
h 
 
 
 
 
 
 
 

July 2006 
 
 

CLUB CALENDAR OF EVENTS 
 
3 July (Monday): TFC evening grill & party at Kaboom 
Town Celebration (Addison Airport).   
 
5 July (Wednesday): TFC Board Meeting, 6:30PM, TKI 
Conference Room.  All members welcome. 
 
8 July (Saturday): CANCELLED:General Membership 
Meeting, cancelled due to Kaboom Town celeberation 
on Monday, 7/3. 
 
9 August (Wednesday): TFC Board Meeting, 6:30PM, 
TKI Conference Room.  All members welcome. 
 
12 August (Saturday): General Membership Meeting, 
Dounuts 8:30AM, Meeting 9:30AM, TKI Conference 
Room.  Program. 
 
 
 
Congratulations on these Member Achievements!  
 
Member Event Date Instructor 
Kim Gann Solo 06/01/06 Art Jones 
Richard Mayfield PPSEL 06/05/06 Bob Niedwiecki 
Trey Tenhet Solo 06/10/06 Calvin Coffey 
Dee Dee Stewart Solo 06/27/06 Calvin Coffey 
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Kent Robinson 
Matt Zett 
Jim Evans, CFI 
 
 

Blown Nose Strut Seals 
Blown nose strut seals have become an expensive 
epidemic.  Everyone should know that in the months of 
May and June, a total of four seals have required 
replacement.  This cost the club approximately $800 in 
labor, which does not include lost flight time.   

The most common causes of blown nose strut seals are: 

- Bad crosswind landing techniques, resulting in 
skidding and slipping.  This causes flat spots on 

tires and shortens their life, damages strut seals, 
and places excessive stress on the landing gear 
and strut. 

- Landing on the nose wheel.  This damages or 
destroys the nose strut seal, and can damage 
the nose strut assembly & firewall. 

- Improper use of the tow bar by making 
excessively sharp turns.  This can damage the 
nose strut assembly. 

 
The TFC Board of Directors is usually able to identify the 
responsible pilot by cross referencing aircraft logs and 
scheduler reservations and is strongly considering 
passing along the repair costs to them.  However, in the 
name of safety, if you damage a strut seal, please notify 
anyone on the board immediately and the board will be 
very forgiving if you take steps to eliminate the problem 
with some dual instruction. 

 

Officer Election Results 

Officer nominations were opened at the May TFC 
membership meeting and at the June TFC membership 
meeting an election of board members was conducted. 
There were no new candidates and the officers were 
voted in by a majority: 
 
  Operations,            Fred Carvajal 
  Trainer Maintenance, Don Essenpreis 
  Treasurer,              Charlie Weinberger, Sr 

Safety,                   Bill Moore 
 
The remaining board positions will be up for nomination 

and election in November/December. 
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Newsletter of the Texins Flying Club 
 



Mixture Leaning 
Bill Moore, Art Jones, and Keith Gutierrez 
 
TAXIING 
When ready for taxi, either to runway or to the tie-down, 
it is always a good idea to lean the mixture to prevent 
plug fouling especially if there are several aircraft ahead 
of you waiting for takeoff. Idling with an overly rich 
mixture can cause carbon buildup on the spark plugs. 
This can cause rough engine operation when doing a 
magneto check and make you question whether the 
engine is operating properly.   
  
Whenever mixture is adjusted, rich or lean, it should be 
done slowly. 
  
CLEARING FOULED PLUG 
If the engine is running rough on mag-check, always 
suspect a fouled plug first. Clearing a fouled plug is 
relatively easy and straight forward. Assuming you are 
not parked on a gravel runway, set the throttle at full 
power 2000 RPM,  and  slowly lean  the  mixture  until 
the EGT gauge is at its peak or until the engine is 
running just a bit rough. The goal is to get the 
temperature up such that the fouling carbon is cleared 
off the plug.  After about 20 seconds, lower the RPM to 
the normal mag-check setting, slightly enrich the mixture 
and switch magnetos to verify that the suspected plug 
has cleared. This only take a few seconds, not minutes.  
If the mag-check fails, repeat the same procedure, 
except run the power up to 2200 RPM. After the second 
try, and the mag-check still fails, return to the tie down 
and ground the aircraft.  Immediately notify an instructor 
or use the website to indicate the grounding. DO NOT 
take-off with the hope the engine will clear itself in flight. 
It is never advisable to increase power to MAX RPM. 
There are many objects around that can damage the 
propeller. 
  
