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February General Meeting/
Trivia Night

Greetings, OC99s! Fancy a night out with the
ladies? How about a whole weekend filled
February 6—Fly-in to Santa Paula.
with exploration and aviation?! We’ve got
some fun things coming up for you in
February 16—General Meeting 7pm. Members’ February and March. Our February general
social & trivia night. ————————————>
meeting will be a good chance for our
members new and seasoned to come out and
March 2—Business Meeting 6pm via Zoom
get to know each other over some beverages
March 18-20—Joint fly-in to Yuma, AZ. (See
and aviation trivia! See February’s general
page 2.)
meeting info below. Next up, in March we
have a weekend-long joint chapter fly-out to
April 6—Business Meeting 6pm via Zoom
Yuma (KNYL) with some great tours and
April 7-10—Spring SWS Section Meeting hosted ending with a Sunday morning tour of MCAS
Yuma. You don’t want to miss this! Info on
by Phoenix 99s.
Yuma on page 2.
February 2—Business Meeting 6pm via Zoom

May 4—Business Meeting 6pm via Zoom

May 15—OC 99s’ Scholarship Application
Deadline

What: February general m eeting.
Member mixer with aviation trivia. Food and
drinks available
for purchase. Menu at
www.greencheekbeer.com
Where: Green Cheek Brew ing Co.
2957 Randolph Ave
Unit B
Costa Mesa, CA 92626
When: W eds., February 16 th at 7pm.

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!" 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.

*Note: Green Cheek has tw o locations in
Maps. We will be at the Costa Mesa location.
Seating will likely be outdoors, might want to
bring a jacket or blanket just in case. Nonalcoholic beverages.

March Fly-out to Yuma
Who: All Ninety-Nines are welcome!
What: A joint chapter fly-out to Yuma (KNYL. Check out some cool aviation and local
historical sites, spend time with other 99s, and enjoy the nice weather in Yuma. On Sunday, we will be
treated to a special tour of the Marine Base MCAS Yuma: Home to Ospreys, F35s and more!
When: Arrive by 3pm Friday, March 18. Depart around 1pm Sunday March 20.
Members are welcome to drop in for the day as well, please contact Jennifer W. for planned
activities/times.
Where: Yuma Airport KNYL. Special rates available at Coronado Motor Hotel. See email for
details.
RSVP: Please email Jennifer W. at jenn4dub@gmail.com by February 10 if you plan to attend.
All information will be sent to interested members via email.

When asked to do something, say yes instead of no.
Find your own limits and push a little beyond those, whatever they may be. — TB

A Tribute to Trudy by DTM
Trudy Briscoe was born on March 20th, 1935, in Pasadena, CA. She passed away peacefully on
December 18th, 2021, surrounded by her family. She is survived by her husband, Bill Ruzgis, her
three adult children, three grandchildren, and one greatgrandson. She lived happily in Long Beach, on Naples
Island for 45 years.
Trudy’s travels throughout the world—35 countries and
seven continents—have included five trips to Africa and a
couple of stops in the Amazon jungle. She’d climb on an
elephant for a ride, hold her own with any fisherman and
trek to the top of mountains, including Mount Whitney. One
of her favorite destinations in the US was Alaska a place she
visited eight times.
Trudy Briscoe had a clear focus to improve and push herself
and recognized the need to give back. She grew vegetables at
her LB Community Garden taking them to homeless shelters. For 25 years, she worked with Meals on
Wheels, providing food to seniors.

Giving makes you more whole.
When you give to other people it somehow comes back to you. — TB
Trudy enjoyed hiking and biking--doing so five time a
week. She also liked skiing and being a docent at the
Aquarium of the Pacific. She was a Cub Scout Leader
and Campfire Girls Leader. An avid sailor, she often
sailed her 20-foot Bayliner to Catalina.
She received the Press Telegram’s Amazing Women
Lifetime Award and the Remax Realtor of the Year
Award. She was past President of the Wanderlust Ski
Club.

Trudy was so bright and just a joy to be around. She always spoke with kindness and with a smile.
She was a woman to emulate. — Diane Titterington-Machado (DTM)

Trudy was born Guntrud Mardele Hilmers
with a natural kindness and a heart of gold.
She was a very humble person who would
help out those in need. She was much
loved by all of her family and those who
came into contact with her.

