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CLUB CALENDAR OF EVENTS

5 April (Wednesday): TFC Board Meeting, 6:30 PM,
TKI Conference Room. All members welcome.

8 April (Saturday): General Membership Meeting,
Donuts 8:30 AM, Meeting 9:30 AM, TKI Conference
Room. Program: Alvin DeVane: Addison Airport Tower
Chief. Texins Flying Club Spring Picnic!

10 May (Wednesday): TFC Board Meeting, 6:30 PM,
TKI Conference Room. All members welcome.

13 May (Saturday): General Membership Meeting,
Donuts 8:30 AM, Meeting 9:30 AM, TKI Conference
Room. Program: Rick Manriquez, Clearing US
Customs on Return Flights.

Kim Gann
Anton Quiroz
Trey Tenhet
Calvin Tenhet
Dennis Schueler
David Shuster
Vivian Zhu

TFC April Program: Alvin DeVane:
Addison Airport Tower Chief

Keith Gutierrez

The 0930, Saturday, April 8th membership meeting will
start off with a short safety review by our Safety Officer,
Bill Moore, of a recent incident regarding two TFC
planes.

The main program will be a presentation from and a
discussion with Alvin DeVane, the Addison Airport Tower
Manager. Alvin is both educational and entertaining. In
addition to his various duties and postings in the Air
Traffic Control System, he is also an ATP rated Citation
Jet pilot with thousands of flight hours to his credit. Alvin

is one of the few ATC guys who also receives as well as
gives ATC commands. He knows what it's like to be on
the receiving end of ATC directives. So save up your
guestions and be prepared for a lively and entertaining
discussion.

Alvin promises not to remember your name but he does
remember tail numbers very well. Don't forget to ask him
how he likes his new perch, high a'top the new control
tower.

Alvin's presentation will precede the TFC spring cookout
and he will be joining us for lunch.

Spring Club Picnic!

Following our guest speaker, we will adjourn to the TFC
hanger for our annual spring picnic. Art Jones promises
to blow out the dust and put away the nuts and bolts for
at least a couple of hours on Saturday, April 8.

I am looking for some commitments from members who
can bring one or two portable grills and some coolers for
drinks. | will also need a few tables and some chairs. We
will be grilling outdoors, near the TFC hanger.

The TFC board members will be supplying hotdogs,
hamburgers and buns. | am looking for some volunteers
to bring the fixings and the other items such as salads,
dessert, chips, and drinks.

I will coordinate the listing so we get all the basics
covered and don't end up with too much overlap. Please
send me an email (kgg@ti.com) with what you plan to
bring and I'll coordinate so we get all the basics covered
and don't end up with too much overlap.

Thanks in advance for your support and help and let's
make this picnic one for the record books.

Keith Gutierrez, TFC Membership
214-480-7940

Bob Hoover Again!

If you have a couple of minutes, sit down and prepare to
be amazed:

http://youtube.com/watch?v=vQpVI| aldB0&search=aircr
aft




The Incident — A Near Miss At TKI
Bill Moore, TFC, Safety Director
Keith Gutierrez, TFC Membership Director

According toa recent NTSBreport, a quarter of all
midair collisions happen in or near the pattern of an
airport with an operating control tower. McKinney airport
is a popular training airport. It means every pilot must be
extra vigilant and assume the other pilots operating in or
near the pattern might not be as vigilant. This is a story
about an incident that could easily have resulted in a
midair collision of two TFC planes and another stark
statistic in an NTSB report.

It was a CAVU day, perfect for flying. Runway 17 was in
use at McKinney airport. There is a plane on a long final
and he’s been cleared to land. We'll refer to him as #1.
There is a TFC plane is doing touch and goes and
staying in the pattern. He is told he is number two in the
sequence and he is about to turn base. We’'ll call him
TFC-2.

Just as the TFC-2 plane hears his sequence
instructions, another TFC plane approaches McKinney
from the Southwest. We'll call him TFC-3. He calls the
McKinney Tower and is instructed to fly a right downwind
pattern, putting him on the west side of the runway. He is
informed that he is number three for the runway. At this
point in time there are 3 airplanes near the airport; one
on left downwind, TFC-2, one on right downwind, TFC-3,
and one landing, #1.

#2 forthe :
runway
Cleared

for the
Option

OK, here’s your first question: What should TFC-3 plane
on the right downwind leg, remember he is #3, be doing
as he flies north, paralleling the runway on the west
side? If you said look for the #2 plane (TFC-2 plane
doing touch and goes) you are correct.

However, what the TFC-3 pilot did was spot the #1
aircraft that just landed and mistakenly assumed it was
the #2 plane. In other words, he lost his sequence
number. He assumed he was now clear of traffic and
could turn east bound for his right base. And that is
exactly what he did. And at almost the exact same time,
the TFC-2 plane turned west bound for his left base. As

you can plainly see, both planes are now on a head on
collision course.

Fortunately, there’s a happy ending to this story thanks
to the vigilance of TFC-2 pilot. As he completes his turn
towards his base leg, he spots the errant east bound
pilot and realizes they are about to trade paint jobs. The
TFC-2 pilot immediately executes a 180 and turns away
from the airport.

