeneees $788,968 $855,048 $875,601  $854,715 $3,374,332
Operating income (000) ......cccovrueeriereeerieseeesiereseseneeeseens 79,575 88,855 92,469 83,625 344,524
Net iNCOME (000) .....vevveeererieerierieeeeesieesteseeesre e seesesee e 34,788 40,622 42,927 40,855 159,192
Net income per common share;
BaSIC ittt e $0.54 $0.64 $0.69 $0.67 $2.54
DIULEA ... 0.53 0.62 0.68 0.66 2.49
Weighted average common shares.
BaSIC. ..t 64,279 63,811 61,942 60,807 62,710
DIULE: ..ot 65,837 65,245 62,3888 62,204 64,044
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The following terms used in this section and elsewhere in this Report have the meaningsindicated bel ow:
“Revenue passenger miles’ represents the number of miles flown by revenue passengers.

“Available seat miles’ represents the number of seats available for passengers multiplied by the number of milesthe
seats are flown.

“Passenger load factor” represents the percentage of aircraft seating capacity that is actualy utilized (revenue
passenger miles divided by available seat miles).

“Passenger breakeven load factor” isthe passenger load factor that will result in operating revenues being equal to
operating expenses, assuming constant revenue per passenger mile and expenses.

“Yield per passenger mile” represents the average amount one passenger pays to fly one mile.
“Passenger revenue per available seat mile” represents passenger revenue divided by available seat miles.
“Operating cost per available seat mile” represents operating expenses plus interest divided by available seat miles.

ITEM 7. MANAGEMENT’SDISCUSSION AND ANALYSISOF FINANCIAL CONDITION AND RESULTS OF
OPERATIONS

The following discussion and analysis presents factors that had a material effect on our results of operations during
the years ended December 31, 2007, 2006 and 2005. Also discussed is our financial position as of the end of December 31,
2007 and 2006. You should read this discussion in conjunction with our consolidated financial statements, including the
notes thereto, appearing elsewhere in this Report or incorporated herein by reference. This discussion and analysis contains
forward-looking statements. Please refer to the sections of this Report entitled “ Cautionary Satement Concerning
Forward-Looking Statements” and “ Item 1A. Risk Factors” for discussion of some of the uncertainties, risks and
assumptions associated with these statements.

Overview

Through SkyWest Airlines and ASA, we operate the largest regional airline in the United States. As of
December 31, 2007, SkyWest Airlines and ASA offered scheduled passenger and air freight service with more than 2,550
total daily departuresto 294 destinations in the United States, Canada, Mexico and the Caribbean. Additionally, as of
December 31, 2007, we provided ground handling services for approximately ten other airlines throughout our system. As of
December 31, 2007, we operated a combined fleet of 436 aircraft consisting of 246 CRJ200s (65 assigned to United, 166
assigned to Delta and 15 assigned to Midwest) 102 CRJ700s (52 assigned to United and 50 assigned to Delta), 17 CRJ900s
(all assigned to Delta), 59 Brasilia turboprops (48 assigned to United and 11 assigned to Delta), and 12 ATR-72 turboprops
(all assigned to Delta). We believe our success in attracting multiple contractual relationships with major airline partnersis
attributable to our delivery of high-quality customer service with an all cabin-class fleet at a competitive cost structure. For
the month ended December 31, 2007, approximately 59.1% of our aggregate capacity was operated under the Delta code,
approximately 37.6% was operated under the United code and approximately 3.3% was operated under the Midwest code.

SkyWest Airlines has been a partner with Deltain Salt Lake City and United in Los Angeles since 1987 and 1997,
respectively. In 1998, SkyWest Airlines expanded its relationship with United to provide service in Portland, Seattle/Tacoma,
San Francisco and additional Los Angeles markets. In 2004, SkyWest Airlines expanded its United Express operations to
provide service in Chicago. SkyWest Airlines and Midwest entered into the Midwest Services Agreement on December 20,
2006. Under the terms of the Midwest Services Agreement, SkyWest Airlines has agreed to operate up to 25 CRJ200s. The
initial 15 aircraft were delivered by September 30, 2007. On January 16, 2008, the Company announced that SkyWest
Airlines agreed to operate additional aircraft under the Midwest Services Agreement. We serve markets from Midwest’s
current hubs in Milwaukee and Kansas City. As of December 31, 2007, SkyWest Airlines operated as a Delta Connection
carrier in Salt Lake City, a United Express carrier in Los Angeles, San Francisco, Denver, Chicago and the Pacific
Northwest, and a Midwest Connect carrier in Milwaukee and Kansas City operating more than 1,750 total daily flights.

ASA has been a code-share partner with Deltain Atlanta since 1984. ASA expanded its operations as a Delta

Connection carrier to aso include Cincinnati and Salt Lake City in September 2002 and April 2003, respectively. ASA
operates approximately 750 daily flights, all in the Delta Connection system.
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We provide a substantial majority of regional airline service for Deltain Atlantaand Salt Lake City. In connection
with our acquisition of ASA in September 2005, we established new, separate, but substantially similar, long-term fixed-fee
Delta Connection Agreements with Delta for both SkyWest Airlines and ASA. We a so obtained the right to use 29 gatesin
the Hartsfield-Jackson International Airport located in Atlanta, from which we currently provide service to Delta. Delta has
also agreed that, starting in 2008, if Delta solicits requests for proposals to fly Delta Connection regional aircraft, ASA will
be permitted to bid to maintain the same percentage of total Delta Connection regional jet flights that it flies during 2007,
and, if ASA does not achieve the winning bid for the proposed flying, ASA will be permitted to match the terms of the
winning hid to the extent necessary for ASA to maintain its percentage of Delta Connection regional jet flying that it operated
during 2007.

Historically, multiple contractual relationships have enabled us to reduce reliance on any single major airline code
and to enhance and stabilize operating results through a mix of contract flying and our controlled or “pro-rate” flying. For the
year ended December 31, 2007, contract flying revenue and pro-rate revenue represented approximately 95% and 5%,
respectively, of our total passenger revenue. On contract routes, the major airline partner controls scheduling, ticketing,
pricing and seat inventories and we are compensated by the major airline partner at contracted rates based on the completed
block hours, flight departures and other operating measures. On pro-rate flights, we control scheduling, ticketing, pricing and
seat inventories and receive a pro-rated portion of passenger fares. As of December 31, 2007, essentialy all of our Brasilia
turboprops flown for Delta were flown under pro-rate arrangements, while approximately 62% of our Brasilia turboprops
flown in the United system were flown under contractual arrangements, with the remaining 38% flown under pro-rate
arrangements.

Financial Highlights

We had operating revenues of $3.4 billion for the year ended December 31, 2007, an 8.3% increase, compared to
$3.1 billion for the year ended December 31, 2006. We had net income of $159.2 million for the year ended December 31,
2007, an increase of 9.2%, or $2.49 per diluted share, compared to $145.8 million of net income or $2.30 per diluted share,
for the year ended December 31, 2006.

Total available seat miles (“ASMS") for the year ended December 31, 2007 increased 13.7%, compared to the year
ended December 31, 2006, primarily as aresult of an increase in our fleet size to 436 aircraft as of December 31, 2007, from
410 aircraft as of December 31, 2006. During the year ended December 31, 2007, we took delivery of eight new CRJ900s
and acquired 10 used CRJ700s and 11 used CRJ 200s from another operator. During the year ended December 31, 2007, we
generated 23.0 billion ASMs, compared to 20.2 billion ASMs during 2006.

At December 31, 2007, we had approximately $660.4 million in cash and cash equivalents, restricted cash and
marketable securities, compared to approximately $651.9 million as of December 31, 2006. During the year ended
December 31, 2007, we spent approximately $126.0 million to purchase and retire approximately 5,000,000 shares of
common stock. Of the eight new CRJ900s we acquired during the year ended December 31, 2007, we financed seven aircraft
under long-term debt arrangements and one aircraft under alease arrangement. The ten CRJ700s we acquired during the year
ended December 31, 2007 were acquired under sublease arrangements with a mgjor partner at nominal monthly amounts. Of
the eleven used CRJ200s, we financed ten aircraft under lease arrangements and one was purchased with cash.

Outlook

On October 12, 2007, we announced that SkyWest Airlines plansto acquire 22 additional regional jet aircraft
through 2010, 18 of which we intend to operate for United Express, as part of an aircraft transition plan, allowing United
Express to remove 23 EMB-120 30 seat turboprop aircraft from the contract reimbursement model in the United Express
Agreement and add 66 seat regional jet aircraft for United Express flying. Generally, the turboprop removals are intended to
occur in conjunction with deliveries of new regional jet aircraft in order to ensure a smooth transition in existing markets.
Additionally, SkyWest Airlines intends to exchange four 50-seat CRJ200s for four CRJ900s configured with 76 seatsin its
Delta Connection operations. On November 30, 2007, we announced that we placed a firm order for 22 aircraft with
Bombardier Aerospace. We are scheduled to take delivery of these aircraft beginning in late 2008 and continue through the
first quarter of 2010.

On January 16, 2008, we announced that SkyWest Airlines has agreed to operate additional aircraft under the
Midwest Services agreement.
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Critical Accounting Policies

Our significant accounting policies are summarized in Note 1 to our consolidated financial statementsfor the year
ended December 31, 2007, included in Item 8 of this Report. Critical accounting policies are those policies that are most
important to the preparation of our consolidated financial statements and require management’ s subjective and complex
judgments due to the need to make estimates about the effect of matters that are inherently uncertain. Our critical accounting
policies relate to revenue recognition, aircraft maintenance, aircraft leases, impairment of long-lived assets and intangibles
and stock-based compensation expense as discussed below. The application of these accounting policies involves the exercise
of judgment and the use of assumptions as to future uncertainties and, as aresult, actual results will differ, and could differ
materially from such estimates.

Revenue Recognition

Passenger and ground handling revenues are recognized when service is provided. Under our contract and pro-rate
flying agreements with our code-share partners, revenue is considered earned when the flight is completed. Our agreements
with our code-share partners contain certain provisions pursuant to which the parties could terminate the respective
agreement, subject to certain rights of the other party, if certain performance criteria are not maintained. Our revenues could
be impacted by a number of factors, including changes to the code-share agreements, contract modifications resulting from
contract renegotiations and our ability to earn incentive payments contemplated under applicable agreements.

Maintenance

We use the direct-expense method of accounting for our regional jet aircraft engine overhaul costs. Under
this method, the maintenance liability is not recorded until the maintenance services are performed, thus substantially
reducing significant estimates and judgments inherent under the accrual method. We use the “deferral method” of accounting
for our Brasilia turboprop engine overhauls, which provides for engine overhaul costs to be capitalized and depreciated over
the estimated useful life of the engine. For leased aircraft, we are subject to lease return provisions that require a minimum
portion of the “life” of an overhaul be remaining on the engine at the lease return date. With respect to engine overhauls
related to leased Brasilia turboprops to be returned, we adjust the estimated useful lives of the final engine overhauls based
on the respective lease return dates. With respect to SkyWest Airlines, a third-party vendor provides our long-term engine
services covering the scheduled and unscheduled repairs for engines on our CRJ700s. Under the terms of the agreement, we
pay a set dollar amount per engine hour flown on a monthly basis and the third-party vendor assumes the obligation to repair
the engines at no additional cost to us, subject to certain specified exclusions.

Aircraft Leases

The majority of SkyWest Airlines' aircraft are leased from third parties, while ASA’ s aircraft are primarily debt-
financed on along-term basis. In order to determine the proper classification of our leased aircraft as either operating leases
or capital leases, we must make certain estimates at the inception of the lease relating to the economic useful life and the fair
value of an asset as well as select an appropriate discount rate to be used in discounting future lease payments. These
estimates are utilized by management in making computations as required by existing accounting standards that determine
whether the lease is classified as an operating |ease or a capital lease. All of our aircraft leases have been classified as
operating leases, which resultsin rental payments being charged to expense over the terms of the related leases. Additionally,
operating leases are not reflected in our condensed consolidated balance sheet and accordingly, neither alease asset nor an
obligation for future lease paymentsis reflected in our condensed consolidated bal ance sheet.

Impairment of Long-Lived and Intangible Assets

As of December 31, 2007, we had approximately $2.7 billion of property and equipment and related assets.
Additionally, as of December 31, 2007, we had approximately $28.5 million in intangible assets. In accounting for these
long-lived and intangibl e assets, we make estimates about the expected useful lives of the assets, the expected residual values
of certain of these assets, and the potential for impairment based on the fair value of the assets and the cash flows they
generate. We recorded an intangible of approximately $33.7 million relating to the acquisition of ASA. Theintangibleis
being amortized over fifteen years under the straight-line method. As of December 31, 2007, we had recorded $5.2 million in
accumulated amortization expense. Factorsindicating potential impairment include, but are not limited to, significant
decreasesin the market value of the long-lived assets, a significant change in the condition of the long-lived assets and
operating cash flow losses associated with the use of the long-lived assets. On a periodic basis, we evaluate whether the book
value of our aircraft isimpaired in accordance with SFAS No. 144, “ Accounting for the Impairment or Disposal of Long-
Lived Assets.” Based on the results of the evaluations, our management concluded no impairment was necessary as of
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December 31, 2007. However, there isinherent risk in estimating the future cash flows used in the impairment test. If cash
flows do not materialize as estimated, there is arisk the impairment charges recognized to date may be inaccurate, or further
impairment charges may be necessary in the future.

Sock-Based Compensation Expense

Effective January 1, 2006, we adopted the fair value recognition provisions of Statement of Financial Accounting
Standards No. 123(R), Share-Based Payment (“ SFAS No. 123(R)"), using the modified-prospective transition method. Under
the modified-prospective transition method, compensation cost recognized during the year ended December 31, 2006
includes compensation cost for al share-based payments granted to, but not yet vested as of January 1, 2006, based on the
grant date fair value estimated in accordance with the original provisions of SFAS No. 123(R). Prior to January 1, 2006, we
applied Accounting Principles Board (“Opinion No. 25”), and related interpretations in accounting for our stock-based
compensation plans. Results for prior periods have not been restated.

Applying SFAS No. 123(R), we estimate the fair value of stock options as of the grant date using the Black-Scholes
option pricing model. We use historical datato estimate option exercises and employee termination in the option pricing
model. The expected term of options granted is derived from the output of the option pricing model and represents the period
of time that options granted are expected to be outstanding. The expected volatilities are based on the historical volatility of
our common stock and other factors.

Results of Operations
2007 Compared to 2006

Operating Satistics. The following table sets forth our major operational statistics and the percentage-of-change for
the years identified below.

Year ended
December 31,
2007 2006 9% Change
Revenue passenger miles (000) ........ccceveveeereeeeieeieeieseesesie e 17,892,282 15,819,191 131
Available seat MileS (000) ......cccereeverenenerieeeereeese e 22,968,768 20,209,888 13.7
BIOCK NOUIS......cotiiiieiiieec e 1,438,818 1,298,769 10.8
[0 (1 - 904,795 857,631 55
Passengers Carried .........coovvvienereeereser e 34,392,755 31,465,552 9.3
Passenger 10ad faCtor ..........cccveeevererese e 77.9% 78.3% (0.4)pts
Passenger breakeven load factor...........cooveevinecnincnccee 72.9% 727%  0.2pts
Yield per revenue passenger Mile........occvvveeneneeneneeseneenens 18.7¢ 19.5¢ 4.2
Revenue per available seat Mile ..o 14.7¢ 15.4¢ (4.5)
Cost per available seat Mile.......ccoooiiiiiiiiieneee e 13.7¢ 14.3¢ 4.2
Fuel cost per available seat Mile.........cooeiiiiiiiiieiiceee, 4.6¢ 5.0¢ (8.0)
Average passenger trip length (Miles) .......cccoovvveeececieveiececs 520 503 34

Revenue Passenger Miles and Available Seat Miles. Our total revenue passenger miles (“RPMS’) generated during
the year ended December 31, 2007 increased 13.1% from the year ended December 31, 2006. Our total ASMs generated
during the year ended December 31, 2007 increased 13.7% from the year ended December 31, 2006. The increase in
RPMs and ASMswas primarily aresult of increasing the size of our aircraft fleet from 410 as of December 31, 2006 to 436
as of December 31, 2007. Additionally, our average passenger trip length increased from 503 miles as of December 31, 2006
to 520 miles as of December 31, 2007, primarily due to the increased number of CRJ700s and CRJ900s we placed into
service since December 31, 2006, which typically operate over longer stage lengths.

