May 11, 2017
Honorable Elaine Chao
Secretary
Department of Transportation
1200 New Jersey Avenue, Southeast
Washington, DC 20590
Dear Secretary Chao:
On behalf of the more than 55,000 airline pilots who fly for 32 airlines in the United States and
Canada, I am writing to express our strenuous objections to the findings of the Working Group
on Improving Air Service to Small Communities. This group, which was empaneled in the
Obama administration, ignored established facts and critical safety data in an effort to reach a
predetermined outcome, all with the goal of weakening stringent aviation safety regulations
that have resulted in no airline passenger (Part 121) fatalities since being approved in 2010.
In December of last year, under the previous administration, the DOT secretary announced the
formation of the Working Group on Improving Air Service to Small Communities. The Air Line
Pilots Association, International (ALPA) was honored to be able to serve on the working group
because of our long-held belief that small-community access to air transportation is critical to
the health of any country, and helps ensure a strong airline industry.
As the only safety organization among the 25 members of the working group, we were pleased
to bring our voice to the table. The other members of the group are all directly tied to the smallcommunity segment of the industry as consultants, associations, state and local government
officials, and company executives.
Little did we know that the working group members would seek to water down the safety
provisions in Public Law 111-216 and the associated rules that improved first officer
qualifications (FOQ) through regulatory change. Since the law was passed and the rules
enacted, aviation in the United States has experienced its safest era. During the discussions in
the working group, the FOQ regulations that had been broadly agreed to by regional airlines,
other industry representatives, and academia became the reason cited for just about every
problem that small communities face. In fact, one member even stated on a slide presentation,
“FOQ created the need for this conversation.”

From the beginning of the working group, it was clear that the issue of pilot supply was going
to be the primary focus of the group and everything else would be ancillary. The group
appeared to have a predetermined notion of what the end results should be, and, after the initial
group kickoff, met only three times before finalizing the report. The working group did not seek
to adjust recommendations to achieve ALPA buy-in, and ALPA was pressed into a dissent
posture.
The first two recommendations request that Congress direct the FAA to roll back safety rules.
The intense focus on pilot supply and changing safety rules distracted the working group from
fully investigating and submitting recommendations on fundamental issues that need to be
evaluated in order to stabilize small-community air service. The working group rejected
ALPA’s suggestions on potential changes that can address many of the situations. And
unfortunately, the working group did not seek to understand and exchange perspectives on
how to address issues that some of the airlines that serve small communities are dealing with.
Even though the current administration has announced its intention to end the Essential Air
Service (EAS) program, citing the fact that it was originally established as a temporary program
that continues to have high subsidy costs per passenger, ALPA was unsuccessful in its attempts
to focus the group on addressing the high-level issues that small communities are facing.
Although ALPA provided extensive comments to the draft report, almost all were ignored
without explanation. Further, the working group limited ALPA’s dissenting views to a single
page.
The report isn’t due from your office to Congress until July 15, 2017. Yet the working group is in
such a hurry to get this to you that they completely bypassed all efforts to engage in the
meaningful discussion, data review, and consensus-building that could have produced a datadriven set of recommendations that could truly stabilize airline service in small communities.
Madam Secretary, I urge you to reject the current work product that includes the safety-eroding
recommendations, and ask the working group to dig deeper. We believe there is ample time to conduct
more research to fully understand the true issues affecting air services to small communities, and to
continue deliberating on the actions needed to ensure that those communities get the air services they
deserve. We believe this can be accomplished before the July 15 deadline.
However, if a decision is made to transmit the report to Congress as-is, then we fully intend to
broadly share our views about the potential effects of the recommendations on aviation safety.
If we had not been limited to a single-page dissent, we would have made the following
observations about the report.
Executive Summary
The following sentence is in the executive summary:
Therefore, the DOT, FAA, and Congress should take urgent steps to address the pilot shortage to
improve the EAS program.
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There is no better sentence, placed in the section covering how to address issues facing the
Essential Air Service program, to highlight the erroneous assumption underlying the report—
that there is a pilot shortage.
Mission of the Working Group
In addition to the direction provided by Congress, the former DOT secretary allowed the
working group to address pilot supply. The group did not, however, approach the issue with a
data-driven methodology. They did not conduct research or produce quantifiable data that
there is a pilot shortage. The working group also rejected objective, independent data from the
GAO and other sources on the pilot-supply question. Perhaps that is why Congress did not
include the subject of pilot supply in its directions for the working group.
Congress wisely requested a report to document three potential issues to be addressed,
including: (1) funding for small-community programs (EAS), (2) initiatives to support pilot
training and aviation safety to maintain air transportation service to small communities, and (3)
the adequacy of federal funding for airports in small communities.
Clearly none of these three areas are tied to a pilot-supply discussion.
An Introduction to the Present State of Air Service in Small Communities
At the beginning of this section, the working group appropriately highlights a series of factors
that affect services to small communities, including:
•
•
•
•
•
•

