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Jerry Barrett: This is Jerry Barrett talking. Today's 

date is May 13, 1986. I'm interviewing Captain Bob Brophy in his 
office in Old Town Alexandria, Virginia. Captain Brophy, if you 
would, could you start by just talking a little bit about how you 
got into the piloting business and your involvement with ALPA?

Bob Brophy: Oh ok. I went to work with Eastern 20 years 
ago, May 2, 1966. I finished 20 years May 2nd of this year. It 
was kind of the big expansion era in the airlines when I went.
The airlines had been kind of stagnant up until late 1965 and then 
they kind of took off had a big hiring program, hiring spree.
Then I went through training and I was based here in Washington.
I had no sooner gotten here in Washington and there was a IAM 
strike that year. As I recall it, the IAM struck four airlines at 
the same time, or three airlines. Eastern being one of them. So, 
I guess there was an immediate mind set towards labor I guess. I 
had never belonged to a labor union or a labor organization. My 
background is totally professional. My family is composed of 
doctors and dentists and so I really never had anything to do with 
labor so I found it kind of interesting. I went along and I went 
through my probationary period at Eastern and it seemed unless you 
knew the rules that you were supposed to work under certain people 
in management positions would take advantage of you. So I kind of 
learned the rules. Learning the rules meant that you had to learn 
not only the rules that you were to be scheduled under but your 
contract. I don't know whether you've ever seen the Eastern
contract or not.
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Jerry Barrett: Yes, I did.
Bob Brophy: It's about 600 pages thick and it's, in 

terms of labor contracts, it's quite a complicated instrument and 
document. Well I, certain amount of self work and attending the 
union meetings and paying attention to people who I felt were 
bright and articulate and astute to what was going on I guess that 
kind of led the way to starting an involvement. In 19, I guess,
71 I did a little bit of local work. It wasn't until 1975 I 
started doing things on a scale of the total airline. I was the 
Chairman in 1975 of the MEC Crew Schedule Committee and charged 
with the responsibility to make sure that essentially that all the 
pilots were scheduled properly, of course, with the rules and the 
contractual requirements, FAR's and those agreed upon principles 
that we had. Of course, those are the heart and sole of the 
contract, the work rules and obviously the involve pilot 
productivity and all the nice things that you hear about now. 
Pre-1978 de-regulation they were just passed, if there was a 2 
percent in a pilots contract, it was just passed on. So, I think 
from that stand point that's how I got a very fundamental 
knowledge of the contract. I guess I reputed to be one of two or 
three people at Eastern that knows the contract. So I'm told, I 
don't necessarily agree with all that, or disagree with it but 
that's what I've been told.

I served on the ALPA Negotiating Committee, in fact, that 
top picture is the 1976 Negotiating Committee. That's Otto Shick, 
the Master Chairman at the table signing with Colonel Borman and
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I'm second from the left and next to me is Randy Babbit, then 
Chuck Dyer, Bill Lennin, and Lloyd Anderson. That was the Pilots 
Negotiating Committee. The picture right below it, was the 1979 
negotiations and I was representing the company in that 
negotiations. So I went from labor to management and then in 1984 
I was elected again as Chairman of the ALPA Negotiating Committee. 
Nobody had ever gone from ALPA negotiator to company negotiator to 
ALPA negotiator in the history of the airline.

Jerry Barrett: That would be quite unusual I would
think.

Bob Brophy: Yea. We put together the 84 agreement that 
was the first of the stock plans. WE put together that contract.
I was Chairman of that and we also put together the 85 program.
We had the 84 and then the 85 agreement and then I left in June of 
85 and I guess this last one didn't turn out too satisfactory in 
terms of.

Jerry Barrett: You mean you left active involvement in 
the MEC Negotiating Committee?

Bob Brophy: Yea, yea. Yea, I went, I associated myself 
with Brian Freeman and I worked with Brian for 6 months. In 
January, I decided that I wanted to go ahead and go out on my own 
and do some things on my own and that's essentially where I'm at 
right now.

Jerry Barrett: The Freeman stuff, was that for work on 
Eastern or is that beyond that?
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Bob Brophy: No. Beyond that. I worked on the TWA deal 

with Carl Icon and originally with Pritcher. There was some 
discussions going on whether Prticher was going to be involved in 
stopping the Lorenzo take over. It seems like there's certain 
guys out there that have money that are willing to stop Mr. 
Lorenzo. I guess there's some people in the industry that don't 
view Mr. Lorenzo with any particular fondness.

Jerry Barrett: Oh. Ok.
Bob Brophy: So, but anyway it's been interesting. I'm 

very happy to have put in 20 years at Eastern. I don't know that 
I'd want to do it over again. I've met a lot of nice people. I 
think there's a lot of fine people at Eastern. I've met a lot of 
fine people associated in the labor movement too. It's obvious 
that in today's economy that, you know, that I think you have to 
decide on you know what your priorities are. Unless labor, you 
know, I think, the way the country, the economic climate in the 
country today and I think the whole impetus of de-regulation 
states that labor is going to have to take more of an entrepreneur 
attitude towards its labor and unless they're willing to do that 
that the traditional forms and methods of negotiation, I think, 
they're going to be left out in the cold and they'll just get run 
over. I think that they're going to have to take equity positions 
within these corporations. That unless they do that, so that they 
can reap in the same benefits as any other investor and they have 
a greater control over their investment because they're first 
hand. When I invest in the Marriott Corporation I'm just putting
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money up. But if I was putting money up and working at the 
Marriott Corporation then I have a little bit more control over my 
rate of return or the reason I didn't get a return. So, I think 
it's a far more suitable place to be at. Take those returns and 
that growth and those dividends and use it as part of their 
income. I think that's what it's all about. It's a don't, you 
know I think that, everything is siclical in labor anyway and I 
think managements will have a tendency to over play their hand and 
things will hit a bottom peak which will unit labor again and 
you'11 have the same thing all over again that you had in the 
early part of the union movement. So, that's probably all the 
philosophizing I want to do.

Jerry Barrett: Let me ask you a specific question on 
what you just said. The idea that unions need to kind of change 
their style and their approach to their management relations.
Some extensive things like that have been tried at Eastern. I 
don't know if the union, the initiative came from the unions or 
they were forced into it, but there have been some innovative 
things done there and I take it, on the pilots' side you've been 
involved in some of the pay arrangements. Some of the presents on 
boards, including the Board of Directors. Other kind of employee 
participation. That's the kind of think you're talking about 
really, the -

Bob Brophy: Certainly. I was on Eastern MEC. I was 
Council Chairman in Washington and probably one of the prime 
movers at the MEC when they first, when we first put two people on
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the Board of Directors at Eastern.

