
fairly straight-forward run to 
Richmond with a passenger 
(a co-worker) in 60R. While 
conditions were mostly clear, 
I filed IFR in both directions – 
both for the added safety 
and for the flexibility of being 
able to get through layers as 
needed. 
 
I zipped up to RDU, picked 
up my passenger (Jon) and 
then headed to KRIC. The 
flight to KRIC was as ex-
pected, quick, easy and in-
vigorating. Headed into KRIC 
airspace, I announced hav-
ing the ATIS and when 
closer in, I advised of my 
intentions to taxi to the Jet 
Center. 
 
Jon and I met clients for 
lunch, grabbed an Uber back 
to the airport where I did my 
usual pre-flight, filed IFR and 
settled in for the easy flight 
home. Headwinds made the 
trip home slightly longer, but 

By Jesse Kalisher 
 
Here’s the story of how I 
nearly set 60R down at an 
unscheduled field for an 
emergency landing. It’s an 
admittedly embarrassing 
story that shows a mis-
take – a mistake I’ll never 
make again. And by writ-
ing about it here, it’s one I 
trust you’ll never make 
either. 
 
For perspective, I’ve got 
300 hours under my belt, 
more than 100 hours in 
type, am IFR rated and 
have flown club Mooneys 
to everywhere from the 
Bahamas to Oshkosh. 
Which is to say, I’ve taken 
the planes out for some 
fun. And, yet, clearly, I am 
capable of nearly over-
looking something quite 
basic. 
 
Last Spring, I was on a 
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goal, just to be able to say 
that I had done it.  To that 
end, my student pilot son 
and I visited quite a few 
airports over the first 5-6 
years after my licensure, 
just for the fun of flying to 
new places, and landing on 
different, and sometimes 
‘interesting’ runways.  But, 
as with many things in life, 
the idea was OBE 
(overtaken by events).  
Much of my flying became 
business trips out of the 
state.  And, then, for a vari-

ety of reasons I just didn’t 
get to fly at all for almost 8 
years, so my advocacy of 
the idea was filed away, 
although not forgotten. 
In August of this year, I 
started flying again.  In the 
process of becoming 
‘current’ (a BFR and Club 
Annual with Tonya Lord), 

By William T. Sawyer 
 

Years ago, as a relatively 
new pilot, the thought oc-
curred to me that it would 
be a fun personal chal-
lenge to fly to every NC 
airport.  I had been to 
quite a few in my training, 
but there were still a num-
ber of NC airports that I 
had not visited, and the 
idea of flying to all public 
use airports in NC seemed 
like a worthwhile personal 

Operation: Fly NC  

Continued page 3 

the entire trip is so short 
that it’s really a non-factor. 
 
We flew our assigned 6,000 
feet on the way home. At 
one point, well west of the 
RDU airspace, ATC in-
structed me to descend to 
4,000 feet and expect lower 
around the RDU airspace. I 
pushed the nose over and 
watched the airspeed in-
crease and made sure I 
stayed within the green 
(okay, maybe just the first 
part of the yellow), did a 
quick instrument scan and 
then looked out the wind-
screen to keep track of our 
descent angle and heading. 
 
I leveled as instructed at 
4,000 and began rehears-
ing my entry into KTTA air-
space in my head. I had the 
AWOS, back-up radio tuned 
to CTAF ready to go, I 
would be coming north of 
Scary Tower, likely over the 
nuclear 
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The emergency that wasn’t (Cont)  

plant – still would need to 
visually ID Scary Tower to be safe. 
Request “frequency change” to 
switch from ATC to CTAF at 10.5 
miles out, make my first call to KTTA 
– wait, what was that sound? 
 
Through my marvelous noise cancel-
ling headset, I heard a startling 
noise. No, not silence – but the en-
gine running rough. I did a quick in-
strument scan while listening intently 
as the engine sounded decidedly not 
like itself. 
 
Manifold pressure and RPM looked 
correct (22/24). The engine was still 
rough. I toggled through to NEAR-
EST on the GPS and saw a field 
within five miles ahead of me and 
slightly to the south. That noted, I 
went back to home screen and my 
regular course.  
 
Time slowed. Seconds felt like min-
utes as I went through a very quick 
series of thoughts. First, I considered 
that I had time. Ten minutes if 
needed - five to get the field ahead of 
me, another five minutes beyond that 
as I could fly past the field and still 
turn around and make it if needed.  I 
had power, just not normal power. 
That said, I had to plan for instant 
loss of power at any moment. Maybe 
I don’t have ten minutes. Straight to 
the closest field looks like the smart 
call. And perhaps I need to make 
that radio call now. Maintain altitude 
the entire way or until I lose the en-
gine. 
 
With several minutes to spare, I 
checked the electronic engine moni-
tor. Oil pressure and temperature 
were green and normal. What could 
be happening?  
 
I glanced at Jon. He had no idea the 
engine wasn’t performing properly. 
Now I noticed I was adding back 
pressure on the controls to maintain 
my altitude and losing some airspeed 
in the exchange – I pushed the throt-
tle forward, switched tanks for good 
measure, and went through the radio 
call in my head.  
 

First, I would push and hold the radio 
tuning button – that would get me to 
121.5 automatically. Transponder to 
7700. Mayday Mayday Mayday, 
Mooney 5760R has a rough engine, 
can’t maintain altitude, diverting to 
nearest field. Or, I asked myself, 
should I just make the call on my as-
signed FREQ and keep my squawk. 
That would be fine. It’s not exactly a 
Mayday call. I have the engine and 
some power – and while not a lot of it, I 
had some altitude. 
 
Maybe 30 seconds had passed. En-
gine was still rough. I listened, looked 
over the instruments one more time. 
This is really happening, I told myself. 
I’m going to have to do this and first, I’d 
have to advise Jon that we’re diverting 
for safety. Keep him informed but don’t 
let him worry. 
 
In the back of my head I thought 
through all the facts one more time. 
Rough engine. Oil temp and pressure 
fine. Throttle and manifold pressure 
fine. What am I missing? What could 
be the cause?  
 