Airline consolidation,
Airline fleet changes, including upgauging (the practice of using larger aircraft on a
particular route to improve operational efficiency),
Evolving airline business models,
The adequacy of funding for airports,
The complex regulatory environment, and
Macroeconomic crises

All of these factors combined result in changes to small-community air carrier service.
Unfortunately, the group did not conduct an inquiry into the effect that each of the documented
factors has on small-community airline services. An assessment of the effect of each factor
would have greatly assisted the development of recommendations that would address the
fundamental issues.
GAO Data Not Considered
The working group notes that there was a significant decrease in both flights and seats from
2007 to 2017. But what the working group fails to disclose is that the vast majority of these
changes occurred between 2007 and 2013 as highlighted in the April 2014 GAO report “Status of
Air Service to Small Communities.”
Focusing on the small and nonhub airports, the GAO indicated that small hub airports had a
decline in flights of 20.1 percent between 2007 and 2013 and nonhub airports had an 18.1
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percent decline in flights during the same time frame. The GAO report showed that EAS flights
increased by 19.7 percent during the same time frame, suggesting that some efforts had been
made to stabilize small-community access. The GAO report can be found at
www.gao.gov/assets/670/662831.pdf.
Instead of using GAO data, the working group chose to use data from a group member’s
employer, InterVISTAS. ALPA recommended that the methodology used to reach these
conclusions be provided in the report, so that readers of the report can replicate the data.
However, no data were presented to the group that would explain all of the variables that
affected the flight numbers, nor the degree of impact that each of these variables had on the
numbers.
Airline Business Models Were Not Discussed
The working group spent very little time discussing the challenges that airlines face when
trying to profitably provide air service to small communities. They did not even review a March
2017 report by the DOT’s inspector general that analyzed regional airlines and pilot pay. The
DOT inspector general considered a much broader set of issues when it discussed the
challenging business landscape (page 2):
Regional airlines operate in a very competitive environment, which often hinders their
ability to adjust pilot compensation. Basic business models of regional carriers require
them to keep costs low to remain competitive. These airlines usually operate under longterm, fixed-fee-capacity purchase agreements with their larger, domestic code-share
partners, such as American Airlines, Delta Air Lines, and United Airlines. Under the
agreements, mainline carriers pay regional carriers a fixed fee for each departure. These
arrangements can be beneficial to regionals because they are sheltered from some
business risks, such as fluctuations in fuel prices, ticket prices, and passengers.
However, it also means that they do not generally benefit from upward trends in ticket
prices (since mainline carriers retain ticket revenue), ancillary revenue (e.g., baggage
fees or selective seating fees), and passenger enplanements. Since regionals do not have
the ability to charge or increase these fees to drive revenue, they often must focus on cost
control as a way to become or stay profitable. As a result, they have found it difficult in
many cases to increase pilot pay despite improved profitability at the mainline carriers.
The DOT inspector general observations about the regional airlines’ business models, as well as
the challenges to increasing pilot pay, are spot-on from our perspective. Additionally, the
challenges of providing essential air service further compound the problems.
ALPA urged the working group to investigate, in a comprehensive way, all of the issues
involved in providing services to small communities, including the difficulty of making a profit
on the services. Instead they focused intensely on pilot supply. Unless the broader issues of the
regional airline business model and small-community air services are addressed, there will be
no real change in the issues facing small-community access.
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Obstacles to Attracting and Maintaining Air Transportation Service in Small Communities
A disproportionate amount of text in this section was dedicated to substantiating the working
group’s belief that there is currently a pilot shortage in the United States. That false belief led
the group astray and, except for ALPA, the entire group is now on record as promoting a
reduction to safety rules that Congress implemented in 2010.
UND Forecast of a Pilot Shortage
The working group continually cites only one pilot forecast published by the University of
North Dakota (UND), which asserts that a pilot shortage began back in 2015, just one year after
the GAO found that many pilots were available for hire. However, in subsequent updates, UND
has reduced their forecast shortage several times (including downward most recently in 2016 by
over 30 percent) generally due to their overaggressive pilot demand expectations that do not
develop.
Moreover, the GAO replicated the study’s analysis to better understand how the study’s key
assumptions affected its results. The GAO found the UND’s methodology wanting. One of the
GAO observations about the UND study was that they excessively inflated the cost of training
estimates in out years, a methodology that resulted in forecasted year-over-year changes in the
cost of flight school of almost 8 percent above its historic mean by the year 2030, which is well
above historic averages over the past 20 years. The GAO noted that “[W]hile using historic
trends to predict future changes is part of forecasting, in some cases it can lead to results that
may be unlikely.”
The GAO also noted that openings of other pilot schools could reduce this inflation.
Furthermore, the GAO found that reducing the assumed rate of increase of inflation in the cost
of flight training to only one to two points above its historic mean resulted in about 30,000 more
CFI certifications, an indicator of pilots targeting airline employment. This added volume of
pilots would largely eliminate UND’s estimated shortage. In fact UND’s own study states:
“From time to time, the industry is warned of an impending shortage of airline pilots. And the
usual disposition of these warnings is in fact a pilot shortage that never really materializes.”
GAO Report on Pilot Supply in 2014 Remains Relevant Today
If there was ever any doubt about the true nature of the shortage that may exist, the 2014 GAO
report on the aviation workforce removed it. It supported the points that ALPA has made for
several years concerning whether there is, or will be, a genuine shortage of airline pilots.
Following are a few of the comments contained in the GAO report supporting ALPA’s longheld view that there is no near-term shortage of qualified pilots, but simply a shortage of
qualified pilots who are willing to be employed by some U.S. airlines in light of their poor
wages, working conditions, benefits, and career progression. Notes have been added below to
update the data for 2017:
•

