History of the Allied Pilots Association

About the Allied Pilots Association.>

http://www.alliedpilots.org/Public/AboutAPA/Background/history.asp

Headquartered in Fort Wrth, Texas, near Dallas/Fort Wrth
International Airport, the Allied Pilots Association (APA)
serves as the certified collective bargaining agent for all
Anerican Airlines pilots. APA was founded in 1963 by a
group of American Airlines pilots who broke away from the
Air Line Pilots Association (ALPA). Wth nore than 12,000
nmenbers, APA is the largest independent pilots’ wunion in
t he worl d.

APA provides all of the traditional wunion representation
services for its nenbers. This includes the |obbying of
airline pilots views to Congress and governnent agenci es.
In addition, it devotes nore than 20 percent of its dues
i ncome to support aviation safety.

Organi zationally, APA is led by three national officers --
a president, a vice president, and a secretary-treasurer --
elected by the nmenbership at large to serve three-year
terms  working out of the association’s headquarters
office. The Board of Directors serves as the policy-making
body of the association. The board is conprised of the
chairman and vice chairman from each of the nine domiciles
(Boston, Chicago, Dallas/Fort Wrth, Los Angeles, Mam,
New York, St. Louis, San Francisco, Washington, D.C. ). The
board neets at least three tinmes each year, with the fall
meeting constituting the annual neeting. The association
has nunerous active conmttees made up of pilot volunteers
that focus on key facets of a pilot’s working life. These
commttees include: Aeronedical, Appeal Board, Benefits
Review, Captain’s Authority, Check Airman, Commttee for
the Arnmed Defense of the Cockpit, Communications, Contract
Adm ni stration, Famly Awareness, Financial Audit, Flight

Ti me/ Duty Ti e, Hot el , I nformati on Technol ogy,
| nt er nat i onal Al li ance, Junpseat, Legislative Affairs,
Menber shi p, Negoti ati ng, Pensi on, Pi | ot Mut ual Ai d,
Political Acti on, Pr of essi onal St andar ds, Saf ety,
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Schol arship Fund, Scope, Security, Strategic Canpaign,
Stri ke, Technical Analysis & Scheduling and Trai ning.

A 45-nmenber professional staff works in the headquarters
offices providing a wide range of services, including |egal
representation, contract adm nistration, accounting, public
rel ati ons, benefits adm nistration and clerical support.
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The Beginning

It is said H story repeats itself! M stakes can repeat too,
if sonething is not |earned the first tine.

A brief hi story of the American Airlines pilots’
contribution to solid wunionism nmay be hel pful in
understanding your roots, and why the Alied Pilots
Associ ati on now represents you.

Prior to the 1930s, there was no protection at all for
pilots. They were at the nercy of Conpany nanagenent who
would fire themat will. They were pushed to fly in weather
against their better judgenent. They sonetinmes had to fly
nore than 120 hours a nonth. The pay was ridicul ously | ow
It was cut even further when the job market could provide
enough pilots willing to work for less. Not many dared
speak up. If they did, they were fired.

David L. Behncke, a great |leader and a pilot's pilot, was
the founder of the Air Line Pilots Association (ALPA). In
1930, he swore a small group of pilots to secrecy and they
nmet to set up an organi zation. They would have been fired
if their names becanme known. Oficially and publicly, ALPA
was born April 1, 1931.

The AAL pilots were well-represented anong the key nen and
founders. Their stories of the early days, the hardships
and sacrifices, the many problens to overconme, the guts it
took to survive, would fill volunes. Mny of these pilots
were still flying on AAL in the forties and fifties.
Knowing them flying with them Ilearning first hand of
their experiences, was a stirring influence. Six of the
twelve pilots who signed the formal copy of the ALPA's AF
of L International Charter were AAL.

Soon after its formation ALPA would be tested. In the m dst
of the depression, E. L. Cord, owner of Century Airlines,
began cutting salaries. In February 1932, the first airline
strike was called. The pilots stood fast and, after many
nmont hs, prevailed. Through stock manipulation, E L. Cord
would later gain effective control of Anmerican. He placed
C. R Smith in charge of operations. Pilots closed ranks.
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Early in Septenber of 1933, airline operators formally
announced they were instituting a new |ower pay system
ALPA be dammed. They also wanted pilots to fly up to 140
hours per nonth, 160 hours for copilots. Behncke threatened
a national strike. It was a desperate ganble, one which
woul d have destroyed ALPA if it had actually cone off and
was | ost. The National Labor Board (NLB) agreed to take on
the airline pay dispute. The strike was called off.

After the crisis, Behncke admtted that if there had been a
strike, ALPA would be finished. He also said: "I believe
American Airways was the best balanced. They were pretty
much together, and | believe they would have wal ked out to
the last man. TWA would have collapsed conpletely, and |
know that on United everything south and east of Chicago
woul d have gone out, and west of Chicago it would have been
just about half. The only way you can keep a striking
element in line is to keep them inforned. | figured it
would cost $1,000 a day to conduct a strike, and our
treasury had $5,000, so we would have |asted about five
days. After that, our communications would have been cut,
we would have been conpletely broken." Behncke carefully
laid plans to enhance and secure the professional status of
all pilots including their working conditions and overall
safety.

Behncke's plan required protective Federal legislation to
set safety rules, mninmum salaries, and flight tine
l[imtations. He used clever public relations and political
savvy. H's many contacts with politicians were of great
hel p. The fight went on through the period of the airmail
cancel | ations of 1934 when one third of ALPA s nenbership
was out of work. This led to Decision 83.

NLB hearings in 1934 before Judge Bernard Shintag of the
New York State Suprenme Court resulted in a decision which
becanme the basic cornerstone of how first pilots should be
paid. Copilots were rather overlooked. It did set the
mont hly maxi mum flight time at 85 actual hours.

This was a real victory for Behncke.
Decision 83 witten, by reference, into the Airmail Act of
1934 was without real legal standing. It becane law in 1938

as part of the Cvil Aeronautics Act. The next step was to
be included under the Railway Labor Act (RLA) for a neans
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of settling disputes. Behncke, wth foresight, knew that
wi thout inproving the fornmula, pilots would not share in
productivity gains from newer, faster, heavier equipnent.
This problem would be tackled later, as would Behncke's
constant pleas for nore consideration for copilots, which
up to now had gone unanswer ed.

The Anerican pilots has always been Behncke's tough guys.
H s solid supporters. They were the first to organize 100%
and the first to negotiate a contract in May of 1939. They
were called "the Rock on which ALPA was built."” The first
seniority list on AAL in Novenber of that year showed 309
names. Eastern did not sign their contract until two years
|ater. The last of the mpjor carriers' contract to be
signed was not until 1945 on Pan Aneri can.

Things were rather quiet in ALPA until after the war.
Patriotically, the maximum flying hour Ilimtation was
increased from 85 to 100. The nunber of ALPA nenbers
increased from 1,400 in 1940 to 5,730 at the end of Wrld
Ward 1. 90% of all airline pilots were nenbers. Anmerican
doubled its number to over 1,200 pilots.

The President of American Airlines, Ralph Danon, (C. R
Smth was made a Ceneral during the war) gave us his
witten word on Decenber 3, 1945, that "in order to place
four-engined aircraft into operation as pronptly as
possi ble, and to do so without harmng the rights of either
party, we wll expect our pilots to fly such equipnment
under the pay rates applicable in our domestic pilot's
agreenent during negotiations, and we pledge the settl enent
of the question of pay for pilots of four-engined aircraft
retroactive to the date such aircraft were first placed
into scheduled operation.” They repudiated their word
during negotiations that had begun in 1945, W began
nmedi ation on January 7, 1946. The conpany had DC-4s which
had been operated on our overseas contract operation, but
now were assigned back to donmestic. The troubl e began.

In 1944, we copilots had only % a vote in ALPA and were
limted as to what offices could be held. Prior to 1939
they had no vote W were still "second class citizens" for
sure. W had to change the situation in ALPA before we
could hope to catch up pay-w se. Mdst senior pilots in ALPA
considered copilots only apprentices, as did the Chairman
of our own Negotiating Conmittee, W H Proctor.
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Since 1934, Dave Behncke had done all he could to help the
copilot's cause and was in our corner. Qur Mster Executive
Council (MEC), simlar to the Board of Directors of APA
decided to beef up the copilot representation on our
Negotiating Commttee. | was added as a nenber in 1945.

Much time was spent at the home office in Chicago talking
with Dave about all the problenms. He had had a crash
landing in 1934 and landed in a tree. Ten years |later
alnost to the day, ny DC3, after a md-air collision,
| anded in a snow bank. He had also been a test pilot. W
had a | ot in comon.

TWA was the nost advanced through the steps in the RLA in
1946. They had conpleted direct negotiations and nediation,
turned down arbitration, so finally a Presidential
Emer gency Board was appoi nted by Harry Trunman.

The Board's report was confusing and unclear. They refused
to interpret their own findings. ALPA's comment in
rejecting the report said: "Never in the history of RLA has
there been a nore marked failure to settle any dispute.”
The pilots of TWA were forced to strike on October 21,
1946. On Novenber 16, the strike ended after three weeks
with an agreenent to arbitrate. (George Spater represented
TWA, a senior TWA pilot for ALPA, and a neutral, F. M
Swaker.) After agreenent by the parties, the judge revi ewed
the copilots settlenment and said "you sure screwed them"

The TWA settlenment did little to advance negotiation on
AAL, as we were now faced with the Conpany's determ nation
for industry-wi de bargaining, which Behncke would have
nothing to do with. Still no help for copilots.

The 1946 ALPA Convention, its ninth, was convened February
18 to 24, 1947 in Chicago. The TWA affair and Behncke's
health problens contributed to the delay. There was a
surprise in store because Proctor of AAL canme from the
floor running for President of the Association agai nst Dave
Behncke. Proctor did not have all of our senior captains
backing him and certainly got very few of those % votes.

Qur copilot problens would have to wait until the 1948
Convention when we got the full vote, but only after four
years of service. At the next Convention, in 1950, the full
vote would be obtained for all. Hopefully, no nore
discrimnation within ALPA after that, but nore patience
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woul d be required in securing our pay and benefits fromthe
Conpany.

Behncke made anot her plea for copi |l ot s: " Speci al
consideration should be given the copilots”" he told the
conpany, "for four inportant reasons: 1) copilots are a
vital and inportant part of the pilot-copilot team 2) they
are in the status of copilot for a nuch |onger period of
time now than fornerly; 3) the copilots have had too little
pay for too long a period of tinme, and; 4) greater skill
and responsibility requirenents of flying the l|arger and
faster equi pnent nust be and is shared by the copilot."

W were in nediation for nore than a year with our first
contract after the war, and it was not signed until April
18, 1947. We had to battle the industry-w de bargaining
pl oy headed by Ralph Danon, acting as Chairman of the
Airlines Negotiating Conference. W had been saddled wth
the TWA copilots settlenent and could do little about it.
The captains did a bit better, but at |east we all returned
to the 85 hour maxi mum nonth. The industry had fought hard
to retain the 100 hour maxinmum after the war. They forgot
their prom ses.

American began what they called a "screening" program It
was suppose to take another look at the pilots who were
hired during the war, sone with mninum qualifications,
al t hough they were well past probation. It turned out to be
designed as a "washout" program not just for copilots, but
for some very senior captains as well. Captain Wayne
Al'lison of our System Board, w th Behncke's strong support,
turned this into a humliating defeat for the Conpany.
Nobody was fired except Allison, at a |later date.

After the war, Anerican had purchased Anerican Overseas
Airlines for their European routes. The pilots gave C R
Smith such a hard tine concerning the nerging of seniority
lists that he finally sold the routes to Pan Anerican.

The 1948 negotiations were concluded on July 17 after five
nmont hs of negotiations, during the Mediatory Process. This
time, we had strong support from the captain nenbers of the
Commttee. Inportant gains were made for copilots in
wor ki ng conditions and sone in flat pay increases. The nopst
wel come change was to be able to bid "trips" on the sane
basis as captains. This was a first! Rules were added for
copilot qualification on equipnment, protection of base
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seniority, noving expenses, sick |eave, neal expenses, and
vacation allotnments. The problens on AAL were nuch nore
acute than on other airlines. W were the |argest and had
lots of big plans, with nore comng fast. The pilots were
regrouping as a solid force. There had been nmassive
furl oughs on AAL in the late forties and we were hurting.

Dave Behncke had spent nmany days and weeks working closely
with us during these negotiations. He was well known as a
skilled negotiator. W had time to learn nuch about him
and from him technique and strategy; |eadership and
determ nation; patience and timng; wait for the right
opportunity; seize the initiative; hold on like a bulldog
in your own best interests; know when the iron is hot! It
was said about him "he never gives up fighting, but a
defeat today, only prolongs the battle, for he will be back
to fight another day." Solid support is essential and
necessary. Things we never forgot.

The Airline Pilot Mgazine of Mirch 1949, «carried an
article by Dave Behncke saying: "Technol ogical unenpl oynent
is quite visible here, probably nbst notably on Anerican
Airlines whose |arge, faster, and nore productive equi pnent
has resulted in the reduction of pilot personnel from 1, 265
to 753 without any reduction in route mleage. On other
airlines the trend is the sanme. Qut of necessity the

airline pilots will soon project a realistic plan to neet
this situation which will inevitably becone industry-w de."
The Septenber 1949 issue contained these words: "The

sel fsane situation is unm stakably being evidenced in 1949
as was so clearly evidenced in 1934 and it remains for the
same group to do sonething about it in 1949 as net the
i ssue so staunchly and so unflinchingly in 1934." Further
on quoting from the preanble to the actual Decision 83 by
Judge Shintag, dated May 10, 1934: "If pilots were to fly
in the future the same nunber of hours as in the past and
were paid on the sane nonthly basis, their nonthly earnings
would be greatly increased. Simlarly, were the mleage
basis to be continued and the hours of actual flying
reduced, there would be no change in nonthly earnings,
notw t hstanding the sharp reduction in nonthly hours."™ The
article ends with "The airline pilots have been patient,
but their patience like the sand in the hour glass of tineg,
has run out and now there nust be a change and the work
"must' is all significant."
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M | eage Limtation, M | eage I ncrease Det er mi nati on

what ever term nology was used at the tine, meant only one
thing - a reduction in the nunber of flying hours per nonth
with no loss in pay. It was intended to mtigate the
effects of the nore productive, faster equipnent, now and
in the future. The idea was scoffed at, not only by airline
managenment s as unnecessary at this tine, but by some senior
pilots of other airlines as inpossible of attainment. It
m ght cost them an opportunity to advance their own
ear ni ngs.

