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September, 2000

CALENDAR OF EVENTS
6 September (Wednesday): TFC Board Meeting. 6:30
PM, TKI’s terminal. All members are welcome.
9 September (Saturday): Member/New Member
meeting, donuts at 8:30am, meeting at 9:30am.
4 October (Wednesday): TFC Board Meeting. 6:30 PM,
TKI’s terminal. All members are welcome.
14 October (Saturday): Member/New Member meeting,
donuts at 8:30am, meeting at 9:30am.

Congratulations on these Member Achievements!

Member Event Date Instructor

Nick Kliewer 1st Solo 7/01 Dick Stephens
Jim Zell PPSEL 7/13 Bryan O'Neill
Kevin Roush 1st Solo 7/31 Jim Lewis

Highlights from August Board
Board members in attendance: Bob Moran, Seth Fuller,
Dick Sandlin, Art Jones, Don Essenpreis and Steve
Aughinbaugh

Bob reported that we paid off the Arrow (08J) loan saving
us a few thousand dollars over the next two years and
improving our cash flow.

We also paid the club insurance bill annually instead of
monthly. We got a 6-month loan from Texans to help
with this. Using this technique will save the club about
$3,000 this year. Two years ago we started paying the
tie-down, hanger and TKI office rent annually as well.
This results in the club getting a discount and further
savings.

We spend a bit of time discussing delinquent payments
from club members. There are a few people that are one
month behind, but that is pretty normal and not a major
concern.  There is one member that is 4 months and
about $2,000 behind that Bob will work with to correct the
problem.

Seth suggested that it might be time to have an airplane
washing party or cookout. Seth will investigate this and
solicit the membership for help.  �

Who Me? Worried About Flying.
By Steve Aughinbaugh

I have noticed that I now worry more about long cross-
country flights than I did during the first 200 hours of total
time since getting my pilot’s license. I am now at 350
hours total and about 250 since I got my PPSEL. My idea
of a long cross-country is anything over an hour or two.
The explanation for this could be many things. Here is
what I have considered:

•  I am smarter now (probably not),
•  I have not been flying as much,
•  I usually have my family with me now,
•  The weather is worse (not really),
•  The media has gotten to me (probably not),
•  I am just a wimp!

From this list I have concluded that having my family with
me and not flying as much are the major reason for the
“knot in my stomach” feeling that I had before our trip to
Indiana. Let me tell you about the trip and how I dealt
with my worries.

I have flown to (or attempted to fly to) northern Indiana
for the past 2 summers. The first time I flew completely
solo, just me, and I only made it as far as St. Louis.
Thunderstorms in Illinois and Indiana kept N642RJ on
the ground while I rented a car for the rest of the trip.
Later that fall I did make it to Indiana solo. Last year
Cindy (then fiancée, now wife) went with me and we
made it all the way there and back with a lesson about
short field landings (but that is another story). I have also
flown to Oshkosh, WI each of the last two years. But I
had a friend who is also a CFII with me going to and from
OSH. So I have made this trip before and ones like it
before. But this time it felt different.

The Planning Part
The 4th this year was on Tuesday.  So I could use
Saturday, Sunday or Monday to get there and
Wednesday Thursday or Friday to get back. That is one
of the ways that I reduce the stress level is to have lots of
options of when I fly. But we needed to pickup Colin at
football camp in Wichita Falls, TX (T47) on Saturday at
noon. I was concerned about making the trip from
Wichita Falls to Wabash, IN (IWH) all in the afternoon.
That would have us arriving at or after sunset with little
margin for delays. And it would be over 7 hours in the
airplane, probably close to 8. Oh, N642RJ is my
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Cherokee 180. I flight plan for 110 KTS and 10 GPH with
49.5 usable in case your are wondering. So what to do?
There was a simple solution, stop overnight somewhere
after T47. We decided that it would be fun to stop in
Tulsa at Cindy’s parents. There is a nice little airport near
their home. Young Field (1H6) is just 3 miles down the
road from them. OK that feels better.