Jerry Barrett: That goes back quite a ways, then doesn't
it?

Bob Brophy: 1983. I think it was good in having a 
voice. At the same time, we took an equity position. That was 
when we gave up part of our pay and we got subordinated 
debentures, that had a coupon with, ok? They were highly 
discounted. I know an awful lot of pilots sold their's and very 
unfortunate. But, we tried to take one step at a time. The 
problem that existed at Eastern was one of personalities and egos 
more than anything else. I think you had a leader of the IAM who 
was a social reformist and probably took some of his teachings 
from Mr. Whippensinger who I think is probably a little bit light 
of right. I don't think that socialism is going to work in this 
country. I don't think you're going to have a worker's 
revolution. I don't think you're going have power to the workers. 
I think that this country is still going to be capitalistic. As 
long as you're dealing in a capitalistic society, then you have to 
deal as a capitalist even though you are labor. Mr. Bryan, I 
think he tried to deal. Look, Charlie, the only thing he 
understood was power and moxie. In 1985, he and Mr. Callahan were 
in my hotel room in February in 1985 and quite honestly I told 
them, "Look I've had it. If you think you've got all the cards 
over here Charlie, you wrong. Because I'll put the airline in a 
Chapter 11. I won't sign a deal." So, I think that when he came 
to the understanding that somebody else had some power to control
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the situation and I think that we've dealt on an even basis. I 
made certain commitments to him. I went ahead and did those 
things, lived up to my word and he followed suit. I think Charlie 
is a man of his word. Ok? And I think that's the important 
thing. I think that's where management often times misses the 
boat. I saw an article in the Miami Herald where Mr. Leonard just 
made the statement that he slipped something by the flight 
attendants. Why kind of bull shit is that that you slip something 
by, you know, in contract negotiations? And even if you had, ok, 
then you ought to be honorable enough to turn around and. Look 
there's right and wrong. Ok? As displeasing as it was to Eastern 
in 1985, they had agreed to a profit sharing plan that was based 
on a fixed expense base and if they wanted to start up new service 
or if somebody wanted to move 20 divisions around and increase 
expenses over this. They didn't care about that. Our profit 
sharing was based on this fixed expense base and we made that 
agreement with Bill Usery during negotiations. To his credit, he 
lived up to that and to his credit, Frank Borman, couldn't live 
with that but he acknowledged that that's what we had and we made 
other accommodations. That's what it's all about. Ok? It's 
truthfulness, honesty and living up to what you say that you're 
going to live up to. If what you really have agreed to, if you 
can't live with it, then you somehow try to find other 
accommodations. But you just don't arbitrarily go out and say 
well that doesn't exist. Or we're not going to live with that.
Or we'll get some legal point or whatever. Because that, and 
really
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and truly, I think the people at Eastern has had, they probably 
have different views but I think that their labor relations has 
been trouble. I think that the generally body of experts in the 
area of labor relations would probably agree with that last 
statement I just made. So, that's, I think that's an unfortunate 
thing for Eastern's part.

Jerry Barrett: Well, you pretty much point the finger at 
the management side on?

Bob Brophy: Look, it takes two to tango for everything. 
Labor's not without blame, management's not without blame. Ok? 
There was an environment created. Let's go back to 1975-76. The 
airline pilots should have been shit canned 1976-76. If Mr.
Borman made one big mistake, he made the mistake of trying to save 
the airline. They had a antiquated fleet, heavily in debt and 
they went to the employees and said look we need to do certain 
things. The employees went along with it. So in a sense, since 
1976 and this is 1986, the pilots, in particular, have been 
involved in some sort of programs. Ten years of programs is a lot 
of programs. You know, you turn up and you throw your hands up 
in the air and you say, "We don't need any more program. If the 
damn thing isn't going to work, it isn't going to work. Let's get 
on with it and move on with our lives." It's kind of the boy who 
cried wolf once too often or going to the well too many times. 
There is a lot of little antidotes that you can. But having made 
that decision, I don't believe that there was ever a concise 
program ever put into place. I admire Colonel Borman a lot. At
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the same time that I admire him I can also equally condemn him.
His management style lent itself to morale corruption, hiding 
things. See the style was that if you don't like the messenger, 
kill the messenger. So, consequently, nobody ever took him bad 
news until it was public knowledge and things had gone so far that 
you know - and I think that clearly, if you look at the management 
at Eastern as a whole. If you took any one day, took a gigantic 
picture you could turn around and say ok. It was a management, 
particularly in the lower echelon, up to the senior level of 
management, where nobody was promoted who was a doer. If I was a 
manager at Eastern and there was a bright young guy underneath me, 
I would not promote him because if I was incompetent it would make 
me look even more incompetent. So, the bright people never really 
got ahead at Eastern. They either went some place else or were 
relegated to the dungeon some place. That's an effective way of 
dealing with, you know, it's an ineffective way of managing but 
it's an effective way of self preservation if that's what you're 
interested in within the corporate structure. So consequently,
I'm not going to tell my supervisor any bad tales. I don't want 
anybody telling me any bad tales and so that Frank doesn't get any 
bad tales. So everybody got a bad tale here in February of this 
year. They're all walking around with long pusses and faces.
Some of them are, I would think that some of the people in 
management may be a little ecstatic about it because of that fact 
that Mr. Lorenzo and his reputation with respect to labor, as 
being very hard on labor. The rest of it they think well, things
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are going to clear up around here. But, what people don't realize 
is that that in terms of the echelon in any corporation there is 
only about five people in management. Everybody else is labor. 
Some of it is organized labor and some of it is unorganized labor. 
There's only about five or six in the inner sanctum. Everybody 
else is labor. Whether or not you have the title of Vice 
President or even Senior Vice President, you still may be labor 
depending upon who's. Texas Air Corporation has about four people 
in management. Everybody else that is involved with that company 
is labor. The President of New York Air is labor as far as Frank 
Lorenzo is concerned. He can be replaced tomorrow and that's it.

So, the people at Eastern management who are happy about 
Lorenzo coming over may whistle a different tune after a period of 
time. Because certainly, if he's not going to put up with quote 
unquote organized labor's bull shit, he's certainly not going to 
put up with unorganized labor's bull shit. Eastern's management 
certainly is unorganized in more than one way. Mr. Lorenzo, the 
only thing he understands is power and I think that that's 
something that the unions are going to decide on at Eastern is how 
they're going to exercise that power. If they independently 
exercise that power, I'm sure Mr. Lorenzo will have another win 
situation. If they collectively exercise the power efficiently, 
Mr. Lorenzo is in for a new dawn, a new awakening.