Qur contract was anendable on July 1, 1949. It took 28
nmonths to reach an agreenent. W had direct negotiations,
medi ation, arbitration rejected by the Conpany, strike date
set, and a Presidential Energency Board appointed by
President Truman on January 13, 1951. David L. Cole was
appoi nted Chairman. W encountered every conceivabl e del ay
along the way. W had to negotiate a Korean airlift
agreenent on short notice. We had to threaten not to train
on or fly the new DC-6 B, arriving soon. This latter
problem was ultimately given to the Cole Board for
resol ution.

The major issues on AAL had been reduced hours and copil ot
pay. The reduced hours were denied as well as a pay
increase for first pilots. Qur captains were content to
receive the same pay for the reduced hours, and had not
asked for an increase. That was the Board's reasoning for
denial. It did find, however, that when the Conpany ordered
planes with a speed of nore than 325 MPH that a study
should be made to determne the effects it would have on
unenpl oynent. The copilot's pay findings were very good.
The Board recommended incentive pay on the sane type
formula as first pilots; equipnment differential for the
first time, that after two years copilots be paid 55% of
captain's flight pay. The Board issued its finding on My
25, 1951. It would take until Novenber to finally arrive at
an agreenent satisfactory to all pilots.

The copilots, with Behncke's help, and because of actions
taken at the 1950 Convention, were now at full voting
parity. The nakeup of the Executive Board was reduced in
size so that only one nenber from each airline would
represent the whole group. A captain and a copilot would
alternate years. The year 1951 saw copilots representing
all the pilots of the two largest airlines, AAL and UAL
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Behncke was working closely with us on our presentation
before the Board in New York, while trouble was brew ng
back at Headquarters in Chicago. Cancy Sayen, a Braniff
copilot, had been made Executive Vice President of ALPA at
the 1947 Convention. During our hearings, he was directed
to handle the staff problens which were getting out of
hand. They insisted on their own union within a union. A
conm ttee of senior captains, not American, got in the act.

Together with Sayen, staff nenbers, and the outside |egal
counsel for ALPA, they were quite form dable. Wile our
hearings were in full sw ng, Behncke was forced to return
to Chicago. That was the first step toward his ouster as
President of ALPA. Political power was being utilized to
the fullest. The ultimatum to Behncke was much the sane as
that which the AAL pilots would receive in 1962. They sent
Sayen and a watchdog commttee to New York to nmake sure our
heari ngs continued as they wi shed. W were shot down!

Usual |y, personal friends can wunite to fight common
problenms but with the political charged atnosphere of the
"Behncke Barbeque,” as it was called, we were poles apart.
Each airline group is nornmally loyal to the best interests
of its own airline, i.e., team spirit, right or wong,
informed or not. This tine, the senior "heavywei ghts" from
other big airlines had it well-orchestrated. They were
good. When the Executive Board was called into session on
June 12, recessed to July 12, 1951, the staff fronted for
the novenent. The second act for Behncke's dem se would
soon begin.

The Executive Board represented sone fifty airlines in
ALPA. When in session, each airline had only one vote,
unlike the Board of Dorectors who when in session
(Convention), voted their entire nmenbership. Under the By-
Laws, the Executive Board was sinply an advisory commttee.
Six small airlines with only a handful of pilots could
negate the vote of six of the largest airlines with 90% of
the nenbership. Only 20 representatives were present on
June 12. The purpose of the neeting was supposedly to
di scuss the Cole Board decision on AAL. That discussion
never took place. The thrust imediately turned to an
attack on Behncke personally, and why he should not be
allowed to continue as President of ALPA The staff was
allowed to take over and the massacre was on. The senior
"bi g guns"” made sure of the outcone.
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Wiile we went back to our negotiations to rectify the gross
inequity of the first pilot pay reconmendati ons of the Cole
Board, Behncke was in the fight of his life. He still
managed to give us every support in our endeavor, even
while the so-called "revolutionaries”" were organizing an
intensive canpaign against him They stole nenbership
mailing lists from Headquarters and grubbed up every
farfetched bit of dirty linen they could inmagine.

A special neeting of the Board of Directors to neet in
Convention was hastily called for July 16, 1951. Under the
By-Laws, this was the only group who could recall Behncke.
Most of the Board arrived totally uninfornmed, but were soon
set straight by the revolutionaries. Behncke was recalled
and Cancy Sayen put in as President. This did not stop
Behncke's struggle for survival. The legalities of the
tactics used, sone very questionable, were taken to court.
The legal battles continued for over a year. Behncke put up
one hell of a fight. At one tinme, the group supposedly in
charge attenpted to set up a new pilots union called Ar
Transport Association. The end was near.

Qur negotiations continued while ALPA' s |egal entangl enments
pl ayed out. AAL was adamant in following the Cole Board's
recommendations precisely. In a letter to all pilots on
Septenber 17, 1951, C. R Smth stated: "In the neantine,
ALPA has made an agreenent wth Eastern Airlines. That
agreenent says, in net effect, that the position of ALPA is
that the noney should be divided between the copilot and
the first pilot; that ALPA is willing to accept less for
the copilot if the first pilots also receives an increase."
The letter further stated the position of the Conmpany: "If
ALPA insists on a substantial increase for the first
pilots, there should be an opportunity to reevaluate the
copilot scale, and the relationship between conpensation
for the first pilot and copilot. (This was evidently ALPA
policy in the Eastern Airlines agreenent.)" W on the
Negotiating Committee did not find ourselves in a very
confortable situation. W were had, again! The captains on
AAL had hel ped us in 1948 and we were not going to |let them
dowmn this tine. Nothing was going to destroy our
solidarity. The copilots did get fornula type pay and
equi pnent differential, but not 55% Captains did get their
rai ses. Probably the only time we ever gave anything back

W would later recoup that and nore. The agreenent was
signed on Novenber 5, 1951. Inprovenents in the working
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conditions area included 48's, maxinmm duty tines, and
m ni mum of f duty breaks.

Sayen had taken over ALPA and set up the regularly
schedul ed 1952 Convention for Cctober 8. Behncke had | ost
his last fight. He was tired, sick and alone, alnobst. He
was pressured to resign but he never admitted that the
"runp" sessions were either legal or binding. The Behncke
era was finished. Six nonths |later he died, nost old tiners
bel i eved, of a "broken heart." ALPA would never be the sane
again. The AAL pilots' influence within ALPA would not be
either. W tried for ten years but never made it.

H Bart Cox, a well respected AAL pilot, challenged Sayen
for the Presidency at the 1952 Convention. Unlike Proctor
he had the whol ehearted support of all of us. He lost to

the "power block" behind Sayen. The "lip service" paid to
"denocratizing" ALPA would only solidify that power behind
t he t hr one. They controlled t he Super Weapons:

communi cations and conmm ttee appoi nt nents.

The 1953 contract negotiations on AAL headed by Wlie
Dr unmond, as Chai r man of t he Conmittee, secured
i mprovenents for copilots. They were tied directly to first
pilot pay in all respects, by a fixed percentage. This
woul d nmake future negotiations easier. The Conpany could no
| onger play one group against the other. There were
i nprovenents for all pilots in wrking conditions and
benefits; pay for all exceeded industry standards.

1954 Dbrought another crisis down on AAL. W had the DC- 7
nonstop coast-to-coast flight which could not be flown
west bound under eight hours. The eight hour rule stenmed
back to 1931. The Conpany was flagrantly violating the
rule, as did TWA and UAL. Wen Anerican and the industry
attenpted to get the rules changed in Wshington and
continued to operate the trips over eight hours with no
consideration of the pilot concern over violation of |ong-
standing rules, the pilots revolted. Although all three
airlines took strike votes, it was scheduled only on
American. The strike started on August 1. AAL pilots were
rock solid. This was the first strike on AAL and we | ost
it. The Conpany brought actions in court agai nst ALPA

There was the weak |ink. The strike was termnated by

Headquarters on August 21, which led to the subnmission to
the Neutral, David Cole, of the issues raised in this
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controversy. Reference his Interim Report and Prelimnary
Recommendat i ons of October 25, 1954:

1. For all flight hours scheduled in excess of eight, the
pilots be given a credit for all purposes as to both
pay and flight time, of twice the anount of these
excess hours;

2. That an additional pilot be assigned to such flights
qualified to relieve part of the tine the captain, the
copilot, and the flight engineer.

These were listed as two of the possible ternms or
conditions to be applied to the nonstop flights schedul ed
in excess of ei ght hour s. Nei t her one  of t hese

recommendations were included in the settlenment. Only the
time over eight hours was paid on the basis of $1.50 an
hour for first pilots and $1.00 an hour for copilots. One
and one half pay for overtine versus the two for one
recommended. There would be no additional crew nenber.
Pilots thought the principle had been sold out for a
pittance, after such a strong stand by AAL pil ots.

A letter to the President of ALPA, by a TWA pilot sonetine
|ater, expressed it well: "Wwen the eight hour nonstop
agreenent was signed on AAL a nunber of years ago, nany of
AAL's pilots felt they had been sold down the river. There
were pilots on other carriers who felt equally strong about
the eight hour rule. For reasons which you know as well as
|, we |ost the eight hour fight."

The negotiations, which began late 1955, were significant
in the fact that it was the first contract on AAL to be
signed in direct negotiations with our Conpany w thout the
intervention of the Mediation Board or a neutral. It did
take 14 nonths to conplete, but there were many new
benefits: Pay increases for first pilots; 2% added to the

copilot relationship; full retroactivity; a duty tine
formul a; reassignnent protection; and inprovenents in nost
all benefit related areas. Wrking conditions had been
targeted as a "nust" item for inprovenent. Retirenment was
anot her critical item that had to be addressed.

| mprovenents were nmade there too, adding a "B" or variable
fund to the Conpany plan. Two of the negotiators on that
conmmittee were pilots who will be heard from nany tinmes
again, Paul G Atkins and Nicholas J. O Connell, Jr
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The 1956 ALPA Convention was held in Chicago, Novenber 5
through 12. Wlie Drummond, a previous negotiator and
Master Chairman on AAL, was enthusiastically endorsed to
run agai nst C ancy Sayen for the Presidency of ALPA

Drunmond cane  cl ose, but the usual opposition was
effective. A previous Mster Chairman said it correctly:
"The AAL pilots' previous dom nance produced sonething of a
backl ash that manifested itself by the late 1940s in an
al nost aut omati c anti - AAL voti ng bl ock in nost
Conventions." Wayne Allison, who had done so nmuch for the
AAL pilots back in 1947, had been fired because of a |ong-
standing vendetta by top nanagenent. Despite pleas by
Drummond and our entire group for consideration of his
case, the Convention washed its hands of the affair.

Sayen's well-known attenpts to underm ne and go around the
AAL pilots' elected representatives did not set well wth
the rank and file. Qur Master Chairman, Gene Seal, said
sonme rather wunkind things about Sayen. It was only what
nost of our pilots wanted to express thenselves, and did
whenever t hey had t he opportunity. Thi s t enuous
relationship carried over to our next negotiations.

In 1956, AAL purchased procedural trainers for sinulator
type training for which we had no contractual provision.
UAL had such an agreenent covering sinmulators as a result
of their pilots refusing training. That hard stand had
acconplished for them what we needed. Qur MEC gave the
Negotiating Commttee a nandate to secure such coverage
before any pilot of AAL would take the training.

A nessage contrary to what was requested was sent out of
the honme office to all AAL pilots. Take the training but
under protest. It went out over ny signature as Chairnman of
the Commttee. No such authorization was ever given or for
the use of nmy nanme. W demanded a retraction and the proper
instructions were then sent out. W had a tough group on
the Negotiating Conmttee and nmade it clear to Headquarters
that they were not running our show. Anerican |ater sold
the trainers w thout them ever being used. That was only
round one. Before a new basic contract would be agreed to
for 1957, there would be other disagreements wth
Headquarters, al | steps of the RLA a Presidential
Emer gency Board, and a strike. W won that one, although we
went through another 18 nonths of battling on all fronts.

Edited by James L. Javurek Page 14 of 60 6/10/2007



Qur nmain thrust in this negotiation was for a quick
contract with few open issues. W wanted our turn at bat.
Money for present equipnment was the mjor item New or
different approaches to industry problens would not be
tried on AAL at this time. For pilot solidarity, we sent
frequent Bulletins so that everyone was kept fully inforned
of all the facts and happenings. The Conpany's insistence
on enlarging the issues created much delay. Jets were still
down the road in 1957, but Sayen wanted us to include the
crew conplement issue as part of any settlenent. This we
refused to do. Several other airlines soon concluded
agreenents on present equi pment and soared past us in pay
and wor ki ng conditions.

Qur position: pay and working conditions on equipnent we
are now flying and inplenented first. Then, work on the
preparation, discussion and negotiations concerning jets.
W had been through several steps of the RLA, and did not
want to repeat the built-in delays of the Act. O course
the thorny crew conplenent issue was in Sayen's mnd, and
he did not agree with our approach. W liked our timnmng,
the right opportunity for reduced hours would not be until
|ater. W would not agree to conprom se our |egal position.
W had pressures from the Conpany, the National Mediation
Board, and from ALPA. W had to hang tough!