I decided to fully cycle through the 
electronic engine monitor once. I didn’t 
know what else I was looking for, I just 
wanted to see if anything looked 
amiss. The problem was with the en-
gine. The electronic engine monitor 
was the place to look for more clues. If, 
after this cycle, I didn’t see anything 
and if the engine was still rough, I 
would – I told myself – set the plane 
down at the nearest field, no questions 
asked. 
 
I pressed the small black button and 
cycled through the engine monitor 
screens. 
 
And low and behold, something 
jumped out at me. When properly 
leaned, fuel flow on the Mooney should 
be between 7.5 – 8.3 GPH depending 
on whom you ask. Fuel flow – however 
– at that moment and with my rough 
engine registered at a very low 6.5 
GPH. I wondered if I had a blocked fuel 
filter while I instinctively reached for the 
mixture and turned it clockwise several 
times.  

 
As I increased the mixture, I watched 
the fuel flow come up easily and 
quickly to 8.2 GPH, the engine 
smoothed out, I retarded the mani-
fold pressure back to 22 and contin-
ued the flight home as planned. For 
the first time during the short flight 
home, I engaged the auto-pilot. I 
leaned back and took a deep breath 
and asked myself some tough ques-
tions. 
 
How did I miss something so obvi-
ous? Was pushing in the mixture 
when descending 2,000 feet part of 
my training? Had I checked mixture 
when descending at altitude in the 
past and just forgotten this this time 
around? The answers were decid-
edly no and no. 
 
I dropped Jon at RDU, he no wiser 
for what I had nearly done, flew back 
to KTTA without incident and tied 
down. I ran into James and readily 
confessed my sin of oversight and 
incompetence. James assured that 
unseen weather and pressure factors 
play a large role in determining how 
an engine will respond to even rela-
tively subtle changes in altitude. 
 
I felt reassured, but also relieved that 
I learned this lesson without having 
declared an entirely unnecessary 
emergency.  
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we flew to several area air-
ports to practice landings.  Where 
time permitted, we would shut down 
on the FBO ramp, and walk to the 
office, where Tonya made a point of 
getting a ink stamp placed in this 
little white book she carried.  ‘What is 
that?’ I asked, and she told me about 
OPERATION: Fly NC (http://
www.operationflync.com/home.html).  
I looked it up on the web and found a 
great opportunity for promoting avia-
tion, having fun flying around our 
state, and possibly earning some 
prizes at the same time.  In contrast 
to my unrealized dream, other peo-
ple were making the idea a reality. 
 
WHAT is OPERATION: Fly NC? To 
provide a ‘taste’ of this program, here 
are two excerpts from the program 
website:  ‘Your mission, should 
you choose to accept it, is to visit 
North Carolina airports, museums, 
and special events, all in the name 
of aviation safety and education.’  
And, ‘Visit 81 participating air-
ports, attend safety seminars, and 
visit NC Aviation museums to earn 
Bronze, Silver, and Gold Level 
Prizes along the way.’  Wow.  Fly-
ing, fun, and prizes! Who can turn 
that down? 
 
HOW do you participate?  First, get 
an OPERATION: Fly NC booklet.  
You can order one online at the pro-
gram website.  Or, you can get one 
from the NC Division of Aviation – 
drive (or fly) to RDU and visit their 
office, located on the northeast side 
(GA and cargo) of the AP (near the 
UNC hangar), and just walk in and 
pick one up.  By the way, if you hap-
pen to go by RDU between 11 and 
2:30 PM, you can also visit the Gen-
eral Aviation terminal, and have 
lunch at the Crosswinds Café 
( h t t p s : / / w w w . y e l p . c o m / b i z /
crosswinds-cafe-raleigh) – great food 
for very reasonable prices, and you 
can watch planes coming and going 
while you eat.  Second, every time 
you land (or even drive to) a NC air-
port, go to the FBO and get your 
booklet stamped.   At the 
‘unattended’ airports, the stamp is 
often placed outside the office, in a 

mailbox marked with the OPERATION: 
Fly NC logo, so you can stamp your 
booklet yourself.  Once you have your 
booklet, take it with you whenever you 
are flying, or driving around the state – 
I keep mine in my logbook pouch (with 
my Medical certificate and license).  I 
am early in my program participation, 
so I am not particularly focusing on the 
prizes, which are described on the pro-
gram website.  But, I am already enjoy-
ing the experience of flying to different 
NC airports, participating in some 
FAAST WINGS seminars, and visiting 
aviation-related museums in the state 
that I didn’t even know existed - AND 
getting my Operation: Fly NC book 
stamped each time. 
 
As I have visited NC airports, I have 
been fascinated by the depth and 
breadth of aviation resources available 
in NC.  Each airport I visit seems to 
have a distinctive character.  And, 
spending time talking with personnel at 
these airports - pilots-and non-pilots 
alike - is a great experience.  They are 
upbeat, enthusiastic about aviation and 
their airport, and their services.   And, 
there are some absolutely beautiful 
airport terminals in our state.  One ex-
ample, if you like sitting in the rocking 
chairs at a Cracker Barrel restaurant, 
think about flying down to Stanly 
County (a really gorgeous terminal 
building) and sitting in the white rock-
ers on the runway side of the building, 
watching planes come and go.  Take a 
bag lunch, and make it a picnic. 
After his recent ‘round the world’ trip, 
George Scheer shared an observation 
about the differences between the 
status of aviation in the US, in compari-
son to other countries.  He commented 
that we really cannot fully appreciate 
the freedom and opportunity we have, 
until we see the limitations and restric-
tions imposed on flying elsewhere.  
One of those simple freedoms is the 
chance to visit with neighbors, who 
happen to be a short 30 – 60 minute 
flight away, instead of a 2-3 hour auto-
mobile ride.  OPERATION: Fly NC is a 
terrific way to exercise that freedom. 
And, if you enjoy participating in the 
Operation: Fly NC activity, don’t limit 
yourself to only North Carolina.  Vir-
ginia has an Aviation Ambassadors 