Jerry Barrett: How are you betting on that?
Bob Brophy: I would venture to say that labor probably 

wouldn't be able to pull it off over at Eastern.
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Jerry Barrett: Would not be?
Bob Brophy: Would not be able to. No. They're just, 

they can't get their collective crap together. You need a 
catalyst. You need strong leadership. I don't see any real 
strong leadership either there or on the horizon that would be 
effective in satisfying all the diversive interests and all the 
political things.

Jerry Barrett: Some of it is their own history. The 
three unions have really competed from time to time, more than 
competed.

Bob Brophy: Sure. Well, they really haven't competed. 
They've been duped into allowing one union to be placed against 
another and they've allowed that to go on because they can't see 
any further than their nose. It's kind of like the guy who picks 
up his pay check on Friday and he goes and he cashes it and he's 
got $200 and he goes in a bar and gonna have a few beers and that 
$200 has got to last him a week and next Friday he's down to 
$1.98. Well, if next Friday never came, he'd be shit out of luck. 
Well, that's, you know, if you only live for today, tomorrow 
you're going to be out of luck and if you can't see beyond today. 
See, I think that's part of the problem that labor has and maybe 
I'm a little fortunate in a sense that my background at Eastern 
has caused me to look down the road a little bit and be a little 
somewhat envisionary. The things I was saying in 1979, in terms 
of labor taking an equity position and asset acquisitions. For 
instance, we ought to be buying aircraft and
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leasing them back to Eastern Airlines. Instead of getting a five 
percent pay raise, get 38 percent return on our money.

Jerry Barrett: You were talking about that as early as
1979?

Bob Brophy: 79 yea. Some of those things are, yea. As 
a matter of fact, in 1977 we held up an agreement on wages and 
working conditions on the A-300 when Eastern wanted to introduce, 
negotiated A-300 letter of agreement and one of the conditions was 
that we were able to buy a 727-225A model. Eastern had had some 
on purchase from them and what we wanted to do was buy the 
airplane at Eastern's price from Boeing which was $25,000,000 at 
the time and then lease it back and of course a lot things,
Eastern agreed to it and we put the prospectus out guys just 
didn't have an understanding of what prospectuses were all about 
and so forth and so on and we didn't get enough subscribers at the 
time and then Charlie Simons grabbed it up and Eastern went 
merrily along their way. That same 727, the bonds on it, are 
paying 17.5 percent interest on the New York Stock Exchange right 
now and I don't know what their, last time I looked they were 
about one-fifteen, one-sixteen, something like that.

Jerry Barrett: When that was done was the opportunity to 
buy into it only made available to the pilots, or to?

Bob Brophy: Yes to the pilots.
Jerry Barrett: It would seem to me that if anybody would 

understand it, it would be the pilots.
Bob Brophy: Sure.
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Jerry Barrett: I mean, many of them are at financial

level were they can invest.
Bob Brophy: Pilots are probably the worst businessmen in 

the world.
Jerry Barrett: Oh really.
Bob Brophy: Next to doctors. I don't think they're very 

good businessmen and you know for the most part, they're fairly 
well educated and extremely opinionated, professional people. But 
in some senses they're rather naive. In terms of their work 
rules, their agreements, you'd think that were flaming liberals 
because they want cradle to grave protection. But in terms of 
their political choices and terms of how to run a country they, I 
think, they probably want to refer back to the republic rather 
than the democracy.

Jerry Barrett: It is a unique organization, the pilots.
I was kind of intrigued with the idea that a need, in general for 
the labor movement, to take an equity position with respect to its 
dealings with management in a way that it never has before. But 
it the pilots can't do it, who presumably would understand this 
much better, how can you expect a blue collar machinist or a?

Bob Brophy: Because there's more discipline in the 
organization itself. Ok? The International Association of 
Machinists is a union and the come into a union hall and they do 
what their leaders tell them to do. Christ you can't get four 
pilots to agree to anything. So, there is absolutely no 
discipline within the airline pilots association. Look, the first
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hijacking in this country, if we had any leadership or any guts 
about us at all, when the first time a pilot was killed or any 
terrorist act, we just put the God damn world on the ground.
We're not going to fly airplanes anymore until you solve it. That 
hasn't happened. Why not? Because we all worried over our own 
ass. Our own financial liabilities. Ok? Our carrier's 
liabilities. There's no collect, that's not true with the other 
labor organizations. Give me a blue collar worker because there's 
one thing that they have and that's discipline within their 
organization. Pilots don't have any damn discipline. Hell, 
Piedmont Airlines flew for how many years without a contract 
signed by the President of the Association. You know.

Jerry Barrett: So in that way it is quite different than 
other organizations -

Bob Brophy: Certainly it is.
Jerry Barrett: I head it presented in a little bit 

different light and that is that it is very democratic. That 
you're opinion is -

Bob Brophy: It depends on who you're talking to. See I 
don't have any reason to say that it's democratic now. I'm not 
running for office nor do I want to run for office nor do I think 
it's a very democratic organization. I think the structure of 
ALPA is stupid. The International Association has absolutely no 
authority to do anything. They have the collective bargaining 
rights and yet we don't have national collective bargaining. I 
mean I can go out, when I was Chairman of the Pilots Negotiating
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Committee at Eastern, I'm top dog. Hank Duffy can't do anything. 
He can't tell me how to negotiate or even interfere in 
negotiations.

Jerry Barrett: That's quite surprising, really.
Bob Brophy: See, and that's wrong. National ALPA owns 

the collective rights. They ought to dictate the posture of 
negotiations, yet they don't and Hank would never think of doing 
it, particularly in an election year. It's and I think that 
anybody who is familiar with the labor movement would tell you 
that would not probably use the word democratic but use the work 
undisciplined. I think it's far more clear and says it exactly 
in terms of an international organization. Now, I'm not saying 
there is not discipline within the units, each individual MEC.
But, it probably is the most democratic of all the labor 
organizations and so what we're saying is that democracy builds a 
lack of discipline.

Jerry Barrett: Ok. Yea I think your point's well taken 
on that. I want to go back something you were referring to 
earlier and that is the, kind of commenting on the quality of 
management within Eastern. Your words on that have to be weighted 
rather heavily because for a period you were a part of 
management.