A strike date was initially set for April 16, 1958. A
Presidential Enmergency Board was created on June 19, 1958,
James J. Healey, Chairman. Although the Board found that
the problem of turbine powered equi pment was not a part of
this controversy, it also found that the jet issue should
be "faced up to." It reconmended further negotiations. The
Board's final report was not issued until Septenber 3,
1958. W& had, up to this tinme, been through at |east four
Medi atory Sessions. W refused any arbitration. W had
| earned that I|esson. W took strong objections to the
Conmpany's "Positive Pay Plan," which was an attenpt to do
away with the increnment pay systembuilt up over the years.
Each of their proposals grew regressively worse, and nore
arbitrary. American had announced a proposed nerger wth
Eastern Airlines, which was a topic of discussion at ALPA's
15th Biennial Convention in Mam, Florida from Novenber 3
to 9, 1958.

Qur MEC was becomng very demanding of a strike date. It

was finally set for Novenber 25, 1958. Paul Atkins, the new
Master Chairman on AAL, and nyself, worked very hard on
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Sayen for the date. He was reluctant. The Conpany secured
an injunction in court against the strike, which neant
further delay. W were released fromthat on Decenber 9.

There was a nutual assistance pact in the picture at this
time anong the large airlines. Under its terns, if one
airline lost noney during a work stoppage, the others would
make up for sone of that |oss. ALPA, of course, would fight
this arrangenent. It smacked of the old Industry Wde
Bargaining Ploy. There had been a previous strike on
Capi t al Airlines by the flight engineers. This was
happening on other airlines as well. Eastern Airlines
flight engineers struck the Conpany on Novenber 24, 1958
The Board of Directors voted strike benefits for those
pilots with the reasoning that they were out because they
were protecting ALPA policy on Crew Conplenent. The
Executive Conmttee conposed of all National Oficers and
five regional Vice Presidents, did not appreciate the AAL
pilot situation. The Boeing 707s were sitting on the AAL
ranp and pilots were being threatened to take training. W
were to be first domestically to fly them This was our
opportunity!

The Conpany's strategy was to bargain jets against our
present equi pnent, a Jlosing proposition. W had no
alternative but to stick to our guns. After several nore
days of everybody trying to get into the act, there were
attenpts to go around the Negotiating Commttee. W net
with the Conmpany in the presence of Leverett Edwards,
Chairman of the National Mediation Board. The attenpt for
any last mnute "give" on the part of the Conpany was
futile. The strike at one mnute to mdnight on Friday,
Decenber 19, was on. The AAL pilots would receive no strike
benefits from ALPA during this strike!

The AAL pilots, 1,491 in nunber, did everything just right.

They had a long wait but they were solidly there when we
needed them Qur MEC was called into Washi ngton, avail able
and ready at all tines, while the Negotiating Commttee
westled with the Conpany and the NMVB, and sone of the
Executive Conmittee's interference, which was aided by the
chi ef Council of the Association. Twenty-two days after the
stri ke began, we had a contract on January 10, 1959, and a
back to work agreenent. W had broken new ground in several
ar eas.
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Anerican agreed to three qualified pilots on our 707s
"plus" a Professional Engineer, a crew of four. That solved
two problenms; (1) we would take care of any pilot |ayoffs,
and (2) we had provided ALPA with a way to avoid all the
unpl easantness with the flight engineers while conform ng
to ALPA policy. PAA EAL, TWA soon followed by adopting the
four man crew concept. W also obtained the highest rates
of pay in the industry on present and future equipnent,
fully retroactive, the top copilot pay raised to 63% of
captain pay. Wrking conditions, duty time, and away from
home rel ationship credits conparable to the best negoti ated
anywhere. All credited hours would count toward the 85 hour
maxi mum nonth. The Conpany agreed, as a condition of going
back to work, that they would honor System Board deci sions,
past and future. This was a sticky point that, by itself,
coul d have caused another strike action.

Qur foot in the door for reduced hours was particularly
inmportant. Pilots flying jet aircraft could opt for 75
hours if they so desired. W had won a big one. The
solidarity of the AAL pilots made possible the biggest
gai ns ever acconplished in any one negotiation. It would be
to the benefit of all pilots in the Association, but
certain political concerns within ALPA did not find the AAL
approach acceptable. Two intangibles were established: AAL
managenment was now aware they would have to deal directly
with the elected AAL pilot representatives; ALPA could not
push us around forever.

The next round of negotiations would be nost interesting.
The contract was anendable July 21, 1960. It would take
over three years to acconplish. ALPA would not be the
representing organization to sign it. They had thrown five
of the AAL pilots out of that organization. The MEC and the
vast mgjority, over 90% of the AAL pilot group, felt thrown
out too.

Future history wll have to judge where the w sest
decisions were nmade and by whom It is ironic, however,
that the nmen of great influence within ALPA were still
there making the decisions at that time. They were the so-
called "big guns" and visionaries of the future who nmade
policy for ALPA. They were from Braniff, Continental,
National, Pan Anmerican and especially Eastern, which had
the | argest nunber and had nore say and control.
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The five nmenbers who would be expelled for life from ALPA
in 1963 were N ck O Connell, Paul Atkins, Bob Guba, Joe
Garvey, and Dick Lyons.

The Details and Documentation

The threat of a strike is normally the nobst effective
weapon we have. The strike itself can be a doubl e-edged
sword, anticlimactic! (The Air Traffic Controllers |earned
that 10 years ago.) Wen forced into it, and we were in
1958, we had to go for broke. W gave it everything we had.

First we nade damm sure the troops were solidly behind us
and that our chances of w nning were good, real good. The
pilots are the only group that can shut an airline down
conpl etely.

W were not only successful contractually in 1958-1959 but
also in the sense that there was a marked change in the
attitude of the Conmpany. C. R Smith, the President of
Anerican Airlines, a guest of the AAL MEC and Negotiating
commttee on July 22, 1959 said:

"Qur basic respect and affection for the Pilots

of American should not be in doubt. It is easy
and pleasant to recall the earlier days of air
transportation, when t he majority of our

enpl oyees were either Pilots or Mechanics, and
when we welconed the opportunity to work
together. Those were the really pleasant days in
this business, and we should do our best to bring
back the spirit which nmade them pl easant.

| early forned the conclusion, and | have the
same opinion today, that the privilege of
friendship with the Pilots of Anerican is one of
the nost refreshing experiences which can cone
from association with this business.

We have not done well in our nutual relationship
of late. W have drifted apart and we have becone
critical of each other. W have often failed to
give the other credit for honest intention. It
would be well for us to do better, because it
woul d nmake our own work nore enjoyable and it
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woul d provide a better opportunity for us and for
our Conpany. We have wasted too much of our tine
quarreling wth each other. Wile we have
guarrel ed, our conpetitors have profited from our
| ack of attention to the business. That we cannot
af f ord.

The forthcom ng conpetitive situation is gong to
end up with some financial wecks. W want to
make sure that American wll come out in one
pi ece. The days ahead deserve and require the
best of our attention, and if American is to
succeed, it would be well for us to go down the
i ne together.

Life is short and we should have sone pleasure
from it. Those who work deserve at |east two
things: 1. Pay for their work, with which to pay
the bills; 2. The pleasure of association and
acconplishnent, comng fromthe work of the day.

It is difficult to have pleasure from the work
unless there is respect for the Conmpany wth
which you are associated. If you feel obligated
to knock your enployer at the beginning of the
day, that day is not likely to turn out to be a
pl easant one. You should have respect for your
Conmpany, a pride in what it is doing and a
feeling of respect for your associ ates.

There is an equal obligation that your associates
shoul d have respect for you. None of these things
can be enforced, but they wll cone readily if
they are deserved. W want the Pilots of Anerican
to work in an atnosphere of confidence and
respect. They deserve that, they should have that
and we will do our best to bring it about.

Qur neetings with you during the week have been
r ef reshi ng. They are going in the right
direction. This could be the opening of a period

of new and better relationship, and | hope that
it is. Wiether or not this can and wll cone
about depends largely on our wllingness and

ability to put into practice the splendid
obj ectives which we have discussed together. You
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can count on it that Anerican will do its part
and | amsure that you will do equally well."

Pilots can fight their Conpanies bitterly, but when it is
over, extend their best efforts to enhance the overal
wel fare of their Conpanies. W always did that on AAL. It
makes real good sense, as our fortunes are so closely
ent wi ned.

There were several negotiating sessions in 1959 and 1960
after the strike to handle the many interim problens that
ar ose. W  needed suppl enent al agreenents to cover
assignment and training on the jet equipnent; second
officer rules, duties, and training; equipnent |ock-ins;
refinements and inprovenents to our "E' and "F' rules and
credit application; procedures for the closing of two of
our bases; copilot bunmping rights; rules covering the
interchange with Delta Airlines; DC-8 rates of pay; and a
"freeze" for the pilots who would be trained on that
equi pnent .

The atnosphere in which our interim negotiations were
conducted and concluded rem nded us of the "good old days”
on Anerican when we could say: W work for "Anerica's

leading airline,” and deserve the best contract. W had
every confidence in our pilots' ability to retain that
| eadership and respect. They exhi bi ted true

prof essionalism The opportunities were present to stay
ahead of the pack.

On August 1, 1959, one whol e year before our contract would
be anendable, we negotiated a pay increase and rules
i nprovenents which made us again "first" in the industry.
Al'l this on our own. The contract was extended to June 1,
1961. Sayen could not prevent it. Oher airlines had signed
contracts subsequent to ours using us as a springboard.
They historically scheduled their contract dates to fall
after ours. They nmade sone gains. This tine we nmade it work
for us.

W scored no points with the Executive Commttee of ALPA
Back when our first strike date was set on April 16, 1958,
and we were voted strike benefits, we were aware of their
insistent interference in our negotiations. The Executive
Comm ttee, being conposed of very conpetitive and
politically notivated pilots of other airlines, felt we
should toe their mark and function at their direction. They
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did not relish Anerican or the American pilots being out in
front. This is how it was in the power group' s arena.
Everyone for their own airline's interest. In sonme cases,
for their own prestige. They were |liable of being pressured
or rewarded by their Conpany  for underm ning the
conpetition. Some |ater assumed managenent positions.

Qur Master Chairman, CGene Seal, in early 1958 had asked the
AAL menbership for their thinking concerning negotiations.
He wote a letter covering the responses on March 24, 1958.
He included sone of his personal observations and copied
the MEC and Negotiating Conmittee. The recent substandard
contract on National Airlines was nentioned, the adverse
effects it could have on us, and the nmess the Association
was creating by its crew conplenent policies. He observed
that problenms would follow and effect many airlines. His
anal ysis would prove prophetic. H's letter in conclusion

recommended: "Continue our attenpt to establish a strike
date to obtain an adjustnent of rates, rules, and working
conditions on present equipnent,” and "we call an early

convention to establish ALPA policy of a reduction in hours
on the jets and resolve the flight engi neer problem"™

The Master Chairman of EAL and DAL brought charges agai nst
our Master Chairman in My of 1958 because of the letter.
They demanded that he be expelled from ALPA. They further
requested that his hearing be held before the Executive
Commttee. This was against Association policy, as that
stated such hearing be handled by Iocal base officers.
Following all this, one of the regional vice presidents
fromanother airline sent Sayen a letter of resignation.

“I'n view of grave personal nisgivings concerning

the matter of inplenentation of our policy
regarding the third crew nmenber on turbine driven
aircraft, | feel I am no longer in a position to

properly act as an officer of the Association,
therefore I wish to return to ny previous status
of active nenber in good standing.

| would like to make one point clear - | do not
differ with our basic policy on this matter and
subscri be whole-heartedly to its purpose and
intent. | do think however, that |ike the Suprene
Court ruling on integration, the inplenentation
nmust proceed in accordance with the principles of
wi sdom justice, integrity and tol erance.
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It is my feeling that in sonme areas a certain
anount of brai nwashing and thought control is
being exercised. | also feel there has been
conplete neglect and disregard of intelligent
mnority thinking, and a continuing suppression
of all fornms of divergent opinion. Perhaps this
has to be, but I find nyself unable to subscribe
to this approach to our problens.

| hereby tender ny resignation as ALPA Vice-
Pr esi dent Regi on IV to becone ef fective
i mredi ately on receipt of this letter."

Qur MEC passed the foll ow ng resol ution:

"WHEREAS, it is the opinion of this MEC that such
char ges are unwar r ant ed, Wi t hout pr oper
foundation, and serve only to wundermne the
relationship of all pilot groups - lending itself
to sone purpose not spelled out in such charges,
and

WHEREAS, M. Seal is the duly elected Chairnan of
this MEC, we feel that any charge against M.
Seal is not a charge against an individual, but a
charge against the entire AAL pil ot group,

THEREFORE BE |IT RESOLVED, that this MEC gives
their wunqualified support to M. Seal regarding
such charges and that any further action by any
i ndi vidual or group against a Mster Chairnman on
AAL will be dealt with as an attack on the entire
AAL pilot body."

One of our pilots wote to Hopki ns and Sheri dan:

"Your 'preferring charges' letters of May 1 and
May 6 against our Master Chairman Seal are
mast er pi eces of ALPA Politics.

Qur M. Seal, a Master Chairman wth initiative
and backbone, is truly representative of all his
Arerican Airlines fellow pilots. He has ny
whol ehearted support. He is well thought of by
other AAL pilots, both Captains and Copilots, net
daily over our system and | am sure the mpjority
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of all the American Airlines pilots support his
actions as do I, a 24 year pilot and ALPA nenber.

It mght be pointed out that sonme of your own EAL
and Delta pilots, in conversation wth AAL
pilots, at hone and abroad, voice simlar
opinions as |I.

It is nmy opinion that you would represent your
own constituents better by dealing with your own
probl ens rather than being led afield.”

Gene was with us all the way, helping to obtain an early
strike date. On his request, after the 1958 Convention, he
was succeeded as Master Chairman by Paul G Atkins from our
Conmittee.

The Executive Conmmittee had injected itself into our
negotiations in early January of 1958. By resolution, they
told us in effect we had to negotiate "Jets" and crew
conpl ement. Board nmenbers from UAL and PAA so advised the
AAL Negotiating Commttee in no uncertain terns.