Block Hours and Departures. Our block hours increased 10.8% for the year ended December 31, 2007 compared to
the year ended December 31, 2006. The increase in block hours was primarily due to the increase in fleet size from 2006 to
2007 and due to increased daily average utilization of the fleet from 2006 to 2007. Our departures increased 5.5% for the year
ended December 31, 2007 compared to the year ended December 31, 2006, which was also primarily dueto theincreasein
our fleet size from 2006 to 2007. The percentage increase in departures was lower than the percentage increase in block hours
from 2006 to 2007, primarily due to the increased stage lengths we experienced in 2007.
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Passengers Carried and Passenger Load Factor. Our passenger load factor decreased to 77.9% for the year ended
December 31, 2007, from 78.3% for the year ended December 31, 2006. During the year ended December 31, 2007,
approximately 98% of our ASMs were generated by our contract flying, where Delta, United or Midwest controls scheduling,
ticketing, pricing and seat inventories. Our contract-flying routes primarily supplement Delta, United and Midwest mainline
service in previously established and devel oped markets. Changes made by Delta, United and Midwest in their respective
ticket pricing, scheduling and seat inventories impact our load factor.

Revenue per Available Seat Mile. Our revenue per ASM decreased to 14.7¢ for the year ended December 31, 2007,
from 15.4¢ for the year ended December 31, 2006. Under our contract flying arrangements with Delta and United, we are
compensated for our direct fuel expenses, which we record as revenue. The average cost per gallon of fuel increased to $2.41
per gallon during the year ended December 31, 2007 from $2.20 during the year ended December 31, 2006. However, despite
the increase in the average cost per gallon, during the year ended December 31, 2007, United purchased fuel directly from a
fuel vendor for our aircraft operated out of Chicago, San Francisco, Los Angeles and Denver, which reduced our fuel costs
and related passenger revenue compared to the year ended December 31, 2006 by approximately $152.1 million.

Our operating revenues increased 8.3% to $3.4 billion for the year ended December 31, 2007, compared to
$3.1 hillion for the year ended December 31, 2006. The increase in operating revenues was primarily due to the increase in
our fleet size from 410 aircraft as of December 31, 2006 to 436 aircraft as of December 31, 2007.

Our passenger revenues, which represented 99.0% of our consolidated operating revenues for the year ended
December 31, 2007, increased 8.3% to $3.3 hillion for the year ended December 31, 2007, from $3.1 billion, or 99.1% of
consolidated operating revenues, for the year ended December 31, 2006. Our passenger revenues, excluding fuel
reimbursements from major partners, increased 9.6% for the year ended December 31, 2007, compared to the year ended
December 31, 2006. The increase in passenger revenues (excluding fuel reimbursements) was primarily dueto a 13.7%
increase in ASMs, principally as aresult of our increase in operating aircraft to 436 aircraft as of December 31, 2007, from
410 aircraft as of December 31, 2006. The increase in passenger revenues (excluding fuel reimbursements) was less than the
increase in ASMs, primarily due to operating efficiencies obtained from increased stage lengths flown by our regional jets.

Our total ground handling and other revenues for the year ended December 31, 2007 increased approximately 17.3%
from the year ended December 31, 2006. The increase was primarily related to higher volume of flights serviced under
ground handling contracts with United and Delta, whereby we perform ground handling services for ten other airlines.

Cost per Available Seat Mile. Our cost per ASM decreased to 13.7¢ for the year ended December 31, 2007 from
14.3¢ for the year ended December 31, 2006. The decreasein cost per ASM was primarily due to the decreasein our cost of
fuel per ASM to 4.6¢ for the year ended December 31, 2007, from 5.0¢ for the year ended December 31, 2006. The decrease
in the cost per ASM for fuel was primarily due to United purchasing fuel directly for our aircraft in certain locations as
discussed above. Changes in the components of our other operating expenses are discussed in the table below.

The following table sets forth information regarding our operating expense components for the years ended
December 31, 2007 and 2006. Operating expenses are expressed as a percentage of operating revenues. Individual expense
components are also expressed as cents per ASM.

2007 2006

Per centage Cents Per centage Cents

of per of Per

Amount Revenue ASM Amount Revenue ASM

(in thousands) (in thousands)

Salaries, wages and employee benefits..................... $726,947 215% 3.2¢ $673,961 21.6% 3.3¢
ATTCIaft COSES...uviviiiiriirirre e 503,387 14.9 22 471,381 151 23
MaNtENANCE. .....ecveeeeceeeeeeeeee e 297,960 8.8 13 220,705 7.1 11
FUEL e 1,062,080 315 4.6 1,010,717 325 5.0
Other airling eXPenses.........ccooevererenieseseseeeeneeens 439,434 13.0 1.9 398,732 12.8 2.0
INEEIESE ... s 126,320 37 0.5 118,002 3.8 0.6
Total @rling EXPENSES.........cvveveeveeereeeeeeereeeseeessenenens $3,156,128 13.7  $2,893,498 14.3

Salary Wages and Employee Benefits. The cost per ASM for salaries, wages and employee benefits decreased to
3.2¢ for the year ended December 31, 2007 from 3.3¢ for the year ended December 31, 2006. The average number of full-
time equivalent employees increased 1.7% to 14,694 for the year ended December 31, 2007, from 14,450 for the year ended
December 31, 2006. The increase in number of employees was primarily due to the addition of personnel required to operate
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the additional aircraft we placed into service between December 31, 2006 and December 31, 2007, and related ground
handling operations. The decrease in the cost per ASM for salaries, wages and employee benefits was primarily dueto
efficiencies obtained through operating larger aircraft over increased stage lengths.

Aircraft Costs. The cost per ASM for aircraft costs, including aircraft rent and depreciation, decreased to 2.2¢ for
the year ended December 31, 2007 from 2.3¢ for the year ended December 31, 2006. The decrease in cost per ASM was
primarily due to the addition of 10 CRJ700s and eight CRJ900s between December 31, 2006 and December 31, 2007.
CRJ700s and CRJ900s have lower ownership costs per ASM than our existing CRJ200 and turboprop aircraft.

Maintenance. The cost per ASM for maintenance expense increased to 1.3¢ for the year ended December 31, 2007,
compared to 1.1¢ for the year ended December 31, 2006. The increase was primarily related to the timing of engine overhaul
events on aircraft operated under our Delta Connection Agreements and other direct maintenance events during the year
ended December 31, 2007. Under our United Express Agreement and our Midwest Agreement, specific amounts are included
in the rates and charges for mature maintenance on regional jet engines that we record as revenue. However, consistent with
the direct expense maintenance policy, we record maintenance expense on our CRJ200 engines asit isincurred. Asaresult,
during the year ended December 31, 2007, we collected and recorded as revenue $30.3 million (pretax) under the United
Express Agreement and Midwest Services Agreement to compensate us for future engine maintenance overhauls. Because
the “Maintenance” category in the table above does not include salaries, wages and employee benefits associated with our
maintenance operations (those costs are included in the “ Salary, wages and employee benefits’ linein the table above), the
“Maintenance” expense line in the above table differs from the “Maintenance” line in our consolidated statements of income.

Fuel. The cost per ASM for fuel decreased 8.0% to 4.6¢ for the year ended December 31, 2007, from 5.0¢ for the
year ended December 31, 2006. The average cost per gallon of fuel increased to $2.41 per gallon during the year ended
December 31, 2007 from $2.20 during the year ended December 31, 2006. However, despite the increase in the average cost
per gallon, during the year ended December 31, 2007, United purchased fuel directly from afuel vendor for our aircraft
operated out of Chicago, San Francisco, Los Angeles and Denver, which reduced our fuel costs and related passenger
revenue compared to the year ended December 31, 2006 by approximately $152.1 million.

Other airline expenses. The cost per ASM for other airline expenses, primarily consisting of landing fees, station
rentals, computer reservation system fees and hull and liability insurance, decreased 5.0% to 1.9¢ for the year ended
December 31, 2007, from 2.0¢ for the year ended December 31, 2006. The decrease in cost per ASM was primarily due to
the increased operating efficiencies obtained from increased stage lengths flown by our regional jets.

Interest. The cost per ASM for interest expense decreased 16.7% to 0.5¢ for the year ended December 31, 2007,
from 0.6¢ for the year ended December 31, 2006. The decrease in cost per ASM was primarily due to the addition of 8
CRJ900s between December 31, 2006 and December 31, 2007. CRJ 900s have lower ownership costs per ASM than CRJ200
and turboprop fleets. We also acquired ten CRJ700s during the year ended December 31, 2007 under sublease arrangements
with amajor partner at nominal monthly amounts.

Total Airline Expenses. Total airline expenses (consisting of total operating and interest expenses) increased 9.1%
to $3.2 hillion for the year ended December 31, 2007, compared to $2.9 billion for the year ended December 31, 2006. The
increase in total airline expense was primarily due the 13.7% increase in ASMs (which resulted principally from the increase
in our fleet size and the increase in the average passenger trip length). As a percentage of total operating revenues, total
airline expenses increased to 93.4% for the year ended December 31, 2007, from 92.9% for the year ended December 31,
2006. Theincreasein total airline expenses as a percentage of consolidated operating revenues was primarily due to increases
in salaries, wages and benefits and maintenance costs as described above.

Total Airline Expenses Excluding Fuel. Total airline expenses for the year ended December 31, 2007, excluding
fuedl charges (which are substantially reimbursable by our major partners), increased approximately 11.2% from the year
ended December 31, 2006. The increase was primarily aresult of a 13.7% increasein ASMs (which resulted principally from
theincreasein our fleet size and the increase in the average passenger trip length). Total operating expenses for the year
ended December 31, 2007 increased at alower rate than ASM growth, primarily due to the increased operating efficiencies
obtained from increased stage lengths flown by our regional jets.

Net Income. Net income increased to $159.2 million, or $2.49 per diluted share, for the year ended December 31,
2007, compared to $145.8 million, or $2.30 per diluted share, for the year ended December 31, 2006. The increase in our net
income was primarily due to the increase in our fleet size from 2006 to 2007 and associated increase in block hour production
from 2006 to 2007.
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2006 Compared to 2005

Operating Satistics. The following table sets forth our major operational statistics and the percentage-of-change for
the years identified below.

Year ended
December 31,

2006 2005 9% Change
Revenue passenger miles (000) .......ccevevereeereienereeienienens 15,819,191 9,538,906 65.8
Available seat miles (000) ........ccoeeerereeiereeesereee e 20,209,888 12,718,973 58.9
BIOCK NOUIS......ccviiceiciiseces e 1,298,769 866,975 49.8
DEPAITUMES ....cveveeetesieeeie et 857,631 623,307 37.6
Passengers Carried .........ccoveeveneeeieneee e 31,465,552 20,343,975 54.7
Passenger 10ad factor ..........ccooevevenenenieeiee e 78.3% 75.0% 3.3pts
Passenger breakeven load factor..........ccccccevevecie s, 72.7% 68.6% 4.1pts
Yield per revenue passenger Mile........cccocveveveceeeneceennns 19.5¢ 20.3¢ (3.9
Revenue per available seat mile.........ccccvvvveeeceeveveneieenn, 15.4¢ 15.4¢ —
Cost per available seat Mile.....ccccovveeceeievirere e, 14.3¢ 14.1¢ 14
Fuel cost per available seat mile.........ccovvvvevevevvnnvrceene, 5.0¢ 4.6¢ 8.7
Average passenger trip length (miles) .........ccccevevevnenenns 503 469 7.2

Our total ASMs generated during the year ended December 31, 2006 increased 58.9% from the year ended
December 31, 2005. Theincreasein ASMswas primarily aresult of increasing the size of our aircraft fleet, from 380 aircraft
as of December 31, 2005, to 410 aircraft as of December 31, 2006. On September 7, 2005, the date we acquired ASA, ASA’s
fleet consisted of 149 aircraft (35 CRJ700s, 102 CRJ200s and 12 ATRs). Additionally, during the year ended December 31,
2006, we took delivery of nine CRJ900s, 15 CRJ 700s and six CRJ200s.

Net Income. Net income increased to $145.8 million, or $2.30 per diluted share, for the year ended December 31,
2006, compared to $112.3 million, or $1.90 per diluted share, for the year ended December 31, 2005. Factors relating to the
change in net income are discussed below.

Operating revenues increased 58.6% for the year ended December 31, 2006, compared to the year ended
December 31, 2005. Theincreasein total operating revenues was primarily due to a’58.9% increase in ASMs. Revenue per
ASM was 15.4¢ for the years ended December 31, 2006 and 2005. Airline operating and interest expenses, excluding fuel
charges, per ASM decreased 2.1% to 9.3¢ for the year ended December 31, 2006, from 9.5¢ for the year ended December 31,
2005. The primary reason for the decrease was the operating efficiencies obtained from increased stage lengths flown by our
regional jets.

Passenger Revenues. Passenger revenues, which represented 99.1% of consolidated operating revenues for the year
ended December 31, 2006, increased 59.3% to $3.1 hillion for the year ended December 31, 2006, from $1.9 billion, or
98.7% of consolidated operating revenues, for the year ended December 31, 2005. Our passenger revenues, excluding fuel
reimbursements from major partners, increased 53.5% for the year ended December 31, 2006. The increase in passenger
revenues excluding fuel was primarily due to a’58.9% increase in ASMs (which resulted principally from the acquisition of
ASA in September 2005 and additional aircraft delivered in 2006). Revenue per ASM was 15.4¢ for the years ended
December 31, 2006 and 2005. Passenger revenues include an amount designed to reimburse us for aircraft ownership costs.
The amount deemed to be rental income related to aircraft ownership costs for the year ended 2006 was $486.6 million.

Passenger Load Factor. Passenger load factor increased to 78.3% for the year ended December 31, 2006, from
75.0% for the year ended December 31, 2005. The increase in load factor was due primarily to the further development of our
relationships with United and Delta whereby SkyWest Airlines and ASA supplement mainline servicein previously
established and developed markets.

Ground Handling and Other Revenue. Total ground handling revenue for the year ended December 31, 2006
increased approximately 7.2% from the same period of 2005. The increase was primarily related to additional cities SkyWest
Airlines was awarded ground handling contracts from our major partners, whereby, SkyWest Airlines performs the ground
handling for other regional airlines.

Total Airline Expenses Excluding Fuel. Total airline expenses for the year ended December 31, 2006, excluding
fuel charges (which are substantially reimbursable by our major partners), increased approximately 56.1% from the same
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period of 2005. The increase was primarily aresult of a58.9% increase in ASMs (which resulted principally from the
acquisition of ASA in September 2005 and additional aircraft delivered in 2006). Airline operating and interest expenses,
excluding fuel charges, per ASM decreased 2.1% to 9.3¢ for the year ended December 31, 2006, from 9.5¢ for the year ended
December 31, 2005. The primary reason for the decrease was the operating efficiencies obtained from increased stage lengths
flown by our regional jets.

Operating and Interest Expenses. Operating and interest expenses increased 61.0% to $2.9 hillion for the year
ended December 31, 2006, compared to $1.8 billion for the year ended December 31, 2005. The increase in total operating
and interest expenses was due principally to the acquisition of ASA in September 2005 and additional aircraft delivered in
2006. As a percentage of consolidated operating revenues, total operating and interest expenses increased to 92.9% for the
year ended December 31, 2006, from 91.5% for the year ended December 31, 2005. The increase in operating and interest
expenses as a percentage of consolidated operating revenues was primarily dueto significant increasesin fuel costs year-
over-year.

The following tables set forth information regarding our operating expense components for the years ended
December 31, 2006 and 2005. Operating expenses are expressed as a percentage of operating revenues. Individual expense
components are also expressed as cents per ASM.

Year ended December 31,

2006 2005
Percentage Cents Percentage Cents
of per of per
Amount Revenue ASM Amount Revenue ASM
(in thousands) (in thousands)
Salaries, wages and employee benefits................. $673,961 21.6% 3.3¢ $434,218 22.1% 3.4¢
ATTCraft COSES....cuiruiiieieiie e 471,381 151 23 325,771 166 26
MaINEENANCE. .....cveeeererieeeeee e 220,705 71 11 129,626 66 10
FUEL ..o 1,010,717 325 50 590,776 301 46
Other arling eXpenSES........covvevereereneesesieeees 398,732 128 20 263,248 134 21
INEEIESE ... 118,002 38 06 53,331 27 04
Total airline eXPENSES ........ccoviererererrerieieieiereenes $2,893,498 143 $1,796,970 14.1

The cost per ASM of salaries, wages and employee benefits decreased to 3.3¢ for the year ended December 31,
2006, compared to 3.4¢ for the year ended December 31, 2005. The average number of full-time equiva ent employees
increased 8.6% to 14,450 for the year ended December 31, 2006 from 13,304 for the year ended December 31, 2005. The
increase in number of employees was primarily due to the addition of personnel required for the new regional jet flying and
due to the addition of personnel required for new cities added to our ground handling service contracts.