Available data indicate that a large pool of qualified pilots exists relative to the projected
demand, but whether such pilots are willing or available to work at the wages being offered
is unknown.
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o

2017 Note: Remains true today.

•

Data on wage earnings and employment growth are not consistent with the existence of a
shortage in the airline pilot occupation.
o 2017 Note: Remains true today.

•

Between roughly 1,900 to 4,500 new pilots will need to be hired annually over the next 10
years. In 2012, the FAA certificated 6,396 new ATPs, and that number is trending upward.
Additionally, about 2,400 pilots separate from the military service branches each year. Note:
This total of nearly 9,000 additional pilots becoming available annually is approximately
double the maximum of what the GAO says is needed by the airlines each year.
o 2017 Note: In 2016 the FAA certificated over 7,000 new ATPs plus more than 2,000
restricted ATPs with multiengine privileges, for a total exceeding 9,000 pilots eligible
to be hired as first officers.

•

Two out of three studies reviewed by the GAO on pilot supply trends suggest that a
prolonged pilot shortage is unlikely to develop. One study noted that a shortage of entrylevel first officers may temporarily emerge, but would likely be addressed within a few
years.
o 2017 Note: It appears that based on the number of ATP/R-ATP issued in 2016, the
GAO prediction that a prolonged shortage is unlikely to develop is initially correct.

•

Avoiding a pilot shortage hinges on the ability to incentivize lower-certificated pilots to seek
a higher certification, and pilots currently working abroad or elsewhere to seek U.S. airline
jobs. Analyses reviewed by the GAO state or imply that airlines may need to provide
financial incentives—for example, higher wages, benefits, or bonuses—to bring new pilots
into the industry.
o 2017 Note: Remains true today.

•

Eleven of the 12 regional airlines interviewed by the GAO had been unable to meet hiring
targets for training classes formed since early 2013. Regional airlines were paying on
average about $24 per flight hour (approximately $24,000 annually) for new-hire first
officers.
o 2017 Note: The average wage has begun to rise, but not enough. Instead of salary
increases, temporary incentives are being offered to increase first-year pilot incomes.
Some of the temporary bonuses could expire at any time. A student entering pilot
training has no assurance that the temporary incentives will remain.
o Several airline CEOs have acknowledged that when airlines have taken steps to
increase pay, they have seen increases in pilot applicants almost immediately.