The part from Tulsa to Wabash could then be flown with
two legs (needed because of fuel and comfort). I have a
friend in St. Louis so I contacted him and he was going
to be in town. We agreed to meet for lunch on Sunday.
So the plan was to leave Aero Country (T31) on Saturday
at 9 AM, pick-up Colin at T47 and leave there about 2
PM and get to Tulsa by 4 PM. Then on Sunday leave
1H6 by 9 AM and get to Creve Coeur (1H0) by noon.
Leave there by 2 and get “Back Home in Indiana” by 5
PM.

Getting home to Texas would be simpler. We planned to
leave Wednesday by 10 AM and stop somewhere in
Missouri for food and fuel and then to T31. A direct flight
from IWH to T31 goes right across the middle of
southern Missouri and northern Arkansas and this is the
midpoint of the trip also. From past experience I have
learned that there are very little in the way of services in
this area.  Avfuel, yes, but nearby food and facilities are
not so plentiful.  But with almost 700 NM between
departure and destination, even what seems to be a
large deviation will only cost you a small amount of time.
So I planned to stop in either Columbia, MO or Malden,
MO. Stopping at Malden would only add 8 minutes and
Columbia would add 15 minutes of flight time. I would
make the decision as to which one later after I got a
better feel of where the best weather would be at that
time.

Ok, now some of my flexibility was gone (I could feel the
knot getting bigger), but the trip up was now over two
days with the second part having the option of moving it
a day later if needed. I also told myself that we could
drive if we had to. It would have been long hard days of
driving, but that is an option. Part of the fun of flying is
the adventure of it, but a 2,150-mile road trip would be an
adventure also! OK, that part of the planning was done,
now what was the weather going to be like?

Weather? What Weather?
With a long trip like this I start studying the weather 5 to
7 days in advance. What I am looking for at this point is
how well the forecasts predict what actually happens. It
was a typical summer pattern with a front across the
middle of the country. But the weather forecasters were
having trouble predicting where it would be more than 24
hours into the future. The front would be predicted to
move southeast but instead it would backup, going
northwest instead. And then it would move back to the
southeast. There were also waves of showers that were
moving across northern Texas. One day it looked like I
might have clear weather for the whole trip. It even
looked that way on Friday night. The knot was getting
smaller.

But Saturday morning the weather picture brought the
knot back to full strength. The weather on a direct line
from T31 to Tulsa was great, but at T47 in Wichita Falls
it was not so great.  It was right on the edge of a broad
area of forecasted rain showers with the possibilities of
afternoon scattered thunderstorms. What to do? Get
more information.

I looked over the current conditions at 6 AM and talked to
the FAA flight briefer at 6:30 AM. The forecast were for
VFR conditions until late afternoon and the rain was still
a ways from Wichita Falls at 6:30. So we went to the
airport. On the drive to the airport I was still thinking that
we might leave N642RJ in the hanger and drive. (It made
the knot smaller to think that way.) But, one last check
with flight service at 7:45 confirmed that things were
developing as expected and the rain was southwest of
T47 and moving slowly. I decided to get 2RJ out of the
hanger.

Now our challenge was to get the airplane to the runway.
It turns out that this was the week that the contractor
decided to resurface the taxiway at Aero Country. I knew
this and had a couple of ways that I was sure I could get
the airplane to the runway. I had even planned for the
extra time needed to pull the airplane down our taxiway
and up the partially resurfaced north-south taxiway to the
concrete cross taxiway. From there we started up and
back-taxied on the runway to position ourselves for take-
off.

Oh! That Weather.
At 8:05 AM we were in the air with a ceiling of about
3,500 and visibility of about 8 mile.  North of Denton, TX
we went through a small shower of about 5 minutes (the
knot got a bit bigger). 30 Minutes later we could see the
clouds thicken as we neared T47. A call on 122.0 to flight
watch confirmed that it was raining in Wichita Falls and
that the thunderstorms were still well southwest of there.
About this time we entered the rain. The visibility was
good and the air was smooth. We flew in the rain for the
remaining 15 minutes to T47. I have flown in the rain
before (about 30 minutes worth) but this was my first
time without a CFI beside me. Bigger knot! I knew I could
turn around and that kept it small enough to deal with.