Meanwhile, our errant east bound pilot doesn’t notice
anything wrong and he never sees the TFC-2 pilot high-
tailing it away from the airport. He continues on to an
uneventful landing. After congratulating himself on a
smoother than normal landing, he hears that infamous,
heart stopping phrase: “Cessna xxxx we need for you to
call the tower on the following phone number...”

Sequencing

When approaching an airport, either towered or
uncontrolled, communications and vigilance are your
primary objectives after flying the airplane. And, just as
important as seeing and being seen, following the
tower’s sequencing instructions are just as important.
Knowing your sequence number tells you how many
planes that must be positively identify. Failure to follow
recommended sequencing can ruin an otherwise
perfectly good flying day. It could also be fatal.

Traffic Spotting

Spotting planes in a pattern is difficult. As the days get
longer, spotting planes while looking into the setting sun
can be almost impossible. So, if you don't see the
planes, tell the tower. They will be more than happy to
assist you. They can also call your base or final turns
for you. Do not tell the tower that you see the traffic if
you don't. If you are the pilot in command, you must
personally see the traffic. Your helpful but unknowing
passenger might mistake a descending Southwest 737
as the traffic and tell you he sees it “the traffic.”

Communications

Radios are required at McKinney. But so are your ears.
When approaching the airport, but still a ways out, tune
in the tower and just listen for awhile. Try to get a sense
of who's in the pattern, who's approaching and from
where, and who's about to take off. Develop a mental
picture of the traffic. When it is your turn to call, use
standard radio calls, in terms understood by non-IFR
and non-local pilots.

A Sterile Cockpit

Practice the sterile cockpit rule. That means all talk not
directly related to flying should be kept to a minimum
while near the airport. This includes take-offs,
approaches, and landings. Make a game of it for your
non-pilot passengers. Have them looking for traffic.
You'll be amazed at how helpful a few more pairs of
eyes are in the crowded skies around a busy airport. But
don't let your passengers distract you from flying the
plane.



The Eyes Have It

Despite the prevalence of ATC radar and panel-mounted
or portable traffic avoidance devices, the principal tool
pilots use to keep from trading paint jobs is still the Mark-
I, Model-1 eyeball. However, the eyeball has a host of
limitations, just like ATC radar, the FAA's Mode-S
transponder-based Traffic Information Service (TIS),
TCAS and other airborne collision avoidance systems.

Did you know that if you spot an airplane that doesn't
seem to be moving, you and the other plane are about to
have a close encounter? Stationary objects will be
extremely difficult to see. Thus, the eye's physical
structure and limitations will work against you if you
remained focused on one area of the sky while trying to
spot traffic. On the other hand, moving objects are more
easily seen. But they pose less of a risk.

The reason is that the eye's best performance occurs
within a very narrow field of view called the "foveal field."
Between this field and your peripheral vision, it's
extremely hard for the eye to pick out and send to the
brain messages about fixed objects, the kind on
a collision path with your airplane. One solution (as your
instructor suggested) is to keep moving your eyes
around the sky, refusing to focus on any one area for
very long. This method works well in both the en route
and terminal environments.

Another tool in your bag of tricks is to understand where
the likelihood of a collision is greatest. Imagine any
place where there might be a concentration of airplanes.
Good examples are airports, VORSs, practice areas, and
obvious terrain features such as large lakes. If you are
new to an area, ask the locals for congested areas.

Use this checklist to enhance your ability to see and
avoid airplanes. "See and avoid" isn't perfect, but once
you understand its limitations, you can make it work and
fly safer.

Collision Avoidance Checklist
Remove restrictions to visibility, including cabin
sun shades, and open all curtains before flight to
give yourself the best chance of seeing other
airplanes.
Keep light colored items such as charts and
paper off the glare shield to prevent reflected
onto the windshield.
Clean your windows. Bug smears or bird-
droppings may hide traffic until it's too late.
Compensate for airplane design. Raise a high
wing or drop a low wing to look for traffic before
a turn. Bank or change heading slightly to see
around wing-mounted cowlings or other
obstructions.
Use your eyes. Keep you scan outside in VMC.
Vary your focus and your direction of scan
frequently. Glare-fighting sun glasses are an
essential safety addition to sunny-day flight.

Use passengers. Brief passengers that it's
always appropriate to calmly point out any
airplane they see.

Use your lights. Landing lights are more for
being seen than for seeing something else. Turn
on your landing lights when within 10 miles of
the airport to enhance your conspicuity.

Use your radio. Standard radio calls, in terms
understood even by non-IFR and non-local
pilots, will help you be seen and help you see
others.

Fly standard patterns and procedures. Be where
you're supposed to be and do what you're
supposed to do, to enhance "see and avoid."
Know when to use a right hand or left hand
traffic pattern. You do know how to determine
this — right?

Use ATC services as a supplement to traffic
avoidance, but don't assume ATC will point out
all traffic. Listen in to develop a "big picture"
view of where you are in relation to other
airplanes and be sure to advise ATC of any
altitude changes.