•

The mainline airlines interviewed by the GAO report that they are not experiencing any
difficulty in attracting qualified and desirable pilot candidates.
o 2017 Note: Remains true today.
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In short, the GAO study was on point and continues to serve as a marker from which we can
track the development of pilot pay and hiring rates today.
ALPA Analysis of Pilot Supply
While ALPA does not generate our own pilot-supply forecast, we do track the regular updates
of those that do. These updates undercut the pilot-shortage claim.
•

•

Looking at recent pilot-supply forecasts from several sources, the range of needed pilots
varies from 1,900 to 5,200 per year. The forecasters include the FAA, Boeing, Airbus,
Embraer, the Bureau of Labor Statistics, and the University of North Dakota.
The FAA data indicates that in 2016, more than 9,000 airline transport pilot certificates
were issued. Looking at the FAA historical data for airline pilot certifications, the
average number of airline transport pilot certificates issued yearly since 1990 exceeds
6,000. This is actually depicted in the working group’s report in Figure 7, as the green
colored bars. But they choose to make it difficult to extract that fact. The report’s Figure
5 can mislead one to believe there are issues with the issuance of FAA certificates across
the board, while in reality the issuance of certificates is declining most in the private
pilot certificate area. It should also be noted that Figure 7 shows that the number of
commercial pilot certificates issued each year outpaces ATP issuances.

ALPA has included the facts discussed above in the following two graphics.