The cost per ASM for aircraft costs, including aircraft rent and depreciation, decreased to 2.3¢ for the year ended
December 31, 2006, from 2.6¢ for the year ended December 31, 2005. The decrease in cost per ASM was primarily due to
the addition of ASA’sregional jet fleet and the addition of nine CRJ900s and 15 CRJ 700s, which have alower operating
cost per ASM than CRJ200s and our existing turboprop fleets.

The cost per ASM for maintenance expense increased to 1.1¢ for the year ended December 31, 2006, from 1.0¢ for
the year ended December 31, 2005. The increase in the cost per ASM was primarily attributed to timing of maintenance
events associated with a higher average age of our CRJ200 and CRJ700 fleets. The “Maintenance” line in the table set forth
above does not include salaries, wages and employee benefits associated with our maintenance operations (those costs are
included in the “ Salary, wages and employee benefits’ linein the table). Accordingly, the amount for “Maintenance” in the
table above differs from the maintenance expense in our Consolidated Statements of Income set forth in Item 8 below. Under
the United Express Agreement, specific amounts are included in the rates charged to United for mature maintenance on
regional jet engines that we record as revenue. However, consistent with the direct expense maintenance policy, we record
maintenance expense on our CRJ200 engines asit isincurred. As aresult, during the year ended December 31, 2006, we
collected and recorded as revenue $27.7 million (pretax) under the United Express Agreement, with no material offset to
CRJ200 engine maintenance overhauls.

The cost per ASM for fudl increased 8.7% to 5.0¢ for the year ended December 31, 2006, from 4.6¢ for the year

ended December 31, 2005. This increase was primarily due to the average price of fuel increasing to $2.20 per gallon during
the year ended December 31, 2006, from $2.05 per gallon for the year ended December 31, 2005.
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The cost per ASM for other expenses, primarily consisting of landing fees, station rentals, computer reservation
system fees and hull and liability insurance, decreased 4.8% to 2.0¢ for the year ended December 31, 2006, from 2.1¢ for the
year ended December 31, 2005. The primary reason for the decrease was the operating efficiencies obtained from increased
stage lengths flown by our regional jets.

Interest expense increased to approximately $118.0 million during the year ended December 31, 2006, from
approximately $53.3 million during the year ended December 31, 2005. The increase in interest expense was primarily due to
the acquisition of ASA’s aircraft in September 2005 which are primarily financed with long-term debt.

Liquidity and Capital Resour ces

We had working capital of $811.9 million and a current ratio of 3.0:1 at December 31, 2007, compared to working
capital of $687.0 million and a current ratio of 2.7:1 at December 31, 2006. The increase was principally caused by cash
generated from operations during 2007. The principal sources of cash during the year ended December 31, 2007 were
$396.0 million provided by operating activities, $177.8 million of proceeds from the issuance of long-term debt, $29.0 from
the sale of common stock in connection with the exercise of stock options under our stock option and employee stock
purchase plans, $11.7 million from returns on aircraft deposits and $11.3 million from proceeds from the sale of property and
equipment. We invested $302.4 million in marketable securities, invested $298.5 million in flight equipment, made principal
payments on long-term debt of $111.0 million, repurchased $126.0 million of outstanding shares of our common stock,
invested $37.5 million in buildings and ground equipment, paid $8.1 million in cash dividends, invested $2.8 million in other
assets, and paid $32.3 million in deposits for aircraft. These factors resulted in a $292.7 million decrease in cash and cash
equivalents during the year ended December 31, 2007.

Our position in marketable securities, consisting primarily of bonds, bond funds and commercial paper, increased to
$522.9 million at December 31, 2007, compared to $220.1 million at December 31, 2006. The increase in marketable
securities was due primarily to cash generated from operationsin 2007 that were invested in marketable securities.

At December 31, 2007, our total capital mix was 41.8% equity and 58.2% debt, compared to 41.3% equity and
58.7% debt at December 31, 2006.

As of December 31, 2007, SkyWest Airlines has a$25 million line of credit. As of December 31, 2007 and 2006,
SkyWest Airlines had no amount outstanding under the facility. The facility expires on March 31, 2008 and has a fixed
interest rate of 6.75%.

As of December 31, 2007, we had $35.5 million in letters of credit and surety bonds outstanding with various banks
and surety institutions.

As of December 31, 2007 and 2006, we classified $14.7 million and $16.4 million, respectively, as restricted cash,
related to our workers compensation policies.

Significant Commitments and Obligations
General

The following table summarizes our commitments and obligations as noted for each of the next five years and
thereafter (in thousands):

Total 2008 2009 2010 2011 2012 Thereafter
Firm aircraft commitments............cccceueuenen. $557,830 $127,580 $332,239 $98,011 $— $— $—
Operating lease payments for aircraft and
facility obligationS........ccoovvevereriricicicinas 3,329,699 304,948 315,357 302,479 292,604 293,171 1,821,140
Principal maturities on long-term debt ........ 1,850,950 118,202 123,395 128,831 132,188 178,035 1,170,299
Total commitments and obligations............. $5,738,479 $550,730 $770,991 $529,321 $424,792 $471,206 $2,991,439

Purchase Commitments and Options

On November 21, 2006, we announced that SkyWest Airlines had been selected by Deltato operate 12 new
CRJ700s previously operated by Comair Inc. Ten of the 12 CRJ700s were delivered by December 31, 2007 and the
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remaining two CRJ700s are scheduled to be delivered by June 2008. As of December 31, 2007, we had firm aircraft orders
and commitments to operate two CRJ700’ s to be subleased from Delta. Total expenditures for these aircraft and related flight
equipment are estimated to be approximately $1 million.

On October 12, 2007, we announced that SkyWest Airlines plansto acquire 22 additional regional jet aircraft
through 2010, 18 of which we intend to operate for United Express, as part of an aircraft transition plan, allowing United
Express to remove 23 EMB-120 30-seat turboprop aircraft from the contract reimbursement model in the United Express
Agreement and add 66 seat regional jet aircraft for United Express flying. Generally, the turboprop removals are intended to
occur in conjunction with deliveries of new regional jet aircraft in order to ensure a smooth transition in existing markets.
Additionally, SkyWest Airlines intends to exchange four 50-seat CRJ200s for four regional jet aircraft configured with 76
seats in its Delta Connection operations. On November 30, 2007, we announced that we placed a firm order for 22 aircraft
with Bombardier Aerospace. We are scheduled to take delivery of these aircraft beginning in late 2008 and continue through
the first quarter of 2010. Total expenditures for these aircraft and related flight equipment, including amounts for contractual
price escalations, are estimated to be approximately $528.0 million through the first quarter of 2010. Additionally, our
agreement with Bombardier includes options for another 22 aircraft that can be delivered in either 70 or 90 seat
configurations. Delivery dates for these aircraft remain subject to final determination as we agree upon with our major
partners.

On January 16, 2008, we announced that SkyWest Airlines has agreed to operate additional aircraft under the
Midwest Services Agreement. Total expenditures for these aircraft and related flight equipment are estimated to be
approximately $28.8 million through the first quarter of 2008.

SkyWest Airlines has not historically funded a substantial portion of its aircraft acquisitions with working capital .
Rather, it has generally funded its aircraft acquisitions through a combination of operating leases and debt financing. At the
time of each aircraft acquisition, we evaluate the financing alternatives available, and select one or more of these methods to
fund the acquisition. In the event that aternative financing can not be arranged at the time of delivery, Bombardier has
financed aircraft acquisitions until more permanent arrangements can be made. Subsequent to this initial acquisition of an
aircraft, we may also refinance the aircraft or convert one form of financing to another (e.g., replacing debt financing with
leveraged | ease financing).

At present, we intend to satisfy our 2008 firm aircraft purchase commitment, as well as our acquisition of any
additional aircraft, through a combination of operating leases and debt financing, consistent with our historical practices.
Based on current market conditions and discussions with prospective leasing organizations and financial institutions, we
currently believe that we will be able to obtain financing for the committed acquisitions, as well as additional aircraft,
without materially reducing the amount of working capital available for our operating activities.

Aircraft Lease and Facility Obligations

We also have significant long-term |lease obligations primarily relating to our aircraft fleet. At December 31, 2007,
we had 287 aircraft under |ease with remaining terms ranging from one to 18 years. Future minimum |lease payments due
under all long-term operating leases were approximately $3.3 billion at December 31, 2007. Assuming a 7.4% discount rate,
which is the average rate used to approximate the implicit rates within the applicable aircraft leases, the present value of these
lease obligations would have been equal to approximately $2.1 billion at December 31, 2007.

As part of our leveraged lease agreements, we typically agree to indemnify the equity/owner participant against
liahilities that may arise due to changes in benefits from tax ownership of the respective leased aircraft. See Note 4 to our
consolidated financial statements set forth in Item 8 of this Report.

Long-term Debt Obligations
Our total long-term debt at December 31, 2007 was $1,851.0 million, of which $1,844.4 million related to the
acquisition of Brasilia turboprop, CRJ200, CRJ700 and CRJ900 aircraft and $6.6 million related to our corporate office

building. The average effective interest rate on the debt related to the Brasilia turboprop and CRJ aircraft was approximately
6.5% at December 31, 2007.
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Guarantees

SkyWest has guaranteed the obligations of SkyWest Airlines under the SkyWest Airlines Delta Connection
Agreement and the Midwest Airline Services Agreement and the obligations of ASA under the ASA Delta Connection
Agreement.

New Accounting Standards

In July 2006, the Financial Accounting Standards Board (the “FASB”) issued Interpretation No. 48, Accounting for
Uncertainty in Income Taxes—an interpretation of FASB Satement No. 109 (“FIN No. 48"), which clarifies the accounting
and disclosure for uncertainty in tax positions. FIN No. 48 seeks to reduce the diversity in practice associated with certain
aspects of the recognition and measurement related to accounting for income taxes. We are subject to the provisions of FIN
No0.48 as of January 1, 2007, and our management has analyzed filing positionsin al of the federal and state jurisdictions
where we are required to file income tax returns, aswell as all open tax years in these jurisdictions. The periods subject to
examination for our federal return are the 2004 through 2006 tax years. The adoption of FIN No. 48 did not have a material
effect on our consolidated financial position or results of operations. Our policy for recording interest and penalties on tax
positions isto record such items as a component of the provision for income taxes.

In September 2006, the FASB issued Statement of Financial Accounting Standards (“SFAS’) No. 157, Fair Value
Measurements. This standard defines fair value, establishes a framework for measuring fair value in accounting principles
generally accepted in the United States of America, and expands disclosure about fair value measurements. This
pronouncement applies to other accounting standards that require or permit fair value measurements. Accordingly, this
statement does not require any new fair value measurement. This statement is effective for fiscal years beginning after
November 15, 2007, and interim periods within those fiscal years. Our management does not believe the adoption of this
standard will have a material impact on our consolidated financial position or results of operations.

In February 2007, the FASB issued Statement No. 159, The Fair Value Option for Financial Assets and Financial
Liabilities (Statement 159). Statement 159 allows entities the option to measure eligible financial instruments at fair value as
of specified dates. Such election, which may be applied on an instrument by instrument basis, is typically irrevocable once
elected. Statement 159 is effective for fiscal years beginning after November 15, 2007. Our management does not believe
Statement 159 will result in amaterial adverse effect on our financial condition, results of operations, or cash flow.

ITEM 7A. QUANTITATIVE AND QUALITATIVE DISCLOSURESABOUT MARKET RISK
Aircraft Fuel

Historically, we have not experienced difficulties with fuel availability and we currently expect to be able to obtain
fuel at prevailing pricesin quantities sufficient to meet our future needs. Pursuant to our contract flying arrangements, United
and Midwest have agreed to bear the economic risk of fuel price fluctuations on our contracted United Express and Midwest
flights. On our Delta Connection regional jet flights, Delta has agreed to bear the economic risk of fuel price fluctuations. We
bear the economic fuel risk on our pro-rate operations. For the year ended December 31, 2007, contract flying and pro-rate
revenue flying represented approximately 95% and 5%, respectively, of our passenger revenues. As of December 31, 2007,
essentially all of our Brasilia turboprops flown for Delta were flown under pro-rate arrangements, while approximately 38%
of our Brasiliaturboprops flown in the United system were flown under pro-rate arrangements. Because third parties bear the
economic risk of fuel price fluctuations on most of our flights, we believe that our results from operations will not be
materially and adversely affected by fuel price volatility.

Interest Rates

Our earnings are affected by changes in interest rates due to the amounts of variable rate long-term debt and the
amount of cash and securities held. The interest rates applicable to variable rate notes may rise and increase the amount of
interest expense. We would also receive higher amounts of interest income on cash and securities held at the time; however,
the market value of our available-for-sale securities would likely decline. At December 31, 2007, we had variable rate notes
representing 49.6% of our total long-term debt compared to 55.4% of our long-term debt at December 31, 2006. For
illustrative purposes only, we have estimated the impact of market risk using a hypothetical increasein interest rates of one
percentage point for both variable rate long-term debt and cash and securities. Based on this hypothetical assumption, we
would have incurred an additional $9.6 million in interest expense and received $6.9 million in additional interest income for
the year ended December 31, 2007 and we would have incurred an additional $10.2 million in interest expense and received
$4.6 million in additional interest income for the year ended December 31, 2006.
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We currently intend to finance the acquisition of aircraft through manufacturer financing, third-party leases or long-
term borrowings. Changesin interest rates may impact our actua costs of acquiring these aircraft.

Auction Rate Securities Market Risk

The primary objective of our investment activities is to preserve principal while at the same time maximizing the
income we receive from our investments without significantly increasing risk. To achieve this objective, we maintain our
portfolio of cash equivalents and short-term and long-term investments in a variety of securities, including U.S. government
agencies, municipal notes which may have an auction reset feature, corporate notes and bonds, commercial paper, and money
market funds. These securities are classified as available for sale and consequently are recorded on the balance sheet at fair
value with unrealized gains or losses reported as a separate component of accumulated other comprehensive income (10ss).
Our holdings of the securities of any one issuer, except government agencies, do not exceed 5% of the portfolio. As of
December 31, 2007, we held approximately $124 million of municipal notes with an auction reset feature. As of February 15,
2008 auctions failed for $19 million of our auction rate securities. An auction failure means that the parties wishing to sell
securities could not. If the issuers are unable to successfully close future auctions or their credit ratings deteriorate, we may in
the future be required to record an impairment charge on these investments. There is no assurance that currently successful
auctions on our remaining auction rate securities in our investment portfolio will continue to succeed and as a result our
ability to liquidate our investment and fully recover the carrying value of our investment in the near term may be limited or
not exist. We believe we will be able to liquidate our investment without significant loss within the next year. Based on our
expected operating cash flows, and our other sources of cash, we do not anticipate the potential lack of liquidity on these
investments will affect our ability to execute our current business plan.

ITEM 8. FINANCIAL STATEMENTSAND SUPPLEMENTARY DATA

Theinformation set forth below should be read together with the “Management’ s Discussion and Analysis of
Financial Condition and Results of Operations,” appearing €lsewhere herein.
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Report of Independent Registered Public Accounting Firm

The Board of Directors and Stockholders
SkyWest, Inc.

We have audited the accompanying consolidated balance sheets of SkyWest, Inc. and subsidiaries as of
December 31, 2007 and 2006, and the related consolidated statements of income, stockholders’ equity and comprehensive
income, and cash flows for each of the three yearsin the period ended December 31, 2007. These financia statements are the
responsibility of the Company’s management. Our responsibility is to express an opinion on these financial statements based
on our audits.

We conducted our audits in accordance with the standards of the Public Company Accounting Oversight Board
(United States). Those standards require that we plan and perform the audit to obtain reasonable assurance about whether the
financial statements are free of material misstatement. An audit includes examining, on atest basis, evidence supporting the
amounts and disclosures in the financial statements. An audit also includes assessing the accounting principles used and
significant estimates made by management, as well as evaluating the overall financial statement presentation. We believe that
our audits provide areasonable basis for our opinion.

In our opinion, the financial statements referred to above present fairly, in all material respects, the consolidated
financial position of SkyWest, Inc. and subsidiaries at December 31, 2007 and 2006, and the consolidated results of their
operations and their cash flows for each of the three yearsin the period ended December 31, 2007, in conformity with U.S.
generally accepted accounting principles.

Asdiscussed in Note 5 to the consolidated financial statements, effective January 1, 2006 SkyWest, Inc. and
subsidiaries adopted Statement of Financial Accounting Standard No. 123(R), Share-Based Payment.