We landed at Kickapoo Downtown where they were
expecting us and had our courtesy car waiting. The guys
in the FBO told Cindy they were surprised to see us land
in the rain since they thought that thunderstorms were
just around the corner. They had a class of new pilots in
ground school at the terminal.  I guess they thought the
weather was too bad for students or perhaps this was
pre-planned.  I did not ask fearing that the answer might
be something like: “Well, no we are not flying, even the
birds are on the ground!”

We spent the next 3 hours on the ground and it rained
the whole time. We attended the football camp award
ceremony and went to lunch waiting for the rain to clear a
bit. It did not. The knot in my stomach had gotten smaller
upon landing at Kickapoo (T47) but it was now growing
again.  So much that I did not eat much. I had some of
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Cindy’s french fries and a Coke. So what to do? Again,
get more information.  Kickapoo did not have any
Internet access or weather radar service.  But, Wichita
Falls Muni does have it and it was close by. We asked
for directions and off we went. Finding the FBO was a bit
of a challenge. There is a well-hidden gate with a keypad
lock and intercom. I have noticed that these places are a
lot easier to find when you approach them in an airplane
instead of a car. The weather radar showed the major
part of the weather was just about to reach T47 and
there was little significant weather to the north with a bit
more to the east. I knew that we could spend the night
here and leave the next day.  It is always an option to
stay on the ground. We headed back to Kickapoo and on
the way I talked with the Flight Briefer again.  He
confirmed what I had seen on the radar and that the
conditions were still VFR for my planned exit route from
Wichita Falls. I decided we should load up and launch.
Just as we got back to T47 the rain actually stopped. We
pre-flighted and loaded without getting wet.

The plan was to flight north-northwest a bit north of a
direct route to Tulsa. If I reached 2,500 and did not like
what I saw, I planned to land at Wichita Falls Muni which
was 8 miles north of Kickapoo and wait the weather out
there.  There were also 4 or 5 other airports within next
45 miles that I could duck into if I needed to. I always try
to be aware of as many options as I can. We re-entered
the rain a few minutes after taking off and just as we
were passing Muni. But the visibility was still about 6
miles, the air was smooth and the ceiling was 3,000 or
better.  We spent the next 20 minutes in a steady rain
shower and just north of Duncan, OK the weather
cleared.  No problem! The knot in my stomach was
almost gone. �

A Little Reflection
Now that I think back, we probably should have skipped
lunch and checked the radar sooner. But the lunch was
enjoyed by my passengers and did not cause any
problems. I also realize that I used two other tools to help
with the flight. One is my Lowrance Airmap GPS. A GPS
really helps with situational awareness and giving you the
confidence that you know where you are and what is up
ahead.  The Airmap is unique in that it contains the FAA
obstructions in its database. Obstructions are towers
mostly and other objects that jut up from the ground
suddenly like tall buildings. You want to avoid these while
flying! The other big help is Cindy, my “co-pilot”. She
keeps the sectional and follows our progress backing up
the GPS and confirming the location of towers and other
landmarks. She also looks up VOR and COMM
frequencies and tunes the radios for me. That is a big
help. Between Cindy and the Airmap, we always know
where we are.

Back to the Flying
The rest of the trip was pretty mundane, fun but “normal”.
As we approached Tulsa, Cindy got the approach
frequency for me and I contacted them. Cindy dialed in
the transponder code and the controllers followed us in
to 1H6. We woke up Colin and called Cindy’s parents.
Colin did not even realize that we had flown in rain. Partly

because it was not a heavy shower and partly because
he had indeed fallen asleep! No knot in his stomach!
Most of the time I think his stomach is empty based upon
the amount of food he eats!