Forecast Demand Is Well Below the Rate of ATP Issuances
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ATP Multiengine Issuances According to FAA
Clearly, the supply of pilots is keeping up with the forecasts.
The working group attempts to further mislead readers when discussing the reduction of new
pilot starts. The working group insinuates that a decline in new pilot starts indicates that fewer
pilots are entering the airline pilot training pipeline. The working group fails to mention that
the majority of new pilot starts are individuals seeking to fly for recreational or other personal
reasons. The issuance of the ATP certificates is truly the best measurement of industry
preparedness, and, as documented by the FAA, there is no shortage of ATP certificates being
issued.
The working group includes Figure 5 and a discussion on the number of estimated active pilot
certificates. Figure 5 clearly shows the number of ATP certificates have grown since 2009, and in
more recent years the positive trend is consistent with the FOQ rule changes that now require
both pilots in Part 121 airline operations to possess an ATP certificate. Interestingly, Figure 5
only discusses active pilot certificates up to age 59, so none of the pilots older than age 60 are
included in these statistics. With the current airline pilot retirement age of 65, the information in
Figure 5 is a bit misleading. The final version of the report makes no mention of this omission of
a significant number of pilots in all of the certificate categories.
Another data point that the working group uses is the number of ATP certificated pilots with a
first- or second-class medical. They omit the fact that the ATP pilots who refuse to fly for
airlines without additional incentives do not need to maintain a first- or second-class medical
unless they are actively flying commercially. If the ATP licensed pilots are not flying full time,
they are likely maintaining a third-class medical, which has a longer duration and is less costly
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to maintain. If the pilots wanted to be hired by an airline, they could obtain the first-class
medical certificate in a matter of days.
Pilot Pay Shortage
For years now, ALPA has highlighted the fact that pilots expect to be paid fairly for the
responsibilities that they have. From early 2000 to late 2013, the average first-year first officer
hourly wage rate increased by less than $5 (well below the cost of inflation during that time).
Pilots also want a work-life balance that is reasonable, and desire career-progression
opportunities. When these three objectives are fully addressed by airlines (including those that
operate very small aircraft), they have very little difficulty with hiring pilots.
Sufficient Pilots Entering the Profession
The working group makes assertions about the number of pilots entering the profession
without having adequate data. While the working group accurately states that new pilot starts
are down, it fails to acknowledge several factors related to student starts that must be
considered.
First, the new pilot starts statistics include new pilots starting out to obtain a pilot’s license for
recreational or personal use, as well as for an airline pilot career. The declines in new pilot starts
could easily be those would-be pilots who are planning to use their private pilot certificate for
personal use. It is quite feasible that the number of new start pilots targeting airline careers has
increased, while recreationally minded pilots are decreasing.
Second, new pilot starts do not consider the number of military pilots who retire each year, and
based on their training and experience, immediately qualify for an ATP or a Restricted-ATP (RATP) certificate. The most recent information suggests that as many as 2,400 military pilots
retire and seek airline employment yearly.
Third, there is evidence to suggest that enrollment of students in the pilot career tracks at large
aviation universities are increasing. Informal surveys by ALPA suggest that there is a broad
awareness among prospective students that now is a good time to enter the airline pilot career.
The Pilot Source Study Is Cited Inappropriately by the Working Group
The Pilot Source Study, conducted by various academic institutions, was sponsored by the very
organizations who will benefit from the data they hoped it would provide. In the study, the
training records of newly hired first officers were reviewed and found that, compared to other
times in recent history, they required more training than pilots did in the past.
What the study does not discuss is the increased level of experience that the newly hired pilots
brought with them to their job. There is no evaluation of the quality of the pilots who have
significantly more flight experience than newly hired pilots of the past.
Instead, the study investigates the need for additional training for the newly hired pilots to fit
into the airline’s way of doing things, not on the skills that they may have developed with the
flight experience that they brought with them to the job.
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The study is really about the cost of training. Those who oppose the new first officer
qualification rules as established by P.L. 111-216 do not want to invest the requisite time and
costs associated with quality pilot training. The study makes no observations about the quality
of the pilots from an experiential perspective, which was the prime motivator for requiring both
pilots in Part 121 operations to hold an ATP certificate.
Perhaps most concerning is that the study makes the flawed conclusion that experience is not a
predictor of competence. The study reaches that conclusion based on a pool of newly hired
airline pilots, shortly after the new ATP requirements became effective. Based on our insights
into this class of newly hired airline pilots, many of them were second-career pilots who already
possessed an ATP certificate, but had not recently experienced the airline flight training
environment. It should have been no surprise to anyone, nor did a study really need to be
conducted to prove, that these individuals required time to adapt to the learning environment.
Naturally, students with very low flight time emerging from the flight-training environment
were likely more accustomed to learning in an environment that the airlines had created for
those types of pilots.
An independent source also puts the report’s findings in question. In a letter submitted to
Congress on March 2, 2017, the DOT Office of Inspector General said that during interviews
with regional carriers “some carriers stated that pilots with fewer flight hours contributed to reductions
in the experience level and quality of new-hire pilots.” These findings directly counter the Pilot
Source Study, and raise further questions about the integrity of the study.
SkyWest CEO Misquoted
The working group attempts to show that SkyWest CEO Chip Childs is concerned about a pilot
shortage by discussing his testimony from March 8, 2017. However, what the small-community
working group misses is that Mr. Childs testified before Congress that SkyWest has not had to
cancel flights due to a pilot shortage: “We have never really come out of service due to a lack of
pilots. We have come out because it doesn’t make economic sense.” He also said that “we are
deeply concerned about the statistics in the next three years,” implying that there is not a
current pilot shortage.
Essential Air Service Reforms
While ALPA does not oppose EAS funding, ALPA proposed a more holistic approach for the
working group. Our suggestions to take the time to fully research, validate, and then
recommend a data-driven set of solutions that fully address reforms to the EAS program were
rejected. Instead, the working group chose to accelerate their work and determined that they
would make statements of fact without adequate substantiation.
As part of the reforms needed for EAS, the DOT and industry stakeholders need to recognize
that regional airlines are very limited in their ability to generate revenues. Due to the contract
nature as described by the DOT inspector general above, the EAS program needs to account for
the business models of the regional airlines, and develop meaningful EAS reforms that
ultimately stabilize small community airline services. One objective of EAS reforms should be to
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ensure that airlines could be profitable (but not at the expense of their employees) when
operating in the small communities.
Airline Business Decisions Are the True Reason for Small-Community Access Challenges
Unfortunately, the working group is made up of participants who are motivated to avoid the
difficult topics, specifically the impact of airline business decisions on small communities.
In the final pages of this section, the working group discusses, among other things, fleet
changes. Interestingly, the working group ignored news from Boeing and JetBlue on April 5
that replacement turboprops are in development. They also fail to acknowledge that 50-seat
regional aircraft are parked, available for airlines to use. It is the airlines that do not want them
for business reasons, mainly due to the high cost of jet fuel and the lack of passenger demand in
those smaller markets. In their discussion about the fleet changes, the working group never
once took the time to investigate the root cause of either airline fleet changes, or use facts to
substantiate the opinions presented.
In a similar way, there is a complete lack of discussion of business decisions that airlines make
when deciding to upgauge aircraft. To adequately address that issue would require a
substantial inquiry into the reasons for those decisions.
ALPA encouraged the working group to focus on developing recommendations that would
help local communities maintain air services when airlines change their service levels. The
working group, however, rejected those suggestions.
Working Group Recommendations for Maintaining and Improving Air Transportation
Service in Small Communities
Addressing the So-Called “Shortage” by Rolling Back the FOQ Rules
The working group devotes two pages of text to justify the need to roll back the FOQ rules.
Suffice it to say, ALPA fundamentally disagrees with almost all the justifications.
•

