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ContEnts
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ChairMan’s report

Captain Kingsley Roberts
DAL MEC Chairman

Continued on page 4

W
e all have work to 
do—the pilots’ work, 
according to the pilots’ 
priorities, is what the 

union does every day. Some roll their 
eyes at the phrase “the pilots’ work,” 
but that is exactly what the Association 
does. Almost every day, your meC’s re-
sources correct scheduling issues, make 
pilots whole in accordance with the 
contract, sort retirement and insurance 
problems, work on hotel, training, jump-
seat, safety, and security concerns—and 
more. Almost all of what we do is under 
the auspices of our PWA, but not quite 
everything. It’s unceasing, unglamorous, 
and grueling, but it’s often incredibly 
rewarding.

You see, on the periphery of the con-
tract, we save careers and lives as well. 
We help fellow pilots through difficulties 
and give families hope. When disasters 
strike, our Delta Pilot Network volun-
teers call hundreds of pilot families and 
offer assistance, from PWA expertise to 
relief Fund aid. When we run these call 
operations, pilots always step forward 
to offer whatever help they can. others 
place themselves on call all the time: our 
Pilot Assistance Network, Delta Pilot 
Assistance Committee, Critical Incident 
response Program, and Professional 
Standards volunteers are just some ex-
amples of the AlPA volunteers devoted 
to helping their colleagues.

the Pilots’ Work
By Captain Kingsley Roberts

Those who cannot remember the 
past are condemned to repeat it.

—George Santayana 
This is satisfying work with immediate 
results, but we are also charged with the 
broad concerns of our profession: the pro-
tection and enhancement of our careers 
and livelihoods. These are not so easy to 
identify or act on. It is like a war in which 
we will not win every battle, but we will 
certainly strive. The Association and the 
Delta meC can fight the war on multiple 
fronts, but we need your help.

my chairman’s letter in June framed 
the issue of unfair foreign competition as 
an existential crisis for one reason—that 
is what we face. I am not trying to scare 
anyone. It seems very simple to me: our 
struggle with the globalization of our in-
dustry will determine how our careers play 
out and what our profession becomes. We 
will adapt or be left by the wayside. There 
will be pilots at the controls of transport 
aircraft for many years to come, but their 
working conditions and employers are 
anything but certain. If you are on today’s 
seniority list, you are very likely to be af-
fected. This is an important reality for all 
of us, but even more so for our younger 
pilots with many years until retirement.

So, while we continue to work toward the 
contract we deserve, with gains in rates, 
retirements, hotels, training, rigs, rest, and 
everything else, we cannot ignore what is 
on the horizon. While we are ensuring 
scope compliance today, we must work 
for protections that will be appropriate 

http://bit.ly/16rUisn
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The Pilots’ Work Continued from page 3

tomorrow. The pilots’ work is not 
only done in the meC off ices in 
Atlanta or by your local rep in the 
lounge or Chief Pilot’s office. That 
work alone will not fulfill our mission. 
Contractual gains are less meaningful 
if the profession is eventually lost for 
those who earned them. The trans-
portation trades offer cautionary 
tales and cause for hope.

American seafarers won significant 
gains in the first half of the twenti-
eth century when their advocacy 
dovetailed with the successful labor 
movement of their time. In those 
years, the largest union’s efforts 
produced the Seaman’s Act of 1915, 

notably requiring lifeboats, minimum 
crew qualifications, and a minimum 
quality of food for the crew. The 
mariners used legislative and bargain-
ing strategies perfect for their age and 
negotiated improvements, but also 
patterned down as hostile manage-
ments, economic shifts, and internal 
labor strife took their tolls.

While the maritime profession fo-
cused on local and immediate gains, 
globalization was at work in their 
industry. In the 1940s, a former u.S. 
secretary of state founded the first 

“open registry” in liberia. In 18 years, 
liberia surpassed Great britain as the 
largest maritime registry; liberia’s lax 
labor laws and favorable corporate 
environment had made it all but 
inevitable. other countries followed 
suit, and soon shipping simply moved 
where capital dictated. When the 
ships left, the jobs left with them. The 
seamen’s strategy had failed in the long 
run, defeated by global market forces 
and the mariners’ failure to engage and 
adapt. Their victories at home were 
overcome by the threat from abroad.

but the transpor tation industry 
yields examples of far-sighted gains 
as well. Today, Norway is a maritime 

power, punching above its weight. 
This small nation and its shipping 
industry harnessed globalization 
and technological shift. In the late 
1880s, as the maritime world dis-
mantled itself in the shift to steam, 
Norway pursued a strategy of tre-
mendous expansion on the back of 
the “abandoned” sail fleet, while it 
built a steam fleet in parallel. Nor-
way positioned itself as a transitional 
maritime power, turning weakness 
into strength, and has continued to 
parlay that edge into gains. It can be 
done, and strategy is key.

Today, the united Arab emirates and 
its carriers benefit from a strategy 
based on globalization; their gross 
domestic product is now 28 percent 
aviation-related. These small Gulf 
States derive only 5 percent of their 
GDP from oil.

Their vision of the future does not 
include a strong u.S. aviation industry. 
our vision is significantly different, 
but we will all need to work together 
to achieve it.

This is truly “the pilots’ work.” We 
must engage in every arena to ensure 
our future. You have heard all of this 
before, but I am asking you again to 
join us in the struggle. If you are an 
AlPA-PAC member, discuss it with 
your peers and consider increasing 
your contribution. If you are not a 
member, please join. Take our Call 
to Action seriously and devote the 
moments required to make your 
voice heard along with ours. AlPA is 
in the halls of government around the 
world speaking for you every day, but 
we need your voice as well.

We can fight on multiple fronts, but 
we need you. See what a pilot 
partisan agenda is doing for 
you, and consider whether you 
can afford a career without 
borders. 

In the meantime, we will continue 
to pursue every opportunity to cap-
ture gains and protect our contract, 
and we will adapt as necessary to 
shape everything that affects our 
pilots, our profession, and our col-
lective future.

We don’t have to watch from the 
shore as our profession sails away.

Contractual gains are less 
meaningful if the profession is eventually 
lost for those who earned them. The 
transportation trades offer cautionary 
tales and cause for hope.

http://pilotpartisan.com/
http://pilotpartisan.com/
http://pilotpartisan.com/
http://www.alpa.org/Default.aspx?tabid=5997&recruiter=1171040
http://www.alpa.org/Default.aspx?tabid=5997&recruiter=1171040
http://www.alpa.org/Default.aspx?tabid=5997&recruiter=1171040
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We need to continue to 
recruit and train the volunteers 

who will be our union’s leaders. I 
am asking each of you to continue 

to support our volunteers and 
consider how you can help shape 
the future of our pilot group.

VICe ChAIrmAN’S rePorT

My article in the Spring 2013 edition of the Widget asked you to look back 
over the past five years with an eye on the future toward our careers and our 
profession. The MEC is taking similar measures.

Be a Part of Delta’s Future
By Captain Jim Van Sickle

Captain Jim Van Sickle
DAL MEC Vice Chairman Your local representatives met in 

Washington, D.C., during the first 
week of may for the quarterly 

meC meeting, which included several 
presentations to help them prepare for a 
review and update of the meC strategic 
plan. The meC strategic planning meeting 
occurred during the last week of may—it 
was a wide-ranging debate by the various 

local council representatives focusing on the 
goals and core values of the governing body 
of your Association. They will finalize that 
strategic plan at the August meC meeting 
in Seattle. Their discussions clearly reflected 
that Delta pilots are leaders in our industry 
and should strive to continue in that role.

I am encouraged by the number of pilots 
I meet who are willing to share their ex-
perience, skills, and time by volunteering 
to work for this pilot group. Summer 2013 
is here and our schedules, both profes-
sional and personal, are filling up quickly. 
Yet we are seeing pilots from all sections 
of our seniority list step forward to serve 
in representative positions or on commit-
tees supporting communications, safety, 
and education programs. We need to 
continue to recruit and train the volunteers 
who will be our union’s leaders. I am asking 
each of you to continue to support our 
volunteers and consider how you can help 
shape the future of our pilot group.

Promoting health, education, and welfare 
of America’s most valuable resource—

Please 
consider 
making a 
donation today!

For more information visit the Delta Pilots Charitable Fund 
on the Delta MEC website or e-mail us at dpcf@alpa.org.

our children.

http://dal.alpa.org/CharitableFund.aspx
mailto:dpcf%40alpa.org?subject=
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SECrEtAry’S rEPOrt

First Officer Kevin Guilfoyle
DAL MEC Secretary

Participate in the election 
process and exercise your 

right to vote!

the Steps toward representation
By First Officer Kevin Guilfoyle

in my last article, i challenged you to become more involved in your union by 
participating in local council elections. this fall, elections will be held in seattle, 
new York, and cincinnati.

most Delta local councils have a 
captain representative, first offi-
cer representative, and nonstatus 

secretary-treasurer—except for Council 
44, which has two captain and two first 
officer representatives, and Council 48, 
with one instructor representative. only 
status representatives (captain, first officer, 
instructor) are members of the Delta meC 
and can vote on your behalf. Secretary-
treasurers participate in all other aspects 
of the meC, but don’t vote unless they 
carry a proxy to do so from a voting 
representative.

The first part of the election process is 
for the leC chairman to call a regular 
meeting for the nomination of repre-
sentatives. Candidates normally an-
nounce they are running via an e-mail 
or letter to the membership—AlPA’s 
campaign mailing rules can be found at 
www.alpa.org/campaignmailings.

The next step is the nomination of can-
didates. A blank ballot is mailed to your 
address on record with AlPA, and you 
can write in the name of the pilot you 
wish to nominate for each position. The 
ballots are tallied at the leC meeting, 
and the top two candidates for each 
position who are also willing to serve 
become the nominees. 

Then an election is held, normally 
through an Internet balloting system. You 
will receive notice of the election in the 
u.S. mail and must log on to the balloting 
website to cast your vote. 

Finally, after you elect your representa-
tives and nonstatus officers, you vote 
to assign the officers’ positions. This 
is where you elect a council chairman 
and/or vice chairman and secretary-
treasurer, depending on the council.