MAXIMUM TAKEOFF PERFORMANCE 
For max performance takeoff, leaning the mixture to 
obtain maximum engine performance is predicated upon 
the density altitude, not the physical altitude. 
  
Sitting at the end of a runway and running up the engine 
to adjust the mixture has the possibility of picking up 
debris that can damage the propeller, also adequate 
cooling is not available to the engine. If the runway is too 
short to comfortably allow adjusting the mixture during 
the takeoff roll, use full power to adjust the mixture first, 
then do the mag-check. Adjusting the mixture at mag-
check RPM isn't advisable. The fuel flow changes at 
higher power settings making it inadvisable to adjust the 
mixture with partial power. 
  
When the runway is long enough, start the takeoff roll 
and begin leaning the mixture immediately. At the first 
sign of engine roughness, increase the mixture (push it 
in) until the engine runs smoothly. When the mixture is 
pulled out, the engine is going to stop. Don't panic and 
shove the mixture control back in to the starting point or 
you've defeated the purpose of the adjustment. Make a 

small, smooth increase by pushing the mixture control 
back in toward rich until the engine runs smoothly. This 
adjustment will give maximum power for the takeoff. Fine 
tuning of the mixture can be accomplished after climbing 
400 to 1000 feet AGL. 
  
Follow the POH for the aircraft you are flying for setting 
the mixture on landing. 
  
Textron Lycoming recommends using full rich mixture 
during takeoff or climb. For 5000 feet density altitude 
and above, or high ambient temperatures, roughness or 
reduction of power may occur at a full rich mixture. The 
mixture may be adjusted to obtain smooth engine 
operation. Again, lean to maximum RPM at full throttle 
prior to takeoff where airports are 5000 feet density 
altitude or higher. Limit operation at full throttle on the 
ground to a minimum. 
  
TURN OFF THE CARB HEAT 
 You would be amazed how often our fellow members 
leave the carb heat pulled out while taxing to the tie-
down area. That is a guarantee that the next member 
will start the plane and find the plugs already fouled. 
After landing and clear of the runway, turn OFF Carb 
Heat (push in) and lean the mixture for smooth running 
to taxi to the terminal or tie down. This procedure keeps 
the plugs from building carbon and fouling. There will be 
fewer problems for the next pilot, which may be YOU.   
 
 

Destination - The Rockies: 
Training In High Altitude Airport 
Operations 
 
It is 7AM on a clear, cool Sunday morning in mid June 
and I’m about to start my final exam. I’m at 10,500 feet in 
a small airplane. I’m heading west, with the Denver 
skyline behind me. Ahead of me is a seemingly 
impenetrable wall of mountain ridges that mark the 
eastern terminus of the Rocky Mountains and these 
mountains are higher than my present altitude. The right 
seat is occupied by Don Dolce, my mountain flight 
instructor. Will I pass the test? 
 

 
 
My mind wanders a bit and I recall the title of the 
previous day’s ground school presentation: “Welcome to 
the highest of the high country and the Colorado Pilots 
Association (CPA) Mountain Flying Program.” This is the 
annual mountain flying seminar hosted by CPA. During 



the all day program, a group of about 30 students from 
all over the country are intently following the material 
because the next day we will be expected to put it all into 
practice in a marathon flight that covers 6 high altitude 
airports with density altitudes exceeding 13000 feet – 
that is assuming I can find and cross my first landmark of 
the trip – Corona Pass. 
 
Corona Pass 
Corona Pass is actually labeled Rollins Pass on the 
sectional chart. The hourglass shape indicates its 
general location. Before my ground school, I pictured 
mountain passes as narrow, winding, wind-swept 
canyons with freeways snaking around the bottom. At 
least that’s been my experience as I traveled Colorado 
freeways. To my surprise, aviation passes are much 
different.  

The best description of an aviation pass is that is simply 
a low area between major mountain peaks and ridges. 
The picture below shows an example of an aviation 
pass. It’s Hoosier Pass, near Breckenridge as viewed 
from the South. As for Rollins pass, note on the 
sectional, that it has an elevation of 11,671 feet as 
measured on the ground. South of the pass is a peak 
having an elevation of a mere 12,072 feet. North of the 
pass is another mountain peak with an elevation of 
nearly 13,000 feet. Using the rule that I must clear the 
pass by 1000 or 2000 feet, I will have to climb to about 
13,500 feet before I can safely cross. Not much 
clearance if I’m close to that northern peak. Hence the 
number one rule preached by the CPA is that night 
flights and mountains don’t go together and should be 
avoided at all times.  