Things show up in all of our lives and we
get used to saying, ‘Oh no, I’m too busy.'
We get used to saying No.
I guess what I do is go to my limit. — TB
Earning her pilot’s certificate in 1992 at the
age of 55 was a monumental moment in her
quest to get the most out of life. Her
wonderful husband, a retired police officer,
encouraged Trudy by buying her flying
lessons. After her third lesson, she told Bill
that her hands were still sweating from
holding the yoke.
She continued her training to earn her
Private Certificate, Commercial Certificate
and Instrument Rating. Trudy enjoyed flying
her Cessna-172 Skyhawk every couple of
weeks with Bill as her favorite co-pilot.

You are never too old!
At one point, I realized that I can do anything I want in my life.
If I had known that earlier, I’d probably have done a lot more.
Probably would have gotten into trouble if I had learned this at a younger age. — TB

Trudy became a Ninety-Nine in 2001. As a conscientious member, there's no question of her loyalty,
having paid her dues—renewing her membership five days before she passed.

Trudy was a formidable woman in all areas of life. She knew what she wanted and never stopped
or let anything get in her way. She was an accomplished pilot who flew the skies with great pride,
often with the man who adored her. Bill's eyes would light up when she spoke, he saw in her an
amazing woman, who he said he was lucky enough to marry. Rest in peace my friend.
— Callie Eastman, former OC99 before moving out of state

JORDIN SCHMIDT: MY JOURNEY TO AIR TRAFFIC CONTROL
By: Sofia Nosratabadi
Pilots think they know everything. What they don’t realize is that it’s the Air Traffic Controllers who know everything. Here
I was complaining about how hard Instrument training is. Then, after being confronted by Jordin’s reality of squeezing
through the Eye of a Needle to become a Controller, it became clear that pilots have it easy by comparison.
Each year, the FAA solicits 10,000 Controller applicants. By the end, only 500 graduates will be left standing. Why do so
many of them wash out, even though they have to be a priori highly intelligent to even be accepted into the pool of
candidates? It turns out that being intelligent is not enough. You have to be that rare combination of intelligent, plus a
multitasking machine, plus unbending under extreme stress. You must demonstrate that you will not lose accuracy under
the pressure of time and information overload. This is what you have to go through to prove that you are that person:
AIR TRAFFIC SKILLS ASSESSMENT (ATSA)
You must complete an ATSA, which consists of 7 tests within 2.5 hours. It is designed to overwhelm you so you’ll quit. It is
a big disqualifier. Many people do not get beyond this point.
 Test 1: Math and Memory (Easy). The number 5 appears on a screen, followed by number 3. Subtract those two
numbers to get 2. Then, remember what number appeared last on the screen (3), and subtract your last result (2)
to get 1. Not only do you have to do math quickly, but you have to remember what the previous number was that
showed up on the screen. You do 20 or so problems in 60 seconds, and you repeat this 7 times. The object of the
test is to confuse you and stress you out.
 Test 2: Math, Memory, Variables (Medium). It’s the same thing with a variation. At the beginning, it will have
A=1, B=2, C=3. A+1=2. So now you have to remember 3 variables and do the math for them the same way. You do
20 or so problems in 60 seconds, and you repeat this 7 times. As you go along, the variables get tricky starting at
the 4th iteration of the test: A=1, B=2, C=A-1. So, A+1=1.
 Test 3: Spatial Relationship (Hard). You have a top-down view of a forest, with a 737 flying in one direction, and a
C172 flying in another direction. You have to state, from the 737’s point of view, whether the Cessna is on your left
or right. If an eyeball appears in the top corner of your screen, you have to switch your point of view. You have 3
seconds to state the position, and this goes on for some time, getting faster and faster.
 Test 4: ATC Simulation (Easy to Hard). A square screen with bubbles numbered 1-9 are flying across the screen at
different angles, and you have to get rid of the conflict before they collide. You get more and more conflicts, and
you have to pick the most efficient way to resolve the conflict. So, you get the most points by using the least
keystrokes. You start with 2 bubbles going across your screen, and you end up with 15 bubbles, creating multiple
conflicts. You go through this exercise twice. The first time around, Jordin got so overwhelmed that he started
pushing all the numbers on the keypad because there were so many conflicts. He let a couple of them collide, and
he also didn’t get rid of all his bubbles. You lose more points not getting rid of all your bubbles, instead of letting
one or two collide.
 Test 5: Word Problems. You have to complete 20 questions in 30 minutes. They read like grade school: “If Jane is
in front of Jill in line, and Jack is behind Bethany, who’s in front of Margaret?” What trips you up is that there is no
completely correct answer, and you can’t know which one of them is correct, so you have to pick the most correct
of them all (by eliminating all the obviously wrong ones). You can’t dwell on the problem because that wastes your
time against all the other questions that you have to complete on time.





