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Welcome to the second issue of 
United Virtual Airlines' own in-
house magazine – "The Shield"!  
For those of you who missed the 
first one, I highly recommend 
downloading it and taking a gan-
der.  These magazines are more 
than small newsletters and contain 
articles of interest to all at UVA.  I 
can assure you there is something 
for everyone inside. 

This issue has some real meat in it.  
In addition to the various articles 
you enjoyed in the inaugural issue, 
you'll find a lengthy article explain-
ing the nuts and bolts of the new 
pilot rank/category/points system.  
This represents a fundamental 
upgrade in how UVA operates and 
should be considered mandatory 
reading for all pilots.  We'll be 
incorporating the guidance from 
that article into forthcoming revi-
sions to the employee manual and 
aircrew SOP, but this is your 
chance to understand exactly how 
the system works. 

In addition, as promised, you'll find 
an article with the results of last 
month's pilot survey.  As I men-
tioned in a previous forum Presi-
dent's Update, the results were as 
expected in most cases, but we did 
get a few surprises...especially in 
the area of what upgrades were 

most important to you.  Take a look 
to see what you told us was impor-
tant and what we're doing to give 
you what you want! 

As always, we actively solicit your 
feedback.  Do you have a favorite 
aviation story you'd like to share?  
A unique UVA-serviced airport 
that you'd like to recommend to the 
rest of the UVA pilot community?  
Some thoughts on this magazine, 
UVA, or virtual airlines in general?  
If so, please take a few minutes to 
jot down your thoughts and email 
them to  ordfo@virtual.united.com.  
We are always looking for new 
authors and new ideas. 

In the meantime, sit back, grab a 
cup of something warm (at least for 
those of you in the northern hemi-
sphere...you lucky folks down 
South can just sip something cool 
and refreshing!) and spend a de-
lightful few minutes reading up on 
the world’s best virtual airline!  
Until next time, 

All the best, 

 
David R. Klain 

President and COO 
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Yes, the long-awaited pilot cate-
gory, rank and points system is 
complete.  Since this represents 
such a complete change in how we 
do business, this article will explain 
the nuts and bolts of how the sys-
tem will work.  Forthcoming 
changes to the Aircrew SOP and 
Employee Manual will formalize 
what this article contains.  Let me 
tackle the easiest one first: 

Points 

The points system is a scaled sys-
tem which allows pilots to be 
"paid" for their flights at UVA.  
We hope to tie United merchan-
dise/prizes to the points later this 
year, but that's at least six months 
out. 

In summary, every pilot is paid a 
certain number of points for each 
flight.  The base points for the 
flight are earned on a sliding scale 
based on the pilot's category and 
rank.  The pay scale is: 

 

 

CAT Rank Points/hr 

1 Second Officer 10 

1 First Officer 20 

1 Captain 30 

1 Senior Captain 50 

2 Second Officer 30 

2 First Officer 45 

2 Captain 60 

2 Senior Captain 90 

3 Second Officer 60 

3 First Officer 80 

3 Captain 100 

3 Senior Captain 140 

4 Second Officer 125 

 
As you can see from the scale, it 
rewards pilots for both longevity 
and for moving up to more com-
plex aircraft (a higher category).  
That's why a Senior Captain in one 
Category makes more points/hour 
than a Second Officer in the next 
higher category.  This permits 
those of you who may not want to 
move all the way up to the long-
haul international flights flown by 
the Cat 5 and 6 aircraft to stay at a 
lower category yet still earn a sig-
nificant number of points per hour 
flying what you enjoy flying. 

Now to recognize on-time perform-
ance, the number of points you earn 
for each flight will be modified 
based on your flight time.  Early 
arrivals are rewarded at the rate of 
1 additional point for each minute 
early.  Late arrivals are penalized 
one point for each minute late.  The 
on-time calculation is made based 
on the real flight time United pub-
lishes in its timetable (and our 
schedule) for every flight but does 
NOT require you to fly the flight at 
the same time United flies it.  
We're only looking at the total 
amount of time from block to 
block.  So if the flight is normally 
flown between 0600 and 1200Z 

4 First Officer 150 

4 Captain 175 

4 Senior Captain 225 

5 Second Officer 175 

5 First Officer 205 

5 Captain 235 

5 Senior Captain 295 

6 Second Officer 235 

6 First Officer 270 

6 Captain 305 

6 Senior Captain 375 

and you fly (and file it) between 
1755 and 2355Z, you will still get 
credit for an on-time flight.  Note 
that the system does look for exces-
sively early flights (claiming to fly 
a 12 hour flight in 1 hour for exam-
ple) and alerts the staff when a 
suspect PIREP is submitted.  Peo-
ple found submitting false PIREPS 
face dismissal from UVA. 

In addition, look for events, (group 
flights, fly-ins, or "featured 
flights", that are eligible for bonus 
points...coming soon! 

Categories and Ranks 

The structure of the new system 
can be seen from the pay scale 
above.  Think of Categories as 
Type Ratings, because that's really 
what they are.  To fly more ad-
vanced aircraft, you need to pass a 
checkride and earn that category 
Type Rating.  The various aircraft 
one can fly with each type rating 
are listed in the table below (pilots 
can fly aircraft of lower-numbered 
categories since they have already 
earned that Type Rating). 

 
 

As you can see, Categories 3, 4, 5 
and 6 equate to the old Second 
Officer, First Officer, Captain and 
Senior Captain aircraft categories.  
Categories 1 and 2 cover the vari-
ous aircraft used by United Express 
carriers. 

 

Category Aircraft 

1 BE1, DH2, EM2, ER4, 

2 146, CRJ, CR7, E70 

3 A319, A320, 733, 735 

4 757, 767 

5 777 

6 747 

Categories, Ranks and Points . . .oh my! 
By Dave Klain, UAL003 

“. . .a Senior Captain in 
one Category makes more 
points/hour than a Second 
Officer in the next higher 
category.” 
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In order to move up to a higher 
category, a pilot must fly a mini-
mum number of hours in his/her 
present category and then pass a 
checkride. 

Hours necessary to be eligible for 
the checkrides are: 

 
Once you have flown the requisite 
number of hours, you will receive 
an alert in the Pilot Center letting 
you know you are now eligible to 
take the checkride for the next 
higher category.  Whether you take 
the checkride or not is up to you.  
But without taking and passing that 
checkride, you will remain in your 
present category and unable to fly 
the bigger jets. 