 

Shuttle Climbing 

My companions at the CPA ground school were flying 
everything including, Citabrias, Cessna 172s and even a 
turbocharged Seneca-II. I was in a borrowed Cirrus that 
has a 310hp fuel injected engine. However, after 
consultation with my flight instructor Don, we decided to 
limit the use of power and take advantage of what can 
always be found in the mountains – updrafts – while 
limiting our excursions into the areas of downdrafts. My 
first pass crossing was going to need a big updraft since 
I needed another 3500 feet of altitude. 

From my preflight weather briefing, the winds aloft were 
forecasted to be from the W-NW at about 15 knots. As 
with water in a stream, when the wind encounters an 
obstruction, it must go someplace. Given the westerly 
wind striking a north-south ridge, the wind will go up and 
over this obstruction creating an updraft on one side and 
a downdraft on the other side. The updraft and resultant 
lift is referred to as orographic lifting. Fortunately, there 

are numerous front-range ridges with the correct north-
south orientation. As we neared the Corona Pass area, 
Don suggested a turn to the south and to fly very near 
the first ridge with a top that was above my current 
altitude and watch what happens. 
 
Within a few minutes of turning, I felt a gentle bump and 
was delighted to find the little plane climbing at nearly 
1000 feet per minute without any change in power or 
pitch. I was in an express elevator and going up fast. 
Passing the end of the ridge, the climb rate dropped to 0 
but my altitude that was 1500 feet higher than a few 
minutes before. Don suggested a turn back to the north 
and to parallel the same ridge. Another gentle bump and 
I was back on the elevator gaining between 500 and 
1200 feet per minute. This was fun and appropriately 
called a shuttle climb, a well known technique used by 
glider pilots, but new to me.  
 
Within a few minutes, most of which was spent playing 
around the ridge lines, I was at 13,500 feet and I was 
seeing the distant mountains to the west. Seeing the 
distant mountains meant I was high enough to cross the 
pass. I turned back towards the west and approached 
the pass so as to cross it at a 45 degree angle. This 
technique allows me to turn away from the pass, towards 
lower terrain, should any strong downdrafts be 
encountered. I crossed Corona Pass with over 1000 feet 
of clearance and was rewarded with the beautiful sight of 
Winter Park, CO and I was soon descending towards my 
first landing at Kremmling, Colorado.  

Instantaneous Wind Vectors 
 
A great aid to finding updrafts is knowing the wind 
direction at your present altitude. While forecasts are 
good, they are of little use for VFR pass crossings. 
Instead, pilots use cloud shadows, dust and smoke 
plumes and lake ripples to determine the actual wind 
direction. Some aircraft, including the Cirrus, calculate 
the present wind vector and speed that is derived from 
its various sensors and its GPS. This information is 
updated continuously and presented on the primary flight 
display next to a wind vector arrow that is referenced to 
your present heading. Don and I found this tool 
extremely handy as we worked our way through the 
various Colorado passes.  
 

 
 
Kremmling and the Colorado River 
 
The landing at the Kremmling international airport was 
uneventful. Four other planes, containing my fellow 
classmates, were also landing. We sat at the western 

Hoosier  Pass 



Approaching Glenwood Spr ings, CO end of the runway to wait their arrival. With the last 
Cessna 172 on the ground, we lined up on the centerline 
and took off towards the east. Yep, a common practice 
in the mountains on calm days – land in one direction 
and take off in the opposite direction. With one 
exception, that was to be the rule of the day.  

Leaving Kremmling a climb is initiated to cross a low 
area east of the Eagle airport. An interesting site is the 
Kremmling VOR on top of a nearby mountain ridge and 
nearly 500 feet above the field. I’m in the heart of the 
Rockies now and I’m looking down on the Colorado 
River. There is no such thing as a bad view at this 
altitude. I’m flying at 13,500 feet and there are fantastic 
vistas no matter where I look. We pass to the Southwest 
of Mount Powell with an elevation about 100 feet higher 
than my present altitude. We soon see Interstate 70 past 
and the Eagle Airport as we turn west to follow the 
freeway on our way to Glenwood Springs.  

