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Jerry Barrett: This is Jerry Barrett talking. Today's 
date is May 8, 1986. I'm interviewing J. J. O'Donnell in his 
home in Washington, D. C.

Captain O'Donnell, maybe you should start by just 
indicating any kind of limitations you want to put on the tape 
that we're making.

J. J. O'Donnell: In order to have it meaningful at 
some time in the future, I think it is important that I express 
myself as to really what happened, who the individuals were and 
what, as I perceive, as their role, you know, what their faults —  
and I think it would be important for me to be relaxed and give 
you that view. But I can only do that provided I have the 
assurances that this report, tape of the transcript, would not 
be released unless I have first approved the realease of it.
Five years from now I could care less what happens to it. But 
in the next 5 years I'd be concerned because there are political 
ramifications within ALPA that could be impacted from statements 
I make here.

Jerry Barrett: O K That's fair enough. I certainly 
will give you that assurance.

J. J. O'Donnell: Fine.
Jerry Barrett: Could you start by telling a little bit 

about how you got into the airline business and positions you've 
held, etc.
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J. J. O'Donnell: I got hired by Eastern Airlines in 
1956. I was interested in those days in pension and insurance, 
and everybody realizes that as an airline pilot you're on 
probation for the first 12 months and you can get discharged 
or terminated without cause. They need that right and the 
airline pilots' union has agreed to that for years; that you 
can discharge a man without cause just so they can get rid of 
those people who have flaws in their personalities or their 
characters or whatever reason, and we think the company needs 
that right. If the company lets a person go beyond that year, 
then, you know, the union has the responsibility under the duty 
fair representation to process agreements and protect them. But 
we have given the companies the right to unilaterally and 
indiscrimately discharge men during the first 12 months.

During that probationary period, when I was hired by 
Eastern in 1956, I had written a report on what was wrong with 
Eastern's pension and insurance programs and I wrote to then 
president Clancy Sam. And how I learned from Clancy, cause 
I was president for 12 years, he sent that report to the Eastern 
Negotiating Committee, Pilot Negotiating Committee, one guy 
named Jerry Wood, and asked Jerry to talk to me, which I did.
And I went down and I met with Jerry Wood and the Negotiating 
Committee and told them what I saw was wrong with the company 
medical program and life insurance program —  it was a very weak 
program at that time —  and their pension plans.
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And it was a comprehensive program that I had put 
together. Really, I put it together by visiting all the insurance 
companies up in the New England area. And out of their programs,
I put together the best program I thought should be put together 
for airline pilots. And I cut and pasted and put together a 
program and then had it retyped and it looked —  it was a very 
good program at that time.

So, I was invited —  and I only had about 8 months 
with the company —  to go down to explain it to the company, 
which I did. This was early 1957. And everybody —  there was 
another O'Donnell with Eastern at that time who had about 4 
years seniority —  so everybody assumed that I was that O'Donnell, 
not thinking that I was the one from Boston. And to make a long 
story short, Rickenbacker came into the negotiations one day 
and saw me and asked me who I was, because I was new to the 
Negotiating Committee. And in that process he, just out of 
curiosity, he said how long you been with Eastern? And I said, 
oh, 9 months, 8 months. Dead silence fell across the room.
And he, you know he was a tough man, Rickenbacker was, you know.
He said,'vyou should be out flying my airplanes so I can find

f t  . "  i / _.  hout whether you're any good or not. And he said, your're fired.
You know, silence fell around, I could care less. He 

left, talked a little bit and everybody thought I was going to 
be upset. And I told Bill Lynn, he was Director of Labor 
Relations at that time. He says/JJ^w don't get nervous John.
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He said,'Son't worry about that. I'll talk to — . I said,
no, you don't understand, Bill. I'm not upset. "  I said, 

v •I'm not upset. But I just want to make something very, very 
clear to you. Out there on the ramp there are 50 brand new DC-7s 
that Eastern Airlines has just bought. I want you to treat them 
with very good kid gloves because I'm going to own half of those

f twhen I get done suing you. I said," I'm here protected under the 
Railway Labor Act. I'm here representing people and I'm not 
going to be threatened or intimidated.^ And they found out that 
I had an Irish temper.

But as I said, to make a long story short, it didn't 
stick, it was soon forgotten. I saw Rickenbacker 5 or 6 years 
later in Dallas, Texas —  in Houston, Texas. You know, I had 
never seen the man again since that day. He walked up. I was 
in uniform. He walked on the airplane; he was getting on the 
airplane, we were going to New York. He looked at me and he 
recognized -- some recognition came to him. I figured he'd 
never remember me from that day and all at once he just turned

/ito me and said, I thought I'd fired you.
Jerry Barrett: (Laughter) He did remember.
J. J. O'Donnell: He remembered. What a memory that 

man had. He was quite old at this time, he was in his mid-seventies.
But from there I —  the next year I was put on -- I had 

completed my year probation. I was Chairman of the Scheduling 
Committee in Boston. And then I became elected to co-pilot Rep
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in Boston. And I got to the MEC and I was elected Vice Chairman 
of the MEC. And the next year -- each year, something else.
Then I was put on the Negotiating Committee in 1961 and I 
stayed on the Negotiating Committee. Then in 1964, I was put 
on the ALPA National R&I Committee. I was Chairman of that 
National R&I Committee right up 'til I got elected President 
in 1970. And I stayed on the Negotiating Committee also 'til 
1970. So I started in 1956 and stayed right on up to —  actually 
you begin in 1957 and stayed right up until I was elected 
President.

What I did for the last 8 years, 7 years was handle 
nothing but their pension programs. As they negotiated pension 
programs, I would come down and sit in with them. But I had lost 
interest in the other because I was Chairman of the National 
R&I Committee and at that time we had, oh, I don't know how many 
billion. We had about $13 billion in pension assets between 
our 34 airlines and we were ju^t trying to come up with new 
systems of , new type of pension
plan, the defined benefit plan but also the money purchase plans. 
And we were starting to give away large sums of money and we 
were concerned about investment returns.

So they formed the National Committee and I stayed 
Chairman of it until, as I said, I got elected President. I 
was elected President in November of 1971 and stayed President 
until December 31, 1982. And January 1 of '83 there was a new
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President. And March of '83 I started serving —  I didn't get 
confirmed until June —  but I started serving as Assistant 
Secretary of Labor, and I stayed there until March of 1984.
I told the Secretary I was leaving on January 1 but they persuaded 
me to stay the 2-3 months. They tried to keep me on in the 
Reagan Administration. They didn't have an awful lot of people 
from the trade labor movement in their Administration. So,
I had decided to leave and then January 1 of '85 I reached age 
60, so I retired as an airline pilot. That's where I am now.

Jerry Barrett: OK. You've certainly been exposed to, 
not only a lot with Eastern,but also to the broader aspects of 
labor-management relations in that industry.

J. J. O'Donnell: Oh yes. In fact, that's how I met 
Arthur Brennan. There was a strike on Hughes Air West with the 
flight attendants and we refused to cross the flight attendants' 
picket line. And the company, I forget his first name, the 
President of Hughes Air West was Ralph Stevens, not Ralph, I 
forget his first name. But anyhow, we met with him out in 
Salt Lake City at a confidential, off-the-record meeting.
Nobody was to know about it and who represented the company.
They had, in addition to the Senior Vice President of Industrial 
Relations and the Senior Vice President of Flight Operations 
and the President of the company, and Arthur Brennan was the 
Senior Vice President of Industrial Relations. When he and I 
first me it was like lightening in the air. Just terrible
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sparks between us. But, you know, you couldn't help recognize 
the guy's professional capabilities and within a year I hired 
the buy. He used to kid me, you know. He said the best thing 
I ever did was hire him.

Jerry Barrett: That would have been in the early 
seventies?

J. J. O'Donnell: Yea. '72.
Jerry Barrett: What job did he have then with ALPA?
J. J. O'Donnell: He was Director. Arthur Brennan 

was Director of Representation and he held that position up 
until the end of '83. He left at the end of '83 or early '84. 
He's from Boston. He wanted to get back to the Cape. He has 
a place up there and he had been on the West Coast with Hughes 
Air West. He just wanted to get back to what he called home, 
which is New England. And he's a very competent guy. He built 
a good staff. As a President of the union, if you could pick 
3 guys like that, you wouldn t have a worry in your life. He 
was a good one.

Jerry Barrett: Tfaat'o for strre. That's a hard job 
as far as running an organization as large as ALPA.

J. J. O'Donnell: Absolutely. It's the toughest job 
in ALPA and people don't realize it because you deal —  each 
MEC under the Constitution has the authority to make the final 
decisions that affect their property. That includes negotiations. 
If they want to call a strike, the President can't stop that 
process. And Arthur Brennan was so competent that he, through,
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I'd use the art of persuasion, he was so professional. If the 
guys wanted to take out, he would tell them clearly,"OK, look, 
you're going to have a strike and there's going to be disaster 
for you. If you want to do it, we can't stop you. Go ahead.
But when you screw it up, don't come and tell us about it, it's

, f ttoo late.
And most of the time he, except for Northwest and on 

one case on Continental, he was able to put together what I 
consider the best use of the art of compromise. He was very 
good at it. And the Negotiating Committees he would come into 
would be radical. They'd have a Christmas tree opener in their 
opening positions. And Art would be filled with his staff people, 
you know. He'd laugh and he would say,"John, they are crazy. 
They've got 250 percent of payroll in here and they're probably 
going to get 15 percent of payroll at most, you know. "  And we 
would cut them off at their money which is only one way we could 
control was to cut them off at their money.

Jerry Barrett: What do you mean by cut them off at 
their money?

J. J. O'Donnell: Well, we —  how negotiating committees 
work in ALPA —  we put a 3-man or 4-man negotiating committee 
together and a Master Chairman. When they are scheduled to fly 
a trip and they stay off that trip to conduct negotiations for 
the union, we pay them as though they had flown that trip. It's 
very, very expensive. It's nothing like any other union. For
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example, an airline pilot in those days, in the early seventies, 
were making $6,000 a month, $5,000 or $6,000 a month. And if 
we head them off in negotiations for 12 months of the year, we'd 
paid it all, plus we paid the company generally roughly between 
40 and 50 percent of that amount for the fringes which is the 
pension, life insurance, medical insurance, etc. So, if you had 
a man who was making $6,500 a month, it would cost you $10,000 
a month to have him on the payroll.

Jerry Barrett: Just for one?
J. J. O'Donnell: For one. We had a 3 or 4-man 

negotiating committee, plus the Master Chairman. We had scheduled 
committees that would come in and sit in negotiations. We'd have 
hotels come in for a week. We'd have pension committees that 
would be there. Two to 3 months out on negotiations and the 
pension committee would be 3 people. So we end up with 10 people 
on a payroll. It was costing us $100,000 a month. And that's 
wLiy it was so expensive to negotiate for airline pilots.

Jerry Barrett: So, at some point, ALPA nationally could 
cut that —

J. J. O'Donnell: We could cut them down. We'd only 
authorize them 3-man negotiating committees and we'd tell them 
the negotiating committees would have to go back and fly half 
the month because the negotiations had been dragged out so long.
In the early days, as you are probably well aware that the airline 
companies, because the Railway Labor Act said it's designed to 
prevent the interruption of commerce, air commerce, and therefore,



- 10 -

when the contracts run out, you didn't have the right to strike.
You had to go through the mediation process, offer of arbitration, 
etc.

In our early days the companies could take a 2-vear 
contract, let it terminate and then continue to negotiate for 
an extra —  so you would have a 4-year period, in fact. That 
has recently changed. Since about '83 or '84 the Mediation 
Board is now dropping them quicker. In fact, I think the Eastern 
pilots went into negotiations and within 60 days, not only 
conducted negotiations, got into mediation and had a proffer 
before they could even bat their eyes. They couldn't believe 
it. I think that was done because Eastern was in deep trouble 
financially and they weren't going to be able to survive it.
The Mediation Board recognized it and said"HeY/ we've got to 
get this airline in a position where they can impose a different
-- like they did on Continental —  impose a substantially reduced

/<contract.
Jerry Barrett: Is that an improvement, do you think, 

the Board's speeding that process up?
J. J. O'Donnell: No. If they're going to have 

deregulation, and everybody in 1978 said deregulation was the 
answer to all of our problems. If you're going to have deregulation 
and let any airlines come into any markets in any way they want 
to, then the Railway Labor Act should be changed very much to 
like the National Labor Relations Act —  no contract, no work.
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Because the airline companies go right through the roof, unless 
they are in trouble like Eastern. Eastern wanted that contract 
terminated and they wanted to be in a position to impose a 
contract. They imposed one on the flight attendants.

For all practical purposes, there was an agreement 
reached between the pilots and Eastern here on February 25.
But it was an unopposed contract. I don't think the pilots had 
any choice —  I was going to say much of a choice. They didn't 
have any choice. It was either that -- that's why I wanted you 
to talk to Jack Davis. The pilots who were on that MEC at that 
meeting on February 25, they agreed to that contract and they 
were told by Randy Babbitt, who is the Executive Administrator 
from ALPA,and Hank Duffy, that either we agree to this contract 
with Eastern Airlines, this is the Eastern pilot, either we agree 
to this contract Frank Borman's got there or he's going to have 
to sell the airline to Frank Lorenzo. OK —  Continental, Texas 
Air Corps. And they reached that contract. The MEC accepted 
that and to prevent Eastern selling the airline to Continental 
or Texas Air Corps or Lorenzo, they agreed to the contract and 
40 minutes later the airlines was sold. And so there is a lot 
of bitterness on Eastern right now.

Jerry Barrett: Toward Eastern for selling —
J. J. O'Donnell: —  and ALPA and Duffy. They claimed 

Duffy and Randy Babbitt, whether it's factual or not, knew the 
company really was going to be sold but they -- if the company
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is going to be sold or is sold, they knew the pilots would have 
struck. They had a 97 percent strike ballot. And some people 
on the MEC are saying we were —  in fact, there's a telephone 
conference line. I'll give you the telephone number. You ought 
to call. It will give you a good view what thinking is on 
Eastern MEC right now. It's a council chairman in New York.
His name is Skip Copeland and he's got a tape in New York. I'll 
give you the tape number afterwards. You can call. It tells 
of the history of this negotiation as seen through a member of 
the MEC who was there to vote up or down on the contract.

And it's from him and 3 other members of the MEC that 
told me that they were clearly misinformed by Duffy, now current 
President of ALPA, and his Executive Administrator which is 
Randy Babbitt, which is an Eastern pilot. I'm not sure that I 
would agree that they were misinformed because in those moments 
in the morning when there are 20 or 30 minutes to do things, a 
lot of heat and emotion floats around the room and you hear 
things and I'm not always sure —  and even you say things.
You know, you're saying them based on a certain amount of data 
that's in your mind and you think you're saying it pretty clear and 
concise and the only thing is the other guy is hearing it totally 
different.

I think that's what happened here. I don't think 
Duffy would knowingly lie to them. In fact, I know he wouldn't.
Now I know Randy wouldn't either but these members of the MEC
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feel that they were lied to and now they're trying to overturn 
that contract which they are not going to be able to do. They 
are trying to overturn the sale of the airline to Lorenzo.

A

But doulbt in the negotiations in February of 1986 —  it really
i

didn't start until November —  doubt in negotiations is a real 
beautiful example of what's wrong with the Railway Labor Act 
today.

It was circumstances very similar to the National 
Labor Relations Act where no contract, no work and the pilots 
are pushed and it historically —  and that's what a lot of 
pilots are griping about, that we have had a minimum of 12 months, 
minimum of 12 months. You very seldom had a contract completed 
within 12 months after the termination date of the old contract.
And many of them run 18 months to 2 years in all my years of 
experience. That was the way they conducted negotiations. They 
dragged them on and then they give you retroactivity. You'd get 
50 percent of your retroactivity but the company had to use that 
money all during that period of time and it wasn't well appreciated 
by those people who saw the company dragging their heels —  
dragging their heels for month on end.

Jerry Barrett: So, you're saying that maybe under 
deregulation that system was OK, although —

J. J. O'Donnell: No, under regulation it was OK.
Jerry Barrett: Sorry. Yes. But now it would be much

better if they had a system similar to the —
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J. J. O'Donnell: If you have deregulation, which is the 
freedom of entry, any airline can go to any cities or piers 
they want, then there's no reason to keep the Railway Labor 
Act which is designed principally to prevent the interruption 
of commerce. Because there won't be an interruption of commerce. 
The airlines will go in where the markets will make a profit, 
hopefully make a profit.

Jerry Barrett: Can you talk a little bit about 
deregulation —  what that's done to the industry?

J. J. O'Donnell: Yes, well, people have a wrong view 
of,what the hell, where deregulation came from, particularly the 
labor unions. The labor unions would like to turn around and 
shoot at the current administration, the Reagan administration, 
that they're the one's unraveling all these laws and everything 
else. And deregulation started back in 1976, '75 or '76. And
there were —  Bill Coleman was Secretary of Transportation. He 
was mumbling about they weren't really sure what they wanted.
And they had a couple of his —  John Snow from the Department 
of Transportation, who is the Deputy Undersecretary for the 
Department of Transportation. He was —  because he gave speeches 
around 1976, 1977.

But then the first piece of legislation that came out, 
came out by Ted Kennedy. Now, the Democrats, who were very strong 
labor —  excuse me, labor, who were very strong Democrats, very 
strong Kennedy, you know. I'm talking about Paul Hallis, those
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people. They never wanted to accept the final package of 
deregulation that came out of the Democrats, came from Ted 
Kennedy. He submitted legislation. Howard Cannon, who was 
a Democrat from the State of Nevada, didn't want Kennedy 
upstaging him so he immediately scheduled hearings on it.
They made a deal in the back room to let Kennedy be the first 
one to testify on this new piece of legislation which had no 
meat in it. Howard Cannon was Chairman of the Commerce Committee.

And they had hearings. Kennedy was the first to 
testify. We were about 4 or 5 to testify and we said it was 
going to create disaster. It was designed for one thing and 
one thing only. The cost of airplanes was going to be the same 
for all airlines. The cost of fuel was going to be the same.
The cost of landing fees was going to be the same. The cost of 
airport space was going to be the same. The only variable they 
had was labor cost. It was structured and designed to reduce 
labor costs and that's exactly what's happened in the last 8 
years that it's been there.

Jerry Barrett: As President of ALPA, you took that 
position way back then?

J. J. O'Donnell: That's right. It's in the Congressional 
Record. Yea. In fact, just in the latest issue of the Airline 
Pilot Magazine,Duffy quoted me, which is kind of a compliment 
to even quote me, but we told them what was going to happen in 
deregulation. We said safety is going to suffer. It's only a
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matter of time. I think there are probably 6 or 7 accidents 
today that can be directly related to the weaknesses that have 
crept into the system as a result of deregulation. And the 
sad part about it is there's going to be more. The sad part 
about it there's going to be more.

I don't think you have any —  we have re-regulated 
the airlines right now in a different form. And we have it 
because of the lack of capacity in the major airports —  Chicago, 
Boston, New York, Washington, San Francisco, Los Angeles, Dallas, 
Miami. You have a restricted number of aircraft that's going to 
arrive per hour, per day.

So therefore, what they do is this. They say, we've 
only got X number of slots per hour and X number per day and 
these are the number of people that can come in here. All of 
a sudden they have a new airline wanting to start up and they 
say, I would like to start a service between New York, Boston 
and Washington. They say you can't because we don't have any 
airport slots. Now, that's regulation. It's being regulated 
by the FAA rather than by the Congress or rather than by the CAB 
which we had in those days.

Jerry Barrett: That in effect, regulates not only a 
potentially new entrant but the current carriers are restricted, 
as well.

J. J. O'Donnell: Oh, they're getting hurt because 
Eastern recently lost 17 percent of its slots in Washington 
National Airport. Because of the reshifting under the committee
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—  they had so many slots, they reduced several airlines so 
many slots —  Eastern lost 17 slots and they allowed some new 
carriers to come in and operate in the same markets that Eastern 
was operating in.

So, think of Eastern employees that had been there 25 
years and say, wait a minute, you've got a new hire airline 
starting up and you got a guy that's just hired off the street.
I can no longer fly from, to give you an example, from Washington 
to Atlanta because we don't have any slots in Washington to use 
and here's a new hire, a new airline starting up going Washington 
to Atlanta. That's my job I would have had. But they took the 
slot away from Eastern. Now I don't have it. And there's a lot 
of bitterness in employees, particularly flight crews, that 
deregulation is redistributing the wealth from the long entrenched 
carriers to the new people and those jobs were jobs that once 
belonged to the long-established carrier or the airlines.

Jerry Barrett: Yes. It seems like you certainly make 
that argument.