We have a so audited, in accordance with the standards of the Public Company Accounting Oversight Board (United
States), SkyWest, Inc.’sinternal control over financial reporting as of December 31, 2007, based on criteria established in
Internal Control—Integrated Framework issued by the Committee of Sponsoring Organizations of the Treadway Commission
and our report dated February 22, 2008 expressed an unqualified opinion thereon.
/s/ ERNST & YOUNG LLP

Salt Lake City, Utah
February 22, 2008
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SKYWEST, INC. AND SUBSIDIARIES
CONSOLIDATED BALANCE SHEETS

(Dollarsin thousands)

ASSETS

CURRENT ASSETS:
Cash and Cash EQUIVBIENES ........coiiiiiceriee e
MarKetahl@ SECUITIES .......ccveciecie ettt sttt s s e sae e sbeebeeneesaeenreenes
R LS i1 0 [ = = TS
INCOME LAX FECEAIVADIE ... ... et e et e b e e e te s aeesaeesaeesresneesanas
R L o= Az o] (=S 1= S
TNV 01 0] (1= o= SRS
[ = 7= Lo = o = A = ) TS
DEFEITEO tAX BSSELS....veeeeeeiesirsese et st et e e st e s et s e et e st e tesaesresaesaeesee e entesaestesaeaneeneeneenseneeneansenen
OhEr CUIMTENE GSSELS.... i iveeeeeeeie st st s e e e st e ettt e e e e aestesresbesseese e e eneeseseesresseeneenaensensenrens
0= T g =5 = SO
PROPERTY AND EQUIPMENT:
Aircraft and rotabl@ SPAIES.......c.ccieieece e sae e reens
DEPOSITS ON GITCIAT ... cceeieie sttt e e s re st e s reeaeese e e eseeseestesbesaeeneeseenteseensensees
Buildings and ground EQUIPMENT ..........eeeieeereeere e erese e e seete et e e sse s e e e seessessesnessessesns

Less-accumulated depreciation and amortiZatiON ..........cceceveeecieereesie e e

Total property and eqUIPMENE, NEL.......ccvceeiieiereie e sae st e sr e ere s e e e e e eesresresresrenns
OTHER ASSETS

INEANGIDIE BSSELS, NEL ... ittt se bbbt b ae e e et e e e e b s

L@ 101 =SS £ SRS

TOLEl OLNEN BSSELS. ..ottt e e bbbt bt e e b e b e naas

QL0 == £

See accompanying notes to consolidated financial statements.
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December 31, December 31,

2007

2006

$122,802  $415454
522,925 220,076
14,705 16,409
23,114 1,819
81,216 29,431
105,738 85,160
223801 223,320
70,523 58,134
45,225 45,651
1,210,139 1,095,454
3,146,602 2,931,990
23,848 3,219
215466 189,096
3,385,916 3,124,305
(685,327)  (565,852)
2,700,580 2,558,453
28,498 30,748
51,299 46,764
79,797 77,512
$3,990525 $3,731,419




SKYWEST, INC. AND SUBSIDIARIES
CONSOLIDATED BALANCE SHEETS

(Dollarsin thousands)

LIABILITIESAND STOCKHOLDERS EQUITY

December 31,
2006

December 31,
2007

CURRENT LIABILITIES:

Current maturities of 1ong-term debt ...........coooe i $118,202 $108,505
ACCOUNES PAYADIE.....c.eeee ettt sttt e e e be b sbesreeneene e e enteseeseenee e 133,728 156,831
Accrued salaries, wages and DENEFILS. ..o 67,242 64,451
ACCIUEH @ITCIAfL FENES......eiie et e r e e e e e re e be e e et e saeesraesreeseeentesaean 26,516 24,073
Taxes other than INCOME TAXES. ........cii it s re b e sae e 12,433 16,882
Other current HaDilITIES ........cviiieice e ettt 40,098 37,689
Total CUrTENE lIADITITIES.....iiveeeiee et ens 398,219 408,431
OTHER LONG TERM LIABILITIES ...ttt sieeee st sessenes 40,355 35,405
LONG TERM DEBT, net of current MatUritieS ..........ccoieeviiieieeieece ettt 1,732,748 1,675,626
DEFERRED INCOME TAXES PAYABLE ..ot 445,993 327,384
DEFERRED AIRCRAFT CREDITS ..ottt sttt st sbe e 127,203 106,280
COMMITMENTS AND CONTINGENCES (Note 4)
STOCKHOLDERS EQUITY:
Preferred stock, 5,000,000 shares authorized; NONE ISSUEd..........ccovrieerineienenee e — —
Common stock, no par value, 120,000,000 shares authorized; 72,272,671 and 70,752,674
sharesissued, FESPECHIVEIY ....cc.voviiiece e st re e 533,545 491,405
RELAINEA EBIMINGS. ...ttt b bbbt et nbe e 871,874 720,784
Treasury stock, at cost, 11,794,056 and 6,794,056 shares, respectively .........cccccvvvevereienieneens (158,542) (32,551)
Accumulated other comprehensive l0SS (NOLE 1) ......ovvvivirieiieeieeeeee e (870) (1,345)
Total StOCKNOIAErS' EQUILY ....c.evviuieiiriiieiiriiieeesteee ettt st 1,246,007 1,178,293
Total liabilities and StOCKNOIAEIS EOUILY ........cveveveveveeeeeereieeeee ettt ee s e sereseeas $3,990,525 $3,731,419

See accompanying notes to consolidated financial statements.
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SKYWEST, INC. AND SUBSIDIARIES
CONSOLIDATED STATEMENTSOF INCOME

(In thousands, except per share amounts)

Year Ended December 31,

2007 2006 2005
OPERATING REVENUES:
S <10 L= TSSO $3,342,131  $3,087,215  $1,938,450
Ground handling and OthEr ...........ccccveieiice e 32,201 27,441 25,598
Total OPErating FEVENUES.........ccveverieierteetesesteete e eaesee e sresre e sreere e e eneennens 3,374,332 3,114,656 1,964,048
OPERATING EXPENSES:
FlYiNG OPEratioNS ......ccvcveveiiiieiiisieese ettt snnas 1,845,510 1,721,895 1,079,292
CUSLOMES SEIVICE...c.vveteririetiesieteseseesesestesesessesesessesesesassasesasseessesesesassessssnsaseses 428,666 405,781 271,746
Y T L= o TSRS 397,855 311,926 186,675
Depreciation and amortiZation............cceeeeeererieneseseseeeesees e 208,944 189,885 115,275
Genera and adminNiStratiVe .........cooeiierrienee e 148,833 146,009 90,652
Total OPErating EXPENSES......ccveeeierieriesreeteseereseeseesaessestesrestesresseesaessessessens 3,029,808 2,775,496 1,743,640
OPERATING INCOME ......ccoiiirteiriseesesie e sestere s sesese s sessssesansssesesssees 344,524 339,160 220,408
OTHER INCOME (EXPENSE):
INEEFESt INCOME.......cuiieveeiieieresee ettt sttt sa b s b e snenns 31,650 19,953 12,943
[NEEMESt EXPENSE. ... euevevereiieriesteresesteese st tesesaesese e te e sestesesessesessstesesesaesenessees (126,320) (118,002) (53,330)
Gain (loss) on sale of property and equIpmMENt .........ccccvveeeeceececvesece e, 467 (949) 175
Loss on sale of marketable SECUITIES........coocvvveeveieeecce e — (135) (570)
Total Other EXPENSE, NEL.......ccveieece e e (94,203) (99,133) (40,782)
INCOME BEFORE INCOME TAXES.......ccoivieiisieeniseeeesisiereses s sessesnenens 250,321 240,027 179,626
PROVISION FOR INCOME TAXES......ccotieeirsieeseseesesiseseseesessesessaesens 91,129 94,221 67,359
NET INCOME ..ottt sttt st st s b ae s $159,192 $145,806 $112,267
BASIC EARNINGS PER SHARE .......ccocotiieiete ettt svenenen $2.54 $2.33 $1.94
DILUTED EARNINGSPER SHARE.........ccoeietireesisee et $2.49 $2.30 $1.90
Weighted average common shares:
BASIC ...ttt et st a bttt te e e 62,710 62,474 57,851
D11 o ST STSSRN 64,044 63,382 58,933

See accompanying notes to consolidated financial statements.
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SKYWEST, INC. AND SUBSIDIARIES

CONSOLIDATED STATEMENTS OF STOCKHOLDERS EQUITY AND COMPREHENSIVE INCOME

Common Stock

(In thousands)

Treasury Stock

Accumulated Other

Retained Comprehensive
Shares Amount Earnings Shares Amount Loss Total
Balance at December 31, 2004...........cccveneeerneernerecrneniens 64,443 $335241 $477,424 (6,794) $(32,551) $(1,059) $779,055
Comprehensive income:
NEL INCOME ..o — — 112,267 — — — 112,267
Net unrealized depreciation on marketable
securities net of tax of $219 .........cccceeeeeveercrenrennne. — — — — — (347) (347)
Total comprehensive inCome .........cocoveevveereueeenes 111,920
Exercise of common stock options...........cccccvvervecenene. 892 19,073 — — — — 19,073
Sale of common stock under employee stock purchase
PIAN o 175 2,712 — — — — 2,712
Tax benefit from exercise of common stock Options... — 7,509 — — — — 7,509
Cash dividends declared ($0.12 per share)........c.cccceuce. — — (7,071) — — — (7,071)
Balance at December 31, 2005...........cccoveneerreeremneernenienns 65,510 $364,535 $582,620 (6,794) $(32,551) $(1,406) $913,198
Comprehensive income:
NEL INCOME ..o — — 145,806 — — — 145,806
Net unrealized appreciation on marketable
securities net of tax of $40 .......ocovevrecrreriecrecrnenns — — — — — 61 61
Total comprehensive inCome..........cocoveevreereeeeene 145,867
Sale of common stock, net of offering costs and
underwriting discount of $8,864 4,000 95,336 — — — — 95,336
Exercise of common stock options. 1,082 16,210 — — — — 16,210
Sale of common stock under employee stock purchase
PIAN o 161 3,402 — — — — 3,402
Stock based compensation expense related to the
issuance of stock options and the employee stock
PUIChESe Plan......cccoveueeeeerieirieie e — 10,771 — — — — 10,771
Tax benefit from exercise of common stock Options... — 1,151 — — — — 1,151
Cash dividends declared ($0.12 per share)... — — (7,642) — — — (7,642)
Balance at December 31, 2006...........cccverreerrecreereecrrennnns 70,753 $491,405 $720,784 (6,794) $(32,551) $(1,345)  $1,178,293
Comprehensive income:
NEL INCOME ..ottt — — 159,192 — — — 159,192
Net unrealized appreciation on marketable
securities net of tax of $304 .......cceveervereeerreernnnees — — — — — 475 475
Total comprehensive income..... 159,667
Exercise of common stock options. 1,066 19,572 — — — — 19,572
Sale of common stock under employee stock purchase
PIAN o 454 9,378 — — — — 9,378
Stock based compensation expense related to the
issuance of stock options and the employee stock
PUIChESE Plan......cccoveueereeiririre e — 13,121 — — — — 13,121
Tax benefit from exercise of common stock options.... — 69 — — — — 69
Treasury Stock purchases..........cccoceveeeecenresieceneseneenns — — — (5,000) (125,991) — (125,991)
Cash dividends declared ($0.12 per share)........c.ccoccuc.e. — — (8,102) — — — (8,102)
Balance at December 31, 2007........o.oooororcroroco 72273 $533545 $871874 _(11,794) _ $(158,542) $(870) _$1,246,007

See accompanying notes to consolidated financial statements.
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SKYWEST, INC. AND SUBSIDIARIES
CONSOLIDATED STATEMENTS OF CASH FLOWS

(In thousands)

Year Ended December 31,

2007 2006 2005
CASH FLOWS FROM OPERATING ACTIVITIES:
N INCOMIE. ...ttt et s st s e st e s s s s e e s b e s b et b s s s e s s b et e bt e s s e s e nn s e s et et et s s e nns $159,192 $145,806 $112,267
Adjustments to reconcile net income to net cash provided by operating activities:
Depreciation and @MOITIZAION ..........cccouireeueeirireeiei ettt se s bbbt s b b et ae bbb s e enenas 208,944 189,885 115,275
Stock based COMPENSALION EXPENSE. .......cviurerieeeieirireeteeeiere s tseete et e tsesae e sesesestesaseseseesesesese e sessesesenesesseseseneesnsnes 13,121 10,771 —
Maintenance expense related to disposition Of rotable SPArES.........ccccevrvrireeceierrree e — 797 —
Loss (gain) on sale of property and equipment...........c.cceu.. (467) 949 a75)
Loss on sale of marketable securities............. — 135 570
Decrease in allowance for doubtful accounts.. — (12) 5)
Net increase in deferred income taxes..................... 106,112 90,071 17,958
Tax benefit from exercise of COMMON SLOCK OPLIONS........c.ciiiiiirieieeerririe e — — 7,509
Changes in operating assets and liabilities:
Decrease (INCrease) iN FEStHCLE CASN..........cueuiiriririeieie ettt eb s 1,704 8,414 (14,524)
Decrease (INCrease) iN FECEIVAINIES. ..ottt sttt bbbt (51,785) (1,153) 7,895
Decrease (increase) in income tax receivable.. (21,295) 10,715 (9,522)
Increase in iNVeNntories ..........couvvcvecnenenene (20,578) (16,549) (8,355)
Increasein deferred aircraft credits.......oovveeeenninicnne 21,163 26,525 24,923
Increase in other current assets and prepaid aircraft rents............ (145) (50,254) (49,356)
Increase (decrease) in accounts payable and accrued arcraft FeNtS.........oeeeererreeeneneseeeeeee e (20,660) 59,342 (6,638)
Increase in other CUrTeNt l1ahilItIES.........c.viueiireetce et 710 16,192 9,712
NET CASH PROVIDED BY OPERATING ACTIVITIES .....coiiiieeieetnssesi e 396,016 491,635 207,534
CASH FLOWS FROM INVESTING ACTIVITIES:
Purchases of Marketahl@ SECUMTIES. ........i.eeeiirire ettt a et se e e sese e e s naesenas (1,370,189) (317,014) (332,269)
Sales of marketable securities 1,067,815 255,918 599,815
Purchase of ASA, Net Of CaSN ACGUITET .........c.euiiiiiiiiri et — — (371,912
Proceeds from the sale of property and EQUIPIMEN .........ccucueiiriienneeeerree s esesenes 11,290 7,322 4,013
Acquisition of property and equipment:
Aircraft and rotable SPArE PAIS..........cceuiuiiriiriritcie bbbt (298,519) (206,426) (214,164)
Depositson aircraft ........coeeveeee (32,326) (416) (101,345)
Buildings and ground equipment.... (37,547) (38,670) (12,745)
DECrease (INCrease) iN OB GSSELS ........ccrururirieirieirece ettt bbbttt ettt et s en s (2,783) (6,124) 6,154
NET CASH USED IN INVESTING ACTIVITIES. ..ottt (662,259) (305,410)  (422,453)
CASH FLOWS FROM FINANCING ACTIVITIES:
Proceeds from issuance of 10NG-LErM AL ..........o.ceiiiiee s 177,792 123,103 140,980
Proceeds from sale-lease-back of aircraft .... — — 11,734
Principal payments on long-term debt............ccceuuee (110,973) (92,875) (51,331)
Return of deposits on aircraft and rotable spare parts 11,697 40,924 36,384
Proceeds from issuance of 1INES Of Crait.........covuiuruciiriiice e e — — 90,000
Payment 0N [INES OF CrEAit ........c.ccuiuiuiiiieccciee bbbttt — (90,000) —
Tax benefit from exercise of common stock options. 177 — —
Net proceeds from issuance of common stock........ 28,950 114,948 21,785
Purchase of treasury stock .. (125,991) — —
Payment of cash dividends..........ccccueveeeeienirsseeennres s (8,061) (7,485) (7,039
NET CASH PROVIDED BY (USED IN) FINANCING ACTIVITIES......cooiirriteieeieisieesesesesees e ieisseeseeeens (26,409) 88,615 242,513
Increase (decrease) in cash and Cash EQUIVBIENES ..o (292,652) 274,840 27,594
Cash and cash equivalents a beginniNg Of YEAN ........c.corriiiiiirieee et bbbt 415,454 140,614 113,020
CASH AND CASH EQUIVALENTSAT END OF YEAR ... ioeeieeeeeeeeeeeeeeseeeeeeeeseeeseseesseeses s ses e seseses s $122,802 _ $415454 _ $140,614
SUPPLEMENTAL DISCLOSURE OF CASH FLOW INFORMATION:
Cash paid during the year for:
Interest, Net Of CaPItaliZE AMOUNES ........c.ciirierieeec ettt ettt neneenas $112,547 $114,119 $53,720
[NICOME LAXES. ...t vvevvseseeeseeeesesseeesesessassssese s e ese s e st e et s e s e s e s s e s e s es e se e s e s et ae e s e s e s et an s e s et e s e st e e st e sns e s e st e nnsnens $1,420 $2,077 $54,247
NON-CASH INVESTING AND FINANCING ACTIVITIES
Deposits applied t0 deliVEred @IFCTAfL ...........ceieeriecei et $— $— $22,043
Debt transferred to operating lease..... $— $— $55,375
Deposits applied as |ease payments $— $— $36,982

See accompanying notes to consolidated financia statements.