If available, the use of -collision-avoidance
technology can be helpful but it isn't perfect.
Review collision avoidance techniques. Unless
conditions warrant otherwise, always maneuver
to your right to avoid other traffic--keep the other
airplane on the pilot's side of the airplane.

When flying high-performance airplanes at low
altitude, slow down to give yourself more time to
see and avoid traffic and allow others more time
to find you and steer out of the way.

All ATC traffic advisories (even under IFR) are
given on a time available basis only. The
expectation is that pilots will see and avoid other
airplanes. Remember: at a towered airport with
Class D airspace, ATC only guarantees
separation while on the runway. Controllers will
try to properly sequence traffic to ensure
efficient runway use, but airborne separation is
not part o! f the plan.

Reference

(1) “See and Avoid Works,” by Thomas P Turner,
Aviation Safety Magazine, Volume 25, Number 1
January 2005

New Garmin GTX327 Transponder

The club Arrow, N7508J, had a transponder the gave up
the ghost. It has been replace by a top-of-the-line new
Garmin GTX327 Mode C transponder. It has more bells
and whistles than the transponders in the other TFC
aircraft, so check out the Pilot's Guide on the aircraft
equipment site at:

http://www.texins.org/flyingclub/GTX327Transponder_Pil
otsGuide.pdf




Don't Turn Back!

By Doug Rozendaal (reprinted with the author’s
permission)

In response to the RV-List thread on turning back to the
airport in the event of an engine failure after Take Off |
have assembled this editorial. To save bandwidth | am
posting this here. | had an engine failure during a low
approach and it resulted in an off airport landing. | will
share some details of that debacle where it might make
the reading more interesting.

One of the most terrifying prospects in any airplane is an
engine failure after take off. By definition we are near the
airport and these are often found in populated areas
offering few alternatives for landing. In the (good) old
days pilots landed their plane nearly anywhere. Today,
most pilots today have never landed an airplane on
anything other than an airport. This has undoubtedly
contributed to the improvement in safety we have seen
over the years. Unfortunately, because of this we have
deep in our psyche is a desire to land only at airports. If
we practiced off airport landings, to a full stop, we might
have less apprehension about an off airport landing. (just
kidding, sort of)

When the engine quits after take off, or any other
emergency occurs we respond. AC 61-21A, the "Flight
Training Handbook," a.k.a. the Blue Book you must
memorize to be a flight instructor, quotes a NTSB study
that identified factors which interfere with the prompt and
proper response to an emergency.

1. Reluctance to Accept the Emergency. This can't be
happening to me. This is a bad dream. | will wake up
and it will be all over. Wrong.

2. Desire to Save the Aircraft. My guess this is a really
big interference for builders. Remember preserve your
assets in this order, Skin, Tin, Ticket. (I stole that from
someone but can't remember who or where)

3. Undue Concern about Getting Hurt. If you fly your
airplane to the ground before you hit something your
chances of survival are really high. If you stall spin you
have ZERO chance for survival.

This all seems quite terminal and depressing, but fear
not, the answers lie in AC 61-XX "The Fundamentals of
Instruction,” a.k.a. the hated and much maligned red
book. The solution to this interference is instruction.
When an emergency occurs your first response will most
likely be one of the above. In my accident it was #2, and
| had an overwhelming desire was to turn back to the
airport. These are called normal responses to stress.
There is another entire chapter on abnormal responses
to stress. Some are quite humorous, however if you
displayed any of these in your training it is the
responsibility of a "professional flight instructor” to help
you pursue another line of work. If you have been
properly trained, the red book says, you will quickly put
aside these thoughts and take proper action.

Before we have a forced landing at the worst possible
time lets discuss them in general. Prudent pilots plan for
worst. This involves having a "plan B" in mind at all
times. That includes forced landing sites. Obviously the
higher we are the less time we need to spend
considering sites. Conversely on takeoff often our
options are quite limited. In this scenario, plan B is to
sacrifice the airplane to save our skin.

No matter how high or low you are it still comes down to
landing with out power. If given a choice of landing sites,
when you get down near the ground you need to use an
approach that you have practiced. The trick is to do a
short field, soft field, dead-stick, accuracy landing. No
big deal right? When was the last time you practiced
that?

The choices are:

1. The Overhead 360. This is a military pattern and
altitude permitting, the preferred method. It involves
flying over the desired point of landing flying a 360 deg
turn and landing out of it. The "blue book" says this
should be started at 2000 ft above the ground. In a T-6 it
takes 3000 ft.

2. The 180 Approach. This involves flying abeam you
desired touch down point and flying a descending turn to
it. The blue book says a 1000 ft here.

3. The 90 Approach pick a point on the 45 deg line and
turn to it. Interpolation would indicate that 500 ft would
be the number here.

All of these methods allow you to increase or decrease
the radius of turn to burn up excess altitude.

You notice we did not discuss the straight in approach.
Let's look at some problems with the straight in
approach. All of the approaches are turns you notice.
Since you have no throttle, by changing the radius of the
turn you increase or decrease distance to the landing
point. In the straight-in you can S-turn if you are high but
if you are low you are screwed. A straight in truly is the
last resort. Then why is it the first thing we are supposed
to do? It is about training. If you are at 100 ft when the
engine quits you don't have any time to think. You must
put aside the normal responses and resort to your
training. Your training must be to lower the nose and
land straight ahead.