Test 6: Personality Test (155 Questions). Each question is 3 statements, and you get two choices for an answer: “I
am most like this” and “I am least like this.” None of them seem to fit right, so you don’t feel like you’re any of
these, so you end up just choosing randomly. You are warned not to pick an answer that you think the FAA wants
to hear, because they can tell, and you will get disqualified for it. It gets very repetitive by the end.
Test 7: Reading Comprehension. It’s similar to the Word Problems Test, but it’s an essay. You have to complete 5
essays with 20 questions in 30 minutes. So, you have to read quickly, understand quickly, and get the right
answers.

TEMPORARY OFFER LETTER/BACKGROUND CHECK
If you pass the ATSA, you will get a Temporary Offer Letter and a background check form with 30 pages of information
related to the last 10 years of your life. If you pass the background check, you will get a Secret government clearance. This
is where things slow down for people due to COVID, a hiring backlog, or the fact that your HR representative forgot to send
you the required paperwork to fill out.
MEDICAL
You have to get your Controller Medical, which is separate from your Pilot Medical. This is where Jordin got into some
drama. He got his Controller Medical done in December 2020, but because his Pilot Medical was due a month later, that
raised a red flag at the FAA because it made their motivations look suspicious. As a result, the FAA wouldn’t give Jordin his
Pilot Medical, and it took 2 weeks to sort it out. Solution: Give yourself at least 90 days between your Medicals, so you
don’t run into this problem.
DRUG TEST/FINGERPRINTS
You have to pass a drug test, which is good for 90 days, and you have to go to a location of the FAA’s choosing, which is
Torrance around here. Marijuana is a big one, and since this is a federal job, it’s illegal. When you go do your fingerprints,
make sure you don’t have an existing criminal record.
PERSONALITY TEST
You get your second personality test – the Minnesota Multi-Phasic Personality Inventory (MMPI). It’s 560 questions testing
your mental stability. The questions range from the obvious, such as “I hear voices in my head; the voices talk back to me”
to the more subtle ones, such as “I feel loved; I enjoy spending time with my loved ones.” This also slows down a lot of
people. Jordin had to go to San Diego International Airport to get his test done. (He tried taking a selfie in front of the
Tower, but his phone wouldn’t let him.) He tried LAX, but their computers weren’t working, so his next option was Phoenix.
Some people had to go across the country to get their test done, because they were 3-6 months out, and the FAA could
only accommodate 2 people per week.
ACCEPTANCE INTO TRAINING
After you complete all your paperwork, it takes time to process it. Jordin got his paperwork done in January 2021, and he
didn’t hear back from the FAA again until June 2021. What he got was a call from a nondescript number that he didn’t
know whether to accept at first, inviting him to attend the Academy in Oklahoma and start training for an Enroute class. He
also got an acceptance email.
TRAINING – AIR TRAFFIC BASICS
Basics training lasts 4 weeks, 8 hours a day, via Zoom so the FAA can save money. There were 6 trainees in Jordin’s class
from all over the U.S. and with varying backgrounds: a CFI, the son of a Controller, a 24-year-old aerospace engineer, a
private pilot with 3 ATC classes under his belt, an Embry-Riddle student majoring in ATC, and a flight attendant. Being a
pilot will not give you an advantage in training, and it’s often used pejoratively, because pilots can be full of themselves but
end up washing out.
Basics training is a grind, repeating the same formula each day: attend a lecture, read a lesson, instructor goes over it, you
take a quiz. There are 35 lectures, 5 block tests and an end-of-course exam with 182 questions, which is the only thing that
matters. You have to get 70% on the exam. The 5 block tests cover the following topics:
 Block 1: ATC System and NAS, Airports, Separation, NOTAMs, ATC Surveillance Sources, FAA Orders and Manuals,
LOAs and SOPs






