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Good morning. It’s a pleasure to be here today. I would like to welcome each of you to 
this 43rd ALPA Board of Directors meeting. 
 
When we enter the cockpit to prepare for a flight, experience, relationships built on 
respect, and a well-thought-out plan are absolute necessities. The same is true in 
today’s global airline industry so that we achieve our union’s goal of advancing the 
airline piloting profession. 
 
Two years ago, when I left the last ALPA Board of Directors meeting, I traveled to 
Istanbul for a meeting held by IATA, the International Air Transport Association. The 
purpose of this meeting was to advance its “Agenda for Freedom.” Like many proposals 
with such “how could you not support it?” titles, the devil was in the details. 
 
The Agenda was presented as a process to give airlines the economic freedom to 
operate like any other global business. In short, the agreement sought to liberalize air 
services with no protections for labor. Of the nearly two dozen countries that 
participated, the United States was the only one with a labor representative in its 
delegation. 
 
Remember the Winston Churchill quote “having enemies means you’ve stood up for 
something sometime in your life”? Well, ALPA was the only labor organization at the 
talks and we were in the unenviable position of publicly opposing “freedom.” 
 
As the ALPA first vice president, I stated that without the involvement of labor, little of 
the economic advantage sought by the proponents of this change would ever be 
realized. 
 
Since then, IATA has continued to pursue its Agenda, and the United States has 
endorsed its principles. There are still no protections for labor unions. The United States 
brought a version of this Agenda before the International Civil Aviation Organization 
economic policy section at a meeting this past month. 
 
Fortunately, the International Federation of Air Line Pilots’ Associations, of which both 
ALPA Canada and U.S. ALPA are a part, has a seat at the table at ICAO. 
 
So, why should this international issue matter to us as ALPA members? The Agenda for 
Freedom is just one example of how ALPA must be constantly engaged in the 
international arena to protect our members’ jobs. 
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If you think international issues apply only to pilots who fly international routes, I invite 
you to think again. A threat to North American employees can come from across the 
bargaining table or from beyond our borders. 
 
As a result, airline pilots can no longer afford to focus only on the flight path before us; 
situational awareness in terms of our union means looking behind, side to side, and 
ahead, in geography and in time, to avoid pitfalls and to cultivate opportunities. 
 
Through our International Affairs Committee, ALPA is positioned to both see how these 
international issues could affect North America and resolve them so that we may 
advance the piloting profession. Let me give you just a few examples. 
 
In June of this year, the United States and the European Union signed the second-stage 
of the Open Skies agreement. This agreement includes a history-making, stand-alone 
article that underscores the value of high labor standards. This labor article must 
become a benchmark for all future air service agreements. 
 
Achieving this labor article required both experience and relationships. ALPA was a 
member of the U.S. delegation in the US/EU talks, and we allied ourselves with other 
labor unions, notably the European Cockpit Association, to bring the labor article 
forward. 
 
Unfortunately, we are seeing the U.S. government work to unravel this progress in its 
current Open Skies talks with China. Given that international labor standards are not 
applied in China, ALPA argued that any U.S./China air service agreement must have a 
labor article even more robust than that of the U.S.-EU accord. 
 
The U.S. government, however, claimed that the U.S.-EU labor agreement was the 
result of special circumstances and stated that it would resume its “one-size-fits-all” 
approach to Open Skies. We oppose this position. 
 
U.S. airlines are vying to recruit Chinese airlines to join the three big global airline 
alliances. They know that an Open Skies agreement is a requirement for the antitrust 
immunity that alliance managements covet. 
 
As you know, the U.S. Department of Transportation has granted antitrust immunity to 
U.S. airlines and their foreign airline alliance partners for years. Now, a number of 
airlines are seeking antitrust immunity that also covers revenue- or profit-sharing joint 
ventures. The DOT has encouraged these arrangements. 
 
In these “metal-neutral” agreements, airlines’ international revenues are so fully shared 
that the airlines have no incentive to book passengers on their own aircraft. Because 
the airline partners share the revenue according to a pre-fixed formula, rather than the 
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flying performed, they have no economic reason to care which partner airline does the 
flying. More importantly for our union members, they have no reason to be concerned 
about which airline’s employees do the work. 
 
Under this practice, a U.S. airline can participate in a revenue-sharing arrangement by 
not doing any flying, but, for example, by providing only marketing. This is precisely 
what United Airlines is doing with Aer Lingus. United receives approximately half of the 
joint venture’s revenue, while Aer Lingus does all of the flying. Meanwhile, thousands of 
United’s U.S. employees–pilots, cabin crew, and others–remain laid off. 
 
Consider this scenario sweeping across our industry, because airlines are, in fact, 
queuing up to join revenue-sharing alliances. For example, China’s big three airlines are 
state-owned, -managed, and -subsidized. As I mentioned, collective bargaining does 
not exist, and international labor standards are not applied. 
 