The weather for the leg on Sunday had rain just to the
west behind us and at our destination in St. Louis as we
departed.  The briefer suggested that it would be best to
get out of Tulsa in the next 50 minutes and that the rain
would mostly likely be east of St. Louis by the time we
got there two and half hours later. I agreed and we were
off by 9 AM. You could see the weather approaching as
we climbed out of Tulsa. This time when I talked with
Tulsa Departure I asked for VFR flight following to Creve
Coeur (1H0). This is another technique that I use to keep
the knot a bit smaller.  It is also good practice for learning
a bit about IFR flights. I also believe that the controllers
along the way like the extra assurance that they are in
contact with me as I traverse the busier airspace around
Tulsa, Springfield, St. Louis and other areas.  I used VFR
flight following for almost all of the remaining legs on this
trip. The controllers were all easy to work with and
pointed out the rare traffic in my area. I was still able to
switch to Flight Watch for weather updates with a simple
request. I flew the altitudes that I wanted and they
cleared me through class C and B airspace for an almost
direct flight to my destinations. The only exceptions were
in St. Louis, but that was not a problem.

As we approached St. Louis the approach controller
handed me off to the Spirit of St. Louis Airport tower. My
destination (1H0) was on a direct line seven miles past
Spirit. I informed the Spirit tower of my request to
traverse their airspace and they suggested that the best
route was to follow the river at 2,000 feet or lower. 1H0’s
elevation is 451 feet MSL.  I agreed and had some fun
with it. By this point the rain had indeed moved to the
east of St. Louis, but the humidity was still very high and
the air was hazy, perhaps 4 or 5 miles visibility. So we
moved over to the north a bit and followed the river. The
river goes just a bit north of Spirit with the airport having
been built in the river bottoms. You may recall a few
years ago that there was a major flood in the St. Louis
area.  At the time there were business jets floating over
the ramps at Spirit! Some of them were being serviced
and could not be repaired quickly enough to fly them out
to higher ground. I tried to imagine what a sad sight it
must have been to see airplanes floating like that.

The tower released me to the Creve Coeur unicom and
we entered a right downwind after I had announced a left
downwind and was correct by the FBO that all traffic was
to be to the west of the airport.  I should have checked
that during my planning. Once on the ground we found
that the FBO was very busy. It turns out that every
Sunday they have a BBQ lunch that starts serving at
noon. Several people were already here at 11:15 and a
couple of them had brought some great looking pies!
We’ll have to remember this place and plan to be here a
bit closer to noon the next time we are in the area. John
met us and we opted to eat at a local microbrewery since
I did not want to spend the time waiting until noon for the
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BBQ. The microbrewery’s air-conditioning was also a bit
better than the FBO’s and that felt great!

Another Peek at the Weather
Before we came back to the airport we stopped by
John’s house and I used his Internet connection to take
another look at the weather for Illinois and Indiana:
isolated thunderstorms to the north and south of our
route and the forecast of scattered storms by evening.
We should be fine. I use the AOPA web site for Internet
weather and DUATS access. I find that this site is the
best for my needs and it is easy to use.

Upon our return to the airport the haze was mostly gone
and the visibility was much better. We launched, bid
Creve Coeur good-bye and contacted St. Louis
departure asking for a higher altitude and a more direct
route to Wabash. Higher he could do, but not direct yet.
St. Louis Lambert is just to the east of 1H0 and they also
had a major airshow going on near the Arch. But higher
was good since the air would be cooler and we were a bit
ahead of schedule. By this time the knot was completely
gone. A bit further north we were allowed to turn
northeast on course and finish our climb to 5,500 and
even cooler air!

We stayed with VFR flight following and I also monitored
122.0 with the second radio. From listening to other
pilot’s requests on 122.0 I learned that there was an
isolated thunder cell about 50 mile south of Wabash and
another one about 60 miles north. From 5,500 feet as we
approached the area, we could see them but they were
not a factor for us.  From listening to the static on the
ADF it also appeared they were not very active. Before
we left St. Louis I had called mom to update her that we
would get to Wabash at about 4 PM and perhaps a bit
early if the winds helped much. The winds were less
favorable east of St. Louis and the front than they were
west of there.  So we arrived at IWH just before 4 PM
with my mom and sister waiting for us.  We parked
N642RJ near the pumps and they met us on the ramp.