Block 2: Principles of Flight, Wake Turbulence, Aircraft Characteristics and Recognition, Airspace, Title 14 CFRs,
Title 14 CFR Part 91
Block 3: Basic Navigation, Radio and Satellite Navigation, Pilot’s Environment, VFR Charts and Publications, Enroute
IFR Charts, SIDs and STARs, Approaches
Block 4: Fundamentals of Weather and Aviation Weather Services, Hazardous Weather, Current Weather
(METAR/SPECI), Forecasts and Advisories, PIREPs
Block 5: Emergencies, Search and Rescue (SAR), Basic Communications, ATC Clearances, Stripmarking

TRAINING – THE SCHOOLHOUSE ACADEMY
After passing your end-of-course test, you go to the “Schoolhouse” – the FAA Academy at the Oklahoma City Airport
(KOKC). The Academy is broken up into two blocks: Radar vs. Non-Radar. Training is 6 weeks Terminal and 12 weeks
Enroute. You will have a sim on the wall stretching from floor to ceiling. That’s your Tower cab. You can see everything
from it. You need 70% to pass, based off 10 tests.
TRAINING – NON-RADAR LECTURES
Your first test is the ZAE Airspace Map, which is an IFR Low Chart. You have 2 weeks to memorize all the NAVAIDs, V
airways, radials, sectors, frequencies, the mileage of the entire V airway, and if there is an intersection, the milage to and
from the intersection.
A lot of lectures involve separation (lateral, vertical, longitudinal). What would you rather have in a Non-Radar
environment: 20 miles or 10 minutes of separation? Non-Radar controllers prefer 20 miles because that distance is
potentially shorter than 10 minutes, allowing more aircraft to squeeze in. So, time reports and milage reports are very
important in a non-Radar environment. You also learn about Stripmarking – what color to use, how to write it, what
symbols to use (there are over 90 of them). The hardest part of non-Radar training is writing and talking at the same time.
TRAINING – NON-RADAR LAB
Stripmarking will test your multi-tasking skills. The strips contain information about
the plane type, its altitude, airspeed, travel time, and descend instructions. You’re
talking and writing this at the same time, and you’re doing this with multiple (8)
planes. You get to play Controller and then switch to playing the remote pilot. If
you’re the remote pilot, you have a huge clock in front of you that says, “at this time,
say this thing.” If you’re the Controller, and the strip says that a plane is /X, that
means he’s not DME-equipped, so every restriction the pilot receives needs to have a
time, not a distance, because the pilot doesn’t know how far he is to the next
NAVAID, so you have to catch these details.
This evaluation is the first most stressful day at the academy. The first time, Jordin only got 58%. He could have gotten
88%, but his one little mistake caused 3 separation errors and cost him 30 points – 10 points per separation error. And that
was within the last 2 minutes of the problem. His next run was 43%. You’re graded on phraseology, Stripmarking,
separation of airplanes, and tasks. His first non-radar problem had 118 tasks. Jordin completed them all within 30 minutes,
and he got 115 of them right.
TRAINING – RADAR LECTURE
You have to memorize the flight characteristics of 70 airplanes divided into 12 columns – based on the number of engines,
whether they are heavy, large, or super, how fast they are, and their climb rates. You also receive lectures on the D-side,
which is the Controller’s assistant behind him. Whenever you hear “Stand By” on the radio, that’s the guy making sure
you’re flying at the correct altitude, and calling the other sector to confirm that the pilot can have his requested altitude.