J. J. O'Donnell: Oh, we made the argument back in '77 
or '78. I testified on deregulation at least 8 times.

Jerry Barrett: Oh, you did that?
J. J. O'Donnell: Yea. In fact, I testified with a 

panel with the airlines. Delta was with us. Eastern was with 
us. TWA, a whole bunch of airlines testifying together. The
small airlines at that time was North Central, Allegheny —
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well, Allegheny was against it at first —  Western, Hughes 
Air West. Some of the small airlines wanted deregulation^.
They thought they could expand. Braniff was a strong proponent 
of deregulation, Harding Lawrence at that point. And, in fact, 
he started his expansion before deregulation. He ordered the 
aircraft. He started to put up new ticket counter people, 
reservation people and a whole bunch of new cities in anticipation 
of deregulation. So he was the first out of the barrel. He 
went into something like 58 cities in the matter of 3 months 
and it pushed him into bankruptcy. He just couldn't afford 
the outlay.

And everybody expected United to do it. United is the 
biggest airline and the wealthiest airline, and when deregulation 
was announced, they didn't expand to one city. And everybody 
sat back and said/'what happened?0 We don't understand it. But 
they did not want to blow up and expand rapidly. They said let's 
go into this thing very slowly.

And now everybody is finding out the way to survive in 
a deregulated environment is to buy other airlines, ^merge with 
other airlines, get their route system, get their capacity, get 
their slots for the landings at these airports. I see here in 
the next 3-4 years that U.S. Air will disappear. I think that 
Pan American —

Jerry Barrett: Merge with somebody or bought by --
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J. J. O'Donnell: Some will buy. I think Western is 
going to disappear. Delta has no choice but —  because of the 
restrictions on airport capacity, they originally, like American, 
want to expand from within and they found that they can't do it 
at the rate they want to. So they have to buy somebody like 
U.S. Air or Western. It wouldn't surprise me to see Delta pick 
up either Western or U.S. Air. I would imagine —  I can't 
believe American is going to let Pan American sit over there 
and bleed to death. Pan American doesn't have the feed. And 
the logical feed for them is either Delta or American but I 
think Delta is looking more for the Pittsburgh, Dayton, Cleveland 
type of hubs. And so I suspect that Delta will probably either go 
for Western or U.S. Air. Now American, I'll bet you they'll go 
for Pan American in the next 3 years.

Jerry Barrett: So either there will be a reduction then 
at least in the names of the airlines, number of names in the 
airlines.

J. J. O'Donnell: We testified in '78 that there will 
—  instead of monopolies, there will be oligopolies, which is a 
reduction. Instead of just 1, there would probably be 5-6 major 
airlines and then a whole bunch of small airlines that will be 
allowed to exist by the Big Six -- be allowed to exist. But 
don't you come into any of our markets, we'll bust you, we'll 
go right after you. And they'll sit there, they'll exist. But 
I think there will be probably 20, 25, 30, I wouldn't call them 
medium-sized, but they will be smaller airlines that will be
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allowed to exist by the Big Six. We also gripe that the antitrust 
provisions should be protected by the Justice Department, not 
Department of Transportation. Look what's happened. The 
Department of Justice is now screaming at the Department of 
Transportation for allowing these mergers to occur. They're 
out —  they're opposing the Northwest Republic which I think 
is a —  how can they allow Republic and Northwest to merge 
when they'd have about 9 7 percent of all the traffic out of 
Minneapolis -- Minneapolis, Detroit. They don't have that much 
out of Chicago because United is so big there and American is.
But TWA is picking up Ozark. The Justice Department complained 
against that. It's going to go forward.

Jerry Barrett: You see, you have 2 different voices 
in the administration speaking.

J. J. O'Donnell: Yea. And I think Eastern will be, 
without question, will be taken over by Texas Air Corps and 
it will be kept separate for at least 5 years, at least 5 years.
It all depends on what the Department of Transportation does 
to New York Air. If they allow Eastern and New York Air to keep 
those numbers of slots in New York and Washington and Boston, 
oh, there will be court suits all over the place on that. They'll 
have too much of the traffic. But people say, how can you gripe 
because you're allowing 1 airline, Northwest, to have 97 percent 
of the traffic in Minneapolis, if you allow them to merge with 
Republic, and Eastern and New York Air will control roughly
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about 55 percent of the traffic in those 3 cities. But it 
it's the slots and I blame Lorenzo. What he should have done 
is before he could tie down that merger is stop New York Air, 
pull them out of some of the New York —  Washington to New York, 
Boston stuff and run those out of New York to Cleveland,
Washington to Chicago, Cleveland, get them out of competition 
here because there's good markets out there to use those DC-9s 
in.

But he didn't do it. Now he's caught. He's got that 
large percentage of the traffic, particularly New York —  
Washington. I think that DOT will put some restrictions and say, 
hey, you'll have to sell enough slots to let somebody else come 
in and compete in those markets. Delta wants it, U.S. Air wants 
it but, hell, they've got the slots right now. Delta's got 
enough slots in New York and Washington but they want them for 
other markets, you know.

Jerry Barrett: The industry certainly has become much 
more complicated since deregulation, hasn't it?

J. J. O'Donnell: And much more volatile also. What 
worries me is the Eastern situation with the machinists' union.
Pan American situation with what's happening in Europe. Pan 
American, I think, is going to have a terrible, terrible summer 
which they hope to make all their money in the summer. But I'm 
not sure, I think Pan American is going to be in deep trouble. I 
think People Express is going to be in deep trouble within the next
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2 years. I say the results are going to be from this summer's 
traffic. People Express, which was the epitome of what 
deregulation was going to produce, just like Air Florida was, 
but all of a sudden now they are expanding to include first 
class. They're going to have business class as well, and 
they're starting to expand and they're not going to be able to 
compete against United and American.

Jerry Barrett: But they, in effect, are trying to 
become more like them in the sense of providing an array of 
services.

J. J. O'Donnell: Yes. They had a $68 million loss 
the first quarter of this year, People Express. They can't 
afford that kind of bleeding and the regular carriers can afford 
to. A couple of airlines have had $100 million loss. Because of 
the depreciation and right-offs, they can survive. People 
Express can't.

Jerry Barrett: What do you think was the reason, the 
basic reason behind deregulation? Was it in favor of consumers? 
Was that the idea, the motivation?

J. J. O'Donnell: I think it was an honest motivation 
by Kennedy and Cannon and the rest of them —  those who were 
pushing it, that it would be reduced costs to the consumer.
Yea, I think that was legitimate. But where was that reduced 
cost going to come from? It's going to come from labor —  lower
labor costs.
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Jerry Barrett: Borman has made that statement more 
than once in writing and elsewhere that deregulation really 
was anti-union.

J. J. O'Donnell: Yea. But the Democrats and unions, 
who support Kennedy so strongly, they'd love Kennedy to run 
for President, forget that he was the one that had the first 
piece of legislation on airline deregulation. Said it was going 
to save the consumers $6 billion a year.

Jerry Barrett: Was there any attempt when it was being 
discussed, rather than just opposing it, of saying, well, if 
you do do that, you need to make some changes in the labor relations 
—  I mean to give some consideration to labor relations?

J. J. O'Donnell: Yes, we did. But we did it not so much 
as consideration for labor relations, we said that labor 
protective provisions should be a mandatory piece of it. We 
got that out of Congress but the Congress and its ability to 
screw up a 1-car funeral turned around and tagged it down and 
said, OK, the Department of Labor will come up with rules.
They'll come up with a compensation. Today, 8 years after 
deregulation,they still haven't come up with the first dime of 
compensation for any employee that was adversely affected by 
deregulation.

Alfred fehn, who was Chairman of the CAB, put rules 
together that were so restricted that it was the responsibility 
of an employee to show that he was adversely affected. And
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then the Labor Department didn't come up —  all the 4 years 
of Carter -- never came up with any rules on how the LPPs 
were to be handled and posed. And we fought with the Carter 
Administration. We asked to have them put those regulations 
from the Department of Labor out on the street. Couldn't 
ever get them.

Jerry Barrett: So what little protection you did get 
from the Congress never was implemented, then. Didn't benefit 
from it?

J. J. O'Donnell: That's right. To this date. The 
Department of Labor under Ray Donovan, when I was there, did come 
out with guidelines on LPPs and the airlines screamed about it.
Every merger in the last 3 years that has been approved -- in 
the last 2 h years —  has been approved by the Department of 
Transportation, none of them have had labor protective provisions 
attached to them.

Jerry Barrett: That's interesting, isn't it. That it
really —

J. J. O'Donnell: Sure, and 20 years prior to that, every 
single merger approved had labor protective provisions. They 
used to be —  first, we had Allegheny-Mohawk. It was a merger 
between Allegheny and Mohawk Airlines back in the early sixties, 
and the CAB established some labor protective provision guidelines. 
When the United-Capital merger came right after that, we strengthened 
the Allegheny-Mohawk, made them a little bit more meaningful.
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And every merger after that —  Eastern and the Caribbean —  
but there were a whole bunch of mergers, I can't recall. But 
there were a whole bunch of mergers approved and they applied 
the Allegheny-Mohawk labor protective provisions. That was the 
standard. In the regulations they would say the Allegheny- 
Mohawk labor protective provisions.

The weak ground we were standing on to enhance and 
improve them any better than they were is that not a single 
merger from the first Allegheny-Mohawk, all through the periods 
of the sixties and seventies, did any employee really get 
adversely impacted. There were some because everyone of the 
airlines that had merged, eventually grew beyond what the 
combined airlines were. So therefore we had advancements, 
higher pays coming in to them, so we couldn't go to the CAB 
and to the Congress and make a good case where we could show 
an example of 150 people being adversely affected.

And that was our weakness. And that was our weakness 
really in trying to get Allegheny-Mohawk part of the Airline 
Deregulation Act. They come up with a —  rather than establish 
the Allegheny-Mohawk as the basis, they said that the Labor 
Department would come up with some guidelines for labor protective 
provisions and submit them to Congress for approval. Well, as 
you know, the Supreme Court overturned some parts of the 
legislation because of the Congressional veto. The airlines 
and everybody tried to climb on board and say, OK, LPPs are
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illegal because it has Congressional veto. Luckily the courts 
separated that and said, no, no. They only have veto on 
certain aspects, but the LPPs, the guidelines, the rules coining 
out of the Department of Labor are legitimate guidelines, and 
they will be upheld.

But we've had some people impacted. Flight engineers 
on Pan American because —  that was because of economics. And 
if you read the law on deregulation, it said you had to be 
adversely affected as a result of deregulation and what happened 
is on Pan American, it was their financial condition.

Jerry Barrett: Were you able to do anything during 
your tenure in the Department of Labor about influencing 
something on deregulation?

J. J. O'Donnell: No. One reason is that I have really 
»¿cused myself from anything dealing with, first, the ALPA, 
or things that I personally was involved in the 12 years.
You're under a microscope up there in anything you do. When 
LPPs came up, I would usually leave the meeting, and talking to 
the Solicitor and some of the other staff people up there dealing 
with it, if the conversation come up, I would say, you know, 
time out. I just don't want it.

And I did that to an extreme because I was from labor;
I was the President of an international union; I was the Vice 
President of the AFL/CIO; I was on the council. And some of 
these people were real right wingers in the Department of Labor
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and I just didn't want them to have me caught where I would 
say something because they would take it and make a big issue 
out of it. I just stayed away from it. You know, I was trying 
to stay cleaner than Ceasar's wife probably because it dealt

jLwith the of that particular type of person.
Jerry Barrett: Yes. It was probably a wise decision 

when you look back on it now. What part of the Department did 
you have responsibility for?

J. J. O'Donnell: I was Assistant Secretary for 
Legislative Affairs. I handled all the —  I didn't realize at 
the time but the Assistant Secretary for Legislative Affairs in 
each one of the agencies of the government —  Department of 
Transportation, Energy, Education or Labor —  we also were part 
of a panel as the White House dealing with legislation. There 
would be budgetary issues dealing with White House issues that 
we would be called back in for discussion and everything else 
and then they would want our agency, the Department of Labor, or 
the Department of Energy, Transportation, to go on the Hill and 
try to settle that.

And I had some problems with David Stockman because a 
couple of times they cut us down, a number of people did, each 
agency was being continually cut down. And I had kind of a 
commitment with Ray Donovan that we would get the extra 23 spots 
at the Department of Labor in Legislative Affairs. And who's it, 
what the hell is —  David Stockman tried to cut me to 13 people.
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I raised such a stink about it so I was able to keep 20.
And then what I did, I turned around and had 5 people detailed 
to me from other agencies within the Department of Labor.
And there are some absolutely beautiful career people over 
there in the Department of Labor. Unless you work with them, 
unless you are involved with them, you kind of look down on 
government employees but I worked up a heck of a strong respect 
for some of those people. Really good people.

Jerry Barrett: That was an interesting job for you?
An interesting way of —

J. J. O'Donnell: Yea. It's too bad Ray Donovan was 
under attack from the Attorney General of New York. I got there 
just at the wrong time. I got there in March of '83. I was
sworn in by Reagan in June of '83 and that's when all of his
troubles really started. And I could see around November of '83 
that he was not going to get off the hook. Whether he was guilty 
or not that wasn't for me to say, but I could see he was going
to be under tremendous pressure. And he had a couple of people
working for him —  Mark Cowan was one of them and Dan Benjamin 
another, and the other was Frank Lilly —  that I felt were not 
really serving the Secretary of Labor properly and, in fact, 
they were coming up on an election process that they were involving 
career people from the Department of Labor in. Well, I was a 
Schedule C and very simply, it is the Hatch Act prevented those 
people from being involved in those political things.
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I was no clean person because I wasn't going to sit 
there and be a party to it. And I told the other 3 people, I 
said, boy, you're making a major mistake and I said, I'm getting 
out of there. And a couple of times, 2 of my people were call-ed 
up in a meeting with me and they'd get into the politics around 
the country —  what we should be doing for this, what we should 
be doing for that. And I said, wait a minute. These are 
people covered by the Hatch Act. I said, I'm not going to 
sit here and let you talk like that in front of these people.
And they were mad at me for addressing them down in front of 
my staff people. I said, you should have more respect for them 
not to do it.

A month later, probably November —  I'm not sure when 
it was —  but I went to Ray and I just told him, I said, you've 
got problems in this Department here and one of these days it's 
going to blow up in your face. I was totally loyal. I really 
thought great of him and I still do. He was a super person and 
I think anybody that's in the construction business in New York, 
Southern Connecticut and New Jersey, you have to deal with the 
Teamsters, you have to deal with those people. It's impossible, 
with the environment you're in up there, you're going to get 
splashed. I'm not saying you are guilty of anything, but you're 
going to get splashed.

And he was a bright, bright man. Super loyal guy. But 
I saw this and he told me he was going to straighten it out a 
couple of times. He didn't, so come right near January, just
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after Christmas, I told him I felt it was in his best interest 
and my best interest that I leave. He asked me to stay on and 
I told him I'd stay on until mid-February.

Come near February, I met again with him. Well, I 
was mad. I sent confidential memorandums upstairs to him, for 
his eyes only, that were rather important, and the Chief of Staff, 
Mark Cowan, would open them. Ray had never seen them and I 
rode with Ray to the White House one day for a meeting and I 
mentioned it to him. He'd never seen it. I pulled it out of 
my pocket and I showed it to him. He said,' John, I've never seen 
t h i s I  said well that's the problem I've been telling you about. 
He took Mark Cowan's head off. I almost felt he'd get rid of 
Mark but I didn't know and so I told him I'd stay until March 1, 
and I stayed until April 1. I just would not stay beyond that.
And then Mark Cowan left May 1 and then Benjamin left May 1. If 
I had known those people were going to be leaving, I probably 
would have stayed with him.

Jerry Barrett: Oh, you would?
J. J. O'Donnell: Yea. I wasn't going to stand there —  

they were doing things in my judgment, I don't want to say were 
illegal, but could have got the Secretary in trouble. Could have 
been embarrassing to the Secretary. If one of those staff people 
—  and there were some strong Democrats there —  wanted to attack 
Ray Donovan, he'd gone to the press, Jack Anderson or somebody, 
and say, hey, you know what's happening over at the Department
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of Labor. We're doing this, we're doing that, we're doing the 
other thing. They could have made a —  blew up in his face.
He didn't need it and more importantly, I didn't need it. And 
I told him about it. I decided that —  I didn't paint it as 
black as it really was but I told him we had problems in-house 
and his staff people —  and I was the highest officer at that 
time because Benjamin was Acting Assistant for Policy, only 
Acting. Mark Cowan was Chief of Staff, which he didn't have 
Senate confirmation. Frank Lilly was Acting Solicitor; he 
didn't have Senate confirmation yet. The other guy was Acting 
—  LMSA —  I forget his name, thank heavens.

But I was the only full-time Acting Assistant there 
that went through the sworn-in process. Thorne Auchter, who 
was the Acting Assistant for OSHA had left. So, therefore I 
was Number Two at the Department, but you were excluded from 
meetings that they had with Ray.

I'd go up on the Hill. I remember Lowell Weicker 
really calling me and taking my head off. He had talked to 
Mark Cowan and Mark had promised to have the Secretary call 
him that afternoon —  very important piece of legislation 
dealing with the budget and the Department of Labor. And Mark 
didn't emphasize to Ray, he did tell him but didn't emphasize 
the importance of it. The next morning, first thing, Lowell 
Weicker called me in and he was all upset. And I said, Lowell 
I blame you. Don't call me and bitch. Why didn't you call me
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/'You called upstairs to Mark Cowan. I said there's nothing I 
can do about it. I didn't even know about your call so don't 
bitch to me, you know.

So I called up to Ray and I said, I've got to see you. 
And he said, I'm on my way out and I said, I'll see you in the 
car. So I walked up to —  we had a limousine service downstairs 
—  and I told him. I said, I don't care where you're going now 
but you're going in that car with me right up to the Hill to 
see Lowell Weicker. And if you don't, we're going to have a 
head handed to us. Which he did. He was a very likeable person. 
He smoothed it over pretty quickly with Lowell Weicker but Lowell 
said, don't let your goddamn staff people treat me like that. 
Right in front of him, Ray Donovan, I told Lowell, I said, 
Senator, it's your own fault, you didn't call me. If you'd 
have called me, I would have made sure the Secretary would have 
got that damn call; I would have made sure the importance would 
have reached him. I said, I don't know who spoke to him.

So we get back in the car, going back to the office, 
and he says, you know who? I know who, I says, Mark Cowan, 
goddamn it. Mark has his own agenda and that's where he was 
going with it. Mark is a 34 year old bright, bright attorney.
He come over from the CIA. They got rid of him, really, and 
sent him over to the Department Of Labor. He was half, I'd 
say three-quarters of Ray Donovan's problems. On the Hill he 
was a problem; at the White House he was a problem; over at OMB



- 33-

he was their problem, because he wouldn't tell Ray what he —  
he told Ray what he thought Ray should know. And as a result, 
it became chaos.

Jerry Barrett: Is Donovan the one that hired you?
Is he the one that actually invited you to —

J. J. O'Donnell: Well, really. No, the one that 
invited me was Drew Lewis. Drew was over at DOT. He wanted 
me to go over to DOT. And the reason I didn't, ALPA Board of 
Directors, when I left the presidency in December of '82, it 
fattened up my ALPA pension to bring me up to the level of 
benefits I would have got had I stayed with Eastern Airlines 
because I lost $70,000 a year from Eastern. And so ALPA, between 
what I had earned at ALPA as a pension, made up the difference 
to the —  and they put some language in there that said that I 
cannot do anything, in order to protect their money, to insulate
it from income taxes, the IRS, though it was not constructed to

? . . .
they put some re s t r ic t io n s  m  the re . There was

an annuity purchase separately, a deferred annuity, and I had
to  do c e rta in  repo rts  fo r  ALPA and a l l  th is  s tu f f .

And in  i t  the re  was some language and ac tion  th a t said 

I  cannot do anyth ing  to  compete to the in te re s t  of ALPA. And 

so th e re fo re , i f  I  went to  the DOT, I  would be working w ith  

th ings th a t would somehow address the — touch ALPA — and I  

could have seen i t  and ny lawyers could have seen i t .  W e ll, they 

could say, hey, th a t 's  competing aga ins t the in te re s t  of ALPA
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and therefore you lose your pension. I told Drew that. Then 
he wanted me to go over to the State Department. I went over 
there 2 or 3 times —  interviews —  but it was all international 
traveling. I didn't want any of that. Then the next thing I 
know, Drew called me up and asked me if I would go over to 
Labor. Really, the spot I wanted in Labor, and I'm kind of 
sorry I didn't stick to my guns originally, I wanted the LMSA 
spot.