 
Glenwood Springs 
 
The airport at Glenwood Springs can best be described 
as "funky." Though paved, it is basic at best and is 
incredibly short at only 3300 feet long and 50 feet wide 
given its elevation of 6000 feet. It was the only airport 
that caused me some anxiety. Don reminded me that 
airspeed was critical and, “…oh, by the way, you can’t 
see the airport on the turn from base to fine. Just aim for 
the 4 Poplar trees and plan to clear them by 50 feet. You 
do seem them, don’t you?”  
 
“Do you mean those itty bitty trees down there inside 
that narrow canyon;” I asked?  

“Yep, that’s them,” Don said in a confident voice. 

I don’t have any pictures of my approach simply because 
I was too busy. The one picture I do have is just prior to 
my descent. You’ll recognize the bright red hillside that is 
commonly associated with Glenwood Canyon. 
Descending from 12,500 feet is done over the northern 
side of Glenwood canyon and the airport quickly 

disappears behind the various mountains. Take my word 
for it that this airport is not for the faint of heart and 
having a good instructor is worth what he charges.  

The Glenwood Springs airport sits between steep hills 
along the Roaring Fork River just south of the town of 
Glenwood Springs, with a good long valley to the 
southeast. I approached the airport for the landing on 
runway 32 and tuned in the SuperUnicom – something I 
had never heard of. SuperUnicom is a great concept as 
it provides automated information on the CTAF 
frequency including weather information along with other 
important airport information.  

Winds were light and variable and the descent 
proceeded smoothly. I was very mindful of my airspeed 
and held it at 87K with 50% flaps, and on short final, I 
put in 100% flaps and slowed to 80K. I cleared the trees 
and touched down within a few feet from the numbers 
and stopped. I released my death grip on the controls 
and then realized there was more than 1500 feet of 
runway remaining. I was delighted and excited and 
relieved all at the same time. Two more planes were in 
the air and planning to land so I quickly taxied to the 14 
end of the runway and waited for the other planes to 
arrive. Once they cleared the runway, I flipped on the 
landing light, taxied out and took off and turned down the 
canyon to gain altitude for the short hop to Aspen.  

Aspen – Home of The Rich and Famous 
 
There’s a lot of very expensive aluminum flying in and 
out of a very narrow valley. The airport ramp is paved 
with Gulfstreams, Challengers, Citations, Lears, KingAirs 
and everything in between. The local joke is that the 
billionaires are laying claim to this region and are in the 
process of booting out the millionaires.   
 
Aspen has a relatively long and wide 15/33 runway at an 
elevation of 7820 feet. Runway 15 is the standard arrival 
route and 33 is the standard departure route. The 15 
runway has a PAPI but it is not usable beyond 4 miles 
from runway threshold and beyond 7 degrees right of 
runway centerline due to high terrain. To the west, the 

Colorado River , west of Kremmling, CO 



Tall Peaks Abound  Near  Aspen 

terrain rises 780 feet within 1/2 mile of the runway. Other 
terrain within 8 miles of the airport rises more than 3,500 
feet. To the east and southeast, the terrain exceeds 
1,000 feet within 1 1/2 miles of the runway and 3,500 
feet within 5 miles.  

Aspen is a towered airport and a transponder code is 
needed. Upon receipt of the code, I was instructed to fly 
towards Snowmass. Although Don told me the location, I 
advised approach control that I was not familiar with 
local names and was promptly given a heading of 120 
degrees. Turning to this heading meant I was flying 
towards one of the tallest peaks in the area. Once over 
the ski area, I turned upwind and waited for the tower to 
call my turn across the runway for a downwind entry. 
After several airliners departed, I turned to cross and 
noticed the runway was now hidden behind a ridge.  

I turned downwind and was cleared to land. Aspen is 
one of those airports that have an infamous accident 
record. As we cruised downwind, Don was pointing out 
various crash sites with the most famous crash site on a 
very low ridge that was less than a quarter mile from the 
runway. One other interesting point is that normal 
pattern altitude for VFR flights is 9000 feet. Yep, that 
means a very steep descent to the runway. For you 
instrument pilots, the Aspen Localizer approach descent 
angle is 6 degrees - double the usual value. I landed 
without any problems, taxied around the big iron and 
headed for the departure end. Receiving my takeoff 
clearance, I took to the air and flew down the valley 
towards a checkpoint flagged on the sectional called 
Basalt. At Basalt, I turned eastbound and headed 
towards Hagerman pass and my last airport – Leadville. 

Leadville – Highest Airport in the USA  
 
This is it; the final part of the mountain flying exam. I’m 
an old hand now at mountain pass crossing and I quickly 
find the pass, shuttle climb to gain altitude and cross 
Hagerman Pass at over 14,000 feet and enter a broad 
valley near the Leadville airport.  