Typically, only one in five pilots partici-
pate in this process. I challenge each of 
you to reach out, get to know the can-
didates, and figure out who best repre-
sents your interests. Participate in the 
election process and exercise your right 
to vote!

Prior to membership ballots, verify that 
your information on file is correct by 
logging on to www.alpa.org and clicking 
on “My ALPA/Member Account.”

http://www.alpa.org/campaignmailings
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treasurer’s report

First Officer Bren Fries, Jr.
DAL MEC Treasurer

One of the questions i’m often asked concerns the breakdown of your dues 
dollar. in simple terms, for every dollar generated through dues income, the 
Delta MEC gets about 36 cents directly back. 

Bang for Your Buck
By First Officer Bren Fries, Jr.

hmm, 36 cents returned on your dollar 
investment? 

Without delving into the various aspects 
of what that 36 cents does for you 
through the Delta meC (and it does 
plenty), let’s take a look at the services 
AlPA provides your reps, the meC ad-
ministration, and you for the other 64 
cents. In the end, there’s a lot more than 
meets the eye.

1) Daily Operations
our meC currently has a programmer 
and two Information Technology profes-
sionals that are paid by National. We have 
attorneys for representation purposes, 
contract administration, and retirement 
and insurance. even the office space these 
professionals use is paid for by National.

We use editors, administrative person-
nel, and graphic artists from National. 
That’s on their tab.

When Delta pilots utilize Aeromedical 
services, any expenses are billed to AlPA 
National. When a pilot rides a non-Delta 
jumpseat, he benefits from the work 
of the National Jumpseat Committee. 
Again, no charge to the Delta meC. In 
fact, any work done on behalf of the 
pilots by National committees is paid for 
by National.

2) Negotiations/Strategic  
    Planning
We use dedicated AlPA attorneys as-
signed to the Delta meC. They work 
closely with our negotiating team and 

meC administration in all aspects of con-
tract preparation, tactics, and strategy. 
AlPA’s economics and Financial Analysis 
Department reports regularly to the meC 
with keen insight to Delta’s fiscal specif-
ics and gives us the latest on where our 
industry is and where it’s headed. That’s 
the macro. on a specific note, we lever-
aged the experience of AlPA’s attorneys in 
herndon to join with Delta in the appeal 
of the ex-Im bank financing case. The D.C. 
Court of Appeals agreed and overturned 
an important decision in our favor, pro-
tecting pilot jobs and marking one more 
step in the fight for a level playing field on 
a global scale.

3) Government Affairs
Together with your meC’s Government 
Affairs, AlPA’s folks are connected to all 
things on Capitol hill. From protecting our 
careers against the continued expansion of 
the state-subsidized middle east carriers, 
to the FFDo program, KCm, and more, 
we rely on the expanded team 
AlPA National brings.

Continued on page 8
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Bang for Your Buck Continued from page 7

TreASurer’S rePorT

or we can look at the bottom line: 
Delta pilots who participated in the 
amended return of 2007 taxes as a 
function of the bankruptcy note and 
claim received over $50 million in re-
turned tax dollars from the IrS. All due 
to the hard work of your AlPA team, 
both locally and in Washington, D.C.

4) Safety/Security/
    Training
Where to begin? National’s engineer-
ing and Air Safety’s (e&AS) 25 profes-
sionals with backgrounds in aviation 
safety, security, pilot health, accident 
investigation, flight operations, and 
air traffic control, collaborate with 
government and industry to repre-
sent the interests of the membership 
worldwide. e&AS also provides a sup-
port network for pilot representatives 
working on safety, security, and pilot 
health issues on the local, meC, and 
international level. AlPA is the world’s 
largest non-governmental aviation 
safety and security organization, and 
as such is respected around the world.

Also, from advancing NextGen pro-
gression for our outdated airspace, 
to minimum crew qualifications, to 
FTDT involvement, to viable FoQA/
ASAP protections for all AlPA 
pilots, to the realization of second-
ary barrier protections near our 
flight decks—all of these mandates 
are important to AlPA pilots, and 
the thrust to their implementation 
begins in herndon and Washing-
ton, D.C. And how are we doing? 

As a result of AlPA’s efforts, the 
house of representatives recently 
restored $25 million in funding to 
preserve the FFDo program. ASAP 
and FoQA programs are either 
implemented or improved at other 
carriers to the standard we enjoy 

at Delta, one that didn’t exist only 
a few years earlier.

These are but a few of the issues that 
are ongoing for not only Delta pilots, 
but for all of us in the profession. In 
hockey terms, your union isn’t skating 
to where the puck is, we’re skating to 
where the puck is going to be. It will 
take a collective effort of all AlPA 
pilots to prevail as we take on foreign 
ownership, cabotage, and the spread 

of state-subsidized carriers. Their 
presence is now a reality in both 
europe and Australia. It will take a 
strong, prepared, and funded national 
union to defend our interests.

In the end, it’s 64 cents well spent.

Stay Connected

To learn more, visiT  
www.alpa.org/stayconnected

ALPA has many ways to keep you up-to-date on everything ALPA.

Flickr

Facebook

Wordpress Twitter

LinkedIn YouTube

RSS Feeds

AlPA is the world’s largest 
non-governmental aviation safety and 

security organization, and as such is 
respected around the world.

http://www.alpa.org/stayconnected
http://www.alpa.org/stayconnected
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ExEcutivE vicE PrEsidEnt’s rEPort

First Officer Scott Smetana
ALPA Executive Vice President–DAL

in my last article, i mentioned that the executive vice president sits as a member 
of ALPA’s Executive Council. Since the council has a role in the administration of 
alPa’s Major contingency Fund (McF), and i get questions from pilots about it, 
i thought i’d provide some more information.

Continued on page 10

AlPA’s Major contingency Fund
By First Officer Scott Smetana

In addition to the executive Council, the 
executive board and AlPA’s vice presi-
dent–finance, Captain randy helling, 

also have important roles in overseeing 
the mCF. I’m grateful to Captain helling 
for his help in preparing this article. The 
link to mCF Status reports is on the 
AlPA members-only home page.

AlPA’s mCF plays a key role in our 
union’s success. The mCF has given 
member pilot groups the financial horse-
power necessary to achieve their goals 
in advanced stages of negotiations and 
during strikes by providing funding for 
communications-related activities such 
as strike preparedness, pilot-to-pilot, and 
family awareness. The mCF has also been 
used to fund projects that have been 
determined by the executive board and 
executive Council to be in defense of the 
integrity of the Association, including pay-
ment of Kitty hawk insurance premiums, 
certain litigation and litigation-settlement 
expenses, and internal and external or-
ganizing activities.

The mCF was created at a special meet-
ing of the board of Directors in 1985 
to “build the financial strength and re-
sources of AlPA to provide the strongest 
and most effective union . . . on matters 
of urgent concern to the membership.” 
In the 1990s, the governing bodies ex-
panded the role of the mCF to include 
“issues of urgent concern that significantly 
and adversely affect the airline piloting 
profession and which cannot be funded 

exeCuTIVe VICe PreSIDeNT’S rePorT

by normal Association budgeting prac-
tices and policies, including defense of the 
integrity of the Association.” This includes 
funding for “extraordinary bankruptcy fil-
ings” and “litigation brought by or against 
the Association.” 

how has AlPA used the mCF in the 
past? here are some examples of airline-
related mCF expenditures that have 
exceeded $5 million:

hh The aftermath of the 1983 
Continental strike ($8.5 million) 

hh 1985 united strike ($10.6 million) 

hh 1989 eastern strike ($63.3 million) 

hh TWA’s confrontation with Carl 
Icahn and its three bankruptcies 
($8.4 million) 

hh The 2001 Delta negotiations ($6.1 
million) 

hh The current CAl/uAl JCbA 
negotiations, including separate 
Section 6 negotiations prior to the 
merger ($7.1 million) 

hh (For those of you looking for the 
cost of the 1998 NWA strike, it cost 
$4.8 million.)

mCF funding is closely monitored, and 
AlPA has developed a broad scope of 
administrative procedures to ensure the 
effective and efficient use of this resource, 
including:

hh For meC activities and budgets, the 
simple rule is “help those who help 
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eVP rePorT

Contingency Continued from page 9

themselves”—meC funds must 
be exhausted before mCF funds 
are used to reimburse meC 
expenses. 

hh Any request for funding from 
the mCF should first be 
reviewed by the executive 
Council and then, if approved, 
sent to the executive board 
for approval and authorization 
(approval is far from automatic).

hh establishing maximum mCF 
allocations by airline size and 
adoption of mCF expense 
guidelines regarding FPl, strike 
centers, road shows, advertising/
billboards, picketing, polling, 
family awareness events, and 
giveaways. 

hh meCs are required to have a 
strategic and communications 
plan before the executive 
Council will consider for 
approval an mCF financial 
operating plan. 

hh A Strike oversight board works 
with the meC to develop 
mCF budgets that are subject 
to approval by the executive 
Council. The Strike oversight 
board then oversees and 
approves meC expenditures 
being funded by the mCF.

hh meC financial operating plans 
for mCF expenditures do not 
take effect until a pilot group 
has entered advanced stages 
of negotiations, which typically 

occurs well into mediation or 
conciliation.

meCs that receive mCF allocations 
typically don’t spend their entire allo-
cation. In fact, over the past 15 years, 
the average reimbursement from the 
mCF to meCs has been 25 percent 
of the aggregate amount authorized 
from the mCF. Interestingly, larger 
airlines often spend a greater portion 
of their authorization. 

That’s a brief “Fl 350 flyover” of 
some history, purpose, and oversight 
of the mCF. In future articles I’ll try 
to address some of the other financial 
aspects of our union that pilots have 
asked about.

E-mail DALP2P@alpa.org for more information.

It’s a simple and easy way to become more involved in your union.