Some Numbers and More Reflection
I was back on the soil of Indiana and the town where I
was born. Home is still Texas, but it is fun to visit my
birth state, town and the family that I have there. That is
one of the neat freedoms that being a pilot affords us.
The ability to visit places more often and with greater
flexibility than you can without being a pilot.  I did some
checking on commercial airfares. We could not have
flown to the airports that were most convenient and
probably would not have gotten to visit with Cindy’s
parents in Tulsa.  We also would have needed to drive to
Wichita Falls and back on Saturday and then leave
Texas on Sunday if we flew commercial.  The
unrestricted direct fare to Ft. Wayne (35 miles from
mom’s, Wabash is about 12) was $747 each or total of
$2,241 for the three of us! We could have gone to
Indianapolis (100 miles south) with connections in Tulsa
AND Chicago for $451 each or $1,353 total. With an
advanced purchase I could get the price down to $239
into Fort Wayne, not bad but it still would have been
$717 for the three of us plus about $30 and 5 hours to

drive to Wichita Falls and back. With N642RJ we used
135 gallons of fuel or about $300 worth. Even if I added
the fixed cost in I would still be under the costs for going
commercial with three people. Now with just two people,
going commercial probably cost less. But it is not about
the cost, it is the freedom and the adventure of flying
yourself. Besides we had a great time getting there.

Now for the Return Trip
Getting back home was similar. Wednesday dawned with
that same front backing up again. It just would not keep
going in one direction.  Early morning was IFR at
Wabash, by 9 AM things were improving and looking
good in North Manchester where we were 12 miles north
of IWH. We left for the airport and at 10:15 at Wabash
the ceiling and visibility were still a bit too low for me,
1,100 and 3 miles. By 11:15 it was 1,900 scattered,
2,500 broken and 6 miles.  Another pilot confirmed this
as he left IFR from IWH on his way north.  He was nice
enough to call back into the unicom and let me know
what was up, literally.  I also had just checked with Flight
Service and our route was similar to this until almost to
Missouri. From there it was clear skies all the way to
Aero Country. We decided to leave.

We waved good-bye to mom and Ray and climbed
through the scattered layer and then deviated north a bit
to get through the broken layer. On the way to 6,500 feet
I contact Grissom approach and asked for VFR flight
following. They again agreed and we were on our way.  It
was clear above us, but not below.  The cloud deck
below remained mostly broken. Cindy and I would point
out holes that we felt we could get down through. But
there were a couple of 10 to 15 minutes times when
neither of us could see a hole large enough or near
enough to use.  The knot in my stomach came back but I
controlled it by practicing flying by reference to the
instruments only while Cindy and the controllers looked
for traffic. I did not actually put my foggles on, but just
kept my head in the airplane. I felt confident that if I had
an engine problem that I could descend through this
layer on the instruments and find a suitable landing spot
on the farm fields of Indiana or Illinois. (Have you been
here. It is almost nothing but corn and pasture fields.)

As we got closer to the Mississippi River the more the
clouds broke up. As we crossed the river they were all
behind us. An hour later we were on the ground at
Columbia, MO (COU). I had picked the northern route
because it was the quickest way to clear the clouds in
Indiana and Illinois and to avoid the rain that still existed
in southern Indiana. Columbia also had a restaurant on
the field.  I had called the number in the AOPA Airport
Directory for the restaurant before we left Texas and the
number was no longer active. But when I called the
number for the airport they gave me the new number and
told me that it had changed owners and still had good
food. It is always good to check things like these before
you leave just to make sure.

Another Couple of $100 Hamburgers
The restaurant was as advertised. I made the mistake of
ordering the large tenderloin. It was very good but the
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definition of large was to have two large tenderloin
patties instead of one large patty! It was more than
enough. Colin was happy with his double cheeseburger
with two half-pound beef patties! When you are a 15-
year old 6 footer you can eat a lot.