p r o g r a m ( h t t p : / /
www.doav.virginia.gov/vaap.htm) 
similar to what we have in NC.  I am 
now participating in that program as 
well.  Just last Monday, I spent a 
delightful hour speaking with Buzz 
Jarrell, the manager of the Orange 
County Airport (KOMH), in Orange 
VA.  I stopped by the airport to have 
my VA ‘passport’ stamped, and 
struck up a conversation with Buzz.  
He is a tremendous ambassador for 
aviation and airports, and described 
a number of things he is doing to 
make the airport a true community 
resources, rather than a mysterious, 
and foreign, place, secluded behind 
chain link fences and gates.   As just 
one example: when I pulled into the 
airport, I stopped behind a long line 
of police / sheriff’s department vehi-
cles (25+), from a large variety of 
counties and cities, waiting to get 
through the gate onto the tarmac.  I 
wondered what special event was 
going on.  Buzz subsequently told 
me that they were there to conduct K
-9 training, to help dogs and handlers 
locate missing persons.  He also said 
that they airport is used several 
times a year by law enforcement 
groups to calibrate their radar units.  
There is a community recreational 
park located adjacent to the airport, 
with ball fields, and places for picnics 
and cook-outs, that bring local citi-
zens to the area of the airport.  
Youngsters come out there to enjoy 
a ‘day in the park’, AND get to see 
airplanes taking off and landing, and 
skydivers dropping from the sky.   
What great promotion for aviation!  
There is even an airport boosters 
club, which coordinates fly-in break-
fast events, and other airport social 
activities. 

Can this HELP the Flying Club?  
Finally, as Club members fly to vari-
ous airports in NC (and elsewhere), 
please take the opportunity to pro-
mote our Second Saturday cookouts.  
I have prepared some information 
cards about our monthly food-fest, 
which I will leave at the club.  If you 
are going to fly to one or more NC 

From Page 1 

Continued Page 5 

http://www.operationflync.com/home.html
http://www.operationflync.com/home.html
https://www.yelp.com/biz/crosswinds-cafe-raleigh
https://www.yelp.com/biz/crosswinds-cafe-raleigh
http://www.doav.virginia.gov/vaap.htm
http://www.doav.virginia.gov/vaap.htm


Page 4 Wings Newsletter 

By Jay Nabors 
 
Here comes Winter ! 
 
Blue skies, unlimited visibilities, and 
with that comes chilly mornings and 
frost. For the new members who are 
enjoying their first winter here at 
WCFC and a refresher for the veterans 
its time to do a quick review of the 
club’s winterization procedures 
 
Winterization 
Pre-heating aircraft. 
Pre-heating aircraft engines is a club 
policy when the outside air tempera-
ture is below 28°F. In the mornings 
when the overnight lows are below 28°
F and you arrive and the temperatures 
are above 28°F take into account the 
aircraft itself is still below 28°F and 
preheat. There have been plenty of 
articles and notifications on the neces-
sity of proper preheating so if you have 
any questions get with your CFI or the 
maintenance crew for usage and 
heater storage location details. Also 
know where the preheater is; how to 
use and charge it; and stow it when 
you are done. 
 
Frost and Ice on aircraft. 
The FAA states, in part, “the presence 
of frost may: (1) Reduce a wing's maxi-
mum lift by 30 percent or more; (2) 
reduce the angle of attack for maxi-
mum lift by several degrees; (3) in-
crease drag significantly; and (4) 
change unexpectedly the aircraft's 
handling qualities and performance.” 
Some folks have asked me about the 
FAA rule allowing for “polished” frost. 
In short, the FAA has rescinded the 
policy of allowing for “polished” frost 
(SAFO 06014). All frost should be re-
moved from the aircraft prior to flight. If 
you use hot water from the clubhouse 
and the outside temperature is below 
freezing realize any remaining water 
will refreeze very quickly. This is called 
ice and it too must be removed before 
flight. So, does the FAA require ICE 
and Frost removal by FAA regulation? 
Take the VFR challenge quiz below 
and see! 
 
 
 

Winterization Do’s and Don’ts 
DO’s 

Position the aircraft so the most 
aircraft surfaces are exposed to 
the sun. 

If you use hot water, carry towels 
with you to wipe off the water 
before it refreezes 

Plan additional time on your reser-
vation to complete these tasks 
and preheating 

Schedule later in the morning to 
avoid having to defrost 

Don’ts 
Attempt to move the aircraft into 

the hangar to defrost 
Leave empty buckets or water jugs 

on the ramp 
Attempt to fly with ice or frost on 

the aircraft 
Use any type of anti-icing fluid (e.g. 

alcohol or aircraft deicing fluid) – 
many of these could hurt the air-

craft and some are illegal to use. 
 
Pre-Flighting/Post-Flighting  – Tie-
downs, Seats. 
A reminder that when securing the tie
-down chains the chain hook should 
go on the outside of the chain link 
and not through the link hole in the 
chain. Securing the chain hook in the 
link hole can create a hook wedged 
condition that could make it difficult 
or worse to unhook the chain for the 
next member. 
 
Seat adjustments should be done 
when not sitting on the seat. We 
have had several 172s who seat ad-
justment controls have been ruined 

by such actions as well as over-
cranking the seat adjustment handle. 
 
TFRs 
Recently we had a couple of days 
where TTA air traffic was restricted 
due to TFRs so it’s a good time to 
remind folks that even in the pattern 
it’s a good idea to get a weather 
briefing. Weather briefers do more 
than just give you the weather they 
can advise you on notams and TFRs 
including local notams and TFRs. 
 
UAS Certificates Have Arrived 
Remote pilot certificates for certifi-
cated pilots requires an online course 
and quiz (FAR part 107). Once com-
pleted any of the club’s CFIs can ap-
prove your application for a UAS cer-
tificate. Note that you do not need 
one unless you are going to use it 
commercially. Also, it does require 
recurrent training (Recurrent knowl-
edge test) so plan to do your recur-
ring training every two years along 
with your flight review. 
 
ICAO Flight Planning goes into 
effect Jan/2017 
 
The FAA has postponed the ICAO 
flight plan format from Oct/2017 to 
Jan/2017. For those not familiar get 
with the new format get with your 
instructor to review. Many folks are 
using ICAO domestic plans now to 
become familiar with them. 
 
New Ramp tie-downs coming 
The construction for the additional 
ramp and tie-downs is underway. 
When completed the ramp will ex-
tend from WCFC to the north ramp. 
Once completed Taxiway A is 
planned to be repaved and with it A3 
is expected to be relocated. Keep a 
keen eye out for construction equip-
ment when taxing 
 
Help around the Club 
A reminder to folks that we are a vol-
unteer organization and it’s the vol-
unteers that keep everything ship-
shape. Keep an eye out for requests 
to help out and don’t wait to be asked 
if you see something needing doing. 