Bob Brophy: Certainly.
Jerry Barrett: How did that work when you were there, I 

mean and why did you leave?
Bob Brophy: Well, because, I left simply because of
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the fact that I couldn't deal with it. We'd make up fictitious 
stories. When I first went down to Miami, they asked me the 
question, "What is it going to take to secure a pilot agreement?"
I turned around and I said, "One percent a month. If you want to 
sign a 36 month agreement, it's going to take you 36 percent in 
wages and in work rule changes, benefits." This is in 1979, a lot 
of prosperity, a lot of earnings going on, right after de
regulation, a lot of good things are happening in the airline 
industry. The answer, the response back to me was "Bull shit.
Over my dead body." So we went through these massive emaciations, 
I mean making charts and doing this and doing that and so forth 
and so on. Meetings, presenting the contract, what we were going 
to open and why we should open for this to the Senior Staff and to 
Borman and the rest, (interruption)

Jerry Barrett: Ok we're back on.
Bob Brophy: So, anyway, we'd go up and they'd go through 

these emaciations and they'd want a 36 month contract and the 
increase was only going to be 20 percent, ok over 36 months. I 
thought the people sitting on the other side of the table, they 
had one of the toughest militant, when I say toughest, I'm talking 
about militancy, ALPA negotiating committees to go up against and 
when they took what was view as a militant attitude on the part of 
Eastern, it kind of swayed the liberal minded negotiators to side 
with the militant people. Now the secret to negotiations is to 
get in and get out. Well, we have one of the most procrastinated 
and protracted negotiations in 1979 and they ended up signing an
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agreement that was something as I recall, 29 percent over 24 
months. Which is a little bit more than a percent a month. Which 
if they had listened to me, it's not that it's me, it's what the 
industry was doing. Anybody could have sat down and analyzed what 
the industry was doing before the Eastern negotiations came in and 
everyone of the carriers. There's no reason to suspect that these 
guys are any different than anybody else, they know what's going 
on. So, what you do is you sit down and you get the biggies out 
of the way and you make some subtle changes that impart long term
savings to the carrier within the work rule structure. They were
willing to do that. Ultimately, they never got it. Ok? Once 
again, they had to get Borman involved in negotiations and finally 
two o'clock in the morning Frank settles the agreement. But, 
that's, you can't operate like that. You don't have the authority 
to act. As a negotiator, when you sit down, ok, while 
authorization from Eastern was 20 percent over 36 months or 
another way of putting that is a little bit more than a half a 
percent a month. Ok? So that's your authority. Well you can't 
get an agreement. It's stupid for the negotiators even to go into 
the senior staff and say. But the reason that they did that
because if they went in and said it's going to take one percent to
sign this agreement, one percent a month, well the old man's going 
to blow them away. Kill the messenger. Right? I don't like the 
message. So you go in and you tell him a bunch of



-18-
hog wash and you let the situation build up to the point where 
they don't have any choice but to sell. That to me is ineffective 
management and I didn't want to be part of it.

Jerry Barrett: You just spent one year at it?
Bob Brophy: No. Two and a half years. 79 to 81. Then 

I came out and I flew Captain and I was merrily going along my way 
and somebody resigned as Council Chairman here in Washington and 
they asked me if I run for the interim Captain Representative and 
I did and all hell started breaking loose. So I went from that to 
Negotiating Committee, to Chairman of the Negotiating Committee to 
saying I've had enough.

Jerry Barrett: How did you happen to get invited to join 
management?

Bob Brophy: How? I suspect because they felt as though
I had something to offer. Tom Buttion, he's the fellow that, you 
know. I've got a great deal of respect for Buttion. I think 
Buttion is one of the most effective managers they've ever had.
He did his job well. Left to his own devices, he probably could
have done it a hell of a lot better. But see, Buttion cut waste
out within his own department. Now, when you sit down at the
table and he's saying look we need to cut waste out of the 
contract and you've seen that he's already cut waste in his own 
department, you're a little bit more receptive to those ideas.
Aren't you?

Jerry Barrett: Yes I would think so.
Bob Brophy: Sure. The problem with Tom Buttion was
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that he had an attitude that said the contract is permissive. In 
other words, when all the prohibitions are stated in the contract 
so that makes anything that's unstated permissive on the part of 
management and that's not exactly true. By the way, we are very 
good friends today. He's just had a series of, had a by-pass in 
September. But he, you know.

Jerry Barrett: Let me ask you about another thing you 
mentioned. The two people being put on the Board of Directors 
back in 81.

Bob Brophy: 83. Arthur Taylor was one. Thomas Hailbox, 
Jr. was the other one.

Jerry Barrett: How did that come about?
Bob Brophy: Well, Eastern was in bad shape once again.

In November of 82 they should have settled the IAM contract but 
they didn't. So, the end of the year crises and they were going 
to go default. Ok? They had the lenders come in and address the 
MEC and do some other things. Michael Crews from Chase Manhattan 
sat up there like he was Marshall Hitler, Heimrick Hilter, that's 
who he reminded me of. This is where Borman lost all his 
credibility with the pilots, it was in 1983. Pilots took a 18 
percent pay cut and gave up about 5 percent productivity in 
productivity when they didn't have to. Their contract wasn't up 
and so forth and so on. In order to bail the company out so that 
they wouldn't go into- -. Then immediately after that the company 
signed a contract with Charlie giving the them a 20 percent or 22 
percent increase and nothing has been right over here ever since.



-20-
Jerry Barrett: That was the point when the company was 

taking the posture that they were going to take the machinists on 
and they were going to fly through the strike and all the rest.

Bob Brophy: Yea. I sat out in San Francisco. Borman 
flew out to San Francisco and he stood here saying that. I said, 
"Frank, you know, who are you bull shitting? You can do it." You 
know, it's one thing to posture yourself for the press or to 
posture yourself. But the pilots in agreeing to give up, I took 
the position that not only are we now the single largest stock 
holder through the acquisition of that dead instrument that we 
got. But we're also one of the largest lenders. You my father 
once told me you don't lie to your doctor, your lawyer or your 
confessor. That's the same thing. So, with Frank coming up and 
saying he's going to take the IAM on and they're not going to get 
more than 17 percent, or 14 percent or whatever figure it was. I 
don't recall, figures have a way of running together, was foolish 
when you knew in fact that he had to. He didn't have the money to 
survive a strike. It wasn't a question of Chapter 11 it would 
have been Chapter 7. So, I think that that was, in some sense, 
that was the beginning of the end. That was the beginning of the 
death for Colonel Borman. It's a shame. He's a very charismatic 
man. Very dedicated, I think, to fundamental principals of 
fairness, fair play. I think a lousy manager. You shouldn't say 
lousy manager, poor businessman. Great to go out and negotiate 
A-300 contracts with the airbus industries and things like that 
and the rest of it. But, you know, Frank, he can't be over in
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France and have a pulse on the airline, what's going on. He had 
too many things going on. Can't be Chairman, Chief Executive 
Officer and Chief Operating Officer (interruption).