When we had our next neeting with the nediator from the
Nat i onal Medi ation Board on January 15, he asked us whet her
or not we had the benefit of the conferences of the
previ ous two weeks between M. Sayen and M. Kayser. Kayser
was the Vice President of Personnel from Anerican and now
in charge of negotiations. This was the first tine we had
heard anything about this. W had to set things straight
with Sayen, not so politely! Sayen of course was in the
Executive Conmittee's web. This would not be the last tine
that crucial information would be withheld from us or that
under hand or behi nd our back neetings woul d take place.

There was substantial evidence that our Conpany was led to
believe our Conmttee could be controlled and there would
be no strike. Later, after there was a strike, that it
would be ended by the first of the year. The proposed
nmerger between AAL and EAL was very nuch in the picture at
that tinme. Sayen and the EAL pilot conmttee used the idea
whi ch had been prevailed on C R Smth, for a fourth crew
nmenber and quickly settled with Rickenbacker of EAL on
January 1, 1959. W were on strike for much nore than that
substandard settl enment.
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After the "threat" advantage had been taken away from us we
had to "gut” it out . The Executi ve Comm ttee
representatives cane to Washington to keep the pressure on
us. (Shades of 1951) They passed resolutions on Decenber
31, 1958:

"The Executive Conmttee has examned in detail
the strike situation on Anmerican Airlines, the
unresol ved issues between the parties, and the
proposal of the National Mediation Board to
resolve the dispute, and has evaluated these
probl ems against the overall industry situation
as it affects the present and future welfare of
the pilots of Anerican Airlines, the nmenbers of
the Association, and the piloting profession as a
whol e, " further: "Theref ore, t he Executi ve
Committee is of the opinion that every possible
effort should be nmade to bring the strike action
agai nst Anmerican Airlines to a conclusion as soon
as possible, consolidating the gains that have
been made to date and acquiring such additional
gains as my be possible wthout seriously
j eopardi zing the position of the Association, its
reput ati on, its financi al integrity, its
prestige, and the position of +the pilots of
American Airlines.”

"The Executive Conmttee recomends that the
President of the Association and the pilot
representatives of American Airlines conclude an
agreed program to acconplish the foregoing as
soon as possible and proceed in accordance wth
t he foregoing phil osophy and recomrendations with
the wunderstanding that the Executive Conmttee
wll review the entire matter again within ten
days or |ess.”

The AAL MEC becane aware of what was happening. They
alerted the Negotiating Commttee, and fortified the stand

necessary for us to conplete our assignnent. It took
another ten days to convince our Conpany Managenent that
the strike would continue until a satisfactory agreenent

was reached wth the pilot-elected AAL Negotiating
Commttee. It was only then that nobst of our gains were
achi eved.
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While our MEC was in the process of ratifying the contract
and the back to work agreenent, three nenbers of the
Executive Commttee visited our neeting. One was the sane
person who had previously brought charges against our
Master Chairman. Another was a UAL pilot who had been made
Vice President from the Wstern Region V. Due to the
guestionable conduct surrounding the election, the AAL
menber of the Ballot Certification Conmmttee refused to
sign the results of the election. There was a tie vote. M.
Mac Murray broke the tie. Mac Mirray was a fornmer UAL
pilot, now inactive, who Sayen hired as his Executive Vice
President after becoming President. The Secretary of the
Association was also a UAL pilot. UAL had a powerful
i nfluence on the Executive Conmtt ee.

These gentlenmen were asked why the AAL pilots had not
received their strike benefit checks that had been
previously voted them by the Board of Directors. They told
our MEC that the matter was being studied by a sub-
commttee they had appoi nted on Decenber 15, 1958. W woul d
be told when the sub-conmittee conpleted its task. That
conmmttee was chaired by another UAL pilot. It did not
report back until the Convention in Novenmber of 1960. W
did not get our benefits, but we were fully assessed for
benefits paid the EAL pilots, who were not on strike. W
guestioned the assessments. These were al so against policy
in force during our strike. The AAL pilots went out on
strike w thout any know edge of a change in the rules.

Several MEC Resolutions were passed attenpting to correct
the retroactive denial. Qur MEC renenbered what was said by
the Board of Directors in their resolution of 1958
concerning benefits paid Capital Airlines pilots: "Wereas
lack of any benefits would seriously wundermine the
organi zation of the Capital Airlines pilots at a tinme when
unity within the Association is of vital concern to all
menbers. "

Qur strike was publicly announced on Novenber 21 to occur
on Novenber 25, 1958. The flight engineers and nechanics
struck EAL Novenber 24. Qur date was del ayed by injunction.
Sayen sent a ballot to the Board of Directors after that on
Decenmber 5 which in effect denied us the benefits which
they had previously voted us. It was so worded that a vote
for the EAL assessnent was automatically a vote against AAL
receiving benefits even though we were on a legitimte work
stoppage. Not half of the ballots were returned by the
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deadline. It was decided by a mpjority of those sent in.
This was long before any study was nade. Was the Board's
previous concern for unity within the Association still so
vital ? Qur pilots wonder ed.

In sunmary for our appeal, since the MEC felt they had been
treated unfairly and inequitably, presented the follow ng
reasons:

1. "National, West ern, Capi t al and Eastern
pilots received benefits when they were out
of work as a result of another craft being
on strike.

2. When the AAL strike ballot was circul ated,
benefits were authorized and conputed in a
di fferent manner.

3. The conputation of benefits were charged in
a manner which adversely effected only the
AAL pilots.

4. The rules were changed before a commttee
authorized by Convention action had an
opportunity to study and recommend policy on
this problem

5. The rules were changed only after a strike
date was stopped by injunction action.

6. Rules were changed by a ballot containing
nmore than one question wth only one
al | owabl e answer.

7. Rules were changed by a ballot allowing only
a week for nenbers to be advised and express
t hei r opi ni ons.

8. An assessnent was |evied against the AAL
pilots while they were on strike, in
violation of existing policy."

In strike benefit policies, admnistration, and paynents
were creating an open rebellion throughout the entire
nmenbership of ALPA, by being denied conplete and accurate
facts. A large segnent of the Association was being placed
in bad standing and ultinmately expelled. On AAL alone we
had 27 pilots expelled in one week. Qur nunmber of non-
menbers, so far, grew to 166.

Four pilots, three from other airlines, UAL and TWA wth
our Wlie Drummond, fornmed a group called the "Airline
Pilot Goup" designed to correct the situation and give
back to the pilots control over their own affairs in ALPA
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They were former Chairman, Master Chairnman, and Vice
Presidents. Wlie had been Region V Vice President in the
md fifties. They wished to change the "pay up or get out”
edict. The group clainmed that 80% of the nenbership was in
bad standi ng because of non-paynent of one or both of EAL
and Capital assessnents, whose pilots were not on strike
t hensel ves.

Protesting did no good so the G oup, now including pilots
from other airlines, filed an injunction to prevent the
start of expulsion proceedings against the non-paying
pilots. They encouraged those pilots to pay the assessnents
during the injunctions so they would stay in ALPA. \Wen the
injunction was Ilifted, this effort had been sonmewhat
successful .

On Septenber 15, 1959, the UAL Master Chairmn, anong
others, filed charges against the four original protestors
and fifteen of the co-plaintiffs who replied:

"On Septenber 15, 1959, charges were filed by
TWA, OZA, and UAL MEC chairman against the four
ori gi nal protestors and fifteen of the co-
plaintiffs.

In accordance wth ALPA By-Laws, three LEC s
heard these charges and found all nenbers heard
(9 out of the 19) as not guilty as charged.
However, these hearings were declared null and
void by the hearing board and the appeal board on
the basis that the LECs did not have
jurisdiction. The hearing board then held its
hearing and found all nineteen charged nenbers
guilty. Their decision for all co-plaintiffs to
the lawsuit was a $100 fine and a one-year
suspension; for the four original protestors a
$500 fine a two-year suspension. During the
period of suspension the suspended nenbers are to
pay dues but wll receive no representation
regardi ng violations, grievances, etc.

To prevent a repetition of the chaotic condition
that existed in 1959, we nmake the followng
recommendat i ons:

1. Carify our constitution and by-laws to
limt what the nenbership can be assessed
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for. W strongly recommend that you exclude
benefits to those pilots who are out of work
due to actions beyond the pilots' control.

2. Carify the constitution and by-laws and
make it nmandatory that a mmjority vote of
the total Board of Directors is necessary
for any assessnment against the nenbership
when requested by mail ballot. (Not a
majority of ballots returned as was the
cause in the EAL assessnent.)

3. Include a new section in the constitution
and by-laws that requires that each ball ot
will include only one proposition for each
vote. (A vote for the EAL assessnment in 1958
was automatically a vote against AAL
receiving benefits even though AAL was on a
legitimate work stoppage in furtherance of
their own agreenent.)

4. Amrtend the constitution and by-laws to
require a hearing by the LEC in the first
instance with an appeal to the hearing board
and the appeal board. (The appeal board to
be appointed by the Board of Directors when
in convention.)

5. Separate j udi ci al functions from the
| egi slative and admi nistrative by creating a
regi onal board of justices to interpret the
by-1 aws whenever an internal dispute arises.
An internal unbiased hearing board will then
exist to handle all internal grievances and
prevent wholesale disregard of the by-Ilaws
as the Illinois Court recently ruled
regarding the illegal trusteeship inposed by
our President and Executive Conmttee on
ALSSA [ ALPA st ewar dess organi zation].

You should carefully look into the matter of
voting policy changes which find a way into our
policy nmanual whi ch, in turn, negates and
nullifies our constitution and by-laws. The
constitution and by-laws should be hard and fast
rules of procedure which cannot be easily and
frivol ously changed.

Regardi ng the charges against us and the decision

of the hearing board as it stands today, we want
you to know that the co-plaintiffs had absol utely
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nothing to do with the filing of the lawsuit, and
they did not participate in printing or
distribution of the publications of the Ar Line
Pilots Goup. That has all been done by the four
of wus. Even though certain provisions of the
constitution and by-laws were not followed in the
processi ng of these charges, it was made clear by
the hearing board in their decision what the real
charge was, and it is'. . . and shall cease all
publ i cati ons. '

W fear the future for our ALPA with officers
bent on stanmping out any dissident group by
placing a fine and suspension on the right to
di sagree, and we take this opportunity here and
now to say to you that we are not paying one
penny Tfor this right or accepting one day of
suspension. If this 1i1s the type of ALPA you
support, then we will take 1t to mean that you
are expressing the will of the majority of all
members and we will take our leave of such an
organization.

W were notivated by a desire to protect those
who had not paid the Capital and Eastern
assessnents in order to mintain maxi num ALPA
menbership, and protect the integrity of our
constitution and by-laws. W do not believe it
wll be healthy to have a large group of non-
nmenber pilots flying the airlines. This can only
lead to a union or agency shop (ALPA presently
requesting such on PAA). This, in our opinion,
will further lower the prestige of the airline
pi |l oting profession.

You will be making sonme inportant decisions for
the future of ALPA and it is our sincere wsh
that you look into the itenms covered in this
| etter seriously and carefully.

The Air Line Pilots Goup was never at any tine
organi zed as a political setup. It does not and
it has not endorsed any candi date for any office,
and whether we agree or disagree wth sone
candidate or particular policy presently being
carried out is a mtter which we answer
individually. As a group, we have fought for the
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right to dissent and freedom of speech wthin
ALPA. W have been told these rights do not exist
as a condition of continuing our nenbership. The
future of ALPA will be in your hands at the
Novenber Convention."

Paul Atkins, our Mster Chairman, wote to all AAL pilots
on Septenber 4, 1959:

"Many of you have expressed dissatisfaction over
sonme actions of the Association. The MEC and
nyself have done our best to represent you in
this regard. No one represents the Association to
be perfect and able to satisfy the opinions of
every pilot on every issue. Wth mturity we
recogni ze t hat no Counci | Chai r man, no
Negot i ati ng Committee, no VEC, no Mast er
Chai rman, no Association, no organization, nor
any political party can satisfy all the people
they represent in each and -every instance.
Knowng this, all nmenbers nust exercise their
vote to see that denocratic processes are
utilized to every extent possible in determ ning
majority opinions. You must be a nenber to
exercise your vote. A fighter does not throw in
the towel just because he has Ilost one round
unl ess he is so badly beaten he can not conti nue.
Surely none of you are in such sad shape.

The MEC, fully recognizing the situation, passed
the followng resolution at its |ast neeting:

BE IT RESCLVED that the MEC strongly
recommends that AAL pilots pronptly pay
all dues and assessnments, as this is
necessary to maintain our strength and
unity."

W wanted to be at full voting strength during the 1960
Conventi on.

W had to contend with the grounding of the Electras,
i ntroduction of the 990s, and a bad business slunp in 1960.
W learned of a furlough coming on AAL. Fifty-three pilots
woul d be furloughed Cctober 1, 1960. There were about 1,000
pilots on furlough in the industry with several hundred
nore expected within the next few nonths. Avail able figures
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showed EAL, PAA, TWA, BNF, CAP, NWA, NAL and WAL hurting
too. Many had predicted this.

O her airlines had started to awaken to the problenms in
ALPA, particularly anong the nore junior pilots. Sone
Eastern pilots had forned a commttee to encourage Janes M
Landis to run agai nst Sayen for President. They were joined
by sponsors from sixteen other airlines. Landis was a
former Harvard Law School dean who was well connected
politically. He was an in-house advisor to President
Kennedy and a fornmer CAB Chairman. He was denied nailing
lists of the Board of Directors as had nenbers of the Board
t hensel ves been deni ed.

There was an all out attenpt to discredit him He nentioned
in his canpaign newsletter handed out at the Convention,
whi ch was held in Mam Beach begi nni ng Novenber 14, 1960:

"Finally | am disturbed by the excessive
centralization and dom nation that characterizes
your Association. Fair play should characterize
it if you expect to achieve fair play from
others. For exanple, ny supporters have been
denied access not only to the list of your
menbership but to the Ilist of your Board of
Directors as well as the right to communication
t hrough your Association to you on the utterly
spurious ground that | am not a "bona fide"
candi date. This appears an utter disregard of the
responsibilities placed upon your Association by
the Landrum Giffin Act.