 It was at this point that I almost had a mutiny. I
mentioned that the next leg would be the longest at 4
hours and 15 minutes due to the head winds. Cindy and
Colin looked at me like I was crazy.  I explained that
leaving at 3 PM we would get back at about 7:15 and if
we stopped somewhere to stretch our legs, then it would
be more like 8:30 or 9 PM.  Plus we would have to spend
about 50 minutes in a hot, humid airplane as we
descended, taxied and climbed at the rest stop. They
agreed that maybe they could tough it out and I agreed
that we would stop if they really felt the need.

Oops, it Helps to Shut the Door!
So back to the FBO to pay the bill, $2.87/gal was the
most expensive fuel on the trip. Then into the airplane to
start the, hopefully, last leg. As we climbed out of COU I
noticed some noise about the same time that Cindy
asked me if I heard it. Sure enough I looked above
Cindy’s head and the upper door latch on my Cherokee
was not closed.  The bernoulli effect was pulling the top
of the door out from the frame and air was whistling by.
We were barely out of the pattern so I called Columbia
tower and told them I was returning to the field.  They
cleared me to enter downwind and asked it I had a
problem.  I told them about the door latch and stated that
it was not a problem and I wanted to land to latch it. On
downwind I checked the runway length with my GPS and
the chart, 6,500 feet. So I asked for a stop and go on the
runway and it was granted.

I have had this happen before when I was by myself and
I know that having an open door is not a problem with
keeping the airplane flying, it is just noisy.  I told Cindy to
not worry about it and if the other latch gave way that it
would not be a major problem either. It would just get
even louder. After my first experience with not getting the
door latched I got in the habit of reaching over and giving
the door a push at the top and side just to make sure
even when someone else closes it. I am sure I did this
but I must not have pushed hard enough at the top. I
have also noticed that on hot days I don’t actually shut
the door at the point that I have the door check in my
checklist. Perhaps I should modify my checklist to add a
second door closed check at the end of the Before Take-
off checklist. We landed and slowed down. Cindy latched
the upper latch and I checked it as we were rolling.  I
then configured the airplane for take-off and we were off
again! A touch and go instead of a stop and go, but the
door was latched this time. No problem.

Teenagers and Flying
We left Columbia behind and headed for Springfield
crossing the Lake of the Ozarks. Just north of
Springfield, MO I contacted Springfield approach and
asked for VFR flight following again. We were at 6,500 in
cool, smooth, cloudless air with the engine droning
along. N642RJ was trimmed for level flight and I was

flying mostly with my just my toes on the rudder pedals.
With just a bit of pressure on the left or the right to bring
it back on course as it drifted. Early in the flight I was
flying like this when I noticed the airplane swinging to the
left and right. At first I thought maybe I had bumped the
rudder pedals. But no, I had not. And the rocking was
rhythmic. I turned around and noticed the 185 pound
teenager in the back with his CD player on was swinging
is head side to side to whatever rap or music he had
going! I was beginning to get seasick so I tapped him on
the knee and asked him to pretend he was dancing
instead of actually doing it in the airplane!

Of course he thought this was pretty funny and from
them on whenever he wanted our attention he would just
shift his weight around to let us know that he was still
back there. He can move the airplane a lot when he
wants to. But at this point he had settled down and was
taking another nap. So it really was a smooth ride.

We were flying with about 65% power on this leg to
ensure that we had plenty of fuel reserve. At this power
setting the 180 Lycoming uses about 8.5 gallons/hour.  I
kept is like this for about three hours.  At this point the
passengers were beginning to get restless, no air rage or
anything close to that. So I bumped the power back up to
full cruise at 75% power and 10 gallons/hour.  We still
had over two hours of fuel left and at this speed only an
hour of flight time until touchdown at T31.

The People on the Other Side of the Radio
About 50 minutes from Aero Country we were handed off
to DFW approach. It was about 6:15 PM on a
Wednesday and this was the busiest controller that we
had heard on the whole trip. Just north of the Red River
he called out a frequency change to me for one of his
other sectors.  Another pilot thought is was for him and
responded. He corrected the other pilot and I
acknowledge and signed on to the new frequency. I also
informed him that I could cancel flight following if was too
busy. He said is was not problem and I stayed with him
until I was about 15 minutes out even though he was
talking almost non-stop. He was still willing to help me
out and call traffic for me even though he was very busy.
For all of our complaining, the ATC system is a really
great system, staffed with good people.