You take a comprehensive knowledge test and then learn how to use the ATC
keyboard, which has a lot of buttons you’ve probably never seen before. You can use
them to check the plane’s stats, flight plan details, and where he will be in given time
increments. Then you’ll take the keyboard test.
TRAINING – RADAR LAB
You practice being an assistant to the Controller: taking phone calls, giving
clearances, changing other flight information, and making sure planes are doing what
they’re supposed to. Can can’t ask pilots to do something – you must tell them what
to do.
You do 48 practice problems before the radar evaluation, and they get progressively harder, covering topics such as
weather, military change of destination, and emergencies. You are scored on phraseology, separation of aircraft and
airspace, keyboard usage, and prioritization. You need 70% to pass. This is where most people wash out. If you fail, you
get sent home immediately without saying goodbye. If you pass, you get to pick your new facility in whatever state is being
offered. You get your permanent offer letter with your new salary, and find a place to live.
TRAINING – CHICAGO CENTER
Then you train some more at your facility! That training can be 2-4 years. You get to go to the floor a little bit, which gives
you your A-side, which is the very bottom of the totem pole – you’re the one who gets to change out the printer paper for
the strips. You also get sim training and keyboard training, but this time, it’s specific to your assigned specialty (such as
Southeast). Jordin must memorize this map:

Once you pass your checkride/evaluation, you go on the floor with your trainer, handling live airplanes. You get 200 hours
per position. If you don’t pass your checkride within 200 hours, you have to explain your lack of progress to the Board.
Here, people can wash out. But Chicago is known for being very giving and not washing people out. Some people have
been in training here for 8 to 9 years, and they haven’t been let go. Chicago Center is completely different from the
Academy (which is a supportive environment). Centers are very high-stress by comparison.
After you do 2 checkouts (checkrides) for 2 sectors in your area and get
your first pay-raise, called D-1. Once you get all your D-sides, you’re a D2. So, once Jordin gets his 6 D-sides, he’ll be a D-2. You repeat the
process as a Radar Controller. But before you become a Radar
Controller, you go to R-school to learn how to talk to airplanes/what to
say. You get checked out on 2 R-sides, get another pay raise, and once
you get all your 6 R-sides, you become fully certified.
Click the following link to watch Jordin’s presentation:
https://www.youtube.com/watch?v=Ix0EtkEKxWo

Despite being so busy, Jordin has
managed to start a new family. This
is what he gets to come home to!

A Small Bit of Appreciation

~Jessica Yant
Every day, all year long, the dedicated, over-worked and
under-staffed controllers in the tower at John Wayne
airport help us stay safe, despite all of the obstacles that
have been thrown at them all year long. Jenn W, Kelsi
and I wanted to show our appreciation this year. Since
tower tours have been completely halted because of
COVID nationwide, we decided to send some homemade
cookies, snacks, and a beautiful handmade card by Jenn
W. She and Kelsi both baked some fabulous cookies and
I purchased a few small things in case cookies wasn’t
their dietary sin of choice.

After I told my contact in the tower about how we
wanted to gift them a small token of appreciation for all
that they do all year long, he told me that someone in
the tower would meet me in the parking lot for the drop
off. My contact mentioned how great the 99s are and
thanked us many times for the small gifts.
Once I pulled up and let them know I was there, a few
minutes later a man named Dave emerged. He too
mentioned how grateful he, and everyone in the tower,
was to receive any token of appreciation. Not wanting
to take too much of his time, I just handed him the card
and inquired what we as pilots can be doing to help our
controllers. He mentioned that they were extremely
understaffed—by about nine people per his estimate,
two in the month of October alone—so when the tower
isn’t able to do pattern work “due to short staffing” he
wanted us to know that it was truly because of that and
not any other reason. They are hurting for new
personnel. When I asked him when they thought they
were going to have another hire, he said not for
another couple months, potentially a year! He thanked
us again and reiterated how much they “love the 99s”
and can’t wait for tower tours to start again.
For everything that the tower does, I know our small batch of cookies isn’t enough, but it’s a
small gesture to let the people who work so hard to keep us safe every day know how they are
appreciated! If you know a controller, make sure to let them know how much we are grateful
for the work that they have done and continue to do, always but especially during COVID times.

MEMBERS’ UPDATES

Alex Strand: Hi everyone! My name is Alex Strand.
I am 18 years old and a student pilot. I also attend
Orange Coast College.
I have always had an interest in flying and I love to
travel. My grandma got her private pilot license in
1978 so she has inspired me to fly. I started my flight
journey in May, 2021 at Orange Coast Flight Center
and now I am getting ready for my cross-country
flights. I am hoping to get my license in February.
Since I have started flying, I can’t stop! I caught the
flying bug! My ultimate goal is to fly private jets.
I am excited to see where this journey takes me and I
am excited to meet all of you. If any of you have an open seat in your plane, I’d love to join
you!
~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~
Bev Allen: I went flying with my friend Jeff and we
did a roll for my 94th birthday!
When? Bev: Last Sunday. My bir thday was
Saturday, November 27.
Question: Does J eff still have the same pretty plane
that you flew in a couple of years ago?
Bev: Yes, it is the same plane. We flew over to
Missouri for lunch and met another couple who had flown-in in their plane and they had a car
and driver who drove us to the restaurant.
We had lunch with the couple and Jeff was telling the fellow about
flying formation with these
friends, and on our way back
home Chris asked Jeff if he
could do a roll. Jeff asked me
if I would mind if he showed
Chris how you do a roll.
And, I said, of course!
Jeff still has the RV7 same
plane. It was great!

MEMBERS’ UPDATES CONTINUED
Lois Dillman was married on November 19, 2021 to Pete Gafa.
Her new name is Lois Scura Gafa. (Scura is her maiden name.)
The best thing about my husband is that he says 'yes' to new
adventures. One of the first things we did together is go skydiving.
We ride lots of roller coasters. He's fully onboard with my plans for
a nonprofit organization. Though Pete is not yet a pilot, as an active
CFI, I'm sure I can help with that.
I am selling my boat. We continue to remodel my house in Spring
Valley, which is five miles south of Gillespie Field.
I hope our chapter can soon get back to face to face contact and
meetings.
Blessings,
Lois
~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~
Taylor Wilson: My second half of 2021 was filled with an
abundance of change, uncertainty, and growth. I had left my
long term job at John Wayne to join the other side of the field
with Pacific Flight Aviation. I took on the role of Office
Manager and started my flight training for my commercial
pilot certificate in July.
The training for the commercial certificate went a lot quicker
than I had anticipated, considering I already had the hours and
only needed to perfect my maneuvers. I started my checkride
in early September, but had to discontinue. After several
cancellations due to examiner availability and inclement
weather, I finished the flight portion of the exam 31 days after
the oral.
I’ve always thought 60 days was more than enough time to
finish a checkride after a discontinuance. But, I learned
through this process that it goes by way quicker than you think.
In the end, I’m proud to be able to call myself a commercial pilot! In December of 2021 I
also graduated from Southern Illinois University with my Bachelor of Science in Aviation
Management. The next step in my aviation journey is to become a CFI and I start training for
that first week of February!
I can finally see the light at the end of the tunnel and am ecstatic to start instructing in a few
months.

Third Times the Charm

~Jinifer Conover

Ten years ago, I first started my flight training, made it to
solo, then had to pause. Three years after that, I started back,
made it to solo, then had to pause yet again. Finally, almost
seven years later, here we are again - Solo day.
Saturday, December 18th. I started the day with a cup of joe
and a weather briefing. It was a clear, perfect day. We finally
had a break in the weather so I knew today might be the day. I
was ready to solo but will admit there was a small part of me
that was hoping to get rained out again. lol
On my way to the airport, I listened to the ATIS, which was,
unfortunately, reporting limited traffic pattern work – Just my
luck. We are just keeping our fingers crossed at this point. We
still had some time before takeoff, not to mention my stomach
was in knots, so I had to make a slight detour. I eventually
proceeded with the pre-flight and had a little pep talk with
10E. Finally, we were strapped in and ready to go. Thankfully,
clearance approved us for left-closed traffic. Woohoo.
The pattern was relatively quiet for John Wayne, so we worked on a few practice landings first. The suspense
was increasing with each landing. After the 3rd landing, Carol let the tower know she was getting out and that I
would be soloing. This was it! Carol looked at me and said, “I wouldn’t be getting out if I didn’t think you were
ready”. I know there were a few more exchanges, and out she went.
As I taxied back to the runway, I kept repeating to myself, “You got this Jin, you got this,” I also refused to look
at the empty seat next to me. I think, in a way, I felt that if I didn’t look, then I would feel like Carol was still
sitting there.
I was cleared for takeoff and was on my way. I flew each leg of the pattern smoothly but couldn’t say the same
for my 1st landing. Came in just a little flat and harder than I would have liked, but nonetheless, it was a
successful solo landing. I remember taxing back to the runway and seeing Carol with her camera on me. I gave
her a quick thumbs up and was on my way. Despite my legs nervously shaking, I felt in control and focused
through the remaining two landings.
I stuck my last landing, then pulled off the runway and picked up Carol with a huge goofy grin on my face.
After a quick celebration, we decided to play in the pattern a little longer before calling it a day.
Back at the tiedown, Carol got a few photos, but we opted not to do the traditional shirt cutting since I had done
that back on my 1st solo. I was also wearing the shirt I got from the 99’s Las Vegas Southwest Section Meeting
– I didn’t want to ruin it. Now to go home, celebrate, and prepare for the next flight.
I want to thank my CFI Carol. She is always encouraging me to push myself and to trust my skills. She has not
only been an outstanding instructor but has even given a little sky therapy from time to time when I just needed
to vent. She always has the best advice.
I am looking forward to the next phase of flight and eventually earning my certificate.