More than this, however, this domnation and
centralization is producing interference wth
| ocal el ecti ons, with communication between
various pilot groups on matters of mutual concern
and even between nenbers of the sane | ocal
council, with the handling of grievances at the
| ocal | evel at a tinme before they becone
festering sores. Such centralization is not only
unnecessary but wor ks agai nst ef ficient
operation. It stemmed from early origins, but
appears now to me to continue as a neans to
insure control. My whole record of adm nistration
runs counter to such policies.”
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The AAL pilots would have enthusiastically supported himif
he had been allowed to run. Because he was not a pilot, 2/3
approval of the Board was necessary under the procedures
used. He was denied even a chance to speak to the
Convention while in session. The old power bosses and the
Executive Commttee worked overtine and prevailed on a
voice vote. W certainly wanted a chance to vote for
sonebody who would not "knuckle under” to ALPA s internal
politics or to airline managenents, but Sayen was reel ected
Pr esi dent.

The Convention prevailed in a nove to take stewardesses
into ALPA. Braniff, United and TWA stewardesses, wth the
help of their pilots, were the min advocates. The AAL
stewar desses would not be involved. On the regional and
national level, flight attendants would have a full voice
in all Association affairs. Their menbers would vote in the
el ections of Regional Vice Presidents. Flight attendant's
Master Chairman would be nenbers of the Executive Board.
They would have a full wvoice in the election of ALPA
Oficers as well as a place on the Executive Conmttee. The
AAL pilots fought hard against this but |ost again. ALPA
woul d be sorry later, after a trenendous cost.

The nost inportant issues for the AAL group were (1) a
change in policy to recommend a straight reduction in
monthly flying hours, and (2) a clarification of the Crew
Conpl enment policy with sonme "give." W acconplished nothing
here either

The Wage and Wrking Conditions Policy Commttee was
conposed of sone of the sanme pilots who had been on the
conmm ttee establishing ALPA policy in 1956. Their report to
this Convention stated: "Fl at reduction and mleage
limtation have far reaching inplications and are such
conpl ex subjects they should not be put to the nenbership
for a vote or decision unless and until accompanied by a
complete factual background of the record. Both of these
itens have actually been live issues as far as sone nenbers
are concerned but dead issues as far as hopes of
acconplishing anything in these specific ways is concerned
since about 1951." Wiether it was pride of authorship,
belittling Behncke's approach, or just a slap at the AAL
pilots; we suspected all three. They touted the Board that
a reduction in hours could very well wrsen working
conditions at a cost to nost of the pilots; that little was
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owed to the furloughed pilots; and that anyway it would be
i npossi ble to obtain.

That Committee was hand-picked by the President and the
Executive Commttee, as were all Convention Commttees. Qur
MEC recomendations of AAL pilots to be on such Commttees
were usually ignored. They would put a pilot of AAL on sone
Comm ttees, but one who had no following, no chance of
every bei ng recommended for anything to do wth

representing our pilots' interests. This was especially
provoking. W did manage to get Paul G Atkins elected as
Secretary of ALPA. Paul was so well though of on many
airlines that the power brokers, in this instance, were

ineffective. Paul was the second stalwart AAL pilot to be
on the Executive Conmittee. Wlie Drummond was the first.
Ni cholas J. O Connell, Jr. was elected to take Paul's place
as Master Chairman of our MEC.

Wth the little "end run" on Sayen in August of 1959 which
he could not refuse to accept, we were now behind the pack
in contract timng. W had a new opening date of June 1,
1961. The openers were due April 1. The pilots were polled
for their input and direction. The survey put working
conditions, reduced hours, and retirement out front as
"musts.” The AAL pilots always put working conditions
first, wunlike some other airlines. Top pay was never
forgotten but was down the list. Tax free benefits, such as
retirement and tinme off, were nore inportant.

ALPA was enbroiled in one of the worst periods of its
history. It would bring on near bankruptcy and the fight
woul d becone bloody. A jurisdictional battle erupted
because of the successful Cass and Craft el ection on UAL

The flight engineers feared it would spread to other
airlines and they wuld Ilose their identify and
representation rights. There were nore pilots than flight
engi neers.

The Flight Engineer International Association (FEIA) shut
down seven airlines for six days on February 17, 1961. They
were PAA,  EAL, NAL, TWA, AAL, WAL, and Flying Tiger.
Presi dent Kennedy established a conmm ssion on February 21,
1961, Pr of essor Nat han P. Fei nsi nger, Chai r man, to
"recommend solutions to the conplex issue which have
created discord anong flight engineers and pilots for the
past 5 years."” UAL had a strike of 51 days in 1955, CAL 93
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days in 1960, EAL 39 days in 1958-1959; WAL an el ongated
di sruption with 130 flight engineers fired after a wl dcat
strike; and trouble too on NAL.

The Commission in its report of My 24, 1961, reviewed the
background and nade recommendations. In their background
di scussion they point out the different approaches the
airlines took in their hiring practices since the flight
engi neers canme on board in 1948. Sonme airlines have three-
man crews, not necessarily all pilots. On UAL there is dual
representation. Qthers have the four-man crew concept. They
described the industry pattern today as patchwork, quoting:
"The <carriers, ALPA and FEIA all agreed before the
Commi ssion that safe operation of turbojets requires no
nore than a crew of three nmen. The di sagreenent arises over
the proper qualifications of the third man. The cost of
carrying a fourth crew nenber is substantial and places
American, Eastern, Pan Anmerican and TWA at a significant
conpetitive disadvantage in the industry. These carriers
are, understandably, anxious to reduce their jet crew from
four to three nen." They observed that there nust be a just
and lasting settlenent, fair and equitable to all parties
gi ving due consideration to individual job equities and the

human values involved. "The controversy has been marked
t hroughout by irresponsibility and unreasonabl eness.” "The
nost obvious solution to this problem is nerger or sone
form of consolidation. In the considered opinion of the

Comm ssion, neither peace nor safety on the airlines wl
be fully assured as long as there are two unions in the
cockpit.” "It is inportant that this nerger approach has
received the repeated endorsenent of the AFL-CIO Every
di sinterested observer, governnmental or private, who has
expressed an opinion to the Comm ssion shares the view that
the flight crew should be represented by one union.”

"This is ALPA's 'fail safe' flight crew, one in
which every nenber is fully qualified to perform
all flight duties. This concept was adopted as
mandat ory policy at ALPA' s 14t h Bi enni al
Convention in 1955, following the form Be it
further resolved that the Board of Directors are
the 14th Convention adopt as mandatory ALPA
policy, that no turbo-prop or jet turbine powered
aircraft will be operated unless and until it is
manned at all flight stations, by a qualified
pilot in the enploy of the Conpany as a pilot..."
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"I'n 1958, ALPA anended this policy to elimnate
the requirenent of three qualified pilots on
turboprop equipnent, although this was retained
as a policy objective. A mnimm of three pilots
on pure jets was continued as mandatory policy."

“In their discussions with the Comm ssion and in
nmeetings with representatives of both unions and
t he Conmi ssion, the other carriers (not including
Western) also stated that the third crew nenber

of j et aircraft need not possess any
qualifications or ratings other than those
required by FAA regul ati ons, and nor e

specifically that he needs neither a pilot
license nor an A&P license. These carriers agreed
wth Nat i onal t hat t he ALPA position
unnecessarily i nvol ves t he carriers in
substantial training costs.”

Anong the Conmm ssion recomendations: "The Conm ssion's
recommendations provide a framework for negoti ati ons
| ooking toward a final peaceful settlenent of all issues in
di spute. The Commi ssion asks at this tinme that the parties
undertake to bargain wthin that franmework." "Broadly
speaki ng, the Comm ssion's recomrendations do not effect a
di spl acenent of any enployees from their current |obs,
whet her pilots or flight engineers.”

"The Comm ssion endorses the proposal of the
Carriers for reduction of the present four-man
crew on turbojet equipnment to a three-man crew,
as is the fact in the remainder of the industry.”
They also tie that in with adequate protection
for displaced crewen. "The Conm ssion recomends
the establishnent of a 'Joint Committee on Inter
Uni on Cooperation' by ALPA and FEIA " That each
airline form such a commttee. Conclusion: "The
Comm ssion wll not at this tine go beyond
recomendations in the nature of guidelines for
bargaining anobng the three groups involved.
| mpl ementation of those recommendations will
requi re bargaining not only between the Carriers
and their two unions but between the two unions
as well. In our considered judgenent, intelligent
bar gai ni ng, including a neasure of restraint and
using the Conmission's recomendations as a
framework for negoti ati ons, can produce a
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settlement which wll constitute a significant
step in the direction of enduring peace in the

cockpit.” "Finally, it may be observed that at
times it may take nore courage to say "yes" than
to say "no." This may be such an occasion,

cour age accounts for t he magni fi cent ] ob
performed by the pilot and the flight engineer in
his occupation. The public trustfully places its
lives in their custody. Today, the Conm ssion
entrusts a formula for |ong-range peace in the
cockpit in that custody."”

There was no recomendation that an flight engineer
presently on jets need a Commercial and Instrunent (C & 1).
It said: "Specifically, with respect to the flight engineer
now occupying the fourth seat on the turbojet, that

enpl oyee will retain his job on the jet and will not be
required to take any pilot training." A final report of the
Comm ssion would cone later. It was submtted to the

Presi dent on Cctober 17, 1961. It recommended a C & |. This
woul d result in further disruptions by FEIA particularly on
EAL.

The negotiations on AAL had gone very slowy. The conpany
was stalling to see what Feinsinger would recomend. W had
not opened on the Crew Conplenent issue and we were content
with our four-man crew. On June 5, 1961, the Conpany
advi sed the Governnment that it had accepted the Feinsinger
Report. The Negotiating Commttee assured the pilots
protection of their job security and job opportunities.

This would becone our prine objective. W would keep that
prom se.

Working with the Comm ssion we had neetings with the Flight
Engi neer Negotiating Conmittee. Nothing nuch was resolved
but it was friendly. W had always enjoyed the nost
har noni ous relationship with our flight engineers. In fact,
it was the best in the industry. Wat was happening on
other airlines gave us deep concern. It was obvious that
wor ki ng conditions and other benefits were being sacrificed
to Crew Conplenent. PAA and TWA were involved with various
Boards, fact finding and arbitration.

W went back to negotiations to arrive at an agreenent

covering an Interchange of Equipnment with EAL pending the
outcone of the nerger. Wt had previously tried to negotiate
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rules to cover a shuttle type service but wer e
unsuccessful. The Conpany would not bargain realistically
on our basic working conditions and retirenent proposals.
They were obsessed with Crew Conplenent and industry
pattern. On Novenber 9, 1961, the NMB docketed our case.

Many sessions were held in Mdiation but now were recessed
until after the Convention in 1962.

There was trouble within the Executive Conmittee itself.
Argunents were bitter, ugly and quite heated. Sayen had
threatened to resign the Presidency. During a nmeeting of
the Cormmttee they refused to adjourn unless Sayen stepped
down imediately. This he refused to do, as John Carroll
(TWA) was the First Vice President and woul d automatically,
under the By-Laws, becone President. Sayen did promse to
call an early Board of Directors neeting for My of 1962
and resign in md-term This he fornmally advised the Board
on COctober 31, 1961. Paul Atkins, a menber of the Executive
Commttee, kept us fully informed. Paul at this tinme was
elected to fill a vacancy on our Negotiating Commttee by
our MeC.

Bef ore Convention tinme we had an exchange of correspondence
with Sayen. PAA was allowed to arbitrate certain issues in
their negotiations which we becane aware of. The
Negotiating Cormittee wote him

"W have studied the issues to be arbitrated by
this Board and one of these issues and we quote:
"Qualifications which will be required on the job
which will replace the two jobs in question.”

"Pilot jobs are in jeopardy. The Flight Engineers
remain on the airplane wthout even being a party
to the arbitration or being bound by the Board's
findings. Finally, we still have two unions in
the cockpit. W cannot see how the Association's
mandatory policy on crew conplenent could, under
ALPA policy, be put by the Association to a
bi ndi ng arbitration.

Despite the action taken in this dispute, you can
be assured the Anmerican Airlines Negotiating
Committee has no intention of negotiating away,
or placing the job rights of 200 Anerican
Airlines pilots to a determnation by any
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Arbitration Board. No other pilot group should be
bound by the arbitration decision, nor wll the
Anerican Airlines pilots consider thenselves a
party to these proceedings. W insist, under
Associ ation policy, on the rights to bargain for
our own pilots, on our own property. W regret
that your actions are naking this extrenely
difficult. W are aware of ALPA policy on
i ndi vi dual bargaining and we are aware of ALPA
policy to avoid public judgenents.

In view of your handling of this mtter, as
President of our Association in the Pan Anmerican
di spute, we consider it necessary to bring these
facts to your attention.”

Sayen's reply:

"I am certain that you nust also be aware that |
have a full conprehension of Association policy
as do the pilot representatives for the pilots of
Pan American Wrk Airways. You nust also be
aware, since representatives of the Anerican
pilot group participated in joint neetings wth
the other Master Chairman involved in this
problem that our position throughout its entire
course has been that the problem had to be
processed under our historical practice making
agreenents on an air line by air line basis and
on a bilateral basis between the pilots and the
conpany. The Pan Anerican agreenent is precisely
such a docunent."

The 1962 Convention convened in Mam on My 29. The big
guestion was, who would replace Sayen? W were solidly
behind John C. Carroll of TWA. Paul Atkins was running
again for Secretary. W were 100% behind him W lost on
both counts. There would be less representation of our
interests on the Executive Commttee, although Harold
MIller from our Negotiating Comrittee would be elected
Region 1V Vice President on July 1, 1962. A stewardess was
now on the Executive Committee as a result of the 1960
Board acti on.

The politics of the convention were fierce. Sayen was

determned that Carroll not be President. Al stops were
pulled out for character assassination. He pulled in all
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his markers. The old bosses from the Behncke days, who
al ways showed up, were active |long before the Conventi on.