The old ranks of Second Officer, 
First Officer, Captain and Senior 
Captain remain, but within each 
category.  As the pay scale demon-
strates, it's possible to be a Cat 1 
Senior Captain or a Cat 6 Second 
Officer.  This more accurately 
represents the fact real pilots typi-
cally move back to the right seat 
(First Officer) position when they 
upgrade to a new aircraft at United.  
We're keeping the four rank system 
because it permits us to break up 
the pay scales and other items a 
little more efficiently.  So, within a 
category, how do you promote and 
get that higher pay?  The answer is 
simple...Fly!  Promotions for ranks 
inside a category are based totally 
on hours flown.  Promotions are 
automatic once you have flown the 
requisite number of hours in that 
category. 

  Here are hours that trigger the 
promotion: 

Category Hours in previous 
Category 

1 N/A 

2 15 

3 35 

4 55 

5 75 

6 105 

 

 

Categories, Ranks and Points (continued) 

CAT Rank Hours in 

CAT 

1 Second Officer <5 

1 First Officer 5-14 

1 Captain 15-29 
1 Senior Captain 30+ 

2 Second Officer <10 

2 First Officer 10-24 

2 Captain 25-49 

2 Senior Captain 50+ 

3 Second Officer <20 

3 First Officer 20-34 

3 Captain 35-64 

3 Senior Captain 65+ 

4 Second Officer <25 

4 First Officer 25-49 

4 Captain 50-84 

4 Senior Captain 85+ 

5 Second Officer <35 

5 First Officer 35-69 

5 Captain 70-124 

5 Senior Captain 125+ 

6 Second Officer <50 

6 First Officer 50-109 

6 Captain 110-209 

6 Senior Captain 210+ 

As you can see, it takes more hours 
to promote as you move up to 
higher categories, but this also 
compensates for the fact you are 
flying longer flights and accumu-
lating hours at a greater rate. 
An example of how this system 
might work is a pilot who joins 
UVA with no hours.  He becomes a 
Cat 1 Second Officer.  Once he has 
5 hours, he becomes a First Offi-
cer.  Once he has 15 hours he be-
comes a Captain and is eligible to 
take the Cat 2 checkride.  Assum-
ing he takes the checkride and 
promotes when he has 16 hours, he 
is now a Cat 2 Second Officer with 
16 hours.  When he has 10 hours as 
a Cat 2 pilot (total of 26 flight 
hours), he becomes a Cat 2 First 
Officer.  When he has 25 hours as 
a Cat 2 pilot (total of 41 flight 
hours), he becomes a Cat 2 Cap-
tain.  When he has 35 hours as a 
Cat 2 pilot (total of 51 flight hours 
– 35 hours in the category plus the 
16 he had when he was promoted 
to Cat 2), he is eligible to take the 
Cat 3 checkride. 

Conversion 

After having read all of the above, 
the natural question for a pilot to 
ask is, "what will happen to me 
when the conversion to the new 
system takes place?"  We have a 
conversion plan.  It's been tested 
out and works well.  The entering 
argument of the plan is that no one 
will regress.  Let me restate that.  
No one will regress!  That means 
you will be able to fly the same 
aircraft you can fly today.  So all 
Second Officers will be CAT 3 
qualified; First Officers, Cat 4; 
Captains Cat 5 and Senior Captains 
Cat 6.   

Now as to rank assignment within 
the category, we are going to use a 
sliding scale based on hours flown 
on the day of the conversion.  For 
example, presently a Second Offi-
cer is promoted to First Officer at 
100 hours, so all Second Officers 
on the day of conversion will have 
total hours between 0 and 99.99.  
Anyone with between 0 and 24.99 
hours will become a Cat 3 Second 
Officer;  25-49.99 will become a 
Cat 3 First Officer; 50-74.99 a    

“ . . . what will happen to 
me when the conversion 
takes place?” 
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Cat 3 Captain and 75-99.99 a Cat 3 
Senior Captain.  Similar scales will 
be used for First Officers and Cap-
tains.  Because of the wide variance 
in hours for Senior Captains, we'll 
use a modified sliding scale be-
tween the highest and lowest hours 
of all Senior Captains on that day.  
It's important for everyone to 
understand that the Category 
becomes much more significant 
than the rank.  A pilot who is 
presently a Senior Captain might 
be a Cat 6 Second Officer after the 
conversion...but the Cat 6 is what 
distinguishes him/her as one of 
UVA's senior folks in much the 
way a 747 First Officer at United 
is obviously far senior to a 737 
Captain. 

So on the day we implement the 
conversion, how will it affect you?  
In a word, it should be transparent 
at first.  Of course, you will have a 

Category as well as a rank.  As you 
fly and file flights, you will see the 
number of points you earned for 
the flight when you submit your 
PIREP.  In addition, as hours build 
up you will see your rank move up 
automatically.  Once you have the 
minimum number of category 
hours, you'll see an alert in the pilot 
center letting you know you are 
now eligible to take the checkride 
for the next higher category.   

Conclusion 

Hopefully you are all as excited as 
I am about this new system.  It's 
truly been a long time coming, but 
I truly believe it was worth the wait 
and that you will feel the same.  
Should you have questions about 
the system or the checkrides, feel 
free to e-mail your Domicile Man-
ager. 

  

Categories, Ranks and Points (continued) 

“. . . you will receive an 
alert in the Pilot Center 
letting you know you are 
now  eligible to take the 
checkride for the next 
higher category .” 

It has been my honor to get The 
Shield off the ground and see the 
first two issues published.  My 
other UVA duties as Chicago 
Domicile Manager and member 
of the schedule team are taking 
much of my time. So like any 
wise person , I’ve found some-
one who can do the Editor-in-
Chief job better! 

I’m referring to John Hall, the 
Assistant LAXFO Manager.  
John writes for a living, so you 
know he’s a pro.  He has gra-
ciously agreed to take on the 
responsibility of making The 
Shield an outstanding publica-
tion. Please give John your sup-
port.  I know you will soon see 
some great innovations. 

From the editor-in-chief . . . 

 
Eastbound over the North Atlantic, heading for EGLL.  

“Please give John your 
support.” 
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I have been the Chief  Pilot for a 
year and a couple of months now, 
and this is the first time I’ve written 
an article like this. Let me begin by 
summarizing what I have actually 
done with my time as your Chief 
Pilot.  

Back in the days when I was hired, 
there was no checkride routine 
other than record your flight in FS 
and send it to someone on the staff. 
That was it. Nor were there any 
training materials to help you with 
those vital steps towards the first  
flight. I had already been a VAT-
SIM controller in NY for about 6-7 
months, so I was used to the idea of 
having training material on a web 
page which would describe what to 
do in any given situation. That was 
my key argument for hire, and 
Dave (our President and COO) 
took me on that basis. 