Jerry Barrett: We're back on. I wanted to ask you, 
following up on what you were just saying on the other side. I 
take it that the persuasion that was presented to the pilots in 
late 82, the Chase Manhattan testimony about the problems and 
finances, etc., that was persuasive to the pilots, to the 
negotiating committee?

Bob Brophy: There was some persuasiveness to the MEC. A 
lot of these things are orchestrated. The Master Chairman at the 
time, felt that Eastern had a real problem and that unless the 
pilots solved the problem that Eastern would go down the tubes.
So, he took the bait and he wanted to orchestrate a certain 
situation. So he had all the players there that would 
orchestrate the scenario as he wanted it to be heard. I don't 
know that anyone denied the necessity of what needed to be done.
I voted against it. There were four people that voted against it. 
The Captain Representative from Washington, the First Officer 
Representative from Washington, the Captain Representative from 
Miami, and the First Officer Representative from Miami. The 
reason I voted against it was we had a tentative agreement which 
we all voted for. From the tentative agreement, the principals 
that were adopted in the tentative agreement to the final contract 
language, there were fourteen items that were either alter, 
changed, blew away, or whatever. Now when I sit here and shake
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your hand and say we've got a deal, we've got a deal and those are 
the principals that we're going to live by. Major concerns of 
mine, one of them was convertibility, the debenture, was supposed 
to be a convertible debenture. Ok? It was, but that put a 
limitation on the amount that you could convert and how long you 
had to hold it before you could convert. Ok? That wasn't the 
deal. The deal was that this debenture, cause remember 1979 I'm 
preaching equity acquisition, when I'm going to get a debenture, 
that's going to give me 62 and a half shares of common stock, 
brother I'm building up a lot of common stock in a hurry. Now,
I'm going to have a say. So, when they came through and there 
wasn't convertibility, instant convertibility, and the tentative 
agreement called for instant convertibility, used the word 
instant. Which means if I want to convert it tomorrow, I can 
convert it tomorrow. There were 14 items, as I recall, from the 
tentative agreement to the final contract which either caused me 
to vote against it and urged that, that I urged my constituents to 
vote it down. My constituents did not vote it down by a margin of
70 percent the passed it. It's interesting to note that the
Second Officer Representative in Washington at that time urged the
pilots to vote for it. After the dust had settled he was 
recalled. Which is the same thing as impeached. He was impeached 
by some 70 percent of the pilots in Washington. There's a little 
irony in that I think. So, these guys get their dander up if 
they've been fooled. You know, I never really cared about the 
politics of the situation, I put the facts out as I saw them and
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that was it. One thing I wouldn't tolerate is going back on 
deals.

Jerry Barrett: Was there something new that happened 
that caused them to go back on that?

Bob Brophy: I don't think there was anything new that 
happened. I just think that they had agreed to too much. You 
know, what you do in the heat of the battle, you may not do the 
next morning.

Jerry Barrett: Monday morning quarterbacking.
Bob Brophy: Certainly. You know, there were, as I 

recall, 14 items. Not insignificant items either. Of course, the 
big thing that they tried to impress upon everybody was, that if 
you didn't vote for this Eastern was going down the tubes. That's 
like saying, if you vote no, you are asking for your mother to be 
shot.

Jerry Barrett: And of course that threat had been made -
Bob Brophy: That was the first threat.
Jerry Barrett: That was the first time ?
Bob Brophy: Yea. That was 83. Late 82, early 83 and 

then each year it was always in December.
Jerry Barrett: Well in the Fall of 83 is when they 

brought in the couple of consultants, the-
Bob Brophy: Laggard Farrer.
Jerry Barrett: Yes. To take a look at the books. What 

do you think that was all about? You referred to scenarios being 
worked out. Was that a scenario, as far as you were concerned, or 
was there something real about that?
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Bob Brophy: Well, I think, unquestionably In 1979 one 

could go back and look and see the forecast that finance had made. 
They didn't know where in the hell they were going to get the 
money to re-equip the airline in 83 or pay for the purchases and 
some of the other things. I don't think that the airline was in 
the dire straights that the Laggard report showed. There's no 
question that the airline had financial difficulty. However, 
there were a lot of things that could have been done that weren't 
being done. There were a lot of things that management could have 
done on their own in terms of savings that weren't taking place.

Jerry Barrett: Not labor costs, other costs.
Bob Brophy: Other costs, sure. But, there's no question 

that there was going to be a short fall for 84 and 85. You know,, 
the Laggard study was worth while. It's interesting to note that 
Laggard in 1982 was retained by the pilots to work on the 
subordinated debenture. Ok? Nine months later they're pimping 
for Eastern. Quite honestly, I would not have any dealings with 
Laggard. I think they'll pimp for whoever the highest bidder is.
I think you've got to have integrity in this business. Ok? Look, 
if I didn't have integrity, do you think I could go from labor to 
management to labor?

Jerry Barrett: I think you're right.
Bob Brophy: So, you can't, as an outside guy, be my 

buddy one day, somebody else's body the next day. See, Bill he 
was a facilitator. He's successful as long as the players 
understand that there is a deal. Some of the people they've got



-25-
down there right now wouldn't know a deal if they tripped over it. 
That's why Eastern is in the position that they're in today, is 
because nobody knew how to put their arms around Charlie and 
nobody knew how to cut the deal, or when the deal was there to be 
cut.

Jerry Barrett: You started before to explain how they
got the, Taylor and -

Bob Brophy: Well that was part of Document 99. We had 
the right along with the non-contract people based on dollars 
given up to vote for two members of the Board. Well we gave up 
more than non-contract people, so it was just kind of a pseudo 
thing, you know. We selected Arthur Taylor, he was our immediate 
one. Chuck Dyer, and by the way Chuck would be a good guy for you 
to get a hold of to, he has been involved in Eastern for years and 
years and years and could give you some good background.