Jerry Babbitt: Oh, you did?
J. J. O'Donnell: Yea. I think I would have done 

better there. They had a guy, I can't think of his name, and 
I'm glad because I just despise him something terrible.

Jerry Babbitt: Was he the fellow that went with the 
National Labor Relations Board?

J. J. O'Donnell: No, Don Dotson? Oh, Jesus no. I 
would have loved working with him because he and I are such 
extremes in the spectrum that we would have gotten at each 
other's throats every goddarn day. No, the other guy, I forget 
his name. I can see his round face. He's now head of Employee 
Cooperation of the Department of Labor in the Department of LMSA. 
And I think he's Deputy Under —  oh, I can't think of his name, 
boy. But he and I would be at each other's —

Jerry Barrett: Oh, St. Cyr, Ron St. Cyr. OK.
J. J. O'Donnell: Ron St. Cyr, yes. And the kindest thing 

—  he was an absolutely anti-worker, anti-labor as you've ever 
seen in your life. And he's still there. I went out to the ATU
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Convention out in Las Vegas and gave a speech to them —
ATU-UTU's convention, and I had a lot of questions. I was 
surprised at the militancy that Ron St. Cyr had put together 
against the urban mass transit loans to the UTU and the ATU 
people, Almagamated Transit Unions. And Ron St. Cyr was 
opposed to them being protected. These were funded by federal 
money and one of the things was labor protective provisions.
And the Miami, Atlanta and New York and Philadelphia, all of 
the subway systems and everything else were getting operating 
subsidies. They were trying to throw the unions out. And 
St. Cyr, I think, was the spark behind that effort. It actually 
came from Don Dotson.

I went out and gave this speech and I told them, I said, 
there are people in the Department of Labor and government 
agencies that are absolutely anti-worker and, I said, you know, 
I've said this in meetings in Washington. It's not something 
I'm saying to you people. But there are some people there in 
Washington who do care about workers and I said, I'm one of 
them. So I get back in Washington and I get a letter from Don 
Dotson. He said, someone reported to me you gave a speech, etc., 
etc. out to the ATU Convention. And I wrote him a letter back, 
and I said, I've got a letter signed by some nut using your name, 
and I really tore into him.

Jerry -Barrett; (LaughLurt
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J-— J-— O' Donne! 1 • So he sent me a letter back and told 
me —  a pretty comprehensive letter —  what his positions were 
and why, and everything else. And as I mentioned earlier today, 
there were some really top quality career employees in the 
Department of Labor. And one of the guys, and I don't want to 
mention his name, he was very knowledgeable. And I brought him 
down with my Chief of Staff, one of the guys that works for me, 
Craig Hudson, who is now out in California, and showed this 
letter to the staff person. He said, this guy is all wrong in 
his facts. This is not really what has happened over the last 
10 or 15 years.

So they prepared an answer for me and brought it down 
and I went through it. I'm not a good letter writer. This 
gentleman is artistic as hell. He wrote him the most beautiful 
letter I ever saw. We changed a little bit and went through the 
history of the urban mass transit grants and what actions Congress 
took, what was in the Congressional Record. This was about a 
3-page letter and I don't sandbag the Secretary.

So I sent, Ray, Ray Donovan, the letter I got from Don,
2 letters I got from Dotson, plus my first reply back about this 
nut that was writing and signing his name to it. Ray got a big 
kick out of that. But then the second letter, in answering Don 
Dotson's letter, Ray was stunned. He called me upstairs. He said, 
I don't know that much about urban mass transit. This is 
magnificent. I had been meeting with the management people and 
the unions for about probably 2 months on the urban mass transit 
grants —  the position the Department of Labor was going to take.



- 37 -

And he said, this is a beautiful letter, but I'm going to ask 
you a personal favor to not send that over. And I said, do 
you have a good reason, Ray? I said, that son-of-a-bitch, 
his letter is going to be public record and I don't have an 
answer for it. And he said, as a personal favor, I wouldn't 
want that out. I said, the subject is closed.

A month goes by, 2 months go by and I get another 
blasting letter from Don Dotson because I didn't answer his 
second letter. I sent a copy of it up to Ray. I said, you 
know, as a personal favor to you, I didn't respond to it. I 
didn't say I had and we didn't send it over. I said I didn't 
respond to that letter. He said, oh yes you did. The letter 
you sent me, the note he sent me back, the letter you sent me, 
he showed me, it had a new date on it, it was sent out this 
morning. So we sent my response back to Dotson, because he 
was pissed at Dotson making a big federal case out of it.

I go to a reception a month later up on the Hill. I 
had met Don Dotson twice when I was President of ALPA. I go up 
on the Hill and he come over. Oh, he was absolutely livid, 
absolutely livid. Because the letter was so —  in other words, 
his letter was referenced to the law, the Congressional Record, 
the history of it because he knew, he had to know, I didn't have 
that kind of background and nothing else. But I knew a hell of 
a lot more about it than he did. Because he had his lawyers, 
he was a lawyer, he had his lawyers preparing the stuff. But
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I spent weeks and months on that stuff and on the weekends at 
home, we had gone over with the staff people educating me but 
not to the extent that I could have written that letter.

And he said, do you know, you're copying the world.
I said, no I didn't. I really didn't know but Ray Donovan had 
taken the letter, put a new date on it. He copied the Secretary 
of Commerce, about 15 people and they are all listed on the bottom. 
I didn't know that. I never looked at it, you know.

And the worst part of it is it kind of weakened the 
Department of Transportation urban mass transit people for making 
the changes they wanted to in the urban mass transit grants -- 
the operating grants and also the construction grants. And 
Ralph Stanley became the Assistant Secretary for Urban Mass Transit 
and he met with me one day. He said, how do I get around this 
goddamn letter of yours? I said, first off, you go out and you 
kill Don Dotson, you bring me certified proof of his death and 
I'll retract it all.

Jerry Barrett: (Laughter)
J. J. O'Donnell: Really, that's how it happened. I 

enjoyed it, I enjoyed the year I was there and I wished I had 
stayed but I wasn't going to stay under that —

Jerry Barrett: There was some hard ball play there 
then —  within the Department?



- 39 -

J. J. O'Donnell: Yea. See, I was well off enough, 
retirement-wise and everything else. I could have taken my 
retirement anytime I wanted to. I was 59 years old and then 
I could have just said, hey, stuff it. So I didn't take any 
guff from any of them. I'd be in a meeting —  particularly 
that Dan Benjamin stuff, they would pull. We had a meeting 
with all of the presidents of the -- executive directors and 
stuff —  of the state and the cities, urban mass transit 
authorities, griping about the urban mass transit grants.
They wanted to reduce the money they were paying. They didn't 
want to pay union wages, and all that. They didn't want to 
have to use unions, trucking companies and everything else 
for their construction.

And they come in and we had a meeting —  a big conference 
room in the Department of Labor. In fact, it was the Secretary's 
conference room. I was the senior man there. Mark Cowan was 
there, Benjamin was there, the Solicitor was there and probably 
5 others, plus some staff people from upstairs in the Department 
of Labor. And Dan Benjamin, because he was the Acting Assistant 
for Policy, thought he was going to run that meeting.

I come in. Dan was sitting right in the center of the 
long table. I said, Dan you move over 1 seat. I said, I'm the 
senior officer here; I'm the only Assistant Secretary. I've been 
confirmed by the Senate, you guys haven't. I moved him aside 
and we started. One guy, I forget his name right now, he was
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from New York. He s ta rte d  b itc h in g . He sa id , how do unions 

conduct nego tia tions?  They come in  and they throw the proposal 

on the ta b le  and they say here, take th is  o r leave i t  because 

th a t 's  what i t ' s  going to be. I  blew — I  sa id , is  th a t how 

you th in k  c o lle c t iv e  barga in ing is  conducted? I  r e a l ly  blew 

my top. I  to re  h is  fanny up something t e r r ib le .

And Benjamin t r ie d  to  in te r ru p t  me a couple of times 

and I  sa id , Benjamin, damn, because Mark could hear i t .  I  sa id , 

the next time you m&tm e t  me, I'm  going to remove you from 

th is  meeting. He got red. He goes to the Secre ta ry w ith  i t  

the next day. They were r e a l ly  a bunch of backstabbers, they 

r e a l ly  were. I  could care less and Ray sa id , what happened,

John? Very s im p ly, I  sa id , the son-of-a-bitch is  going to go 

up and k is s  t h e i r  ass. These people are sha ftin g  us. We've 

got the law the re . The law is  ve ry  c le a r what they have to do.

I f  they don 't l i k e  the law, I  have no problem w ith  them going 

to  the H i l l  and changing i t .  But as long as the law is  the re , 

you have to  implement i t  and so do I .

But he was I r is h ;  Ray was I r is h ,  you know. And in  f ro n t 

of them, he would say, he's r ig h t .  I'm  so rry , Dan. I  have to  

g ive so many good checks fo r Ray. You know, he would l is te n  to 

a l l  sides and a couple of times I  lo s t .  Not a couple o f times, 

q u ite  a few times I  lo s t .  But I  app rec ia te  — th e re 's  a r ig h t  

and a wrong in  a S ec re ta ry 's  dec is ion and th a t 's  what he d id .
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But u n t i l  he changes, g ives me d ire c t io n s , I  was going to  run 

th a t shop the way I  wanted to . I  wasn't supposed to be in  the re .

I'm  supposed to  be over in  le g is la t io n ,  you know.

Ray sent me to —  the same with Teddy Gleason, the ILA 
Union, they tried to shaft him on a 50-mile rule. And in a 
case, Mark Cowan was on a conference call with me. I was on it 
and Frank Lilly was on it. And Ray was in New York someplace 
and we were talking to him and we had to go to a court in New 
York before it closed at 5 o'clock with a paper supporting the 
Secretary of Transportation on the 50-mile rule, International 
Longshoremen. And Teddy Gleason was a friend of the President 
and a friend of Ray Donovan's.

And Ray at one point said, OK, this is what we're going 
to do and everything else. Everybody understand it? Yes. OK.
So we hang up. We're done. And I was close to the labor unions 
because I was on the Council. And they started dickering with a 
piece of paper in the hallways upstairs and I said, hey, you 
know at 5 o'clock we've got to be in New York with a piece of 
paper. Of course, we were going to teletype it up to New York 
and somebody would go in, Labor Department lawyer, was going to 
run around to the court with it. I said, for Christ's sake. It's 
twenty minutes to five, you guys are screwing around with this 
thing. I go over it with a pencil and struck a whole bunch of 
bull shit they put in there to protect themselves. Really, it 
had come off, really not supporting the Department of Transportation
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and they said,we have to run this by the Department of Transportation 
lawyers. I said, no you don't. This thing better be filed. It's 
quarter to five. If it isn't, I'm going to have somebody's ass 
and head.

Luckily, the telephone rings. It's Ray Donovan again.
We all get on the extensions of the phone. They go on. I'm 
listening to Frank Lilly make a bunch of excuses why we've got 
to do this, why — . I said, Mr. Secretary, you've got just 30 
seconds? He said, yes. I said, OK, Frank, you listening? He 
said, yes. These guys are puffing this thing up. They are not 
going to get to court by 5 o'clock. Teddy Gleason's going to 
be bullshit at you, he's going to be bullshit at the President.
We don't need it. They're playing games here to stall it so 
it doesn't get submitted by 5 o'clock. Mr. Secretary, will you 
tell them to submit that goddamn paper now? He said, John, 
you're in charge of that paper. If it isn't filed by 5 o'clock, 
you're fired. He said you have the authority to fire anybody 
else that steps into you way.

Dead silence on the phone. I said, Frank, send this 
to New York. Tell them to sign it in New York. He said, we 
can't do it, we've got to put some language in there. I said,
Frank, send it. Send it. He said, we've got to tell the Department. 
After it's sent, I said, you tell the Department of Transportation. 
This thing goes now. Sure in hell they called up New York, dictated 
it over the phone, got it signed and everything else. Then they
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ca lle d , and I'm  in  the o ff ic e  and he's r e a l ly  c r i t ic is in g  me 

to  the Department of T ranspo rta tion  why they d id n 't  have time 

because I  w ou ldn 't le t  them c a l l .

Elizabeth Dole and I were very close. When she was in 
the White House with that Public Liaison Officer, we were very 
strong supporters of the President. He needed some things 
sometimes and we provided them. The Vice President wanted her —  
a reception of the AFL/CIO Executive Council down in Florida.
Lane wouldn't invite the Secretary of Labor. Remember the whole 
business?

Jerry Barrett: Oh yea, yea.
J. J. O'Donnell: She called me. She said, do you think 

you could arrange a little gathering for the Secretary. I said, 
would he come to a reception? She said, yes. I said, OK. The 
second night of the Executive Council meeting at 5 o'clock, we'll 
have a reception. I had all my conventions in the Sheraton Bal 
Harbour down there, OK. Which is very big money to that hotel.
I called down. We wanted a particular meeting room, I told them 
what we wanted. Now, I had to get somebody else to help me fund 
the bill because we had put a lot of dough on it. And we got 
Frank Drozak from the Maritime Union, we got the Carpenter's 
Union, and what other union? Oh, Angelo Fosco, I was a little 
uncomfortable getting the laborers from Chicago. But the thing 
was costing us almost 30,000 bucks and we put it on. We put it 
on for the whole goddamn AFL —  not only the council members, but 
all the 150 other union presidents there.
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Called her back the next day. I said, OK, we've got 
it set up. This time he's got to arrive. It's being put forth 
by so many people -- 4 unions, and it's inviting all of the —  
not just the 32 executive council members. We ended up with over 
500 people there. It was absolutely amazing. So he sent me a 
beautiful letter after, which I've got around here.

It was done right. He brought his wife. They flew in 
and my wife and I met them at the door. Took them in and then 
I got him in a corner. His wife wanted to walk around. Barbara 
Bush is just an outgoing type of person, you can't help but love 
her. And he stood in the corner and he had a pina colada with no 
liquor and the first time he said, that was a lousy drink, John, 
because his wife got him a pina colada with no liquor in it. He 
said, I'll have one with some booze in it this time. He stood 
there and we took 150-250 pictures with international presidents 
talking to him. One on one, together, he's a beautiful communicator.

So I did things for Elizabeth Dole over and over. So,
I called her. I said, one of the guys here, the Solicitor, is 
talking to one of your people, one of your lawyers. I said, let 
me tell you what the facts are, and I told her straight out. I 
talked to Ray Donovan. I said, call Ray, and you confirm it, 
Elizabeth. This is what really happened. I didn't have the time 
to screw around. I said, the President is committed, you know, 
indebted to Teddy Gleason. Ray Donovan is. These guys are trying 
to screw it up and I said, I just wont let them screw it up. They
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got me down to about 12 minutes to 5 and if that didn't go,
Ray Donovan told me I was fired. Of course, he said it in jest,
I think, and I hope. But he would have really been angry at me 
if Teddy Gleason was ticked at them.

Jerry Barrett: Sure.
J. J. O'Donnell: It wasn't doing anything. It wasn't 

changing anything except it showed the Department of Labor and the 
Department of Transportation and the administration was supporting 
the ILL'S view in the court. And we went against New York's 
court system, the Attorney General, we went against their filing in 
the courts and luckily, Teddy Gleason won it. Ray Donovan got 
the credit for it, which he should have because he's the Secretary. 
But Ray's people here in Washington were talking to me every 5 
minutes —  what's happening, what are we going to do. We need 
that.

But Ray would have been ticked at those people. And 
those guys would have hal a million excuses, but the damage would 
have been done. I said, our job, my job, our job is to protect 
the President, number one, and the Secretary, number two, for me. 

And I said, Elizabeth, I said, it may have meant stepping on your 
toes a little bit but I know you well enough knowing that to you 
first comes the President and his support, and that's why I did it. 
She said, beautiful, John. Why don't you come over and work for 
me. No thanks, dear.
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Jerry Barrett: Did you get involved at all in the 
PATCO incident?

J. J. O'Donnell: Very, very deeply. Starting back in 
June of '81 before the strike. In fact, first off, I'm a very 
close, personal friend of John Leighton who was President of 
PATCO from about 1971 until that tear-up occurred in late '80 
or early '81. In fact, I was out with John Leighton. I played 
golf day before yesterday with him and I went out to dinner with 
him last night. So, we're still very good, personal friends.
And, historically, the pilots and the controllers were at odds 
with each other in union dealings. The controllers felt we were 
overpaid. They wanted our money and they were angry at the pilots' 
status, the image of the pilots.

John Leighton was a damn good, bright labor leader, very 
sophisticated, very intelligent, good, hard negotiator, but he 
knew how to make a deal. His vice president or secretary-treasurer 
was Bob Polight anc. Bob was a radical. Bob Polight and John 
Leighton were flying to Chicago to a meeting of their board. They 
knew they were having troubles and the guys wanted them to resign 
and everything else. So Bob Polight suggested to John Leighton, 
why don't we both resign and then let them reelect us if they want 
us. The feeling was that they would reelect them. And on the 
flight to Chicago, they kind of agreed to it.
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And so they got there and they had the big fight on 
the floor of the convention and John Leighton resigns and Polight 
resigns. They accept John Leighton's resignation but not Bob 
Polight's. So, since he was secretary-treasurer, he became 
President. He wasn't elected, he became number two. And John 
Leighton disappeared up there. And we heard the next day after 
it occurred, when I called Mary Leighton, who is John's wife. And 
I said, Mary, John's got the brains, background and it's just 
unbelievable to what ALPA's needs are. I said, he's got a job 
here. You tell him when you find him, tell him to come in because 
he's going to work for ALPA. We set up a department which handled 
air traffic control problems and understanding the controllers and 
the pilots. I put him in charge of it, and she felt good. At 
least he was not unemployed.

But then in early June, we met with Bob Polight. Jack 
Davis and myself met with Polight and a couple of his people.
They were supposed to strike June 20. We told Polight, he's 
going off the cliff. First off, it's an illegal strike. Number 
two, the membership of ALPA, with the dispute we've had with 
the controllers over the last 15 or 20 years, there's no way they 
were going to honor your picket lines. Polight says, we don't 
need your picket lines honoring our picket lines. He says, 
because if my members are going to walk off the job, then we have 
a 98 percent strike that will — . I said, it's illegal to strike.
He said, you watch. He said, we are going to shut it down. It will 
grind to a halt in 3 days. I said, Bob, you're committing suicide.
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We had an Executive Council meeting of the AFL/CIO 
in early August, August 2 in Chicago. It started on the second, 
we got there on the first. And I had been in several meetings 
with Drew Lewis and it came up whether they were going to strike 
or not. I told Drew of the conversation —  Polight, I think, is 
going to shut down in 3 days. And I get a call on the night of 
the second -- no, the night of the first. And Drew Lewis told 
me they were going to strike. The negotiations had broken off 
and everything else.

And he said, what are your members going to do, John?
I said, well, Drew, first off, I don't tell the public, I don't 
tell anybody anything what our members are going to do until after 
the strike occurs. If I told you they were not going to honor the 
picket line, you'd use it as a straight bargaining for your side.
If I told the union we were going to honor the picket line, they 
would play on it. You guys make the decision. When it's made,
I'll tell you what we're going to do.

So the convention starts the next day and very heavy talk. 
They want an agenda item on the PATCO strike, and everything. And 
to make a long story short, that night again I get a call from 
Drew Lewis. He said, John, we've just been advised by Polight's 
people they're going to strike at midnight tonight. He said, what 
are you going to do? He told me where they were apart on it.
Money was unbelievable. They really wanted the airline pilots' 
salaries. That's what one of their bargaining demands were.
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And I said, Drew, my members will not support the 
strike. Number one, he hasn't asked for it and I've got to be 
very honest with you. If I had told my members to honor the 
PATCO picket line, I'd have been thrown out of office. I said, 
so what a leader does, you find out where your troops are and 
you get out in front of them. And I said I knew where all my 
troops are.

Early the next morning the strike occurred and at 
7 o'clock he calls me. He said, they shut it down. They're all 
walking the picket lines. I said, oh shit. He said, what are 
you going to do. So I called Bill Usery and talked to Bill. I 
called back to Drew and I got hold of one of the guys who was 
very close to Polight. I said, you guys are going to somehow 
get your troops back to work because if you don't, they're going 
to bust your ass. And he didn't —  this guy said, well, I don't 
know where Polight is right now. I don't know where he is. But 
he's going to call in and I'll have him call you.