Tips from the Ramp 
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Tips from the Ramp 

We are always looking for additional 
help. If you are interested in a par-
ticular task, have a specialized or a 
general handyman skill set reach out 
to any board member for help on 
ways to get more involved. 
 
Airfield best practices. 
With the fair skies comes increase air 
traffic. The traffic pattern can be (and 
has been) occasionally getting con-
gested. Here is a weblink for re-
fresher on controlled and uncon-
trolled field best practices. 
Take a look and send me your com-
ments. 
h t t p s : / / w w w . f a a . g o v / a i r p o r t s /
runway_safety/bestpractices.cfm 
 
Jay Nabors - 1648 
CFI, CFII, AGI, IGI, Commercial ASEL, AMEL, 
ATP 

order an OPERATION: Fly NC 
booklet, and get started, with your 
next flight.  Organize flights with 
fellow Club members, to share 
plane costs, and enjoy the social 
aspects of flying.  My wife and I are 
flying down to First Flight (KFFA) 
tomorrow (an airport stamp), to visit 
the Wright Brothers National Monu-
ment (a museum stamp), and then 
heading over to Billy Mitchell 
(KHSE) for a walk on the beach and 
a picnic lunch (and another airport 
stamp).  We plan to stop for fuel 
(and another airport stamp) on the 
way back at Washington-Warren 
(KOCW). 
 
Have fun.  Fly safe. 

and current best practice I should 
not reset the breaker because the 
A/P is not an essential item.  The A/
P is thus unavailable to me. 
Not to mention the poor mechanic 
that has to diagnose a problem that 
doesn’t exist! 
 
If we don’t understand the function 
of the A/P, get some basic instruc-
tion.  If we don’t want to use the A/
P, simply set the altitude preselect/
alert to an altitude well above our 
route of flight. 
 
Aircraft electrical systems can be 
complex and overwhelming. Fortu-
nately, the procedures outlined are 
generally simple, easy to follow, and 
written with safety in mind.  Please 
understand:  if a C/B trips in flight, 
resetting it can lead to a fire. Fire is 
bad. Very bad.  

airports, take a card 
or two with you, and put it up on the 
FBO bulletin board at your destination.  
We occasionally have groups of planes 
fly in for lunch, from other airports in 
NC, and from VA as well.  It is literally 
a $100 hamburger (and hot dog, and 
bratwurst) run for them. J  For us, it is 
a chance to welcome fellow pilots from 
other airports, who share our enthusi-
asm for aviation.  Not infrequently, they 
visit us in interesting airplanes, which 
we can enjoy ‘inspecting’ on our ramp.  
So, please take a moment to promote 
our Second Saturday activity as you 
visit other NC airports.  When more 
people come to our cookout, we 
broaden the ‘reach’ of the Club, we 
meet new people / fellow pilots, our 
FBO sells more fuel which enhances 
their business - everybody wins. 
As you are reading this, quite possibly 
an electronic version, why not take a 
moment to visit the program website, 

Operation: Fly NC (Cont)  

consider for night/IFR operations, and 
I suggest reading the SAIB for clarifi-
cation.  The SAIB discusses as back-
ground an accident involving a 
Cessna 310 in which a reset circuit 
breaker caused a fatal fire. 
 
So, what should one do if you find a 
circuit breaker out, in the tripped posi-
tion, during a preflight? According to 
the SAIB, nothing. The component or 
system in question is INOP until it is 
evaluated by maintenance. The prac-
tice of pulling C/B to disconnect a 
component/system as part of a simu-
lated emergency procedure is not un-
common; auto pilots are a good ex-
ample. Unfortunately, there has been 
an issue with pilots pulling the breaker 
simply because they don’t want to 
deal with the A/P at all. This is not 
only incredibly bad for the breaker 
mechanically; it also leaves the next 
pilot without the option of using the A/
P if the breaker is tripped.  Here is the 
problem.  I preflight and prepare to fly 
an airplane.  I notice that the A/P cir-
cuit breaker is tripped.  I have no way 
to know whether it was pulled inten-
tionally or was tripped due to an elec-
trical short, so according to the SAIB 

By James Garlick 
 
Many of us learned that if a breaker 
tripped, the procedure was to at-
tempt to reset the breaker once.  
The recommendation has changed 
slightly, and because this issue was 
raised at the last instructor meeting, 
I wanted to elaborate on that after 
an issue popped up recently. (Pun 
intended.)  
 
The FAA has very clear rules for the 
use of circuit breakers in the manu-
facturing process and also provides 
operational guidelines for pilots. The 
operational guidelines are laid out in 
SAIB (Special Airworthiness Infor-
mation Bulletin) CE-10-11 Electrical: 
Fire Hazard in Resetting Circuit 
Breakers, which states: “Essential 
C/Bs (Circuit Breakers) should be 
reset only once in flight.”  Non-
essential circuit breakers should 
never be reset in flight.  And, with 
very rare exceptions, for daytime 
VFR flight there are no essential 
circuit breakers.  The SAIB de-
scribes what “essential” means for 
various flight rules and conditions.  
Obviously there would be more to 

Resetting Circuit Breakers  

(Continued  from page 3)     
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By Jason Thomas 
 
I had the luxury of flying with three of 
our instructors, before my “Pre-solo 
Standardization” flight with George. 
Sarina is an amazing instructor and 
had prepared me well for this flight. I 
was lucky enough to also fly with 
Tonya and Jay, to remain current and 
gain further insight into my flying skills 
(good and bad). All of their knowledge 
and lessons have made me a better 
pilot. 
 
Leading up to the famous “flight with 
George”, I felt like a child asking for a 
present “Can I fly with George? Can I 
fly with George? Huh Huh Huh?!”... 
Shortly after 22 hours in my logbook, I 
was told that I get my wish. True to the 
childhood fashion, I returned with “Oh 
my goodness, am I really ready to fly 
with George? Oh no, what did I get 
myself into?!”.  
 