The pilot source study and the follow-on studies that build on the pilot source study are
flawed because they did not measure the performance of the new hires in line
operations, only in new-hire training.

•

The suggestion that military pilots with fewer flight hours have more responsibility than
airline pilots flying an airplane full of passengers places higher value on landing a
single-person jet on an aircraft carrier than the responsibility of safely and routinely
flying in airline operations. This devaluation of human life in the cost-benefit calculus is
exactly why Congress had to create P.L. 111-216.

•

Other countries that hire pilots with experience and flight times less than what is needed
to obtain an ATP/R-ATP do not have the same record for safety as U.S. airlines are
currently experiencing.
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•

The 68 years of commercial airline operations where a non-ATP certificated pilot could
serve as a first officer were much less safe than the three years of commercial airline
passenger operations in the United States after the FOQ rules were improved.

•

The added experience requirements of the FOQ for a pilot with a four-year
undergraduate degree from the University of North Dakota will add approximately 12
months to the time it takes a pilot to reach the airlines. The 12-month addition of
commercial pilot experience building is hardly a “massively elongated pipeline.” In fact,
today a pilot can expect to be employed much quicker by an airline than in years past.

•

There is no evidence (other than offhand assertions) that airlines that pay pilots a fair
wage, offer a suitable work/life balance, and offer career progression are challenged in
maintaining their commitments to serve small communities.
o There is no independent analysis of all of the various reasons that airlines cancel
or reduce service to small communities.

•

Unstructured training, with questionable checks against bad habits, as discussed in the
report, is exactly what was happening before P.L. 111-216 became law. Congress fixed
those issues, and now the working group members want to roll back the progress that
has been made.

•

ALPA is a bit confused by the working group statement that “raw accumulation of flight
experience in light training aircraft may not develop cockpit resource management
skills, which are invaluable for an airline pilot.” Our confusion arises from the fact that
the chairman of the working group works for an airline that operates light twin-engine
aircraft, nearly identical to those for flight training. Another member’s airline uses light
Cessna aircrafts. From an ALPA perspective, it appears as if the working group
advocates restricting or prohibiting the use of the experience that pilots gain from
working in these types of commercial operations. ALPA believes these types of
commercial operations are optimum pathways for pilots to follow post-baccalaureate
and pre-Part 121 airlines.