SKYWEST, INC. AND SUBSIDIARIES
NOTESTO CONSOLIDATED FINANCIAL STATEMENTS
DECEMBER 31, 2007

(1) Nature of Operationsand Summary of Significant Accounting Policies

SkyWest, Inc. (the “Company”), through its wholly-owned subsidiaries, SkyWest Airlines, Inc. (* SkyWest
Airlines’) and Atlantic Southeast Airlines, Inc. (“ASA”"), operates the largest regional airlinein the United States. As of
December 31, 2007, SkyWest and ASA offered scheduled passenger and air freight service with approximately 2,550 total
daily departures to 294 different destinations in the United States, Canada, Mexico and the Caribbean. Additionally, the
Company provides ground handling services for approximately ten other airlines throughout its system. As of December 31,
2007, the Company operated afleet of 436 aircraft consisting of 246 50-seat Bombardier CRJ200 Regional Jet aircraft
(“CRJ200s") (65 assigned to United Air Lines, Inc. (“United”), 166 assigned to Delta Air Lines, Inc. (“Delta’), 15 assigned
to Midwest Airlines, Inc.) 102 70-seat Bombardier CRJ 700 Regional Jet aircraft (* CRJ700s") (52 assigned to United and 50
assigned to Delta), 17 70-90-seat Bombardier CRJI900 Regional Jet aircraft (*CRJ900") (all assigned to Delta), 59 Embraer
Brasilia EMB-120 turboprops (“Brasilia Turboprops”) (48 assigned to United and 11 assigned to Delta), and 12 Avions de
Transport 72-210 (“ATR-72 turboprops’) (all assigned to Delta). For the year ended December 31, 2007, approximately
59.6% of the Company’ s capacity was operated under the Delta code, approximately 38.6% was operated under the United
code and approximately 1.8% operated under the Midwest code.

SkyWest Airlines has been a partner with Deltain Salt Lake City and United in Los Angeles since 1987 and 1997,
respectively. In 1998, SkyWest Airlines expanded its relationship with United to provide service in Portland, Seattle/Tacoma,
San Francisco and additional Los Angeles markets. In 2004, SkyWest Airlines expanded its United Express operations to
provide service in Chicago. As of December 31, 2007, SkyWest Airlines operated approximately 1,750 total daily flightsas a
Delta Connection carrier in Salt Lake City and a United Express carrier in Chicago (O'Hare), Denver, Los Angeles, San
Francisco, Portland and Seattle/Tacoma. SkyWest Airlines believes its success in attracting multiple contractual relationships
with major airline partnersis attributable to its delivery of high-quality customer service with an al cabin-classfleet at a
competitive cost structure.

ASA has been a code-share partner with Deltain Atlanta since 1984. ASA expanded its operations as a Delta
Connection carrier to also include Cincinnati and Salt Lake City in September 2002 and April 2003, respectively. ASA
operates approximately 750 daily flights, all in the Delta Connection system.

The Company provides a substantial majority of regional airline service for Deltain Atlanta and Salt Lake City. In
connection with its acquisition of ASA in September 2005, the Company established new, separate, but substantially similar,
long-term fixed-fee Delta Connection Agreements with Delta for both SkyWest Airlines and ASA. The Company also
obtained the right to use 29 gates in the Hartsfield-Jackson International Airport located in Atlanta, from which the Company
currently provides service to Delta. Delta has agreed that ASA and SkyWest Airlines will be scheduled to operate,
collectively, not less that 80% of all Delta Connection Program departures scheduled at Hartsfield-Jackson Atlanta
International Airport.

Basis of Presentation

The Company’ s consolidated financial statements include the accounts of SkyWest, Inc. and its wholly-owned
subsidiaries, SkyWest Airlines and ASA, with all inter-company transactions and balances having been eliminated.

Use of Estimates

The preparation of financial statements in conformity with accounting principals generally accepted in the United
States of America regquires management to make estimates and assumptions that affect the reported amounts of assets and
liabilities and disclosure of contingent assets and liabilities at the date of the financial statements and the reported amounts of
revenues and expenses during the reporting period. Actual results could differ from those estimates.

Cash and Cash Equivalents

The Company considers all highly liquid investments with an original maturity of three months or lessto be cash
equivalents. The Company classified $14.7 million and $16.4 million of cash as restricted cash as required by the Company’s
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workers' compensation policy and classified it accordingly in the consolidated balance sheets as of December 31, 2007 and
2006, respectively.

Marketable Securities

The Company’ s investments in marketable debt and equity securities are deemed by management to be available for
sale and are reported at fair market value with the net unrealized appreciation or depreciation reported as a component of
accumulated other comprehensive loss in stockholders' equity. At the time of sale, any realized appreciation or depreciation,
calculated by the specific identification method, is recognized in gain (loss) on sale of marketable securities. The Company’s
position in marketable securities as of December 31, 2007 and 2006 was as follows (in thousands):

2007 2006

Investment Types Cost Market Value Cost Market Value
ComMMErCial PAPEN.......ccceirerieeiee e $14,974 $14,983 $32,000 $32,000
Bond and bond funds............cccceeeieeiciiceceeee e 507,147 505,706 187,016 184,769
Asset backed SECUNTIES........ceeveieeecece e 2,208 2,236 3,333 3,307

524,329 522,925 222,349 220,076
UNrealized [0SS.......ueccvieiecie ettt (1,404) — (2,273) —
LI =SS $522,925 $522,925 _ $220,076 $220,076

Marketable securities had the following maturities as of December 31, 2007 (in thousands):

Maturities Amount

= 700 SR $172,966
Years 2009 through 2012 .........cceiieiieceeieres et e e e e e s resresre e 51,954
Y €ars 2013 through 2017 ......cceeeieeeeeeeeeeres ettt ne e e eeneenne e 12,408
I 1= 1= 0= ST 285,597

The Company has classified all marketable securities as short-term since it has the intent to maintain aliquid
portfolio and the ability to redeem the securities within one year.

Inventories

Inventories include expendable parts, fuel and supplies and are valued at cost (FIFO basis) less an allowance for
obsolescence based on historical results and management’ s expectations of future operations. Expendable inventory parts are
charged to expense as used. An obsolescence allowance for flight equipment expendable partsis accrued based on estimated
lives of the corresponding fleet types and salvage values. The inventory allowance as of December 31, 2007 and 2006 was
$4.7 million and $3.6 million, respectively. These allowances are based on management estimates, which are subject to
change.

Property and Equipment

Property and equipment are stated at cost and depreciated over their useful livesto their estimated residual values
using the straight-line method as follows:

Depreciable Residual

Assets Life Value
Aircraft and rotable SPares........ccoovvveeve s 10-18 years 0-30%
Ground EQUIPMENE.......coeieieererecreeee e eeeseeseesesre e sresre s e e e eaeseeseeseens 5-7 years 0%
OFfiCE EQUIPMENT ......oiiee et nnens 5-7 years 0%

15 years

or life of
Leasehold improvemMeNtS.........ooecevereerereee e the lease 0%
BUITAINGS ...ttt e 20-39.5 years 0%
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I mpairment of Long Lived and I ntangible Assets

As of December 31, 2007, the Company had approximately $2.7 billion of property and equipment and related
assets. Additionally, as of December 31, 2007, the Company had approximately $28.5 million in intangible assets. In
accounting for these long-lived and intangible assets, the Company makes estimates about the expected useful lives of the
assets, the expected residual values of certain of these assets, and the potential for impairment based on the fair value of the
assets and the cash flows they generate. On September 7, 2005, the Company completed the acquisition of al of the issued
and outstanding capital stock of ASA. The consolidated statements of income for the year ended December 31, 2005 reported
herein contain 114 days of operations relating to ASA from September 8, 2005 to December 31, 2005.The Company
recorded an intangible asset of approximately $33.7 million relating to the acquisition of ASA. The intangible is being
amortized over fifteen years under the strait-line method. As of December 31, 2007 and 2006, the Company had $5.2 million
and $3.0 million in accumulated amortization expense, respectively. Factors indicating potential impairment include, but are
not limited to, significant decreases in the market value of the long-lived assets, a significant change in the condition of the
long-lived assets and operating cash flow losses associated with the use of the long-lived assets. On a periodic basis, the
Company evaluates whether the book value of itsaircraft isimpaired in accordance with Statement of Financial Accounting
Standards (“ SFAS’) No. 144, Accounting for the Impairment or Disposal of Long-Lived Assets. Based on the results of the
evaluations, the Company’ s management concluded no impairment was necessary as of December 31, 2007.

Capitalized I nterest

Interest is capitalized on aircraft purchase deposits and long-term construction projects as a portion of the cost of the
asset and is depreciated over the estimated useful life of the asset. During the years ended December 31, 2007, 2006 and
2005, the Company capitalized interest costs of approximately $0, $0.6 million, and $2.8 million, respectively.

Maintenance

The Company operates under an FAA-approved continuous inspection and maintenance program. The Company
uses the direct expense method of accounting for its regiona jet engine overhauls where the expense is recorded when the
overhaul event occurs. In 2004, the Company entered into an engine services agreement with athird party vendor to provide
long-term engine services covering the scheduled and unscheduled repairs for certain of its CRJ700 regional jet aircraft.
Under the terms of the agreement, the Company pays a set dollar amount per engine hour flown on a monthly basis and the
third party vendor will assume the responsibility to repair the engines at no additional cost to the Company, subject to certain
specified exclusions. Maintenance costs under these contracts are recognized pursuant to the terms of the contract. The
Company uses the “ deferral method” of accounting for its Brasilia turboprop engine overhauls where the overhaul costs are
capitalized and depreciated over the estimated useful life of the engine. The costs of maintenance for airframe and avionics
components, landing gear and normal recurring maintenance are expensed as incurred. For leased aircraft, the Company is
subject to lease return provisions that require a minimum portion of the “life” of an overhaul be remaining on the engine at
the lease return date. For Brasilia turboprop engine overhauls related to leased aircraft to be returned, the Company adjusts
the estimated useful lives of the final engine overhauls based on the respective lease return dates.

Passenger and Ground Handling Revenues

The Company recognizes passenger and ground handling revenues when the service is provided. Under the
Company’s contract and pro-rate flying agreements with Delta, United and Midwest, revenue is considered earned when the
flight is completed.

SkyWest Airlines and ASA have each entered into a Delta Connection Agreement with Delta, pursuant to which
SkyWest Airlines and ASA provide contract flight services for Delta. Each of the Delta Connection Agreements provides for
afifteen-year term, subject to early termination by Delta, SkyWest Airlines or ASA, as applicable, upon the occurrence of
certain events. Delta' s termination rights include (i) cross-termination rights between the two Delta Connection Agreements,
(i) the right to terminate each of the Delta Connection Agreements upon the occurrence of certain force majeure events,
including certain labor-related events, that prevent SkyWest Airlines or ASA from performance for certain periods, and
(iii) the right to terminate each of the Delta Connection Agreementsif SkyWest Airlines or ASA failsto maintain
competitive base rate costs, subject to certain adjustment rights. In addition to the termination rights, Delta has the right to
extend the term of the Delta Connection Agreements upon the occurrence of certain events or at the expiration of the initial
term. SkyWest Airlines and ASA have the right to terminate their respective Delta Connection Agreement upon the
occurrence of certain breaches by Delta, including the failure to cure payment defaults (See Note 4). SkyWest Airlines and
ASA also have cross-termination rights between the two Delta Connection Agreements.
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Under the terms of the SkyWest Airlines Delta Connection Agreement, Delta has agreed to compensate SkyWest
Airlines for the direct costs associated with operating the Delta Connection flights, plus a payment based on block hours
flown. The SkyWest Airlines Delta Connection Agreement established a multi-year rate reset provision. Under the terms of
the ASA Delta Connection Agreement, Delta has agreed to compensate ASA for its direct costs associated with operating the
Delta Connection flights, plus, if ASA completes a certain minimum percentage of its Delta Connection flights, an additional
percentage of such costs. Additionally, ASA’s Delta Connection Agreement provides for the payment of incentive
compensation upon satisfaction of certain performance goals. Under the ASA Delta Connection Agreement, excess margins
over certain percentages must be returned or shared with Delta, depending on various conditions. The parties to the Delta
Connection Agreements make customary representations, warranties and covenants, including with respect to various
operational, marketing and administrative matters.

Effective July 31, 2003, SkyWest Airlines entered into a United Express Agreement, which sets forth the principal
terms and conditions governing SkyWest Airlines’ United Express operations. Under the terms of the United Express
Agreement, SkyWest Airlines is compensated primarily on afee-per-completed-block hour and departure basisand is
reimbursed for fuel and other costs. Additionally, SkyWest Airlinesis eligible for incentive compensation upon the
achievement of certain performance criteria.

SkyWest Airlines and Midwest are parties to an Airlines Services Agreement entered into on December 20, 2006
(the “Midwest Services Agreement”). Under the terms of the Midwest Services Agreement, SkyWest Airlines has agreed to
operate up to 25 Bombardier CRJ200 Regional Jets (“CRJ200s’) under Midwest’s code. In exchange for SkyWest Airlines
obligation to provide the designated number of flights and performing other obligations under the Midwest Services
Agreement, Midwest has agreed to pay SkyWest Airlines on aweekly basis a fixed-fee per completed block hour, fixed-fee
per completed departure, afixed-fee for overhead, and a one-time start-up payment for each aircraft delivered. The Midwest
Services Agreement provides for incentives or penalties based upon SkyWest Airlines' performance, including on-time
arrival performance and compl etion percentage rates. Additionally, Midwest has agreed to reimburse certain of SkyWest
Airlines operating costs, including costs related to fuel, landing fees, and catering.

Under the Company’ s revenue agreements with Delta, United and Midwest, the Company earns revenue for an
amount per aircraft designed to reimburse the Company for certain aircraft ownership costs. In accordance with Emerging
Issues Task Force No. 01-08, Determining Whether an Arrangement Contains a Lease (“EITF 01-08"), the Company has
concluded that a component of its revenue under these agreementsis rental income, inasmuch as the Agreements identify the
“right of use” of a specific type and number of aircraft over a stated period of time. The amounts deemed to be rental income
under the agreements for the years ended December 31, 2007, 2006 and 2005 were $516.9 million, $486.6 million and
$308.3 million, respectively. These amounts were recorded as passenger revenue on the Company’ s consolidated statements
of income.

The Company’ s revenues could be impacted by a number of factors, including changes to the Company’ s code-share
agreements with Delta, United or Midwest, contract modifications resulting from contract re-negotiations and the Company’s
ability to earn incentive payments contemplated under the Company’ s code-share agreements.

Deferred Aircraft Credits

The Company accounts for incentives provided by aircraft manufacturers as deferred credits. The deferred credits
related to leased aircraft are amortized on a straight-line basis as a reduction to rent expense over the lease term. Credits
related to owned aircraft reduce the purchase price of the aircraft, which has the effect of amortizing the credits on a straight-
line basis as a reduction in depreciation expense over the life of the related aircraft. The incentives are credits that may be
used to purchase spare parts and pay for training and other expenses.

Income Taxes

The Company recognizes aliability or asset for the deferred tax consequences of all temporary differences between
the tax basis of assets and liabilities and their reported amounts in the consolidated financial statements that will result in
taxable or deductible amounts in future years when the reported amounts of the assets and liabilities are recovered or settled.

Net | ncome Per Common Share

Basic net income per common share (“Basic EPS’) excludes dilution and is computed by dividing net income by the
weighted average number of common shares outstanding during the period. Diluted net income per common share (“Diluted
EPS") reflects the potential dilution that could occur if stock options or other contracts to issue common stock were exercised
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or converted into common stock. The computation of Diluted EPS does not assume exercise or conversion of securities that
would have an anti-dilutive effect on net income per common share. During the years ended December 31, 2007, 2006 and
2005, 529,000, 1,219,000 and 2,378,000 shares reserved for issuance upon the exercise of outstanding options were excluded
from the computation of Diluted EPS respectively, as their inclusion would be anti-dilutive.