So Polight calls me at 1 o'clock in the afternoon.
This is August 3. And he said to me, John, you called in? I 
said, yea, I called in Bob. For one, we're concerned about the 
system. Number two, I'm concerned about 16-18,000 controllers.
I said, Bob, I'll tell you where our members are. He said, John,
I know where your members are. But we don't need your members.
I said, OK. So we talked for another 15 minutes about the issues. 
I told him my perception of what the issues were according to what
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Drew Lewis told me and he kind of conferred. He said, but some of 
those things are bargainless. The only way you bargain is to get 
in a room and close the goddamn door and negotiate. So, to make 
a long story short, that night late, Drew Lewis called me again.
He said, John, we get rumors out that the pilots are going to 
start on their picket line tomorrow morning at 6 o'clock. I said, 
Drew —  and I had been talking to my MEC members, the key ones —  
and I said, no, they're not going to. He said, will you come back 
to Washington?

Jerry Barrett: You were in Florida at the —  ?
J. J. O'Donnell: No, we were in Chicago at the 

Executive Council meeting.
Jerry Barrett: OK.
J. J. O'Donnell: They had the council meeting in August 

in Chicago. So he said, will you come back to Washington? I 
said, well, I'm at the Executive Council meeting. He said, I'd 
like to have you come back. I want to have a meeting tomorrow 
morning with the President. I said, I can't get back in the 
morning. I can't, because we had a session that night. He said, 
alright. Can you be back by 1 o'clock. I said, yes. He said, OK. 
So they picked me up. We get into the Executive Council meeting on 
this and Lane Kirkland gets challenged about the PATCO strike.
Are you guys going to cross that picket line and everything else. 
And, of course, I'm there. They know that I'm President of the 
Airline Pilots Association.
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Went into the press conference and one of the reporters 
spots me. So he puts the television camera on me. I got up 
and walked out. They try to grab me. I said, hey, look. This 
is not our strike; we're not involved in it; we weren't conferred 
with; we weren't asked to support them. I said, I don't know 
what's going to happen there. I have no comment right now.
Well, do you think your pilots will honor the picket line of the 
controllers? I said,it's an illegal strike. I said, it will 
take the airlines at the most 20 minutes to get an injunction 
against us if we did it. So, I said, right now I'm calling a 
special Executive Committee meeting tomorrow which we are going 
to meet next week, which was no rush to have one. And I said, 
at that point we'll tell you what the association position is.

So, I flew back early the next morning to Washington 
and met with Drew Lewis and then we met with the President. And 
the President was livid. Oh God, he was livid. He made some 
comment in the Rose Garden about they would never be returned. 
Remember that comment?

Jerry Barrett: Uh huh.
J. J. O'Donnell: A lot of people were upset that he 

made it. I was upset that he made it. You don't punish 15,000 
people for the stupid leadership. Sometimes you have to say, well, 
the members have to accept what the leadership —  but shit, we 
didn't punish all of the German people for the stupidity of 
Hitler, you know. But Drew Lewis was certain everyday that I
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was going to say OK, tomorrow we're going to honor the picket 
lines. And the basic reason —  I just hated crossing picket 
lines. You know, I wouldn't cross a picket line if my life 
depended on it. And they had picket lines around the tower 
in Chicago but not at the terminal. If they had a picket line 
at the terminal, I wouldn't have flown back. I just couldn't 
live with that.

And so I told Drew, I said, let me tell you something.
I want to say, if I could, if I could tell my people tomorrow 
morning at 6 o'clock to honor that picket line, and if I was 
certain that I could get 95 percent agreement they would do it,
I would do it to force the settlement of this thing. Very 
frankly, if I called a goddamn —  or honor it, my members would, 
probably 20 percent would. They've screwed up. You know what 
would happen. I'd have a special Board of Directors meeting 
charge me because most of my members are mad at the controllers 
anyhow.

So, to make a long story short, it just kept going on 
and on and on. Polight commit hari-kari, Jonestown suicide for 
those people. It's a shame because so many of those were good 
people. And we tried even after that strike, even after I was 
in the Department of Labor, we tried several times to arrange 
gatherings of the eagles to see if somehow we couldn't get the 
government to somehow call some of those people back. And they 
need them today but I wouldn't do it to the extent of embarrassing 
the President or Drew Lewis becasue they were -— .
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Jerry Barrett: I take it Drew Lewis really did try to 
get a settlement?

J. J. O'Donnell: Oh, Jesus, to the extent that he almost 
committed suicide himself. We had meetings in September and 
October of '81, after the strike was on, where Drew was trying 
every way in the world to get Polight to come to his senses.
There was a suggestion made by a very good arbitrator to Drew 
Lewis —  and I had talked to Art Dunlop and a whole bunch of 
people to try to come up with what the hell could we do. And 
there was a suggestion made —  if I had them all show up for 
work and let the government selectively hire them into these 
new programs with their old seniority, with their old pay and 
everything else. Drew Lewis brought that to the President.
The P res iden t, to  my best knowledge, approved i t .

And Drew Lewis came back, and this was September, came 
back and called a meeting. Tried to get Bob Polight and a little 
sharp guy —  can't think of his name right now, I can't remember 
his name, little sharp guy from PATCO, one of their lawyers.
He was an in-house lawyer, not a real professional, outside 
lawyer -- to talk about it. Jack Davis attended the meeting, 
so did I. And the blowup with Bob Polight was so bad, it was 
almost as though he was having a nervous breakdown. And I talked 
to Drew Lewis months, and months later and he said, it was 
devastating, John. He said, I never said the President would 
agree to this package or not but it was my way of trying to see 
if we couldn't get —  they needed them.
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Polight felt that he wouldn't let one man go back, 
one man unless the government —  he got off a lot of the 
money issues after the strike. He got off some of the other 
issues but there was still, I think about 44 percent of payroll 
he still had on the table. This was November and December of 
'81. And he tried to justify the payroll amounts by what other 
people were making, profits for example. He had good arguments 
on the fatigue issue. He had good arguments on work schedules, 
how they were working. Those were good legitimate arguments, 
but held on to that using those as a bargaining chip to get his 
money. That's where he fell down.

And Leighton said, you know, it's too bad that Polight 
took a large group of good quality people off the cliff. John 
tried even as late as 6 weeks ago to see if he couldn't get some 
of those guys back. They were afraid to call one back. They 
were afraid that if they start calling some of them back, they 
would go to court and be able to force them all back. You know, 
that's what happened in the —  as you know what happened —  I 
was going to name a dispute. No, Drew Lewis tried several times 
long after the strike was over to get Polight. But Polight got 
more militant.

I think your character sometimes reflects how he acted 
in the industry. Polight was fooling around with a whole bunch 
of women at that time. He had a girlfriend. His wife was a 
beautiful woman. He had nice kids. He left his wife. I knew
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his girlfriend very, very well and I seen his girlfriend in 
the Prime Rib Restaurant one night. This was a year or so 
later and Bob was coming in town the next morning etc., etc.
He had been separated from his wife now at this point about a 
year and a half. And we find out —  divorced from his wife 
for that matter —  we found out he got married to a different 
girl other than his girlfriend. That kind of tells you the 
moral backbone of the guy. I think it influences how he handles 
dealing with people.

Jerry Barrett: Uh huh. Is Leighton still with the
pilots?

J. J. O'Donnell: No, John stayed with me about a year, 
then he went over to the AFL/CIO. He got a job over there. He's 
the Executive Director for the Public Service Employees Department 
over there. We created that department for him. He was good for 
ALPA. We've got a committee doing it now. They're not doing 
one-tenth as good a job as Leighton did —  the experience, the 
background. In fact, John is absolutely super people, what a 
bright guy. You know, up until I became President, the airline 
pilots and the controllers had fought for years. I mean vicious 
fighting. It was terrible in here. In fact, it degraded to 
some extent, to a large extent, the level of safety because the 
pilots would be fighting with the controllers.

When I come on board, some of that still went on for a 
while but I met John Leighton early 1971 in New York at a PATCO
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function. My wife and I were invited and we went up there and 
we met him and his wife, Mary. And I met Polight there and 
Stan Gordon and some of the other officers. And John and I 
hit it off with each other. And in the 12 years —  we had 
differences, tough differences at times on some issues. But 
we were close, personal friends. I remember a meeting with 
Jack Schaefer, then head of the FAA, and John Leighton and I 
were at each other's throat over an issue. Schaefer was convinced 
that we were the world's worst enemies.

Jerry Barrett: Some people kind of credit the PATCO 
strike with the demise of the labor movement.

J. J. O'Donnell: Absolutely not. They blame this 
administration being anti-union, anti-worker, whatever you want 
to say and they keep reharping -- look what he did, he busted 
the controllers union. That's bull. Any union leader in this 
country has a right to make a total ass of himself and destroy 
his union group, and that's what Polight did. That didn't 
happen when John Leighton was there. Any union leader can do 
that with a union.

For example, the loss at Continental from ALPA was not 
Duffy's loss and MEC chairmen. The MEC can make the final 
decision on any issue that affects that airline pilot group.
The guy who destroyed Continental pilots and caused the strike 
was a guy named Larry Baxter, Captain Larry Baxter, who was the 
Master Chairman, like the President of the local on Continental.
He took that pilot group off the cliff.
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In 1974 or '76, I forget when the Continental strike 
occurred. We had a pilot strike out there in 1976. He was 
Chairman of the Negotiating Committee and I got to know him 
very well. And they had 58 percent of payroll on the table.
And in the 30-day cooling-off period, I called the MEC plus the 
Negotiating Committee in Washington. And I still have a copy 
of the best political speech I ever wrote in my life. I didn't 
trust them. I wrote the speech that I was going to give to this 
MEC. The MEC made up the 16 people plus a 3-men Negotiating 
Committee. So we made just enough copies, numbered them all —  
each one was numbered —  gave them out. We gave you a copy, 
we gave him a copy. We had a number. In case one was missing, 
we knew who had it.

And I gave a speech -- it took about 30 minutes —  I
gave a speech telling them the MECs, you know -- I recognize
they have the right to make the final decision as affects their
property, but they were going to have a strike, they were going
to have a long strike. At the end of that strike, which would
be 5, 6 months or a year, could be longer than that, you're
going to get less than you can get today. You'd better settle.
I  hear you guys t e l l in g  me about the N ego tia ting  Committee is

doing th is ,  the N ego tia ting  Committee is  doing th a t.  The

, ?Negotiating Committee Chairmen m  this
they are nothing. They have no authority, no responsibility or 
anything. You, the MEC, the elected people, are the only ones 
that have the authority.
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If you let this airline go down, you and you alone are 
responsible, not them three. You do what you want. And in the 
report, state at the end you were allowed to keep this copy if 
you want. You know, read it to your council, because they came 
from Denver, El Paso, Houston, Los Angeles and all the bases.
And you can express my view. You can get a settlement now but 
if this strike goes down, it could be a long one. So don't blame 
the Negotiating Committee. Each one of you guys right around 
this table are going to be responsible for it.

Well, they were dumbfounded because I hung the noose 
right around their necks and Larry Baxter got up to give a speech 
and I said, Larry sit down, this is my office. I don't want them 
to hear you. These are the elected representatives. They called 
the Master Chairman, Chair Pussy, because he had no backbone.
Well, the strike occurred. It lasted 22 days. I didn't even call 
them. The strike was on 22 days, 23 days and the Master Chairman 
called me. He said, John, he said, the company won't talk to us.
I said, do you blame them, for Christ's sake. Fifty-eight percent 
of payroll on the table, I wouldn't talk to you, you know. He 
said, well, we need some help. I said, aha, 23 days on a strike 
and all of a sudden you call, you need some help. I said, I don't 
think it's worth me coming out there because MEC makes the final 
decision. But I'll come out. I'll spend about 2 days and lay 
out where we're going and if you guys don't buy it, I have no 
problem with that because you have the right to make the decision. 
But I'm coming back to Washington.
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So I brought Rod Gilstrap out there with me and Jack 
Davis. We went out there, we sat in a room with the MEC. Called 
the company and told them we were coming out there. I don't 
operate in a vacuum sometime. I want the world to know where 
I am. So we went out there. The press were trying to find out 
whether we're —  instead of meeting in LA, we went to San Diego 
—  and sat down in the room. And they were doing exercises where 
they were apart. And there was about 56 or 58 percent of payroll 
still after 23 days strike, 24 days strike now, 25 days strike.

So we went through all the exercises on the blackboard.
You want this, you want that, you want this. They had 29 items.
And I said, OK —  and I settled a whole bunch of garbage —  and
I said OK, if you don't get this, are you going to strike, are 
you going to continue to strike? So we got pay, it boiled down 
to pensions and some other minor things in there. But there were
II things that they had to have some adjustments on. They'd come 
down to 13 percent of payroll if you had those things. I said, OK. 
Let me say this, assume is this correct? Oh no, there were 8 
things. They had to have these 8 things. If you get these 8 things, 
is the strike over? Yes. And what is the priorities of these 
other things? And we-went through them. And I go and meet the 
company, Jack Sage. Do you know Jack Sage?

Jerry Barrett: No, no.
J. J. O'Donnell: He was Vice President of Industrial 

Relations. He's with the railroads now, the Southern Pacific 
Railroad, I think it is, that own an awful lot of land in
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San Francisco; Oakland; Alameda, California. And I meet with 
Jack Sage and one of his other guys. I said, OK Jack, let's 
cut the bull shit out. How much we got, you know? John, we 
got 9 percent. I said, shit, it won't do it. So we go through 
the blackboard. They had problems. We were going for a 15-month 
contract. We ended up with an 18-month contract. Go through 
the thing with him. I said, we've got to have some money, we've 
got to have this and everything else. Come down, we've got 
everything except I had 15 things on the paper. MEC said they 
had to have 8. Then we prioritized the others.

So we went through them with Jack and we boiled it down 
to 13. He said, I can't give you this —  I forget what the hell 
they were —  I can't give you this. I said, hey, the rest of 
this we get a deal? He said, I can't give you these. So he 
called Bob Zicks. Now, I wasn't in that room 10 minutes. We 
called Bob Zicks and talked to Bob Zicks and I told Bob I had 
to have 2 things in the pension. I forget what the hell they 
were. And Bob Zicks says, does that make a deal? And I said, 
Bob, nothing's guaranteed but I think we got a deal if I can 
get these 11 things.

Talked to Jack Sage, back and forth, back and forth.
Jack Sage got up and stuck his hand out and said, OK, we've got 
a deal. I said, wait a minute, Jack. I've got to go sell it. 
There are some things here that they won't —  which they didn't.
I had already gotten a contract when we had the 8 things. They
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saw a 12-15 month strike coming at them. So you're back in —
Larry Baxter's sitting against the wall —  you're back with 
the MEC. I said, OK, let's start with it. I'm an actor. I 
started at the top. I said you had to have this, you had to have 
this, you had to have this. I went down the 6 things. I said, 
if you don't get the rest of these things, is this strike going 
to continue?

Well, they were hemming and hawing and beating around 
the bush and everything else. I said, OK. I put number 7 on the 
board. I said, OK. Now, tell me, you're going to stay strike 
if you get these and if you get all this stuff. Well, the hemming 
and hawing got a little bit less firm. And then went to number 8. 
Now, I said, you had told me before if we got these 8 things, we 
had a deal, right? Yes. I said, is that still true? He said, 
you got those? I said, yea, we've got these 8 things but is that 
still true? Yes. Oh yea, everybody's all talking. I said, wait 
a minute. We haven't finished. You said you wanted other things, 
you want this, you want --. I went through the 11 things. No,
I went to 10.

The last thing I left was the pension. And the pension 
guy, I could see him, oh, he was crying, he wanted his pension.
It was reporting information where the money was invested, how 
it was invested and what the actual assumptions were in the pension 
plan and health. We wanted information and all, and the company 
just said, hey, that's none of your business. And the guy's name
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is Dick Steed. I said, Dick, don't give me that long face. My 
background was pension, too. We got you that also, but that's 
it. That was 11 things.

Well, they were just ecstatic. Baxter was morbid.
He stormed out of the room. He didn't want a settlement. He's 
the one that became Master Chairman 5 years later, 7, 6 years, 
when did they strike, '83? Seven years later he was Master 
Chairman. Now, if I had been President of ALPA, I would have 
known his instability and would have been really on top of him. 
Instead of that, took the guys out on strike and busted the airline. 
The airline went into bankruptcy and poor leaders. The point of 
this whole thing in the beginning was that you got to know the 
players, the people. So I don't blame Duffy for that strike.
It's Larry Baxter, that mental case out there.

Jerry Barrett: That's a shame. It really is a shame.
J. J. O'Donnell: It is. Yea. You know, every union 

is exposed to the same thing. The people elect the guy who stands 
up and who sounds radical. You know, it's a shame in a local 
council meeting that the stable guys, who would do the right 
things representing their people, aren't well accepted by the 
rank and file. Some guy gets up —  we'll cut their throat, we'll 
strike 'em, we'll show them this. He get's the votes, he gets 
elected.

Jerry Barrett: The ideal really is somebody who can 
talk like that but can make a settlement, and knows how to make
a settlement.
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J. J. O'Donnell: Yea, but it's —
Jerry Barrett: It's a hard combination.
J. J. O'Donnell: Yea, it is. But see, I was a radical 

in Boston back in '56 and '58. I was upset with some of the 
things the company was doing. As you become educated, I had 
moved through enough jobs, they weren't able to catch me soon 
enough. When I was on the MEC, I was a strong person on the 
MEC so I got elected Vice Chairman of the MEC as a 
Then I was put on the Negotiating Committee and I stayed on 
negotiating for years. And when they elected the first ALPA-wide 
National Committee on Pensions, I was elected Chairman of the 
first one they ever had and I stayed on it for 6 years.

And that's how politically I became known to everybody. 
That was a motherhood subject. You don't do any wrong. So when 
there was an election, Charlie Reuben wasn't going to run for 
another term, people came to me and talked to me into running, 
which I had no First, I knew I couldn't get elected, I knew
I really didn't want it. And the people that were supporting me 
were real, good people. I said, Jesus, if these guys believe I 
can make it, why not. So I got elected. I got elected 3 terms. 
You have to know where your people are. That was my success.

The trouble was in '82, I didn't know where the people 
were. Yea, I still think I was right because if I had stayed on 
as President, I don't think we would have had the catastrophe at 
Continental —  went bankruptcy and we lost the representation
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there. About 1400 guys lost their jobs. That wouldn't have 
happened because I wouldn't let Larry Baxter take it off the 
cliff. The President is the only one that can authorize a 
strike and I wouldn't have let them struck. But we would have 
been involved in it. Their MEC was devastated after the strike 
occurred. It was too late. They didn't know how to get out 
from underneath it. The only way to get out from underneath 
is to remove him and get in there and grab it and take hold of it.

But Duffy didn't know the players. This is August of 
'83 and he -—  if Duffy had been wise enough to bring me in and 
consult with me, keep me on as a consultant, I could have cautioned 
him on most things. The Pan American deal was another one that's 
terrible and should never have occurred. He run against me in 
the election and therefore he was nervous with me and didn't 
trust me. Which was stupid because I didn't have any appetite 
to go back. But I can understand it that he was nervous of me. 
Knowing myself, I know it was ridiculous. It's only in the last 
4 months that Duffy's been using me.

Jerry Barrett: It has been?
J. J. O'Donnell: Yea. I went to the AFL/CIO Executive 

Council in February for ALPA. I played in the golf tournament 
down there representing ALPA. And then I went to London to develop 
a conference for them and then I just come back from 2 weeks in 
Winston-Salem representing the ALPA in a very tough law suit.
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Duff y asked me to go down, which I did. So, maybe his 
uncomfortability's no longer there. In fact, we talked just 
recently about the upcoming election this November and I have 
2 good personal friends that are going to run against him. But 
there is no way I'm going to get involved in their politics.
I've done my share. I've been there. Good luck to all 3 of 
them.

Jerry Barrett: Can you talk a little bit about your 
participation in the AFL/CIO Council?

J. J. O'Donnell: Yea. That's a strange story. Let 
me just tell you how I got on the council because we had 30,000 
members. You know, we have unions out there —  200, 300, 400 
thousand. Members can't get on the council. And back in 1975, 
we had agreed to be a host to an international world pilots' 
conference here in Williamsburg, Virginia. And in the International 
Federation of World Pilots, there are 156 nations which include 
Cuba, Russia, Angola, OK? I get a call from the State Department 
saying, John, we've got applications here for visas for pilots 
from Cuba, Russia, etc. They name them all —  all the communist 
states. He said, we can't authorize those unless you, somebody, 
get's George Meany to bless them. I said, what do you mean?
We were in the AFL/CIO for years. Had a charter way back in 1934.
I said, what do you mean? He said, well, the State Department 
won't issue them to communist countries unless Mr. Meany kind of 
blesses it because —  he gave me a story. Would you talk to Charlie? 
I said, glad to.