Goals of the 
P2P Program:

 ^ Bring ALPA into the crew rooms
 ^ Educate pilots on union matters
 ^ Increase pilot participation in our union
 ^ Help control rumors
 ^ Enhance two-way communication

Sign up to become a

P2P
VOluNTeer

mailto:mailto:%20dalp2p%40alpa.org?subject=
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CommITTee rePorTS

DAl meC | Central Air Safety Committee

cASc: Working throughout the company
By Captain Scott Hammond, chairman 
Delta MEC Central Air Safety Committee

Delta meC Central Air Safety 
par tnered with the Delta meC 
Training Committee to assist the 
Company in developing programs to 
restore atrophied manual flying skills 
in our highly automated aircraft. Delta 
meC AlPA volunteers have recently 
been added to the Company’s Data 
Analysis Group, Threat management 
Group, and Standard Text oversight 
Committee. 

Delta meC Central Air Safety 
volunteers with the Pilot Assistance 
Network and Crit ical Incident 

Your Delta MEC Central Air Safety Committee is actively engaged in a 
wide array of efforts. The Event Review Committee recently coordinated 
with the Company and the FAA to improve the ASAP reporting culture 
for sole-source events.

response Program stand by 24/7 
to assist pilots in need of their 
services. Trained AlPA accident 
investigators are always on call. 
FoQA gatekeeper s rout ine ly 
conduct studies that provide insight 
to Flight ops and Flight Safety that 
would otherwise be unavailable. 
There is a revitalized ef for t to 
boost the Delta meC Central 
Air Safety’s involvement with the 
Company in the areas of safety 
management and tech ops. human 
Factors, Air Traffic Services, and 
Airport Ground environment are 

just a few of the areas where AlPA 
subject-matter experts are value-
added to the Company’s efforts to 
enhance air safety. In this issue of 
the Widget, two of our volunteers 
will introduce you to our efforts 
regarding manual skill currency and 
active pilot monitoring.

If there are areas where you wish 
the Company were doing more to 
foster a safe work environment, 
don’t be shy about volunteering 
your services through Delta meC 
Central Air Safety! 

Central Air Safety chairman Captain Scott Hammond and vice chair First Officer John Klinger present at the Spring Safety Worklshop in ATL.
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DAl meC | Central Air Safety Committee

Continued on page 13

Manual Skill Maintenance
Captain Dennis J. Landry 
Central Air Safety Committee

The FAA recently issued a Safe Air-
craft Flight operations bulletin (FAA 
SAFo 13002) addressing the need to 
maintain manual skill proficiency. This 
bulletin was prompted by the recogni-
tion that we spend less time exercising 
manual flying skills with today’s flight 
management systems than was the 
case with older “analog” aircraft. 

The guidance to the FD is reliable 
most of the time, and we have trained 
ourselves to follow its commands 
almost without question. The result 
is that we have traded the complex 
mental and muscle skills of ATP-level 
attitude-instrument flying for the rela-
tively easy task of following the FDs. 
unfortunately, there are “automation 
exceptions” when the FmS flight path 
is out of sequence with reality. When 
we experience an automation excep-
tion, that means the FD and A/P will 

take the aircraft into an undesired 
state, we must intervene. Interven-
tion could merely require a change of 
mode, but it might demand manual 
control input. how do we maintain 
manual skills if we never practice 
them? Fortunately, Delta and the FAA 
have recognized this fact.

Central Air Safety has been wres-
tling with this issue for many years. 
Your line-pilot volunteers have spent 
countless hours in deep debate over 
these two questions:

1: What level of manual skill 
must be maintained?

A review of accident data tells us that 
perhaps the deadliest system loss is 
a pitot-static malfunction. Several 
recent accidents (AF447, bergen Air 
b-757, AeroPeru b-757) illustrate the 

danger. The level of skill required for 
this type of intervention is high, but 
not as demanding as that required to 
shoot an IlS approach to minimums 
or fly a “raw-data” NDb. The skill 
required for an “expected” instru-
ment approach and an “unexpected” 
loss of automation differs in several 
aspects. The goal in both cases is to 
“keep the shiny side up.” every air-
craft has a pitch-and-power setting 
that approximates level flight. on the 
747-400, I know that above 10,000 
feet I can set about +3 degrees and 
85 percent N1. N1 is useful because it 
is not affected by pitot-static errors. 
This is the starting point for level 
flight or the resumption of the climb 
or descent as required. 

2: Where is the best 
opportunity for manual 
skill maintenance? 

A picture is worth 10,000 words.

The best place to maintain these 
manual flying skills is in the lowest-
threat environment you can f ind: 
day, VmC, above 10,000 feet, while 
climbing on a heading/airspeed to a 
distant point with no aircraft abnor-

how do we maintain manual skills if we 
never practice them? Fortunately, Delta 

and the FAA have recognized this fact.

Before “glass” was introduced, we were all skilled in the art of 
attitude-instrument flying. Many of us would have questioned the 
flying skills of our partner had they engaged the flight director and 
autopilot from takeoff to touchdown. Our perspective has changed; 
we now question when a pilot does not use automation. A recent 
FOQA data analysis revealed that typical flights have the A/P off 
for only five to six minutes each flight. This is a significant change 
from past practices. Computers now make the complex mental 
calculations of speed, pitch, power, and flight path that we used to 
do on every flight. 

Fotolia.com © FER737NG
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malities or excessive ATC traffic. A 
good technique is to use all of the 
automation, or none. When you “de-
automate” the A/C, you want to be 
in complete control. leaving the au-
tothrottle or FD on can interfere with 
pure cross-check practice. We know 
this because of a study conducted by 
michael Gillen, where 30 transport 
pilots volunteered to perform basic 
instrument functions without the aid 
of automation. None demonstrated 
ATP-level skills, and some were at or 
below the skills required for the basic 
instrument rating. So here are a few 
ideas for you to consider: 

hh Practice your skills in VmC. brief 
this effort beforehand. Consider 
using sterile cockpit procedures 
during the exercise. I recommend 
practicing above 10K with climb 
duties complete. If you don’t 

already know the basic pitch and 
power for your aircraft, make 
note of it while the autopilot is in 
command. After a very brief time, 
resume the climb thrust value and 
pitch attitude required.

hh Step one: A/P-oFF.

hh Step two: A/T-oFF.

hh Step three: Verbally call FDs-
oFF. (This should remind 
the Pm to operate the mode 
control panel.)

As you approach rVSm airspace, you 
should reset all of the automation. If 
uncertain about the interrelationship 
of autopilot, autothrottle, and flight 
directors, consider researching the 
answers with your instructor the next 
time you visit recurrent training.

Descending from rVSm airspace 
also offers an opportunity to de-

automate the aircraft, but we all 
need to recognize how quickly the 
workload increases during arrival. I 
always plan to re-automate the air-
craft well before I reach 10K. below 
10K I seldom de-automate until just 
prior to landing. 

In closing, I of fer this analogy : 
When we were kids we could all 
ride a bike really well. We often 
rode with “no hands” and could 
talk with our friends while navi-
gating streets full of potholes. At 
that point we were “ATP skilled” 
bike riders. but when we reached 
driving age, we found cars to be 
way cooler. “Glass cockpits” are 
similar : no more bike riding or 
“steam gauge” f lying for me. We 
stuck the bike on the roof of the 
car just in case the car ever broke 
down. What if, 15 years later on a 
dark lonely night in bad weather, 
the car breaks down? No worries: 
we still have a bike strapped to the 
roof. Never mind that we have not 
ridden it for 15 years, we can ride ! 
Well, you start down a steep hill 
and, as you attempt to turn the 
bike, the handlebars come of f. 
When you were 16 and an “ATP 
skill level” bike rider, this would 
have been fun. but now it’s a whole 
lot less enjoyable. 

our manual flying skills may be a little 
rusty, but we can carefully and very 
methodically begin rebuilding them. 

Fly safe, fly smart, and always con-
sider the best options available.

The best place to maintain these manual flying skills is in the lowest-threat environment you can find.
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meC Aviation Security Chairman 
Wolfgang Koch was presented 
with the Aviation Security Award 
for 2012 at the 59th Air Safety 
Forum.

F/o Koch led the Association’s ef-
forts in recent years to preserve 
and promote the Federal Flight 
Deck officer (FFDo) program. he 
serves as the FFDo subject-matter 
expert on the AlPA Aviation Secu-
rity Group, and as the AlPA rep-

Wolfgang Koch Wins 
Aviation Security Award

resentative on the Transportation 
Security Administration’s FFDo 
stakeholder working group.

his expertise goes beyond security 
of the flight deck, and he has more 
than a decade of experience in the 
security field. he has been involved 
in several security-advancement 
projects, including the development 
of CrewPASS (the precursor to 
Known Crewmember), and sec-
ondary flight deck barriers.

Left to right: Capt. Lee Moak, ALPA president; Capt. Sean Cassidy, ALPA first vice president and National Safety coordinator; Capt. Craig Hall, director, 
Canada Security; F/O Wolfgang Koch (DAL); Capt. Fred Eissler, Aviation Security chair; Capt. Todd O’Brien, Aviation Security vice chair.

he began AlPA work in 2002 with 
the Northwest Airlines pilots’ Se-
curity Committee. he served as 
Security vice chairman in 2004, and 
then was elected chairman from 
2005 to 2009. over the next two-
and-a-half years, from April 2009 
to october 2011, he served as 
AlPA’s Aviation Security Group’s 
Director of Information and Com-
munications.



Committee reports

15SUMMER 2013

DAl meC | Central Air Safety Committee

Continued on page 16

it’s interesting to realize that cur-
rent aircraft automation does 
not reflect the reality of human 

information processing. The engi-
neers who designed our aircraft 
automation completely ignored 
the cognitive mechanisms of the 
human brain. A deeper look is 
necessary for the following events: 
loss of control, CFIT, accidents due 
to automation overreliance, misun-
derstanding or misinterpretation, 
and inadequate monitoring. Poor 
path management has resulted in:

hh 84 percent of crew-caused 
accidents according to the 
NTSb and NASA. 

hh 69 percent of undesired flight 
states according to the loSA collaborative.

hh 63 percent of approach and landing accidents 
according to the Flight Safety Foundation.

by definition, all CFIT accidents result from failed path 
management—and we have to ask, where was the pilot 
monitoring? This isn’t all on the pilot flying. our own 
data reveals that inadequate monitoring of automation 
entries has resulted in a large number of altitude devia-
tions every month. 