The Capital -UAL nerger had just gone through which nade UAL
the largest carrier with the nost pilots. They would retain
that position until 1988, when AAL would again be #1. They
had to find soneone to run against Carroll. They tried
Chuck Beatley, now on UAL, a fornmer Captial pilot. He was
| uke-warm Sonme big guns from PAA, EAL, and NAL brought to
the floor Charles H Ruby from NAL. Ruby had been a
stalwart in the 1948 strike on NAL and was well-known. He
said he was sonewhat reluctant to run but was pressured
into it. He won the Presidency. W knew him as honest and
tough, an hororable guy, straightforward with a pilot's
type thinking. He admtted being somewhat unprepared for
the job. W hoped he could negate sonme of the politics
ranmpant in ALPA. The AAL MEC was first to call for the vote
to be wunaninmous and we promised our cooperation and
support. Paul Atkins would not have lost his bid for
Secretary-Treasurer but for the fact we had 300 pilots in
bad standing who could not vote. The nmargin was |ess than
t hat .

The EAL flight engineers went out on strike June 23, 1962.
It took three ballots of the Board of Directors before the
EAL pilots finally were voted strike benefits. TWA was
trying to get an agreenment ratified which was not
conpletely in conformance with policy. PAA engineers were
under a court restraining order. The hearings concerning
t he EAL- AAL nerger ended June 20.

The NMVB after nore nediation in our case proffered
arbitration, which we refused. A ballot went out from
President Ruby to all AAL pilots for a strike vote wth a
return deadline of July 30, 1962. W seened to have a good
rapport with Ruby. He had successfully put an end to the
two plus year old strike of Southern Airlines. He had
gotten a handle on the financial ness the Association has
been suffering. W were optimstic.

Qur Negotiating Conmittee was requested to neet wth
Secretary of Labor CGoldberg in Washington, D. C. on Mbnday,
July 16, 1962. Inpressive was the urgency of bringing this
whol e controversy between flight engineers and pilots to a
| asting and honorable settlenent. W had several weeks of
nmeetings wth the AAL Flight Engi neer Negot i ati ng
Conmittee. Qur relationship was very much different than
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that on EAL. It was as good as theirs was bad. There was a
common  goal of encouraging the Conpany to bargain
realistically. It appeared to us that if we could convince
the Conpany that pilots and flight engineers would get
together in the sane union, it would not only solve ALPA's
probl em but put pressure on the Conpany to "deal ."

There were so many changes in the conpany's spokesman
during these negotiatings that nothing nuch had been
acconplished. Wen M. Witacre becane Vice President -
Personnel and M. A. DiPasquale, Assistant Vice President-
Labor Relations returned, things seened to get a little
better but a long way to go. M. Wiitacre was tough to dea
with but realistic. W had dealt wth D Pasquale since
1947. He did not always give us the answers we wanted to
hear, but he was always straightforward and inaginative, a
man of his work. He probably knew the determ nation of the
Comm ttee better than anybody else in the Conpany. Nothing
but a superior contract woul d do!

After the successful strike vote there was a thirty day
"cooling off" period. During this time the NMB requested
further nmeetings in a process called "Super Mediation."
Chairman Leverett Edwards of the NMB was present during
these negotiating sessions where sone progress was nmade.
There were further separate neetings wth the flight
engi neer Commttee and with the Conpany. A framework for a
solution was taking shape. The Conpany had signed a |ong-
term agreenment with the FEIA They would honor that
commtnment. The Conpany had made a corporate decision to
reduce to a three-man crew on jet aircraft as had other
airlines, except PAA who retained four. W had nmade a
commtrment to our pilots that their jobs would be
protected. The Governnent agencies were comritted to peace
in the cockpit, so Leverett Edwards was the persona
representative of the Secretary of Labor to protect the
public interest.

The crew problem on AAL was different than that of any
other airline. AAL had sone 600 flight engineers who were
basically mechanic trained. Oiiginally, the mx was half
and half, but the furloughed pilot flight engineers were
|ater recalled as pilots. Going to a three-nman crew woul d
create some 200 surplus pilots. Qur solution was a
reduction in flight hours.
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During our discussions with the Conpany and NMVB, "facts of
life" were brought forth. There were strikes and bl oodshed
on other airlines. AAL could be put in that sane box.
D fferent Boards on other airlines had reconmended possible
solutions to their peculiar situations. Their non-binding
suggestions were not always followed but led to negotiated
settlenments. These recomendations in no way could apply to
us. Court cases had been won on this point. The cost of
providing a C & | for the flight engineers on Anerican
would be nuch greater than that of any other airline,
unless of course you figure in their costs of strike
involvenent. A quick C & | for a nechanically oriented
flight engineer was such that airlines which had recently
provided that training, sonmewhat questionably, would not
allow such "qualified pilot" to "legally" sit in a pilot's
seat or touch any of the primary controls. There had been
flexibility of interpretation of ALPA's policy in the past
and other airlines had been allowed to handle their own
problenms in their own fashion. There were several policy
exceptions made. The costs already encountered by ALPA, if
repeated, would break it financially. W thought Ruby woul d
under stand and agr ee.

We continued our efforts to juggle all the balls in the
air. It was not easy. Tine, patience, and a hell of a |ot
of cajoling was necessary. A tentative understanding for a
conplete solution to the Conpany's problens, the flight
engi neers and our own, was reached. It was taken to our MEC
and expl ai ned thoroughly. They liked it and sent us back to
conplete the job. They passed a resolution: "that this MC
di sagrees conpletely wth the Executive Commttee's
position that public bodies, public judgnents, and
settlenents made in 1962 establish a new and different
policy from that adopted in 1956, and directs the Master
Chairman to use all proper neans to convince the Executive
Commttee and all other pilots of the correctness of our
position, the soundness of our approach, the benefits to
all pilots, and of the requirenment that our crew conpl enent
be solved for once and for all."”

The Executive Commttee had tried to take over our
negoti ati ons on October 24, 1962, while we were attenpting
to work out a merger with our engineers. They had been told
by Nick O Connell of our priorities when he was summpbned
before them the previous day. They passed a resolution:
"t hat the Executive Conmittee in keeping wth its
responsibilities inform the MEC Chairman O Connell and the
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American Airlines Negotiating Conmmttee that Association
policy with respect to the qualifications of the third crew
menber in a three-man jet crew requires a Commercial and
Instrunent Rating and a level of training conparable to
those articulated in the Decision and Award of the
Arbitration Board on PAA conposed of GCeorge Taylor, Edgar
Kai ser, and GCeorge Meany dated May 21, 1962, and this
concept mnmust be net prior to operation of jet aircraft with
a three-man crew." Qur collision was not far off.

Negotiations continued and nmuch progress was being nmade
with the Conmpany and the NVB. W were at a very critica
stage when in |ate Novenber the Executive Commttee turned
up the heat. They renoved Hardenrider, the Association
staff Negotiator and Coordi nator assigned to our Conmttee.

They wired the NMB to suspend our negotiations. The NWVB
woul d not oblige ALPA. They summobned our Committee to neet
with them and wired us that negotiations were recessed.
ALPA staff nmenbers were sent to our Conpany to negotiate in
our pl ace.

There was already an agreed-to docunent concerning crew
conpl ement reduction from four- to three-man crews. The
flight engineers would join ALPA. Al future hires would be
pilots. It was initialed by the Conpany, Manning, the
President of the Flight Engineers, and our MEC Chairnman on
Decenmber 1. It was given to the NMB and our MEC was call ed
into session.

They nmet with President Ruby and presented cogent argunents
why he should accept our approach. He did |ike the one
union in the cockpit concept, but he was hung up with new
interpretations of the policy. One union was the basic
notive for the ALPA policy from the begi nning which nobody
would admt. Two unions in the cockpit, either one of which
could shut an airline down, just could not be tolerated.
The MEC had directed our Chairman to use all proper neans
to make available to the Board of Directors the full story.
It was not possible as mailing lists were denied us. The
MEC felt there was a good chance of convincing Ruby if it
were possible to get around the Executive Commttee.

The negotiations were recessed until January 1963. The
conpany was told that negotiations would be resuned on the
same basis as before the recess by direction of our MEC
Al AAL pilots were sent thorough and factual information
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of what had been so far acconplished in negotiations and
the stand of the Executive Conmittee.

The MEC was invited to neet in joint session with the
Executive Conmittee. This neeting took place January 8
through 11, 1963. N ck reported on his neeting with twelve
other MEC Chairmen on Decenber 19. There was no sol ace
there. They had been well programmed. The joint neetings
wth the Executive Committee |asted sonme eight hours over
two days. Wien asked what their solution was, the executive
Comm ttee proposed that we negotiate for a C & | rating at
this time and pick up the reduction in hours four or five
years down the road. They added that it was our problem and
we should work it out. The MEC argued our solution was nore

in line with the original policy than any other so far;
that one union and peace in the cockpit would be a reality
instead of the bitterness still ranpant el sewhere; that the

training we proposed for the flight engineer would be nore
"fail safe" than what they had negotiated in other
contracts; that our settlenment would be in line with what
the Secretary of Labor and the AFL-CIO had recomended for
| abor peace. They stated there would be no argunent or
debat e.

The MEC passed unani nously a Resolution: "that the AAL MEC,
speaking for the entire AAL pilot group, goes on record as
authorizing the AAL Negotiation Committee to conclude a
contract and further to advise AAL managenent that the AAL
pilots are agreeable to inplenmentation of said contract
with or without formal approval of the ALPA." A further
Resol ution: "that any charges preferred against the Master
Chairman of the American pilots and/or the Negotiating
Commttee are to be considered charges against the Anerican
Airlines MC and the Anerican Airlines pilots they
represent."” The neeting was recessed rather than adjourned.

Negot i ati ons wer e resuned by NVB di rection and
participation until a final document was ready for signing
by ALPA. Ruby refused to sign. The Executive Commttee cut
off all expenses and flight pay loss for the MEC Chairnman
and the Negotiating Conmttee. Strike benefits previously
voted were rescinded. They denmanded that our Negotiating
Commttee cut two nenbers to a total of three. They sent
ALPA staff to negotiate with our Conpany. Those tactics
were rebuffed by AAL. Ruby wote nunerous letters to all
AAL pilots. This did him nmore harm than good as nmuch of
what was said was not quite factual. Qur pilots knew

Edited by James L. Javurek Page 43 of 60 6/10/2007



better, resented it, and stiffened their stand. Letters and
wires were sent to the NVB, Conpany, and the Flight
Engi neer Goup, stating that any negotiations wth our
pilot commttee were illegal and would not be recognized by
ALPA. This woul d delay our getting together with the flight
engi neers, but not prevent it.

The forces at Headquarters were reinforced by the old
cliqgue who were there during the Behncke debacle in 1951
The sane type ultimatum was given the AAL pilots. The
Executive Board confirnmed ALPA's position. The futility of
recourse through the Association procedures had been
clearly learned by what happened to the Drunmond, et al,
appeal s.

The AAL-EAL nerger was disapproved, fortunately, as our
Master Committee had infornmed us we would be stuck wth
ALPA's nerger procedures. The EAL Master Chairnman had
witten that EAL pilots would not fly with our three-man
arrangenent .

The Air Transport Association was fighting our reduction in
hours with every neans at their disposal. American Airlines
felt the heat. The pilots of other airlines were led to
believe that our approach to a Crew Conplenent solution
through a reduction in hours was not 1in their best
interests.

Many attenpts by the Conpany and by us were made to have
ALPA sign our agreenment. Perhaps it was expected of us to
cone "begging." The AAL pilots would never do that. There
were others who attenpted, wthout success, to influence
Ruby. John Carroll, former First Vice President and a
menber of the original Crew Conplenent Policy Conmttee
wote to himon February 2, 1963. Part of what he said:

"You have made quite a poi nt of t he
recomendati ons of the various boards as to third
man qualifications. | can scarcely believe that
David Cole, Dr. Feinsinger and associates or
Professor Taylor and friends ever contenplated
that this third man should be forced to learn to
fly and then be forbidden to ever do so. Having
attended nost of the Feinsinger hearings as an
observer, | heard them repeatedly stress that
| abor peace and one union in the cockpit was a
prime objective to be obtained.
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So, one can see that we are far from realizing
our 1956 policy objectives even on the so-called
"all pilot" airlines.

In your letters, you have quoted extensively from
various policy proceedings. | hope you have been
provided nore accurate information than has
apparently been given to you on nodification of
our crew conpl enent policy on Tur bo- prop
equi pnent. | contest that our policy has actually
been nodified to allow a mechanic flight engineer
to serve on Turbo-prop equi prment. The only ball ot

of which | have any knowedge is the one
circulated to the Board of Directors at the tine
of the EAL Enmergency Board decision. It was

specifically and sharply confined to the EAL
situation so as to allow for solution of the pure
jet crew issue. As you point out, FEIA rejected
the EAL Energency Board decision but accepted our
giving up the turbo-prop. ALPA seens to have just
given up elsewhere wthout ever anending the
policy. | would surmse that we never actually
anended the policy because the outcone of that
EAL deci sion was so enbarrassing.

Although ny bringing up the circunstances
surrounding ALPA's surrender of the Turbo-prop
policy is certain to revive bitter old nenories,
the main point is to denonstrate ny belief that
the actual current existing Turbo-prop policy 1is
not as you have described it.

In sunmation, nmy nmajor premse is sinply that we
are far renoved from true inplenentation of ALPA
crew conplement policy. Qur January 14, 1963 News
Bulletin states "at the close of 1962, Anmerican
was the only nmajor carrier left with the crew
conpl ement problem” To ne this neans only that
they have not yet signed a three-man agreenent
with the sane type of non-conpliance as sone of
the others. Wthout any inplication that it
applies to the current problem GCeneral Counsel
Wiss has stated that it wuld indeed be
m racul ous for us to obtain a uniform solution of
the crew conplenent problem on all airlines. My
view coincides with his; | think that reality
dictates that the nost we can now obtain in the
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way of uniformty of settlement is one union in
the cockpit and certain fail-safe training for
the third man.