At the beginning I was sort of 
clueless about what to actually 
write in the training pages, but with 
some back-and-forth emailing with 
Dave, we sorted it out and I started 
to write the 6 classes you find on 
the training page today. It took me 
6 long months, but the end result 
was really rewarding as we now 
have a place to look when we are 
wondering about something. It is 
not designed to make you FAA-
rated commercial pilots.  But it will 
help you with the steps toward 
flying online with VATSIM. As 
many of you know, VATSIM, for 
the most part, mimics real world 
procedures.  

That requires users to have some 
knowledge on flying. 

I also created checkride scenarios 
for the Captain and Senior Captain 
positions. The drafts were com-
pleted within an evening, and about 
a week after that, they were re-
leased.  The checkrides needed to 
be improved and I was waiting for 
UVA2 to get started on some new 
ones.  But recently we decided to 
launch the new CAT system, and 
which requires new checkrides. I 

was finally back in action, and as 
of tonight (Feb. 13th) I delivered 
the draft to Dave to get the Board’s 
approval. When you read this, the 
new checkrides will probably be in 
effect. They will have a couple of 
new items, which include passing 
and failing, a grading system, re-
strictions based on category (the 
higher the category, the tougher the 
restrictions are) and all new flights 
to be planned. 

Another thing I implemented was 
the Advanced Flight Data Recorder 
(or just the checkride recording 
module). This was the result of a 
suggestion from a pilot, so your 
ideas are not over looked. Anyway, 
it revolutionized the way we con-
duct checkrides. We could now 
access raw flight data like bank 
angles, pitch, when you retracted 
the landing gear, autopilot status 
and lots more. Before I released it 
to UVA, I wrote a manual for it, 
based on our needs. It is the .pdf 
file that comes with the recorder. 
Please don’t think you can use the 
recorder without reading the man-
ual.  That will only result in a bad 
recording and you will just have to 
do the checkride over again. Do a 
couple of practice flights first, and 
even send the result to your train-
ing contact if you’d like some 
feedback on your flying.  

Now, I want to highlight the fol-
lowing. Over the course of the past 
month or so, some UVA pilot 
behavior has been negatively com-
mented about on more than one 
occasion. As a result, mandatory 
training before being allowed to fly 
was brought up. As the Director of 
Flight Standards and Training, I 
was the natural choice to come up 
with a draft. I did make a sugges-
tion based on some real world 
training procedure info I obtained 
from Leo Angevine. But, our Presi-
dent decided that this is not a good 
time for this.  If reports of bad 
behavior continue, action will be 
taken. It might be fun to go a little 
nuts at times, but the consequence 

is that we will need to tighten our 
disciplinary procedures.   

I must also report on some software 
we discovered in late 2004, a co-
pilot module called FSNet. I was 
allowed to beta test it and it is 
really amazing. But, as with all 
amazing things, it has a drawback. 
The developers have decided to 
release it as payware. Now, with a 
pilot base of 500-600, we cannot 
ask you to pay for something like 
this. But I am currently working on 
a deal that might give us a right, as 
a VA, to deliver it to the pilots for 
free, if we make a one-time VA-
based payment. The software is 
still in the beta phase.  More infor-
mation on it will be provided once 
it is released. 

That’s it for the first report from 
the Training Department. As you 
might have noticed, I continue to 
struggle with both school and writ-
ing pages upon pages of material 
for you to read.  

I wish you blue skies and happy 
landings, 

 
Thomas Nyheim 

Chief Pilot 

Director of Flight Standards and 
Training 

 

 

Chief Pilot’s Corner 

“. . .new checkrides . . .will 
. . . include passing and 
failing, a grading system, 
restrictions based on cate-
gory (the higher the cate-
gory, the tougher the re-
strictions are) and all new 
flights .” 
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Welcome to the United Virtual 

Airlines Pilot Training Program. 

Here we will go over the different 

phases of flight you will encounter 

during your career. We will use a 

flight from JFK in New York to 

Chicago O’Hare as an example. 

Many of the illustrations will be 

from the default FS2004 B737 

cockpit. Be advised that other 

cockpits can and will look differ-

ent. 

Now it’s time for you to learn the 

first part of every flight, the depar-

ture. This part is one of the two 

most critical and important parts of 

the flight so it’s important you 

know how to do it correctly. 

In this class we will teach you 

about: 

• Gate ops and push-back 

• The different aspects of taxiing 

• Sequencing, Hold short and 
Position and hold 

• The take off and departure 

Clearance 

It’s a beautiful Monday morning 

and dispatch has given you your 

next assignment. You are going to 

fly a 737-500 from John F. Ken-

nedy Intl (KJFK) to Chicago 

O’Hare Intl (KORD). Fuel and 

routing (will be covered in a differ-

ent class) are taken care of and the 

plane is ready to go at the ramp. 

You tune up Kennedy Clearance on 

135.050 on the radio (a feature of 

SB3, for now just use AVC/AVC 

Tuner or the ATC Directory menu 

in SB) and say: “Kennedy Clear-

ance, United 123 requesting IFR 

clearance to O’Hare.” 

 

Clearance will respond in one of 
two ways, depending on how busy 
the controller is: 

1.  “Clearance on request, Stand 
by.” 

This means that the controller is 
busy or that you might need to wait 
a bit. 

Or with an immediate response 

with the clearance: 

(2) “Cleared to 

O’Hare via KEN-

NEDY9 departure, 

Canarsie climb, 

radar vectors to 

COATE then as 

filed, expect 

FL310 10 minutes 

after departure, 

departure fre-

quency is 135.900, squawk 1501.” 

 This is the clearance that you will 

see if you file for a Departure Pro-

cedure (DP). It tells you that you 

are cleared to O’Hare, that you will 

be using the Kennedy9 departure, 

you are assigned the Canarsie 

climb (further explained later), you 

will get radar vectors to COATE 

intersection, and (in case you lose 

radio contact with a controller) you 

can expect clearance to FL310 ten

(10) minutes after you depart, your 

departure controller will be on 

135.900 and your assigned squawk 

(transponder) code is 1501. 

Or, “Cleared to O’Hare, radar 

vectors to COATE then as filed, 

maintain 5000, expect FL310 10 

minutes after departure, departure 

frequency 135.900, squawk 1501.” 

In this case, you have not filed a 

Departure Procedure (DP) and will 

most likely be given an initial 

heading from Tower upon takeoff. 

The only new element here is the 

“maintain 5000”.  This means that 

you should initially climb to 

5000ft, and then await further 

instructions. Most DP’s have the 

initial altitude published on the 

chart so the controller will not state 

it. 