When Crm evolved into Tem, we also adopted a name 
change—going from PNF (pilot not flying) to Pm (pilot 
monitoring); so we went from not doing something (not 
flying) to actively having a duty (monitoring). however, 
the terminology switch did not come with training, and 
how do you train monitoring anyway? It was a very 
elusive problem because everything we do in flying 
involves monitoring something, regardless of whether 
we are the PF or the Pm, and how do you train a pilot 
to watch things better? After two decades of wrestling 
with the problem, an industry working group is trying 

Active Pilot Monitoring
By First Officer Helena Reidemar 
Central Air Safety Committee

to answer that question. Additionally, a training aid 
focused specifically on this issue will be completed by 
the end of 2013.

The term “monitoring” comes from the latin root 
monere, “to warn.” A pilot’s definition of monitoring is: 
watching, observing, keeping track of, or cross-verifying 
any or all of the following:

hh The aircraft’s trajectory, e.g., taxi and flight path, 
speed management, and navigation.

hh Automation systems and mode status, e.g., flight 
management system (FmS) entries, mode control 
panel (mCP) settings/selections, and awareness of 
automation mode.

A pilot’s definition of 
monitoring is: watching, 

observing, keeping track of, or 
cross-verifying… 
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hh Aircraft systems and 
components, e.g., fuel quantity, 
aircraft configuration, and 
system status.

becoming aware of some barriers 
to good monitoring is an important 
step to mitigating them. by definition, 
monitoring requires multitasking, 
which is an inherently flawed con-
cept. We can’t really perform several 
tasks simultaneously—what we are 
really doing is rapidly switching our 
attention back and forth between 

tasks and sources of information. An 
experienced pilot can make seven to 
nine task switches per second, but 
when we move rapidly from task to 
task, we become vulnerable to errors.

When trying to concentrate on the 
predictable, even with great will-
power, the human brain filters out 
information it considers unchanging. 
It is not wired to reliably monitor 
systems that rarely fail and is poorly 
designed for sustained vigilance.

There is a lack of consequences when 
we forget to monitor, and without 
a feedback loop, the pilots may be 
unaware that their monitoring habits 
have degraded or are ineffective. 
Some countermeasures that have 
had great success in developing a 
better monitoring mindset are:

hh Including monitoring concepts in 
the WArTS and NATS briefings 
from the first day of the trip to 
conclusion. Specifically, invite the 

other pilot to give monitoring 
callouts for trends or just 
information—“remind me that 
I’m landing flaps 30” or “Tell me 
if I get slow”—the key is to ask 
for the interaction.

hh Cultivate a healthy unease or 
discomfort, particularly of the 
automation. be prepared to 
question, be skeptical—this can 
create the motivation to stay alert.

hh If the altitude alerter chimes 
for the 1,000 to go before you 
say, “out of ___ for ___,” let 
that be a sign that you’re not 
monitoring properly—since 
you missed the call, it’s direct 
feedback. As the Pm, repeat 
configuration changes verbally.

hh brief the arrival and approach 
prior to top of descent.

hh Develop strategies for managing 
workload in all phases of flight 
so monitoring is not dropped 
inappropriately. Treat time-
pressured situations as red flags 
requiring extra caution and think 
carefully about when to initiate 
cockpit tasks, including monitoring, 
to best manage workload.

hh have the Pm make all FmS entries 
in all phases of flight. This will free 
the PF to manage the cockpit 
tasks and flight path management 
through cross-verification.

And, as always, conduct checklists 
deliberately and mindfully.

An experienced 
pilot can make seven 
to nine task switches 

per second, but when 
we move rapidly 

from task to task, we 
become vulnerable to 

errors.
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D
elta pilots need to know that any conversa-
tion with a DPAC volunteer is safe, private, 
and confidential. We are all here to help and 
to answer your questions. one of the most 

common questions I get after speaking with a pilot is: 
“Do you think I have a problem with alcohol?” 

First, no DPAC volunteer can make that call. We can 
only share our experiences and histories. We have an 
excellent treatment center that can do a thorough as-
sessment and answer this medical question. Second, since 
denial is a defining characteristic of the disease of chemical 
dependency, I caution anyone against a self-diagnosis.

For information purposes, I have extracted information 
from the DSm-IV regarding alcohol abuse and depen-
dence. It should be noted that the FAA basically treats 
both as equal for treatment and recovery.

Alcohol Abuse
Alcohol abuse is a maladaptive pattern of drinking, leading 
to clinically significant impairment or distress, as mani-
fested by at least one of the following occurring within 
a 12-month period:

hh recurrent use of alcohol resulting in a failure to 
fulfill major role obligations at work, school, or 
home (e.g., repeated absences or poor work 

Your DPAC serves as the HiMS 
Program for Delta pilots. HiMS is specific 

to commercial pilots and coordinates the 
identification, treatment, and return to the 

cockpit of impaired aviators. it is an industry-
wide effort in which companies, pilot unions, 

and the FAA work together to preserve careers 
and further air safety.

performance related to alcohol use; alcohol-related 
absences, suspensions, or expulsions from school; 
neglect of children or household).

hh recurrent alcohol use in situations in which it is 
physically hazardous (e.g., driving an automobile or 
operating a machine when impaired by alcohol use).

hh recurrent alcohol-related legal problems (e.g., 
arrests for alcohol-related disorderly conduct).

hh Continued alcohol use despite having persistent or 
recurrent social or interpersonal problems caused 
or exacerbated by the effects of alcohol (e.g., 
arguments with spouse about consequences of 
intoxication).

Alcohol Dependence
Alcohol dependence is a maladaptive pattern of drinking, 
leading to clinically significant impairment or distress, as 
manifested by three or more of the following occurring 
at any time in the same 12-month period:

hh Need for markedly increased amounts of alcohol to 
achieve intoxication or desired effect; or markedly 
diminished effect with continued use of the same 
amount of alcohol.

hh The characteristic withdrawal syndrome for alcohol, 
or drinking (or using a closely related substance) to 
relieve or avoid withdrawal symptoms.

DAl meC | Delta Pilots Assistance Committee

Knowing What 
       to look For

By Captain Scott Monjeau, chairman 
Delta MEC DPAC

iS
to

ck
ph

ot
o,

 ©
 y

ur
ok



18 THE WIDGET| A publication of the Delta MEC

CoMMittEE rEports

Now, the rest of the story. I was returning from Asia on 
a 15-hour flight back to home base. When I went to the 
bunk for my first break, I felt bad, but couldn’t pinpoint 
what it might be. In the bunk, when I turned out the 
light, I suddenly felt as if the compartment was closing 
in on me. my body began to tingle, and my chest felt 
tight. I tried to calm myself, but to no avail. I had to get 
up, dress, and go downstairs, where I told the purser I 
felt awful. She and a nurse took my vitals and found my 
temperature to be low and my blood pressure to be high. 
At this point, I thought I was going to have to tell the flight 
crew that we were going to have to make a diversion 
somewhere because I couldn’t stand to be on the aircraft 
for another 11 hours. This couldn’t be happening to me! 
I am a pilot; we are supposed to be able to respond in 
many different ways to control those kinds of situations. 
After some hot tea, I felt better, but still wanted no part 
of the bunk. We made it to base, and I hurried to catch 
my flight home, on an rJ! 

once airborne, I again felt like the tiny tube I was riding in 
was closing in on me. once I got home, I couldn’t sleep in 
my own bed and was a nervous wreck. my wife took me 
to the emergency room, where they ran every conceiv-

able test on me and found nothing wrong. I called in sick 
for the next trip because I wanted to have more tests to 
determine what was causing this feeling I had never had 
before. I thought I might have cancer, a brain tumor, or 
some other disease to explain my feelings. The beginning 
of the next month, I went back to work because they 
found nothing wrong with me. The flight to Asia was 
uneventful, but the five-day layover was miserable. Again, 
the feeling of anxiety was uncontrollable. 

Things at home were difficult for me, with a wife suffering 
from her own anxiety and depression for which she was 
taking medication. I lost my mother about eight months 
prior, as well as some dear friends and two loving pets. 
my father was in failing health. I began to think this could 
all be a factor in the feelings I couldn’t control. When I 
finally got home from this trip, I called in sick again. I had 
the same trip scheduled for the end of the month and 
knew there was no way I could fly it. The Chief Pilot’s 
office called me for an explanation. 

I had been told for years that if “the Company” calls you 
in for sick leave, contact AlPA. I did, and was referred to 
the Pilot Assistance Network (PAN). The PAN volunteer 

From The lINe

there i Was
My Experience with the Delta MEC’s Pilot Assistance Network

Stress? Anxiety? Claustrophobia? You bet.
Return with me to the thrilling days of yesteryear when TV programs were black and white and so were 
most decisions. in my formative years, alfred Hitchcock and rod serling tried to scare the living daylights 
out of viewers with their episodes of terror. One such show stands out in my mind—a heinous criminal 
attempted to escape capture and imprisonment by having a mortician bury him and agree to dig him up later. 
The climax comes when we are all lying in the casket with him and he’s pleading to the mortician: “Come 
and get me out of here!” in the end, it seems that the mortician had also died and was with him in the casket. 
Stress? Anxiety? Claustrophobia? You bet.

DAl meC | From the line

Continued on page 19
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hh Drinking in larger amounts or over a longer period 
than intended.

hh Persistent desire or one or more unsuccessful 
efforts to cut down or control drinking.

hh Important social, occupational, or recreational 
activities given up or reduced because of drinking.

hh A great deal of time spent in activities necessary 
to obtain, to use, or to recover from the effects of 
drinking.

hh Continued drinking despite knowledge of having 
a persistent or recurrent physical or psychological 
problem that is likely to be caused or exacerbated 
by drinking.

This is just some of the information available (specifically the 
DSm-IV). If you think that you might have a problem with 
alcohol or drugs, reach out to us for more information.

There I Was Continued from page 18Knowing Continued from page 17

reassured me that I was not alone. other pilots were hav-
ing the same problems I was. They had received counsel-
ing, been given medication, and were back flying. others 
had been weaned from their medication and returned to 
flying status. he referred me to AlPA Aeromedical and 
guided me through the various agencies that are available 
to assist pilots with medical or emotional issues. I am now 
on long-term disability and stable on my medication. I am 
excited about the opportunity to get back to flying. unlike 
the guy in the TV episode, no one could say I deserved 
any of my symptoms—and I beat them!