The Association has always provided each MEC with
a certain degree of latitude in representing
their owmn pilots. W have always had sone "States
Ri ghts" or autonomy on each airline.

The present pressures which have been exerted on
the AAL pilot group without giving them the sane
forum for presentation of their side of the story
will inevitably destroy the Ar Line Pilots
Associ ation.”

A past MEC Chairman and Jet Conmittee Chairman on TWA wote
to Ruby on February 3.

"As | wunderstand the proposed AAL Agreenent the
third man would at |east be a nmenber of ALPA
This is certainly nore than has been acconplished
on sone other carries, including our own.

In essence | amtrying to point out that the AAL
group are not the only pilots who have not
conplied with policy.

Qur By-Laws very specifically give the Board of
Directors the final authority in nmatters of
policy. It does not seem consistent with the By-
Laws for the MEC Chairman of the trunk carriers

to i nterpret policy. It seens equal |l y
inconsistent with the By-Laws for these sane MEC
Chairmen to attenpt to inpose limtations and

conditions on any Negotiating Conmttee.

| recognize that the By-Laws give broad powers to
the Executive Conmmttee. It does appear unusual
that six years after the Board adopted its crew
conplement policy that the Executive Commttee
believes qualified pilot mnmeans Comercial and
| nstrunent rating. Has this now becone the |aw of
ALPA or an opinion of the Executive Comittee?

M. Ruby, I am not inferring a conplete
endorsenment of the actions of the Anerican
pilots. | do believe that the nmenbership has only
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been presented one side of the story. Before the
American pilots are adjudged guilty | would like
the Board of Directors and the entire menbership
to understand just what has happened on UAL, PAA,
TWA as far as crew conplenent is concerned.

There has been unrest and di ssension in our ranks

since 1956. | Dbelieve denobcracy is a slow and
pai nf ul process. I believe the denocratic
processes have not been fully wutilized in the
present crisis. | believe it would be unwise to

drive the American pilots away from the
Associ ation over a policy which has been bent and
twi sted beyond all recognition by various other

airlines. I ama great believer in principle, but
| believe equally strong that in a denocratic
organi zation there nust be conpromise. It will be

a sad day if the Association founders on the
rocks over this issue."

Manni ng responded to Ruby that because of the disagreenent
between ALPA and the pilots, the engineers could not
presently consider a nerger. He referred wth sone
bitterness to ALPA's "failure to intervene" at EAL, where
pilots took over the jobs of the flight engineers. He
warned that for ALPA to "press" its disagreement with the
Anerican pilots mght lead to a strike or to lengthy
litigation, either of which would be "unfortunate,” and he
suggested a request for help to the Secretary of Labor and
t o Chai rman Edwar ds.

Qur flight plan needed an alternate. Seven fornmer AAL
Mast er Chairnen, going back to the early forties, reviewed
the situation and gave Nick O Connell a witten statenent
declaring that "nothing should be allowed to delay or
interfere with the inplenentation of this agreenent.” Mich
of what is said here cones fromthe official records of the
"Opinions of the District Court." The case was heard before
Judge Inzer B. Watt. There were 21 days of testinony and
3,200 pages of transcript. Nck did a great job of
defending our position in court. A sunmary judgnment in
favor of the defendant and of the additional defendants
against plaintiffs was granted on August 12, 1963. ALPA
appeal ed the decision. That was denied but ALPA attenpted
an appeal to the Suprene Court.

In the witten opinion of the Court is found:
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"To gi ve t he ALPA  nati onal or gani zati on,
controlled by enployees of other airlines, a veto
power over contracts negotiated by the Anerican
pilots who nmust work under the contract is not
consistent wth denocratic procedure on the
Anerican air line system'itself'."

"There is no evidence that the Conpany suggested,
encouraged or even knew in advance about the
determnation of the Anerican pilots to |eave
ALPA over the "C and |I' issue and from their own
or gani zation. "

The appeal Judge found no interference or coercion.

The MEC net in New York City at the Commobdore Hotel on
March 19, 1963. They were presented a conpleted agreenent
containing the hourly reduction and the inproved retirenent
benefits agreed to on March 15. This covered the flight
engineers as well and was prepared for Ruby's signature.
Two days of thorough discussion followed. N ck's neetings
with the past Mster Chairnen; M. Kirkland, Assistant to
M. Meany AFL-CIO Leverett Edwards, Chairman Nationa
Medi ation Board; and Ruby were reviewed. The Flight
Engi neer Negotiating Committee and their |lawer; Marion
Sadl er, President of AAL; and Ruby were asked to address
the nmeeting separately. The agreenent was unani nously
ratified. Ruby was asked one nore tine to sign it. He
refused and stated that ALPA would not recognize any
agreenent negotiated by the pilots commttee, and that he
could not and would not sign any agreenent that did not
provide for a C &1 for flight engineers.

The MEC passed several nore resolutions: Set up a tenporary
organi zation, chose the name Allied Pilots Association
(APA) to becone the representing entity for the AAL pilots;
the Agreenment to be ratified by all AAL pilots after a
"road show' explanation; assess our pilots to cover all
expenses necessary; circulate Authorization to Act cards
for NWVB approval; provide for tenporary officers, N ck
O Connell President, Bob Hoyt Vice President; and Pau

At ki ns Secretary-Treasurer.

Aut hori zation to Act cards were sent out on April 12, 1963.
The cards returned initially showed 84% of our pilots
desired APA. The nunbers clinbed quickly and reached into
the high nineties. By My 3, there were 1,285 of our
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nmenbers in bad standing or expelled from ALPA. On April 24,
an application was filed with the NVMB for recognition as
the collective bargai ning agent of the pilots on AAL.

On April 26, five of us were expelled from ALPA;, N ck
O Connell, J. R Lyons, Paul G Atkins, Joe Garvey, and Bob
Guba. We had continued to negotiate with the Conpany. This
was against the orders of the Executive Commttee, backed
up by the Executive Board. It violated their policy.

After the March neeting the MEC was now a tenporary Board
of Directors of APA. The engineers would have no part of a
joint agreenment. W went back to negotiations to secure the
benefits previously agreed to, for the pilots alone. Al
references to flight engineer were deleted. The engineers
went back to their own negotiations.

Marty Seham a young New York |awer fresh out of Harvard,
was hired to represent our legal needs. He was taking a
chance with us as we had very little noney to pay him at
the time. It proved to be a very fortunate rel ati onship. He
has been protecting and advising us to this day. Ralph
Har kenrider was hired by us, since he had been fired from
ALPA over our situation. He was of invaluable assistance
with all the admnistrative tasks we would be facing. A
Board of Directors neeting on June 4 and 5, approved John
Reddi ngton's proposal for Loss of License insurance wth
Mass Casualty. Jim Quinlivan provided the other insurances.

They still provide these valuable insurance services and
benefits for APA's pilots and retirees.

There was a request by ALPA that the NMVB defer passing on
the certification application of APA until after a decision
by the Court. On May 24, the NWMB denied their request. On
June 12, the NMB reported that of the 1,571 pilots eligible
to vote, APA had authorization from 1,334. The NMVB ordered
an election. ALPA took injunctive action against the NVB.

It was denied and lifted by court action on Septenber 16.

Qur By-Laws were adopted, pending ratification by all
pilots on AAL, during our Board neeting on October 22
through 25, 1963, in San Francisco. The proposed By-Laws
were put together in Joe CQGunber's bar, The Sw nging Door,
by Bob Hoyt and Chick Luna anong others. George Hof wote

Edited by James L. Javurek Page 49 of 60 6/10/2007



the Preanble. They were ratified by the nenbership on
Novenber 26 and became official.

Al though the official certification would not be given APA
until Novenber 13, 1963, Anmerican Airlines recognized APA
as the collective bargaining representative for all AAL
pilots and copilots on July 9, 1963 by signing our
contract. We had acconplished the first hourly reduction,
with no reduction in pay, since 1934. The 75 hours woul d be
phased in on the jets first. Later we would include all
equi pnent. There was a dues check-off provision included in
our contract which would alleviate our financial bind and
stop the tenporary assessnment setup. Qur Retirenment Plan
was made conpl etely non-contributory with a 10% "B" pl an.

The Negotiating Committee had an "opportunity”™ when the
Conpany placed the BAC 111 in service in late 1963. The
Conmpany wanted to fly it with a two-man crew. By nmutual
consent, the contract was opened early for this purpose as
well as bringing our Electra and piston pay up a bit. An
agreenent was signed unaninously on Novenber 19, N ck's
bi rt hday, which brought pay on all equipnment to the highest
in the industry. It was estimated to cost the Conpany in
excess of 4% i ncrease in payroll.

A Board of Directors neeting in Phoenix, February 18, 19
and 20, 1964, set up various conmittees and nanmed nom nees
for the election of National Oficers. The elections by the
entire nmenbership were verified by the Honest Ball ot
Associ ation and the first elected National Oficers were
Nicholas J. O Connell, President; J. Richard Lyons, Vice
President; and Paul G Atkins, Secretary-Treasurer. On June
1, APA noved into its new hone office in the Chrysler
Building in New York City.

Negoti ations had been going on for sonme time during late
1963 and nost of 1964 in an effort to conplete the full
under st andi ng which would settle once and for all the Crew
Conpl enment question on Anerican Airlines. W had told the
court we did not want the flight engineers in our union
unless it be of their own free will.

The eventual agreenment (known as the "Tripartite"), exactly
as witten in the Supplenental "C' of the current
agreenent, was signed by all three parties on Decenber 11,
1964. This peaceful settlenment after years of public
hearings, strikes, threats of strikes, and acrinony on
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other airlines was a tribute to all concerned including
American Airlines and the NMB. It was the first pernmanent
settlement in the industry. Basically, the flight engineer
pay is a fixed percentage of copilot pay; they accept the
same rules and working conditions as we may negotiate for
our pilots and pay a service fee. There is a no strike
clause for the flight engineer. Al future hires are pilots
on the pilots seniority list and are represented by APA
The engineers did not want to join the pilots retirenent
plan, so they negotiated that feature by thenselves and
ot herwi se just confornmed their contract with ours. As part
of this settlenent, the American pilots have agreed to
respect the independence of the flight engineers and their
Associ ation. This arrangenent has worked well for 25 years,
wi th no probl ens.

During the many negotiating sessions held to acconplish the
Tripartite agreenent, we negotiated several additional
benefits in the working condition area, i.e., t he
Substitution of Equipnent protection. W obtained an
additional 1% of a pilot's gross earnings to be put in the
pilots "B" fund for a total of 11% July 1, 1965. A nice
little "kicker" just before the anendable date of July 8,
1965.

The next three contracts put us well ahead of the industry

in all departnments while we doubled our pilots nunbers.
Basically, the sane team of Negotiators were there fromthe
fifties. It has been 30 years since the last strike on

Anmerican Airlines. The "prophets of gloont were w ong.

Next : 25 years of success for APA Presi dents
Ni ck O Connel | 1963- 1976; J. R Lyons 1976- 1979;
Robert Mal one 1979-1985; Fred Vogel 1985-1991,;

(Since Witten) Richard T. LaVoy 1991-1994; James G

Sovich 1994-1997; Richard T. LaVoy 1997-2000; John E
Darrah 2000- Present

25 Years of Success
APA was set up so as to allow the American Airlines pilots

to govern their own destiny in a denocratic way, and to be
responsive to the nenbership, which has the final control.
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The proposed Constitution and By-Laws of our Association
cont ai ned recomrendations from Chicago, New York, and Los
Angel es, where commttees were active, plus participation
from every base. Al AAL pilots were represented. The By-
Laws have been added to only infrequently over the years
attesting to the wi sdom and t horoughness of the franers.

Popul ar acceptance was established. The officers are
charged with fostering and admnistering progranms and
policies Wi th sound pl anni ng and foresi ght. The
governnental powers are vested in the Board of Directors
and the Oficers in accordance with the Constitution and
By- Laws. The objectives of our non-profit Association are
set forth in Article 1. There has been marked success over
t he years.

We progressed along with Anmerican Airlines through sone
trying tines, but it was always the future that counted
nost. Qur achi evenents were nmade possible with strength and
with dignity. The active and loyal participation of our
menbers, as well as responsible |eadership, was a
necessity. Those achi evenents have had a dynam c inpact on
the entire industry which the pilots of other airlines have
benefited. There is a comunity of interest anong al
pilots, i.e., Safety and Regulation. Each carrier pilot
group mnust be free, however, to solve its own problens in
its own way and not be bound by inflexible rules fornulated
by others to serve the purpose of other groups of
hi erar chi es.

The first year was a tough one for APA. The early nonies to
get started canme from volunteers, as did the help wth
mai lings and office work. A small cubicle of space on 114
East 40 Street, New York City, served as our first
Headquarters. W owe a debt of gratitude to the Oficer's
wives and to all the New York pilots as well as the pilots
around the system who, when on |ayovers in New York,
pitched in to help out.

Things rapidly inproved after our dues check-off procedure
was in gear and our nove to the 54th floor of the Chrysler
Bui | ding. Mna Householder joined us there. She is stil
maintaining a professional office staff through five
different Presidents. She deserves a lot of credit for our
efficiency over the years.
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By March of 1965, all understandings and agreenents of the
past two years were in place, including the Tripartite and
our Flight Oficer category. Full explanations were given
our Board and at |local neetings. W had conpleted our
assignment just in time for a new Conmmttee to prepare the
Opener due May 8, for the 1965 contract. The Oficers of
the Association being ex-officio nmenbers of the Negotiating
Comm ttee, Joe Garvey becane Chairman.

Wth Marion Sadler, President of American Airlines and C.
R Smith, Chairman of the Board, our relationship with the
Conpany renmined very positive through the next two
contracts. The Spater era would be sonmewhat nore difficult.