One tip real world pilots use to 

copy a clearance is “CRAFT”: 

C – Clearance 

R – Route 

A – Altitude 

F – Frequency 

T – Transponder 

You can simply write it vertically 

as depicted above and then be 

ready to copy the clearance Clear-

ances are always given in that order 

for standardization. 

ATIS 
You read back the clearance and 

Clearance gives you his/her last 

word: “Read back correct, ATIS is 

Alpha, contact Kennedy Ground on 

121.900.” 

ATIS is short for Automated Ter-

minal Information Service and is  

the airport’s current information 

with regard to weather and runways 

in use. On VATSIM ATIS is auto-

matically sent when you tune into a 
 

“. . .learn the first part of 
every flight .” 

 Takeoff and     
Departure 
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controller. You can also get it from 

any controller by selecting that 

controller in SERVINFO. Before 

you call ground, you should get the 

ATIS to see the weather and what 

runway to expect.  A normal ATIS 

would be: 

“Kennedy information Alpha, 

winds 310 at 15, visibility 10 miles, 

ceiling Broken at 15000 feet, Tem-

perature 5°C, Dew point 1°C, al-

timeter 29.75. Runway 31L in 

use for departure, 31L/R for arrival.  

This is Kennedy information Al-

pha, advise on initial contact you 

have information Alpha.” 

ATIS reports are identified by 

alphanumeric codes (Alpha through 

Zulu). When a new ATIS is pub-

lished, the code goes up by one 

letter. Telling a controller you 

have information “Alpha” lets him 

know what you copied and (if it has 

changed since you checked) he can 

give you the latest data. Winds are 

reported in magnetic not true de-

grees (all directions in aviation are 

tied to magnetic headings, includ-

ing runway headings) and knots. 

The direction is where the wind is 

blowing from. Visibility is self-

explanatory. The ceiling is the 

lowest cloud layer that is either 

broken or solid. Temperature and 

Dew point are self explanatory. 

The altimeter is the local baromet-

ric pressure at ground level. In the 

United States it’s reported in inches 

of mercury (29.92 is standard).  In 

most of the rest of the world it’s 

reported in millimeters of mercury 

(something like 1006) and often 

called “QNH”.  Know the active 

runways allows you to plan for 

your arrival or departure. The 

weather information is extracted by 

the controller from the airport’s 

latest METAR. METARs are 

weather reports generated every 

hour (or more frequently in rapidly 

changing weather conditions) by an 

airfield with an approved observer 

and will be explained in a later 

class. 

Now, in the real world, you would 

call the ramp manager and get 

pushed back by a tractor or tug. But 

since we are not in the real world, 

we just use the push-back com-

mand in FS. Some controllers will 

clear you to push back and start 

engines at 

your 

discretion 

when 

giving 

you a 

clearance. 

Others 

will want 

you to get 

specific 

permission 

as you may be pushing back into an 

active taxiway. 

Taxi 

Once your engines are started and 

you are ready to taxi, call up 

ground on 121.900 and say; 

“Kennedy Ground, United 123 

holding short of taxiway Alpha, 

ready for taxi for departure, with 

information Alpha.” 

It’s important to tell the controller 

where you are and where you want 

to go in an initial call-up. Ground 

can respond with different instruc-

tions. So let’s take a look at them 

all in order to make sure we always 

understand what Ground wants us 

to do. 

“United 123, taxi to runway 31L 
via RIGHT on Bravo then Zulu.” 

This is pretty straight forward; he 

wants you to taxi to the departure 

end of runway 31L, making a right 

turn onto Bravo then using the Zulu 

taxiway. 

“United 123, taxi to runway 31L 

via RIGHT on Bravo then Zulu, 

give way for and follow the Ameri-

can 737 coming from your left to 

right on Bravo.” 

Now, here’s something to think 

about. He now wants you to follow 

another plane. Basically, you taxi 

the same way—just make sure that 

you are behind the other plane. 

When you get to Bravo taxiway 

and are ready to make your right 

turn onto it, you should be looking 

to your left for that American 737 

to pass ahead of you then you’ll fall 

in behind it. 

“United 123, taxi to runway 31L at 

KA intersection via RIGHT on 

Bravo.” 

Here we got instructions to depart 

from runway 31L, not at the full 

length departure intersection, but 

“Telling a controller you 
have information Alpha 
lets him know  . . . ” 

Following a company 757 
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rather intersection KA, which is 

somewhere before the end of 

the runway. It’s important to re-

member that at maximum load you 

may need the whole runway to take 

off and (under all circumstances) as 

pilot in command you have the 

right and authority to request a full 

runway length takeoff – you just 

may have a long taxi and wait for 

departure.  Intersection departures 

are frequently used to expedite 

traffic flow. 

“United 123, runway 31L, taxi via 

RIGHT on Bravo, then hold short 

of Hotel, then give way for and 

follow the Company 757 to the 

runway via Hotel and Zulu, caution 

wake turbulence.” 

Now, this is a tricky one. What he 

basically wants us to do is taxi up 

Bravo to taxiway Hotel, and then 

follow the 757 to the runway via 

Hotel and Zulu. 

Because the 757 is a heavy, the 

controller issues a wake turbulence 

warning to remind you not to fol-

low too closely to avoid being 

damaged 

 The reason for “follow” instruc-

tions is to sequence departures. 

This is basically a puzzle of air-

planes that Ground tries to fix so 

the Departure controller won’t be 

too stressed. 

Remember to hold the standard taxi 

speed of 20kts, and never go over 

25kts. This will only make our 

mechanics mad and cost us money 

replacing brakes after each flight! 

There are longer and more complex 
ones, but you will probably not 
encounter them on VATSIM. 

 

Hold Short, Position and Hold 
and Take Off 

Once Ground doesn’t have any-

more to say to us, he gives us the 

hand off: “United 123, call Tower 

119.100 holding short.” 

This handoff can come at anytime 

in the taxi process—we don’t even 

need to be at the runway entrance 

yet, but you will always be handed 

off to Tower before taking the 

active runway as Tower “owns” it. 

This call tells us that we are to call 

Tower when we arrive at the en-

trance to the runway but that we are 

to hold short of it (meaning don’t 

cross the double line across the 

taxiway that marks the taxiway/

runway boundary). That line is 

called the Hold Short line and you 

cannot cross it without Tower’s 

permission (interestingly enough, 

after landing, you also don’t con-

tact Ground until you are clear of 

the runway meaning your tail no 

longer crosses that line). So, we 

taxi up to this line, hold short, and 

call Tower. 