None of this would have been possible without the AlPA 
PAN. There are so many “tools” in our pilot’s toolbox 
available to help us when “things” get the best of us. I 
encourage you to take advantage of these tools. Call 
AlPA. They will direct you to PAN, where you will receive 
a wealth of information, encouragement, and support.

The Pilot Assistance Network 

(PAN) was established to provide  

a source of support for pilots 

during difficult times. 

PAN is available for pilots seeking 

physiological, psychological,  

or medical assistance.

A pilot volunteer can  
be reached at 

1-800-USA-ALPA 
(1-800-872-2572)

• Ask for a PAN volunteer
• After hours, press 7 at the Main Menu
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Source: Wikipedia, Author: Piergiuliano Chesi

Photos from the 

Delta Air Lines 
Family Album
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Source: Wikipedia, Author: Piergiuliano Chesi

A product of the Delta MEC Communications Committee.
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Doing nothing 
is not an option.

PilotPartison.com

We are facing
one of the

BIGGEST
THREATS

to our profession. 

 free

$26.51B*$84B
Cost of aircraft 
currently on order $14.81B*

$10.76B*

$4.46B*

$1.4B*

$290M*

$4.05B*

*Market Cap

http://PilotPartison.com
http://www.alpa.org/ALPAPAC/tabid/1865/Default.aspx
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government Affairs and the 
impact of the Pilot Advocate
By First Officer John Flerlage

o
rganizations that cannot afford armies of 
lobbyists must use every available tool to 
effectively counter proposals that harm their 
interests. Fortunately, AlPA has a resource 

that no other organization can match—tens of thousands 
of pilots, educated leaders who are respected nationally 
and throughout the world. Short of actually becoming 
an elected official or policy maker, our constitutionally 
guaranteed right to personally lobby our elected officials 
is the single most effective way we have to influence 
legislation and public policy, and we have underutilized 
our best asset for too long. 

In the last few years, AlPA, through the Government 
Affairs Department, has become a force to be reckoned 
with on Capitol hill. one of their current initiatives, the 
district advocate program, is an effort to mobilize our 
members to meet personally with their representatives. 
AlPA not only provides training for members who volun-
teer, it also provides succinct position papers and policy 
statements that are strictly nonpartisan (e.g., “leveling 
the Playing Field”). meeting with a representative of an 
opposing party should not deter a pilot from participat-
ing in this program.

most representatives place a great value on personal 
contacts. They are always impressed by individuals who 
personally arrange a meeting, take the time to prepare, 
and are passionate enough to put themselves on the 
line. Visiting your representative on a regular basis can 
make you the go-to guy for professional aviation mat-
ters. And, of course, these officials need votes. Personally 
committing your vote to a representative who supports 
your issues will make a lasting impression (as will bluntly 
stating the opposite when they don’t). elected officials 

meet with paid lobbyists every day. To meet with well-
prepared, unpaid citizens advocating for their careers is 
not nearly as common. Imagine the impact that a dozen 
or more pilots lobbying for their careers could have on 
a representative.

The airline industry and our jobs are continuously 
shaped by the regulatory environment. AlPA, and our 
careers, can only be successful within the framework 
and laws governing corporations, ownership, airline 
operations, and labor-management relations. We have 
an asset that is the envy, or should be, of any organiza-
tion, an army of leaders who have legitimate career 
aspirations and a guaranteed right to influence the laws 
that govern it. It’s time to mobilize this asset to further 
our own interests and counter those who would harm 
them. Visit alpa.org and sign up to become a district 
advocate today.

in 2012, over $3.3 billion was spent on lobbying in the united states.1 
That does not include the money donated to political action committees 
(Pacs), candidates, and 527 interest groups—Frank lorenzo alone 
gave over $60,000 to various political committees last year.2 The goal 
of these special interests is to pass legislation, and all too often this 
legislation is harmful to pilot careers. 

 1Center for Responsive Politics: www.opensecrets.org/lobby
 2www.fec.gov/finance/disclosure

http://www.alpa.org
http://www.opensecrets.org/lobby
http://www.fec.gov
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Continued on page 26

In this world, nothing 
can be said to be certain, 
except death and taxes. 

b
en Franklin penned these 
famous words in a letter to 
Jean-baptiste le roy in 1789, 
and, while some of our teen-

age sons may have found a way to 
avoid the latter (namely by refusing 
to get a job!), even they have yet to 
find a way to avoid death. 

None of us expect to die, but the 
simple fact is that we all will, eventu-
ally. So it is a good idea to organize all 
of your vital papers and keep them in 
one place so that your executor can 
easily handle everything that needs 
to be done. This author prefers to 
use a zippered notebook with tabs 
for life insurance, real estate, bank 
accounts, advance directives, wills, 
etc., but how you keep records is up 
to you. There is a helpful checklist in 
the 2013 r&I Handbook that will 
help you get organized. Be sure to 
include me in the list of first contacts, as 
I am able to reach out to many of the 
Delta departments to ensure smooth 
transitions of benefits and payments. 

It is also wise to sit down with your 
loved ones and discuss finances and 
final wishes now, so that they are not 
blindsided in the event that the un-
thinkable happens. This is frequently 
what happens with a sudden, unex-

pected death and can make a painful 
process even more so. 

one of the most important things 
you should do is ensure you have an 
updated will and that your execu-
tor knows where it is kept. under 
the basic life policy provided to you 
through the pilot working agree-
ment, you have access to free will 
preparation through hyatt legal 
Plans. estate resolution services are 
also available, and several pilots have 
reported even having trust docu-
ments done at very minimal cost.

How to access the free 
will-prep service: 
Contact hyatt legal Plans at 800-
821-6400, monday through Friday, 
8 a.m.–7 p.m. eastern time. 

hh A client service representative 
verifies your eligibility by asking 
for your company name, group 
number, and social security 
number (needed for eligibility 
processing and kept in strict 
confidentiality); Delta’s group 
number is 300533. 

hh The client service 
representative helps you locate 
a participating plan attorney 
in your area, provides you 
with a case number to give to 
the attorney you choose, and 
answers your questions about 
the will-preparation service. 

hh Next, contact the attorney’s 
office and make an 
appointment. 

hh You also have the flexibility of 
using a non-network attorney 
and receiving reimbursement 
for covered services according 

tips and Services to 
Keep You Prepared
By Karen Browne-Fleck
Delta MEC Senior Benefits Specialist

one of the most important things 
you should do is ensure you have an 
updated will and that your executor 

knows where it is kept. under the basic 
life policy provided to you through the 

pilot working agreement, you have 
access to free will preparation through 

hyatt legal Plans. 
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Let’s take this opportunity to address two questions 
that are commonly received by the Scheduling 
Committee: “How do i file a scheduling grievance?” 
and “What should i do if my deadhead flight on DCi 
was late arriving to my layover station?”

How do I file a scheduling grievance?
We hear this question often, but a grievance is rarely 
the end result. PWA Section 18 contains all the rules 
regarding the formal grievance process but the meC 
Scheduling Committee has a long-established history 
of resolving disputes directly with Crew Scheduling, 
Crew Tracking, or Crew resources through an informal 
review process. If you believe the Company has violated 
a scheduling-related section of the PWA, we encourage 
you to follow these steps.

Scheduling FAQs
By First Officer Steve Douds, chairman
Scheduling Committee

1. maintain copies of your rotation that reflect 
significant changes, and keep track of when those 
changes occurred. 

2. read the applicable section of the PWA to 
determine if a violation occurred. If you are 
unable to understand the terms or language 
of the PWA, you can contact the scheduling 
experts at the meC Scheduling Committee by 
calling 1-800-uSA-AlPA or sending an e-mail 
to DAlScheduling@alpa.org. You will find an 
article introducing those gentlemen in this edition 
of the Widget.

3. Compile your facts and contact Crew Scheduling 
or Crew Tracking and ask them to explain what 
happened and correct the error, if applicable. 
Your Scheduling Committee experts can guide 
you in what the proper correction should be.

4. Ask to speak with a supervisor if necessary. Please 
remain professional at all times, listen to any 
explanation given, and keep track of the individual 
you spoke to and when.

5. If you do not agree with the Company’s 
explanation or action, contact the meC 
Scheduling Committee again, and we will review 
the case on your behalf. We will either:

a. determine that the Company was correct and 
help you to understand what happened, or

b. determine there was a violation of the PWA 
and initiate a review with the Company.

6. A review with the Company can involve 
listening to phone recordings, reviewing remarks 
entered in the computer by Crew Scheduling, 
reviewing DbmS historical data (rotations or pilot 
schedules), discussions about PWA language and 
past practice, comparison to similar disputes that 
have been resolved, etc.

7. A review with the Company typically results in 
one side or the other changing its position based 

DE LTA 
Pilot Working  
Agreement
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Tips Continued from page 25

to a set fee schedule—call the 
hyatt legal Plans Client Service 
Center to request authorization 
and the fee-reimbursement 
claim forms. You are responsible 
for any attorney fees that 
exceed the reimbursed amount. 

If you have questions about the will-
preparation service, please contact 
hyatt legal Plans. It is also a good 
idea to periodically check all of your 
beneficiaries, and it’s no simple task, 
unfortunately. 

How to check your 
beneficiary designations:
1. Company-paid life ($637,000 

currently) and optional life:

hh Go to the metlife website 
(https://mybenefits.metlife.
com), and then enter “Delta 
Air lines”

hh Sign in (or register)

hh Select the “Group life 
Insurance” tab and check your 
beneficiaries on file

hh review/update them

hh This should cover company-paid 
life, optional life, optional spouse, 
and optional dependent life

2. Delta Pilots Savings Plan 
(401[k])

hh Go to the Fidelity website 
(www.netbenefits.com) and 
log in to your account

hh Select the “Your Profile” link at 
the very top of the webpage

hh Click the “beneficiaries” link to 
view your current beneficiaries

hh review/update as needed. 
There are certain restrictions 
with this, as you’ll need your 
spouse’s permission to appoint 
anyone but him or her as your 
primary beneficiary.

