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Newsletter of the Texins Flying Club

April, 2000

CALENDAR OF EVENTS

5 April (Wednesday): TFC Board Meeting. 6:30 PM,
TKI's terminal. All members are welcome.

8 April (Saturday): Member/New Member meeting,

donuts at 8:30am, meeting at 9:30am.

3 May (Wednesday): TFC Board Meeting. 6:30 PM,
TKI's terminal. All members are welcome.

13 May (Saturday): Member/New Member meeting,
donuts at 8:30am, meeting at 9:30am.

Congratulations on these M ember Achievements!

Member Event Date | Instructor

Max Guest IFR 2/15/00 | Bob Niedwiecki

Highlights from February Board Meeting

Board members present. Bob Moran, Don Essenpreis,
Cory Stewart, Art Jones, Steve Aughinbaugh, Harold
Morgan and Dan Grelinger

Members in attendance: Mark Seglem and Hank Elits

The board agreed to have the spare C-150 engine case
repaired and major internal parts inspected. This will get
it ready for rebuild. We expect to need an overhaul on a
couple of our 150's near the end of this year. The Ops
VP was asked to start the process of getting our spare
engine ready for overhaul.

A suggestion was made to move TFC Board meeting to
the TI Spring Creek facility or some other location along
75 in Plano. Almost all of the current board members
would find it much more convenient to meet this area.
Dan Grelinger will poll the board and find a location if we
agree to move the meetings. The general membership
meeting would remain at TKI.

Dan Grelinger is also looking for help in finding speakers
for our membership meetings. If anyone has any
suggestions, please contact Dan at: dgrelinger@ti.com

Texins Association continues to evolve. Recently, Texins
Association removed our 1999 capital allocation of about
$21,000 from our account stating that since we had not
used it on capital items yet that we did not need it. Bob
Moran explained to Texins that we had indeed used
some of the allocation on capital items and furthermore,
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we had presented in the approved 2000 budget plan that
we had delayed some of the 1999 capital spending due
to the door post cracks needing repaired on the N733NB.
We did not believe that it made sense to paint 733NB
and then have to re-paint the door post area. Texins has
now reapplied the 1999 capital to our account and we be
allocating $10,000 in 2000 capital to our account.

All of this has again raised concerns that perhaps TFC
needs to explore what we would need to do to become
an independent organization. The board is split on the
timing and urgency of this need. But it was agreed to
and Dick appointed Bob Moran to chair a committee to
explore what our options are for becoming independent.
Bob and Dick will explore what we would need to do to
create an independent corporation. It was felt that a
corporation would be better than a partnership. They will
also attempt to determine if we could be a non-profit
corporation. If anyone has any input on this or questions,
please contact Bob Moran or e-mail the board at:
tflyboard@list.ti.com

Back to Basics
By Bud Weisbrod 1994

Editors note: Bud is a friend of Mike Hance and me. Bud has
many years of experience and many aircraft types, much of it
in Hawaii. Bud sent me this article some time ago and |
thought that you would enjoy it.

Your Attitude, including the Aircraft!

More than a few Flight Instructors and Flight Examiners
(both FAA and Designated) are very concerned about
the current lack of emphasis on basic attitude flying.
Overemphasis on the use of instrument references to
control flight, coupled with an apparent lack of respect for
seat-of-the-pants flying results in many unnecessary
stall/spin accidents. Some students (and even rated
pilots) cannot believe that an airplane can be flown with
NO instruments at all. (OK, | would like to have an oil
pressure gauge.) By using attitude control and all of your
senses (sight, sound, feel, smell, etc.) you can actually
control climb speed, glide speed, turns, etc., and even
judge pattern altitude. Of course, if you don't believe you
can do this, then you can't. But if you try, you will be
pleasantly surprised at how precisely your airspeed and
altitude can be maintained with attitude control. By
establishing and holding a "reference distance" between
the nose and horizon most students can accurately hold
airspeed within a few MPH after a couple of minutes--



usually much better than when they are chasing the
airspeed indicator.