Jerry Barrett: He's retired now?
Bob Brophy: No. He's the Director of the Pilots'

Pension Fund. He's also a Vice President with Columbia 
University, Endowments. He just made Captain in New York, 727. 
But, I think that Chuck had interviewed quite a few people and he 
was involved in the selection of Arthur Taylor. George Smith and 
Larry Shulte were involved in the selection of Tommy Boggs. Two 
different, Boggs couldn't hold a candle to Taylor in terms of gray 
matter. Tom Boggs is a good guy, don't misunderstand me. It took 
him a while to understand what his position on the Board of 
Directors was. Ok? Arthur Taylor took the position that he is a
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Member of the Board of Directors, he has a fiduciary 
responsibility to the stockholders of which he has been appointed 
by the pilots and the non-contract who have the greatest total 
holding of any individual stockholder. But his first 
responsibility is to the stockholders and not to the union. So he 
made that very, very clear, always has. Very articulate man.

Jerry Barrett: Do you feel that's appropriate?
Bob Brophy: Certainly. Look, that's why this is a 

fiasco, having Charlie Bryan. How the hell can you serve two 
masters. It makes you a slave to everything. How can you 
exercise your fiduciary responsibility as a union representative 
and your fiduciary responsibility as a Member of the Board of 
Directors when they are in total conflict.

Jerry Barrett: The same with Callahan. He's not done as 
well with that either?

Bob Brophy: No, he can't. It's impossible. It's kind 
of like making the obvious perfectly clear. You know, it's. It 
would be like if I had 40 people working for me and I organized 
them. Why would I want to do that?

Jerry Barrett: In a sense, by appointing the first two 
members to the Board, Taylor and Boggs -

Bob Brophy: Then that led to the following year of Bryan 
making the concessions for 25 percent of the common stock, genuine 
preferred, and them achieving a seat on the Board of Directors as
well as the TWU.
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Jerry Barrett: What was the idea of putting the pilots 

and the non-contract together?
Bob Brophy: Cause they were the only ones who were 

willing to give anything up to save the company in 83.
Jerry Barrett: In effect, the non-contract, how do they, 

they don't negotiate. How do they give up? It's enforced, 
right?

Bob Brophy: How do they give up? Frank says, you give 
up and that's it. It's imposed.

Jerry Barrett: And I take it they didn't have very much 
input either into the two people selected for the Board.

Bob Brophy: Well, we did. We took them out, their 
representatives out, and interviewed Arthur Taylor. The final 
analysis was, the terms of the agreement was, that the easiest way 
of putting it to you is that for every dollar you gave up you had 
a vote. So the pilots gave up $51 million and non-contract gave 
up $30 million. So we had 51 votes and they had 30. So it wasn't 
a question, you know, we knew who we were going to select, I mean, 
but you just don't turn around and grind something into somebody. 
You know, you use a little tack. But you see, Arthur Taylor was 
such a good man that anybody would want him. That's my opinion.

Jerry Barrett: I wanted to ask you a little bit about 
productivity. It seems like it's a topic that people at Eastern 
talk about rather easily. It seems to me, kind of glibly. What 
is productivity with respect to pilots and is it something that 
really can change without just flying more?
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Bob Brophy: Well, it basically, a pilot's productivity 

because of the environment is nothing more than the amount of time 
that he spends in getting an airplane from point A to point B.
When a cleaner comes on the job, he works a 8 hour shift so 
whether he cleans 10 airplanes during that period of time or 6 he 
still is making the same amount of money. If the carrier can't 
schedule more than 6 airplanes in for him to clean, he spends the 
rest of his time sitting on his hands. Now, likewise, a pilot in 
terms of how his productivity is measured by the carrier, his 
productivity is only measured for that amount of time from the 
time that airplane leaves the gate until it arrives back at the 
gate. Well, you can see that a pilot puts in more time than that 
on the job. So, we've always had this argument over which came 
first the chicken or the egg. Ok? Under our standard agreement 
that has been in effect since 1966, basically a pilot was required 
by the contract to put in 240 hours away from base, away from his 
home, a month. That would be the maximum. Well, let's see. A 40 
hour week times five and a half weeks, I mean four and a half 
weeks, right? You can see that a secretary puts in about 180 
hours a month. Pilots are putting in 60 hours more than that.
So, I think the whole term of what pilot productivity, and how 
it's measured is not very obvious. It's because of how we got 
paid. We get paid by the amount of hours that we fly. If you 
flew 80 hours, you got paid 80 hours pay. If you flew 86 or 84.
So in some sense we hurt ourselves by allowing ourselves to get 
paid by the amount of hours that we flew rather than have a
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salary. If we had a salary we wouldn't even talk about pilot 
productivity, would we? I'm a salary employee and you fly me for. 
And that's basically the position. How can the pilot affect his 
productivity? See, the carrier would have you believe that the 
pilot somehow has some control over the amount of work that he 
does. He doesn't have any control over the amount. You schedule 
him. If I scheduled myself, that would be a different story. 
Wouldn't it? But the carrier schedules me. I bid every month and 
I get certain trips that I have to fly. Well I'm supposed to be 
there to fly them. Now, if you want me sitting our in Reno for 32 
hours, that's your business buddy. But I don't want to be there. 
Ok? All I need is 10 hours a night rest and that's fair. Now if 
you can't schedule me, if you don't have enough equipment to do 
that obviously you can see that because you're here in New York 
and you schedule a crew to go out to the West Coast there's not 
enough time or hours in the day, somebody's got to, it's called 
tag ends. Unless you've got crew domiciles out there, you can't 
fly a turn around out and back, cause you'd exceed the FAR's. So 
the whole question of pilot productivity is really effective 
scheduling and working within the resources that the carrier has. 
By resources, I'm talking about aircraft.