I knew that I wasn’t ready to solo, as 
we all did… But then again, that’s not 
the point of this flight. It’s not a check-
ride. There is no pass nor fail. It’s a 
stage check. As George so eloquently 
describes it; “You are simply the unfor-
tunate vessel by which we (instructors) 
compare notes.” 
 
As “luck” would have it, I didn’t have to 
worry about only the weather, preflight, 
and typical flight planning… There was 
a presidential TFR in place for the day 
of my flight. Talk about the definition of 
a hard deadline. I’d love to fly forma-
tion, someday, but an F-16 off my wing 
would not be a welcomed sight this 
day. 
 
I arrived early, as usual, preflighted the 
plane, got an updated weather brief-
ing, and began reviewing everything 
that I should already know. FAR solo 
requirements, Club Solo restrictions, 
C172 systems, etc. This is when the 
butterflies began… I know that I can fly 
the plane. I know how to fly the plane 
safely. Just what am I in for?! 
 
These butterflies were instantly proven 
unnecessary, once George and I got 
into the plane. He was the most thor-
ough in explaining expectations and 

also in the understanding of what we 
students are going through. The 
phrase “We were all student pilots 
once” seems cliché, but it definitely 
rings true through George. 
 
Once airborne, we performed a cou-
ple of landings, remaining in the pat-
tern. Then, we moved out to the 
practice area. I was asked to demon-
strate slow flight, steep turns, & 
stalls. At each point, gaining valuable 
feedback and instruction on how to 
perform them better, if needed, next 

time. George demonstrated a few 
maneuvers, all the while explaining 
the aerodynamic principles of what 
the plane was doing and why we 
should respond accordingly for each. 
Admittedly, I wasn’t quite prepared 
for the demonstration of “Here’s what 
happens when you do it wrong…” 
during stall recovery. That one I was 
ready for, intellectually, but didn’t 
have time to prepare myself for what 
was about to happen. I had to sheep-
ishly laugh at myself when George 
said “It’s ok, we’re already flying 
again…” after recovering quickly. 
 
We returned the KTTA, before the 
TFR became “hot” with enough time 
to perform a simulated engine out, at 
5000’ MSL above the field. We 
landed on 21, taxied to the ramp and 
tied down (logging 1.7hrs). Debrief-
ing was very thorough and informa-
tive (lasting about 1.5 hours). Some 
things I thought that I did correctly, I 

did not, and vice versa.  
 
I’m no one to give advice to pilots 
(student or otherwise), but my take-
aways were: 
 
Use your checklists! 
Maintain centerline! (Insert famous 
“More Right Rudder” MEME here) 
Know your emergency procedures, 
and back them up with checklists 
Know how to setup each maneuver, 
and then how to perform them. 
(using clearing turns first) 
Know your p lane’s  systems 
(instruments, fuel, electrical, etc.) 
Imagine target shooting when per-
forming steep turns. Get the plane/
bank angle stable (this is your group-
ing, if you will), then move the sights. 
Trying to get the bank angle and 
back pressure perfect at the same 
time will only cause a roller coaster 
of a ride. (You’re just shooting all 
over the target at this point.) 
Verbalize every action, and reaction. 
If you’re focusing on airspeed, and 
notice that you’re descending, say 
so. Then correct for it. It removes the 
doubt  f rom the ins t ructor ’s 
(examiner’s) mind.   
Nail your airspeeds, especially on 
approach. 
Don’t round out too high.  
When approaching the flare phase, 
the backpressure is not a linear mo-
tion… As the amount of air flowing 
across the elevator reduces, so does 
its effectiveness. It’ll take more and 
more back pressure to get the proper 
attitude at this slower speed… 
 
The best takeaway, however, is that 
George is an absolute joy to fly with! 
Your brain will be exploding with in-
formation (some of which you’ve 
heard many many times from your 
instructor), when you’re done flying 
and debriefing. However, there is no 
need to be intimidated by the 
(perceived, or otherwise) importance 
of this flight. It is one of the most en-
joyable flights of your training, to-
date. 

A Pre-Solo to remember 
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Mystery Image 
Is it a bird, is a plane, is it a golf Course? 
What is it and where is it.  
Answer below 

ANSWER: 
Charleston Boeing Plant reservoir. Visible Out your right 
window on approach to Runway 3 at Charelseston Intl 

Winston Churchill loved paraprosdokians, figures of speech in which  
the latter part of a sentence or phrase is surprising or unexpected.  
   
1. Where there's a will, I want to be in it.  
   
2. The last thing I want to do is hurt you, but it's still on my list.  
   
3. Since light travels faster than sound, some people appear bright 
until you hear them speak.  
   
4. If I agreed with you, we'd both be wrong.  
   
5. War does not determine who is right - only who is left.  
   
6. Knowledge is knowing a tomato is a fruit. Wisdom is not putting it 
in a fruit salad.  
   
7. They begin the evening news with 'Good Evening,' then proceed 
to tell you why it isn't.  
   
8. To steal ideas from one person is plagiarism. To steal from many 
is research.  
   
9. I thought I wanted a career. Turns out, I just wanted pay checks.  
   
10. In filling out an application, where it says,  
'In case of emergency, notify:'  
I put …. "DOCTOR."  
   
11. I didn't say it was your fault, I said I was blaming you.  
   
12. Women will never be equal to men until they can walk down the 
street...with a bald head and a beer gut, and still think they are sexy.  
   
13. Behind every successful man is his woman. Behind the fall of a 
successful man is usually another woman.  
   
14. A clear conscience is the sign of a fuzzy memory.  
   
15. You do not need a parachute to skydive. You only need a para-
chute to skydive twice.  
   
16. Money can't buy happiness, but it sure makes misery easier to 
live with.  
   
17. There's a fine line between cuddling and...holding someone 
down so they can't get away.  
   
18. I used to be indecisive. Now I'm not so sure.  
   
19. You're never too old to learn something stupid.  
   
20. To be sure of hitting the target, shoot first and call whatever you 
hit ‘the target’.  

Paraprosdokians 
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By Graham Mainwaring 
 
It’s hard to believe another year is 
nearing its end. Somehow, every 
Thanksgiving, that thought takes me 
by surprise. Although 2016 has been 
quite an eventful year in the wider 
world, it’s been mostly business as 
usual at the flying club. I am happy to 
report that as of this writing we have 
had no major incidents or accidents in 
2016, and we are largely just doing 
what we do – teaching people to fly 
safely, and taking our airplanes on in-
teresting trips and adventures. 
As always, I extend my deepest grati-
tude to our 2016 volunteers, staff, flight 
instructors and board members. As I 
have particularly learned this year, the 
club has many moving parts, and we 
would not be able to do what we do 
without all of your continuing efforts, 
many of which occur behind the 
scenes and are not always obvious to 
the general membership. It takes a lot 
of work to keep us flying, and to those 
who do the work, I thank you from the 
bottom of my heart. 
 