The pilot hiring program which had begun in 1964 was
rapidly expanding our seniority list wth projections of
nore to come. The training load for wupgrades and new
equi pnent was recognized as a problem both for us and the
Conmpany. A novel approach was taken for tenporary relief
called the Tenporary Relief Duty Period (TRDP). The TRDP
was essentially that all pilots would work one extra duty
period each nmonth with pay but no credit. W did not want
to bastardi ze our basic 75 credited hour nmaxi mum nont h.

There was a definite one-year limt: Septenber 1, 1965
until August 31, 1966. Pay protections were built in for
all pilots so that no one could lose from any status or
equi pnent changes. Tight rules were witten into this
tenporary Letter of Agreenent. It worked well.

This docunent was approved by our Board of Directors on
August 5 and 6 along with the 1965 contract. W were so far
ahead of the industry in all provisions that it was
estimated it would take many years for other pilot groups
to catch up. President Sadler's statenments to the Board
commendi ng the AAL pilots' professional performance and his
desire to maintain his pilots in a position of |eadership
were well received. The Conpany conmitted to 1,050 new hire
pilots.

Lest there be a msconception, this negotiation was no
pushover, nor would the next one, but it was obtained in
direct negotiations after a |lot of hard bargai ning.

VWile we were enjoying the benefits of our contract, ALPA

was still having problems with the jurisdictional dispute
with the flight engineers. Quoting from Aviation Daily of
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Oct ober 21, 1965: "FEIA President Wlliam A GIIl, Jr.
said, the union is planning to fight what he called ALPA
raids on FEI A nenbership at Pan Anerican, National and TWA"

."that ALPA was seeking a craft and class determ nation
on TMA and had taken steps on National and Pan Anerican to
start such action. The article further qguot ed:
"Representatives of the National Mediation Board are of the
opinion that a solution of the problem could be found if
ALPA would agree to a solution along the lines of APA's
Tripartite Agreenent.”

In 1966 Anerican participated in a Mlitary Ar Charter
(MAC) operation. Five weeks of continuous negotiations |ed
to an agreenent covering such flights. In Decenber, we
becanme an all turbine airline. The Electras left a couple
of years later

1967 saw great growh on AAL. W had 3,358 pilots on our
roster as of June 30, conpared with the 1,580 in 1964.
National O ficer elections were held. N ck O Connell was
again elected President, J. R Lyons as Vice President, and
Paul Atkins as Secretary-Treasurer. Al National Commttees
were very active. W added an Astrolog and a Supersonic
Transport (SST) Comm ttee.

The 1967 contract would be opened in May and not concl uded
until Decenber 20. Part of the delay could be attributed to
what was happening to top managenent on Anerican. President
Sadl er underwent major surgery during the summer. GCeorge
Spater was naned Vice Chairman of the Board, a position
which would lead to the Presidency of AAL in early 1968.

Both C R Smith and Sadler announced their retirenments.
Spater was a different breed. He did not get along that
well with his own people in top nmnagenent. He was a
prof essori al t ype, rem ni scent of Sayen, who never
understood how to communicate with his enpl oyees. W had an
array of different people to negotiate with. W were abl e,
however, to reach a quite satisfactory contract wth sone
help from the NVB. W agreed to a very good training
section and to commence discussions on the Trans Pacific
Qperation in May of 1968. Anerican was expecting a route
award. AAL did not get quite what it wanted and del ays
fol | oned.

APA had to make plans for the future with our grow ng
nunbers and problens down the road. Two nmenbers were added
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to the home office staff: an attorney, and a nan to help in
the areas of air safety, training, new equipnment, etc. W
were becom ng a | arge organization.

In 1969 we would be looking to another round of
negoti ations, the establishnment of our overseas contract,

and the introduction of the 747 and DC-10 equi pnent. The
Spater influence would be felt. There had been TWH
Mechani cs strike which had shut down the whole airline for
a short period. W felt we had a better hamer. We did have
to rattle the cage a bit. As it turned out, even though
del ayed, our contract agreenment reached on May 29, 1970 was
one we could be proud of. It was once again the best in the
industry, including International; a 4-1/2 hour mninmm
day; a Credit Account Plan (CAP) which places tine in
excess of 75 hours in an account at the rate of 1-1/4 - 1-
1/2 or two mnutes for each one mnute above 75 hours to be
repaid to the pilot only in terns of renoval with pay for a
trip to be flown by a fellow pilot - a new "first;" nore
vacation in wupper and lower seniority brackets; Conpany
paid life insurance; and pay, the highest in every category
on all pieces of equipnent. N ck stated in his annua

report that year: "It has been reassuring to me, attending
various domcile neetings, to note the interest, enthusiasm
and willingness to serve evidenced by all our nmenbers. CQCur
success during this past year nust be attributed to the
unity of our group. Unity displayed and practiced by all

from the oldest to the youngest, the nost senior to the
nost junior, an understanding of and dedication to the
wel fare of all, bodes well for the future of our group.”

The period of the 70s would see sone rough tinmes for the
airlines and the econony. OQher airlines were experiencing
|ayoffs in the early 70s but we had not, vyet. APA
menbership clinbed to over 99% The next contract would
face many problens and Spater. There was infighting at the
top on AAL. The inpact of which would funnel down through
all ranks, including the pilots. There were assaults on our
contractual rights and many grievances filed. Before Spater
| eft AAL on Septenber 18, 1973, there was general chaos and
a bit of scandal. W may have provided sone fuel for the
fire.

In 1970 the nerger bug bit Anerican. It bought Trans
Cari bbean Airlines (TCA) and nmade an offer of nmerger wth
Western Airlines (WAL). This was the first time a pilot
group has been faced wth the nerging of two other
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seniority lists at the sane tine. Qur Merger Committee had
plans well in advance and becane very active. The WAL
merger was turned down, but the TCA deal went through. W
spent over three years and a lengthy arbitration before all
probl ens were resol ved.

1970 found APA's new Headquarters confortably situated in
Arlington, Texas. W had noved from New York by action of
the Board of Directors. There were elections for National
Oficers. Nick O Connell remained President, W H "Bud"
Barry became Vice President, and W M Cul bertson
Secretary-Treasurer.

By 1972 there were furloughs on nost airlines. TWA saw
their seniority list depleted by over one thousand nunbers.
W were hit on AAL as well, but later. Qur Association
cushioned the blow In 1971 an accommobdati on agreenent was
reached that kept all pilots on the payroll during the
worst of the recession. The consideration for the Conpany
was an extension of our contract for a period of ninety
days. This had a desirable effect of putting us behind sone
other pilot group contracts, which we could build on. They
had historically done this to us.

Over 300 APA menbers were active in commttee work either
on a local or national |I|evel. Skyjacking was a nmgjor
concern during the early 70s. Marty Seham was actively
representing us in Washington before the CAB. There were
two proceedi ngs which could vitally effect us. The carriers
proposed setting up an organi zation called "Air Conference”
whi ch woul d have the power to represent all nenber carriers
in their dealings with various |abor organizations. One of
the organizers, Spater of American, remnded us of the
1940s. The other matter concerned the carriers Mitual Ad
Pact, wth origins in 1958, which allowed operating
airlines to subsidize other carriers which are on strike
Bot h these ventures woul d eventual |y di sappear.

The 1972 contract negotiations carried over to 1973 before

a settlenment was reached on April 2. It was not easy. A
strike vote had to be taken. N ck could have landed in
jail, if he could have been found. Negotiations continued

under the auspices of the NVB and the U.S. Labor Depart ment
Conciliation Service in Washington, D.C. Ceorge Warde had
been made President of AAL during 1972, under Spater. This
hel ped to end the ordeal in April of 1973.
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APA celebrated its tenth anniversary shortly thereafter
with a good contract, the TCA arbitration nearly conpleted
and 3,444 pilots on the payroll. Al furloughed TCA pilots
had been recalled plus approximately 199 new hires were
added to our list. W were financially sound. OQur very
denocratic ways had served us well and was our strongest
forte. Some had predicted otherw se. The |ncunbent Nati onal
Oficers were returned to office.

Wth Spater's resignation from American in Septenber, C R
Smith returned as Chairman for a short tine to straighten
out the ness at the top. W were not sorry to see Spater
| eave, but Warde had been a friend. C. R Smth went
out side the Conpany and picked Al bert V. Casey as President
of Anmerican Airlines. C. R Smth quit and Casey becane
Presi dent February 20, 1974.

Casey proved a very good choice. He was a take charge kind
of guy and personable. Donald LIoyd-Jones was a Senior Vice
President. W had two nen at the top level with whom we
could conmmunicate. Wthin two nonths Casey was nade
Chai rman of the Board as well as President.

During the latter part of 1973 while C R Smth was still
around, APA negotiated a Suppl enental Agreenent to stemthe
massi ve furloughing. The Md-East oil boycott had reversed
American's plan for expansion to one of pilot overages. The
Agreenment accepted by the APA Board of Directors spread the
m sery sonewhat and saved 354 of our nenbers from furl ough.
It did not make everybody happy, but it was about the best
that could be nmade of a |ousy situation.

American's Pacific routes, which were noney |osers, were
exchanged for sone of Pan Anerican's Cari bbean destinations
in 1974. APA fought against this but to no avail.

The 1975 contract was signed well before the anmendabl e date
with little difficulty. Qur relationship wth nanagenent
was better than it had been in years. The fortunes of
American Airlines were on the upturn and we were going with
t hem

American had the best safety record in the industry. The
first accident in ten years happened in 1976 at St. Thonas.
There would be nmuch effort spent in protecting the crew and
shutting down the St. Thomas operation on AAL as unsafe
under those airport <conditions. The National Oficer
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el ections of 1976 found J. R Lyons President, Robert
Mal one Vice President, and WIIliam Cul bertson Secretary-
Treasurer. One of the first orders of business was the
successful investigation and handling of the St. Thomas
matter.

The 1977 contract was signed before the anendable date.
This was a first instance that two back-to-back agreenents
had been reached in record tine. Qur continuing good
relationship with managenent nade it possible. W still
mai ntained the best overall agreement in the industry.
Charles A Pasciuto, Vice President Labor Relations,
handl ed the negotiations for the Conpany. He had been
around for sone tinme. He was tough but soneone we could
trust and work with. We had to be just as tough. Sonehow we
al ways managed to surnount the troubl ed areas.

The recall of all furloughed pilots had been conpl eted and
the newly hired had brought our seniority list to 3,715
Copi | ot pay percentages had been increased in this contract
as well as pay of reserve pilots and nuch inproved deadhead
pay and credit provisions. W wanted no nenber to feel left
out. W had the best retirement provisions of any airline.
In 1978 we added the agreed-to option of Lunp Sum

The Conpany, after the shutdown at St. Thomas, wanted to
operate a service that did not involve our pilots or
aircraft. The Agreenent that |et them acconplish this, on a
limted basis, led to the new "Scope" agreenent which we
now have in the Contract. Marty Seham was very instrunenta
in acconplishing and authoring the <contents of our
Suppl emrent al Agreenent at that tinme.

During late 1978 and the 1979 period, Anmerican Airlines was
making a corporate decision to nove their Headquarters to
the Dallas/Ft. Wrth area. It was done during the sumrer of
1979.

As of June 30, 1979 we were in good shape financially, we
had 4, 228 pilots on our seniority list, a retirement "B"
fund which had increased from sone $41 nmillion in 1964 to
over $500 mllion in 1979. (Today it 1is nearly $1.5
billion.) W had done a little fore-sighting in that area.

Qur position of a "best" contract for the pilots of

Arerica's leading airline was always mai ntai ned. Protection
of the basics was the primary objective in negotiations;
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the 75 hour credited nmonthly maxi mum the benefits package,
and especially working conditions. Future effects were
al ways considered as well as overall content. Any week
spots in our agreenments were ultimtely beefed up. Patience
was sonetines required as it took considerable tinme to
acconplish some of our desires. W did, though, with the
solidarity and support of all the AAL pilots. If we are to
expect the best, we nust give our best.

Pilots hired in the 1960s were encouraged to actively
participate in Association affairs. They did. The Oficers
elected in 1979 were Robert Ml one President, Fred Vogel
Vice President, Francis Fosdick Secretary-Treasurer.

The governnental forces were busy with "deregulation" of
the airline industry. They were not synpathetic with the
role of comercial pilots and their position of influence.
It would be a new ball ganme. Wat this would nean to the
airlines and the pilots would be felt in the 1980s.

Robert Crandall was nade President of Anerican Airlines on
July 16, 1980. No doubt that Anerican will continue to be
the "best" airline in the free world and that APA can and
will be the best pilot group in the industry.

It was gratifying to get back to just flying airplanes the
| ast year of ny career with Anmerican. The story of the
1980s can best be witten by those who were there. The
Association is in good hands. You have doubl ed your nunbers
again. The future is up to you. If this brief history of
the earlier days can in any way be helpful, | wll be
pl eased.

August, 1989
J. R Lyons

About The Author

J. R Lyons learned to fly in 1940 while attending the
University of Mchigan. He taught acrobatics and instrument
prograns, and was a test pilot on B24s at WI I ow Run.

Hred by American Airlines in late 1943, he was given
conpany seniority on January 12, 1944. He received the
Di stinguished Service Award from AAL in March of 1945 which
states "Radioed circunstances and then landed aircraft
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practically out of control after being damaged in a md-air
collision over Saline, Mchigan - Decenber 24, 1944."

He was elected senior copilot representative of the New
York Domcile in 1945 and to the Negotiating Conmittee that
sane year. As a nenber of the Board of Directors of ALPA,
he began a period of 35 years of continuous service on
behalf of his fellow AAL pilots. He retained these
positions until noving to San Francisco in 1952. There,
either as senior copilot representative or as chairman of
the San Francisco domcile, he was on ALPA' s Board of
Directors until APA was fornmed in 1963.

In 1956, he was elected Chairman of the Negotiating
Commttee, a position held until becomng the first elected
vice president of APA in 1964 which he held for two terns.
He served several ternms as chairman of the SFO domcile
prior to his election as president of APA in 1976.

Captain Lyons retired in Cctober of 1980. He has consulted
for APA and has attended all Board neetings since.
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