ALPA insists that ensuring safety begins and ends with a highly motivated, well-trained,
appropriately experienced, and highly skilled flight crew in the cockpit. It truly is the pilots
who make the difference. Similar to the “One Level of Safety” campaign that raised the level of
safety in our regional airline network, the accidents that plagued our industry for decades have
served as a catalyst for a complex and carefully created set of safety regulations that increase
pilot qualification and training standards which are designed to ensure that we do not repeat
that history. The rules we have in place are a result of accidents involving flights to or from
small communities and now serve as the lifeblood for safety going forward.
To suggest that passengers be asked to accept a reduced level of safety in exchange for access to
air transportation is nearly unthinkable. And this line of thinking is diametrically opposed to
the industry’s core principle of making safety the highest priority, above all others. ALPA was
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shocked that members of this working group, including elected officials and state government
employees, would support such a recommendation.
In the almost seven years since P.L. 111-216 became law on August 1, 2010, there have been no
United States air carrier Part 121 passenger airline accidents with a passenger fatality. In the sixplus years before the August 1, 2010, law, there were scores of fatalities, many of them on flights
serving small communities.
This remarkable safety record was not achievable without the requirements called for in P.L.
111-216. It is no coincidence that the package of rules, including the FOQ requirements, has
directly and noticeably improved passenger airline safety. We will guard those rules against
any efforts by airlines, airports, or other organizations which would put profits ahead of safety.
Rather than rolling back safety rules, we have consistently urged the working group members
to identify policies and changes that will ensure that safety is maintained. The working group
has not done this.
Working Group Recommendations Roll Back Safety
Some of the members of the group believe that “FOQ created the need for this conversation.”
This could not be further from the truth. ALPA’s dissenting view is that the first two
recommendations in their report do not support pilot training and aviation safety.
The working group leans excessively on a study that does not evaluate data on the quality of
newly hired pilots, but rather uses training records of only those pilots hired in the time shortly
after the FOQ rule change, which most would consider as a transition period and not steadystate. Naturally, they argue the records prove there is little value in flight experience. The
training records of the newly hired pilots alone are not sufficient to discount the long-held belief
that pilots with more experience are safer pilots. There is a need for the pilot to be able to
manage the aircraft in a very dynamic environment. The confidence, experience, and
aeronautical maturity that is developed over a period of time while flying outside of the
simulated training environment is critical to the safety of the operation. While there may be
ways to provide increased levels of complexity in the training environment, no current data
suggests that the training needed to rise to the levels of maturity described above can be
achieved. In addition, the working group recommendations are out of the scope of the task as
assigned by Congress, and they are out of line with the safety-first mindset of the U.S. aviation
industry.
If acted upon, the recommendations will unravel pilot training and aviation safety. The level of
safety that was established by Congress as part of the Airline Safety and Federal Aviation
Administration Extension Act of 2010 was broadly supported by industry. As was shared by
FAA subject-matter experts, Aviation Rulemaking Committees have been established to discuss
pilot training and qualifications. A Rulemaking Committee is better suited to review and
comment on ensuring that safety is maintained when changes to pilot qualification and training
are proposed.
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ALPA repeatedly suggested that the working group focus on top-level recommendations in the
areas of that are more consistent with the scope of the congressional direction when it
established the working group. This includes initiatives to help support pilot training and
aviation safety in order to maintain air transportation service to small communities.
Rather ironically, the working group notes several success stories where small-community
airports do not have issues with airline service. These examples serve as excellent arguments
against the assertion that a pilot shortage is directly impacting small-community airline
services.
The recommendation to address pilot access to student loans is an excellent example. The group
should have added more suggestions that result in an increased focus on promoting the pilot
profession, career progression, and other solutions.
ALPA Comments on Other Recommendations
ALPA did not support the remaining recommendations because we believe the working group
has fundamentally missed the mark with the opportunity to influence the future of smallcommunity airline services.
ALPA pressed the group to focus on a much broader set of discussions and recommendations
that could serve as a catalyst for a permanent, healthy federal transportation policy as it
pertains to small-community access. However, the working group determined that a quick
report to the Secretary would be more beneficial than investing the time needed to fully
leverage the opportunity that the working group has to shape the future of small-community
airports.
ALPA also urged the working group to research and consider the unique aspects of air
transportation in Alaska. We suggested that special accommodations would likely be needed
for small-community access in Alaska. With the heavy reliance on aircraft for basic
transportation of both people and cargo, the small communities in Alaska rely heavily on the
DOT subsidy programs and other accommodations. We recognize Alaska’s unique aspects and
continue to urge DOT and anyone else who reviews this report to remember to address
Alaska’s issues and concerns separate from the discussion on small communities in the
remaining United States.
Concluding Thoughts
We recognize that the working group was formed under the previous administration, and the
membership chosen by past DOT leadership. Because of the high degree of interest that many
Members of Congress have expressed about the future of EAS and small-community service,
ALPA recommends that the Secretary consider rejecting the report and directing the working
group to provide recommendations in line with the statute. A list of those suggestions were
presented by ALPA, and dismissed. This may require a diverse group of experts who truly
want to transform the policies, rules, and regulations that govern small-community access,
without attempting to reduce safety laws such as those in P.L. 111-216.
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We welcome additional opportunities to discuss our concerns with you, and to engage in
discussions on how to move forward with meaningful changes that make sure smallcommunity airline services are stable, reliable, and beneficial to all of those involved in ensuring
that the services are safely provided.
Please do not hesitate to contact me if you would like to discuss this topic in greater detail.
Sincerely,

CaptainTim Canoll, President
Air Line Pilots Assocition, International
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