If China’s airlines were permitted to enter into joint-venture revenue-sharing 
arrangements, the U.S. airlines would be tempted to allow their Chinese counterparts to 
do much or all of the flying, while the U.S. airlines would simply collect a share of the 
revenue. So, in theory, Chinese airline pilots could fly an airline’s international routes 
while U.S. pilots would provide the short-haul passenger supply to their own hubs. 
 
The number of applications from airlines that want to participate in these arrangements 
means that the stakes are high for U.S. airline workers. The solution lies in making 
certain that if these arrangements generate jobs, a fair portion of those jobs go to U.S. 
airline workers. 
 
Another twist on this theme is the situation that our fellow pilots at Mexicana now face. 
In August, Mexicana filed for bankruptcy protection, and the airline’s management 
attempted to exploit the bankruptcy law to extract brutal concessions. 
 
The Mexicana pilots are represented by the Asociacion Sindical de Pilotos Aviadores, or 
ASPA. This summer, a consortium of Mexican investors announced that it had 
purchased a 95 percent stake in the holding company. The pilots planned to buy the 
remaining five percent. But that plan fell apart.  
 
Mexicana employees still hold out hope that their airline will be reborn, and with it, 
many of their jobs. ALPA has been working through IFALPA, of which both ALPA and 
ASPA are affiliates, to provide assistance to our fellow pilots.  
 
While some U.S. and Canadian airlines and their pilots have benefited in the short term 
by picking up Mexicana’s flying, these gains will be a hollow victory for our profession if 
Mexicana reemerges as an ultra-low-cost competitor and we lose the good pilot crews 
and the professional expertise of ASPA members and leaders. 
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Issues such as Open Skies, antitrust immunity for alliances, and the Mexicana pilots’ 
situation make it clear that if ALPA pilots lose in the international arena, we will lose in 
the domestic arena as well. 
 
Now, let me turn to ALPA’s Collective Bargaining Committee. I am proud of the 
accomplishments we have made since the last time the Board of Directors met. 
 
As many of us know too well, the bankruptcy-era contracts between 2001 and 2006 
came about largely because the bargaining cycle led with the financially weak airlines 
and the settlement time line was taken out of our hands by the bankruptcy judge. Once 
these early bankruptcy-era contracts were in place, other airline managements 
demanded the same terms.  
 
But now, much has changed. Months after emerging from bankruptcy, pilot negotiators 
at Northwest, Delta, and United, among others, started gaining contract improvements 
by bargaining positive letters of agreement that improved pay and work rules.  
 
Four years ago, the FedEx Express pilot group’s first contract since returning to ALPA 
also contained significant pay increases and pension improvements.  
 
On the heels of the Delta-Northwest merger, its pilots’ Joint Collective Bargaining 
Agreement garnered contract improvements that included minimum hourly pay rate 
increases of nearly 18 percent over a four-year period and dramatic gains in retirement, 
job security, per diem, and sick leave. 
 
The Alaska pilots’ spring 2009 contract settlement enhanced pay 12 to 27 percent and 
illustrated how ALPA negotiators are successfully refocusing attention on retirement and 
insurance issues. Later that year, pilots at Hawaiian negotiated pay increases while 
enhancing their defined-contribution retirement plans. 
 
In Canada, Jazz Air pilots negotiated a new contract that included pay increases, a 40 
percent increase in per diem rates, and a 45 percent increase in the cap on the amount 
of annual pensions payable per year of service. 
 
A first-ever collective agreement at Wasaya featured pay increases, furlough 
protections, and improvements to the pilots’ health and welfare benefits. 
 
The Air Transat pilots — their new agreement guarantees pilots a substantial 
percentage of the parent company’s flying and includes wage increases and scheduling 
improvements to reduce fatigue. 
 
Spirit pilots. After a hard-fought battle that galvanized powerful support from ALPA 
members across the continent, along with Spirit’s AFA-represented flight attendants, 
they won increased pay and retained important work rules. 
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With this success as a backdrop, the next bargaining cycle looks strong, and gains are 
expected shortly at AirTran, the combined Pinnacle, Mesaba, and Colgan, and the new 
United. Absent factors that are out of ALPA’s control, such as an economic downturn, 
the cost of fuel, influenza epidemics, or volcanic eruptions, the near-term and long-term 
views are encouraging. 
 
So, how can our union prepare for the future to maintain this positive trend but also 
buttress our defenses should one of these external factors emerge? Let’s review. 
 
In the early 1990s, the Clinton administration created the Dunlop Commission and 
charged it with reviewing the federal labor laws and government agencies responsible 
for resolving representation and contract disputes.  
 
The Commission issued a report recommending, among other things, the establishment 
of joint labor-management committees. ALPA became a member of the Airline Industry 
Labor-Management Committee that followed. 
 
The Railway Labor Act must work as it was intended in order to create the uncertainty 
essential to the collective bargaining process. Uncertainty about the outcome motivates 
both parties to negotiate.  
 