3. Delta Pilots DC Plan

hh There is no way to view the DC 
Plan beneficiary info online. This 
is a long-standing irritant with 
Fidelity, but it is what it is, and 
peripherally related to the fact 
that DC Plans, due to erISA, have 
different rules than 401(k) plans. 

hh So, if you have any doubt about 
what is on file with Fidelity, 
log on to the Fidelity website, 
select the DC Plan, then “Plan 
Information & Documents.”

hh Select “Plan literature,” 
and then you can request a 
beneficiary designation form by 
selecting “DelTA PIloT DC 
PlAN beNe.” It will be mailed 
to you within three to five days.

4. AlPA life insurance products—
Call 888-FlY-AlPA

5. Private pilot or Group AD&D

hh Go to the Prudential website 
(www.prudential.com/
mybenefits)

hh Sign in (or register) and then 
follow the prompts

6. Personal IrAs—check with 
your individual financial 
institution

It is all too common that, when a pilot 
dies and I get involved sorting through 
all of this with the surviving spouse, we 
find that one or more of these records 
contains old info. And once the pilot 
has passed away, obviously, what is on 
file is what legally governs. In fact, the 
u.S. Supreme Court recently agreed 
unanimously with a Virginia Supreme 
Court ruling in the case of an individual 
whose ex-wife’s name was still shown 
as his beneficiary of his life insurance, 
even though he had remarried. he 
simply forgot to update his beneficiary 
info. Don’t let it happen to you. That’s 
not a pretty phone conversation for 
the current spouse or me to have . . . 

If you have questions on how to get 
started on the road to planning, feel 
free to contact the meC office at 
1-800-uSA-AlPA.
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Known as the Scheduling Bull Pen, Jerry, Curtis, and Ward answer phone 
calls and e-mails from Delta pilots regarding scheduling-related issues. 

With over 30 years of scheduling 
experience between them, they are 
an invaluable asset in assisting Delta 
pilots. Their primary mission is to 
support the Delta pilots and assist 
in upholding the PWA as it relates 
to scheduling. 

The Delta MEC is the only ALPA MEC 
that provides this type of service to its 
pilot group. The team has read-only 
access to DbmS, so they see exactly 
what the crew schedulers see but 
can’t make any changes. Any change 
a scheduler makes to a pilot’s sched-
ule is logged in the schedule history, 
which they can also see. They can’t 
immediately call across the street to 
fix an issue, but they will always do 
what they can to help. Potential FAr 
violations will always get immediate 
attention. Ninety percent of the is-
sues pilots call about are resolved 
without ever having to start a formal 
file or be entered into the computer 
for further follow up. 

Did You Know?

The types of questions they get usu-
ally center around “Why didn’t I . . . ?” 
“Can they do that to me?” “Is this le-
gal?” and “Am I paid correctly?” Ninety 
percent of calls received relate to 
Section 23 (Scheduling) of the PWA.

The average number of calls they 
answer ranges from a low of 12–15 
to as high as 30–40 calls per day, per 
consultant. In an average year, they 
will help over 2,000 pilots. They log 

each call received, and each voicemail 
always receives a call back. 

hours of operation are monday–Friday, 
8 a.m.–8 p.m. In addition to answering 
phone calls, Ward, Jerry, and Curtis 
monitor and reply to e-mails sent to 
DAlScheduling@alpa.org. They 
started preparing for the implementa-
tion of the new FAr 117 rest rules 
months ago so that when you need help, 
they will be ready to lend a hand.

From left to right: Ward Bott, Jerry Cutter, and Curtis Tarpley.

Jerry Cutter
With Delta: 32½ years

Delta Scheduler: 13½ years, 
10 as a supervisor

ALPA Scheduling Consultant 
since: 2009

Quote: “Bid what you want, 
want what you bid!”

Curtis Tarpley
With Delta: 17 years

Delta Scheduler: 8 years, 1½ 
as a supervisor

ALPA Scheduling Consultant 
since: 2006 (PT) 2009 (FT)

Quote: “It’s not who’s right, 
it’s what’s right.”

Ward Bott
With Delta: 32 years

Delta Training Planner: 1 year

Delta Scheduler: 9 years

Quote: “Right is right, wrong 
is wrong.”

CommITTee rePorTS

DAl meC | Scheduling

27SUMMER 2013

The
Scheduling
Bull Pen

mailto:DALScheduling%40alpa.org?subject=


Committee reports

28 THE WIDGET| A publication of the Delta MEC

DAl meC | Scheduling

upon the facts presented or 
arguments made. There are 
three possible outcomes:

a. The Company agrees with 
AlPA and makes the ap-
propriate corrections to 
the affected pilots’ pay and 
schedules. 

b. AlPA agrees with the 
Company.

c. The review ends with the 
parties still in disagree-
ment.

The Scheduling Committee will 
communicate all the findings to the 
affected pilots.

8. If the review ends with the 
parties still in disagreement, 
then a formal grievance pro-
cess can be entered at the 
pilot’s discretion. The Sched-
uling Committee will transfer 
the handling of the dispute/
grievance to the Contract 
Administration Committee. 
other AlPA resources will 
be utilized as needed, and the 
process will follow the rules in 
Section 18 of the PWA.

It is our experience that the vast ma-
jority of all scheduling-related disputes 
are resolved through the informal 
process and do not require a formal 
grievance. The process is typically 
much faster and less expensive than 
a formal grievance. We hope that you 
never find yourself in a position that 
would require our services, but we 
stand ready to assist you and defend 
the contract whenever necessary. 

SCHeDulING Continued from page 25

or
If your smartphone is equipped with 
a QR code-scanning application, scan 
this QR code to be directed to the 
sign-up application,

or
Click on the PilotBlast graphic on the 
Communications Committee page of the 
Delta MEC website http://dal.alpa.org.

DELTAMEC
Air Line Pilots Association, Int’l

PilotBlast

PilotBlast is FCC CAN-SPAM compliant. Your information will never be provided 
to any third party and we will only send reminders and information you request. 
You may update preferences or opt out at any time. Please remember that 
message and data rates may apply.

Do you wonder when your schedule is out?
Would you like a heads-up for deadlines?
Did you ever forget to bid a vacation? 

You are busy. You have a lot to manage.
But if you have a cell phone, we can help.
PilotBlast allows you to “opt in” to receive 
targeted text messages that are of 
particular interest to you.

AT&T

1

New
Message

PilotBlast

PilotBlast is
one more way
your union is making 
it easier for you to 
stay connected.
We remind you 
about PBS and 
vacation bidding, 
preliminary 
schedule posting, 
AE/VD/MD bidding 
and awards, 
insurance enrollment 
deadlines and more. 
Local Councils may 
also use PilotBlast to 
communicate IROPS, 
parking or other 
local issues.

SIGN UP TODAY!
http://bit.ly/18jW8Rt ][

What should I do if my 
deadhead flight on DCI 
was late arriving to my 
layover station?
It has come to our attention that the 
Company is not tracking the actual 
departure and arrival times of flights 
on DCI or other airlines. If a sched-
uled deadhead is not on a mainline 
Delta flight, then a pilot’s rotation will 
reflect the scheduled times associated 
with that flight. If it turns out that the 
actual f light time is greater than 

scheduled, or that the actual arrival 
time is later than scheduled, there 
could be an impact on pay or legali-
ties. Any pilot who is scheduled to 
deadhead on a flight that is not a 
mainline Delta f light should make 
note of the pushback and block-in 
times of the flight and inform Crew 
Scheduling or Crew Tracking of the 
actual times. If the change affects the 
layover (rest) time and you suspect it 
will affect legality for the next duty 
period, alert them to the possible FAr 
or PWA implications.

http://bit.ly/18jW8Rt
http://bit.ly/18jW8Rt
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There are eight Leave of Absence (LOA) options 
in PWA Section 13. Each is designed to address 
specific life events and has particular qualification 
requirements and durations.

Five subsections in PWA Section 13—leaves of Absence 
were modified with the implementation of the 2012 PWA. 
This article is the second in a series that will highlight these 
modifications and cover legal duty leave and transfer leave.

legal Duty leave (Jury Duty/Witness), 
PWA Section 13. e
Applicable PWA Definitions
“Legal duty” means participation by a pilot in a legal 
proceeding as: 

1. a juror, or 

2. a subpoenaed witness in:

a. criminal litigation, or

b. legal or administrative proceedings arising out 
of his employment with the Company.

exception: Participation in proceedings under Section 1, 
16, 18, 19, or 27 is not legal duty.

“Scheduled legal duty leave” means legal duty leave that is 
reported by the pilot to the Company prior to the close 
of line bidding for the bid period in which the legal duty 
leave is scheduled to occur, and that the Company, at 
its discretion, places on the pilot’s schedule prior to the 
close of line bidding for such bid period.

“Unscheduled legal duty leave” means legal duty leave that 
the Company does not place on a pilot’s schedule prior 
to the close of line bidding for the bid period in which 
the legal duty leave is scheduled to occur.

once a pilot receives a summons or subpoena requiring 
his participation in a legal process, he is to immediately 

notify the Chief Pilot Support Center (CPSC) and provide 
a copy of the summons or subpoena. 

The pay and credit treatment for a pilot on legal duty 
leave will occur in one of three ways:

1. Scheduled legal duty leave: If legal duty leave is 
placed on a pilot’s schedule before the close of 
line bidding, the pilot will receive 5:15 of pay and 
credit for each day of scheduled legal duty leave. 
The amount of scheduled legal duty leave that is 
preposted on a pilot’s schedule, if any, is at the 
discretion of the Company.

2. unscheduled legal duty leave: If legal duty leave is 
placed on a pilot’s schedule after the close of line 
bidding:

a. A regular pilot will be paid and credited the 
value of each rotation or partial rotation 
dropped.

b. A reserve pilot will be paid and credited a 
reserve pro rata share for each on-call day 
dropped.

3. A pilot who does not immediately notify the 
CPSC upon receipt of his summons or subpoena 
will be placed on unpaid legal duty leave.