There's tremendous waste in this area too. There's 
tremendous waste. For instance, I'll give you an example,
Eastern, historically, we call it credit time, but other carriers 
call it penalty time. That's the difference between the hard 
hours that a pilot flies on a trip and what he actually gets paid.
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Ok? I may fly 8 hours on a trip but I get paid 11 hours and 30 
minutes. That extra 3 hours and 30 minutes is called credit time. 
It's made up of a combination of duty regs. It could be away from 
base, or it could be on duty. Every time I show up at the airport 
they've got to guarantee me 4 hours and 30 minutes pay. If they 
only fly me 2 hours, that's too bad. They pay me for 4.30. So 
this is called credit time. Ok. Now, Eastern will start out a 
month and they will try and have a minimum amount of credit time. 
They may start the month with 15 percent credit time. Because of 
acts of God, weather other things, mechanical, and so on, things 
break down ok, and the system just doesn't work perfectly.
Because the trips are scheduled so tight, ok? Minimum duty 
brakes and, to have this minimum credit time, they end up drafting 
pilots to do work that they ordinarily wouldn't do. Because of 
tight scheduling, when the schedule a pilot, the pilots with a 
month with 15 percent credit. When I was down there in management 
I turned around and said this is silly. What you ought to do is 
put a little slack in it. Schedule them for 16 percent credit 
maybe. Ok? You have a little slack. They always look at going 
into the month. They never look at the end of the month. We 
looked at the end of the months, where they scheduled tightly the 
effective credit that they ended paying was 17 percent credit.
Some months 18 percent credit. If you took that same schedule, 
applied the same things that happened during the month to the 15 
percent credit, they could start out at 16 percent and you'd come 
up with 16 and a half percent. So you'd save a half a percent of
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credit. Ok? That's the equivalent of 15 pilots. Ok? Now they 
turn around and say that's, we make a $100,000 a year or some such 
foolishness, or whatever they came up with, $140,000 a year.
Using their figures, if you save 15 pilots a month, you do that 
for a year, it's $1.5 million dollars over that, it's almost $2 
million. I mean, hey. And that's something you don't need a 
contract change to do. That's something that's in their hands.

There's another way of explaining Eastern. It's called 
penny smart and dollar foolish. Could we just stop for just a 
second?

Jerry Barrett: Sure.
Jerry Barrett: Another think I hear talked about is snap

back.
Bob Brophy: Snap back, well.
Jerry Barrett: Can you talk a little bit about that and 

how it came up and what-?
Bob Brophy: Basically, snap back is nothing more than we 

sat down, in every negotiation there is a give and take. In the 
1979 negotiations the pilots got 29 percent over 24 months as I 
indicated to you earlier. That's the net effect of the contract. 
There were certain things that they gave up during that contract. 
Ok? They become permanent acquisitions for the carrier. Now the 
carrier comes around in 1982 and says, "Hey pilots, out of that 29 
percent that you got increased, we want you to give up 17 
percent." We said, "Ok, we'll give it up for a year." Well we 
want it back and that's what a snap back is.
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then.
Jerry Barrett: Ok. It's not a permanent give back

Bob Brophy: That's right. See, because what the carrier 
fails to realize is that when the pilots achieve this it would be, 
now and here's where the carrier made the mistake. They could 
have gone back and said, "Alright we'll go back to status quo." 
Status quo would have been, ok, you got 12 percent here, we'll 
take 17 and we'11 give you back some of the things that you gave 
up. See? But Eastern was like the streets in Washington, one 
way. Sure. Sure. You know, they could have had anything they 
wanted. They just didn't know how to deal with labor and that's 
not sitting down and saying that the way to deal with labor is to 
give them everything they want because that's not the way to deal 
with labor. Totally not the way you deal with labor. But, if you 
sit here with blinders on and all you can see is your forest, 
you've got to see the other guy's forest. Until you recognized 
what his problems are. Do you know the problems of being a labor 
representative since 1978? I mean it's just not a neat thing. I 
mean if people get involved in this thing. I mean some of them 
get paid for doing it. With us it's all volunteer. I didn't get 
paid, I lost money.

Jerry Barrett: It's kind of thankless is what you're 
saying and not an easy job.

Bob Brophy: No and how do you, you know. It's like
every time you go back and you tell the pilots, well, here's the 
good news. The good news is that they only want it for two
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years. But when it became necessary to make certain fundamental 
decisions then it became necessary and you have to do this. They 
were tough decisions that needed to be made. I never took a 
contract back that was never ratified. It was always ratified.
I'm very proud of that fact.

Jerry Barrett: So you really had a sense of where your 
membership was at.

Bob Brophy: Yea.
Jerry Barrett: Shulte's predecessor got recalled or 

something?
Bob Brophy: Impeached. George Smith.
Jerry Barrett: Is that part of the problem, not 

anticipating where the folks were?
Bob Brophy: Poor leader. He, actually, I shouldn't say 

that. George got impeached, recalled, he paid for Augie Gorse. 
Augie Gorse was the guy who marketed the 83 program. Remember he 
had all the people at the MEC meetings. He was the Master 
Chairman. Remember I said Master Chairman -. So Augie left 
office, George took over. They were both from the same Council, 
Atlanta. The MEC viewed them as being one and George paid Augie's 
sins.

Jerry Barrett: Ok, I see what you're saying.
Bob Brophy: Tough world.
Jerry Barrett: That's true.
Bob Brophy: You have wives that bitch and then you die.
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Jerry Barrett: There's been more than a couple law suits 

that the pilots have had against Eastern. The most recent one was 
in 85 that kind of dragged on. Partially related, I take it, to 
the settlement you were talking about. A part of that was, the 
question as I get it, was there an agreement in fact? Isn't part 
of what the law suit was about, whether you had actually reached 
an agreement in early 85?

Bob Brophy: The question was not whether we had reached 
an agreement but whether the IAM. We had agreed, number one, I 
guess you have to understand how our ratification process goes.
Our ratification process, it makes no difference what the union's 
internal ratification process is legally unless the other party is 
informed of that at the start of negotiations. This is one of the 
things that when sit down at the negotiating table you say I have 
the authority to act and our ratification process is that 
everything must be ratified by the MEC or the membership. I 
negotiated a document that said we were going to make the 
following concessions. At the end of that there was a disclaimer 
and it said that if the TWU or the IAM failed to reach an 
agreement with the company that ours was null and void. I went on 
vacation for a week and Shulte did something with respect to the 
TWU. He didn't have the authority, number one, and the MEC didn't 
ratify it in session to remove the linkage between the TWU and the 
pilots. Putting that issue aside, the IAM were still there and 
the IAM went out for a ballot, was turned down. The carrier tried 
to say hey look there were certain technicalities. I've been
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inf orraed by the President of the IAM that it was ratified, that it 
wasn't turned down. It was just technicalities. So, that's where 
all the shit finally came down. If you agree to something, then 
you agreed to and if hard times say that look their contract was 
turned down then, sit down and try to make the best deal you can 
with the pilots. They wanted to fly the DC-10, the only reached a 
settlement out of court was because the pilots held the DC-10 
hostage. That gave rise to the militant attitude on both sides 
for the start of the 86 negotiation. That's why you ended up with 
the yellow belly contract on the 23rd of February.