When the Bush administration came into office, the direction of the NMB shifted 
dramatically. Through Board member appointments and his early declaration that there 
would be no airline strikes, the President effectively eliminated labor’s ability to take 
self-help. That action removed the uncertainty inherent within bargaining and convinced 
management that they didn’t have to bargain to a conclusion. 
 
At its May 2009 meeting, the Executive Board directed ALPA’s president to use all 
appropriate resources to analyze the existing RLA to identify its positive and negative 
effects on labor, and especially pilots, and on airline management. 
 
In October of last year, ALPA’s newly formed Railway Labor Act Study Group, which I 
was privileged to chair, confirmed to the Executive Board what we all already knew: the 
application of the Act had become slow, unresponsive, and one-sided. The Study Group 
suggested, and ALPA’s Executive Board directed, that the ALPA president pursue the 
administrative, bargaining, and legislative actions required to bring about change in 
how the RLA is applied.  
 
Concurrently, with the Obama administration in office, the NMB announced in August 
2009 that it was creating a new joint labor-management advisory process to improve 
how it functions. In May, the Dunlop II Committee announced its view on changes 
needed at the NMB to improve mediation. 
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ALPA had an important role in both the Dunlop I and Dunlop II Committees and 
strongly supports the committee’s recommendations. Our union is working through all 
available avenues to make them a reality. 
 
ALPA’s bargaining models clearly work, but that doesn’t mean that the Collective 
Bargaining Committee isn’t constantly endeavoring to make them even better. 
 
The work of the Collective Bargaining Committee to advance the airline piloting 
profession will also help our union manage another pressing issue, the looming pilot 
shortage.  
 
Many Canadian and U.S. pilots are seeking jobs in foreign countries because of the 
state of our two nation’s economies. Additionally, the traditional supply of pilots is 
drying up. The U.S. military is not training pilots anywhere near the rate they 
historically have, and the cost to train as a civilian pilot, when weighed against the 
expected return, has become prohibitive. 
 
The result is a looming North American, and perhaps global, pilot shortage. Boeing 
predicts that approximately half a million pilots will be needed worldwide to fly aircraft 
that it expects to be ordered over the next 20 years.  
 
The hits that our profession has taken in terms of pay, benefits, and work life are at the 
heart of why being an airline pilot may no longer present an attractive career. The high 
fuel prices, capacity cuts, and retirement age shift of the recent past have kept a 
shortage at bay, but a shortage is predicted to begin again in as few as 18 to 36 
months. 
 
As I stated at the Fall Executive Board, another retirement-age change, this time to age 
70, is not the answer. I will not support such a change. And a multi-crew pilot license, 
or MPL, will only bring more problems. Likewise, allowing our airlines to recruit 1,500-
hour pilots from outside North America is definitely not a solution. 
 
The answer lies in getting back to making airline piloting a progressive, robust career. 
When we change jobs due to shutdowns, mergers, or acquisitions, we can’t allow 
ourselves to become new-hires again.  
 
One of my close friends is an ALPA pilot who has worked for five different airlines in his 
ten-year career. And there are many others like him.  
 
He has been on new-hire pay for five of those years. For the past two years, he has 
been furloughed and working outside of the industry. And when he does come back, he 
will return again at first-year pay. This is not acceptable; this is not a career. 
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We must restore our profession, for my friend and those like him today, for those of us 
who will face these uncertainties in the future, and for those who are just beginning 
their careers. 
 
Speaking of those who are just beginning their career, my son, Jordan, is an ALPA 
member at American Eagle ATR 72 first officer.  
 
As evidence of just how global our industry has become, Jordan began his airline career 
as something my dad, who retired from United as a DC-10 captain, never became in 
nearly 35 years of airline flying: an international airline pilot. 
 
Dwight Eisenhower said that “the world moves, and ideas that were once good are not 
always good.” While some principles such as the professionalism with which each 
member of ALPA approaches his or her job are timeless, other factors will change 
around us. Many of the old assumptions of the piloting profession no longer hold true. 
Our union must lead and shape our evolving industry.  
 
Just like the experience, trusted relationships, and short- and long-term planning that 
we count on in the cockpit, our union must be able to marshal these assets to 
overcome obstacles and seize opportunities so that our members here in North America 
not only aren’t blindsided, they benefit. 
 
One goal, one vision, one union. Each of you in this room is here because you believe in 
our union. This global industry harbors promise, but also pitfalls, for advancing the 
piloting profession. I know that each of you will join me in rising to the challenge of 
making the most of what the future holds.  
 
Certainly my friend and fellow ALPA national officer, Capt. Bill Couette, has risen above 
all challenges. In just a moment he will take you through his report regarding our 
membership. 
 
But first, let me thank you for your steadfast support and for the privilege of serving 
these past four years as your first vice president. It has been an honor. Good morning. 
 

# # # 