Do not chastise yourself for you initial response to turn
back. | did that! | was mad at myself for wanting to turn
back. The training finally kicked in and | lowered the
nose and went to work solving problems. | had little
altitude so | chose the 90 deg approach to get headed
into the wind and landed the airplane. Unfortunately it
was in a soft soybean field and | went about 60 ft and
nosed over. Then the fun began.

Now lets suppose that you are at 1000 feet and the Blue
Book says it is OK to do the 180 degree approach right?



Wrong, unless you are at Metropolis and there is a
parallel runway off your wingtip. If you took off from the
2500 ft of grass at Dump-truck , lowa after you do that
180 degree turn you still have another 45 to go to point
at the end of the runway and then another 45 to get lined
up on final. That totals 270 degrees of turn and the Blue
Book says that would be around 1500 ft of altitude. Oh,
but we are not done yet. Unless you have 2000 ft and
can do a 270 degree turn followed by a 90 you are set
up for a straight in approach. And if you end up short,
most airplanes will, unless there is a 20 knot wind, you
will make a downwind crash landing in the road ditch
short of the airport. For downwind off-airport landings, |
can't think of anywhere short of the Salt Flats where |
would choose that option.

Another Tidbit of training that passed through my mind in
the moments following the incident and preceding the
accident was from my B-25 check pilot, Randy Sohn's
wisdom which he credits to Bevo Howard (I think) is, "Fly
It to the Ground, don't Fall it to the Ground." If you hit the
ground with the wings level and at the slowest possible
forward speed your will probably be able to talk with the
FAA about your landing. Believe it or not that is now your
primary objective.

If on the other hand you chose to turnaround and put
that 10 knot wind on your tail feathers, you have
increased your landing speed from 45 to 65 knots. | have
long forgotten my physics but it is a 44% increase in
landing speed and about 2 times the energy.

What's the point? Train, Practice, Take your bird up to
altitude and pull the mixture. Find out how fast it comes
down. Simulate that decent rate with flaps and power in
the pattern. Set that configuration and don't touch it till
you wipe it off to land, on the 1000 ft marks and not 1 ft
short. Develop a pneumonic checklist like "Glide, Gas,
Gear, Mixture, Mags, heat, Help, Harness, Prop,
Canopy, and practice it.

So now you are saying even the "Defender of Don't Turn
Back" turned. Yes | did, but not back, only into the wind.
Would | never turn back? Yes | would. Suppose | am
cruising at 8500 ft. and the fan quit. First, lower the nose
and fly straight ahead. Then push nearest airport button,
find it behind me and fly back. Think about it that way.
Flying back to the airport, not turning back to the airport.
If you can't fly back to the airport and land into the wind,
Don't turn Back.

In closing, don't cut ribbons with a little airplane that
doesn't have alternate air and stalls at 95 mph. If you do,
and the engine quits, lower the nose (a long ways) and
land straight ahead. (at least into the wind)

PS. The altitudes in the Blue Book are not for an RV It
will do better. How much? It would depend. Altitude,
Temperature, Gross Weight, Cruise prop, Climb prop, or
C/S prop, engine compression (the reason it failed). If
anyone feels compelled to set a numbers for their
airplane | would demo the lowest number you are

comfortable with and add at least 25% for the
contingencies, 50% would be better. (Jan 1998.)

| have gotten more conservative. Change the last
sentence to increase the numbers by 50% minimum,
100% would be better. (Mar 2006)

Cheap! Lakefront Home With Own

Airstrip (STOL Aircraft Only)
Submitted by Wolfgang Kemper

VFR Nav Log File Available
Submitted by Bruno Courbage

In Bruno’s spare time, he created this VFR Nav log form
which is adapted from 3 different sources, plus his own
needs.

http://www.texins.org/flyingclub/Navlog.pdf

He sent this so that it can be made available to club
members. This form can be filled out as needed by pilots
directly in Adobe Reader. There is a second form named
"Navlog-SAMPLE.pdf" that contains some bogus
information as a matter of example.

http://www.texins.org/flyingclub/Navlog-SAMPLE. pdf

If anyone wants the source (Adobe lllustrator) files to
modify Bruno will be happy to share those also.

Thanks Bruno!



Speaking of Crosswind Landings
Submitted by Dan Michaelis

Crosswind Landing Testing--------- These guys might
even make good tail-wheel pilots....not your typical bus-
drivers...

http://www.texins.org/flyingclub/Crosswind.wmv

This little item shows the Boeing factory determining the
demonstrated crosswind landing limits on the 777 and
the 747SP. The engineers make educated guesses, but
then the test crews have to go actually prove the
numbers. They sneak off to Brazil to do these tests at a
certain remote BAF airbase famous for its continual
atrocious crosswinds...Should the gear side-loads be
excessive and fold one up, there is nobody there to take
nasty pix for the Airbus guys to wave around in the
press.

This is some good piloting in getting these planes down.
It comes close to ‘“incredible".... tire change
anybody????