"Chasing the needle" is often inadvertently caused by the
instructor, who says "Watch your airspeed!" when he
really means, "watch your attitude”. The airplane’s
attitude is incorrect and as a result, your airspeed is also
wrong. Of course, the student does as he is told, fixates
on the airspeed indicator and only sees the desired
airspeed as he is going past it from too slow to too fast!
However, once the instructor's shorthand has been
explained, the student knows what is meant and
immediately corrects his ATTITUDE. How? By looking
over the cowling at the horizon, setting the proper
spacing, or reference distance based on the airplane, his
line of eyesight, the power setting, altitude, etc., and
bingo! — He is right on airspeed as if by magic. And
maybe more important, he is doing it by looking out the
window where potential mid-air traffic is lurking. Level
turns are done the same way--set the bank angle by the
cowling angle with the horizon (correcting as necessary if
you are seated side-by-side, of course) and add enough
back pressure to keep the nose on the horizon. Of
course, this is also possible with the instruments, but it's
EASIER with the real horizon not the artificial one!
(Sneak a peek at the instruments in a good turn to
calibrate the "seat of your pants”, then when you are
under the hood later on it will be much easier!)

Once you have established the proper cowl/horizon
reference distance you can easily maintain any desired
airspeed and it won't change unless you change power
or configuration. This is especially helpful on final
approach when--if you hold a constant attitude--there will
be a place on the windshield along your line of sight that
can be aligned with your touchdown point. If that point is
fixed and moving only toward you, then you are on the
proper glide path. If the point of touchdown is moving up
in the windshield, you are going to be short, and if it's
moving down, you will be long. Adjust power, add flaps,
etc., and you can put it right on the numbers from almost
anywhere. This is especially helpful when you have not
set up the perfect approach. (Which, truthfully, is MOST
of the time, right? Be honest!) While a good approach is
desirable goal, a competent pilot should be able to make
a good landing even from a bad approach. Sure, a "go-
around" is occasionally necessary, but if you are doing
them often you need some practice salvaging less than
perfect arrivals. Use flaps if you have them, slips, even a
bit of a dive on final will get you down and with full flaps,
the drag will slow you up quickly when you level off. In
any case, you should use all the safe techniques
available to land if you can rather than keep the airport
congested with your traffic as you mill around the field
because you didn't have enough "feel" for the airplane to
get it on the ground. An airline captain friend with
aerobatic and tailwheel experience told me of an
occasion where ATC gave him a very high turn to final
and asked if he could make it in from there. He actually
was able to gently side-slip a 747 down to final and land
safely and uneventfully. Better and SAFER than going
around with a load of passengers, in my opinion. (His
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co-pilot who only flew "heavy iron", didn't even recognize
the maneuver!) Seat of the pants, right?

What are these Pedals for?

What is the most difficult to use (and teach!), non-
intuitive, unnatural flight control in an airplane? The
rudder pedals. What is the most important control
surface to keep you out of serious trouble? The rudder.
Why? Because it has several uses depending on
airspeed, aircraft configuration, and the particular
situation. For example, when flying at cruise speed, the
rudder is only used to correct for very small amounts of
aileron (adverse) yaw entering and leaving turns, and for
any mis-rigging of the airplane. (If the plane is properly
rigged or rudder trim is available, no rudder input is
required.) However, when climbing, continuous right
rudder is needed to give a wings-level efficient climb.
The rudder is needed because of several factors
erroneously summarized as "torque". Failure to correct
for the left-turning tendency (in American airplanes)
results in a right aileron, right wing down, slipping climb--
which is NOT efficient (and is uncomfortable for seat-of-
the-pants pilots who feel a "sideways" slipping sensation
in their fanny). Rudder is also used to eliminate the turn
when slipping while the ailerons maintain bank angle.
The forward slip is used to lose altitude especially in no-
flap airplanes. (A forward slip is when the nose is
pointed to the side but the airplane's ground track is
straight ahead.) The side slip is used to correct for wind
drift on cross-wind landings. (The nose points forward,
with the fuselage kept parallel to the runway. Your
ground track without crosswind would be to the side
toward the low wing.) The trick is to get the sideways
drift exactly equal and opposite to the amount of
crosswind drift so you can touch down on the upwind
wheel with zero sideways movement or skidding. And
for you instrument purists, try doing some slips and
cross-wind landings by instrument reference only!

Last, and maybe most important, the rudder is used to
make the nose drop straight ahead in a stall. The
airplane cannot spin if it is used properly. If used
incorrectly (wrong direction or not enough) a wing will
drop and around you go. OK to do at altitude but a
definite "no no" in the pattern!l You should also
remember the use of ailerons in the stall usually creates
more problems than it solves, especially in older
airplanes with less forgiving designs. The lowered aileron
(on the wing you are trying to raise!) has increased drag,
which yaws the airplane in the direction of the low wing.
That is just opposite from what you wanted to happen!

But, How Do You Turn this Thing?

Ailerons do NOT make the airplane turn. All they do is
ROLL it into a bank and displace the center of lift toward
the lowered wing, or the center of the turning circle
causing the airplane to turn. Ailerons also cause the
aircraft to YAW away from the direction of turn (i.e.,
ADVERSE yaw.) The rudder is used to cancel this
effect--NOT to make the nose yaw INTO the turn. If the
rudder and ailerons are properly applied (harmonized or
coordinated) the airplane will only roll without yawing in
either direction. When the desired bank angle is



reached, both controls are neutralized and then used as
necessary to maintain the bank angle and yaw
coordination as shown by the "ball* (and the instructor’s
fanny!).

Again, the instruments are being used to calibrate your
"pants." If you try to coordinate (keep the ball centered)
by watching the "ball", you only see it centered as it
passes from left to right and back again! Look out the
window, establish your "reference distance”, eliminate
aileron yaw by watching the horizon (and for traffic!) and
the ball will center as if by magic. When you roll out, add
simultaneous rudder and aileron and gradually reduce
the back pressure to keep the nose on the horizon and
eliminate the yaw. (Sometime, try dangling a hand mike
from a sun visor and watch as it points straight down
toward the cabin floor in both a proper turn and level
flight. If it is on a coiled cord, it also serves as a very
inaccurate "g" meter as it stretches out in a steep turn!)
It's also VERY important to sit up straight (head vertical
over your fanny) so you can coordinate your body and
the airplane simultaneously. If you lean your head and/or
body when you turn, you wil HAVE to use the
instruments to coordinate the controls since your natural
sense of balance will feel wrong when the airplane is
correctly balanced, i.e., ball centered. In a "head level"
coordinated turn you will feel exactly the same as in level
flight except a little heavier in steep turns. (This is why
instruments are absolutely necessary for flight when a
horizon reference is not available--at night, in clouds, oil
on windshield, etc.)

There are More Controls?

Elevators control the pitch attitude up to and until stall
speed is reached at which time they can cause bad
things to happen. Recognizing pre-stall buffet or
feedback through the controls or your rear-end does not
require use of the airspeed or attitude instruments. In
fact, when you do a steep base-to-final turn you are
almost certainly looking at the approach end of the
airport and not at the instruments. Then when you
overshoot "final" a little and (mistakenly) add some extra
rudder to "help the turn along" without increasing the
bank angle, you can stall and spin in at an airspeed that
had been "safe" in level flight. Again, reference to
attitude and proper coordination will help you avoid this
fatal error. When you add back pressure to bring the
nose around toward the runway the airspeed will
decrease AFTER you looked at it and saw it was OK
since it takes a few seconds for the plane to slow to a
dangerous speed after the attitude has been increased.

Flaps are used for two main purposes: Increase both
rate and angle of descent, and to minimize the stalling,
or touchdown speed. However, about half-flaps (20 to
30 degrees) provides almost the minimum stall speed.
More flap angle (full flaps) mainly increases drag to
provide a steeper descent without speed increase
allowing more power to be carried or for obstacle
clearance. Some airplanes have such effective flaps
(early Cessna’s, for example) that they slow the aircraft
rapidly unless the pilot applies significant power and/or
pitches down to what appears to be an excessively steep
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attitude. By the time the airspeed indicator reflects the
error (unless you are fixated on it!) you may be too slow
to safely recover. However, if you already KNOW the
attitude required, you can pitch right down to it and avoid
all of the thrills, even if it does look sort of steep. Flare
when you are near the ground and hold it a few inches
off---you will slow down quickly and touch softly.

Trim is set for climbs, glides, and level flight, so the pilot
does not have to hold forward or back pressure for
extended periods of time. When the aircraft is properly
trimmed, it also lets the pilot relax on the controls and
feel smaller changes in pressure. However, trim should
not be used to obtain an attitude. Use trim to eliminate
control pressure AFTER the elevators have been used to
establish the desired pitch angle and the aircraft has
stabilized at the new airspeed. If you trim to an attitude,
you will invariably have to trim again, probably several
times, as the airplane either accelerates or slows to the
new speed. (For you scientists, several phugoid
oscillations will ensue until you get stabilized and
trimmed.)

And What About that Noisy Thing Up Front?

The mixture control provides the correct ratio, by weight,
of air and fuel so the engine runs smoothly, efficiently,
and with the best available power. Some students are
taught to not lean below 5000 feet altitude to make it less
likely that they will overheat the engine or cause
detonation.  Yet, leaning is both permissible and
desirable whenever possible, even during climbs. The
engine and airplane manufacturers provide tables that
show when leaning is OK. Generally, when using less
than 75% power, it's fine. Failing to lean can cause
spark plug fouling, loss of power, rough running, and
excess fuel consumption. Incorrect and/or excessive
leaning can cause overheating, detonation, valve erosion
or failure, piston failure, etc. So, learn when and how to
lean properly at any altitude and eliminate all of the
above problems.

Constant Speed Props are wonderful, efficient, and
actually easier to use most of the time than fixed-pitch
props. On take-off, just remember to not add too much
throttle with the RPM set too low. How much? Check
your manuals, it varies from plane to plane and with
different engine/prop combinations. When landing,
always have the pitch set at the highest RPM (full
forward) setting in case of a go-around so full power can
be added without damaging the engine. But PLEASE
don't put the prop control forward with so much airspeed
and power that the RPM increases abruptly. If you have
the proper combination of power and airspeed, you can
select max RPM without having the actual RPM
change...it's just ready for MAX in case you need it.
Besides sounding terrible to your passengers and those
on the ground, it puts a reverse bending load on the prop
and could eventually lead to a blade failure.

Climb airspeeds should be selected for the proper
reason. Best ANGLE of climb is rarely used unless you
have obstacles directly ahead. It's very slow, the nose is
high, you can't see traffic ahead, and cylinder and oil



temps can increase dangerously. It's also not very
efficient. More efficient than hitting something, but less
efficient than everything else. Best RATE of climb gives
you the most altitude in a given time but is still nose high
with the same reduced visibility and possible overheating
problems. It should only be used when hauling skydivers
and you are being paid per jumper! If you are going
somewhere in your plane, (the usual case!) use CRUISE
CLIMB once you have cleared the airport obstacles and
are out of the valley. Cruise climb speed gives about
90% of the best climb rate and is about 10 or 15% faster
over the ground than best rate of climb. You can easily
recognize cruise climb because now you can see traffic
ahead of you and your engine temperatures are a lot
lower.  You are making better time toward your
destination and with the better visibility, you are more
likely to get there alivel Same thing when descending.
Keep your power at cruise, pitch down until you get 300
to 500 feet per minute descent, and then trim. You will
get a 10 to 20% increase in airspeed (Which is good--but
if it's turbulent, slow down) your engine will stay toasty
warm, and you’ll get home to Momma sooner! Just be
sure to watch the throttle and mixture settings as you
descend into more dense air...don’t over power the
engine or let it get too lean.

Carburetor Heat/Induction Air Heat. You don’t need
instruments to tell you to apply carb heat. If you
gradually begin to lose power during cruise or descent
and more throttle doesn't seem to help much, apply
FULL carb heat. If the engine momentarily begins to run
rough, that's good news: It was ice and the roughness
was caused by the ice water you just sent into the engine
and on to the spark plugs! In a few seconds it will
smooth out (although it seems like hours if you are over
water!) and you can turn the carb heat off. However, if it
iced up once, it probably will ice again under the same
conditions. So keep an eye and ear open so you can
prevent excess ice from forming rather than removing it
after it becomes significant. Flying is exciting enough
without doing it to yourself. And icing does occur in
Hawaii, usually on cool moist days. It also is more
common on some engines because of the air induction
configuration.

How Fast Am | Going?

True Airspeed (TAS) is handy to know, but you seldom
need accuracy to two decimal points. Most flights are
affected significantly by the wind, and besides, what you
really want to know is your ground speed to figure arrival
time and determine if you need to stop for fuel. When
you compute TAS with a calculator or circular slide rule
you have to stop looking outside. However, you can
figure TAS accurately enough for most requirements
(except the FAA written exams!) in your head. Just add
2% to your indicated airspeed for every thousand feet of
indicated altitude. Forget the temperature. It is not very
significant most days. No, you don’t need a calculator to
do the percent calculations. At 5000 feet, it's 10%,
10,000 feet it's 20%, and 7500 feet, halfway between, or
15%. In between those altitudes, just add or subtract a
few MPH as appropriate. Most important, you can do

Valid: 2-Mar-00

Page 4 of 6

these calculations while looking out the window and
watching for traffic! (And your traffic might be ME!)

Breaker, Breaker Good Buddy!

Radio procedures: Simple. Just say who you want to talk
to (so they can put down their coffee, stop reading their
Playboy, and listen to you), say who you are (so they
know who interrupted them), then tell 'em where you are
and what you want. BUT, imagine you are dictating a
telegram that is costing you a dollar a word! You want to
be sure you give them an accurate and unambiguous
message but you don’t want to waste a lot of money. So,
you will leave out a lot of the "We are at", "We want to go
to" "Roger, Wilco, over and out" terminology, and just
provide the necessary minimum of information so you
can get the help you requested and then let some other
guys get in a word or two. "Tower, Cherokee 18445, 8
west, with Bravo" is better than "Honolulu International
Airport Tower, This is Piper Cherokee 140 November
18445, We are 8 miles west of your field for landing
instructions. We have ATIS information Bravo, over."
The same important information is in the short version,
and if you paid a buck a word, $20.00 cheaper!

Now Where Was |, Oh Yes, the Seat of Your Pants!

One of the best ways to sensitize the seat of your pants
is to take some aerobatic lessons with a qualified
aerobatic instructor in an aerobatic airplane. It's safe,
and you will quickly see why the instruments aren'’t used
very much. After some aerobatic dual instruction you will
be able to fly any airplane better, holding attitude and
heading easier than ever before. And you will be much
more confident in your ability to handle unexpected
situations with much less stress. A good way to improve
your regular flying and prepare for aerobatic lessons is to
do some simple coordination exercises. These exercises
are best done below cruise speed, somewhere near best
rate of climb speed since it's easier on the airplane and
is more difficult, so you learn more. My favorite series
I've named the "Bakery"...and consists of a Dutch Roll
(which, technically, can't be done in a non-swept wing
airplane, but give me a break, OK?), a Danish Pastry (for
want of a better name), and a Brownie (which is square.)
The Dutch roll consists of a "crisp” medium bank in one
direction followed by an immediate bank in the opposite
direction (before a turn can start) then back to the
original bank. This is repeated until you can keep the
airplane headed in the same direction with no yawing or
pitch changes (or your instructor gets queasy!). It's done
with aileron and rudder applied in the same direction and
at approximately the same time. (Sometimes on entry
into the initial bank, no rudder is used, so that the aileron
yaw can cancel the turn. Depends a little on your
airplane and technique.) After you get the proper control
inputs figured out, you will find a place in the windshield
that doesn’'t move, it just seems to rotate on a place in
the sky. That is your line of sight. Remember it!

Next, try yawing the airplane sideways with rudder and
use opposite aileron to keep the wings perfectly level.
You will also need some elevator to keep the pitch
constant. Once you have mastered that, try adding a
pitch up and pitch down at each end of the yaw so your



line of sight traces a square (Brownie!) in the sky with
about half of the square above and half below the
horizon. You will find that it isn't easy with constantly
changing control pressures required to square off the
corners and maintain vertical pitch lines. However, when
you finally get a recognizable square you will find that you
have significantly improved your coordination and now
turns, stalls, slips, etc., will be much easier and feel very
natural---again, without looking at the instruments!
(Before all of you instrument purists begin to write me or
the FAA, be advised that I'm an Instrument Instructor,
SE/ME and Glider.) Just remember that you can get
some important messages from your fanny, messages
that can keep you from busting yours!

"Seat of the pants” flying is using all of your senses to
control the airplane, not just the eyes observing the
instrument panel. Flying is NOT a big noisy video game!
,.)

TFC Fleet Maintenance Report
By Don Essenpreis

For 02/01/00 through 02/29/00

6368K:

02/04 drained oil and replaced with 5 quarts 15w50
Aeroshell.

02/09 replaced bulb in rotating beacon.

7929U:

02/04 replaced landing light.

02/09 replaced broken oil door hinge.
02/28 replaced left main tire.

150TM:

02/12 replaced alternator.

02/12 adjusted points and timed left magneto.

02/23 drained oil and replaced with 5 quarts 15w50
Aeroshell.

733NB:

02/12 replaced broken front alternator mounting
bracket.

02/12 repaired brushes in alternator.

02/18 replaced tire on main.

02/28 drained oil and replaced with 7 quarts 15w50
Aeroshell.

02/28 reseated connector on #1 NAV head.

7508J:
None to report.

5636Q:
e 02/05 charged low battery.

8142H:

02/15 completed annual - included repair of two low
cylinders, rebuild of front strut,
installation of new left rear window, replacement of
both main fuel drains.

Valid: 2-Mar-00 Page 5 of 6

3187Y:
None to report.

For Sale or Whatever ltems

For sale: 1/3 interest in 1963 Cessna 310 H N1040Q.
Remaining partners are Ed Beaver and Jim Lewis.
$15,000 OBO. For information contact Dan Chase at
972-471-1011 or talk to Ed or Jim.



TEXINS FLYING CLUB OFFICERS

Office [Board Member| Office Home Email
Phone | Phone
President |Dick Sandlin (800) (214) d_sandlin@
817-5572 [350-6426 |email.com
Ops VP  |Don Essenpreis|(972) (972) esse@ti.com
927-8396 [530-8648
Train Cory Stewart  ((972) (214) CoryStewart@
Main 480-1841 |227-1749 [ti.com

X-C Maint |Micah Koons  |(972) (972) mkoons@
575-6042 |509-5773 [raytheon.com
Mbrshp [Dan Grelinger |(972) (972) dgrelinger@ti.com
VP 995-1539 [690-7074
Comm Steve (972) (972) saughinbaugh@
Aughinbaugh  |927-5593 |437-6862 [ti.com
Controller |Bob Moran (972) (972) rmoran@ti.com
927-1012 [612-1402
Treasurer |Harold Morgan |(972) (972)
927-0100 [495-0220
Chief Art Jones (972) (972)
Instr 346-2646 [346-2646
Safety Robert Jolly (972) (972) riolly_1@
234-0787 [234-0787 |yahoo.com

HMOR@ti.com

ADJ@msg.ti.com

ABOUT THIS NEWSLETTER: Input is encouraged! Of
particular interest are flying experiences that others can
learn from. Forward inputs to Steve Aughinbaugh, email
saughinbaugh@ti.com. -