An overview of legal Duty leave 
and transfer leave 
By Captain Hartley Phinney, chairman 
Contract Administration Commitee

iStockphoto © Silvrshootr
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leave continued from page 29

If a pilot is released from his legal 
duty prior to the end of his paid 
legal duty leave, he may, with 
mutual consent of the Company, 
be removed from the remainder 
of his legal duty leave. A regular 
pilot will not receive pay and 
credit for the portion of the legal duty leave from which 
he was removed and will be eligible to be awarded open 
time. A reserve pilot will be assigned a specially created 
reserve line covering the portion of the legal duty leave 
from which he was removed.

The Company retains the option of contacting the agency 
that issued the summons or subpoena in an attempt to 
release or defer the pilot from his legal duty obligation. 
A pilot may also seek his own removal or deferral. In 
such a case, his pay treatment will be as described in the 
preceding paragraph. In the scenario when the subpoena 
requires a pilot to be a witness in a proceeding that does 
not involve Delta Air lines, he will be granted a personal 
drop. If he is a reserve pilot, he may, with mutual consent 

from Crew Scheduling, move an x-day(s) if the subpoena 
impacts an on-call day(s).

A pilot who receives a summons for legal duty should 
keep in mind that the Company is obligated to ensure 
that he is available to perform his legal duty. As long as 
the pilot has immediately notified the CPSC upon receipt 
of the summons, the pilot will be paid as described above 
and in Section 13. e of the PWA. 

Transfer leave, PWA Section 13. F
Transfer leave is an unpaid leave of absence designed to 
provide a pilot some time to accommodate a transfer 
between bases when he does not qualify for a paid 
move under Section 6 of the PWA. Transfer leave will 
not be less than three days or greater than seven days. 
To determine the number of transfer leave days within 
this three- to seven-day range, simply divide the total 
distance from the previous base and the awarded base 
by 400 (the number of miles per day allotted for travel 
between bases) and round up. 

Transfer leave will not straddle a conversion date. Trans-
fer leave will either be in the bid period preceding the 
conversion date or in the bid period subsequent to the 
conversion date. The table below describes the scenarios 
and how they are treated.

Pilots utilizing transfer leave must keep in mind that this 
is an unpaid leave of absence and any awarded duty that 
is dropped when transfer leave is invoked will be treated 
as follows:

hh A regular pilot’s line guarantee will be reduced by 
the value of the dropped rotation(s).

hh A reserve pilot’s monthly guarantee will be reduced 
by a reserve pro rata share for each on-call day 
removed.

A pilot who receives 
a summons for legal duty 

should keep in mind that the 
Company is obligated to ensure 

that he is available to perform 
his legal duty. 

Regular Regular Bid period with least days dropped

Regular Reserve Bid period after conversion

Reserve Regular Bid period before conversion

Reserve Reserve Bid period before conversion

Line immediately 
before conversion

Line immediately 
after conversion

Bid period eligible for transfer leave
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network 
changes
By Captain Mike Hanson, chairman 
Strategic Planning Committee

Where does Delta fit in 
this sort of analysis?
Delta is increasing capacity on over-
lapping routes with a number of 
carriers, but let’s look at American 
and united, Alaska and Jetblue, and 
Spirit and Virgin America. They are 
two large network carriers, two 
smaller niche carriers, and two small, 
low-cost carriers. Against Ameri-
can and united, Delta’s competi-
tive overlapping capacity increases 
compared to 2012 are in the 3–6 
percent range. Against Alaska, Delta 
is increasing capacity on overlapping 
routes in the 8–34 percent range, 
depending on in which 2012 fiscal 
quarter the comparison is made. 
Against Jetblue, Delta is increasing 
capacity on overlapping routes 10–13 
percent. Against Spirit, 4–5 percent 
compared to 2012, and against Virgin 
America, in the 12–29 percent range, 
again compared to 2012. It is worth 
mentioning that, because the Spirit 

and Virgin America networks are 
relatively small, a large-percentage 
increase by Delta might be just one 
flight or a few flights. This is not the 
case with American or united, and 
somewhat so with Alaska and Jetblue.

Conversely, what are the capacity 
changes these carriers are making 
on overlapping routes with Delta? 
American is not making significant 
changes on overlapping routes with 

Delta. Compared to 2012, united 
is reducing capacity on overlapping 
routes by 3–4 percent. For Alaska and 
Jetblue, the story is different. Alaska 
is increasing competitive capacity 
against Delta on overlapping routes 
6–12 percent from last year, while 
Jetblue capacity changes are relatively 
flat compared to 2012. Jetblue seems 
to be shifting capacity from JFK to 
boS, and the new-market advertising 
is not accompanied by the advertising 
of abandoned markets out of other 
cities. Spirit and Virgin America are 
increasing their overlapping capacity 

significantly, respectively 12–20 and 
26–32 percent, depending on the fis-
cal quarter comparison to 2012. Keep 
in mind that Spirit and Virgin America 
are small carriers, so large-percentage 
changes in their network can be as 
simple as the addition of one flight.

The rise and fall of capacity, the 
advances and retreats of individual 
carriers on individual routes, is 
like World War I trench warfare. 

Changes are slow and small, with the 
occasional large advance or retreat. 
AlPA economic and Financial Analy-
sis can analyze these future schedule 
changes and essentially predict an 
airline’s competitive plans. 

Considerations
hypothetically speaking, what conclu-
sions can we draw from some of the 
network changes? If a previously stable 
competitive market were to show 
a marked increase by competitors, 
it might indicate profitable routes 
that others desire to take advantage 

Airline network changes can 
be analyzed by comparing 
past schedules with future 
schedules. In a more detailed 
manner, airline capacity 
changes on routes that are in 
common with other carriers 
can also be compared. The 
rise and fall of capacity 
changes on common 
overlapping routes can show 
where an airline is increasing 
or decreasing its competitive 
stance against other airlines. 

Fotolia.com © Tupungato
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of. one example might be Alaska 
expanding into routes to hawaii, to 
compete with hawaiian Airlines. It 
might indicate a perception of vulner-
ability to competition. Inversely, an 
airline voluntarily reducing capacity 
that overlaps a competitor might show 
an aversion to competition because 
the other carrier has a better network 
and product. In the past, we saw a 
reduction in AirTran flights on com-
petitive overlapping routes with Delta. 
The reduction by Southwest in com-
petitive routes with Delta continues, 
but only by a few percentage points.

Focusing on us, Delta is willing to com-
pete with anyone. We have an excel-
lent product and are as operationally 
reliable as any airline. Delta seeks to 

compete with American and united, 
but those airlines are either not an-
swering the competitive challenge or 
are retreating slightly. For the midsize 
niche-network carriers, Alaska and 
Jetblue, Delta is increasing competi-
tive capacity, most significantly against 
Alaska. The capacity increases against 
Jetblue can be attributed to our strat-
egy in New York and may be reason 
for Jetblue’s shifting focus to boston. 
Alaska is more difficult to explain. 
We are close and important partners. 
Alaska feeds our international network 
out of Seattle and, to a lesser extent, 
out of los Angeles, and our Pacific 
international passengers are fed into 
their domestic network. Concomi-
tant overlapping schedule increases 

may be as simple as more demand by 
passengers in the Pacific Northwest. 
A broad overview of Alaska Airlines 
shows American, Delta, Jetblue, and 
Virgin America all increasing capacity 
with them. Clearly, other airlines want 
to carry their passengers.

As a line pilot, one way to place net-
work announcements into your situ-
ational awareness is to ask yourself, 
“Who else flies that route?” Collec-
tively, month after month, it may help 
you draw some conclusions regarding 
pilot base growth, shifting emphasis of 
the corporation, and who our stron-
gest and weakest competitors are.

Network continued from page 31
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August 2013

Central Air Safety Committee
CASC continued to lead in the SkyTeam Pilots 
Association and attended the latest meeting. The 

priorities established at the meeting included:

hh Safety management Systems 

hh FrmS (international version of FoQA) 

hh Data Sharing

hh loss of Control

hh Flight Time/Duty Time

hh runway excursions

hh Potential Abuse of (Inter)national emergency

AlPA just completed a gatekeeper study for the Company. 
AlPA representatives are the only ones who can gather 
this information. We contacted all pilots involved in certain 
types of events and compiled the data provided from them 
into a study. We identified that TCAS/rAs were on the 
rise and we identified the most frequent circumstances that 
resulted in TCAS/rAs. This compilation of de-identified 
information was provided to the Company for analysis.

The spring Safety Conference was held in Atlanta April 
23–25. Forty-five Safety volunteers attended. Topics 
discussed included crosswind landing limit increases and 
preferred back-to-basics flight regimes. A special guest was 
Dr. barbara burian, of NASA’s Ames research Center, who 
spoke on Qrh indexing and memory items.

continuing Areas of concern
ASAP reporting Culture: For the first time since the 
merger, the entire group of AlPA erC reps met to discuss 
ways to improve the reporting culture. Delta’s ASAP and 
erC processes are very good overall, but AlPA believes 
pilots would be more willing to submit ASAP reports if the 
frequency of formal training for pure sole-source events 
was reduced.

Automation Dependence/loss of control: 
During the first quarter of 2013, Central Air Safety has 
joined forces with the DAl meC Training Committee 

to encourage DAl Flight ops, Flight Training, and Flight 
Safety to promote a back-to-basics approach to attitude 
instrument flying. We see encouraging progress, and 
anticipate further guidance this year.

Data Analysis group (DAg), threat Management 
group (tMg), and Standard text oversight: 
Flight ops and Flight Safety continue to develop and refine 
processes to analyze available data streams. The DAG and 
TmG are two new groups designed to examine and react 
to data trends before significant operational deviations 
occur. We have a presence with these three groups.

reduced taxi time initiative: As the Company 
strives to improve efficiency through reduced taxi time, 
we must remain vigilant that this does not become a sig-
nificant safety issue. 

Communications Committee
electronic Bulletin Board (eBB): An 
mou allowing for installation and management 

of ebbs in the pilot lounges has been completed and 
signed. The committee coordinated with Flight ops for 
purchase and installation of the ebbs and systemwide 
installation is under way.

the Widget : Are you enjoying the relaunch of 
the Widget? let us know how we can improve it at 
DAlComm@alpa.org.