The calculation of the weighted average number of common shares outstanding for Basic EPS and Diluted EPS are
as follows for the years ended December 31, 2007, 2006 and 2005 (in thousands):

Year Ended December 31,

2007 2006 2005
Numerator:

Numerator for arniNgS PEr SNAIE .......c.cvievicieie ettt st re b $159,192  $145806  $112,267
Denominator :

Denominator for basic earnings per-share weighted average Shares...........ccccveveereenns 62,710 62,474 57,851
Dilution due to stock options and restricted SLOCK ..........cvvereeerennenene e 1,334 908 1,082
Denominator for diluted earnings per-share weighted average shares...........ccocoeeeevienene 64,044 63,382 58,933
BaSiC EarNINGS PEr-SNAIE.....cviiriririrerereeieieieieieree sttt es st tesesenenene e $2.54 $2.33 $1.94
Diluted €arniNgS PEr-SAE.........ouvurieeeieerirreese sttt e $2.49 $2.30 $1.90
Stock Options

Prior to January 1, 2006, the Company applied Accounting Principles Board Opinion No. 25 (“Opinion No. 25"),
and related interpretations in accounting for its stock-based compensation plans. SFAS No. 123, Accounting for Sock-Based
Compensation, requires pro forma information regarding net income and net income per share as if stock options were
accounted for under the fair value method which is described more fully in Note 5 below. The Company did not record any
stock-based compensation expense related to stock options for the year ended December 31, 2005.

The following table contains the pro forma disclosures and the related impact on net income and net income per
share for the year ended December 31, 2005 (in thousands, except per share information):

Net income:
F Y = 0101 (o SRS $112,267
Stock based compensation under fair value method..........cccooovveveiincieicieree e (4,927)
[ 0 0117 VOO S PRSP $107,340
Net income per common share:
2T S o R 1= o o)1 1= o RSP $1.94
BaSIC PrOfOMMA ....c.ceieeiieeieieee ettt bbb et $1.86
Diluted aS rEPOMEM..........cveieeieteciciee ettt be e e $1.90
DilUtE Pro fOIMA.....cvcveiieieice et st r e $1.82

Comprehensive Income

The Company reports comprehensive income in accordance with SFAS No. 130, Reporting Comprehensive Income,
which establishes standards for reporting and displaying comprehensive income and its components in financial statements.
Comprehensive income includes charges and credits to stockholders' equity that are not the result of transactions with
shareholders. As of December 31, 2007 and 2006, accumulated other comprehensive loss included adjustments, net of tax, to
reflect unrealized appreciation (depreciation) on marketable securities. The Company recorded net unrealized appreciation
(depreciation) of $475,000, $61,000 and $(347,000), net of income taxes, on marketable securities for the years ended
December 31, 2007, 2006, and 2005 respectively. These adjustments have been reflected in the accompanying consolidated
statements of stockholders' equity and comprehensive income.

Fair Value of Financial I nstruments
The carrying amounts reported in the consolidated balance sheets for receivables and accounts payable approximate
fair values because of the immediate or short-term maturity of these financial instruments. Marketable securities are reported

at fair value based on market quoted prices in the consolidated balance sheets. The fair value of the Company’slong-term
debt is estimated based on current rates offered to the Company for similar debt and approximates $1,838.6 million as of
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December 31, 2007, as compared to the carrying amount of $1,851.0 million. The Company’sfair value of long-term debt as
of December 31, 2006 was $1,760.8 million as compared to the carrying amount of $1,784.1 million.

Segment Reporting

SFAS No. 131, Disclosures about Segments of an Enterprise and Related Information requires disclosures related to
components of acompany for which separate financial information is available that is evaluated regularly by the Company’s
chief operating decision maker in deciding how to allocate resources and in assessing performance. Management believes
that the Company has only one reportable segment in accordance with SFAS No. 131 because the Company’ s business
consists of scheduled regiona airline service.

New Accounting Standards

In July 2006, the Financial Accounting Standards Board (the “FASB”) issued Interpretation No. 48, Accounting for
Uncertainty in Income Taxes—an interpretation of FASB Satement No. 109 (“FIN No. 48"), which clarifies the accounting
and disclosure for uncertainty in tax positions. FIN No. 48 seeks to reduce the diversity in practice associated with certain
aspects of the recognition and measurement related to accounting for income taxes. The Company is subject to the provisions
of FIN No.48 as of January 1, 2007, and has analyzed filing positionsin al of the federal and state jurisdictions whereit is
required to file income tax returns, aswell as all open tax yearsin these jurisdictions. The periods subject to examination for
the Company’ s federal return are the 2004 through 2006 tax years. The adoption of FIN No. 48 did not have a material effect
on the Company’ s consolidated financial position or results of operations. The Company’s policy for recording interest and
penalties on tax positionsis to record such items as a component of the provision for income taxes.

In September 2006, the FASB issued Statement of Financial Accounting Standards (“SFAS’) No. 157, Fair Value
Measurements. This standard defines fair value, establishes a framework for measuring fair value in accounting principles
generally accepted in the United States of America, and expands disclosure about fair value measurements. This
pronouncement applies to other accounting standards that require or permit fair value measurements. Accordingly, this
statement does not require any new fair value measurement. This statement is effective for fiscal years beginning after
November 15, 2007, and interim periods within those fiscal years. Management does not believe the adoption of this standard
will have amaterial impact on the Company’s consolidated financial position or results of operations.

In February 2007, the FASB issued Statement No. 159, The Fair Value Option for Financial Assets and Financial
Liabilities (Statement 159). Statement 159 allows entities the option to measure eligible financia instruments at fair value as
of specified dates. Such election, which may be applied on an instrument by instrument basis, istypically irrevocable once
elected. Statement 159 is effective for fiscal years beginning after November 15, 2007. The Company does not believe
Statement 159 will result in amaterial adverse effect onitsfinancial condition, results of operations, or cash flow.
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(2) Long-term Debt

Long-term debt consisted of the following as of December 31, 2007 and 2006 (in thousands):

December 31, December 31,
2007 2006

Notes payable to banks, due in semi-annual installments,

variable interest based on LIBOR, or with interest rates

ranging from 5.16% to 7.89% through 2012 to 2020, secured

DY @IFCIEft.....cociieeceeccee et $577,390 $623,071
Notes payable to a financing company, duein semi-annual

installments, variable interest based on LIBOR, or with

interest rates ranging from 5.60% to 7.52% through 2007 to

2021, secured by airCraft.........ccoeeveeevesieereieese s 611,995 643,826
Notes payable to banks, due in semi-annual installments plus
interest at 6.06% to 7.18% through 2021, secured by aircraft ... 265,706 281,999

Notes payable to a financing company, duein semi-annual
installments plus interest at 5.78% to 6.23% through 2019,

secured By airCraft ........cocoveevineniere e 80,585 86,375
Notes payable to banks, due in monthly installments plus

interest of 6.47% to 8.18% through 2025, secured by aircraft... 272,475 101,254
Notes payable to banks, due in semi-annual installments, plus

interest at 6.05% through 2020, secured by aircraft .................. 27,725 29,545

Notes payable to banks, due in semi-annual installments, plus

interest at 3.72% to 3.86%, net of the benefits of interest rate

subsidies through the Brazilian Export financing program,

through 2011, secured by aircraft..........cccoeeveeveevevcsenie e, 8,569 11,105
Notes payable to a bank, due in monthly installments interest

based on LIBOR through 2012, interest rate at 7.9% secured

o)V o101 ' [ o TS 6,505 6,956
Long-term debt...........coeciieeei e $1,850,950 $1,784,131
L eSS CUITENt MAEUMITIES ....vecveeeeceieeeeeee ettt s (118,202) (108,505)
Long-term debt, net of current Maturities...........cccoocevevecveveeecene. $1,732,748 $1,675,626

At December 31, 2007, the three-month and six-month LIBOR rates were 4.70% and 4.60%, respectively.

The aggregate amounts of principal maturities of long-term debt as of December 31, 2007 were as follows (in
thousands):

200 < T $118,202
220 0L T 123,395
20 1 O 128,831
20 1 132,188
20 1 2T 178,035
I 410 (= SRRSO 1,170,299

$1,850,950

As of December 31, 2007 and 2006, SkyWest Airlines has a $25 million line of credit. As of December 31, 2007
and 2006, SkyWest Airlines had no amount outstanding under the facility. The facility expires on March 31, 2008 and has a
fixed interest rate of 6.75%.

During the year ended December 31, 2006, 14 CRJ700s were refinanced from short-term financing arrangement
facilitiesinto long-term financing facilities with the same company.

As of December 31, 2007, the Company had $35.5 million in letters of credit and surety bonds outstanding with
various banks and surety institutions.
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Certain of the Company’ s long-term debt arrangements contain limitations on, among other things, the sale or lease
of assets and ratio of long-term debt to tangible net worth. As of December 31, 2007, the Company was in compliance with
all debt covenants contained in its long-term debt agreements. Management believes that in the absence of unusual
circumstances, the working capital available to the Company will be sufficient to meet the present financia requirements,
including expansion, capital expenditures, lease payments and debt service obligations for at least the next 12 months.

During 2005, aircraft deposits with Bombardier of $22.0 million were applied as down payments to Bombardier for
temporary financing of aircraft while the Company arranged for permanent long-term financing through debt and other third
party leasing arrangements. When the Company obtained long-term debt financing, the debt agreements were written such
that the long-term debt could be refinanced into operating leases. Hence, in 2005, $55.4 million in debt was settled and
replaced with long-term operating leases.

During 2005, SkyWest Airlines entered into athird party long-term leveraged |ease facility for 32 regional jet
aircraft. In conjunction with this financing transaction, SkyWest Airlines applied $37.0 million of amounts previously held
on deposit by the manufacturer as lease payments required under the |lease.

SKYWEST, INC. AND SUBSIDIARIES
NOTESTO CONSOLIDATED FINANCIAL STATEMENTS
DECEMBER 31, 2007

(3) Income Taxes

The provision for income taxes includes the following components (in thousands):

Year ended December 31,

2007 2006 2005
Current tax provision (benefit):
FEABIAL .....ocveeeeeeeee et $(14,355) $(41,914) 45,714
RS (= TP (736) (8,419) 5,798

(15091)  (50,333) 51,512

[0 (< =) RPN 99,026 123,646 13,124
RS 7 (<Y 7,194 20,908 2,723
106,220 144,554 15,847

ProviSion fOr INCOMETAXES ....oveveeeeeeeeeeeeee et eeeereeeeeeeeeeeeseeeeeeeeeeeeeees $91,129 $94,221  $67,359

Thefollowing is a reconciliation between the statutory Federal income tax rate of 35% and the effective rate which
is derived by dividing the provision for income taxes by income before provision for income taxes (in thousands):

Year ended December 31,

2007 2006 2005
Computed “expected” provision for income taxes at the statutory rates..............cceeveveveee. $87,612 $84,009 $62,869
Increase in income taxes resulting from:

State income taxes, net of Federal income tax benefit..........ccovvvveviececccccce v, 6,268 11,867 6,387
OUNEN, NEL ...ttt ettt e et e s bt e e seebeaeebebe e seebensstebenneneras (2,751) (1,655) (1,897)
ProviSion fOr INCOMETAXES ........cceveveveeeteveeeeeereeee ettt sessas e e s s s e s st sebebebesesessssssesesens $91,129 $94,221  $67,359
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The significant components of the net deferred tax assets and liabilities are as follows (in thousands):

Asof December 31,

2007 2006

Deferred tax assets:

ACCIUEH DENEFILS....ceecviieiece e $20,134 $16,560

Net operating 10ss carryforward ..........cccoevveeeevecenie e 25,738 55,332

AMT credit carryforward ..........coceveeeiecieresese e 24,511 2,266

Deferred aircraft CreditS.......ooviiiiiiiieiie e 45,531 31,795

Accrued reserves and Other.........cooveceieiieececce e 7,739 9,779
Total deferred taX ASSELS........ccvieeireeireeire et 123,653 115,732
Deferred tax liabilities:

Accelerated depreiation ..........ccccv e ceeceesere e (490,134) (355,103)

MaintenanCe and OtNET ..........ocvvevieieeeeee e (8,989) (29,879)
Total deferred tax lHabilitieS........coovveeeiececece e (499,123) (384,982)
Net deferred tax 1DIlIty ...........oovveerermreereeeeeeeeseesesesesseesssesssesesessnesens $(375/470) _ $(269,250)

The Company’s deferred tax liabilities were primarily generated through accel erated bonus depreciation on newly
purchased aircraft and support equipment in accordance with the Job Creation and Worker Assistance Act of 2002.

At December 31, 2007, the Company had federal net operating losses of approximately $34.6 million and state net
operating losses of approximately $350.2 million which will start to expire in 2024 and 2010 respectively. As of
December 31, 2007, the Company al so had an alternative minimum tax credit of approximately $24.5 million which does not
expire.

FIN No. 48 prescribes a recognition threshold and measurement process for recording in the financial statements
uncertain tax positions taken or expected to be taken in a company’ s tax return. The provisions of FIN No. 48 became
effective for the Company beginning January 1, 2007. In conjunction with the year-end evaluation of the Company’s FIN
No. 48 liability, the Company reduced its income tax provision by approximately $2.5 million for the year ended
December 31, 2007.

(4) Commitments and Contingencies
Lease Obligations

The Company leases 287 aircraft, aswell as airport facilities, office space, and various other property and equipment
under non-cancel able operating leases which are generally on along-term net rent basis where the Company pays taxes,
maintenance, insurance and certain other operating expenses applicable to the leased property. Management expects that, in
the normal course of business, leases that expire will be renewed or replaced by other leases. The following table summarizes
future minimum rental payments required under operating leases that have initial or remaining non-cancelable lease termsin
excess of one year as of December 31, 2007 (in thousands):

Year ending December 31,

2008.... ottt e e r et r et r e $304,948
2009.....e ettt e e et r e 315,357
2000 e e et 302,479
220 X PSPPI 292,604
2002 e e et 293,171
TREMEAFLEN ... s 1,821,140
$3,329,699

FASB Interpretation No. 46 (“FIN 46"), Consolidation of Variable Interest Entities, requires the consolidation of
variable interest entities. The majority of the Company’s leased aircraft are owned and leased through trusts whose sole
purpose is to purchase, finance and |ease these aircraft to the Company; therefore, they meet the criteria of avariable interest
entity. However, since these are single owner trusts in which the Company does not participate, the Company is not
considered at risk for losses and is not considered the primary beneficiary. Asaresult, based on the current rules, the
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Company is not required to consolidate any of these trusts or any other entitiesin applying FIN 46. Management believes that
the Company’ s maximum exposure under these leases is the remaining lease payments.

Total rental expense for non-cancelable aircraft operating leases was approximately $294.4 million, $281.5 million
and $210.2 million for the years ended December 31, 2007, 2006 and 2005, respectively. The above minimum rental expense
does not include airport station rents, which amounted to approximately $61.7 million, $50.3 million and $29.6 million for
the years ended December 31, 2007, 2006 and 2005, respectively.

The Company’s leveraged lease agreements, typically obligate the Company to indemnify the equity/owner
participant against liabilities that may arise due to changes in benefits from tax ownership of the respective leased aircraft.
The terms of these contracts range up to 18 years. The Company did not accrue any liability relating to the indemnification to
the equity/owner participant because of management’ s assessment that the probability of this occurring is remote.

Self-insurance

The Company self-insures a portion of its potential losses from claims related to workers' compensation,
environmental issues, property damage, medical insurance for employees and general liability. Losses are accrued based on
an estimate of the ultimate aggregate liability for claims incurred, using standard industry practices and the Company’ s actual
experience. Actual results could differ from these estimates.

Purchase Commitments and Options

On November 21, 2006, the Company announced that SkyWest Airlines had been selected by Deltato operate 12
new CRJ700s previously operated by Comair Inc. Ten of the 12 CRJ700s were delivered by December 31, 2007 and the
remaining two CRJ700s are scheduled to be delivered by June 2008. As of December 31, 2007, the Company had total firm
aircraft orders and commitments to operate two CRJ700’ s to be subleased from Delta. Total expenditures for these aircraft
and related flight equipment are estimated to be approximately $1 million.

On October 12, 2007, the Company announced that SkyWest Airlines plans to acquire 22 additional regional jet
aircraft through 2010, 18 of which the Company intends to operate for United Express, as part of an aircraft transition plan,
allowing United Expressto remove 23 EMB-120 30-seat turboprop aircraft from the contract reimbursement model in the
United Express Agreement and add 66 seat regional jet aircraft for United Express flying. Generally, the turboprop removals
are intended to occur in conjunction with deliveries of new regional jet aircraft in order to ensure a smooth transition in
existing markets. Additionally, SkyWest Airlinesintends to exchange four 50-seat CRJ200s for four CRJ900s configured
with 76 seatsin its Delta Connection operations. These four 50-seat CRJ200s are scheduled to be placed into service under
other capacity purchase agreements. On November 30, 2007, the Company announced that it placed afirm order with
Bombardier Aerospace. The Company is scheduled to take deliver of these aircraft beginning in late 2008 and continue
through the first quarter of 2010. Total expenditures for these aircraft and related flight equipment, including amounts for
contractual price escalations are estimated to be approximately $528.0 million through the first quarter of 2010. Additionaly,
the Company’ s agreement with Bombardier includes options for another 22 aircraft that can be delivered in either 70 or 90
seat configurations. Delivery dates for these aircraft remain subject to final determination as agreed upon by the Company
and its major partners.