If you haven't seen these it's pretty amazing to watch
planes of this size crab walking in on a landing. | can
hear the whole crew and the pilot just yelling "Yeehaaaa"
at the top of their lungs.

Note the rudder action on landing.

In-Flight Intercept Procedures
Submitted by Bill Moore, TFC Safety

A good website to visit is the Air Safety Foundations
website at:
www.aopa.org/asf/publications/

At that site, you can find a printable copy, suitable for
your flight bag, of the In-Flight Intercept Procedures.
This page also is a Library of Safety Information. A good
place to review.

Member Photo Contest
Keith Gutierrez

Below are some pictures taken by Keith Gutierrez last
month on a trip to Austin.

The daytime picture was taken near Waco in the
morning, with virga at 6000 feet.

The sunset picture was between Temple and Waco on
the return to TKI.

Can anyone beat that with photos from one of your own
flying trips?



Pilots vs. Mechanics
Submitted by Ishwar Hosagrahar

Just in case you need a laugh: Remember it takes a
college degree to fly a plane but only a high school
diploma to fix one. (Reassurance for those of us who fly
routinely in our jobs).

After every flight, Qantas pilots fill out a form, called a
"gripe sheet," which tells mechanics about problems with
the aircraft. The mechanics correct the problems,
document their repairs on the form, and then pilots
review the gripe sheets before the next flight.

Here are some actual maintenance complaints
submitted by Qantas' pilots (marked with a P) and the
solutions recorded (marked with an S) by maintenance
engineers. By the way, Qantas is the only major airline
that has never, ever, had an accident.

: Left inside main tire almost needs replacement.
: Almost replaced left inside main tire.

w o

: Test flight OK, except auto-land very rough.
: Auto-land not installed on this aircratft.

w7

: Something loose in cockpit.
: Something tightened in cockpit.

(/20

: Dead bugs on windshield.
: Live bugs on back-order.

w o

P: Autopilot in altitude-hold mode produces a 200 feet
per minute descent.
S: Cannot reproduce problem on ground.

P: Evidence of leak on right main landing gear.
S: Evidence removed.

: DME volume unbelievably loud.
: DME volume set to more believable level.

w o

: Friction locks cause throttle levers to stick.
: That's what friction locks are for.

wnw o

: IFF inoperative in OFF mode.
. IFF always inoperative in OFF mode.

(2l

: Suspected crack in windshield.
: Suspect you're right.

(2l

: Number 3 engine missing.
: Engine found on right wing after brief search.

wnw o

P: Aircraft handles funny.
S: Aircraft warned to straighten up, fly right, and be
serious.

P: Target radar hums.
S: Reprogrammed target radar with lyrics.

P: Mouse in cockpit.

S: Cat installed.
And the best one for last ..

P: Noise coming from under instrument panel. Sounds
like a midget pounding on something with a hammer.
S: Took hammer away from midget

Get The Picture?!

New Hourly Rates Effective March

Based on the maintenance costs and increases in the
price of aviation fuel, the hourly rates for club aircraft will
be increased on March 11, 2006. The board reviews on
a monthly basis the maintenance costs of each aircraft
and the per gallon price which we are charged by our
supplier, and modifies rates as appropriate. The current
rates were based on a cost of $3.90/gal and the increase
has brought our costs up to $4.19/gal. We include a
chart of our aviation fuel costs per gallon in each
monthly newsletter, in order to better inform club
members of changes.

The hourly flight costs are as follows, effective March
11th, 2006:

N6368K Cessna 150M Commuter
N7929U Cessna 150M Commuter $75/tach hour
N737TY Cessna 172N Skyhawk $93/tach hour
N733NB Cessna 172N(180)Superhawk $97/tach hour
N7508J Piper PA-28R-180 Arrow $122/tach hour

$75/tach hour

Your off-site fuel expenses for purchases made starting
March 11th, will be reimbursed at a rate of $4.19/gal.



Wings of Freedom Tour
Submitted by Hal Ticknor

Once again this year, the Frontiers of Flight Museum at
Dallas Love Field welcomes the Collings Foundation's
Wings of Freedom tour. The tour arrives the afternoon of
April 6 and will be at the museum through April 11. In
addition to the Boeing B-17G "Nine O Nine" and the
Consolidated B-24J "Witchcraft" that came last year, a
North American B-25 named "Tondelayo" is a part of the
tour. The aircraft will be open for tours from 10:00 AM to
4:30 PM each day and will be flying before and after
display hours most days. There will also be veterans
who flew these aircraft on hand as well. One admission
price gets you museum and aircraft access. You can
also book a flight on one of these historic aircraft by
going to the Collings Foundation website at
www.collingsfoundation.org

The B-24J is the only aircraft of it's kind that saw combat
in WWI1I still in flying condition. It was restored back in
1989 by the Collings Foundation and repainted in it's
current scheme in 2004 to honor the mighty 8th Air
Force's 467th Bomb Group. The original "Witchcraft"
from this group compiled an amazing record of 130
combat missions. The B-17G is one of only about 12 left
in flying condition in the U.S. and there are only about
that many B-25s flying as well. Don't miss this chance to
see these historic aircraft that have been lovingly
restored and are maintained by the Collings Foundation.