- 66 -

I had met Mr. Meany probably 3 times, 4 times, and 
he knew who I was but only because I was an international 
president and nothing beyond that. So I called him up and 
wanted to come down and talk to him. He said, come down right 
now. I told him what it was about. So I go down. He get's up 
from his desk and comes over and sits down. He spends an hour 
and a half telling me the history of the Communist Party in 
Russia. How in 1924 the Russians did this and he said, I was 
the age of joining. I was listening to this story and it was 
unbelievable. It just unfolded, the history that man had on 
the top of his head.

Jerry Barrett: Is that right?
J. J. O'Donnell: Oh, I was just totally impressed. And 

he says, you know, he says, we can't stop it, John, but the labor 
movement resents the Russians saying that they are —  any of the 
Russian union people saying that they are the members of a free 
tiade labor movement in Russia. There is no such thing. He said 
they are all KGB agents. If they want to put on their visa 
applications they are members of the KGB and they are going to 
come over here for communists, I have no problem with that. But 
don't insult us by putting on they are a member of the free trade 
labor movement of Russia. He said Cubans do the same thing and 
everything else.

This is '75. We were going to have it in July in 1976, 
200th Bicentennial. We had everything planned beautiful. We were 
really going to stuff up the British nose about the Tea Party in
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Boston and everything else, see. We had a pretty good program 
put together. And we had offered this in February 1975 to be 
the host nation.

So, I meet George Meany in 1977. And he said by the 
way, John, what ever happened to that conference you were going 
to have in Williamsburg? I said, Mr. Meany, we wrote all the 
nations involved and we asked them if they would put on their 
application they were members of the KGB or the secret police or 
whatever, or that they were members of the international union 
in that country which is controlled by the government. But they 
couldn't put on their application —  this is our letter —  they 
couldn't put on the application they were members of the free trade 
labor movement in Russia because we all know there is no free trade 
labor movement in Russia. I said, we sent you a copy of that. He 
said, I never saw it. I said, I'll get you a copy of it. And he 
said, but what did you do? Did you say that I was the one that 
said —  taken that position? I said, Mr. Mean/, no. I said there 
was too much credit to go into that position. I said, I took the 
credit for it.

Jexry Baxrrett-i--(Laughter )

¿1— ar; OTroimell"! He put his arm around me.And the meeting 
coming up next year was on terrorism« Anĉ  he invited me up to the 
top tostrum. Usually, you know, lower rostrum and you speak. And 
he's up at the top lectern. He calls me up. He said, I want these 
people to meet you. He introduced me as Captain O'Donnell,
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J. J. O'Donnell. He stood up there. He put his arm around me 
I was told later by Lane Kirkland what he was telling that whole 
3,000 delegation, this is a friend of mine.

So, the next thing you know, I wanted to get on the 
council and I went down and spoke to him. He said, I don't get 
involved in that, John, but you go talk to these different people. 
And then talk to Lane and Tommy and let's see what happens. But 
really what happened, George Meany goes down and he says I want 
this one, this one and this one and then Lane Kirkland goes and
does the work. That's the way Lane does it now. And next thing
you know, we didn't expect to get on that council at all.

I went down to the big election and the slate of officers 
comes out. I had covered everybody, Jeez. And we were caught by 
surprise a little bit because the new officers have a reception 
which is a pretty good reception they have. Two put on that year. 
And we were in the audience and went around and somebody said, 
you know, you're on the list for the council? I said, come on.
He said, no. You'd better go talk to Lane. So Bob 
We looked around for Lane. I found him. I said, Lane, who's 
getting on the council? He smiled and he said, would you like 
to get on it? I said, yea. Buy me a martini some night and I 
will get you on it. I said, you've got a deal. He said, yea,
your name is on it. And he said we have to run it through George.
I said, well, how many spots do you have? He said, 2. I said, 
how many names are you submitting to him? He said, 2. So boom. 
George announced it and he had us come up to the top rostrum and
introduced us.
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Jerry Barrett: What other union got on at that time, 
do you recall?

J. J. O'Donnell: Yea. Bill Wynn. Bill Wynn. And I 
got the seat ahead of him, which was good. I had seniority on 
him. I don't know how they worked that out. Oh, I know why.
I was the President longer than he. That was the excuse they 
used but I found out years later they used different reasons.
At that time, Mr. Meany wanted them a certain way. But George 
Meany —  we used to have a Christmas party out at the Congressional 
Country Club every year and he would come to it. Just before 
he died, that was the last function he ever went to.

Jerry Barrett: You were just talking about George 
Meany and the Christmas party.

J. J. O'Donnell: Yea, this was before I got on the 
council. And we had Christmas parties out at the Congressional 
Country Club. We had a reception on the Hill. Something —  
with all the union people invited. And we must have had 20 
presidents —  international presidents -- and lobbyists at the 
Rotunda Restaurant upstairs. And, of course, out of courtesy, 
everybody always invites Mr. Meany. And we're in the party and 
one of the guys, Paul House, comes over to me. He says, John, 
you'd better go to the door. I said, why? Mr. Meany just walked 
in. He never goes to them. He came in, and my wife was there.
My wife always attended them.
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And he comes in, and he sat down just inside the door 
and I shook his hand. And he said, hy, Jack —  they call me 
Jack a lot, and Captain. And I said, can I get you a drink,
Mr. Meany? He said, yea, I'll have Jack Daniels on the rocks.
And someone went and got it. He stayed there and he wanted 
another drink, and he stayed right at the door. So everybody 
that came in saw him. So you could hear the buzz level in 
that room go up. What's he here for?

Jerry Barrett: What's going on?
J. J. O'Donnell: Yea, he was sending a message. And 

then that December, we had a Christmas party, which we always 
had the first Saturday of December at the Congressional Club.
And we always invited all the members of the Executive Council, 
but always Mr. Meany and Lane and Tommy. Sure in hell, who the 
hell walks in the door with Lane Kirkland. It was that fall and 
spring I got on the council —  fall and February. He sent the 
member to the labor movement that I was his choice. That's how 
he did it.

And Lane Kirkland told me later he was the most 
sophisticated man in the way he did it. You could be in a room, 
facing the wall, and if he walked in the door, you could feel it. 
He had that strong presence. He told that story about the 1976 
conference at least a dozen times when I was there. Not many 
men can take advantage of me, but he did. He took the credit 
for that. I was not blaming him for making excuses, you know. 
Boy, what a person. What a loss that was to the —
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Jerry Barrett: You were still on it when —
J. J. O'Donnell: I was on it until '83.
Jerry Barrett: Until '83, yea.
J. J. O'Donnell: I got offered -~ I told Lane, I said, 

you know, when you're International President you can stay on 
for the reign of your term, your term is 2 years. And I was 
no longer an officer of ALPA on January 1 of '83. I called 
Lane in December of '83. I said, you know I didn't get reelected 
and I got the seat in the council whenever you want that seat.
I still had a year, year and a half to go; yea, a year and a 
half to go. I said, whenever you want it, just pick up the 
phone and call me. I went to the February council meeting down 
there and sat in because I was still council member. And again 
down there I reminded him that, Lane, you know, whenever you 
need that spot, just pick up the phone and call me.

So they went to some meeting in August of that year.
It must have been the summer session. And he said, John, you 
offered me that seat whenever I needed it. And he said, I've 
got something coming up and I would like to slide someone in.
I said, Lane, you got the letter of resignation in your hand 
right now. I'll send it out this afternoon. Because he was 
another super person, and if he could use it politically for 
his own interest, that's what I wanted him to do with it. So 
they put somebody on in that meeting on the council seat.
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Jerry Barrett: Did you notice much difference in 
the way in which the council's run and the AFL-CIO with Kirkland?

J. J. O'Donnell: Yea. I think very highly of Lane 
Kirkland. There's a lot of criticism in the council which I 
don't agree with. The criticism is he's too much of an 
internationalist. He really doesn't have his heart in the 
U.S. trade labor movement problems. I think he does because 
he is a super intellectual person. But he's so bright, he has 
so much mental capacity, that he also is involved in the ITF 
and the world labor problems, much moreso than George Meany 
was. George depended very heavy on Ernie Lee and Ernie was 
another bright person. Ernie was his son-in-law. And Ernie 
Lee left after Lane became President. I don't know the 
circumstances but I just heard the circumstances were not that 
good. But it changed. The council was trying to be drawn into 
international issues more. George Meany had Paul Hall on. Did 
yea remember Paul Hall?

Jerry Barrett: Oh yes, yea.
J. J. O'Donnell: He had Paul Hall, Jack Lyons, Teddy 

Gleason, Glenn Watts, strong, beautiful supporters around that 
table, George Meany did. When Paul Hall died, there was a 
terrible void then. Winpisinger at the IAM tried to fill it 
and he couldn't. In fact, I recall a council meeting where 
George Meany gave a speech which was on something. Next, that 
afternoon, Winpisinger got on the TV 7 and really
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criticized George Meany • on the late
news and early morning news. The council opened and, of course, 
George Meany opened it. Of course, George had seen it, everybody 
had seen it. And Paul Hall stood up.
He tore the rear out of this fictitious personal view who really 
was Winpisinger. He never mentioned Wimpy's name but the self- 
serving —  Paul was a saint, you know. Tore this guy up and 
with that barking voice. You know, about the fourth word out 
of his mouth, everybody was looking at Winpisinger and saying, 
Wimpy, you're in for  ̂ you're never going to
forget, and he hasn't.

It was magnificent. And Jack Lyons, Jack was not a 
good speaker like Paul Hall was. Glenn Watts got up and did 
it, same thing. Really tore into him. Wimpy is a nincompoop, 
he really is. He and I never got along on the council. He 
wanted me to shut the airline —  the council met a couple of 
times on the PATCO thing —  he wanted me to shut the airline.
He said all you guys have to do is walk off the job. I said, 
Wimpy, all your guys have to do is stop repairing them.
Airplanes don't move if you guys don't service them. You 
guys push them in the gate. How come you're pushing them 
back? So don't tell me to do it.

Jerry Barrett: Want to put the onus on you, though.
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J. J. O'Donnell: Oh, sure. Want to embarrass me 
in front of that group. I told him one day, I said, Wimpy,
I've been had by experts and you're not an expert, believe me.
But he did an interview in a girlie magazine a long time ago.
I forget —  it wasn't Hustler, it was worse than that. And 
I was, I still am, I still got records downstairs that won't 
quit. I tore that article out of the magazine. I kept it.
It must have been 1973 he did this article.

In 1978 or '79 or 1980, right the year before my 
convention, and he was tearing us apart at something because 
something was in the Airline Pilot Magazine against the 
machinists. It was derogatory to them. And we resent machinists 
from standing inside of an airplane in dirty goddarn clothes, 
and passengers boarding and they're talking, telling dirty jokes 
and cursing, using four-letter words in front of passengers.
And we had one of our guys throw a couple of mechanics off an 
airplane and, in fact, the airline was TWA. They were going 
to strike the airline, etc.

Wimpy makes this big pitch. I said, oh, Wimpy, you 
made a major mistake. I come back and found this article and 
he says f-u-c-k throughout the whole goddamn article. He admits
he was a socialist and the f-- ing people this, the form of
government talk and all this stuff. And I sent
him a cover letter with it, sent a copy in the council and said
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Wimpy was so free with his attacks on the airline pilots on 
this TWA incident and defending the right of mechanics to be 
on the airplane —  they were just hanging around the stewardesses, 
that's what they were doing. And him saying he doesn't use
f-- ing language but, and the pilots do, etc. I sent him a
copy of that goddamn article. I didn't copy that up but I 
had a paragraph in the letter referring to this article. The 
next council, everybody wanted a copy of it. I brought some 
copies with me. Where are we.

Jerry Barrett: I just want to ask you a couple more 
questions about the council and then we'll talk about Eastern 
a little bit more. Because of who the pilots are as an 
organization, better compensated, generally better educated 
than most of the more traditional unions within the AFL-CIO 
council, how were you treated?

J. J. O'Donnell: Oh yea. We were considered, particularly 
by Winpisinger more than anybody else, I was treated 
beautifully by I'd say 95 percent of the council. Teddy 
Gleason and I became like brothers, you know, I love that 
man. Jack Lyons and all of them. In fact, one of them
surprised everybody, he was -- I'll tell you that story in a

tlittle bit —  is mostly good. Al Shankens - the
teachers, was a little testy with me because our guys made too 
much money. Glenn Watts was super with me. The guy that died 
was AFGE before ASME, the state, county, local, Fred Kroll.
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Go t along very well with Fred. Mclntee I didn't. Mclntee 
came on the council and he just looked like the prima donna.
We were accused of being prima donnas, the airline pilots 
were —  too highly compensated, particularly ever so often 
they would see the salary figures of pilots printed in the 
paper. They were high, certainly they were high, but people 
forget that airline pilots lose their 5 highest years of 
earning capability which is made 60-65. Because they are 
forced to retire because of federal edict and so therefore 
we have to take that 5 years of earning and back it through 
our career, if we can. That's how we justify it, seriously, 
over the years in the negotiating process, how we justified it. 
Then we were able because our lower income under our pension 
plans, we had to fund more money, you know, our pension plans 
because they paid our pension plans for 5 years longer.

To buy a man —  it cost the company roughly 72 percent 
more for a pension per person if he gets, and this is figures 
used years ago, if he gets a pension at age 62 instead of age 
65, we have to get our pension at age 60. We have the figures,
I forget what they are right now. I used to know them. So we 
put more money in every contract but we put it in pensions, we 
put it in salaries.

And there was a lot of bitterness. It came from —  
mechanics were unhappy. Mechanics today are making 60,000 bucks 
a year. Some of these guys are very top quality professional
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people and when they sign an airplane off, you feel pretty 
damn good. You know that guy has signed his name to it and 
the airplane is alright. He's not going to go off in the 
air with it but you are. If he makes a mistake, he doesn't 
get killed by it, you may. Wimpy is the only one I really 
had trouble with on the council. The bitterness was always
there. But I felt good because quite a few of the other
people had trouble with Wimpy also.

Jerry Barrett: Oh, they did. Uh huh.
J. J. O'Donnell: He's still not well liked in the 

council. Teddy Gleason was super and I'm trying to think
around that room. Bill Wynn —  I got along very well with
Bill. Angelo Fosco, was another one, member of the laborers,
I got along very well with Angelo. He was a strange one, God. 
He's a good person, Angelo is. He's got a tough group to 
represent, you know. He's always being indicted. He's always 
getting cleared of it, you know.

But the council changed •—  no, let me back up. There 
was this little resentment from, let's say, a third of the 
people in the council. I didn't have that problem with Frank 
Drozak, and his people are highly compensated, also.

£ on the ships they were making good money. Teddy
Gleason's people, the longshoremen, they were well compensated, 
also. But our people were making at least double what they were 
and sometimes three times as much money as they were. But they
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realized, well, it's a different profession. They didn't 
realize that most of our guys are college graduates. I'd 
say about 78 percent back in 1978 were military pilots. Got 
their training in the military. A lot of them were dentists, 
lawyers, doctors, but they preferred to fly an airline. I 
forget, one time we had something like 1300 who were either 
doctors or dentists.

Jerry Barrett: Is that right? That's amazing.
J. J. O'Donnell: Members of ALPA. But see, they 

go through medical school and when the service —  and a lot 
of military pilots became flying flight surgeons and they 
wanted to get the flight training because they were younger —
I was only 32 years old —  they get their flight training in the 
military and they made an extra 32 percent per month flying pay.
So they said, hell, why not do what —  and when they get out 
they could see themselves — . Airline pilots in those days 
were, starting in the early seventies, were making $100,000 a 
year. We have airline pilots today in this country making 
probably $175,000 a year today. That's on Delta, United,
Northwest that's flying 747s long hauls to Tokyo, international 
pay.

The average pay for airline pilots in this country 
right now today is probably, of all of them, which includes 
our commuters and everything else, are probably close to $1 0 0 ,0 0 0, 
$96,000 average. You see, the average in 1970, the average pay
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was $58,000. In that 12-year period, well actually it's 16-year 
period now, it's come a way the hell up —  the average. What's 
hurting, they're organizing a lot of the commuter airlines 
now. But the commuter airline pilots now are making 40,000 
bucks a year. It's not as bad as it was 10-15 years ago.

There was —  particularly when there was a strike like 
the -- it was embarrassing for me to be on the council when the 
PATCO thing took place because I knew where my troops were.
And I'm not about to tell them the reasons for it because I 
try to show an expression of solidarity with the trade labor 
movement. But when Wimpy would attack —  oh, he got very mad 
at me with a strike he had on a small commuter airline in 
Pennsylvania. He wanted my pilots to walk off it and he had 
116 people in his machinists unit on the property and 84 of 
his own people were crossing their own picket lines. I said, 
hey, Wimpy, get your people out. When you get all your people 
on the street, then we'll talk. I'm not going to talk 'til 
you do. You got 84 of your people working. Well, I can't do —  
I said, well, you can't. Don't ask me to solve your damn labor 
disputes.

Jerry Barrett: It's no wonder he wanted help from you. 
He was in a trouble spot. Let's talk a little bit, more 
specificially,about Eastern. You talked earlier about the 
PATCO strike or the air traffic controller —  that whole 
incident. Did that have much impact on Eastern, specifically?
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J. J. O'Donnell: No. You mean the company and the 
relations and everything?

Jerry Barrett: Yea.
J. J. O'Donnell: No, I don't think so. Eastern 

pilots are militantly anti-PATCO.
Jerry Barrett: They were?
J. J. O'Donnell: Oh, boy. I got a telegram from 

Eastern because they read someplace in the press that I was 
supporting PATCO. I supported PATCO as a unit but I wouldn't 
support them in an illegal strike because they were labor, 
they were workers with us. And I got a strong telegram from 
Atlanta wanting me to resign and everything else because I put 
out a message to support the air traffic controllers. Well, 
they misstated it. No, Eastern was a political problem for me 
and always was. From '74 on, Eastern, my own airline, was a 
problem and I don't know the reasons why. You can always 
speculate, but pure speculation. Borman didn't have a problem 
with the PATCO thing. The company's operation wasn't that 
personally affected.

Jerry Barrett: Somebody told me that they thought one 
way of looking at the PATCO strike is that it actually slowed 
down deregulation a little bit, the impact of deregulation, 
because there were less slots available for a period and, 
therefore, new entrants couldn't get in and the old carriers 
still had the slots —
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J. J. O'Donnell: That's correct. Yea. In fact, 
remember I said earlier, we had reregulation as a result of 
the restrictions on the available capacity of the airports and 
the slots, that's it. Yea, deregulation was slowed down 
substantially because of the PATCO strike. But I still —  
we would have a little bit more capacity in the system today, 
probably another 10 percent than we've got in the high density 
areas, if we had the professional controllers and the high 
quality experienced controllers. Today, you have to be very, 
very careful. They've got an awful lot of space and it's going 
on the people, and they realize it, on the ground, at the gate. 
You're held at the gate sometime or held at the end of the 
runway. Yet you don't have a slot to land, let's say, at 
LaGuardia, and this could even be in good weather.

And all jet aircraft have to operate under IFI flight 
rule. So you just can't take off and fly to New York by visual 
rules. You can't do that, the law won't let you. So, therefore, 
you're constrained because, even though you could see a thousand 
miles, there is so much traffic coming into LaGuardia, let's 
say, or Boston or Washington, that they hold you on the ground. 
They say, well we're not going to release you for another 12 
minutes or 18 minutes and that's regulation of a different form.

I think a lot of airlines would have expanded much more, 
particularly the long, established carriers, had the old 
controllers been at the job, because they were handled a lot
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better than the —  they just don't trust these new people they 
got on the system yet. It will be years to —  I don't think it 
is as bad as it was 4 years ago but I still think that there's 
a substantial restriction on the capacity we have around the 
country.

Jerry Barrett: And some of the accidents are mostly 
related to that aspect of it rather than to deregulation, or 
what?

J. J. O'Donnell: No, it's deregulation again because 
there was an article in the Washington Post just the last 4 days 
talking about the experience levels in the commuter airlines.
They attributed 4 accidents in the commuter airlines —  particularly 
the one out here in West Virginia, the one up in Maine —  to the 
low level of experience with the Captain and the co-pilot in the 
airplane. It's very easy for a guy with low experience to get 
vertigo. And you can read your instruments and everything else 
but it takes years of flying airplanes to really be comfortable, 
particularly when you get into thunderstorms and low fog with 
strange lights. For example, if you've got landing lights on or 
the beating going on, you can get disoriented very easily.