We tune 119.100 and call him/her; 

“Kennedy Tower, United 123 is 

holding short of runway 31L.” 

Again, he can respond in different 

ways. 

“United 123, Kennedy Tower, 
Runway 31L, Position and hold.” 

If there’s a lot of traffic, you will 

encounter this. What he wants you 

to do is get on the runway in take 

off position, but don’t take off. In 

all likelihood someone else is still 

on the runway (either taking off or 

just landed) and he can’t give you a 

takeoff clearance until the runway 

is clear (that’s why it’s so impor-

tant to get across that “hold short” 

line after landing – until you do so, 

Tower can’t clear other traffic to 

take off). Have your hand on the 

throttles though, because when that 

take off clearance comes, Tower 

expects you to start rolling immedi-

ately. 

“United 123, Kennedy Tower, 

Canarsie climb, winds 310 at 15, 

runway 31L, cleared for take off.” 

This is the basic take off clearance 

if you are on a DP. He reminds you 

that you are on the Canarsie climb, 

what the winds are and clears you 

for take off. 

“United 123, Kennedy Tower, Fly 

heading 220, winds 310 at 15, 

runway 31L, cleared for take off.” 

Here’s a take off clearance if you 

are not on a DP. What it tells you is 

that at the moment you are at safe 

maneuvering altitude, you should 

start turning towards heading 220. 

The rest is the same. Either way, 

you’re expected to comply with the 

clearance you were given by Clear-

ance Delivery. 

Departure flaps can vary from 

plane to plane and flight to flight, 

but in this trip we will use 15° of 

flaps for the take off. Note that it 

might be different in other flights 

due to weight, weather and runway 

conditions. 

Now we hit the throttles and head 

for the wild blue yonder! 

Departure 

Before the take off, we should have 

looked at the Kennedy9 DP and the 

Canarsie climb, and gotten very 

familiar with it. We saw that the 

Canarsie climb went over CRI 

(VOR) and then over OGY (NDB) 

for the 176 radial of CRI. Basically 

“. . . intersection departures 
are frequently used to expe-
dite traffic flow.” 
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just turn so you pass over CRI, then 

OGY. You can do this by hand-

flying if you wish, or by inputting 

the data into your form of naviga-

tion equipment (FS GPS, FSNavi-

gator, FMC, you name it). 

Shortly after your wheels leave the 

runway Tower will hand you off; 

“United 123, contact New York 

Departure on 135.900.” (Note this 

will be the departure frequency you 

were given in your clearance). 

We tune 135.900 and call up De-

parture which already knows where 

we are going by saying, 

“Departure, United 123 with you 

climbing through 1500ft for 

5000ft.” (Note: Whenever you 

contact a new controller you should 

give him your altitude. If in a climb 

or descent, give him your present 

altitude and what altitude you are 

climbing/descending to). 

Once you are flying a heading of 

176 from CRI, Departure will start 

vectoring you to your exit point, 

which is COATE in this flight, and 

give you clearances for different 

altitudes as you climb to your filed 

altitude of FL310. 

When you are in the air, there’s a 

basic rule pilots use that is always 

appropriate: “Aviate, Navigate, and 

Communicate”. This means your 

first priority is safely flying the 

airplane, second is going where   

you want to go and third is talking 

to the controller. Don’t get so 

wrapped up talking to ATC that 

you neglect the first two! 

You might think this is much to 

remember and complicated, but 

once you get the hang of it, you 

will see that it is piece of cake. 

Look for the next article in this 

series, which will cover the Cruise 

and Navigation portion of your 

flight, in the June issue of The 

Shield. 

 

“. . . there’s a basic rule 
pilots use . . .” 

The red arrow symbolizes the climb 
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United Express operations have 
been expanding ever so rapidly in 
the past few months. With United 
now focusing on its more profitable 
international product, many former 
Mainline routes have been given to 
the Express division.  Composed of 
over 1,600 daily flights and 6 
regional airlines, United Express 
has been a major part of United's 
business. 

Regional affiliates first took off 
after the deregulation of the U.S. 
Airline industry in 1978. These 
airlines could now bring service to 
smaller regional airports, further 
strengthening the traditional hub 
and spoke approach of the legacy 
carriers. 

With UVA Pilots now able to fly 
this vast network of routes, why not 
have an understanding of the 
carriers! 

United Express is composed of 
these carriers: 

Air Wisconsin Airways 
Corporation (AWI) 

 

Aircraft Flown: CRJ-200, BAe 
146-200 

Location of Service: Nationwide 

Flight No. Range: 5200-5999 

 

Composed of 500 departures a day, 
Air Wisconsin has hubs in 
Chicago, Denver, and Washington 
Dulles. The largest privately held 
regional airline in the United 
States, Air Wisconsin employs over 
3,900 people. 

 

Chautauqua Airlines (CHQ) 

 

Aircraft Flown: EMB-145, EMB-
170 

Location of Service: East, 
Midwest 

Flight No. Range: 7600-7874 

 

Owned by Republic Airways 
Holdings, Chautauqua is an 
Embraer-only airline. Based in 

Indianapolis, Chautauqua is 
celebrating their 13th anniversary 
of passenger service. They 
currently hold the distinct honor of 
flying the newest member of the 
United Express fleet: the Embraer 
EMB-170. Chautauqua's United 
Express service is focused out of 
Chicago and Washington Dulles. 

 

SkyWest Airlines (SKW) 

 

Aircraft Flown: CRJ-200, CRJ-
700, EMB-120 

Location of Service: West 

Flight No. Range: 6000-6999 

 

Founded in 1972 by Ralph Atkin, 
SkyWest's humble beginning was a 
route between Salt Lake City, UT 
and St. George, UT. Since then, 
SkyWest has grown to 207 aircraft 
with 1,400 daily flights (Including 
Delta Connection and Continental 
Connection). Starting an agreement 
with United in 1997, they operate 
out of Denver primarily, though 
have presence in Los Angeles, 
SeaTac, Portland, San Francisco, 
and Chicago. 

 

Trans States Airlines (LOF) 

 

Aircraft Flown: EMB-145 

Location of Service: East, 
Midwest 

Flight No. Range: 7951-8099 

 

Founded in 1985 as a feeder for 
now defunct TWA, Trans States, or 
"Waterski" as they are known by 
Air Traffic Control, employs 1,500 
people with a fleet of 73 aircraft 
and 352 daily departures. You can 
find them in Chicago and 
Washington Dulles flying ERJs. 
Trans States enjoys an impeccable 
maintenance record with the 
federal government. 