I would particularly like to recognize 
Jim Carlson for his service to the club. 
Jim has, by my count, served on the 
board for at least 12 years, including 
seven terms as Vice-President, and 
has been instrumental in managing the 
membership rolls. Jim was also a sig-
nificant contributor to our facilities – 
not just the recent improvements, but 
the original building project as well. 
Jim has chosen not to run for the 2017 
board, and while I understand his rea-
sons, I think his contribution to the 
oversight and stewardship of the club 
will be sorely missed. On the positive 
side, maybe now he’ll have time to 
actually go flying. 
 
Our membership numbers have been 
stable, with the total members staying 
around 430. Membership has not 
grown as fast it has in recent years, 
because we have instituted a waiting 
list for new members, in response to 
our shortage of flight instructors. This 
is part of a national and word-wide 
trend – the hiring market is very good 
for pilots right now, with airlines report-
edly adding 28,000 new pilot jobs a 

year. Thankfully, we seem to be past 
the worst of it in our corner of the 
world. The waiting list peaked at over 
40 people, but is now on a downward 
trend. I am hopeful we can reduce or 
eliminate the waiting list by next sum-
mer. 
 

2016 has been a strong year for flight 
hours, though not quite as good as 
2015 or 2014 (when we didn’t have a 
waiting list). We are on track to fly 
over 5500 total hours in 2016. Finan-
cially, the club is in sound shape. Our 
major challenge going forward is that 
we will need to do 10 engine over-
hauls and roughly the same number 
of ADS-B upgrades by 2020. This 
represents an expenditure of some-
where between a quarter and a half 
million dollars. For this year and next, 
we will be focusing more on building 
reserves than on new projects. We 
are tracking this carefully, and I have 
every reason to believe we can gen-
erate the necessary cash. 
As our membership grows, so does 
the demand for Internet bandwidth at 

the club building. The size of the av-
erage web page is now larger than 
the size of the original Doom video 
game. For those of us who remem-
ber downloading files measured in 
kilobytes at speeds measured in hun-
dreds of bits per second, it seems 
like a 3.0 Mbps connection should be 
good enough for anyone – but in a 
world where pilots expect to 
download dozens of multi-megabyte 
Foreflight updates, DSL just doesn’t 
get the job done. Thankfully, the air-
port authority has contracted with 
Broadplex, a fiber-optic communica-
tions provider, to extend gigabit Inter-
net service to the airport. This has 
been up and running for a while at 
the main airport terminal, and is com-
ing soon to the club. (Just don’t ask 
exactly what “soon” means.) 
 
Again, a big thank you to everyone 

who works, instructs, manages, 

maintains, bookkeeps, and most of 

all, flies at the Wings of Carolina Fly-

ing Club. Looking forward to a great 

2017! 

Presidents Corner 
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An interview with Sarina Houston. Sarina 
has CFI, Commercial ASEL & AMEL + In-
strument rating 
 
1.   What got you started in Aviation? 
I was the fortunate recipient of a discovery 
flight without knowing what a discovery flight 
was. At the time I didn't even know what 
was happening. For all I knew, it was just 
going to be another day of following my dad 
around on the ranch. My dad woke me up 
at 5 a.m. one summer morning when I was 
14 or 15 years old. We drove out to a gravel 
strip on his ranch, and his Air Force buddy/
CFI flew in moments later in a 172. He was 
there to give my dad a flight lesson, so he 
gave me one, too. I'll never forget that 
flight or that instructor. He was calm, enthu-
siastic about flying, and he didn't treat me 
like I was just a dumb teenager. He gave 
me the controls, led me through some ma-
neuvers and when all was said and done, I 
left with the belief that I could actually fly. As 
a side note, the flight was in the mountains 
of central Idaho, and it was a stunning 
morning for it. I was in awe. 
 
2.   Where did you learn to fly and in what 
aircraft? 
Shortly after my first flight in Idaho, I went 
back to my mom's house in Michigan and 
went to the local airport to see if they were 
hiring. The man at the FBO said, "Well, 
sure. Here are the keys to the office. If you 
get bored, wash the airplanes. And sell 
some headsets while you're at it."  And he 
left me there mostly alone for an entire sum-
mer. I got free ground school and handed 
over my paycheck for a flight or two in a 
Cessna 172 each month. After high school, I 
went to Embry-Riddle Aeronautical Univer-
sity in Prescott, AZ, where I flew the Cessna 
172 and Piper Seminole for the majority of 
my training.  
 
3.   What are your total hours? 
I don't even know right now... last I totaled 
my logbook, I had about 1200... but it's been 
a while.  
 
4.   What do you think is the hardest part 
of learning to fly for new student pilots? 
 
Learning to land is almost always the most 
challenging part of the private pilot certifi-
cate, when it comes to stick and rudder 
skills. But the hardest part may actually be 
handling the frustration that accompanies 

30,000’ Interview  

the solo cross-country phase, 
when you put so much time and 
effort into planning and then are 
grounded due to weather time and 
time again.  
 
5.   If you could change some-
thing about general aviation to-
day what would it be? 
 
It's unrealistic, but I'd make it more 
affordable so that more people 
could do it, or would consider do-
ing it. I meet so many people who 
say they'd love to become a pilot 
but don't have the money.  
 
6.   Where has been your favor-
ite place to fly for personal 
pleasure? 
 
By far my favorite flying I've done 
was at the High Sierra Fly-In last 
year, which is held in a remote part 
of Nevada. I flew out from Idaho 
with a friend in his Cessna 185, 
over the high desert and through 
mountains and canyons, landing at 
some amazing airstrips along the 
way. Pretty much any small airstrip 
out west.  
 
7.   What is your favorite air-
plane in all the world to fly?  
 
I don't have many hours in it, but 
probably the Piper Cub. There's 
something magical about its sim-

plicity and timelessness. When 
you're in it, you feel like you're 
really experiencing flight the 
way it was meant to be - low 
and slow.  
 
8.   What has been your 
scariest moment while 
teaching in the cockpit? 
 
Although only momentary, 
there has been a time or two 
when I've not been able to im-
mediately overpower a student 
who freezes at the con-
trols and has full rudder input 
or too much aft elevator on 
takeoff. That's scary.  
 
9.   What advice do you have 
for newly minted private pi-
lots? 
 
Stay involved. Stay curious. 
And don't be afraid to ask 
questions. I used to hesitate to 
ask questions because I felt 
like they were always things I 
should already know. After 
flying awhile, I realized that not 
knowing things on the ground 
is not nearly as dumb as being 
in the air and wishing you'd 
have figured out that one nag-
ging question when you were 
on the ground. 
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By George Scheer 
 
Many of you know that earlier this year I 
flew, with my friend Adam Broome, much 
of the way around the world.  (Adam 
made the entire journey.  I shared his Bo-
nanza with him from London through 
Europe, North Africa, the Middle East and 
the Far East all the way to Australia, then 
completed my journey via commercial 
airline.)  My portion of the trip included 
sixteen flight legs, some of them extend-
ing to thousands of miles.  It seems exotic 
to contemplate flying from, say, Kuala 
Lumpur to Bali or from Abu Dhabi to 
Ahmadabad, India – and it was.  But I 
thought often as we were flight planning 
those long legs over countries that for me 
had never been more than news below 
the fold – Egypt, Jordan, Saudi Arabia, 
the United Arab Emirates, India, Bangla-
desh, Thailand, Albania – as we were 
hunkered down in our hotel room at one in 
the morning planning the next leg from 
Nagpur, India, over and around the Bay of 
Bengal to Chiang Mai, Thailand, I found 
myself thinking of the student pilot, per-
haps my flight student, unfolding the sec-
tional and uncasing the plotter and the 
E6B,  to plan his or her first cross country 
flight of the requisite 50 NM, perhaps to 
Danville or Stanly County.  I was struck so 
often by the utter similarity of our task. 
 
On the website, thisaviationlife.com, I ti-
tled our trip, “The Long Cross Country,” 
and posted reflections under that name.  It 
began as a facetious reference, but as the 
days and the miles gave way, I realized 
that my attempt at humor was more fitting 
than I knew.  This really was just a long – 
really long – cross country flight not much 
different, other than in scale, from the 
cross country flights I make with student 
pilots in a club 152 – or train them to 
make solo.  The locales were more exotic 
and the numbers were larger – we often 
departed with 200 or more gallons of av-
gas and flew for eight hours non-stop over 
more than a thousand miles – but the 
process, the prudence, and the hazards 
were remarkably similar, maybe even 
identical.  It really was just a long cross 
country. 
 
What is our thought process for any cross 
country?  We have a certain place we 
want to go.  We look for an airport in prox-

George’s Corner  

imity.  Perhaps there are several. We 
choose one based on the factors that 
make one airport more appealing 
and useful than another.  How close 
is it to our ultimate destination?   We 
are going to Malaysia.  Do we want 
to land at the International Airport or 
at Subang, the Sultan Abdul Aziz 
Shah airport in the commercial cen-
ter of Subang?  We are going to Bal-
timore. Do we want to land at KBWI 
between DC and Baltimore in the DC 
Metropolitan SFRA or at KMTN 
(Martin State) east of Baltimore on 
the Chesapeake Bay?    
 
We think about the availability and 
cost of fuel.   In Africa and the Middle 
and Far East avgas is very difficult to 
find and very expensive.   As far as 
we could determine, avgas in India is 
available at only four airports in that 
huge country, and at two of those 
airports it must be ordered a few 
days in advance and trucked in by 
the barrel.   In the United States av-
gas is readily available, but may not 
be available at night or on holidays 
and prices vary widely.   
 
In general, availability operates in 
inverse proportion to cost.  Major 
airports and large FBOs will have 
fuel available at any hour but you will 
pay for that convenience.  Self-
service fuel, available at some air-
ports is an attractive option but at 
some inconvenience.  Most of us try 

to find that sweet spot between 
convenience and cost.  Then 
there are fees … which also 
seem to exist in inverse propor-
tion to services.  The glamorous 
jet-centered, business-aviation-
focused FBOs have the best 
coffee and the highest ramp 
fees and handling fees and 
parking fees.  Your country air-
port on the outskirts of town will 
not charge those fees but the 
coffee has probably been burn-
ing on the bottom of the pot 
since early morning and the 
flight planning computer is still 
running Windows XP, is con-
nected via a phone modem and 
three of the keys on the key-
board are stuck.   
 
Then there are the other factors 
– ground transportation, airport 
after-hours access, tiedowns 
and hangar space for inclement 
weather, flight planning facili-
ties. And of course, do we want 
a towered airport or one with 
approach radar and do we want 
instrument approaches?  All of 
these factors come into play, 
whether we are flying a short 
cross country or traveling from 
country to country.   
 
In Egypt, we chose to land at 
Mersa Matruh, a seaport on the 
northern coast, to clear cus-

http://www.thisaviationlife.com/
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toms, land at the 6
th
 of October Airport to 

visit Cairo, fuel to the maximum before 
departure, then exit the country from 
Luxor where we could again find cus-
toms – but no avgas.  So we had to plan 
our fuel well in advance to make the de-
tour to Luxor on the Nile and have 
enough fuel remaining to fly around the 
Sinai to the south and north to Amman, 
Jordan.   Is this so different from a stu-
dent pilot flying his or her three or four 
leg long 150-mile required solo cross 
country and planning to fuel at one or the 
other terminals?  (WCFC student pilots 
are actually required to refuel at all cross
-country stops, specifically to avoid these 
dilemmas, but you take my point.) 
 
All of these considerations arise before 
we even get to the route and weather 
considerations generally thought of as 
flight planning. 
 
Our flight training as student pilots – 
which actually never ends – includes 
knowledge of weather theory and 
sources and we faced a similar learning 
curve on our trip.  Most of the weather 
information sources that we rely on for 
domestic flight are unavailable or irrele-
vant on the other side of the globe, so we 
spent many hours discovering other 
online sources and learning their ropes.  
( O n e  o f  m y  f a v o r i t e s  i s 
www.windyty.com, a beautiful rendition 
of winds and temperatures aloft – and 
more beautiful than a lava lamp.) 
 
The selection of a route is one of the 
next steps in any flight planning process.  
We know our departure and our destina-
tion.  Which route do we choose?  In the 
global sense, a route for a flight such as 
ours is constrained by, among many fac-
tors.  Israel is very difficult to fly over due 
to security; Russia and China are not 
hospitable; nor are some of the Middle 
Eastern countries.  Regulations permit 
certain routes, certain airways, and not 
others.  Aircraft performance limits avail-
able altitudes. 
 
Fuel range and endurance dictates the 
length of our flight legs.  Whether we are 
flying a Cessna 152 that gives us a no-
wind range of perhaps 250 miles or our 
Bonanza with 240 gallons of fuel and a 

no-wind range of as much as 2700 
nautical miles, we will always want 
a fuel reserve suitable for the flight 
and, regardless of what equipment 

you are flying and how much fuel 
you took off with – empty is empty, 
folks.   Only the numbers are differ-
ent. 
 
Weather is usually a factor.   Win-
ter in the North Atlantic or the Ber-
ing Sea is best avoided.  The mon-
soon season, likewise.  And each 
individual leg is just another cross 
country.  Flying from Nagpur, India, 
to Thailand, we could have chosen 
a direct route across the Bay of 
Bengal, but the forecast weather 
suggested convective activity, aka, 
thunderstorms, over the vast bay, 
so we chose to lengthen our path 
by routing north around the pe-
rimeter of the bay, over Kolkata 
and past Bengladesh and Myan-
mar.  This route also reduced our 
time over the open water.  When 
we fly for transportation, to get 
from here to there, our route is 
usually a compromise.  A longer 
route to avoid terrain, or open wa-
ter, or frontal weather, or a shorter 
route to save time and fuel and 
accept one of these other risks.  
Or, of course, don't go, which 
should always be an option. 
 
So what’s the point?  Only that 
flying is pretty basic, wherever you 
fly and whatever equipment you 
fly.  You make the same series of 
assessments, judgments and deci-
sions, weighing performance and 

safety and knowing when to 
compromise and what will al-
ways remain absolute.  And you 
live with the consequences.  
The difference between a 
Cessna 152 cross country to 
the next county and a nine-hour 
leg over the Java Sea is mostly 
a difference of dimension. 
 
A final point on a completely 
different subject.   I have a per-
sonal policy of not discussing 
politics at the airport.  Little 
good comes of it.  I’ve been 
around the flying club for many 
years.  I have always been 
proud that it is an inclusive 
place.  We have our differences 
and we have our petty squab-
bles and of course our frustra-
tions because we do something 
that is inherently dangerous and 
sometimes metal gets bent.  
But those are aviation issues.  
We are a generous, welcoming 
place and we stick together 
pretty well.   If you love aviation, 
we don’t care about your gen-
der or your nationality or your 
race or your religion or your age 
– or your politics.  
 
If you fly safely and courteously, 
you are welcome.  Our country 
is going through a tumultuous 
time politically and I would 
guess that many of us have our 
thoughts on the subject.  I am 
proud that we have not let it 
divide us.  And I am thankful 
that we have built a place 
where we can find common 
ground in aviation. 
 

http://www.windyty.com/
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ADDRESS LABEL 
GOES HERE 

Wings of Carolina Flying Club, 

702 Rod Sullivan Rd, Sanford, 

NC 27330 

Http://www.wingsofcarolina.org 

Private Pilot Ground School 
January 4 - April 12  
(Wednesdays 7-10pm) 
 
Instrument Rating Ground School 
January 16 - April 3  
(Mondays 7-10pm) 
 
 
 
 
 
 

New Wings Online Calendar 

The club has a new online calen-
dar built in google calendars. You 
can integrate it into your personal 
calendar if you use a google ac-
count or just save it as a book-
mark.  
 
Here is a shortcut link: 
http://tinyurl.com/wingscalendar  

Certifications  Events 

Pilot Achievement 

Jonathan Walker 1st Solo 

Preston Mokris 1st Solo 

Istvan Csapo 1st Solo 

William Colborn 1st Solo 

Dawn Hamel 1st Solo 

Joe Hudson 1st Solo 

Cameron Davis 1st Solo 

Gerry Padnos 1st Solo 

Hannah Cook Private 

Nate Johnson Private 

Travis Edwards Private 

Michael VanOteghem Private 

William Beach Instrument 

Steven Raedy Instrument 

Zachary Rogers Instrument 

John Davis Commercial 

Robert Train CFI 

James Garlick Inspection Authority 

Terry Gardner A&P 

Jan Squillace FAAST Rep 2016 

Sarina Houston Tail Wheel 

Tonya Lord  Tail Wheel 

William Sawyer VFR Current!!! 

 
06 Dec : IMC Club 
10 Dec: 2nd Sat / Plane Wash / Medicals 
13 Dec: Board Meeting 
15 Dec: Annual Meeting 
06 Jan: IMC Club 
10 Jan: Board meeting 
14 Jan: 2nd Sat / Plane Wash 
07 Feb: IMC Club 
11 Feb: 2nd Sat / Plane Wash 
14 Feb: Board Meeting 
21 Feb: FAA CFI Forum 
07 Mar: IMC Club 
11 Mar: 2nd Sat / Plane Wash 
14 Mar: Board meeting 
 
 
 
 
Send news articles for publication in the 
Wings newsletter to : 
 
barry.i.moore@gmail.com 

Ground Schools  

Calendar  

Http://www.wingsofcarolina.org
http://wingsofcarolina.org/ground-schools/private-pilot-ground-school
http://wingsofcarolina.org/ground-schools/instrument-rating-ground-school
http://tinyurl.com/wingscalendar
mailto:barry.i.moore@gmail.com