Leadville has a 6400 foot runway. With a temperature of 
65F degrees, this means my landing roll will be close to 
2000 feet. I touched down on the numbers and turned off 
at the taxiway near the self service gas pumps. If you 
are wondering, gas was $3.78 per gallon – 5 cents 
cheaper than Denver’s Centennial airport self service. 
Go figure. 

Don and I sat outside at a convenient patio table and 
watched several other planes come and go. Some 
planes climbed effortlessly into the dark blue sky. Other 
planes climbed reluctantly as they headed east out of 
the valley paralleling the dazzling snowfields of the 
Colorado Rockies.   

Leadville’s elevation means you must determine the 
required takeoff roll very carefully. If it is hot, the takeoff 
roll can exceed the length of the runway. On such days, 
the density altitude will exceed the service ceiling of 
many single engine airplanes and the takeoff turns into 
just a high speed taxi exercise.  

While enjoying our gourmet meal of cheese, crackers 
and Gatorade, along with several homemade cookies 
from the FBO, Don and I reviewed my calculations for 
the take off roll. The density altitude was about 11,500 
feet and the calculated takeoff roll was about 3100 feet. 
With a runway length of 6400 feet, we picked out the 
appropriate point on the runway at which the plane 
should be airborne. The CPA provides airport maps with 
convenient landmarks and distances noted for use 
during landing and takeoff. For Leadville, the takeoff 
point was near the FBO building.  
 
 



Back-taxiing down to the southern end of the runway, we 
watched a Cessna 172 arrive and estimated his landing 
roll to be about the same as our takeoff roll. In other 
words, he was a little high and a little fast on final. 
According to Don, poor airspeed control is one of the big 
contributors to landing incidents at high elevation 
airports. I positioned the Cirrus at the southern edge of 
the runway, advanced power, verified proper fuel flow for 
the given altitude and let the brakes go. With 310 horses 
under the cowling, the plane had a takeoff roll of only 
2900 feet and the plane climbed effortlessly out of the 
valley and we headed back towards Denver.  

The last class for 2006 is scheduled for August 19 at the 
Denver Centennial Airport. Contact CPA for course 
registration. Ground school cost is $145. The flight 
instructor cost depends on the flight time. At the 
completion of the flight, you’ll receive a completed wings 
card plus a logbook entry for a BFR.  

 

 

 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

On the way into Centennial, thunderstorms were on the 
prowl just to the east of the airport. With the help from 
ATC and my Nexrad system, I flew around the cell and 
the airplane never got wet.  

A beautiful sunset was my reward for a safe return from 
my mountain flying adventures.  
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www.coloradopilots.org 

Don Dolce, CFI, CFII, AGI 
303-684-6674 home 
303-870-8066 cell 
ddolce@comcast.net 

 



Speaking of Catastrophic Failure… 
 
Makes you really think about which seat you choose 
when you fly commercial!  I wonder if there was any TP 
left in the head after this event! 
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July 7-8, 8th Annual Okie Dust Devil Aerobatic 
Competition, Weatherford-Stafford Airport, Weatherford, 
OK, 580-774-1971, creswell@classicnet.net  
 
August 18-19, 28th Annual Okie Derby Proficiency Air 
Race, Oklahoma City, OK, 405-359-9774, 
www.okiederby.info amymccue@fullnet.net   
 
August 19, Wings & Wheels ’06 Air Show, Fly-In and 
Car Show, Abilene, TX, www.bigcountryairfest.org    
 
September 8-9, Freedom Fly-In, Morehouse Memorial 
Airport (2F8), Bastrop, LA, 318-255-3431, 
www.EAA836.com    
 
September 9, Chapter 836 Freedom Fly-In, Monroe 
Regional (MLU), Monroe, LA, 225-869-3481, 
http://members.cox.net/laflyings/ laflyins@cox.net   
 
September 9-10, 15th Annual EAA Land of 
Enchantment Fly-In (LOEFI), Moriarty, NM, 505-345-
9944, www.earthspiritx.com/LOEFI dgillmor@rt66.com  
 
September 22-23 50th Annual Tulsa Fly-In, Frank 
Phillips Field, Bartlesville, OK, 918-622-8400, 
www.tulsaflyin.com  
 
September 23-24, Chapter 24 Fly-In & Poker Run, 
False River Regional (HZR), False River, LA, 225-869-
3481, http://members.cox.net/laflyins/ laflyins@cox.net  
 
September 30-October 1, Fort Worth International 
Airshow, Featured attraction is the USAF Thunderbirds 
Wings of Freedom 2006 Tour, Alliance Airport, Ft Worth, 
TX.  
 
September 30-October 1, 2nd Annual Oklahoma 
Festival of Flight FREE FLY-IN, Alva, OK, 866-307-
5263, www.okflightfest.org Tyson@planeplastgics.com  



October 7-8, Commemorative Air Force Annual 
Airshow/Tradeshow, Midland International Airport, 
Midland, TX, 432-563-1000 x2263, www.cafhq.org 
marketingmgr@cafhq.org  
 
October 7, Chapter 513 Cajun Fly-In, Houma-
Terrebonne (HUM), Houma-Terrebonne, LA, 225-869-
3481, http://members.cox.net/laflyins/ laflyins@cox.net 
 
October 13-14, Chapter 614 Fall Fly-In, Pineville 
Municipal (2LO), Pineville, LA, 225-869-3481, 
http://members.cox.net/laflyins/ laflyins@cox.net   
 
October 21, Chapter 836 Southern Heritage Fly-In, 
Tallulah/Vicksburg Regional (TVR), Tallulah/Vicksburg, 
LA,  225-869-3481, http://members.cox.net/laflyins/ 
laflyins@cox.net 
 
October 26-29, Chapter SW Regional EAA Fly-In, 
Hondo Airport (HDO), Hondo/San Antonio, TX, 830-889-
8802, www.eaatexasflyin.org, info@swrfi.org  
 
November 11, 8th Annual Texas Aviation Hall of Fame 
Induction Ceremony, Galveston, TX, 408-740-7722, 
www.lonestarflight.org flight@lonestarflight.org  
 
November 12, 16th 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 June Board Meeting  
-- 06/07/06  
 
Meeting called to order at 1833 by President Phil Rains. 
 
Attending were: Don Essenpreis, Keith Gutierrez, Art 
Jones, Kenny Collins, Bill Moore, Phil Rains, Dick 
Stephens, Bret Stewart, Charlie Weinberger. 
 
Flight Instruction (Art) – Art mentioned that Jim Evans is 
interested in rejoining the club as a CFI bringing a new 
student along.  Also discussion on another potentially 
returning CFI.  Two introductory flights given this past 
month.  Flight training update.  Nose strut discussion.   
Actual observation of a recent crosswind landing.    This 
will be brought up at Saturday’s meeting.  Bill to give 
Bret another, fresh, nose gear article. 
 
Trainer Fleet – NTR 
 
Operations/Maintenance– Bill for Fred.  [See June 
Newsletter].  Several comments on the nice paint job on 
7929U.  Just a few lower panel replacements remaining 
to be done. 
 
Communications – Normal e-mail distributions.  
Discussion of upcoming nominations and elections.  
Discussion of placing TFC aircraft weight & balance info 
on the club web-site.  Will do this with weasel wording 
that pilots are responsible for verifying.   
 
Membership –  133 members.  One new member in the 
system, but still don’t have application.  Discussion of 
ratios.  Want a documents/how to join  section on the 
web-site – on Bret’s to-do list.  Kaboom town discussion. 
 
Safety – All safe, except for our landing problems with 
nose gear struts. 
 
Controller –  No fuel price increase.  Discussion of how 
flight hours impact monthly gain/loss.  Will wait on 
Charlie’s results to make a recommendation on keeping 
rates the same or not. 
 
Treasurer – Discussion on fuel credit card.  5 cents per 
gallon, not 5%.  Charlie to check with AvFuel Thursday 
on any programs.  Have card now.  Insurance pilot 
reports needed from CFIs for insurance renewal which is 
due in July, expect a 5-8% increase.  Discussion on 
delinquent property tax statements.  Need Fred to do 
another Vref on all aircraft. 
 
XC Maintenance --  Discussion on legal entity status.  
Maybe advertising our community benefits and soliciting 
community support would be beneficial.  Want to check 
into grants and self-sufficiency. 
 
President –  Texins Association annual meeting is this 
month.  Need folks to do the work. 
 
Meeting adjourned 2127. 
 



Highlights from June Membership 
Meeting  -- 06/10/06 
Bill Moore and Keith Gutierrez 
 
TFC Membership Meeting started about 0930, 6/10/06. 
Attendance was approximately 22 people.  Phil Rains (El 
Presidente) discussed the minutes and highlights of the 
TFC Board meeting from 6/7/06.  Phil emphasized that if 
members fly more, the expenses of the aircraft go down. 
  
Keith Gutierrez, Membership, explained a Poker Run 
that the EAA chapter is having the Saturday before 
Fathers Day.  Keith repeated that TFC's next 
membership meeting will be July 3, 2006 at Addison 
Airport to watch Fireworks for the 4th of July celebration. 
 
An election of board members was conducted. There 
were no new candidates and the officers were voted in 
by a majority: 
  Operations - Fred Carvajal 
  Trainer Maintaince - Don Essenpreis 
  Treasurer - Charlie Weinberger, Sr 
  Safety - Bill Moore 
  
Keith and Bill presented a short program on the nose-
strut problems. The probable causes, the consequences, 
the cost, the down time for the aircraft, and how to 
prevent the problem.   
  
Kaboom info logistics discussed - with emphasis on 
location and parking options. This will also be 
communicated via textual email.  
 
Stan Maige gave a fascinating program about his 
construction of his Rotorway Exec162F helicopter. 
Before the meeting Stan had taken the cowlings off the 
aircraft and explained the components and how they 
worked together. During the meeting Stan presented 
pictures of the construction of the aircraft and its many 
modifications. He also provided his public website with 
the full story of assembly for those who didn't have an 
opportunity to hear the presentation. Feel free to visit the 
website: www.maige.com  The website includes detailed 
construction pictures and text plus some good videos. 
The ship passed it's FAA inspection and is officially 
registered as N3322T. Stan also regaled us with stories 
about his cross country flights and flights from his home 
to work, local restaurants and home improvement stores. 
Imagine what the valet parking attendant thinks when a 
restaurant patron arrives in a personal helicopter. After 
the presentation, Stan offered a trip around the pattern 
to all interested persons weighing less than 210 pounds. 
Stan made about 10 trips around the pattern for all of the 
brave souls who cared to try a different type of flying. 
 
The meeting closed at 1130 and everyone adjourned to 
the tarmac for a ride in the helicopter. 
  
A very good meeting. 
      

 
 

 
 

 
 



 
 

 
 

 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 



TFC Fleet Maintenance June ‘06 
 
6368K On-Line 
06/06/06 New seat track installed. 
06/21/06 New Tach-hour meter installed. 
06/28/06 100hour inspection complete. 
7929U Off-Line 
06/18/06 Stuck valve guide reamed. 
06/28/06 Landing light fixed. 
07/02/06 In for 100 hour inspection. 
737TY On-line 
06/04/06 New O rings in nose strut. 
06/05/05 New nose tire installed. Cooling baffles 
checked and cylinder fins blown out. 
06/11/06 Prop nicks dressed. 
06/19/06 Fuel leak in fuel strainer repaired. New IP 
dampers installed. 
06/25/06 Nose strut rebuilt. Right fuel gage unstuck. 
733NB Off-line 
06/16/06 Landing light wire replaced. 
06/24/06 A/C grounded for electrical problem. 
7508J On-line 
06/08/06 50hr oil change. 
 
TFC Fleet Statistics (1H '06) 
 

 
AVGAS Rates 
 

100LL Fuel Rates
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Jan Feb Mar Apr May Jun YTD