And it takes years to discount that stuff that your 
visual cues are picking up. And these young guys that's got 
1000 hours, 1500 hours to even 2000 hours, they think they've 
got a lot of experience but it's nothing. And the Air Florida 
accident here, they had a military pilot. The kid was flying 
F-15s so he's not some kid off the street. But yet, here he is,
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he probably had 3200 hours flying time flying the 737 jet, 
which is a highly sophisticated jet. They just missed a couple 
of visual cues and that's what caused the accident. And Air 
Florida, as you recall, was the example everybody used in 
Congress as why deregulation would be so good for everybody.
Look at the sale end, bankruptcy.

But that accident should never have occurred. A 
qualified co-pilot who was flying that flight should have caught 
that. They made reference in the cockpit the aircraft was not 
accelerating, it feels sluggish, and they thought it was the 
snow on the ground. Neither one had any flying in the snow —
experience in it —  and they thought the aircraft just was not
accelerating. They thought the snow was building up in front
of the tires. That does happen very easy, but what was wrong,
they had snow and ice in the tube so they had a bad static
pressure reading which was giving them the wrong reading for 
their instrument -- where they pu^h their throttles up and 
had it show full take-off power and in effect they only had 
about 80 percent of the take-off power. And most air thrust 
and energy comes from that last 10 or 15 percent of power. So 
they were out there trying to take off with 80 percent of power.

And the sluggish take-off roll should have alerted them 
to that. They should have seen the end of the runway coming up, 
particularly the taxiways going by at too slow a rate. They 
should have aborted and went back and de-iced, you know. First
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off, anytime you're on an airplane that's not taking off right 
and you see you're running out of runway, the first thing you 
do is you bend the throttles right beyond the stop. You don't 
care whether you burn the engines out eventually. You use 
everything you've got and they didn't do that. They were over 
the bridge and the stall warning was on that the Captain pushed 
the throttles forward. It was too late.

Jerry Barrett: Much too late, yea.
J. J. O'Donnell: Yea. They were already in the stall. 

And that one in Maine, that guy should never have made —  called 
a non-precision approach in a thunderstorm with a light airplane, 
that's a commuter airliner —  remember that killed that girl that 
visited Russia?

Jerry Barrett: Oh, yes. OK.
J. J. O'Donnell: That guy should never had made —  you 

don't make a non-precision approach on a radar storm. Go down 
to 200 feet. He hit the side of the hill, almost 3h miles from 
the end of the runway. That's how low he was from the airport. 
But that's inexperience. There's another guy. He had 2600 hours 
flying time and that, getting these types of pilots in the 
commuter airlines, is a direct result of deregulation because 
the other airlines are exploding with these low fares. And I'll 
grant you a lot of people are flying them, like people in the 
press, etc. to places they wouldn't fly, and they are only doing 
it because of the low fares. But I'm not sure the low fares are
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the answer to everything. If it's killing people, something's 
wrong with it.

Jerry Barrett: But there was an increased demand for 
more pilots and therefore you get more inexperienced ones, less 
experienced.

J. J. O'Donnell: Sure. What's going to happen in the
next 5 years? Let's say the next 7 years. We're going to have
probably 50 percent of the current ALPA members in the big 
scheduled airlines retire. Because most of the guys retiring 
now are World War II guys. You're going to catch the Korean 
War very shortly. In another 4 years we're going to start losing 
them. In the next 7 years, 50 percent of them, this is normal 
retirement —  not counting disabilities. Disabilities will pick 
up almost another half —  half, another 25 percent of them. 
That's your experienced people. So when the guys go out at the
top, you bring in new people at the bottom. Now, as these guys
promote up in the Captain, they're going to be alright. The 
Captains are going to be alright. But it's the new guys they 
are hiring that's worrying us because there's no field, no 
market out there for them.

We advocated back in 1979 that the U.S. Government 
should start a program of training people such as —  Daytona 
Beach, down at Emory Riddle flying academy down there. There's 
2 or 3 of them around the country. They ought to double the 
size of those to start putting out qualified pilots giving the
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guys, oh, 500 hours flying time. But give them all a course in 
meteorology, navigation and maintenance —  all the stuff, 
technology you need to be an airline pilot that most of the 
guys get in the military. That should now be given in civilian.

Britain's doing it; Germany's doing it; France is doing 
it right now. They've got the academies open over there. Britain 
right now is —  they're getting kids out of high school and sending 
them through a different college. But they are being trained by 
British Airways. They are going to college and British Airways 
sees the same thing we are which is the World War II guys, they 
are falling out now something terrible. And, you know, the 
strange thing is disability catches roughly half of your normal 
retirements. If you have 1,000 normal retirements this year, 
you'll have 500 disabilities.

Jerry Barrett: Is that right? That's typically each
year?

J. J. O ’Donnell: Yea. It's been so close over the 
last 10 years, it's unbelievable. And it's mostly cardiovascular. 
It’s not you're going to live 20 years but your heart, your EKG 
goes off, you can't take a stress treadmill. And that's grounding 
most of them. And everybody reaches the age, you know, fifties, 
starts to have some things falling apart and one of them is 
cardiovascular.

But they should be doing something about it right now 
and nobody is up there screaming about it. Somebody should be
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holding hearings on it. If I was ALPA, I'd be pushing it, 
trying to set up some sort of an academy to train a large 
number of airline pilots we're going to need in the next decade 
and beyond. You're not going to get them out of the military.
The military right now is paying guys a bonus of as much as 
50 percent of a year's pay. Some of the guys —

Jerry Barrett: To stay in?
J. J. O'Donnell: To stay in. The Navy's got a new 

program. They'll pay you a bonus of 2 years if you will sign 
for another 4 years, they will give you a 2-year bonus right 
now. They give you the money right now. But you have to fly 
in your current squadron for 1 year. If you are a fighter pilot, 
they want you to stay as a fighter pilot for 1 more year. Then 
a lot of the guys are going to go to desk jobs, you know. If 
you're in transports in the military, they want you to fly for 
2 more years in that particular squadron.

But there is no reason why _hey couldn't —  if airline 
pilots can fly to age 60, there's no reason the military pilots 
can't fly to age 60 and get these guys that are in fighter planes 
for up 'til they are aged 36 and then put them in the transport 
squadron. And get that maturity in there but keep the experience 
in the military —  but they've got to pay them. And the current 
Secretary of the Navy is dong a beautiful job. This new bonus 
is a beautiful gimmick. And the Navy now has a turnover something 
like 70 percent, where they had about a 5 percent just 3 years ago.
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Jerry Barrett: That's me.
J. J. O'Donnell: So the airlines are not going to

get them.
Jerry Barrett: So they've got to look to some other

source.
J. J. O'Donnell: That's right. What's sad about it, 

we're going to wait 'til the problem really is —  I think the 
problem is upon us now because if you look at the low quality 
people they are hiring in these commuter airliners right now, 
and some of them within months in the Captain's position, and 
they've got 500, 600 hours flying time, that's criminal. You 
can't put a guy in charge of carrying passengers with 500 hours, 
1000 —  I wouldn't even put them at 1000 hours. I'd say a 
minimum time, 2000 hours minimum time in a light airplane, let's 
say you've got 12 passengers.

Take an airline such as Air West. It's a —  I forget 
the name, there's another name —  American West. Their hiring 
status originally was they had to have 7000 hours time in jet 
time, heavy jet time, 7000 hours total heavy jet time. They're 
down now to 2000 hours time, because they can't get them. And 
all of a sudden American Airlines signed a contract, we call it 
B scale, which is substantially less pay for the new hires and 
took 7 years to meld with the regular current pay scales. They 
have upped that almost 50 percent since they signed that —  done 
it arbitrarily without the airline pilots agreeing to it because 
they couldn't get quality people to come and work for them.
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Jerry Barrett: Is that right? So the B scale really 
wasn't working?

J. J. O'Donnell: United is still holding on to their 
B scale because United had a large number of pilots and their's 
melds in 5 years —  5 years you go into the regular pay scale. 
Eastern's B scale is a joke because the regular pay scale for 
Eastern pilots is so low the B scale doesn't impact it. Because 
Eastern's percentages is so much below —  let's say, Delta, 
United, some of the others, TWA, not so much TWA, but United 
and Delta —  that their B scale looks to be a higher dollar 
figure than Delta's or United's but it's not because it's a 
percentage of a lower figure.

Jerry Barrett: Oh, my. That's interesting. You must 
have been involved in the matter with the —  I lost the name now
—  the flight engineers?

J. J. O'Donnell: Oh, was I ever.
Jerry Barrett: Yes. Can you talk a little bit about 

that, how it was resolved?
J. J. O'Donnell: Yea. I was on the Eastern Negotiating 

Committee when that thing started. What happened —  and the ALPA 
in 1958 come up with a jet study report and said that the third 
man in all jets at that time —  turbo props too, as well as jets 
-- but all jets would have to be pilot qualified. And they even
—  the recommendations of ALPA in 1958, jet study report which 
was Jerry Wood from Eastern who's chairman of it —  well it 
would take the current flight engineers and make the companies 
pay to have them pilot qualified.
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We thought they were going to accept that but IAM, 
machinists, were demanding the flight engineer be a mechanic 
and that he had to have an ANE, Aircraft and Engine License 
rather than a pilot's license. And the flight engineers 
were supported by the machinists' union. They didn't want a 
pilot's license because they felt eventually that the piloting 
profession would take over the flight engineers as representation 
because they were pilot qualified.

Jerry Barrett: At that time they had their own union?
J. J. O'Donnell: They still do, to a large extent.

FEIA, right? So what happened is that in 1961 —  no '59, they 
had a big nationwide strike —  6 unions. At this time I was just 
getting actively, really actively involved in Eastern's MEC as 
a Co-pilot Rep and the FEIA had a strike across the country.
In fact, it was just recently finally settled with Western's 
paid —  the government paid the flight engineers on Western 
quite a bit of mcney because they were mishandled back in the 
1959 strike. Eastern had the strike in 1961 where FEIA —  
and I was on the Negotiating Committee —  FEIA had agreed (pause) 
flight engineers we said to stay on the jets. We settled with 
the company in 1960 when that strike with the 6 airlines occurred 
and we put 3 pilots on it. And the flight engineers had the 
FEIA on it, mechanic qualified, so we had 4 men on all of our 
jets.
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In 1961, June 9, 1961, the FAA come on board on a 
Miami jet. They picked the wrong Captain, Captain Johnny 
Paine, to come on and try to displace the third pilot out in 
the cabin. Johnny Paine says, no, you're not displacing —  
he's part of my crew. The FAA said, look buddy, I'm the FAA 
and I'm going to inspect this flight and I want that seat.
Johnny Paine said, hey, for that matter you can have all the 
seats in the front of the airplane. He gets up and walks off. 
The company had set him up. Down the bottom ramp was one of 
the company's chief pilots down in Miami. He said, John, where 
are you going? He said, they're trying to make me operate this 
equipment without one of my crew members in the cockpit. He 
said, I'm not going to do it. The guy said, if you walk away 
from here, John, —  no, June 7, '61 —  you walk away from here,
you're fired.

Well, the other crew members around heard that Johnny 
was going to be fired. I'm on che MEC and on the Negotiating 
Committee and about 4 o'clock in the morning I get a call. They 
fired Johnny Paine last night because it displaced one of the 
pilots and he wouldn't fly the trip, the FAA is in concert with 
the company. Seven o'clock, the first flight out of Boston was 
supposed to take off. Now, I'm in the airport and the other 
council officer at the airport. We're telling the guys, you 
got to strike. What do you mean we got to strike? They fired 
one of our guys. We tell them —  they mentioned Johnny Paine,
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they fired Johnny Paine. Nobody would work. We shut the 
airline right down. The company couldn't believe it. Malcolm 
McIntyre was President of the company. He called me, called 
home. He called me at the hotel where we had set up a crew 
room. He called me. He said, John, you have a continuing 
obligation to do everything you can to get those pilots to work.
I said, yes sir, Mr. Mack. I have a continuing obligation. I 
hung up. The chief pilot from the base come over to me, Johnny 
Warner. He says, John, I have assigned you to a trip. I said, 
John, I'd love to fly it but the President of the company just 
told me I have a continuing obligation to stay right here so I 
can't fly the trip.

It was a bloody mess, terrible. But that evil was 
settled. We finally got back to work and in that process, we 
were negotiating with the company for the third man and we were 
demanding that the FEIA guy get pilot qualified for the company. 
The company offered it. They would pay him up to $3,000 to get 
his commercial instrument rating. We wanted him to have 2 
simulated rides or 1 aircraft ride in the airplane at the controls 
so he could feel the airplane. The company agreed to do that.
The FEIA turned it down and they struck the company. So, the
strike went on and we continued to operate because our guys were

zflight engineer qualified also. the famous 272 group.
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So anyhow, to make a long story short, McIntyre, 
strike —  and we were operating the company. The company was 
operating at about 80 percent capacity. And McIntyre made an 
offer to the FEIA. If you return by 5 o'clock tonight, you will 
have 100 percent of the third seat in the airplane. You will 
take pilot training. We will pay the expense of it but the seats 
will be FEIAs. We were livid at McIntyre. Against my union 
leadership, he had brought his troops all across the fence.
They won the third seat. You see, we lost it.

And so 5 o'clock comes and they had about 12 engineers 
that come to work. I'm in Miami in negotiations in this. We've 
won. McIntyre extended it until 9 o'clock. Then he extended it 
until 11 o'clock. We said, OK, Mack, we accepted this up to here 
But he was doing it arbitrarily, nothing to do with us. If you 
go beyond 11 o'clock, no deal. We will now shut the airline down 
So then at 11 o'clock, 103 had come back. He had closed it down.

Then two weeks later, he made an offer again but saying 
you will have prior rights to the third seat in the turbo props 
and the DC-7s and constellations —  prior rights to those seats. 
But you wouldn't have to get pilot training or anything else.
Oh, excuse me. Fifty-three came back at first and then another 
50 came back on the second one. So we had 103 FEIA guys that 
came back to work out of about 585.

And the company just worked and they were in the courts 
for the next 7 or 8 years. And the company won the court suits 
but we won the representation for the third man on the FEIA on
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Eastern. And, of course, they were fully pilot qualified. We 
got them fully pilot qualified. The other 53 —  the other 50 
that returned and only had prior rights stayed
until the Electras were gone. We put them on —  all of the 
103 —  on the pilot seniority list. So they were going to 
have jobs either as flight engineers on other things, but they 
would get it from their position on the pilot seniority list, 
not from their prior rights list over here. That 103, quite a 
few die, retire, disability and everything else. It is down 
to about 60 now, some of them retiring, and those 60 were flying 
Captain in 1966, all of them.

Jerry Barrett: All of them were?
J. J. O'Donnell: Yea, flying Captain. But some of them, 

you know, strong bitterness feelings. They never joined ALPA, 
some of them didn't, some of them did, most of them did. I had 
a friend of mine who used to go hunting with me every year in 
Boston, Jack Harmon. He just never joined ALPA, was bitter.
But he was bitter because he was overweight. He had to lose a 
lot of weight. He weighed about almost 285 pounds. And he had 
to lose weight to fly as a pilot. And he did lose the weight.
And the last thing I saw of him, he was flying 727s as a Captain. 
He could fly these 757s right now, probably even the A-300 as 
Captain. But they all had tremendous promotional opportunities 
and it wasn't ALPA. We weren't, I was never of the mind that 
we were after them to get them to ALPA. We just wanted a third
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man on that airplane to be pilot qualified. And in the jet 
era of today it was the right decision.

Jerry Barrett: Just as a safety —
J. J. O'Donnell: Sure, absolutely. Experience level 

back there because if he's a pilot —  I flew the Electras as an 
engineer, I flew the 707s as an engineer. The Electra —  I flew
the Electra and 707, that was the only two, as an engineer. But
I flew those all as Captain, also. And boy, if you fly an 
airplane as an engineer for a while and fly as co-pilot and
then fly as Captain, you know that airplane inside out.

Engineers get better training in the technical side of 
the airplane —  electronics, not the instrumentation so much, 
the electronics, just the mechanical, the engine —  that when 
you make co-pilot, and we flew co-pilot with Captains who had 
never flown engineer because they were Captains before this 
dispute occurred and they just didn't know the systems, you know. 
But when you made Captain and you're flying 707s, which I was 
doing, you knew the flight engineer when you get back there.
He's the one with the company here a year or 2 years and all 
of a sudden something goes a little wrong and you look back 
and you know what you're looking at. Where as a Captain before 
that, I'd look back and I was waiting for him to tell me what 
was wrong.

Jerry Barrett: Yes, yes. Right.
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J. J. O'Donnell: And so I think they have a better 
system. The airlines are making a major mistake today. They 
are having all the new airplanes built with a 2-man crew.
747-400 is going to have a 2-man crew. That's absolute lunacy.
There will be accidents and they will blame the Captain for not 
doing something right or the co-pilot for not doing something 
right. But if you had the third man then that mistake wouldn't 
have occurred. The 747 is going to be about $90 million a piece 
and they pay the flight engineer, even the real senior flight 
engineer in that airplane, $60 thousand a year. And they're 
not willing to pay $60 thousand -- let's say you've got 5 flight 
engineers per aircraft, preferably you have 5 aircrews per 
aircraft —  that's $300 thousand, plus $150 thousand for fringes, 
that's $450 thousand to protect a $90 million investment.

Jerry Barrett: That does seem kind of short-sighted, 
doesn't it?

J. J. O'Donnell: It is. It's stupid.
Jerry Barrett: Did most of the other airlines solve their 

flight engineer problem the same way or more smoothly?
J. J. O'Donnell: No. The first one was American Airlines. 

They broke from ALPA —  pulled out of ALPA in '62 over the flight 
engineer issue, that was one of the major reasons. And Nick 
O'Connell was the President of the American pilots at that time.
He pulled them out. The company was in concert with them. The 
only way they could have pulled them out if the company was in
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concert with them. United did it through an arbitration. They 
had 2 arbitrations on it, in fact. But their pilots had to be 
pilot qualified and had to go on the bottom of the pilot seniority 
list. Most of those people that were in that problem with United 
are flying Captain today.

Pan American had it different. They kept the FEIA guy 
but he got the commercial pilot's license and instrument rating.
But he didn't have to have any experience on the airplane or 
anything. It was a watered-down settlement. Some of the airlines, 
oh, TWA had exactly the same thing. It was a watered-down version. 
But all of those people as seniority changed, they have now —  
when that settlement was reached —  they then hired nothing but 
fully qualified people, pilot qualified people. So it's washed 
out. American's now got probably 90 flight engineers, FEIA 
people, but they pay a service charge to FEIA. They do all the 
negotiations for the FEIA on American Airlines. Pan American has 
—  the only 2 locals left is American Airlines and Pan American.

Jerry Barrett: Those are the only 2?
J. J. O'Donnell: Now, a strange thing. The President of 

FEIA about 8 years ago is now the Master Chairman on Pan American, 
Erol Johnston. He was President of FEIA for a while. He is now 
the equivalent of the President of the Pan American local, but 
he's President of the pilot's local. Erol's a bright guy. Bill 
Gill, who was President of FEIA for almost eternity —  he retired 
just a year ago and Bill is a super, personal friend of mine. in
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fact, he and I became very close because I didn't look at whether 
the guy was an FEIA, as long as they had a pilot's license, 
pilot qualifications. We were fighting to retain the third 
man on the airplanes and Bill Gill found out I was fighting to 
retain the third, all of a sudden he became a very close friend 
of mine. This was back in '72. Before that we had been —  
because I was on the Eastern Negotiating Committee that threw 
them off —  FEIA off the Eastern property.

Jerry Barrett: The pilots at one time had the flight 
attendants as a part of their organization. How did that change?

J. J. O'Donnell: Well, they really should have been 
independent years ago, long before I was even President. The 
bottom line was this. Pilots felt they wanted them affiliated with 
ALPA because there were going to be those instances where 
they could influence the flight attendants' negotiations to 
prevent a strike. It was in their own self interest they did it.
In '71, when I got elected President, Kelly O'Rourke got elected 
President, Vice President of the Flight Attendants Division. She 
eventually became President of the Flight Attendants. They have 
now got their own charter with the AFL-CIO which I think is -- 
I have no problem with it. But the only thing is that Duffy had 
a big problem last year at the AFL-CIO council meeting out in 
California where Anaheim, where Linda Petrulla almost became a 
member of the Executive Council. He raised a big stink. Lane
wanted her on there because she was a woman.
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Jerry Barrett: Yes. I recall the coverage on that, yes
J. J. O'Donnell: Lane was very angry at Duffy and Paul 

Hallis and the ALPA because it was done the last minute. Now,
I don't know the truth, what the facts were, whether or not Lane 
had not told Duffy or Paul Hallis that they were going to put 
Linda on the council. And if he didn't do that, then Duffy was 
correct in raising hell about it because he should have been 
told. He should ‘have been told. It's part of the Aviation 
Division. They were an affiliate of ALPA's division at one 
point and Tom Donahue owed it to call Duffy on the phone and 
say, hey, we're thinking about putting Linda on the council. Do 
you guys have a problem? And if they had called them, Duffy 
would have said, yes, I've got a problem with it.

Because, why should the pilots —  see I was on the 
council once. There is no continuation of assurance of that 
seat. It's not grandfathered like it is in IAM and some of the 
other big unions. I think, personally, that Duffy would be very 
—  Duffy would be correct in objecting to Linda getting on it 
until ALPA had a seat. Then, if they wanted to bring her on —
I don't know what happened. I don't know whether they didn't 
tell him and if they did tell him, was somebody failed to 
communicate that at the last minute. There was a big fight out 
there and they went out there to prevent her from getting in.
She didn't get it. There was a lot of hard feeling between 
Linda and ALPA and between Hank and Lane Kirkland.
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Jerry Barrett: The whole thing could have been 
handled better.

J. J. O'Donnell: Oh yea. I don't know where it broke 
donw. Whether it broke down early on or what.

Jerry Barrett: There are a number of other international 
unions that represent —  not a number but there are a couple that 
represent pilots, I'm sorry, that represent flight attendants.
When did that happen? Did that happen way back or did that 
happen after they left ALPA?

J. J. O'Donnell: No, it happened way back. It's been 
a continuing process and a girl named Dorinda Hardy, who came 
from Continental, she was one of the key female liberationists. 
There was a whole group of them in there. Another one was from 
Hughes Air West but her father used to work for ALPA years ago.
I can't remember her name right now. We used to call her Colombo 
because she used to wear a raincoat. We really thought she 
didn't have any clothes on underneath that raincoat because you 
never saw the raincoat off her. When you see her, she looked 
dirty. I don't think she ever washed her hair when we saw her.
I'm trying to think of her name. It will come to me as I tell 
the story.

And there were some others out there. In fact, Linda 
Petrulla was a female liberationist from North Central Airlines.
A sweetheart of a girl from Piedmont was the President after 
Kelly O'Rourke for a while. Can't think of her name either.
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But she was straight with me. Kelly O'Rourke was straight 
with me. She was probably the best I ever saw of somebody 
that was bright as hell, strong fighter, a militant fighter 
and don't -- when she was Vice President of the division of 
ALPA, she was on ALPA's Executive Committee. She was so much 
smarter than those other 9 guys, it was unbelievable. And she 
was loyal to me. I don't know the reason why but they would 
pull some smart things on me. She'd cut their throats and 
they never even realized she'd cut their throats. I'd tell 
one of the guys, Reuben once in a while. I'd say, Bob, shake 
your head. If you do, it's going to fall off on the floor.

Kelly O'Rourke married Howard Pike, who was general 
manager of ALPA, and when I went to work for the Department of 
Labor, I hired her as one of my special assistants.

Jerry Barrett: Oh, you did? Uh huh.
J. J. O'Donnell: In fact, I tried to get her to be 

Deputy because she was so bright. Absolutely bright. Get her 
involved in legislation on the Hill and she would be so far 
ahead of any of the other agencies that were in the same hearings. 
She would come back and give me a briefing. I'd go to a meeting 
over to the White House or I'd go to a meeting over at Energy, 
or DOT or something, I'd bring her with me. And we listen to 
these other people brief on the issue, whatever the issue was, 
usually budgetary, and Kelly was so goddamn far ahead, it was 
unbelievable. And a mistake they made, the new people at the



- 102 -

Department of Labor let her go. It was a mistake on their 
part, because she was so bright. You don't ever hear of the 
Department of Labor anymore. You don't hear anything going on 
over there.

Jerry Barrett: Can you talk a little bit about the 
equipment changes at Eastern in the time that you were there? 
Apparently, from time to time, there is a criticism of them 
buying too many, too soon.

J. J. O'Donnell: No, not too many. Yea, too many is 
lately. The problem with Eastern really stems back to Rickenbacker 
where he would always buy a Lockheed aircraft. He had a love 
for Lockheed. He bought the Lockheed Electra, and everyone of 
those airplanes was a disaster. I liked them; I liked to fly 
them, but they weren't a money-making airplane.

Lockheed constellations had about 30 miles of hydraulic 
lines. Always having hydraulic leaks in those damn things. It 
had a very, very bad landing gear, the strutlig. We'd call them 
walking strut. When you park the airplane at the terminal, 
you had to push the power forward. In other words, have the 
airplane moving forward, and then slowly put your breaks on to 
extend these walking struts. Say, your parking brakes. If you 
release the parking brakes, the airplane would rock back. And 
you know those ramps where you used to push them up to the gates 
of the airplanes?

Jerry Barrett: Yea.
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J. J- O'Donnell: The goddam thing would be 3 feet 
in front of the door. A lot of the new pilots flying them had 
to get used to that walking strut. It was designed to make it 
easier on the landing. Lockheed Electra was a beautiful airplane, 
I loved it. But you remember the problem they had with that 
airplane? It almost broke a couple airlines. He would buy 25 
of each and some airlines, American bought 100 DC-6s. Well, 
Eastern had 10 DC-6s. American bought 130 DC-7s. Eastern 
bought 40 DC-7s and another 10 DC-7s. Never bought enough.
For maintenance-wise, you had to oil these parts for all these 
different types of airplanes. So the cost of maintaining was 
very high.

Some of the airlines, like United and others said, hey, 
we want 1 fleet. If you have more than 3 types of airplanes, 
you've got a disaster providing spare parts. Well, Eastern, 
we had the abortion of any airline fleet in the world. And 
then we bought the Electras when Delta bought the DC-8s. We 
were going to run Delta out of business with those Lockheed 
Electras and it almost killed Eastern. They bought the DC-8s 
long after Delta did. Then we bought the 720s which is a small 
707 which you couldn't get enough people on. It carried 107 
people and the average 707 is carrying 138 people.

Rickenbacker controlled the equipment we purchased.
Then, I think what you are making reference to, bought too many 
at the wrong time. They were griping about Frank Borman buying
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these thirty-five A-300s. Then he bought twenty-six 757s. He 
bought too many, couldn't afford them and everything else. I 
don't agree with that at all. I fault Frank; he should have 
bought one hundred A-300s. The Lockheed 1011 that he bought, 
the first ones, the first 1 2 , are so heavy it takes so much fuel 
to push that airplane through the air, you can't make money with 
it if you fill it up. So he's been trying to sell them for 3 
years. He sold 2 or 3 of them already.

But it's again the case of buying Lockheed airplanes. 
It's too heavy. The L-1011 is poor for Eastern's system. They 
get a route from Miami to London. You can't use the Lockheed 
1011 on it because it can't carry enough fuel. So he had to 
buy some DC-lOs. So he's got another wall full of all different 
type of airplanes. The 757s —  he either buys new equipment and 
gets it into the system or he gets out of the airline business. 
You can't compete unless you have new, modern, low-cost operating 
airplanes.

The employees are griping; he bought too many; paid too 
much money for them. Because they want that money to spend for 
the employee benefits, employee salaries and everything else. 
That's all good for me today but what about 20 years from now,
10 years from now, 30 years from now. We have to have a growing 
airline, expanding airline with new equipment, or else we don't 
provide jobs for these people. But the people only care —  well 
I've only got 5 years to go to retirement. Why don't they save 
some of the money and spend it for me. It's a selfish attitude. 
It's there; I've heard it.
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No, my only criticism is he didn't buy enough of 
them. The timing was wrong in buying them. You know, that's 
great for me to say that —  that's Monday morning quarterbacking. 
But the A-300s are a gold mine for them. The 757s —  I was 
thinking he made a mistake about buying the 767s also and get 
rid of all those 1011s. Those 1011s should be sold. Take a 
loss and get rid of them. They're for sale but he can't give 
them away.

It's the heavy —  the first L-lOlls were built, were 
built with stronger wing boxes, stronger main spires, the tail 
system was way too heavy for the airplane. And the thing weighs 
about something like 30,000 pounds or more than the later 1011. 
They took 30,000 pounds of weight out of that thing because 
they started to mass-produce them. But Eastern made the first 
initial purchase and got the heavy ones. And to go from Miami, 
let's say, New York to Mexico City, you burn another 12-15 percent 
fuel for that trip compared to a DC-10. How do you justify it? 
There's your profit going out the door.

But that's just too bad he got stuck. And I know they've 
been for sale. They've been trying to sell them for quite a 
while. I would do like TWA did. Park them against the fence.
Park them there probably mostly to depreciate it. Don't run them. 
Of course, people gripe thinking he should be buying some 767s 
and operating those —  the twin engine airplane. A seat mile 
cost is half what the 1011 is but he hasn't bought any 767s.



- 106 -

And that surprises me. Probably his financial condition is 
so bad he can't afford to. But I say, if you're going to stay 
in the airline business, you can't afford not to have a new, 
modern fleet.

Jerry Barrett: The 757 is, I've heard that —  I think 
I've got the right plane now —  to a large extent was designed 
by a good amount of influence by Eastern.

J. J. O'Donnell: That's correct.
Jerry Barrett: How did that come about?
J. J. O'Donnell: Well, Boeing wanted to build a stretch 

version of the 737 which they now are building. It's the 737-400. 
But Eastern didn't want the fight with the crew complement 
question on the 737-400. In addition to that, they wanted a 
little bit more passengers and Boeing come up with stretching 
the 727 again. The 727 had the 3 engines and it was really not 
fuel efficient. The ideas came out of Eastern's engineering 
department telling them to make a twin engine job with the 
Rolls Royce engine and for one reason, to have the least number 
of different engines in your overhaul facilities. They already 
have —  the Rolls Royce is on the A-300, the Rolls Royce is on 
that 1011. So they come up with, let's put the Rolls Royce on 
a Boeing airplane. That's a 757, that's what they are.

In fact, they have just recently —  they bought the 
original 757s with the 535 engine-353, instead of the 373, and 
they have taken, they've taken all of those first 757s they got
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with the early Rolls Royce engine and taken those engines off 
them and put the newer, more fuel efficient Rolls Royce engines 
in them. I don't know what they do with those early engines, 
whether they send them back to Rolls Royce to have them redone 
or what, but Eastern has done the changing of that themselves 
down in Atlanta. In the newspaper the other day, they saved 
$5 million by doing it internally themselves, retrofitting those 
airplanes.

Now, it was designed for a 3-man and a 2-man crew 
because the foreign airlines were going to buy it with a 2-man 
crew. In the middle of that production line, before Eastern —
I don't think Eastern had any of their airplanes yet —  ALPA had 
agreed to submit the question of the 2 vs. 3-crew question to a 
fact-finding panel. And we were to abide by the final decision, 
their recommendations. And that was the Dr. McLucas panel we 
had. That came from Drew Lewis, in fact.

Jerry Barrett: Oh, it did?
J. J. O'Donnell: Yea, that commitment, that was another 

good —  we've been fighting the crew complement question for years. 
We could win it on the big airlines, like United, Eastern, TWA, 
Western, Pan American. We were winning it there. But on the 
smaller airlines like Piedmont, U. S. Air, North Central, Hughes 
Air West, West Coast Airlines, all the small airlines, we couldn't 
win it. We were losing it. So what happened is the big guys 
said, hey look. These small airlines, Republic, Piedmont, the
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rest of them, are eating our lunch because they are flying these 
737s on a 3-man crew, a 2-man crew, we have to operate with a 
3-man crew. We've got to solve that so it's applicable to 
everybody.

So the Board of Directors in 1980 agreed that if we 
could get a fair, objective evaluation of the 2 vs. 3 question 
by a panel that's fair, we would abide by the recommendations.
Only the recommendations, we wouldn't accept the binding. And 
then we said, the Board said, we would like a panel —  we were 
going to have a nationwide strike over that question —  they wanted 
a panel of somebody of very high regard and we had just the highest 
regard for Dr. McLucas, who used to be the Administrator of the 
FAA. If we could get him to chair the panel, and we picked a 
test pilot from NASA to be another person. We picked those 2 
people. We let the industry pick the other guy.

And I knew the results. I had a pretty good idea of 
what the results would be at the end of it because we couldn't 
prove on the basis of data that a 3-crew was safer than 2.
There were more accidents per flight hour, per takeoff, everything 
else in the 727 than it was in the DC-9 or the 737. So our 
statistics could not support that 3 was safer than 2. But the 
Board of Directors wanted to get that problem off our back.
Whatever was going to be, it was going to be for everybody, 
whether it was 2 or 3, it's going to be for everybody. And we 
talked about the new generation of aircraft coming down.

I
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Jerry Barrett: When you say the Board of Directors, 
who are you referring to?

J. J. O'Donnell: ALPA's Board of Directors.
Jerry Barrett: OK. Fine.
J. J. O'Donnell: It's a 300-man Board of Directors.

And they just wanted that problem resolved. So we got Drew Lewis 
to come to my Executive Board meeting in Washington here one day. 
We had negotiated with the administration around the clock. We 
wanted a Presidential commission there. They were authorizing 
an FAA commission and I said, oh shoot, we don't trust the FAA.
A DOT board, a DOT panel, a DOT commission, no. It has to be —  
the President's name has to be on it.

Five o'clock in the morning of this February morning, 
we had a special Executive Board meeting. Drew Lewis called me.
He said, John, if I get you a Presidential commission, will you 
abide by its recommendations? I said, Drew, the answer to your 
question, the way you just stated it, yes, I will abide by it.
But I want to tell you, I can't speak for them. He said, will 
you state to them, if I get up and announce this, will you state 
to them that you will abide by it. Yes, I said. I'll do that.
So, OK.

We call an Executive Board meeting in on Tuesday morning 
and who's going to open it? It was going to be Drew Lewis. He 
come in and he wanted to see me out in the hall. We took a recess. 
He says, John, I'm going to give you a Presidential commission.
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I'm going to give you 2 of the people you've recommended. He 
said, the other guy, I'm not going to let the industry pick him, 
we've picked him. It's a military general and, he said, I'm 
not telling you he's going to support your side of the —  he's 
a friend of mine and he's a general in the Air Force, head of 
technology for the Air Force, very experienced in human factors.
He said, so we haven't given the industry —

Now, they're going to be bullshit when they find out 
McLucas and this guy, I forget his name right now, from NASA is 
on this. He was a test pilot from NASA. And he said, what I 
want, when I give this speech, I want you to say the President 
wants you . that you will abide by the recommendations
of this Task Force. I said, I want to make it clear to you, I 
can't speak for them. Now, we are going to go through the whole 
process, but at the end of that process, whatever decision comes 
out, Drew, I will stand up and say I accept the recommendation 
to this and bring it to the Executive Board and let them vote on 
it. He said, that's fair enough for us. I said, you know what 
will happen if they don't accept my recommendation. The alternative 
is for me to tell them, OK, get somebody else to run the association. 
That was my alternative, really. But I knew what the Board would 
do.

So he makes a speech and in the middle of it he makes 
his recommendation and I said, Drew, let me just make one point 
clear. If we get the fair objective panel and there are people
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there we can accept as being fair and impartial, I want to tell 
you right now, I will accept the recommendation of this panel.
It was patchy because it was done from a rostrum. But everybody 
in that room knew exactly what I said. He got all done, there 
were some questions for him and then he left.

And then July 25th, come out with this Presidential 
recommendation and Drew Lewis called me. He said, John, I want 
you to come over to my office. And I go over there and who's 
sitting there but Dr. McLucas. He's got these 3 books about this 
thick. He says, John, I would like you to take these and read 
them. We're going to announce it tomorrow morning but I want 
to give you the privilege of reading them before hand. I said, 
Drew, I don't have to read that, I know what it says. And he 
looked at the Doctor, have you showed this to him? He says, no.
I said, you'd have to be naive not to know what this is. Your 
recommendation basically is that 2 is just as safe as 3. He said 
that's exactly the way it was. I said it just off the top of my 
head —  2 is just as safe as 3. But they would never say 2 is 
safer than 3 because they couldn't afford —  the manufacturer 
would kill them, see?

And Dr. McLucas said that's exactly what the bottom 
line is, 2 is just as safe as 3. He said nothing was presented 
to us to show that 3 was safer than 2. I said, I know that.
Look at the accident data which we submitted. We lost our own 
case with our own data. And Drew says, then what are you going
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to do? I said, are you guys going to announce this tomorrow 
morning? He said, yea. Then I'll have a press conference to 
say I accept the recommendations of this panel and that I'm 
going to submit it to my Executive Board. They'll be in here 
in probably about 3 days. So Drew says, can we hold it? I 
said, no, I have to have this as the reason to have them come 
in.

So, we called the Executive Board in on the 28th of 
July and presented the report to them. And we had a resolution 
that we attached to it that the Association accepts the recommendation 
of this body. And I had some language in there which they 
wouldn't buy which they were going to abide by the recommendations 
of it. But it was an innocuous resolution which said we weren't 
going to give them any trouble; we appreciated all the effort 
because we participated in it; and that we accept the recommendations 
of this Presidential commission.

And the Boaid convened at 10 o'clock and there was no 
debate —  ■ long debate, questions and answers
and everything else, nobody asked a question. And I didn't want 
to be accused of sandbagging them so I held that gavel for a long 
time. I said, is there any debate? And I walked over and talked 
to Tom Ashwood and Henry Weiss and something like that, just to
give them chance that they could get up in case somebody wanted 
—  I didn't want them to say, any debate, no debate and get a 
vote. Come back and I said OK, I've given you guys 5 minutes

i
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—  I put it right in the record, without any debate. And I 
said, there's no debate, you're ready to vote? And I waited.
OK, all in favor, aye. Passed unanimous. I almost died. I 
expected —  it was a voice vote. So I said, OK, thank you.
Any other business? Boom. Close it.

I go outside, we're at the Embassy Row Hotel, and from 
the pay phone I called Drew Lewis. I said, Drew, you're sitting 
down? He says, yea, what happened? I said, well, the Executive 
Board passed the resolution to accept the recommendations of 
the Presidential commission and the vote was unanimous. He 
said, why don't you run for office someday. It's the only thing 
we could have done. We couldn't continue to fight this. It was 
tearing us apart. You know, small airlines fighting the big 
airlines. Now the big airlines are flying the 737s with 2 
competing against U. S. Air and Piedmont and all the rest of 
them. I don't think —  I'll be very honest with you —  I don't 
think there's as high a level of safety n a 2-man crew as there 
is in a 3-man crew. I prefer a 3-man crew.

I flew the DC-9 for almost 10,000 hours with a 2-man 
crew and I was very comfortable in that airplane. I knew that 
airplane like the back of my hand. But I think there is a little 
less tension in certain instances with the 2 men if there is a 
third man on that airplane —  in communications and monitoring 
systems or monitoring engines. I think the 747 with a 2-man crew 
is an absolute total disaster. You know, an airplane that's
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going to be able to fly 15 hours and they're going to have a 
2-man crew on it. We'll force them through negotiations to 
put a third man on it, probably even 2 men additional on a 
15 hour flight. You can't keep a crew on duty 14, 15 hours.
But we shouldn't have to do that through negotiations.

Jerry Barrett: Oh no, No. I wouldn't —
J. J. O'Donnell: They are going to lead safety back 

to look like the bargaining table. And when we try to negotiate, 
they'll say, well look, the government certified it as safe. I 
flew a 15 hour trip from Tokyo to New York and they had one 
additional crew member on it. You ought to look at the crew 
when they got off at New York. You know, they are a vegetable.
It's ridiculous.

Jerry Barrett: I noticed, on a couple flights I've 
taken recently, women in the cockpit. Are there very many?

J. J. O'Donnell: Oh, yea. There are quite a few.
There's several hundred now.

Jerry Barrett: Are there? Where do most of them get 
their training?

J. J. O'Donnell: In flight schools, you know. They 
are not military, very few of them are military. I don't know 
if any of them are military, to be honest with you. But, I've 
flown with some of them. I've met quite a few of them and I 
think it's long overdue. I think they are very good professionals. 
A lot of the women pilots I know are better than some of the 
men pilots I know. Very competent people. Flying an airplane
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is 90 percent mental —  a lot of mental calculations going on 
in your mind and women are very bright. I think they do one 
hell of a good job at it.

Jerry Barrett: Did any of them come in through the 
flight engineers?

J. J. O'Donnell: No, not that I know of. In some 
airlines they're liable to get hired as a second officer for a 
while, which is a flight engineer. Oh yea, yea, they would fly 
as flight engineer. For example, Frontier has some. United 
has quite a few of them. They would fly second officer for a 
while, which is flight engineer. Eastern's —  I don't know what 
Eastern's —  I would imagine they had to go through second officer 
as well.

Jerry Barrett: Frank Borman, as a pilot, does that give
him special rapport with dealing with the pilots?

J. J. O'Donnell: Oh sure. Yea. We had Floyd Hall, 
who was Captain on TWA for years. He moved up through the 
management in TWA and he's another one that had a special rapport 
with pilots. You know, if you have pilot experience, you can 
understand some of the piloting problems. But more important, 
you can't BS the pilots. The pilots can't be BSd. Hey look, 
don't tell me, cause I've been there, you know. Particularly 
Frank Borman —

Jerry Barrett: It works both ways.
J. J. O'Donnell: That's right, yea. You know, the sad 

part about it and we represent 30,000 pilots, ALPA does, and we
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have, just like any other profession, whether it's a lawyer 
or even a priest, we have 5 percent misfits. And you know,
5 percent of 30,000 members is a lot of people. And they get 
all the notariety and all the visibility. When I would see them 
on the property, I would get really down in the dumps and say, 
Jesus, do we have to represent that type of person, that quality 
of person.

Eastern just fired 2 of their people and this thing 
should never get out but those people should have been fired 
years ago. We had several people on Eastern MEC over the last 
5-10 years, that if I was Frank Borman, I would have fired them. 
And I would have paid to get rid of them because they were not 
people using good judgment in the way they conducted themselves. 
And I said if they do that out in public, you do that in the 
cockpit, as well. I wouldn't want to be in it —  I tell you, 
for instance there are several people on Eastern that, had they 
been on the airplane and I get on and saw them, I probably would 
have gotten off the airplane. Because I just didn't think their 
judgment —  not limited to Eastern. I saw that in TWA; I saw it 
in United; I saw it in Western, Continental.

That Larry Baxter I mentioned on Continental that caused 
that strike to be a disaster. If I saw him on an airplane and 
as Captain of that airplane, I'd absolutely, definitely would 
have gotten off. In my judgment, he was not mentally structured 
to be a good professional airline pilot. I would not want to be 
in the ■—  of course, Eastern has some -- I flew with a couple on
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Eastern, too, the same way. I said to myself, God, how can —  
and we as a union are obligated under law to protect him. I 
would have been very bad to be on the management side because 
I would have paid big penalties to get rid of that type of person.

We had a guy on Eastern, Slim Cox, he has since retired, 
but he was such a thorn in the side of Eastern Airlines, it was 
terrible. And Eastern suffered. I used to fly from Miami to 
Chicago. I would take off —  Slim Cox was senior. He was flying 
to Chicago. If you were flying behind him say, 20 or 30 minutes, 
as soon as you would talk to an air traffic controller, you knew 
Slim was in front of you because they would be livid at you. Just 
so mad, you could feel it. I talked with them, I said, what the 
hell is the matter? Is Slim in front of us? Who, Slim who?
Slim Cox. Oh yea. I said, oh, for Christ's sake. Over the years, 
on tape, they had it.

I flew with a Captain out of Boston one night, out of 
New Yoik to Boston —  I hope we've got time for this. And we 
taken off out of LaGuardia and we held low, real rough weather, 
down to about 3,000 feet. They couldn't get us to climb because 
of departures out of Kennedy going north so they had to keep us 
under that. And the Captain kept telling me —  I was calling —  
he said, get us higher, get us higher. I said, goddarn it, I'll 
try it. Hey, Center, any chance of higher? No, we've got traffic 
out of Kennedy. He got up and points his hand in front of my face 
—  I'm on his right —  he says, is that the traffic? Is that the
traffic?
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And I'm talking to this guy. And this guy in the air 
could hear Gunner saying to me, is that the traffic? Is that the 
traffic? And the guy said, the traffic is off to your right.
Gunner said, tell him I can see him. I said, Gunner says he 
can see him. I'm pissed at the Captain. I said, Gunner says 
he can see him. He said, well, I still can't clear you up. So 
we go up and the guy in the center is really mad, oh, he was livid.

So I get to Boston and I go to a pay phone and I call 
New York Center. I said, I'd like to talk to departure control 
at LaGuardia. I said, do you handle Eastern? I think it was 840,
I announced the trip number, whatever it was. And he said, yea, 
why? And he really rubbed me. I said, you're feeling pretty 
sorry for yourself that this Captain is chewing your ass out, 
chewing me out. I said, you felt pretty sorry for yourself, didn't 
you. No, I didn't. I said, wait a minute, stop a second. I think 
you did. But think for a minute, you only had that guy for about 
12 minutes. I had that son-of-a-bitch 8 hours for today. Dead 
silence on the phone.

Jerry Barrett: (Laughter)
J. J. O'Donnell: He said, who is this? I said, J. J. 

O'Donnell. I said, that son-of-a-bitch is a pain in the neck.
But I had him all the goddamn day. I felt bad that you felt bad 
for yourself cause that guy chewed you out for 15 minutes. He 
said, the next time you come to New York come up and see me. Which 
I did. Who the hell did I bring up with me? Gunner Brink. It was
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the Captain. I brought him up. I said, remember that trip a 
couple of weeks ago. We talked, kidded. Remember that 
son-of-a-bitch Captain that chewed your ass out? This is him.
The guy got red in the face. I said, this guy is a pain in the 
ass, everybody knows it. The guy was a good-natured guy but he 
was just a pain in the neck in the cockpit. I said, I called 
him up, Gunner —  I told Gunner later. I said, I called him up 
and I said, jeez, that guy felt so bad for himself. He said,
I'm not a son-of-a-bitch, am I? I said, yes you are.

Jerry Barrett: You told him like it was.
J. J. O'Donnell: They couldn't do anything to me because 

I was the union representative so long then, really, cause they 
all used to come to me with their problems. And I was a little 
stinker at the time of that and so if they couldn't get some 
satisfaction from one of the other representatives, they'd come 
to me. John, I'm having this problem. As President one night, 
at 2 o'clock in the morning, I get a telephone call. Out here in 
Maryland, an Eastern Captain, really ticked at the company. They 
didn't put on a crew meal out of Atlanta. This is 2 o'clock in 
the morning, he called me. I'm President of the union, see? I 
say, where are you? He said, I'm in a layover in Mobile, Alabama.
1 said, give me your hotel, give me your room. I said, it's
2 o'clock in the morning, let me think about this. And we talked 
for a while but he was all upset because the company did not put 
a crew meal out of Atlanta for him.
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I set the alarm. Two hours later, I called him up.
Bob was his name. I said, Bob, you called me a little while 
ago with a problem. I said, —  I didn't, I fell back to sleep.
I said, I've been thinking about it and if it bothers you so 
much to have you call me at 2 o'clock, it really must have 
bothered you. I thought about it and I thought about it, and 
I've come up with the solution. He said, what's that? I said,
I'd call Frank Borman tomorrow morning, first thing when you
get up and tell him to stiff this job right up his ass. Tell
him you won't work for a cheap company like this that won't put 
a crew meal on their goddamn airplane at 1 o'clock in the morning. 
He said, you're crazy. I said, no. You were so bothered by it.
You wake me up at 2 o'clock in the morning. I said, I think I 
owe you an answer and that's the solution. If you want, I'll
call Frank for you. Oh, no. I don't want to do that. Can you
imagine that? Call me at 2 o'clock in the morning for a crew meal.

Jerry Barrett: That is sort of hard to believe that 
somebody would do that. He got upset about something as —

J. J. O'Donnell: Why didn't he call Frank Borman?
Don't call me, you know. But he just wants to take it out on — .
I knew him. I knew him for quite a few years and just figured 
he was going to tell me off. I've told that story a thousand —  
I've told that story when he was once in the audience in Boston.
I intentionally told that damn story about some of the types of 
problems we have at the airlines. I said let me tell you an 
example —  he never opened his mouth. He was embarrassed.
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Jerry Barrett: Yes, and he should be. In an 
organization like ALPA, like in any labor organization, the 
people who tend to speak out the most, tend frequently to be 
the most irritated about something —  people that get sort of 
charged up about it. And sometimes that's what the leadership 
becomes. I'm thinking like within an MEC, for instance —

J. J. O'Donnell: Yea, or even a local council. Yes, 
but what's wrong with ALPA is very low participation in local 
council meetings. We have 1,000 members in Atlanta, OK? You're 
likely to get 25 people at a meeting.

Jerry Barrett: Is that right? It's that small.
J. J. O'Donnell: That 25 almost dictates the policies 

of that council. When you have an election, if we can get 30 
percent of the people of that council —  300 in Atlanta —  to 
vote, we are very, very —  it's high.

Jerry Barrett: Do you vote like that by mail ballot 
or do you have to be present?

J. J. O'Donnell: Yes. All of it is secret ballot.
Jerry Barrett: And even then, there'll be that small 

participation?
J. J. O'Donnell: People get their mail and they put it 

in a stack or throw it away. They don't read it. The trouble is, 
the union sends too much mail to them. We've tried every way to 
cut that down. We have the ballots edged in red, which says 
ballot right on it so they don't throw it away. We're lucky,
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30 percent. In some councils 15 percent vote. And how do you 
get a cross section of that council? You know, we say the council 
is too fat and happy. They get too goddamn much; they have too 
much time off; they don't want to be bothered by it. So the 
crazies, and that's what we call them, stand up in a meeting 
where there's only 25 people and of the 25 people, probably 15 
or 17 are the real radicals. So there's your policy.

And they will nominate from the council meetings. 
Nomination is done by secret ballot, as well as the elections.
But you have a nominating committee come up with a couple of 
guys that's standing up there throwing hand grenades at these 
meetings and they —  you have a letter on the bulletin board 
supporting this guy because he's at the council meeting, you 
know, those 18 guys.

The apathy is so bad in the airline pilots. Unbelievable. 
I was very much opposed to the way they did in United in that 
last strike they had, the pilot strike. But after the fact, 
they did something criminally expensive, but maybe it's worth 
spending that much money. They spent about $6 million to have 
what they call satellite council meetings. They call them family 
awareness where, not only pilots attend meetings, but flight 
attendants, mechanics, everything. And the meetings are jammed.
I mean, done by satellite, all over the country.

So when Eastern had their recent threat of strike, 
they started to have those satellite meetings. I went to 2 of 
them. I go out here to Tysons Corner and the other was downtown
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in Crystal City a couple weeks —  a month later. Eight hundred 
people at the meeting. Not just pilots, mechanics, wives —  
family winners so the family knows what's bothering them.
And it's expensive, oh God, it's expensive. But maybe it's 
cheap in the long run. They got people —  you know, you get 
to meet the mechanics. You get to meet the stewardesses, their 
husbands and mechanics' wives and ticket agents people —  non
union people even there, see? And everybody gets to talk to 
each other. And all of a sudden you're understanding some of 
their problems which you had never before.

I was very much opposed to them when I first heard of 
them on United but if I had a position now, I would buy a permanent 
system for that rather than —  cause leasing it, oh, God, it's 
expensive, criminally expensive. But I would even go to the 
company and say, hey, let's share the expense of this damn thing. 
Let's have family awareness in this airline 3 times a year and 
you pick up the cost of an open buffet or some damn thing. We'll 
split the money somehow. But they are more aware of what's going 
on in the company. I was stunned sitting there listening to it.
You have the company Chairman of the Board get up there with the 
union representatives from the different unions. That's what they 
did at ALPA. They had the IAM leader stand up and talk. They had 
the flight attendants' union leader stand up and talk and everybody 
stand up. I was just stunned. I thought people would leave early. 
They were there until 1 o'clock in the morning.



- 124 -

Jerry Barrett: Is that right?
J. J. O'Donnell: Five hours. Of course, they had 

F. Lee Bailey on which was a waste. That’s a disaster.
Jerry Barrett: In a sense, though, take Eastern for 

instance. They have the same problem of communication because 
with the work forces distributed all over the country and who 
tend to go off even further away from home then, from different 
roots —

J. J. O'Donnell: They're commuters, too. Frank Borman 
had a satellite program that he run by himself and it was a 
disaster. Nobody attended it because here's a man that's been 
■frying to dictate. But why not have a joint management, all 
the unions, and have them on the rostrum. And have the questions 
come from all over the country to them through a central location. 
And let the questions be directed to Frank Borman or the IAM head 
or the pilot head or the stewardess head or even the non-union, 
have the non-unions represented up there by somebody. And let 
the questions —  I tell you, I was stunned the thing went to 5 
hours. Both of them.

The one out at Tysons Corner went 5 hours, too. I 
thought people would start to straggle out of there, but they 
didn’t. And if you have 2 a year, I think 2 a year would be plenty. 
You'd set them up probably 2 nights with a separation of time 
between them because some people are on shifts, they can't get 
to them. On Eastern they spent probably about $4 million for the 
2 nights and United, they spent $6-8 million, I'm not sure. I 
think they had 3 nights on United. But it was worth it.
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Jerry Barrett: Apparently it's filling a real need —
I mean a felt need that people have.

J. J. O'Donnell: I was listening to them, you know, 
because I had been head of the union for so long. I was very 
interested in what their reactions were to it because I was down 
on it, they were blowing money out the door something fierce.
The first one I had, I wasn't really comfortable with. I was 
still a little bit against it because of the amount of money 
they spent. But after the second one, I saw the results of it 
—  listening to other people say, goddamn, at least I had a 
chance to speak to my union president. I never had that chance 
before. At least I had a chance to talk to the Chairman of the 
Board of the company. At least I had a chance to talk to that 
IAM son-of-a-bitch that's always giving us —  and the people, 
they felt involved. And there weren't that many questions.
What you do, you submit your question in writing and get it up 
there and they would call the question down to Miami and t'.e 
question would be read to Frank Borman from Washington. You 
could sign your name or not. Boy, they had a lot of tough 
questions and they had good answers.

Jerry Barrett: Borman does fairly well in that kind of 
a setting.

J. J. O'Donnell: Yea. He is —  Frank is a super person. 
That Charlie Bryan from IAM, I think he is an idiot. Nobody felt 
closer or felt more for the employees than Frank Borman of all
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the people I've dealt with all the times. There was one other,
Les Bonds from U. S. Air, Allegheny. Did you know him?

Jerry Barrett: No.
J. J. O'Donnell: Les Bonds was President of that 

company for years. He started out at Allegheny. He's been 
President of the company for about 24 or 25 years, Chairman of 
the Board. He took over Ryder Trucking when he left U. S. Air.
I used to meet him once every 3 weeks for dinner. He and I used 
to go to dinner. Him and his wife and Fran and I used to go to 
dinner. And if you had a problem, he'd pick up the phone and 
call you. Frank didn't know how to play the politics, that's 
why he run into trouble. And he depended on the wrong people.
He took some friends close to him. He just did it again recently. 
That is not respected by the pilots. How do you expect to run 
anything by, get something done, if the pilots don't respect 
the guy that Frank has brought close to him as his coordinator 
with the pilots.

Jerry Barrett: That hurts, it really does.
J. J. O'Donnell: Oh boy, it does. Out in the field, 

it's terrible. And Frank's credibility goes down the tube 
because of it.

Jerry Barrett: Apparently one of the things that hurt 
him very badly was this making settlements that he couldn't afford

J. J. O'Donnell: The really one that killed him was that 
one he made with Charlie Bryan. He said if he had to settle that, 
they would go into bankruptcy and all that stuff. After they had
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reached settlement, which was more than he should have paid, 
one of his guys, Marv Amos, said to the press down there, it 
was only bluffing. Didn't you hear that?

Jerry Barrett: Oh gee, yea. yea. I did hear that —
J. J. O'Donnell: That was devastating. Frank's 

credibility after that was zero.
Jerry Barrett: That was in the spring of '83, I think
J. J. O'Donnell: That's right. Yes, it was. And he 

shouldn't have fired Marv Amos, he should have had him hung. 
Hang him up in front of the terminal and show —  no really, he 
got rid of him but the damage was done and the damage is still 
there today.

I have a daughter and a son-in-law that worked for 
Eastern in Boston. And my daughter is a supervisor and her
husband is a lead agent in Boston. My daughter is head of
reservations in Boston —  a new facility they put in there.
And she says to ie, you know, all of the people talk throughout 
there. That destruction is still mentioned in Marv Amos' 
comment, and Frank's credibility. And once you lose it, you 
can't recover.

Then after that settlement, he puts Charlie Bryan on 
the Board of Directors and Charlie is a —  you know, he's a
mental case. He's the guy that we had on Continental. I think
he's a jerk. And he says what a percentage of the IAM people - 
and he's behind them —  want, and it's the militancy. I'd say
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90 percent of the IAM people on Eastern are super employees, 
super people with their family and the community and everything 
else. It's not that crazyism that Charlie Bryan extols. And 
so Frank climbed in bed with him. He ended up biting him. It's 
the mentality. For Charlie Bryan to say at the Board of Directors 
if you get rid of Frank Borman, I'll give you 15 percent. How 
can any management ever agree to that? How can any board ever 
agree to that?

Jerry Barrett: Yea, that was an impossible thing to 
accept and —

J. J. O'Donnell: Of course it is. Let one management 
do it and every other management will be faced with the same damn 
thing. I know quite a few of the Eastern board members. I know 
almost all of them, I think. Top quality people. They couldn't 
be submitted to that blackmail. Somebody should have thrown 
Charlie Bryan in the canal down there with 30 pounds of concrete 
a: his feet. What he's done to 30-34 thousand people, he has 
destroyed a very comfortable future by his own stupidity. He's 
talking now with the J. Pritzkit people to give him the 25 percent 
Are you aware of that?

Jerry Barrett: No, I wasn't.
J. J. O'Donnell: That's the offer they got up there to 

Pritzkit. Pritzkit has turned it down. He said if somebody 
turns over the interlocking relationship that Lorenzo has with 
Eastern, that he would be interested in taking over Eastern.
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That was in the Wall Street Journal probably 3 days ago. But 
he's not going to pursue it. ALPA —  the MEC had pushed the 
ALPA in Washington here to pursue that lawsuit, to overturn 
that lockup. I don't think it's going to be overturned. They 
say the Board of Directors didn't give other investors, other 
than Lorenzo, the same opportunity to bid on it. They don't 
have to do that. At the time the circumstances were such they 
had to grab the best they could at what was there.

But for Charlie Bryan, to tear that company down to 
the extent that they are now exposed —  and they're going to 
get more than 25 percent knocked out of them because what he's 
going to do, he's already started it. He's going to start farming 
out a lot of the maintenance work that Eastern's got to low-cost, 
non-union places and say, hey, if you guys don't, too bad. I 
can't afford to pay you guys $18 an hour. Twenty-seven dollars 
come from fringes. So that's why I have to do it. You know, 
we have to compete with People Express and the Southwest and 
the Midways and all the rest of them.

Jerry Barrett: Yes. In other work, it might have come 
in, too. They were doing some other work for —

J. J. O'Donnell: Absolutely. They were doing a lot of 
overhauling for others. They've stopped it. Are you aware of that? 
Stopped the union overhaul because it's too expensive?

Jerry Barrett: Yes.
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J. J. O'Donnell: They made last year $17 million out 
of that and they are slowly starting to unwind it because it is 
too expensive. I really don't know what the financial picture 
is but that's got the company statement. But even if they could 
make $3 million, it would be worth keeping it. Not Lorenzo.
I'm going to get my labor costs down to -- he'll probably get 
it down to $11-$12 an hour. With fringes it will be another 
$5. It will be $17 a hour instead of $29 an hour, and he'll 
do it.

Jack Davis is in charge of the pilot committee dealing 
with this, trying to get somebody else to take it over. And he's 
of the same opinion I am. Bryan has done such damage to this 
process, he doesn't see its doom. Frank was too good a person 
to those employees over that whole —  he's made mistakes, who the 
hell hasn't. But he was a good leader; he had good charisma; 
he had good presence in Washington.

Jerry Barnett: It's a shame.
J. J. O'Donnell: It is. It's a damn shame.
Jerry Barrett: We're very near the end of this tape 

and it's the last tape I have.
J. J. O'Donnell: Good.
Jerry Barrett: We've been going a long time so maybe 

we'll call a halt to it.
J. J. O'Donnell: OK. That's fine.
Jerry Barrett: Thank you. I really appreciate it.
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J. J. O'Donnell: Let me just repeat it at the end of 
this tape. It's just that there is politics going on now within 
the next year and the next 4 years after that dealing with some 
of these Eastern things. We didn't get into it. But I would 
prefer that —  someday you're going to make a transcript of it. 
Before it is released, I would like to see a copy of the transcript 
of it.

Jerry Barrett: I'm sure we will get that to you.
Thank you very much.

J. J. O'Donnell: OK. Very good, good.