On January 16, 2008, the Company announced that SkyWest Airlines agreed to operate additional aircraft under the
Midwest Services Agreement. Total expenditures for these aircraft and related flight equipment are estimated to be
approximately $28.8 million through the first quarter of 2008.

The following table summarizes future purchase commitments as of December 31, 2007 (in thousands):

Year ending December 31,

2008..... .o e s $127,580
2009..... e e s 332,239
1220 1 TSP PR 98,011

$557,830



Legal Matters

The Company is subject to certain legal actions which it considers routine to its business activities. As of
December 31, 2007, management believes, after consultation with legal counsel, that the ultimate outcome of such legal
mattersis not likely to have a material adverse effect on the Company’s financia position, liquidity or results of operations.

ASA and SkyWest Airlinesv. Delta Air Lines

During the quarter ended December 31, 2007, Delta Air Lines notified SkyWest, SkyWest Airlinesand ASA of a
dispute under the Delta Connection Agreements executed by Deltawith SkyWest Airlines and ASA. The dispute related to
allocation of liability for certain irregular operations (“ROP") expenses that are paid by SkyWest Airlines and ASA to their
passengers under certain situations. As aresult, Deltawithheld a combined total of approximately $25 million (pretax) from
one of the weekly scheduled wire payments to SkyWest and ASA during December. On February 1, 2008, SkyWest Airlines
and ASA filed alawsuit in Georgia state court disputing Delta’ s treatment of the matter. The Company has evaluated the
Delta dispute in accordance with the provisions of Financial Accounting Standards Board No. 5 (“FASB No.5"), Accounting
for Contingencies. Based on the provisions of FASB No. 5, an estimated lossis accrued if the loss is probable and reasonably
estimable. Because these conditions have not been satisfied, the Company has not recorded a loss in the consolidated
financial statements as of December 31, 2007.

Concentration Risk and Significant Customers

The Company requires no collateral from its major partners or customers but monitors the financial condition of its
major partners. The Company maintains an allowance for doubtful accounts receivable based upon expected collectability of
all accounts receivable. The Company’s allowance for doubtful accounts totaled $47,000 as of December 31, 2007 and 2006.
For the years ended December 31, 2007, 2006 and 2005, the Company’ s contractual relationships with Delta and United
combined accounted for approximately 93.3%, 95.6% and 98.5%, respectively of the Company’stotal revenues.

Employees

As of December 31, 2007 the Company and SkyWest Airlines collectively employed 10,249 full-time equivalent
employees consisting of 4,587 pilots and flight attendants, 4,084 customer service personnel, 1,095 mechanics and other
maintenance personnel, and 483 administration and support personnel. None of these employees are currently represented by
aunion. The Company is aware, however, that collective bargaining group organization efforts among SkyWest Airlines
employees occur from time to time and the Company anticipates that such efforts will continue in the future. During 2007,
SkyWest Airlines' pilots voted against aresolution to join an officially recognized union. Under governing rules, SkyWest
Airlines' pilots may vote again on thisissue in one year from the previous vote.

As of December 31, 2007, ASA employed approximately 4,295 full-time equivalent employees consisting of 2,356
pilots and flight attendants, 751 customer service personnel, 831 mechanics and other maintenance personnel, and 357
administration and support personnel. Three of ASA’s employee groups are represented by unions. ASA’s pilots are
represented by the Air Line Pilots Association International (“ALPA™), ASA’sflight attendants are represented by the
Association of Flight Attendants-CWA, and ASA’sflight controllers are represented by the Professional Airline Flight
Control Association. The collective bargaining agreements between ASA and its flight attendants and flight controllers
became amendable September 26, 2003 and April 2006, respectively. During 2007, ASA reached alabor agreement with its
pilots and the collective bargaining agreement will become amendable in November 20, 2010. In conjunction with the 2007
pilot agreement, ASA paid an additional $13.5 million to its pilots during the year ended December 31, 2007.

(5) Capital Transactions
Preferred Stock

The Company is authorized to issue 5,000,000 shares of preferred stock in one or more series without shareholder
approval. No shares of preferred stock are presently outstanding. The Company’s Board of Directors is authorized, without
any further action by the stockholders of the Company, to (i) divide the preferred stock into series; (ii) designate each such
series; (iii) fix and determine dividend rights; (iv) determine the price, terms and conditions on which shares of preferred
stock may be redeemed; (v) determine the amount payable to holders of preferred stock in the event of voluntary or
involuntary liquidation; (vi) determine any sinking fund provisions; and (vii) establish any conversion privileges.
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Common Stock

On April 17, 2006, the Company completed a public offering of 4,000,000 shares of common stock at a price of
$26.05 per share. The Company received approximately $95.3 million in net proceeds which were used to pay off two
revolving lines of credit, to provide working capital and for general corporate purposes.

Stock Compensation

Effective January 1, 2001, the Company adopted two stock option plans; the Executive Stock Incentive Plan (the
“Executive Plan”) and the 2001 Allshare Stock Option Plan (the “ Allshare Plan™). These plans replaced the Company’s
Combined Incentive and Non-Statutory Stock Option Plans (the “Prior Plans’). There are no additional shares of common
stock available for issuance under these plans. However, as of December 31, 2007, options to purchase approximately
626,363 shares of the Company’s common stock remained outstanding under the Prior Plans and 3,398,097 shares of the
Company’s common stock remained outstanding under the Executive Plan and the Allshare Plan.

On May 2, 2006, the Company’ s sharehol ders approved the adoption of the SkyWest Inc. Long-Term Incentive
Plan, which provides for the issuance of up to 6,000,000 shares of common stock to the Company’ s directors, employees,
consultants and advisors (the “2006 Incentive Plan™). The 2006 Incentive Plan provides for awards in the form of optionsto
acquire shares of common stock, stock appreciation rights, restricted stock grants and performance awards. The 2006
Incentive Plan is administered by the Compensation Committee of the Company’ s Board of Directors (the “ Compensation
Committee”) who is authorized to designate option grants as either incentive or non-statutory. Incentive stock options are
granted at not less than 100% of the market value of the underlying common stock on the date of grant. Non-statutory stock
options are granted at a price as determined by the Compensation Committee.

Effective January 1, 2006, the Company adopted the fair value recognition provisions of SFAS No. 123(R), using
the modified-prospective transition method. Under the modified-prospective transition method, compensation cost
recoghized during the years ended December 31, 2007 and 2006 includes compensation cost for all share-based payments
granted to, but not yet vested as of January 1, 2006, based on the grant date fair value estimated in accordance with the
original provisions of SFAS No. 123. Results for prior periods have not been restated.

The fair value of stock options has been estimated as of the grant date using the Black-Scholes option pricing model.
The Company uses historical data to estimate option exercises and employee termination in the option pricing model. The
expected term of options granted is derived from the output of the option pricing model and represents the period of time that
options granted are expected to be outstanding. The expected volatilities are based on the historical volatility of the
Company’s traded stock and other factors. During the year ended December 31, 2007, the Company granted 382,467 stock
options to employees under the 2006 Incentive Plan. The following table shows the assumptions used and weighted average
fair value for grantsin the years ended December 31, 2007, 2006 and 2005.

2007 2006 2005
Expected annual dividend rate.........cccueeerierereiisire et 045% 0.70% 0.70%
R G T (= S LR 1= S A = (= 477% 431% 3.8™%
Average exXpected lIfE (YEAIS) ... cui it 4.5 4.1 6.0
Expected volatility of COMMON SLOCK ........coueieirieiieieese e s 0.272 0.294 0.391
FOITEITUNE FAEE ...ttt bttt b e bbb e s bt eh e et e e e e e sb et e saeene e e e b ee 4.7% 6.0% 6.7%
Weighted average fair value of Option grantS.........ccococeeeeierieieeereereeeieee e s $8.06 $6.80 $7.04

Asrequired by SFAS No. 123(R), the Company recorded share-based compensation expense only for those options
that are expected to vest. The estimated fair value of the stock optionsis amortized over the vesting period of the respective
stock option grants.

During the year ended December 31, 2007, the Company granted 311,211 shares of restricted stock to the
Company’ s employees under the 2006 Incentive Plan. The restricted stock has athree-year vesting period, during which the
recipient must remain employed with the Company or its subsidiaries. The fair value of the restricted stock on the date of
grants made during the year ended December 31, 2007 was $26.84 per share. Additionally, the Company granted 14,413
fully-vested shares of common stock to the Company’ s directors with aweighted average grant-date fair value of $26.89. The
following table summarizes the restricted stock activity as of December 31, 2007 and 2006:
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2007

Weighted-
Average

Number of Grant-Date

Shares Fair Value
Non-vested shares outstanding at December 31, 2005.........c.ccccvreereene — $—
L€ =01 = o [P STR 330,423 23.80
AV [ o TSR P SRS (12,600) 23.80
CanCEEU.......ccuiieice e (5,072) 23.80
Non-vested shares outstanding at December 31, 2006.........ccccceeveveenenne 312,751 $23.80
L€ =01 = o [P STR 311,211 26.84
RV =S (= o OSSR S (1,579) 24.07
CanCEIEA.......ccuiieicecee e (87,948) 25.30
Non-vested shares outstanding at December 31, 2007 .........cccoveveereeene 534,435 $25.35

During the year ended December 31, 2007 and 2006, the Company recorded equity-based compensation expense of

$13.1 million and $10.8 million, respectively

As of December 31, 2007, the Company had $10.4 million of total unrecognized compensation cost related to non-
vested stock options and non-vested restricted stock grants. Total unrecognized compensation cost will be adjusted for future
changes in estimated forfeitures. The Company expects to recognize this cost over aweighted average period of 1.8 years.

Options are exercisable for aperiod as defined by the Compensation Committee at the date granted; however, no
stock option will be exercisable before six months have elapsed from the date it is granted and no incentive stock option shall
be exercisable after ten years from the date of grant. The following table summarizes the stock option activity for al plans for

the years ended December 31, 2007, 2006 and 2005:

2007 2006 2005
Weighted
Weighted  Average  Aggregate Weighted Weighted
Average Remaining Intrinsic Average Number  Average
Number of Exercise Contractual Value Number of  Exercise of Exercise
Options Price Term ($000) Options Price Options Price
Outstanding at beginning of year 5,504,572 $19.36 6.5 years $33,862 6,301,002 $18.38 5,531,101 $19.39
Granted .......cccoeeuennne . 382,467 26.87 376,890 23.80 1,826,050 17.11
EXErCISAd ... (1,048,072) 18.67 (1,069,073) 15.16 (891,292) 21.71
Cancealled.......coruecirree e (157,052) 2251 (104,247) 19.03 (164,857) 17.58
Outstanding at end Of YEar ..........ccc.oevvvervrerveienns 4,681,915 20.01 52years  $32,003 __ 5504572 19.36 _6,301,002 18.38
Exercisable at December 31, 2007 ...........cccouu.e.. 2,518,685 20.35 3.9years $16,364
Exercisable at December 31, 2006...................... 2,379,124 20.36 4.4 years $12,251

Thetotal intrinsic value of options exercised during the years ended December 31, 2007, 2006 and 2005 was

$8.7 million, $14.2 million and $7.1 million, respectively.

The following table summarizes the status of the non-vested stock options as of December 31, 2007:
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Average
Number of Grant-Date
Shares Fair Value
3,125 448 $6.88
382,467 8.06
(1,214,722) 6.71
(129,963) 6.88

2,163,230 $7.16



The following table summarizes information about stock options outstanding at December 31, 2007:

Options Outstanding Options Exercisable

Range of Weighted Average Weighted
Exercise Number Remaining Weighted Average Number Average
Prices Outstanding  Contractual Life ExercisePrice Exercisable Exercise Price
BLOLOBLS .o 599,412 3.4 years $11.72 599,412 $11.72
BLELO B2 ... 2,401,415 6.2 years 18.02 895,640 19.56
F22L0 P28 1,681,088 5.2 years 2581 1,023,633 26.10
BLOLO BB 4,681,915 5.5 years 20.01 2,518,685 20.35

(6) Retirement Plan and Employee Stock Purchase Plan
SkyWest Retirement Plan

The Company sponsors the SkyWest, Inc. Employees Retirement Plan (the “ SkyWest Plan”). Employees who have
completed 90 days of service and are at least 18 years of age are eligible for participation in the SkyWest Plan. Employees
may €elect to make contributions to the SkyWest Plan. The Company matches 100% of such contributions up to 2%, 4% or
6% of the individual participant’s compensation, based upon length of service. Additionally, a discretionary contribution may
be made by the Company. The Company’s combined contributions to the SkyWest Plan were $9.0 million, $7.2 million and
$10.5 million for the years ended December 31, 2007, 2006 and 2005, respectively.

ASA Retirement Plan

ASA sponsors the Atlantic Southeast Airlines, Inc. Investment Savings Plan (“ASA Plan”). Employees who have
completed 90 days of service and are 18 years of age are eligible for participation in the ASA Plan. Employees may elect to
make contributions to the ASA Plan however, ASA limits the amount of company match at 6% of each participant’ s total
compensation, except for those with 10 or more years of service whose company match is limited to 8% of total
compensation. Additionally, ASA matches the individual participant’s contributions from 20% to 75%, depending on the
length of the participant’s service. ASA’s contribution to the ASA Plan was $4.0 million, $4.1 million and $0 for the years
ended December 31, 2007, 2006 and 2005, respectively. Additionally, participants are 100% vested in their elective deferrals
and rollover amounts and from 10% to 100% vested in company matching contributions based on length of service.

Employee Stock Purchase Plan

In February 1996, the Company’s Board of Directors approved the SkyWest, Inc. 1995 Employee Stock Purchase
Plan (the “ Stock Purchase Plan”). All employees who have completed 90 days of employment are eligible to participate,
except employees who own five percent or more of the Company’s common stock. The Stock Purchase Plan enables
employees to purchase shares of the Company’ s common stock at a 15% discount, through payroll deductions. Employees
can contribute up to 15% of their base pay, not to exceed $21,250 each calendar year, for the purchase of shares. Shares are
purchased semi-annually at a 15% discount based on the lower of the beginning or the end of the period price. Employees can
terminate their participation in the Stock Purchase Plan at anytime upon written notice.

The following table summarizes purchases made under the Employee Stock Purchase Plan:

Year Ended December 31,

2007 2006 2005
Number of Share PUrChESEd ..........ccceveeeeerer e e 454,162 161,369 175,480
Average price of ShareS PUIChESE ........ccovvirireriririeieieieeee sttt ees $20.65 $21.08 $15.45

The Stock Purchase Plan is a compensatory plan under SFAS 123(R) because the shares are purchased semi-
annually at a 15% discount based on the lower of the beginning or the end of the period price. During the years ended
December 31, 2007 and 2006, the Company recorded compensation expense of $2.8 and $1.8 million related to Stock
Purchase Plan, respectively. The fair value of the shares purchased under the Stock Purchase Plan was determined using the
Black-Scholes option pricing model with the following assumptions:
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2007 2006

Expected annual diVIdENT FaEE.........c.oiiiiiiiieeriee ettt sttt b e sttt eb e e e ene s 0.47% 0.70%
RISK-TIEE INEIESE FBLE.......cue ittt sttt b e et b e e bt b se bt bese bt sre e ebesre e ere s 5.07% 4.80%
Average expected [ife (IMONLNS) ..o et bbb ne e 6 4
Expected volatility of COMMON SLOCK .......co.eiiiiiiiie e bt 0.272 0.294

(7) Stock Repurchase

During 2007, the Company announced that is has been authorized by its Board of Directors to repurchase up to
10 million shares of common stock in the public. During the year ended December 31, 2007, the Company repurchased
5 million shares of common stock for approximately $126.0 million at aweighted average price per share of $25.20.

(8) Related-Party Transactions

The Company’s President, Chairman of the Board and Chief Executive Officer, serves on the Board of Directors of
Zion's Bancorporation (“Zion's”). The Company maintains aline of credit (see Note 2) and certain bank accounts with
Zion's. Zion'sis an equity participant in leveraged leases on three CRJ200, two CRJ700 and six Brasilia turboprop aircraft
operated by the Company. Zion's also serves as the Company’ s transfer agent. The Company’ s cash balance in the accounts
held at Zion's as of December 31, 2007 and 2006 was $5,318,000 and $10,974,000, respectively.