Total 88.8 61.9 65.3 59.6 113.4 114.9 503.9

6368K 22 9.4 14.2 30.3 27.7 30.5 134.1

7929U 10.4 11.3 7.9 0 13.9 29.1 72.6

733NB 18.5 14.1 12.6 9.2 11.4 19.5 85.3

737TY 20.6 20.6 16.3 16.7 36.9 24.7 135.8

7508J 17.3 6.5 14.3 3.4 23.5 11.1 76.1



TTEEXXIINNSS  FFLLYYIINNGG  CCLLUUBB  OOFFFFIICCEERRSS 
 

Office Board 
Member 

Office 
Phone 

Home 
Phone 

Email 

President Phil 
Rains 

(972) 
995-4776 

(972) 
664-0654 

Phil 
@fullprop.com 

Ops VP Fred 
Carvajal 

(214) 
536-8419 

(972) 
562-2128 

jhcarvajal 
@aol.com 

Trainer Maint Don 
Essenpreis 

(214) 
567-8396 

(972) 
530-8648 

esse 
@ti.com 

XC Maint Kenny 
Collins 

(972) 
880-2112 

(972) 
272-8810 

Kennyc 
@dccplus.com 

Membership Keith 
Gutierrez 

(214) 
480-7940 

(972) 
672-2906 

kgg 
@ti.com 

Communications Bret 
Stewart 

(972) 
927-5013 

(817) 
281-5239 

Bret_stewart 
@computer.org 

Controller Dick 
Stephens 

(972) 
517-1647 

(972) 
517-1647 

Dick@stephens-
family.net 

Treasurer Charlie 
Weinberger, Sr 

(972) 
995-3830 

(972) 
562-7586 

c-weinberger 
@ti.com 

Chief Instructor Art 
Jones 

Cell(214) 
803-1313 

(972) 
346-2646 

adj1 
@airmail.net 

Safety Bill 
Moore 

 (972) 
270-1769 

moore1213 
@sbcglobal.net 

 
 
 

TTEEXXIINNSS  FFLLYYIINNGG  CCLLUUBB  IINNSSTTRRUUCCTTOORRSS  
 
 
Instructor 

C
F
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M
E
I 

C
o
n
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S
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C
F
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A
T
P 

 
Office 
Phone 

 
Home 
Phone 

 
Email 

Mike 
Baulch (M) * * * *    

 
(972) 
843-2208 

Mbaulch5 
@aol.com 

Calvin 
Coffey  (M) * * * *  * (903) 

408-8962 
(972) 
547-6711 

calvin.coffey 
@sbcglobal.net 

Hank 
Eilts     (M) *  *    (214) 

480-3581 
(972) 
517-8273 

eilts 
@ti.com 

Rich     (M) 
Graham  *    * (972) 

491-0011 
(972) 
491-0011 

habu5 
@verizon.net 

Art 
Jones   (M) * * *    Cell(214) 

803-1313 
(972) 
346-2646 

adj1 
@airmail.net 

Richard 
Klein * * *    (972) 

344-3356 
(972) 
424-2307 

rsklein3 
@comcast.net 

Russell 
MacDonald *       (972) 

491-1380 
Russ.macdonald@ 
verizon.net 

Bob      (M) 
Niedwiecki  * *    * (972) 

390-3672 
(972) 
414-3517 

robert.niedwiecki@ 
experian.com 

Sherman 
Ratliff   (M) *      (469) 

220-5283 
(972) 
660-4480 

Sratliff2315 
@comcast.net 

Mark 
Seglem * * *   * (972) 

727-3465 
(972) 
727-3465 

mseglem 
@swbell.net 

Dick     (M) 
Stephens *  *    (972) 

517-1647 
(972) 
517-1647 

Dick@stephens-
family.net 
 

 
(M) TFC Member/Instructor CFII - 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 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

TTFFCC    CCOOMMMMUUNNIICCAATTIIOONNSS  &&  IINNFFOO  
  
www http://www.texins.org/flyingclub 
FlightCom Prices http://www.texins.org/flyingclub/flightcom.html 
Email List tfly@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. 

 
July 2006 
 

TFC AIRCRAFT AND RATES 
 
Tail No. Make         Model Rate/Hr 
6368K Cessna 150M  Commuter $77.00 
7929U Cessna 150M  Commuter $77.00 
733NB Cessna 172N(180) Superhawk $99.00 
737TY Cessna 172N  Skyhawk $96.00   
7508J Piper PA-28R-180  Arrow $125.00 

 
*  Off-site fuel expenses are reimbursed at a rate of $4.22/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 $4.22/gal). 
*  All non-instructional flights require additional 8.25% tax. 
 
KEY CONTACT INFORMATION 
 
McKinney & TFC 
Aircraft Scheduling www.texins.org/flyingclub 
TKI ASOS Land Line (972) 542-9659 
Airport Manager (972) 562-6080 ext 4053 
Cutter Aviation @ TKI (972) 562-5555 
Monarch Air @ TKI (972) 562-0717 
TSA GA Hotline (866) GA-SECURE 
 (1-866-427-3287) 
 
General 
 DUAT (800) 345-3828 
 www.duat.com 
 www.duats.com 
Dallas FSS/FSDO (214) 902-1800 
Ft. Worth Center (817) 858-7300 (ZFW ARTCC) 
FlightCom, Inc. (800) 432-4342 (Josh Pruzek) 
Southwest Soaring (972) 251-5079 Metro 
Monarch @ ADS (972) 931-0345 
DE:  TM Smith (972) 661-8086 
DE:  Richard Caldwell (972) 885-4911 
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 