We landed at Aero Country and taxied across the newly
oiled north-south taxiway and up to my hanger. I shut the
engine down at 7:10 PM.  We were back “Deep in the
Heart of Texas!” Overall we had spent 15 hours in the
airplane and about 14 of that in the air.  We had landed
at 6 airports and traveled over 1,550 nautical miles
(1,800 statue miles). We have flown and landed in rain.
Seen distant thunderstorms from the air and overflew a
couple of solid cloud decks. We had visited family not
often seen and had eaten more than we needed to.
Would I do it again, sure! Will I have a knot in my
stomach again? Probably. Having the knot is not bad, not
listening to it at all or letting it overwhelm you is bad.
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Final Reflections on a Great Trip
Any pilot that flies much is going to encounter less than
idea conditions someday. Here in north central Texas we
are blessed with a very high percentage of great, almost
perfect weather days. That is great, but it also gives you
less opportunity to learn how to safely fly in less than
perfect weather. Most long cross-country flights will
involve travel from one weather system to another.
Somewhere along the route the weather will be different
and perhaps worse than where you were. Using the tools
that are available, forecasts, flight watch, flight service,
your own eyes and judgement can make these flights
just as safe as the local $100 dollar hamburger run. So
plan a long cross-country. Go home to see mom or your
Uncle Bob or your old college classmate or to that get-
away resort. But be smart and be flexible.  You may not
make it all the way sometimes or at the time you
planned. Remember that you can always land and wait
out the weather or rent a car to complete the trip. It is all
part of the adventure. Have fun!

PS. Three days later on the Saturday after we returned
from Indiana, Cindy and I jumped in the airplane again
and flew 2 hours to Houston to visit her brother then
returned on Sunday. All of it was in that almost perfect
Texas weather we have here most of the time. Having a
pilot’s license really is great! �

Oshkosh Report
I would love to get any reports for those of you that went
to Oshkosh this year.  N642RJ, Mike Hance, Cindy and I
went this year.  I also know that Bob Moran went and
arrived in style.  He was right in the middle of the Mooney
Caravan, 97 of them that arrived on Monday enmass.
Just email me the dates that you went and what you
used to get there (airplane, car, motor home or
commercial) and any comments. I’ll combine them into
an article and put it in the newsletter. �

TFC Fleet Maintenance Report
By Don Essenpreis

For 07/01/00 through 07/31/00

6368K
•  07/08/00 Replaced landing light.
•  07/11/00 Reseated and tightened kx155 in mounting

tray.
•  07/14/00 Drained oil and replaced with 5 qts. 15w50

Aeroshell.

7929U
•  07/02/00 Installed overhauled turn coordinator.
•  07/25/00 Installed new interior plastic in baggage

compartment.
•  07/25/00 Serviced left brake master cylinder.
•  07/31/00 Drained oil and replaced with 5 qts 15w50

Aeroshell.

150TM
•  07/13/00 Completed annual inspection.
•  07/23/00 Replaced lower o-rings in front strut.
•  07/26/00 Replaced crush washer on front strut

schreader valve.
•  07/31/00 Replaced upper and lower o-rings in front

strut.

733NB
•  07/04/00 Overhauled flat nose strut, replaced top

and bottom o-rings.
•  07/04/00 Replaced two broken cowl fastener nut

plates.
•  07/06/00 Lubricated starter bendix drive.
•  07/10/00 Serviced right brake master cylinder.
•  07/12/00 Installed new GPS database card.
•  07/12/00 Replaced port NAV light bulb, replaced

damaged port strobe tube.
•  07/18/00 Completed 100-hour inspection.
•  07/21/00 Repaired crack in lower cowling.

7508J
•  07/18/00 Drained oil and replaced with 7 qts 15w50

Aeroshell.
•  07/25/00 Replaced inop low/high vacuum lights with

suction gauge.
•  07/26/00 Tightened door handle set screw.