TEXINS FLYING CLUB INSTRUCTORS

Instructor |C|M|C|S|C|A| Office Home Email
F|E[o |E|F|T| Phone Phone
I rn{si [P
v |G
Mike vivivlv] None 843-2208 |mbaulch@
Baulch flash.net
Chuck Vv (972) 867-0624 [cwc@ti.com
Chase 575-2070
Calvin v]v|v]|v] (972) (972) cfly@airmail.net
Coffey 315-2216 |315-2216
Hank Eilts Vv (972) (972) eilts@
344-2354 [517-8273 |raytheon.com
Mike v]v|V] v1](972) (972) mwhance@
Hance 839-8933 [346-3346 |juno.com
Jim Evans |v| |v/| (214) (972) No e-mail address
284-9467 |390-9950
Art Jones |v/|v]|v] (972) (972) ADJ@msg.ti.com
346-2646 |346-2646
Jim Lewis (972) (972) jimlewis@
952-2817 [727-1422 |raytheon.com
Richard  [v]v]v] 972) 424-2307 |r-kleinl@
Klein 344-3356 raytheon.com
Bruce vivivlvlv] |(972) 517-5926 |brucemiller@
Miller 284-3015 lucent.com
Bob vV v1](972) 681-2974 |bniedwiecki@
Niedwiecki 390-3731 home.com.
Bryan Vv (972) (972) Bryan_O'Neil@
O'Neill 205-8993 [562-4241 |raytheon.com
Betsy v|v| N/A (972) pistola52@
Parrott 219-9361 [aol.com
Sherman |v/ (214) (972) shermanr@
Ratliff 965-6063 [660-4480 |airmail.net
Mark v]v|Vv] v1](972) (972) mseglem@
Seglem 783-0284 [727-3465 |datavon.com
Dick vl V] (972) (972) Stephens6@
Stephens 517-1647 |517-1647 |ont.com

TFC AIRCRAFT AND RATES

Tail No. Make Model Rate/hr
Simulator ATC 610J $0.00
N150TM Cessna 150M Commuter $38.00
N6368K Cessna 150M Commuter  $38.00
N7929U Cessna 150M Commuter $38.00
N733NB Cessna 172N (180) Superhawk $53.00

N8142H  Piper PA-28-161  Warrior $56.00
N3187Y Cessna 182 Skylane $66.00
N7508J  Piper PA-28R-180 Arrow $66.00
N5636Q Mooney M20E $66.00

*  Monthly dues: $21.00 for regular members

» Detailed aircraft features are listed in the Club Handbook.

e Instruction: Primary: $17.00; Advanced: $19.00 ($0.50 of
each goes to TFC for billing admin; rest to instructor).

 TFC measures aircraft rental rate using tachometer hour.

« Rate includes cost of fuel; does not include tax (8.25%);
Instruction flights endorsed as training are tax exempt.

KEY PHONE NUMBERS

McKinney & TFC
Aircraft Status Recorder (972) 562-7213

Aircraft & Sim Scheduling (972) 562-8359 (562-TFLY)
TKI ASOS land line (972) 542-9659

TKI Control Tower (972) 562-6651

Airport Manager (972) 562-6080 ext 7512
ExecAir at McKinney (972) 562-5555

Monarch Air (TKI) (972) 562-0717

Garry Ackerman, N8142H Owner (972) 867-8713

General

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

(214) 902-1800

(817) 858-7300 (ZFW ARTCC) |
(800) 432-4342 (Josh Pruzek)

(972) 251-5079 Metro |

Dallas FAA/FSDO
Ft. Worth Center
FlightCom, Inc.
Southwest Soaring
Monarch Air (ADS)
DE: TM Smith (972) 661-8086
DE: Richard Caldwell (903) 885-4911

(972) 931-0345

DE: Kendall Haley (940) 321-2849

TFC COMMUNICATIONS & INFO

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

FlightCom Prices | http://lwww.texins.org/flyingclub/flight
com.html

Mailing list tfly@list.ti.com

TFC Board Email | tflyboard@list.ti.com

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).

Valid: 2-Mar-00

Mailing Address Texins Flying Club
C/O Harold Morgan
P.O. Box 831311

Richardson, TX. 75083-1311

HINT ABOUT THIS PAGE: This page is designed to be
torn off and then kept in your flight bag. This will ensure
that you away have all of the club contact information

with you. =
This newsletter is copyright Texins Flying Club, except for by-lined
articles, which are copyright their authors.
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