Jerry Barrett: I didn't know about that, what is this? 
Bob Brophy: Well this contract that, you know, that we're now 
working under. It wasn't a negotiated contract. It was imposed. 
It was,-

Jerry Barrett: Ok, I see.
Bob Brophy: Ok?
Jerry Barrett: Yea.
Bob Brophy: And you know, if somebody took it back to 

the MEC to vote on and I don't know whether.
Jerry Barrett: What really happened to the MEC?
Bob Brophy: Well, my understanding, Loomis told me that 

it was turned down and then somehow it was brought up again and 
Duffy was blowing in the wind to get it ratified and Mike Connary 
from Scadden Arps was trying to get it ratified. You know, it's
kind of.
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Jerry Barrett: One thing that I've heard several people 

say and I won't tell you who, that part of the profit sharing was 
undermined by the company actually intentionally under flying. Do 
you think there is any truth to that?

Bob Brophy: No. Under flying, Christ last year they did 
have, they were so short of pilots, it was unbelievable.

Jerry Barrett: Why was that? Why were they short of
pilots?

Bob Brophy: Because they had more hours than they had 
pilots. They couldn't get them trained fast enough and because of 
this little business about drawing the credit strings so tight. 
That's part of it.

Jerry Barrett: Part of it was they were trying to expand 
really, and they needed more pilots and they weren't getting them 
trained fast enough.

Bob Brophy: Yea, certainly, and in February of 84 I told 
them to start hiring pilots. They said over our dead body.

Jerry Barrett: When you look back over the 20 years that 
you've been with Eastern, they've done a lot of purchases of new 
equipment, particularly in the last 10 years. I take it a lot of 
pilots, their preference would be to fly the newest and the best 
and you're a little bit hooked on technology and so it would be 
hard to argue against buying something new if you're going to be 
the one flying it.

Bob Brophy: I think you've got to buy the equipment that 
best suits the routes and your design. What makes sense.
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If you're asking me do the 757 make sense? Yes, the 757 made 
sense. The A-300 made sense. I don't believe the 1011 made sense 
but, look, you're sitting here in aircraft technology and you're 
saying I've got to make a decision in 1986 for an airplane that's 
not going to roll off the market until 1990. Is your crystal ball 
any better than mine? If that was the only bitch I had about 
Eastern Airlines, I'd go to bed peaceful every night. Look, you 
can only look in a crystal ball and make so many assertions about 
the future. When you're buying new equipment, that's what you're 
doing. You're saying, I'll tell you what, Eastern could take 
everyone of their 757's and go out and sell them for $15 million 
more than what they paid for them. We'd all like to do that with 
houses. Wouldn't we?

Jerry Barrett: I guess so.
Bob Brophy: So even from that stand point -
Jerry Barrett: It was a good investment.
Bob Brophy: Certainly it's a good investment. The 

problem is that they didn't have the cash to buy them so it became 
a debt. Now the question of how far you're going to go into debt, 
you know? I'm not going to, that's not mine to say. Mine to say 
is, that when you ask me for money then I become a lender and I'm 
going to dictate the terms. I've always taken that position. The 
question came up is that, you can take that position as an 
individual but the troops behind you may not. Remember that 
you're playing with, or I was playing with, and I don't use the 
word playing but there were 25,000-36,000 jobs in my hands. It
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wasn't just Charlie or Callahan. In fact, if the pilots had put 
it down, it's down. TWU can be replaced. Icon proved that. IAM 
can be replaced. You can't replace 4,000 pilots.

Jerry Barrett: So, you were representing a lot of
people.

Bob Brophy: Certainly. And my views don't necessarily 
reflect that of the other 36,000. Their side light but the major 
thing was the 4,000 I did represent and my views don't necessarily 
represent. Because, first, last and always, as the union 
representative you've got to have job security. That's what we 
try to provide. Ok? How you achieve that is another question. I 
think that there was a time that you needed to be a little 
stronger than what we were. But knowing that we weren't, then 
you've got to cut the best deal that you can.

Jerry Barrett: And it keeps coming back to that, doesn't
it?

Bob Brophy: Sure. Look, in 1985, if Frank Borman knew 
the message that the MEC. You know, they thought that this 
airline was going to go tits up so easy, they'd gone over the 
previous day and took all their money out of the credit union. 
They're ready to go. They instructed to me, go out and cut the 
best that you can. In 1985, document 103, the pilots got year 
over year an 11.8 percent increase, increase not decrease, 
increase. The work rules improved from 1 for 3 and a half, they 
got, one for three and a half is, for every three and a half hours 
away from base they get paid one hour flat pay, improved that to
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for every hour of pay for every 1.32 hours away from base. 
Everything was an improvement right down the wire in 1985. They 
tried to hand the same stuff over and over and over and over and 
over. But it's just a way that you go about.

Jerry Barrett: What you're saying is management agreed 
to something that was unrealistic from their point of view?

Bob Brophy: I don't know that it was unrealistic. I 
think that the basic fact of life is that you don't. What I'm 
saying is that had management known the panic that had set into 
the pilot group they would have never agreed to any of this.

Jerry Barrett: There's a fellow named Amos that is 
quoted as saying after one negotiations that they had spooked the 
pilots by talking a lot about that. Amos never told me that he 
said that, but I heard that from the union side that he said that. 
Was that always a suspicion of people, that a lot of the, the 
people on the union side, that the management was faking it?

Bob Brophy: Oh, yea. Marv Amos made that statement 
after the 1983 IAM. He said it was a big bluff. The 83 IAM 
negotiations. Amos was an ass hole. He's IPR. He bitched one 
day when I was down in management. He came over and said sign 
something early retirement and they do actuary studies on it and 
he came in, he had the crassness to say the retirees weren't dying 
fast enough. They were living too old, too long.

Jerry Barrett: Fowling up the tables.
Bob Brophy: Yea. So, that can give you a little-
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with.
Jerry Barrett: Makes you wonder who you're dealing

Bob Brophy: Well, you know. I was fortunate, I knew who 
I was dealing with.

Jerry Barrett: I've kept you longer than I promised I 
would. Do you have any kind of final remarks you want to make 
before we -

Bob Brophy: No. I just. Anything else that you need, 
I'll be more than. You know, you could, two hours to devote to 10 
years is, I mean there are stories that I could tell you that 
would make your hair stand on end. But I'll be more than happy to 
meet with you again if you want to. You know I'd do it for Bill.
I really like Bill. I think Bill's a good guy and his heart was 
in the right place and he was trying to do a job and it's a tough 
job to do. You know, I find, there's certain people that I've 
met, like I said, it's a pleasure to meet them and be associated 
with them, so.

Jerry Barrett: Well, thanks for your time, I appreciate 
it very much.

Bob Brophy: Oh, my pleasure.