The Frontiers of Flight Museum is located at Lemmon
and University at the southest corner of Love Field.
Check the website at www.flightmuseum.com for more
details and possible schedule changes.

April 4, Pancake Breakfast, Pineville Municipal (2LO),
Pineville, LA, 318-445-1772,
margaretaortigo@bellsouth.net

April 6-11, Collings Foundation Wings of Freedom
Tour, Frontiers of Flight Museum, Love Field, Dallas,
TX. (see article this issue)

April 8-15, Mara Gliders Thermal and Wave Soaring
Camp, Marfa, TX, 800-667-9464, www.flygliders.com
texasgliders@aol.com

April 13, NBAA Business Aviation Regional Forum,
Dallas, TX, 202-783-9357, web.nbaa.org/public/cs/
scole@nbaa.org

April  17-19, NBAA Maintenance Management
Conference, Dallas, X, 202-783-9357,
web.nbaa.org/public/cs/ swirtz@nbaa.org

April 21-22, Chapter 614 Spring Fly-In, Pineville
Municipal  (2LO), Pineville, LA, 225-869-3481,
http://members.cox.net/laflyins/ laflyins@cox.net

April 22, LBX Spring Fly-In, Lake Jackson, TX, 979-
849-5755, www.airportl.com

April 29-30, 16" Annual Spirit of Flight Airshow at the
Lone Star Flight Museum, Scholes International Airport,
Galveston, TX, 409-740-7722, www.lonestarflight.org
flight@lonestarflight.org

May 6, 22" Annual Fly-In Breakfast, Plainview, TX,
806-787-5923, www.ch19.org

May 11-14, Southwest Regional EAA Fly-In, Hondo
Municipal Airport (HDO), Hondo, TX. Forums, lectures,
displays, air show. 830-889-8802, www.eaatexasflyin.org

info@swrfi.org

May 13, Chapter 244 Fly-In & Poker Run, False River
Regional (HZR), False River, LA, 225-869-3481,
www.members.cox.net/laflyins laflyins@cox.net

May 13-14, Ft Worth Airshow, Featured attraction is
the USN Blue Angels. Carswell JRB NAS, Ft Worth, TX,
This is a FREE event!!!

May 20, Majors Field Appreciation Day, Greenville, TX,
903-454-1926, cebrown4273@yahoo.com

May 20, Chaptger 912 Fly-In, Concordia Parish
(Vidalia) (OR4), Concordia, LA, 225-869-3481,
www.members.cox.net/laflyins laflyins@cox.net

May 21, Dyess Airshow, Featured attraction is the
USAF Thunderbirds, Dyess AFB, Abilene, TX.

May 22-25, Regional Airline Association Annual
Convention, Wyndham Anatole Hotel, Dallas, TX, 202-
367-1170, raa.org

June 1-3, Biplane Expo, Frank Phillips Field, Bartlesville,
OK, 918-622-8400, www.biplaneexpo.com

June 3, Mid-Way Regional Airport Annual Pancake
Breakfast Fly-In, Midlothian, TX, 972-923-0080,
www.midwayregional.com mpeinado@dot.state.tx.us

June 19-29, World Class Sailplane National Contest,
Marfa, TX, 800-667-9464, www.flygliders.com
texasgliders@aol.com

June 22-25, Ercoupe Owners Club National
Convention, Terrell, TX, trlaviation@aol.com

July 7-8, 8" Annual Okie Dust Devil Aerobatic
Competition, Weatherford-Stafford Airport, Weatherford,
OK, 580-774-1971, creswell@classicnet.net

September 22-23 50" Annual Tulsa Fly-In, Frank
Phillips  Field, Bartlesville, OK, 918-622-8400,
www.tulsaflyin.com




September 30-October 1, Fort Worth International
Airshow, Featured attraction is the USAF Thunderbirds
Wings of Freedom 2006 Tour, Alliance Airport, Ft Worth,
TX.

October 7-8, Commemorative Air Force Annual
Airshow/Tradeshow, Midland International Airport,
Midland, TX, 432-563-1000 x2263, www.cafhg.org
marketingmgr@cafhqg.org

November 11, 8" Annual Texas Aviation Hall of Fame
Induction Ceremony, Galveston, TX, 408-740-7722,
www.lonestarflight.org flight@lonestarflight.org

November 12, 16" Annual Fly Day, Lone Star Flight
Museum, Galveston, TX, 408-740-7722,
www.lonestarflight.org flight@lonestarflight.org

Low Cost Refueling Options Around
DFW

Highlights from March Board Meeting
-- 03/08/06

Meeting called to order at 1837 by President Phil Rains.

Attending were: Fred Carvajal, Kenny Collins, Don
Essenpreis, Keith Gutierrez, Art Jones, Bill Moore, Bob
Moran, Phil Rains, Dick Stephens, Bret Stewart, Charlie
Weinberger.

Opening remarks by EIl Capitan.