ITEM 9. CHANGESIN AND DISAGREEMENTS ON ACCOUNTING AND FINANCIAL DISCLOSURE
None.

ITEM 9A. CONTROLSAND PROCEDURES

Disclosure Controls and Procedures

Under the supervision and with the participation of our management, including our principal executive officer and
principal financial officer, we conducted an evaluation of our disclosure controls and procedures, as such term is defined
under Rule 13a-15(e) promulgated under the Securities Exchange Act of 1934, as amended (the “ Exchange Act”), within
90 days of thefiling date of this Report. Based on this evaluation, our principal executive officer and principal financial
officer concluded that our disclosure controls and procedures are effective in alerting them on atimely basis to material
information required to be included in our reportsfiled or submitted under the Exchange Act. There have been no other
significant changes (including corrective actions with regard to material weaknesses) in our internal controls or in other
factors that could significantly affect these controls subsequent to the date of the evaluation referenced above.

Report of Management on Internal Control over Financial Reporting

Our management is responsible for establishing and maintaining adequate internal control over financial reporting as
defined in Rule 13a-15(f) under the Exchange Act. Our internal control over financial reporting is a process designed to
provide reasonable assurance regarding the reliability of financial reporting and the preparation of financial statements for
external purposes in accordance with accounting principles generally accepted in the United States of America. Interna
control over financial reporting includes those written policies and procedures that:

e pertain to the maintenance of records that, in reasonable detail, accurately and fairly reflect the transactions and
dispositions of our assets;

e provide reasonable assurance that transactions are recorded as necessary to permit preparation of financial
statements in accordance with accounting principles generally accepted in the United States of America;

e provide reasonable assurance that our receipts and expenditures are being made only in accordance with
authorization of our management; and

e provide reasonable assurance regarding prevention or timely detection of unauthorized acquisition, use or
disposition of assets that could have a material effect on our consolidated financial statements.
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Internal control over financia reporting includes the controls themselves, monitoring and internal auditing practices
and actions taken to correct deficiencies as identified.

Because of itsinherent limitations, internal control over financial reporting may not prevent or detect misstatements.
Also, projections of any evaluation of effectiveness to future periods are subject to the risk that controls may become
inadequate because of changesin conditions, or that the degree of compliance with the policies or procedures may
deteriorate.

Our management assessed the effectiveness our internal control over financial reporting as of December 31, 2007.
Our management’ s assessment was based on criteriafor effective internal control over financial reporting described in
“Internal Control—Integrated Framework” issued by the Committee of Sponsoring Organizations of the Treadway
Commission. Our management’ s assessment included an evaluation of the design of our internal control over financial
reporting and testing of the operational effectiveness of our internal control over financial reporting. Our management
reviewed the results of its assessment with the Audit Committee of our Board of Directors. Based on this assessment, our
management determined that, as of December 31, 2007, we maintained effective internal control over financial reporting.
Ernst & Young LLP, the independent registered public accounting firm who audited our consolidated financial statements
included in this Report, has issued a report on our internal control over financial reporting, which isincluded herein.
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Report of Independent Registered Public Accounting Firm

The Board of Directors and Stockholders
SkyWest, Inc.

We have audited SkyWest, Inc.’sinternal control over financial reporting as of December 31, 2007, based on criteria
established in Internal Control—Integrated Framework issued by the Committee of Sponsoring Organizations of the
Treadway Commission (the COSO criteria). SkyWest, Inc.’s management is responsible for maintaining effective internal
control over financial reporting, and for its assessment of the effectiveness of internal control over financia reporting
included in the accompanying Report of Management on Internal Control over Financial Reporting. Our responsibility isto
express an opinion on the company’ s internal control over financial reporting based on our audit.

We conducted our audit in accordance with the standards of the Public Company Accounting Oversight Board
(United States). Those standards require that we plan and perform the audit to obtain reasonable assurance about whether
effective interna control over financial reporting was maintained in all material respects. Our audit included obtaining an
understanding of internal control over financia reporting, assessing the risk that a material weakness exists, testing and
evaluating the design and operating effectiveness of internal control based on the assessed risk, and performing such other
procedures as we considered necessary in the circumstances. We believe that our audit provides a reasonable basis for our
opinion.

A company’sinternal control over financial reporting is a process designed to provide reasonabl e assurance
regarding the reliability of financial reporting and the preparation of financial statements for external purposes in accordance
with generally accepted accounting principles. A company’sinternal control over financial reporting includes those policies
and procedures that (1) pertain to the maintenance of records that, in reasonable detail, accurately and fairly reflect the
transactions and dispositions of the assets of the company; (2) provide reasonable assurance that transactions are recorded as
necessary to permit preparation of financial statements in accordance with generally accepted accounting principles, and that
receipts and expenditures of the company are being made only in accordance with authorizations of management and
directors of the company; and (3) provide reasonable assurance regarding prevention or timely detection of unauthorized
acquisition, use, or disposition of the company’s assets that could have a material effect on the financial statements.

Because of itsinherent limitations, internal control over financial reporting may not prevent or detect misstatements.
Also, projections of any evaluation of effectiveness to future periods are subject to the risk that controls may become
inadequate because of changesin conditions, or that the degree of compliance with the policies or procedures may
deteriorate.

In our opinion, SkyWest, Inc. maintained, in all material respects, effective internal control over financial reporting
as of December 31, 2007, based on the COSO criteria.

We also have audited, in accordance with the standards of the Public Company Accounting Oversight Board (United
States), the consolidated balance sheets of SkyWest, Inc. and subsidiaries as of December 31, 2007 and 2006, and the related
consolidated statements of income, stockholders' equity and comprehensive income, and cash flows for each of the three
yearsin the period ended December 31, 2007 of SkyWest, Inc. and subsidiaries and our report dated February 22, 2008
expressed an unqualified opinion thereon.
/s/ ERNST & YOUNG LLP

Salt Lake City, Utah
February 22, 2008

ITEM 9B. OTHER INFORMATION

None.
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PART 111

Items 10, 11, 12, 13 and 14 in Part 111 of this Report are incorporated herein by reference to our definitive proxy
statement for our 2008 Annual Meeting of Shareholders scheduled for May 6, 2008. Our definitive proxy statement will be
filed with the SEC not later than 120 days after December 31, 2007, pursuant to Regulation 14A of the Securities Exchange
Act of 1934, as amended.

ITEM 10.

ITEM 11

ITEM 12

ITEM 13.

ITEM 14.

Headingsin
Proxy Statement
DIRECTORS, EXECUTIVE OFFICERSAND “Election of Directors’, “ Corporate Governance’ and
CORPORATE GOVERNANCE “Executive Compensation”
EXECUTIVE COMPENSATION “Executive Compensation” and “Compensation
Committee Report”
SECURITY OWNERSHIP OF CERTAIN “Election of Directors’ and “ Security Ownership”

BENEFICIAL OWNERSAND MANAGEMENT
AND RELATED STOCKHOLDER MATTERS

CERTAIN RELATIONSHIPSAND RELATED “ Executive Compensation”
TRANSACTIONS
PRINCIPAL ACCOUNTANT FEESAND “Audit Committee Disclosure”
SERVICES

PART IV

ITEM 15. EXHIBITSAND FINANCIAL STATEMENT SCHEDULES

@ Documents Filed:

1

Financial Statements. Reports of Independent Auditors, Consolidated Balance Sheets as of December 31,
2007 and 2006, Consolidated Statements of Income for the years ended December 31, 2007, 2006 and
2005, Consolidated Statements of Cash Flows for the year ended December 31, 2007, 2006 and 2005,
Consolidated Statements of Owners Equity for the years ended December 31, 2007, 2006 and 2005 and
Notes to Consolidated Financial Statements.

Financial Statement Schedule. The following consolidated financial statement schedule of our company is
included in this Item 15.

e Report of independent auditors on financial statement schedule
e  Schedule Il—Valuation and qualifying accounts

All other schedules for which provision is made in the applicable accounting regulations of the
Commission are not required under the related instructions or are not applicable, and therefore have been
omitted.
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(b)  Exhibits

Incor por ated by

Number Exhibit Reference
31 Restated Articles of Incorporation (@D}
3.2 Amended and Restated Bylaws 2
41 Specimen of Common Stock Certificate 3
Amended and Restated Delta Connection Agreement, dated as of September 8, 2005,
10.1 between SkyWest Airlines, Inc. and Delta Air Lines, Inc. 4
Second Amended and Restated Delta Connection Agreement, dated as of
10.2 September 8, 2005, between Atlantic Southeast Airlines, Inc. and Delta Air Lines, Inc. 4
United Express Agreement dated September 9, 2003, between United Air Lines, Inc.,
10.3 and SkyWest Airlines, Inc. (5)
Stock Option agreement dated January 28, 1987 between Delta Air Lines, Inc. and
104 SkyWest, Inc. (6)
L ease Agreement dated December 1,1989 between Salt L ake City Corporation and
105 SkyWest Airlines, Inc. (7
10.6(a) Master Purchase Agreement between Bombardier and SkyWest Airlines, Inc. (8)
Supplement to Master Purchase Agreement between Bombardier, and SkyWest
10.6(b) Airlines, Inc. (5)
SkyWest, Inc. Amended and Combined Incentive and Non-Statutory Stock Option
10.7 Plan (9)
10.8(a) SkyWest Inc. 1995 Employee Stock Purchase Plan (10
10.8(b) First Amendment to SkyWest, Inc. 1995 Employee Stock Purchase Plan (11)
10.8(c) Second Amendment to SkyWest Inc. 1995 Employee Stock Purchase Plan (11)
10.8(d) Third Amendment to SkyWest Inc. 1995 Employee Stock Purchase Plan (12
10.9 SkyWest Inc. 2006 Employee Stock Purchase Plan (13)
10.10 SkyWest Inc. Executive Stock Incentive Plan (14)
10.11 SkyWest Inc. Allshare Stock Option Plan (14)
10.12(a8) 2004 Restatement of the SkyWest Inc. Employees’ Retirement Plan (11)
Amendment Number One to the 2004 Restatement of the SkyWest Inc. Employees
10.12(b) Retirement Plan (11)
Amendment Number Two to the 2004 Restatement of the SkyWest, Inc. Employees
10.12(c) Retirement Plan (11)
10.13(a) Atlantic Southeast Airlines, Inc. Investment Savings Plan (11)
10.13(b)  First Amendment to the Atlantic Southeast Airlines, Inc. Investment Savings Plan (11)
10.13(c)  Second Amendment to the Atlantic Southeast Airlines, Inc. Investment Savings Plan (1)
10.13(d)  Third Amendment to the Atlantic Southeast Airlines, Inc. Investment Savings Plan (1)
10.13(e)  Fourth Amendment to the Atlantic Southeast Airlines, Inc. Investment Savings Plan (11
Airline Services Agreement dated December 20, 2006 by and between SkyWest
10.14 Airlines, Inc. and Midwest Airlines, Inc (15)
21.1 Subsidiaries of the Registrant D
23.1 Consent of Independent Registered Public Accounting Firm Filed herewith
31.1 Certification of Chief Executive Officer Filed herewith
31.2 Certification of Chief Financial Officer Filed herewith
321 Certification of Chief Executive Officer Filed herewith
322 Certification of Chief Financial Officer Filed herewith
(1) Incorporated by reference to the exhibits to a Registration Statement on Form S-3, File No. 333-129832
(2 Incorporated by reference to a Registration Statement on Form S-3, File No. 33-74290
3 Incorporated by reference to a Registration Statement on Form S-3, File No. 333-42508
4 Incorporated by reference to Registrant’s Form 8-K/A filed on February 12, 2006
(5) Incorporated by reference to exhibits to Registrant’s Form 10-Q filed on September 30, 2003
(6) Incorporated by reference to the exhibits to Registrant’s Forms 8-K filed on January 21, 1998 and February 11, 1998
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(7 Incorporated by reference to the exhibits to Registrant’s Form 10-Q filed for the quarter ended December 31, 1986
(8) Incorporated by reference to the exhibits to Registrant’s Form 10-Q filed on February 13, 2003
9 Incorporated by reference to the exhibits to a Registration Statement on Form S-8, Filed No. 33-41285
(20 Incorporated by reference to the exhibits to Registrant’s Form 10-K for the year ended December 31, 2005
(1D Incorporated by reference to the exhibits to Registrant’s Form 10-K for the year ended December 31, 2005
(12 Incorporated by reference to the exhibits to a Registration Statement on Form S-8, File No. 333-130846
(13) Incorporated by reference to the exhibits to a Registration Statement on Form S-8, File No, 333-130848
(14 Incorporated by reference to the exhibits to Registrant’s Form 10-Q filed on July 28, 2000
(15) Incorporated by reference to the exhibits to the Registrant’s Form 10-K filed February 28, 2007.
Report of Independent Registered Public Accounting Firm

We have audited the consolidated financial statements of SkyWest, Inc. and subsidiaries (the “ Company”) as of
December 31, 2007 and 2006, and for each of the three years in the period ended December 31, 2007, and have issued our
report thereon dated February 22, 2008 (included elsewhere in this Form 10-K). Our audits a so included the financial
statement schedule listed in Item 15(a) of this Form 10-K. This schedule is the responsibility of the Company’s management.

Our responsibility isto express an opinion based on our audits.

In our opinion, the financial statement schedule referred to above, when considered in relation to the basic financial
statements taken as awhole, presentsfairly in all material respects the information set forth therein.

/9 ERNST & YOUNG LLP

Salt Lake City, Utah
February 22, 2008
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SKYWEST, INC. AND SUBSIDIARIES
SCHEDULE II—VALUATION AND QUALIFYING ACCOUNTS
For the Years Ended December 31, 2007, 2006 and 2005

(Dollarsin thousands)

Additions
Balance at Charged to Balance
Beginning Costsand at End
Description of Year Expenses Deductions of Year
Y ear Ended December 31, 2007:
Allowance for inventory obSoIESCENCE ........cuvvrerinererereririnieieeeas $3,605 $1,076 —  $4681
Allowance for doubtful accounts receivable............ccocevevernnnne. 47 — — 47
$3,652 $1,076 — $4,728
Y ear Ended December 31, 2006:
Allowance for inventory obSolesCence.........oeveveeeveveeeveeevevennne $2,916 $1,083 $(394) $3,605
Allowance for doubtful accountsreceivable..........ccccovevvevveciennnns 58 5 (16) 47
SAlES AIOWANCE. ...ttt 10,200 (3,500) (6,700) —
$13,174 $(2,412) $(7,110) $3,652
Y ear Ended December 31, 2005:
Allowance for inventory obSOIESCENCE ..........cveverereeeeerieieiererernas $2,033 $883 $—  $2916
Allowance for doubtful accountsreceivable............cccceoevvereeenenns 24 64 (30) 58
— 10,200 — 10,200
$2,057 $11,147 $30 $13,174

65



SIGNATURES

Pursuant to the requirements of Section 13 or 15 (d) of the Securities Act of 1934, as amended, the Registrant has
duly caused this Annual Report on Form 10-K for the year ended December 31, 2007, to be signed on its behalf by the
undersigned, thereunto duly authorized, on February 26, 2008.

SKYWEST, INC.

By /9 BRADFORD R. RICH

Bradford R. Rich

Executive Vice President and Chief Financial Officer

ADDITIONAL SIGNATURES

Pursuant to the requirement of the Securities Act of 1934, as amended, this Annual Report on Form 10-K has been signed
below by the following persons in the capacities and on the dates indicated.

Name
/9 JERRY C. ATKIN

Jerry C. Atkin

/s BRADFORD R. RICH

Bradford R. Rich

/s STEVEN F. UDVAR-HAZY

Steven F. Udvar-Hazy

/9 J. RALPH ATKIN

J. Ralph Atkin

/9 IAN M. CUMMING

lan M. Cumming

/s/ W. STEVE ALBRECHT

W. Steve Albrecht

/sl ROBERT G. SARVER

Robert G. Sarver

/s MARGARET S. BILLSON

Margaret S. Billson

/9 HENRY EYRING JR.

Henry Eyring Jr.

/Y JAMES L. WELCH

James L. Welch

Capacities
Chairman of the Board and Chief Executive Officer

Executive Vice President and Chief Financial Officer

Lead Director

Director

Director

Director

Director

Director

Director

Director
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Date

February 26, 2008

February 26, 2008

February 26, 2008

February 26, 2008

February 26, 2008

February 26, 2008

February 26, 2008

February 26, 2008

February 26, 2008

February 26, 2008
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