DPn: DPN contacted 814 pilots who had incorrect 
contact information and updated their records accord-
ingly. DPN is hosting Pub events systemwide to allow 
pilots to get together and meet the AlPA volunteers 
working for them.

P2P: P2P initiated monthly conference calls, webinars, 
and evening conference calls to promote increased access 
and participation.

iAlPA: The Communications Committee is installing 
an online resource for synching tablets with DAl meC 
material.
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Contract Administration
Section 5: Increased f lying in the For t 
lauderdale market resulted in the need for 

more aircrew lodging. The contracted hotels did not 
have enough rooms to meet the requirement, and the 
Company utilized hotels that were not reviewed by the 
hotel Committee to cover it. The Contract Administra-
tion Committee is in discussions with the Company to 
resolve the issue.

Section 7: The Contract Administration Committee 
answered numerous inquiries about the vacation-bidding 
process. Discussions with the Company led to an under-
standing that protects vacations awarded to a pilot who 
changes categories in the middle of the bidding process, 
inclusive of going to a non-active status.

Section 14: Some of the deferred items from the recent 
Section 6 negotiations went into effect on January 1, 2013. 
In summary, all sick leave is paid at full pay rates, a pilot 
returning from disability can transfer up to 50 hours of 
sick leave from the next sick leave year into the current 
sick leave year, and absences of 15 or more days require 
verification. 

on June 1, the final deferred items were implemented. 
The applicable items provide for increased sick leave ac-
crual, modification to known sick leave bidding/schedul-
ing, required notification requirement, sick bank flyback, 
and implementation of the verified/unverified sick leave 
banks. 

Section 23: The Contract Administration Committee 
is actively reviewing provisions of the FAr 117 regula-
tions and FAA clarifications with other meC committees. 
Particular emphasis is placed upon recognizing provisions 
of the PWA that are inconsistent with the new FAr and 
identifying instances where the FAr is more restrictive 
than the PWA. 

 Crew rest Optimization Team
A CroT work group has been created to 
monitor crew rest issues. AlPA and Company 

representatives meet on a monthly basis.

Government Affairs
Pilots are encouraged to continue enrollment 
in AlPA-PAC and also AlPA Calls to Ac-

tion. Your friends and families can use POPVOX, a 
new tool to write Congress in support of AlPA issues. 
You will find a link to the new PoPVox page above 
our Calls to Action on the AlPA Issues page.

Call to Action: As of late July, there were four AlPA 
grassroots Call to Action issues of interest to the Delta pilots.

1. Stop the creation of a new CbP preclearance site 
in Abu Dhabi 

2. oppose elimination of funding for the FFDo 
program

3. The Safe Skies Act of 2013

4. The Saracini Aviation Safety Act of 2013

Hotel Committee
Site inspections: For the February and through 
April reporting period, the hotel Committee 

completed 27 site inspections; eight were international.

grU-l: We continue to compile data concerning the 
São Paulo universe Flat hotel. Please continue to provide 
feedback on this new property via DAlhotel@alpa.org 
and the Delta FCr system. We are very interested in 
pilots’ opinions of this facility. So far we have received 
mostly complaints, with very few compliments. We 
continue to communicate our dissatisfaction regarding 
this property with Flight ops.

Updates: A listing of all the DAl layover properties, as-
sociated amenities, and any changes is posted, monthly, on 
the meC website under “hotel Committee” in the hotel 
Amenity report. Frequent hotel updates are provided to 
all pilots through AlPA’s Delta meC hotel Committee 
updates and are also posted on the meC website.

Fcrs: The committee continues to encourage pilots 
to submit Flight Crew reports (FCrs) on substandard 
events and conditions experienced with hotels or hotel 
transportation. FCrs are the best method for document-
ing problems encountered by our pilots. This is Delta’s 
only acceptable method to either complain about or 
compliment hotels and transportation. Send a copy of 

http://http://www.alpa.org/ALPAPAC/tabid/1865/Default.aspx
http://www.alpa.org/ALPADeptInfoPages/Departments/GovernmentAffairsDepartment/Popvox/tabid/7542/Default.aspx
http://www.alpa.org/Issues/tabid/3456/Default.aspx
http://www.alpa.org/ALPADeptInfoPages/Departments/GovernmentAffairsDepartment/tabid/3064/Default.aspx
mailto:DALHotel%40alpa.org?subject=
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the FCr to DAlHotel@alpa.org so our committee 
can be sure we are receiving all complaints.

Investor relations Committee
In the Airlines for America year-end report, the 
10 airlines that have reported full-year results for 

2012 made a combined profit of $152 million on revenue 
of $143.4 billion. That works out to a profit margin around 
0.1 percent. For each passenger they carried, u.S. airlines 
made 21 cents! by contrast, Apple made $41.8 billion with 
a profit margin of 25.35 percent. The airline industry made 
a profit in 2000 and then lost money in seven of the next 
nine years. The industry made $3.7 billion in 2010 and $390 
million in 2011. 

The Investor relations Committee attended several 
events and meetings in may and June, including the bank 
of America/merrill lynch Global Transportation Confer-
ence, Wolf Trahan Global Transportation Conference, and 
Deutsche bank Aviation Conference.

Merger Committee
The committee continues to monitor industry 
events, including:

hh CAl/uAl update

hh The Amr/lCC merger as it develops under the 
umbrella of the Amr bankruptcy

hh options involving possible scenarios regarding a 
fragmentation of parts of the Amr operation. We 
have researched information regarding these scenarios 
and are prepared to address them if they occur. 

hh Industry events and all probable partners. We 
continue to fine-tune and expand on these plans as 
the landscape changes.

Negotiating Committee
letter of Agreement #15—reduced 
lower limit and blank regular lines, New-hire 

Pilot 401(k) Contributions & miscellaneous Clarifications. 
A Negotiators’ Notepad was released with details on the 
loA.

MoU #12—electronic bulletin boards. The mou will 
allow for AlPA to install bulletin boards in each pilot 
lounge. The meC Communications Committee will 
administer content on each ebb.

W e are only a year and seven months away from 
openers for our next contract; however, oppor-
tunities do arise that give us a chance to enhance 

our contract. Your Negotiating Committee continues to 
stand ready to capitalize on every one of these opportu-
nities to improve the PWA and the lives of Delta pilots.

as of June 1, the majority of contract 2012’s changes were 
fully implemented. The only exceptions are those provisions 
that will take effect with the FAR 117 changes in January 
2014. in addition to contract-implementation items, over the 
last several months we have negotiated loa 13-01, Mou 
13-01, Mou 13-02, Mou 13-03, and 13-04. all of these 
changes have been updated in the live contract, which can 
be found on the website.

The next several months are shaping up to be very busy. 
We have been actively working on the Virgin Atlantic joint 
venture. We are preparing to engage in discussions over 
Asia-Pacific flying. We expect to receive direction from the 
Mec on that item in august, and will continue to provide 
your reps all the tools they need to make the decisions that 
are right for the Delta pilots.

mailto:DALHotel@alpa.org


36 THE WIDGET| A publication of the Delta MEC

CoMMittEE rEports

DAl meC | Committee Corner

MoU #13—Additional rest Seat on A330-300 during 
Toe. The mou provides for the use of seat 8A in the 
situations where a Toe requires a fourth crewmember.

retirement and Insurance
nWA Pilot DB contribution: All remain-
ing CY2013 pension contributions were paid 

in early April: $650 million in total to all four Db plans.

D&S trust contribution: The bankruptcy contract 
provided for $60 million draw and “up to $60 million” 
reimbursement, depending on the company’s free cash 
flow. The calculated 2013 contribution of $32 million was 
made by Delta on April 1, 2013. With the elimination of 
both of these provisions in the C2012 contract, this was 
the final contribution.

optumrx issues: The committee is working with 
Delta for resolution and improvement. They are making 
slow but steady progress. Continue to report issues to 
Karen browne-Fleck, Delta meC senior benefits specialist 
(Karen.Browne-Fleck@alpa.org).

1040X Filings: The r&I Committee continues to assist 
many pilots who have filed a 1040x as a result of making 
an IrA rollover contribution under the FAA moderniza-
tion and reform Act of 2012. even though the deadline 
has now passed, if you receive calls/e-mails from pilots 
requesting assistance with a previously filed return, please 
have them contact AlPA at IrSDenials@alpa.org.

2014 Health Plan rate Development: The com-
mittee met with health-care actuaries from the Segal 
Company in preparation for the upcoming 2014 health-
Care rate Development meeting with Delta in June. 
With the continued escalation of health-care costs, the 
committee is closely monitoring this issue. 

Scheduling Committee
contract 2012 implementation :

Yellow slip for additional on-call days—may 1, 2013

multiple sick provisions—June 1, 2013:

hh Sick accrual

hh Pay/credit for known sick/accident leave

hh Calling in well mid-rotation and bank replenishment

hh Sick/well notification requirements

hh Sick verification (>100 hours, <100 hours)

hh Shadow bidding known sick/accident leave

hh early return from known sick/accident leave

New TlV window 75–80—July 1, 2013

Vacation Any—August 1, 2013

maximum short calls increased to seven if AlV at or 
above 77:00—January 1, 2014 (concurrent with imple-
mentation of FAr Part 117 and reduction of international 
short call to 14 hours).

PBS committee 2013 initiatives:

hh 2013 will have three major release cycles

hh FAr 117 implementation in PbS 

hh off-line bidding tool compatible with most tablets 
and mac products

hh enhancements to denial mode process

hh Pursuing left-to-right award priority 

hh “Vacation Any” implementation for the August bid 
period (regular line only)

Scheduling reference Handbook: The Scheduling 
Committee is working on a new publication titled Scheduling 
Reference Handbook. It will replace “When Scheduling Calls” 
and will include any topic that has been previously addressed 
in a Scheduling Alert and is still current. The document will be 
very similar in format to the PbS Gouge and live Contract 
and will include a table of contents with bookmarks for 
ease of use on mobile devices. We are targeting fall 2013 
to publish the first edition.

vacation Slide Across Bid Periods: Implemented 
in August 2013 concurrent with implementation of Vaca-
tion Any. Allows a pilot to slide only the days contained 
within the same bid period (split the vacation).
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