Flight Instruction — Met with paint shop on N7929U. Mid
next week will be ready to start stripping and painting the
aircraft. Transponder on N7508J) was taken to the
avionics shop, and a 13 hour bench test showed no
issues. If we replace any transponders with a Garmin
transponder, be aware that Garmin uses a flat charge for
all repairs of $400. Considering a Garmin GTX372 as a
replacement transponder for N7508J. No orientation
rides past 30 days, one scheduled for this Saturday
morning.

Ground School — Ground school registration and classes
start next week. Several board members will be present.
Only two students have committed, but 8-10 are
interested.

Operations/Maintenance report [see March Newsletter] -
The fleet flew 61.9 hrs flown in February, and has flown
16.4 hrs so far this month

Communications — Ground school blurbs in recent TI
InfoLink article, and also seen in the Dallas Morning
News (thanks to Lynne Weinberger!) Need
articles/items for newsletters.

Controller — Cutter fuel prices are up to $4.19/gal.
Sticking with 24 month rolling average for maintenance
costs. Reviewed rate sheets. Fuel and maintenance
costs driving an increase to $75/75/97/93/122 as of
Friday midnight 3/10.

Safety — All flying safely. AOPA cheat-sheet on intercept
procedures. Will post on club web-site.

Membership — Stan Maige to do a helicopter program for
the June member meeting. The April member meeting
will be immediately followed by the spring picnic and we
need volunteers to help cook/setup/cleanup. Want more
involvement (pot luck) from membership for picnic. All
spots still filled for OKC high altitude training. Kaboom
town planned for July. One member has had to go
inactive due to returning to Iraq.

Treasurer — Working TFC accounts that are in arrears.
Need to make sure that instructors are charging in a
timely fashion.

XC Maintenance — Waiting on the 4M cards for the
GPSs.

New business —

- N7929U paint discussion. Interior upgrades at
the same time (recover seats,
replace/clean/repaint plastic).

- Transponder replacement discussion. N7508J
first because can't find replacement parts for the
old problem transponder. N733NB will be next.
1* transponder from capital funds, second from
club funds, after using the remainder of the club
funds.



- Financial independence from TAC roadmap
discussion.
- Charlie needs the club asset list from Bob.

Meeting adjourned 2112.

Highlights from March Membership
Meeting -- 03/11/06

Membership meeting 3/11/06 0930.

Attending were approximately 17 people. Most were
members and officers. Phil (El Presidente) started the
meeting and discussed some business;

Ground school starting next Tuesday. Dick said he had
three (3) commitments with more possible.

N7929U will go in the shop for paint Monday. Seats will
be re-upholstered at same time. Paint will be like
N6368K's paint scheme and color.

Board approved the installation of a Garmin GTX-327
Digital Transponder in N7508J.

Keith (Membership) discussed the calendar for topics at
the next Membership Meeting.

April 8, 2006 there will be a Picnic in front of the TFC
hanger.

Calvin gave an excellent presentation covering the Piper
Arrow, N7508J. The discussion was about all the
systems on the aircraft and some requirements for
transition to a Complex aircraft.

Meeting ended at 1110.

TFC Fleet Maintenance March ‘06

6368K On-Line

03/04/06 Annual inspection completed.

7929U Off-Line

03/13/06 Aircraft in the Paint Shop. Seats at upholstery
shop.

03/21/06 Seats picked up from shop. Material certificates
received.

737TY On-line

03/01/06 Nose strut re-inflated.

03/10/06 New outer brake pads.

03/28/06 New battery solenoid installed.

733NB On-line

03/24/06 New O rings in nose strut.

03/27/06 Right navigation light repaired.

7508J On-line

03/06/06 Mode C encoder removed.

03/08/06 Encoder reinstalled after bench check.
03/23/06 New Transponder installed.

03/24/06 Strobes are OK.

03/28/06 Gear warning bulb checked OK. Art is checking
to see if it was intentionally disconnected when the
automatic was modified to not be automatic.

AVGAS Rates

100LL Fuel Rates

3/1/2003
5/1/2003
7/1/2003
9/1/2003
11/1/2003 -
1/1/2004
3/1/2004
5/1/2004
7/1/2004
9/1/2004
11/1/2004
1/1/2005 -
3/1/2005
5/1/2005
7/1/2005
9/1/2005
11/1/2005 -
1/1/2006
3/1/2006

TFC Fleet Statistics (1H '06)

Jan| Feb Mar | Apr May | Jun | YTD
Total 88 619 653 0 0 0 2160
6368K 22 94 142 o [0 aq 458
7929V 104 113 79 0 [0 aq 29§
733\B 189 141 1286 0 [0 q 452
737mY 206 204 163 0 [0 q 575
7508] 17.3 65 143 0 [0 q 381