5636Q
•  Repairs in progress for its gear-up landing.

8142H
•  None.

3187Y
•  07/07/00 Replaced worn pilot door latch/bolt

assembly.
•  07/19/00 Replaced a bad voltage regulator and

charged battery.
•  07/19/00 Replaced bad instrument light rheostat. �
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TEXINS FLYING CLUB OFFICERS
Office Board Member Office

Phone
Home
Phone

Email

President Dick Sandlin (800)
817-5572

(214)
350-6426

d_sandlin@
email.com

Ops VP Don Essenpreis (972)
927-8396

(972)
530-8648

esse@ti.com

Train
Main

Seth Fuller (214)
480-2933

(972)
771-5211

s-fuller1@ti.com

X-C Maint Micah Koons (972)
575-6042

(972)
509-5773

mkoons@
raytheon.com

Mbrshp
VP

Dan Grelinger (972)
995-1539

(972)
690-7074

dgrelinger@ti.com

Comm Steve
Aughinbaugh

(972)
927-5593

(972)
437-6862

saughinbaugh@
ti.com

Controller Bob Moran (972)
927-1012

(972)
612-1402

rmoran@ti.com

Treasurer Harold Morgan (972)
927-0100

(972)
495-0220

HMOR@ti.com

Chief
Instr

Art Jones (972)
346-2646

(972)
346-2646

adj1@airmail.net

Safety Robert Jolly (972)
234-0787

(972)
234-0787

rjolly_1@
yahoo.com

TEXINS FLYING CLUB INSTRUCTORS
Instructor C

F
II

M
E
I

C
o
n
v

S
E
S

C
F
I
G

A
T
P

Office
Phone

Home
Phone

Email

Mike
Baulch

���� None 843-2208 mbaulch@
flash.net

Chuck
Chase

� (972)
927-8070

(972)
867-0624

cwc@ti.com

Calvin
Coffey

���� (972)
519-3534

(972)
423-5239

cfly@airmail.net

Keith Cole � (972)
952-4997

(972)
382-3932

a137j@texoma.net

Hank Eilts � (214)
480-3581

(972)
517-8273

eilts@ti.com

Mike
Hance

���� �(972)
839-8933

(972)
346-3346

mwhance@
juno.com

Jim Evans � �� (214)
284-9467

(972)
390-9950

N/A

Art Jones ��� (972)
346-2646

(972)
346-2646

ADJ@msg.ti.com

Jim Lewis (972)
952-2817

(972)
727-1422

jimlewis@
raytheon.com

Richard
Klein

��� (972)
344-3356

424-2307 r-klein1@
raytheon.com

Bruce
Miller

����� (972)
284-3015

517-5926 brucemiller@
lucent.com

Bob
Niedwiecki

�� �(972)
390-3731

681-2974 bniedwiecki@
home.com.

Bryan
O’Neill

� (972)
205-4463

(972)
562-4241

Bryan_O'Neill@
raytheon.com

Betsy
Parrott

�� N/A (972)
219-9361

pistola52@
aol.com

Sherman
Ratliff

� (214)
965-6063

(972)
660-4480

shermanr@
airmail.net

Mark
Seglem

��� �(972)
783-0284

(972)
727-3465

mseglem@
datavon.com

Dick
Stephens

� � (972)
517-1647

(972)
517-1647

Stephens6@
ont.com

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: Input is encouraged! Of
particular interest are flying experiences that others can
learn from. Forward inputs to Steve Aughinbaugh, email
saughinbaugh@ti.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.
•  Instruction:  Primary: $19.00; Advanced: $21.00 ($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
Dallas FAA/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 Air (ADS) (972) 931-0345
DE: TM Smith (972) 661-8086
DE: Richard Caldwell (903) 885-4911
DE: Kendall Haley (940) 321-2849

TFC COMMUNICATIONS & INFO
WWW http://www.texins.org/flyingclub
FlightCom Prices http://www.texins.org/flyingclub/flight

com.html
Mailing list tfly@list.ti.com
TFC Board Email tflyboard@list.ti.com
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.    �


