Chairman: Cheryl Cotman
Vice Chair: CJ McMullin

ocninetynines@gmail.com

OC99s Website: http://oc99s.sws99s.org/new/

March 2020
March 14—Saturday General Meeting
10am So Cal TRACON Tour———>
March 18—Business Meeting 7pm at ACI
Jet—Come join us or participate via
teleconference.

March 21—The Flying Companion
Seminar (See page 3 for details!)
April 15—Business Meeting 7pm at ACI
Jet—Come join us or participate via
teleconference.

April 19—Tustin Hangar 5K Run (See
page 4 for details!)

OUR MISSION — The NINETY-NINES® INTERNATIONAL
ORGANIZATION OF WOMEN PILOTS® promotes
advancement of aviation through education, scholarships, and
mutual support while honoring our unique history and sharing
our passion for flight. Established in 1929 by 99 women pilots,
the members of The Ninety-Nines, Inc.®, International
Organization of Women Pilots®, are represented in all areas of
aviation today. And, to quote Amelia, fly "for the fun of it!"

Secretary: Kimberly Yehling
Treasurer: Lena Wilson

Facebook Page: https://www.facebook.com/oc99s

Southern California TRACON
(SCT)
Join us for a tour of So Cal TRACON courtesy of Rob
Reddeg! We will meet in the parking lot directly in
front of the TRACON facility at 9:45am. Tour begins at
10am and lasts approximately 2-3 hours. Location:
9175 Kearny Villa Road, San Diego, CA 92126
You:
- Must contact CJ for reservation
- Must be a US Citizen
- Must provide full name
- Must have a government issued photo ID - Driver's
License is acceptable
“Southern California TRACON (SCT) serves most
airports in Southern California and guides about 2.2
million planes over roughly 9,000 square miles in a
year, making our facility one of the busiest in the
world. SCT, or SoCal TRACON as it is nicknamed,
provides radar air traffic approach control services to
all arriving and departing aircraft for most airports in
Southern California. SCT's airspace covers an area
from 20 miles north of Burbank to the US/Mexican
border and from San Bernardino to Santa Catalina
Island. Airports receiving SCT services include
Burbank Airport, John Wayne Airport, Los Angeles
International Airport, Long Beach Airport, March AFB,
MCAS Miramar, NAS North Island, Ontario Airport,
San Diego International Airport, Van Nuys Airport and
many smaller airports that service general aviation.”

A Note from our Chair:
Apparently, the month of March is
National Athletic Training Month. Uh
Oh! My friend told me a funny phrase
recently: “Exercise is what you do in
between injuries.” Well, the old sprained
ankle has heeled annnnd… the idea of
running again has occurred to me. Another friend told me about a
“Couch to 5K” program that encourages people to build up their skills.
Hmmmmm… Watching a movie on the couch does sound rather nice…
Except now I have a reason to get moving. The Tustin Hangar Run is
coming soon! The Orange County Section of the Ninety-Nines is listed
as an organization to support. Let’s fundraise to help some ladies with
their flight training! This race occurs on Sunday April 19th. There is a
5K walk where you get to run or walk through the iconic Tustin
hangar, which I think is a great reason to join the fun. (That’s what I
do. It’s kind of a run/walk/lumber along and make it somehow to my
destination.) It must be neat to see the inside of the hangars! Let’s
create that pot of gold and fund a well deserving woman’s flight
training. Whether it is someone who figured out that rainbows are
actually circular, a fairy, a leprechaun or a Viking’s treasure, it is a
treasure that can help women fly!
Please visit: http://bit.ly/HangarCharity and select us as your official charity!
Name: Southwest Section of the 99s-Orange County Chapter-Team Name:
Orange County Ninety-Nines
All donations (minimum $10) go directly the 99s!
You can also donate directly on our Go-Fund Me site: http://bit.ly/OC99DonateRun

~Cheryl

COMING YOUR WAY

THE FLYING COMPANION SEMINAR
Saturday, March 21, 2020
8:00 am-3:00 pm
Registration Fee - $60.00 - Lunch Will Be Provided
The presenter will be Garry Felker who began flying 20 years ago. Garry currently has 2,200
hours of flight time, is a designated check instructor who conducts student stage checks, and
teaches at John Wayne Airport’s Sunrise Aviation.
This course is designed for passengers and right-seaters who want to learn more about flying
and how they can contribute to the flight, thus making the flight an enjoyable experience for
everyone.
Topics that will be taught –













How can you help?
The preflight
Airport markings
Checklists
Communications
Flying Companions hard at work.
Looking for traffic
Garry Felker
Aircraft instruments
Charts, navigation using pilotage, and other means of navigation
Flight controls
Weight and balance
Density altitude
“Should we fly” considering the pilot, aircraft, and weather?

Reservations are a MUST! This is a sell-out class.
To register and pay, go to: http://oc99s.sws99s.org/new/?page_id=902
Class will be held at:

John Wayne Airport Commission Room,
3160 Airway Avenue
Costa Mesa, California 92626

Calling all 99s, Friends & Families!

Join us for the Tustin Hangar 5K
Fundraiser Event • April 19, 2020!
Put your sneakers on! Sign up and join our team! Come walk or run
with us in this Fun & Healthy 5K Fundraiser!
 Discounted Race Registration! Early bird prices until 3/1
 All Donations (minimum $10) goes directly the 99s! You can donate directly
on our Go-Fund Me site: http://bit.ly/OC99-DonateRun

 Enjoy All Race Features:
T-shirt, Chip Timing & Finisher’s Medal, FREE parking, Post Event Refreshments &
Community Expo
We’ll have a Pop up Tent for our Team in the parking lot
 If we get 10 volunteers to help with the race we get a
free table in the Community Expo area!

Visit: http://bit.ly/HangarCharity &
select us as your official charity!
(Name: Southwest Section of the 99s Orange County Chapter)

Team Name: Orange County Ninety-Nines
Please email: ocninetynines@gmail.com
if you would like to sign up to be part of the
team or would like to volunteer!

See you there!

ANOTHER TIDBIT ON MENTORING……………
By Pat Prentiss
At the Winter Workshop in January, the focus was on mentoring and most of the time
was spent on this subject.
We had two very good discussions about getting started on the right foot when we
welcome new members and organizing a mentorship flight plan. We only get one
chance to make a good first impression and it takes as much energy to wish as it
does to plan, remember that.
 What are you currently doing to welcome new members to our Chapter?
 What ideas do you have to move them forward?
 What actions do you take?
In a 99s Chapter setting, to be most effective, the mentoring connection should be
natural, not forced or arbitrarily assigned. Support and encouragement does not have to
be structured. Sincerity and truly wanting to see someone succeed is paramount.
 What are you currently doing to support a student pilot that is working
well?
 When you write down a mentoring flight plan, you are likely to make it
happen.
I have been fortunate to have some wonderful mentors who pushed me to the limit.
Now years later, I want to help someone who is passionate about what they want to do.
I have an outstanding mechanic, well versed in maintaining
Warbirds. He brings with him a young lady who is working hard
to become a Warbird mechanic and who handles most of the
maintenance on my 1944 Stearman. Can I teach her anything
about the mechanics of a Warbird? Probably not, but I can
provide exposure to my aircraft under the direction of a very
qualified and certified Warbird mechanic. This exposure allows
Jenni to learn in a job related atmosphere and with real life
experiences. So when I reflect on the questions in this article, I
see a mentorship flight plan already underway – a net worth of
Jenni
support and friendship to a student’s journey.

I’m a Private Pilot!

~By Saundra Zimmerman

Yay!! I’m a Private Pilot… FINALLY!! Wow, it has been quite a journey. I have heard
many pilots sharing stories of their flying days; but I never thought I would have one
of my own. My journey took 2 years, 180 hours, 6 instructors and 2 different aircraft.
My training began in February of 2017. The company I work for has a Diamond Star
40 in its fleet and as a company perk I was allowed to use it for my training. I work as
a Corporate Flight Attendant onboard a beautiful Gulfstream. My career requires me to travel quite extensively and a
typical month consists of approximately 20 days of flying to almost anywhere around the world. With all of the traveling
I do for work, I’ve really had to become disciplined and creative when it came to my studies and scheduling flight
training.
Like I have heard so many times from other pilots, my training took me through several different instructors. As soon as I
got into a groove with one, he would leave for an airline job. It was as if they were only there to build up their hours so
they could quickly move on. After parting ways with my 4th instructor, I felt that I would be better served working with
an “older” one. I was hoping the airlines were not in his future, but in his past! Shortly after I started training with #5,
the “older” instructor, the chief pilot of the school approached me to tell me that my instructor was no longer able to
train me. He explained that the wife of my instructor was extremely insecure and didn’t want her husband to train me
anymore. Now, this was getting ridiculous. My frustration was beginning to peak, then something incredible happened.
I was introduced to the most amazing instructor. Typically, this instructor focuses his training on higher level students
working towards their CFI and above. After hearing my story and the many hurdles I have overcome, he offered to take
me on as a student.
Throughout my training, the Diamond Star was constantly in for repair and this was a huge inconvenience to my
progress. My new instructor advised me that if I wanted to get through my PPL as quickly as possible, I should consider
switching aircrafts to a Cessna 172 which is easy to rent and readily available. So, I switched over quickly and I soloed the
172 after only my second lesson.
My training moved along and before I knew it I was scheduled for my check ride. AHHH, now I’m feeling very nervous
and anxious. I wanted to stop and give up on my dream of becoming a pilot and I was constantly doubting myself, even
as those around me were telling me that I was ready. The day of my check ride came and I
hit the ground running. I met my DPE and we got to work on the oral portion, which lasted
for 3 hours with only a couple of short breaks. Off to the ramp to jump into the plane and
that’s where my doubts and nerves crept back in. My confidence was dwindling, and it
showed in my performance. I got into my head too much and missed maintaining altitude
and subsequently busted the maneuver. We returned to the airport, where I received a
discontinuance to return after some more practice and nerve-shedding. We got back
together a month later in hopes of wrapping it all up. But unlike before, this time I was
feeling confident. I performed my maneuvers
perfectly and, as we returned to the airport, we did a
couple of loops and barrel rolls in celebration! (Just
kidding on the last part...) But my insides were doing exactly that out of relief and
excitement. Yes, I passed!!
I’m so incredibly proud of myself for taking on this journey and seeing it through. I
know I was hard on myself throughout the process, but that’s just who I am. Going
forward, my flying is going to be for fun and to get me to my work departure
airports. I don’t foresee pursuing any ratings at this time; but you never know what
the future holds.

Mission Accomplished

~By Teresa Karich

The last time I wrote an article I was experiencing some serious pre-checkride jitters. I had my checkride lined up
for January 2nd and I was pretty nervous. Now in hindsight, it really wasn't scary at all. I chose to fly to Upland
(KCCB) to do the checkride. So my instructor and I practiced flying there and he signed me off to fly there solo.
It's actually a really cool airport! It's a little technical getting in there because you have to skirt Ontario’s
(KONT’s) Class C and Brackett is really close by, too.
The examiner, Tony Gadis, was recommended by a former instructor who used him quite a bit for his students. He
has a pretty mild manner and is super nice. Coincidentally he used to fly right seat with our very own Diane
Myers! Yeah... small world huh.
The oral portion of the exam was pretty much as I expected. Prior to the exam I did all the
usual stuff to study, pouring over charts and legends, airspace, VFR minimums, studying
weather charts and I watched a bunch of YouTube Videos and even did a FAAST Seminar on
the oral portion. Also, I was recommended a book called “Private Pilot Oral Exam Guide”,
which proved to be very helpful. There are scenario-based questions that really help.
After the oral, we got in the plane and I totally screwed up on my first takeoff! It was a soft
field takeoff. I was able to continue and demonstrate an emergency landing, normal takeoff and
landing and the short field takeoff and landing. But, we opted to stop and come back another
day.
We have some challenges at John Wayne (KSNA); it's not easy to get a good soft field takeoff! In an effort to
perfect the takeoff I had to go to Corona (KAJO) in order to be able to get multiple takeoffs and landings. Getting
the soft field takeoff perfected, I was able to fine-tune some of the other maneuvers that are required to meet FAA
standards. One of our very own 99's, Emi, was gracious enough to give me some much needed instruction while
my usual instructor was unavailable. She really gave me some hot tips; honestly I could not have done it without
her.
Now my instructor was really hammering me to perfect the maneuvers and he wouldn’t
sign me off until I could nail them! When he was satisfied we opted to go for it. I
arrived in Cable on 2-20-2020 and was finally able to do the balance of my checkride.
My instructor and I flew the plane out a day prior to my checkride due to really dense
haze. I didn’t want to risk not being able to make it due to visibility and I just drove my
car out there the next day. I was super ready!
When we got in the plane, Tony asked me what I wanted this time around. He could
give me another 60 day disapproval, or a 60 day discontinuance, OR he could give
me a 120 Day temporary license. I picked
the latter. We started off with several takeoffs and landings. Then we
started off on the cross country, identified the visual checkpoints,
climbed and maintained headings, then we decided to cut it off about
15 minutes into the XC. We then did all the maneuvers that our
instructors hammer into us, which included S-turns, takeoff and
landing stalls, slow flight, emergency descent, lost procedure and
simulated IFR. And, thank the Lord, I PASSED this time! I left the
plane at Cable and drove home. The next day my husband and I
brought the plane home. He was my first passenger! We joke a lot
that I chauffer him around. Now he has his own private pilot. ✈
Diane, thanks so much for asking me to share my checkride with the
group and for your gentle nudges! ❤

STAGE 2 CHECK: THIRD TIME’S THE CHARM!

~By Sofia Nosratabadi

Have you ever thought to yourself while flying, "Why am I doing this to myself? I have kids. I
had a normal life. No, I had to complicate it for myself.” This is what will cross your mind while
being challenged on your stage check when you realize there is nothing you can do to skip this
step in your training. I thought it would be easy to pass my Stage 2 check since I felt prepared.
Well, it took me three attempts before I saw the light at the end of the tunnel.
Attempt #1: My stage checker was Pam Hengsteler. She is mild-mannered on the outside but
devious on the inside, and nobody suspects this about her. I think that’s why she likes being a
stage checker – she holds the power to make you squirm “for your own good.”
Pam would have you believe that she’s just a fun-loving California girl, whose interests extend out on the following radials: martial
arts, skiing (snow, water, and jet), canoeing/paddle boarding, body surfing, scuba diving, horseback riding, tennis, hiking, ice skating
(figure, not hockey), gardening, photography, theater, art, classical music, symphony, dancing, and All That Jazz. But in reality, when
it comes to examining your flying skills, Pam’s main talent is in setting up traps for you. She layers seemingly simple requests until
they become deceptively complex; and you don’t realize it until it’s too late. Like flying into a cute, puffy, towering cumulus cloud.
For example, Pam wanted to see how I would handle multitasking in the form of complex radio communications and short field
landings. The catch is that I can’t do it at my home airport; I have to do it at an unfamiliar airport. So, we flew from my Class C
airport to a Class D airport. At this point, you may think to yourself, “I can handle anything! I’m from a Class C airport! This is only
Class D!” But what you will quickly realize is that when you’re in unfamiliar territory, you’re just not very good. On top of that, this
unfamiliar (to me) airport, whose name we shall not mention, is perfectly configured to present every conceivable challenge put
together. But this won’t dawn on you until you’re caught in its airspace.
When we got close to the airport, I couldn't find the runway, even though it was right there, almost right below me. That was even
after the tower gave me a hint that it's at my 10 o'clock. It was so obvious, but I just couldn't see it. I didn't expect to get there so
quickly, so I kept looking too far out for it. Tower had to ask me twice to confirm that I saw it before I finally saw it. I don't know why
they make it so hard to see this strip of pavement from above. They should put chasing neon lights outlining it, with a huge
"Welcome to _____ Airport!" rotating LED billboard next to it. Why not?! They have a billboard for everything else!
Pam added the first notch of difficulty by making me combine towered and non-towered arrival procedures: she wanted me to
coordinate a Class E non-towered overhead arrival with the tower and then tell the tower how I would propose to join their
standard traffic pattern. So, with that in mind, try to imagine how you would announce your intentions. This sounds doable on
paper, when you have time to ponder at your leisure how it would all look and sound; but when you're coming into an unfamiliar
airport, where you don't have your usual visual queues/landmarks, plus you have to think two steps ahead when you are still trying
to get your bearings, it's a nail-biting experience.
The second notch of difficulty was added by the configuration of the airport itself: it has that frustrating Southern Californian
feature of being sandwiched underneath another airport's shelf. So when I was circling overhead, I had to keep strict adherence to
my 2,500-foot altitude clearance because that’s the bare minimum of 500 feet above traffic pattern altitude if you want to circle
overhead. But there’s also a 2,700-foot Class C shelf right above me while circling, so I can’t get too close to that airspace either. It’s
not easy to operate within such narrow parameters when your plane keeps getting away from you because you’re multitasking. This
is when you're first confronted with the reality of a -100/+100 foot tolerance that you learned about in ground school; but now it's
not just in your notes anymore. It's really real, and you can't deviate from it! Tower had to tell me a couple of times to stay at my
altitude after I went too low one time and too high another time.
The third notch of difficulty was added by unexpected phraseology. It's one thing to know how to state your intentions correctly to
the tower because you’ve practiced saying them in your mind beforehand; but being prepared to RECEIVE non-standard instructions
in response is another story. (As in, have you ever tried to be smart and cute by ordering in French at a French restaurant, only to
realize you have no idea what the waiter is saying back to you because you forgot to imagine how the possible responses might
sound in French?) So, when the tower told me to make a 270 turn to the right to join the left pattern, I thought he meant he wanted
me to turn to a heading of 270. I didn't know there was such a thing as a 270 (three-quarter) turn because all I've ever heard of was
a 360 (full) turn. So, imagine my confusion when I started "complying" with the tower's instructions and immediately realized that
turning to a heading of 270 to join the pattern didn’t make sense based on the layout. Pam started prodding me to reconsider my
270 situation, while I started wondering why she was trying to throw me off when I'm in a critical phase of flight, when I also have to
think about my flaps, speed, carb heat, being abeam my numbers, trying to spot another plane landing before me, and talking to the
tower at the same time.

STAGE 2 CHECK: THIRD TIME’S THE CHARM! Cont.
I got so over-excited from all these considerations on approach that my frazzled state of mind started a chain reaction of being
perpetually behind my airplane and trying to fix my mistakes retroactively: My confusing 270 turn put me too close abeam the
runway on downwind  this made my turn from downwind to base too tight  this made me overshoot my turn from base to final
 I tried to get back in line with the centerline ahead, which took some distance to correct  I didn't have enough remaining
distance on final to slow down my increasing speed  I started to dive-bomb into the airport  I landed too fast and started
bouncing and getting crooked  Pam had to take over to straighten everything out. It never even occurred to me to just go around
and try again. Needless to say, I had to re-do my longest-ever short-field landing next time.
Attempt #2: We tried to do a short-field landing at another unfamiliar Class D airport, when the wind changed unexpectedly from
calm to 20 knots, gusting at 18 knots (and then gusting at 26 knots when we were in the air). They reversed the runways, too, so
now I had to recall from the dim, dark past what my new markers are when leaving the airport. And I had to do hood work on the
way there, with gusts jabbing at me in my tiny light-sport aircraft. I kept gasping while flying. I’ve been taught not to scream in front
of passengers, but it was involuntary! Sorry, Pam! It was so bumpy during my Lost & Divert that when it came time to draw my
intersecting lines on the chart, I didn’t dare let go of the controls to draw the lines, or use my knees to control the stick between my
legs. Pam had to hold the stick while I drew.
When we got diverted to this new Class D airport, the controller immediately sniffed me out as a noob based on how sloppily I was
complying with his instructions. He was sighing at me, correcting me, and he felt the need to warn me about this
enormous radio tower sticking out of the ground right where you would want to turn from base to final, just in
case I don’t see this massive structure right in front of me! I had a conflict in my mind: Should I turn before the
tower, or after the tower? I kept wondering what to do, and not turning, so Pam had to tell me to turn – NOW!
When I started my descent to do a short-field landing, I was too high and too fast again, and I was too shy to go
lower because there’s a fence and a railroad right before the runway, and it’s so distracting! So, I had to go
around (on the advice of Pam again, since my own judgement didn’t kick in this time either). The second shortfield landing wasn’t much better, so Pam decided that’s enough excitement for one day. When we were taking
off to go back, I forgot to check our unlatched canopy, so when we started gaining speed on the runway, Pam
had to yell, “Abort!” And we got to annoy the controller one last time as a parting gift because he was trying to
land a plane behind us, and we weren’t getting off his runway in time!
Attempt #3: Finally, third time’s the charm! We went to a third Class D airport, with everything and everybody complying with us
the entire time. Pam and I were twinning in pink and blue outfits; SoCal Approach was in a good mood and chatty (he even gave me
ATIS information himself); and the Tower controller recognized Pam because he used to be a dispatcher at our flight school years
ago.
My short-field landing was acceptably short this time, due to my flight instructor, Garry Felker, taking me to the Flabob airport the
previous day to fix my short-field landings. The traffic pattern is so tight over there that you
have to do everything just right, with no room for error. (The airport has other Class C and Class
D airspace surrounding it on three sides, plus a mountain surrounding it on the fourth side,
right where you would want to turn base to final, forcing you to do a shorter-than-normal
approach, with your plane yelling at you, “Terrain! Terrain! Pull up!” And Flabob’s runway is
only 50 feet wide for added difficulty, compared to my home airport’s 150-foot and 75-foot
wide runways.) Garry said if I can do a short-field landing there, I can make it anywhere, and it
paid off! Thank you, Garry!
One last piece of advice from Pam: If you forget during your stage check what all those antennas sticking
out of your plane are called, the ones on your vertical stabilizer that stick out like a “V” are remembered
as follows: Make bunny ears with your fingers, and say “V” for “VOR”! Imagine your male flight instructor
trying to get away with that!
SportStars have a horrible turning radius on the ground, so when I’m coming back to parking I can never
line up my plane properly to push it back into the parking stall without ending up doing a 16-point turn.
Here Pam taught me how to time my turn into the stall, so all I have to do in the end is push back straight,
on the first try. Thank you for the tip, Pam!

I love it when a plan comes together!

~ by Diane Myers

Paul Dorahy, Virgin Australia Instructor & Type Ra ng Examiner B777, contacted Sunrise late November inquiring about
obtaining a stand-alone FAA ATP cer ﬁcate. Paul held FAA Private Pilot cer ﬁcate valid only when accompanied by his
Australian pilot license. We emailed back & forth to conﬁrm what he wanted to do. Emails were then forwarded to
Lyn Carlson to help ﬁgure out if it could be done.
Paul said he would plan to come to Calif in 2nd part of February to do training & checkride. I contacted Jeﬀ Rock, DPE, to
ﬁnd out when he might be available (original date was 22 Feb). Jeﬀ also gave me a list of items he would cover on the
checkride: several diﬀerent FARs (which Australian pilots do not use), cross country plan on V-airways, weather, aircra
systems, performance, airspace, etc.
In the mean me I emailed Paul a LOT of materials to study (POH, performance problems, airport diagrams & approaches,
etc.) to prep for an intense few days of training.
Plans ﬁrmed up: Paul would arrive in Costa Mesa area on Wed, Feb 12, we would start training morning of 13th. He had
previously told me that he could not stay through the 22nd, so needed earlier checkride. Jeﬀ said 18th - whew!
Seminole's pitot-sta c inspec on was due before end of January. Finally got the inspector, airplane did NOT pass for IFR!
MX removed instruments to check for leaks and checked connec on from pitot/sta c tube to cockpit; found a leak,
repaired, and reassembled airplane. Re-inspec on of pitot-sta c system —passed and signed oﬀ.
Then - ADS-B went crazy, our al tude showed FL 270 or 280 two days in a row, so that had to be ﬁxed: that required
replacement of the encoder.
On Thursday, Feb 13, Paul and I met at 10am and spent all day going over aircra speciﬁcs, performance, FARs, airspace,
introduc on to the aircra , etc. Paul had studied everything I sent.
We started ﬂight training on 14th. Paul had ﬂown light twins ages ago, taught mul training, but it had been a long me,
as his current posi on is training Captain on B777 - a VASTLY diﬀerent
airplane and atmosphere.
Paul had to get familiar with the airports (SNA, CNO, AJO) where we would
ﬂy approaches, local ATC "customs" and ﬂying single pilot again in a
complex light twin.
He ﬂew beau fully on the ﬁrst day, so I had conﬁdence we would be ready
for his checkride on the 18th. (I checked twice for ﬂags on the HSI because
the LOC and GS were perfectly centered!)
We spent all day together the next 3 days reviewing everything and ﬂying at least 2 1/2 hrs each day; Paul was under the
hood except for takeoﬀs and landings. Air traﬃc on Sunday was very busy, taxing SoCal’s pa ence. Traﬃc on Monday
(holiday) was even busier!
Fortunately the weather cooperated, the airplane held together, Jeﬀ
Rock spent extra me trying to ﬁgure out why IACRA wouldn't accept
Paul's applica on, including calling FAA (ﬁnally had to do paper 8710).
Then - the Presiden al TFR popped up on Tues, Feb 18, checkride day –
but it did not aﬀect the route or airports at the me they ﬂew.
Mission accomplished: Paul Dorahy, Australian ATP, now holds FAA ATP
Mul -engine land cer ﬁcate!
Very happy student and instructor!

My Busted Aviation Gems Meter, 2,200 Miles from Home
By Karen Vaughn
In January, hubby Jeff and I had already spent 3 days with his folks in Florida and 4 days on a Bahamas
cruise when we were back in Titusville for our next 3-day stint visiting family. The trip to the “other
coast” wouldn’t be complete without visiting Space Coast Park as we’ve done in years past. However,
this time we also got to see the launch of Starlink 3 by SpaceX (Space Exploration Technologies
Corporation) on a Falcon 9 rocket from the shores of the Indian River.
This crowd was different than my previous
experiences. As Mission Control Center
began her 10-0 count down, I noticed that
no one chimed in. Gone was the mass
excitement of actually sending something
into space. Still, I counted under my breath
and clapped my hands in triumph when
MCC announced, “We have lift off!” The
The Satellite’s Uber ride into orbit
Stage one has separated
bright glow of the after burn seemed to
mesmerize. The rocket rose higher and higher. Though not visible to us, the stage one detachment
marked another sign of success. But the on-lookers quietly dispersed, some wandering to their cars,
while others walked around the park. My Aviation Gems meter was stuck on “Ho hum.”
One of 3 launch areas of Site HM-69 for NIKE AK-3LH missiles.
The next portion of our trip in Florida involved RV-ing throughout the
state in a counter clockwise route, taking us to Shark Tooth Beach,
Naples, and Everglades National Park. It was here at Everglades that
we visited the Nike Missile Site. This was where the United State had
some missiles aimed at Soviet Union submarines during the Cuba
Missile Crisis. A future US Marine officer was our docent. This young
lady, Casey was focused on becoming the best Marine she could be.
Though she was poised to specialize in security, I did make an effort
to encourage her to consider becoming a pilot! And now, my Aviation
Gems meter was kicking towards “You Have My Attention!”

One of 3 launch areas of Site HM-69 for
NIKE AK-3LH missiles.

The next aviation destination was Wings Over Miami Air Museum at Miami Executive Airport (KTMB
Miami/Tamiami). At this museum
Jeff and I saw displays that
featured local war heroes, their
flying machines, and their mark on
aviation. Among the static and air
worthy airplanes in the hangar
was the pictured 1961 Yellowbird
Schweizer 1-26 glider, donated by
Miami resident and WWII pilot
Dudley A. Whitman.

Please don’t argue. You’ve got mail!

Fly-ing Shark, doot -do -do -do -do doot!

My Busted Aviation Gems Meter, 2,200 Miles from Home Continued…
We continued north to the Naval Air Station Fort Lauderdale Museum at Fort
Lauderdale/Hollywood Airport (KFLL). A very kind docent led us around the
displays, pointing out the incredible role the naval station played in preparing
thousands of men and women for flight, including President GHW Bush. It was
exciting, but the best was yet to come. While sitting and waiting for Jeff in
another room, another docent sat down near me exclaiming that next year she
will have been an airline pilot 50 years. What? “Uh, 50 years as an ATP? Do you
happen to belong to any...” “Ninety-Nines!” she exclaimed. I nearly fainted. My
Aviation Gems Meter whacked past “Wow” and broke!
Sarah Israel’s quest to become a pilot started when she was a young lady and her
father took her to see the Spruce Goose. One look at the cockpit and as she put
it, “I said, “I gotta have some of that!’” I chimed in, “Me too! I said that when I
got my first close up glimpse of a jet airliner cockpit!”
The day after she earned her ATP, she got a job
ferrying people to and from the Bahamas. Sarah was
23. Once she had enough hours, she applied to
Southwest Airlines. She got the job, upping the tally of
women pilots in that organization to 3. I wanted to
hear more, but Jeff and I had hundreds of miles to go
to get to our next RV park destination. So, I hurriedly
encouraged Sarah to write her story for the NinetyNines Magazine, invited her to attend the International
Conference in Long Beach in July, and promised to
keep in touch.

Me with the Katherine
Rawls Thompson
display: Wife, mother,
Olympic swimmer,
and an initial aviatrix
of the Women’s
Auxiliary Ferrying
Squadron in 1942.

Sarah Israel and Awestruck Karen

It’s hard to articulate how wonderful my last aviation experiences were in Florida. Let’s just say that my
Aviation Gems Meter broke 2200 miles away from home, and I’m glad it did!

In-Flight Thoughts on VFR Checkpoints, Waypoints and Routepoints

~By CJ McMullin

My husband and I ﬂew from SNA to DVT (Deer Valley Airport in AZ).
Typically, we take turns as pilot and co-pilot (navigator). Since we were
ﬂying our C172, there was ample me (as the co-pilot) to observe and
photograph the VFR waypoints and checkpoints. Allow me to digress for a
moment, not all useful, visual ground references are VFR waypoints or
VFR checkpoints. What’s the diﬀerence? The following excerpt from an
AOPA ar cle sums up the diﬀerences between checkpoints and
waypoints. (Source, AOPA online ar cle; h ps://www.aopa.org/news-andmedia/all-news/2015/november/pilot/brieﬁng_chart)

A VFR checkpoint (red arrow) has a pronounceable name and can be used
in ATC communica ons. A VFR waypoint collocated with a VFR checkpoint
(red circle) can be used in ATC communica ons and assist with posi on
awareness using naviga on equipment. The ﬁve-le er iden ﬁer
beginning with the le ers “VP” (as in “VPCOH” in this
image) can be entered in a VFR ﬂight plan route sec on if
there will be a course change at that waypoint. However,
standalone VFR waypoints—depicted by a four-point star
symbol similar to their IFR counterparts—are used only for
naviga on, not in ATC communica ons.

Source, AOPA online ar cle; h ps://www.aopa.org/news-andmedia/all-news/2015/november/pilot/brieﬁng_chart

As an area more familiar to pilots ﬂying in/out of SNA,
consider the El Toro prac ce area. Lake Mission Viejo (blue
circle) is a reference used by pilots on CTAF (123.5) in the El
Toro prac ce area. Pilots in the area are typically aware of
Lake Mission Viejo, however it does not appear on the chart
as a waypoint or checkpoint and ATC does not (typically)
acknowledge Lake Mission Viejo as a reference. Coming into
SNA from the southeast, ATC uses Signal Peak (red oval) and
will instruct pilots to “Head to Signal Peak” or “Report at
Signal Peak”. Signal Peak is an example of a VFR waypoint
collocated with a VFR checkpoint (it is used by ATC and the
iden ﬁer, “VPLSP” can be entered into a VFR ﬂight plan or into UCI Checkpoint (red circle), Signal Peak Waypoint (red oval), Lake Mission Viejo
GPS for naviga on). UCI (red circle) is a VFR checkpoint and
one may hear ATC request “Report over UCI”. In the image below,
one can see the VFR waypoint symbols and their descrip on. What
ATC controllers see on their radar monitors is vastly diﬀerent from
the VFR charts. (Visi ng Socal TRACON opera ons helps provide a
be er understanding or see Soﬁa’s ar cle in the December 2019
edi on of Plane Tales).
The visibility of checkpoints and route references can vary
depending on terrain, al tude, distance and terrain contrast. There
is a helpful ar cle “How to Pick the Best VFR Cross-Country
Checkpoints” (Source, h ps://www.boldmethod.com/learn-to-ﬂy/privatepilot/how-to-pick-the-best-vfr-cross-country-checkpoints-for-your-next-xcﬂight/). The following list of good and bad references is from

the ar cle.

Good [routepoints] References:
Airports with paved runways, highways, railroads, major road
intersec ons, large rivers, large lakes with deﬁnable shapes, towns
with prominent features, wind farms, open-pit mines, VORs.
Poor [routepoints] References:
Power lines, private airports, grass runways, small streams, small
lakes, dry rivers, lakes and streams, small towns, individual mountains,
towers, road intersec ons, areas of unique vegeta on.

Source, Aeronau cal Chart User's Guide; h ps://www.faa.gov/

In-Flight Thoughts on VFR Checkpoints, Waypoints and Routepoints Cont.
These are generaliza ons and one must consider the route (distance, al tude and terrain) as well as what I refer to as the ‘terrain
contrast’. Terrain complica ons are obvious for the most part. For example, if a mountain obstructs the route, the lake behind it is
not likely to be visible. Considering terrain
contrast; highways, roads and railroads in
heavily congested areas may be diﬃcult to
iden fy and follow. Dry lake beds in the
desert are o en tough to locate, however
water features in the desert provide good
contrast. For example, a water canal
depicted by a small blue line on the VFR
chart (image), is a dis nc ve, bright blue
feature against the brown desert (image).
Remember, on the VFR chart, the checkpoint
or reference may be very small but visually
dis nc ve against the terrain. Another
example is a solar farm. On the VFR chart, a
solar farm appears as a small black square.
Visually, it’s a large, prominent feature,
especially against the desert landscape. It’s a
good idea to consider the topography and
environment as well as the VFR chart. This
can be accomplished using satellite imagery
tools like Google Maps
or Google Earth or
even the Aerial
Map op on in
Foreﬂight, to
familiarize oneself
with the visual
appearance of
terrain and
features with
respect to the VFR
chart.

Canal depicted on VFR Chart
Image of canal stretching across the desert.

Referring to
reference points
along one’s route Solar Farm depicted on VFR Chart
as checkpoints can
Image of a Solar Farm installa on in the desert.
result in confusion, especially for new pilots. There
seems to be a general inconsistency in the terminology.
VFR Flight Plans (aka VFR Naviga on Logs) refer to the selected points as check points (Jeppesen) and waypoints (Foreﬂight).
Interes ngly, while checkpoints are deﬁned on the FAA charts, the Aeronau cal Informa on Manual (AIM) Pilot/Controller
Glossary contains a deﬁni on for waypoints but does not deﬁne checkpoints. I prefer to call the selected naviga onal ground aids
(or features) along a VFR route, “routepoints” to avoid confusion (unless of course they are displayed on the chart with a magenta
ﬂag).

GPS – What’s UP?
GPS, or Global Positioning System, is an idea that has been around for a long time now and just
about everybody uses it – in their aircraft, cars, and smart phones. Most people are aware that it
works by communicating with a bunch of satellites in space, but not too many folks know much
more than that. This article is for those of you who are curious and would like to know a little bit
more about GPS. So, here’s an overview of how it really works in (hopefully) plain English.
GPS was actually started in the ‘70s and it took quite a number of years to launch and position the
“constellation” of satellites needed for world-wide coverage. From any place on the planet, your
receiver should be able to communicate with a minimum of 4. Originally it was controlled by the U.S.
Department of Defense and could be switched over for use only by the military. As of December
2004, per Presidential direction, GPS is governed by the National Executive Committee for SpaceBased Positioning, Navigation, and Timing (PNT), co-chaired by the Deputy Secretaries of Defense
and Transportation. http://www.gps.gov/governance/excom/. By the way, most large countries have
their own version of satellite navigation (SATNAV). The Europeans have Galileo. The Russians have
“GLONASS” (GLObal NAvigation Satellite System) (most smartphones now have the ability to receive
information from those satellites as well as GPS).Then there is the Chinese BeiDou Navigation
Satellite System (BDS), which is the newest and (reportedly) most accurate. Japan and India are also
working on their own systems, which are partially deployed.
GPS has made its way into an incredible number of devices that lots of us are using all the time.
Moving map displays are in our smartphones, cars, airplanes, hiking backpacks and boats. For the
US National Airspace NEXTGEN System, there are 2 extra GPS-enhancing systems being used that
make the GPS signals more accurate for air navigation: Wide Area Augmentation System (WAAS)
and Ground Based Augmentation System (GBAS). Then there’s the ADS-B systems the FAA is
requiring, so it’s now the case that flying with GPS is mandatory. While GPS isn’t infallible (don’t
forget how to navigate by dead reckoning!), and its signals can be jammed (you’ve probably received
email notifying you of GPS Testing), with WAAS &GBAS, it can be extremely accurate. For more info,
see: http://gps.faa.gov/.
There are over 30 satellites in the GPS “constellation” – the baseline 24 plus spares. It took several
years to get them all in their places, and now some of them have aged to the point where they are
being retired and replaced. Here’s some photos of what they look like, how they are placed in space,
and how they are used.

OK, so enough of what it does for us. Here’s how GPS works in 4 basic steps:
1.
The basis of the system is “triangulation” from satellites which transmit certain radio signals.
(More about triangulation below…) To “triangulate”, a GPS receiver measures the distance to
each satellite using the travel time of radio signals.
2.
To measure travel time, GPS needs very accurate timing which it achieves with some
interesting tricks (see more below).
3.
Along with distance, it’s necessary to know exactly where the satellites are in space. GPS
satellites fly in medium Earth orbit (MEO) at an altitude of approximately 20,200 km (12,550
miles). Each satellite circles the Earth twice a day. They are carefully monitored for position.
4.
Finally, you must correct for any delays the signal experiences as it travels through the
atmosphere.
The computers in your GPS receiver, the satellites, and the GPS Master Control facility do all this for
you, of course, so all you have to do is turn on your receiver and tell it where you want to go. Very
cool!
For those who want a more technical explanation for each step, please keep reading!

GPS – What’s UP? Cont.
Step 1) The basis for how the system works is called “triangulation”. In order to triangulate, a GPS
receiver measures the distance between you and at least 3 of the satellites using the time it takes a
coded radio signal to get from the satellite to you. Signal speed is the same as the speed of light!
Each satellite has its own unique coded signal message, so there is no confusion as to which
satellite’s signal is being received. This code sequence repeats over and over (kind of like the ATIS
loop at a tower airport) at known intervals. Since there is a time delay between when the signal is
sent and when it is received, all the GPS receiver has to do is measure the time between when it
knows the signal was sent, and when the signal actually got to it. From there, it’s just simple math:
(signal travel time) X (radio signal speed) = distance. Are you with me so far?
Step 2) There are some more engineering details about those coded messages that I won’t go into
here, but I will say that in order to measure them properly, GPS has to have some extremely accurate
timing (because the speed of light is so fast it’s necessary to measure tiny fractions of a second), and
it does that with some tricks. The timing on board the satellite is nearly perfect because they use
those really accurate atomic clocks. The way your GPS receiver synchs itself up with these satellite
clocks without having an atomic clock itself (prohibitively expensive!), is to use a fourth satellite. The
receiver grabs time from all four satellites at once (so it actually needs 4 internal receivers),
calculates a correction factor with which to update its own clock, and voilà! Super accurate time!
Step 3) To know the time and distance to the satellites, the GPS needs to know exactly where in
space those satellites are (it would make no sense to try to find how far you are from something else
that is wandering randomly about). To do this, the satellites are placed in orbit with great precision.
The GPS receivers then are given the “almanac” information of where each satellite will be and when.
They orbit the earth every 12 hours. However accurate this position is, there are always some little
deviations (called “ephemeris errors” for those who want to know). There is a Master Control facility,
which sends orbital (or ephemeris) data and time corrections to the satellites. The satellites can then
add position correction data to the radio signals they send out. When your GPS gets these signals
and puts them together with its almanac database, it then knows exactly where in space each
satellite is. By the way, the database updates for your GPS receiver include new almanac data, which
is why it’s important to get regular updates!
Step 4) The last step, correcting a wide variety of possible signal interference errors, is pretty
complex. There are lots of things that can alter those precise time and distance calculations. There
are bunches of brainy people who’ve thought about these for years, and I’m not going to go into lots
of details here, but a partial list of things that have been compensated for includes: atmospheric
effects on the signals, signals bouncing off of the ground/buildings (kind of like echoes), satellite
problems, and signal angle from the satellites that have been picked by the receiver. And intentional
errors. Intentional? Yep. There was an initially implemented feature called “SA”, or Selective
Availability. Position information had some specially coded “noise” put into the GPS signal to keep us
civilians from getting “too accurate”. This makes some sense if you remember that the system was
originally set up for the exclusive use of the military. The military GPS receivers had the ability to
filter out the noise, but anybody else would have diminished accuracy. That capability still exists,
but since GPS has become such a standard for everyone, and since there are a number of other
satellite navigation systems that exist, in May 2000, the “Selective Availability” noise was turned off.
Since then, GPS receivers can be highly accurate. Even your smartphone has accuracy up to 5
meters, and your airplane is even better because there is nothing between the receiver and the
satellites except maybe some clouds. See: http://www.gps.gov/systems/gps/performance/accuracy/
Now if you want to know still more, please let me direct your attention to a few very informative web
sites, from which I pulled a lot of this information (and my thanks to them):
http://www.gps.gov/systems/gps/
http://www.garmin.com/aboutGPS/
http://www.physics.org/article-questions.asp?id=55
https://spaceplace.nasa.gov/gps/en/
Have a safe flight!
Claudia Ferguson
San Fernando Valley 99s, Safety
Aviation Safety Counselor
© CK Ferguson 2020

Orange County Ninety-Nines Scholarships
The Orange County Chapter of the Ninety-Nines® International
Organization of Women Pilots® is offering up to three scholarships to
local women. The number of scholarships awarded is dependent upon
the amount of funding available.
In 2020, our chapter will award three scholarships: the Eleanor Todd
Aviation Scholarship, the Orange County 99s Aviation Scholarship
honoring Vicky Anderson and the Orange County 99s Aviation
Scholarship honoring Shirley Tanner.
Each scholarship is $3,000 and can be applied towards Private Pilot
Certificate, advanced certificates/ratings or towards Airframe and
Powerplant (A&P) advancement. If there are no applicants for the
A&P advancement scholarship, it may be awarded to flight training at
the discretion of the scholarship committee.
Orange County 99s Aviation Scholarship applications will be available
soon.

Not only can you fill out a NASA report online, but you can also view pilot stories. These
are what we call the “ooopsie” reports. Be sure to sign up for the free NASA Callback
newsletter. “ASRS’s award winning publication CALLBACK is a monthly safety newsletter,
which includes de-identified ASRS report excerpts with supporting commentary in a popular
“lessons learned” format. In addition, CALLBACK may contain features on ASRS research
studies and related aviation safety information.”
Click here to view ASRS’s publication: https://asrs.arc.nasa.gov/publications/callback.html

Happy March Birthdays!
3 Amy Davis
7 Pam Doddridge
8 Carol Bennett
10 Sarah Mullins
13 Irene Bates
14 Caryl Collins
20 Trudy Briscoe
20 Lina Tullberg
26 Chris Stulik
29 Anastasia Rogachevsky
30 Isabel Burton
If we missed your birthday, Happy Belated,
and please send the date to Irene Engard — engards@aol.com

Thank you to all who have contributed to this issue!
Plane Tales is a collaborative effort. We count on many
to help make it the wonderful newsletter that it is.
OUR MISSION
OUR MISSION — The NINETY-NINES® INTERNATIONAL ORGANIZATION OF WOMEN PILOTS®
promotes advancement of aviation through education, scholarships, and mutual support while honoring our
unique history and sharing our passion for flight. Established in 1929 by 99 women pilots, the members of
The Ninety-Nines, Inc.®, International Organization of Women Pilots®, are represented in all areas of
aviation today. And, to quote Amelia, fly "for the fun of it!"

Join us Online
Chapter Website - http://oc99s.sws99s.org/new
Facebook - https://www.facebook.com/oc99s
Contact the OC99s - OCninetynines@gmail.com
Amazon Smile Link - https://smile.amazon.com

To a Very Accomplished Woman: All Ninety-Nines