TEXINS FLYING CLUB OFFICERS

Office Board Office Home Email
Member Phone Phone
President Phil (972) (972) Phil
Rains 995-4776 | 664-0654 | @fullprop.com
Ops VP Fred (214) (972) jhcarvajal
Carvajal 536-8419 | 562-2128 | @aol.com
Trainer Maint Don (214) (972) esse
Essenpreis 567-8396 | 530-8648 | @ti.com
XC Maint Kenny (972) (972) Kennyc
Collins 880-2112 | 272-8810 | @dccplus.com
Membership Keith (214) (972) kgg
Gutierrez 480-7940 | 672-2906 | @ti.com
Communications | Bret (972) (817) Bret_stewart
Stewart 927-5013 | 281-5239 | @computer.org
Controller Dick (972) (972) Stephens6
Stephens 517-1647 | 517-1647 | @speakeasy.net
Treasurer Charlie (972) (972) c-weinberger
Weinberger, Sr | 995-3830 | 562-7586 | @ti.com
Chief Instructor Art Cell(214) (972) adjl
Jones 803-1313 | 346-2646 | @airmail.net
Safety Bill (972) moorel213
Moore 270-1769 | @sbcglobal.net

TEXINS FLYING CLUB INSTRUCTORS

TEC AIRCRAFT AND RATES

Tail No. Make Model Rate/Hr
6368K Cessna 150M Commuter $75.00
7929U Cessna 150M Commuter $75.00
733NB Cessna 172N(180) Superhawk  $97.00
737TY Cessna 172N Skyhawk $93.00
7508J Piper PA-28R-180 Arrow $122.00

* Off-site fuel expenses are reimbursed at a rate of $4.19/gal.
* For off-site fuel shopping see www.airnav.com

* Detailed aircraft features are listed in Club Handbook
Monthly Dues: $35.00 for regular members

Instruction: $21.00 / Hr

TFC measures aircraft rental rate using tachometer hour.
Rate includes cost of fuel (currently $4.19/gal).

All non-instructional flights require additional 8.25% tax.

L

KEY CONTACT INFORMATION

McKinney & TEC
Aircraft Scheduling
TKI ASOS Land Line
Airport Manager
Cutter Aviation @ TKI
Monarch Air @ TKI
TSA GA Hotline

www.texins.org/flyingclub
(972) 542-9659

(972) 562-6080 ext 4053
(972) 562-5555

(972) 562-0717

(866) GA-SECURE
(1-866-427-3287)

General

DUAT (800) 345-3828
www.duat.com
www.duats.com

(214) 902-1800

(817) 858-7300 (ZFW ARTCC)
(800) 432-4342 (Josh Pruzek)
(972) 251-5079 Metro

Dallas FSS/FSDO
Ft. Worth Center
FlightCom, Inc.
Southwest Soaring

Monarch @ ADS
DE: TM Smith

(972) 931-0345
(972) 661-8086

C|M|C|S|C|A
Instructor FIE|o|E|F|T Office Home Email

{1 |{n|S|I]|P Phone Phone

| \ G
Mike *| % *| % (972) Mbaulch5
Baulch (M) 843-2208 | @aol.com
Calvin *| % *| % % | (903) (972) calvin.coffey
Coffey (M) 408-8962 | 547-6711 | @sbcglobal.net
Hank * * (214) (972) eilts
Eilts (M) 480-3581 | 517-8273 | @ti.com
Rich (M) * *| (972) (972) habu5
Graham 491-0011 | 491-0011 | @verizon.net
Art *| *| % Cell(214) | (972) adj1l
Jones (M) 803-1313 | 346-2646 | @airmail.net
Richard *| *| % (972) (972) rsklein3
Klein 344-3356 | 424-2307 | @comcast.net
Russell * (972) rus;macdonald@
MacDonald 491-1380 | Verizon.net
Bob (M) | %| % *| (972) (972) robert.niedwiecki@
Niedwiecki 390-3672 | 414-3517 | experian.com
Sherman * (214) (972) shermanr
Ratliff (M) 965-6063 | 660-4480 | @airmail.net
Mark *| *| % *| (972) (972) mseglem
Seglem 727-3465 | 727-3465 | @swbell.net
Dick (M) | % * (972) (972) stephens6
Stephens 517-1647 | 517-1647 | @speakeasy.net

(M) TFC Member/Instructor CFIl - Certificated Flight Instructor,
Instruments;  MEI - Multi-Engine Instructor; Conv - Conventional
Gear (Taildragger) Instructor; SES - Single Engine Sea; CFIG -
Certificated Flight Instructor, Glider; ATP - Airline Transport Pilot-
rated. Note: All instructors are assigned by TFC's Chief Flight
Instructor (Art Jones).

ABOUT THIS NEWSLETTER: Inputs are encouraged! Of particular
interest are flying experiences that others can learn from. Forward
inputs to Bret Stewart, email bret stewart@computer.org

DE: Richard Caldwell
DE: Kendall Haley (940) 321-2849
DE: Carol Walker (214) 948-0440
Email: WalkerCL@aol.com
FAA Medical: Gabriel Fried (972) 361-0155
Christopher Blair, AME, (972)-745-4446

(972) 885-4911

TFC COMMUNICATIONS & INFO

WWwW http://www.texins.org/flyingclub

FlightCom Prices http://www.texins.org/flyingclub/flightcom.html

Email List tily@list.ti.com

TFC Board Email tflyboard@list.ti.com

Mailing Address Texins Flying Club
P.O. Box 831311
Richardson, TX 75083-1311

This newsletter is copyright property of Texins Flying Club except for by-lined
articles, which are copyright property of the authors.
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