 

 

Shuttle America (TCF) 

 

Aircraft Flown: Saab 340 

Location of Service: Northeast, 
Mid-atlantic 

Flight No. Range: 7875-7950 

 

Shuttle America is one of the 
smaller United Express Carriers, 
operating a fleet of Saab 340B 
aircraft with a 60 daily departures 
to 12 cities. Brought in after the 
United Express contract with 
Atlantic Coast ended last year, 
Shuttle America has it's United 
Express hub in Washington Dulles. 

 

Mesa Airlines (ASH) 

 

Aircraft Flown: CRJ-200, CRJ-
700, Dash 8 

Location of Service: East, 
Midwest, West 

Flight No. Range: 7000-7299 

 

Named 2005 Regional Airline of 
the year by Air Transport World, 
Mesa Airlines was founded in New 
Mexico in 1982. 5,000 employees 
later, Mesa is a top-notch United 
Express carrier. With 181 aircraft 
and 1,100 departures daily, Mesa 
can be found flying as United 
Express, US Airways Express, and 
America West Express. For United, 
they have hubs in Denver, Chicago, 
and Washington Dulles. 

 

The next time you decide that you 
want to fly a UVA flight but don't 
have two hours or more for a 
mainline hop, why not try your 
hand at an express flight? Flying 
into the smaller airports is truly a 
thrill—many even have your 
favorite VOR/DME  approach or 
even a NDB approach! 

“. . .  many former Mainline 
routes have been given to the 
Express division .“ 

United Express - An Overview 
By Ethan Klapper, UAL021 
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As most of you know, we ran an online survey earlier this year to try and gather data about the UVA community, what UVA is doing right, 
what we're doing wrong, and what you'd like to see in the future.  As you'll see, while some of the results were what you might expect, there 
were some interesting nuggets that are going to redirect our efforts to help us provide what you want as opposed to what we think you want.   

The comments we got were particularly helpful and I appreciate those who took the time to share their thoughts.  As you might expect, on 
occasion the comments asked for exactly the opposite thing, but that's what you can expect when you survey a group as large as the UVA 
pilot community.  We did have 200 responses out of 580 active pilots.  At over 1/3 of the community, any statistician will tell you that makes 
the survey statistically valid and I think we can treat these results as representing the desires of the community at large. 

On to the results: 

 

In Question One we asked your age.  The answers were quite surprising.  As you can see below, 36% of our pilots are between the ages of 13 
and 18.  To be honest, I had expected that number to be larger.  By comparison, 36% of our pilots are also between the ages of 22 and 40, so 
we have as many teenagers participating as we have young-to-middle aged adults.  I think this reflects the fact that UVA truly offers 
"something for everyone" and makes a special effort to be inclusive and welcoming to people of all ages and levels of experience. 

 

  
 

In Question Two we asked your gender.  This wasn't much of a surprise.  It's pretty well established that the majority of online computer gam-
ers are male.  I had hoped the numbers might reflect a few more females, but suspect just about any survey of any VA or online game would 
show similar results. 

 

  
 

In Question Three we asked what flight simulation program you use.  These results surprised me.  I had expected to see a much larger per-
centage of MSFS 2002 users, but fully 84% of you are using MSFS 2004.  The conclusion I draw is that far more people have made the jump 
over to FS9 for the benefits it provides despite the added complexity of getting online (at least until Squawkbox 3 comes out and it gets much 
easier for everyone!).  While UVA only supports MSFS, it is interesting to note that a small percentage of our pilots don't use MSFS at all.  
While the numbers aren't large enough to justify our going to unusual efforts to support them from a technical standpoint, we all need to re-
main aware of the fact MSFS isn't the only game in town. 

 

  
 

 

In Question Four we asked how you connect to the Internet.  Again the results were pretty much what you might expect given the fact the 
preponderance of our pilots are from the United States where DSL and Cable Internet access are widely available at a reasonable cost.  The 
interesting thing to note is that over 12% of our pilots still connect via a dialup connection.  This means we all (both staff and pilots posting in 

UVA Survey Results 
By Dave Klain, UAL003 
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the forums) need to remain aware of this fact and not put items in the forums or the website which are impossible for someone with a dialup 
connection to download.  For the staff it means we need to keep the website clean and easy to download and for all forum posters it reempha-
sizes the need to avoid creating forum posts with massive, large picture downloads – or at least note that they are massive in the subject line 
so a dialup forum member can avoid your post. 

 

  
 

In Question Five we asked how you conduct the majority of your flying.  Fully 38% of you fly offline, and Question Six gave us some unique 
insights and marching orders. 

 

  
 

In Question Six we asked why you fly offline.  13% of you can't get the software to work and another 9% of you are concerned about flying 
with live controllers and pilots.  To me this is a clear mandate for the UVA staff to provide assistance in both these areas.  The outstanding 
training classes provided by the Flight Standards and Training Department provide a guideline in how to get online and how to fly online, but 
clearly we need to do more.  The staff will be looking at various ways to help out...everything from an online class in installing and configur-
ing the software to training flights that just help you learn how to use VATSIM.  If anyone has ideas on this, please feed them to your Domicile 
Manager and the Chief Pilot. 

 

  
 

In Question Seven we asked why you joined UVA.  It was interesting to see that the UVA forums (one of the best things we provide in terms of 
a "community environment") were a factor for less than 1% of you.  The professionalism of UVA, flying the United colors and our relationship 
with the real United were far and away more popular reasons.  I was particularly pleased to see the VA's professionalism come out on top 
because that has been our goal since day one and I think we do a pretty good job of it. 

 

  
 

   

In Question Eight we asked how you discovered UVA.  Over 60% of you found us through a link from VATSIM's website or an Internet search.  
The good news is that means the various search engines are feeding traffic our way.  It's also interesting to note that almost 10% of you joined 
based on seeing a pilot flying with "virtual.united.com" in their flight plan remarks.  10% equates to 60 pilots who otherwise might never have 
discovered us...clearly we want to keep up that practice! 

UVA Survey Results (continued) 
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  In Question Nine we asked you to rate various characteristics of UVA.  Given the comments in the forums over the last few months, I 
was pleased to see that the regularly updated real-world flight schedule, responsiveness of the staff, and detailed VA procedures came out 
well ahead of the other characteristics.  I too think those are some of the things that make UVA special and think you'll agree that the staff's 
commitment to making UVA a great virtual airline is a big part of our success. 

 

  
 

  In Question Ten we asked you to rank potential upgrades.  We specifically asked this question because I wanted to make sure we 
are devoting our efforts on what you think is important as opposed to what I and the staff think is important.  There were actually a few sur-
prises here.  As you can see below,  the upgrades you most want are an automated aircraft repositioning system, live dispatch, automated 
PIREPS, real flight numbers, a functioning MCDU/ACARS, and activation of the new pilot/aircraft category rank system.  You were least inter-
ested in electronic "patches" for completing events and our putting some kind of rank symbol next to your name in the roster. 

 

  I found this quite surprising because, based on the forum posts, I thought a number of you really wanted some kind of "graphic" 
recognition of your status and accomplishments at UVA...  I'm pleased to say we've already rolled out the automated aircraft repositioning 
system and are going to refocus our programming efforts to give you the other items you want in something that more closely resembles the 
priorities you articulated in this survey. 

  
  

 

UVA Survey Results (continued) 
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In Question Eleven we asked about group flights and what makes you want to participate.  Surprisingly, having a theme isn't nearly as impor-
tant to you as Live ATC and the event day and time...  I suspect this is because the typical UVA pilot is more interested in a realistic flying 
simulation (read live ATC and traffic) as opposed to anything else.  Jon Standley and Wilson Hines will use these priorities as they work to 
develop future company-wide events. 

 

  
 

  In Question Twelve we asked what day of the week is best for group flights.  Not surprisingly, Saturday came in way ahead of any-
thing else with over 50% of the responses, but it's nice to see validation of the fact Saturdays truly are best for most of our pilots.  Based on 
these results, I think you'll also see domicile events focused on Fridays, Saturdays and Sundays in an effort to be available to the majority of 
our pilots. 

 

  
 

  In Question Thirteen we asked what fleet options you'd be most interested in seeing.  Clearly the majority of you would like to see 
more details and more aircraft offerings on the site.  In comments a number of you asked about our providing a unified UVA fleet download, 
composite aircraft/texture/panel downloads and automated installers.  The problem we have is that we don't own the rights to any of these 
aircraft and in many cases, the model, texture and panel all belong to different people.  The result is that we can provide links to their items, 
but doing the kind of combination you expressed an interest in requires getting permission from each copyright owner.  I've asked the fleet 
manager to start looking into ways we can do this and rest assured we'll keep trying. 

 

  
 

   

As I mentioned at the start of this article, the comments were particularly useful.  I was particularly gratified to see that no one had any real 
complaints about the VA, but that may just be the fact that those who don't like it have quit and certainly didn't bother to fill out the survey!  
We did get great feedback on things like the pilot promotion system, checkrides, and group flights.  Several of you requested that UVA pro-
vide a passenger load with each flight assignment so that you could more realistically simulate your flights using add-on software like FS 
Boarding, FSPassenger and AC Loader.  We're looking into building a module that will provide that data for your use.   

A number of you also asked about a realistic flight assignment system where you would bid on a line of flights and then be assigned them 
based on your seniority at UVA.  SFOFO and ORDFO are piloting a system to do this manually...look for details in their forums.  In addition, 
Jon Standley has been working on a system that would do this in a more automated manner.  Stay tuned for details! 

All in all we found the survey quite useful.  While it generally validated the direction the VA is taking, there were enough minor course cor-
rections provided through the survey and your comments to make the effort very worthwhile.  Thank you all for taking the time to share your 
thoughts.  We'll be doing this on a regular basis as things progress at UVA.  As always, the staff welcomes your feedback, constructive criti-
cism and suggestions.  Feel free to share them with the appropriate staff member at any time. 

UVA Survey Results (Continued) 
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I feel lucky to be a part of UVA, 
and a part of LAXFO.  One of the 
things that makes LAXFO great is 
the awesome amount of traffic here 
every day.  Other great aspects of 
flying in the area are the great 
destinations and scenery.  Finally, 
the ZLA ARTCC is one of VAT-
SIM’s busiest, and that is what it’s 
all about.  Flying with live ATC & 
traffic, for realism. 

SCENERY 

Each part of the USA has its 
good points…NY has Manhat-
tan, Miami has blue water, Chi-
cago has O’Hare, Hawaii has 
lush mountains, the Northeast 
has mountains and varied ter-
rain.  Denver has mountains. 
The Northwest offers Seattle (a 
very pretty city), Mt St. Helens, 
and a great ride up to Alaska. 

California has it all.  A trip up the 
coast to San Francisco blows away 
any East Coast flight.  LA to Las 
Vegas offers a jaw dropping view 
of the strip, with a pyramid no less!  
Atlantic City is pale in comparison. 

From LA you can fly to San Diego 
and a great approach with your 
wheels barely above the buildings; 
you can fly SAN-SFO and fly over 
LAX for a great view of the opera-
tion from above. 

Five hours to Hawaii, one hour to 
San Francisco, 2.5 hours to Denver 
and Seattle, 2 hours to Salt Lake 
City, 40 minutes to Las Vegas… all 
great flights with spectacular views 
and airports.  When you are ready, 
fly across the Pacific to Hong Kong 
or Sydney! 

Southern California has 300 days 
of sunshine a year, for great flying.  
Palm trees, swimming pools, movie 
stars…. 

Take a CRJ to Phoenix, an A320 to 
Seattle, a 767 to Denver, a 777 To 
London, or a 747 to Sydney.  Great 
adventures await you in Southern 
California. No other locations 
offers you all this, but wait! 
There’s more! 

 

ATC 

ZLA is online more than any other 
ARTCC, providing you with unsur-
passed skill and professionalism. 
As a pilot, you don’t want to learn 
ATC in ZLA.  Rather, you hone 
your skills here.  For a new pilot, 
ZLA is not a great place for your 
first flight on VATSIM.  Things 
happen fast—no time to repeat and 
teach here.  But when you are 
ready, KLAX can be very, very 
real.  Saturday afternoons are the 
busiest.   

When it comes to just being avail-
able, nobody is online more than 
ZLA. Take a look at this chart: 

 

 

Truly, Southern California has it 
all!  If you joined VATSIM and 
UVA to fly with online traffic and 
ATC, why aren’t you flying here?  
Why fly anywhere else? Make 
LAX your “hub of excitement”! 

Jason Goo, LAXFO manager, lives 
in Hawaii and is taking flying 
lessons in real life! I live in Phoe-
nix and love flying the CRJ from 
PHX to LAX. 

In closing, we at LAX invite you to 
join our group flights to share best 
practices, have fun flying in traffic, 
hang out at LAX, and fly with 
ATC, which is almost always 
online.   

 

 

 

 

LAXFO AND VATSIM:  AN AWSOME COMBINATION 
By John Hall, UAL025   

“. . . 300 days of sunshine . 
. . Palm trees, swimming 
pools, movie stars . . .” 
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It was mid-October and in Northern 
Virginia the day dawned bright 
with a clear blue sky.  After a 
breakfast of Crackling Oat Bran, I 
decided to go for a ride on my 
mountain bike. I left the apartment 
about 9 a.m., and went riding off 
into the foothills west of Leesburg 
Virginia. I rode for about 15 miles, 
then turned around and started 
back.  Passing Starbucks, I just 
couldn't resist stopping for café 
mocha. 

Back at the apartment by 11 a.m., I 
called the airline to be certain that 
my flight was going to operate on 
time.  Assured that so far every-
thing was going according to 
schedule, I ate a quick lunch of 
soup and sandwich, and packed my 
suitcase for a three-day trip. 

I pulled the blinds, set the alarm 
clock for 3 p.m., and slipped into 
bed for a quick nap.  Waking up 
before the alarm rang, I stepped 
into the shower for a quick re-
fresher.  

I pulled on my crisply pressed 
uniform, picked up my flight case 
and my suitcase and headed for the 
car.  It was a 35 minute drive to the 
airport, and I would arrive with 
plenty of time before my scheduled 
6:30 p.m. departure.  When I ar-
rived at the employee parking lot, I 
noticed that the crew bus was just 
leaving and I would have 15 min-
utes before the next bus.  That gave 
me plenty of time to put the car 
cover on, collect my bags, and 
walk to the bus stop. 

The bus dropped me off right out-
side the crew dispatch area and I 
went inside, put my bags on the 
storage shelf and went to check my 
mail.  As usual there were several 
company letters, a large stack of 
Jeppeson revisions, and some other 
miscellaneous stuff.  I opened the 
revisions, checked the dates and 
put the ones aside that would only 
apply later. Going to a nearby 
table, I went about the task of in-
serting the appropriate revisions. 

It was now about an hour and a half 
before scheduled departure time.  I 
went to the dispatcher's assistance 
desk, and asked if the dispatcher 
had forwarded the paperwork for 
my flight.  The clerk handed me a 
stack of papers and I headed for the 
flight planning area to prepare for 
the flight.  I looked at the flight 
plans, noted the planned routings, 
and then went to the wall charts to 
check the meteorology for the 
flight.  I looked at forecast turbu-
lence areas, checked the winds 
aloft charts for various altitudes 
along the planned routes, and then 
looked at the current and forecast 
weather for the destination airports 
and alternate airports. 

It appeared that it was going to be a 
beautiful night for flying.  All the 
way from Dulles Airport to Lon-
don's Heathrow the weather was 
good. 

As I went back to the flight plan-
ning table, I noticed that my two 
first officers had just arrived.  We 
had been working together the first 
two flights of the month, so after a 
brief greeting, we proceeded to 
finalize our flight plans.  One of the 
first officers would have the pri-
mary flying role, and the other first 
officer would act as relief pilot.  
The relief pilot set about plotting 
our course on the oceanic chart, as 
the other first officer and I re-
checked the weather and prepared 
the flight plan as required by our 

procedures.  I af-
fixed my signature 
at the bottom of the 
plan signifying my 
acceptance of the 
dispatcher's figures 
and the first officer 
took them to the 
dispatcher's assis-
tant so that the 
dispatcher could be 
informed and any 
changes could be 
effected before 
departure.  Part of 

the paperwork we received had a 
maintenance summary for the 
aircraft assigned to our flight.  With 
the exception of a few minor de-
tails everything appeared to be in 
order. 

With 45 minutes to go before flight 
departure, the three of us collected 
our bags and headed for the depar-
ture gate.  There were a lot of 
flights preparing for departure and 
as was usual during times of inter-
national departures the terminal 
was very crowded.  I approached 
the customer service agent's desk, 
introduced myself, and asked if 
everything was proceeding nor-
mally.  I also asked if there was 
anything I could do for him.  He 
indicated that we would have a full 
passenger load, and advised me 
that passenger boarding would 
begin in about 15 minutes. 

We stopped to chat with a few 
passengers, and then proceeded 
down the jetway to the aircraft.  
The relief first officer went outside 
to do the walk around, and the 
other first officer and I went on 
board and introduce ourselves to 
the flight attendants.  I gave a short 
briefing to the flight attendants, and 
then joined the first officer on the 
flight deck. 

I stowed my bags, and climbed into 
the left front seat.  As the first 
officer and I proceeded with our 
preflight checks, the relief first 
officer returned and advised that all 

 A Day in the Life of an Airline Pilot:  Part One 
By Leo Angevine, UAL1065    

“ Passing Starbucks, I just 
couldn't resist stopping for 
café mocha.“  

Spool up!  Captain Angevine’s last flight for UAL. 
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was OK on the walk around.  With 
the three of us on the flight deck, 
we proceeded to load the flight data 
into the flight management com-
puter.  I loaded the route and the 
performance data, while the first 
officers checked what I had loaded.   

The relief first officer accessed  

ACARS and requested our air 
traffic control clearance. 

The chief purser came to the flight 
deck and asked if we would like 
something to drink.  We all a re-
quested black coffee.  She then 
informed us that the passenger 
loading was complete, and that the 
cabin crew safety checks were 
completed as well. 

A mechanic arrived to deliver the 
maintenance log book, and to tell 
us that fueling was completed and 
he would bring us the fuel docu-
ments shortly.  He told us that he 
would be coordinating our 
pushback, and that as soon as the 
cargo was loaded he would advise 
that we should call for our 
pushback clearance. 

Our air traffic control clearance 
arrived on the cockpit printer, and 
we checked the cleared route 
against what had been put into the 
flight management computer.  It 
seemed that the 
control tower was 
in the process of 
changing run-
ways, so we reen-
tered the proper 
departure proce-
dure and loaded 
performance data 
into the flight 
management 
computer.  That 
having been ac-
complished, I 
asked for the pre-
departure check-
list.  The first 
officer brought up the electronic 
checklist, and we verbally ac-
knowledged the completion of all 
unchecked items. 

We were ready to go, and that, as 
they say, is the subject of future 
articles! 

 

(Editor’s note:  There’s something 
to learn from this article.  Consis-
tency of procedure is a theme.  Use 
it to develop your own routine 
when you head to the virtual sky!  
Retired UAL Captain Angevine 
will continue his series in future 
issues of The Shield.)  

A Day In the Life of an Airline Pilot (continued)  
 

“ . . . the control tower 
was in the process of 
changing runways, so we 
reentered the proper de-
parture procedure and 
loaded performance data 
into the flight manage-
ment computer.“  
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