Annual Time . . . again???

- Diane Myers

As all aircra owners know, the airplane has to have an Annual Inspec on (whether you think it needs it or not). Ours
went into the maintenance hangar on January 3rd. We always expect the annual to take at least a month (a lot of
systems: retractable gear, pressuriza on, heater, air condi oner, exhaust systems, fuel valves, etc.). And, this year we
were subject to a SAIB requiring inspec on of the ﬂap control cables.
The magnetos on the le engine were sent out for overhaul as they were not performing as they should (now we are
wai ng for that shop to do the work and send them back). The prop de-ice system failed, tripping the switch/breaker,
which will lead to trouble-shoo ng soon.
Both the tail beacon and naviga on lights were inop. No biggie, right? Wrong! It turned out the power pack for the
beacon was inop, and Whelen no longer supports this unit. MX found an LED replacement for the tail beacon. Same
with the nav light on the tail – new unit ordered.
An interes ng fact about our airplane: the tail beacon is on the rudder itself,
not on the ver cal stabilizer. The new beacon weighs .63lbs less than the
one removed. Okay, no big deal, right? Well, wrong. According to our chief
maintenance expert, the rudder needed to be sta cally balanced with the
new beacon installed. Apparently, it’s not so cri cal for weight and balance,
but is cri cal for CG of the rudder so there is no tail ﬂu er. There are ﬁve
pages in the maintenance manual detailing the procedure for this balancing.
Dynamic balance is the ability of an object to balance while in mo on or
switching between posi ons.
We observed the three mechanics performing this intricate task of sta cally balancing
the rudder.

New beacon on top of rudder.
New LED beacon in front.
Older red beacon with large
powerpack in back.

.634 lb diﬀerence

Determining a chord line across rudder for balance points.

Rudder balanced on top of mandrels.

Removed .22lbs of balance weight—
rudder now balances perfectly.

<—————-This 23-second video taken April 5, 1966 shows the PA-30
Twin Comanche during a tail ﬂu er test over Edwards Air Force Base in
California's Mojave Desert. h ps://youtu.be/TfL6iyeH8OA

A Day with the Scouts

~Jessica Yant

As I was finishing my workday, I received a phone call
from the mother of one of my childhood best friends
asking if I could speak to her neighbor, Kate, who was
“looking for a pilot.” As anyone who has met me can
attest, I have very few qualms regarding talking, so
obviously I called Kate up and asked how I could help
her out. After a few short minutes, I found out that she
was looking for someone to help her group of
homeschooled scouts receive their aviation badge.
Having never done this before, and simultaneously
sensing an opportunity to see if I truly wanted to pursue
my AGI or CFI someday, I politely begged my friend
Andy, who is a pilot for Net Jets, to come with me. I
figured he could serve as either a safety blanket for the questions I didn’t know how to answer or as someone who could
definitely tell me I was going to be an awful CFI and to just quit right there.
Having taught in a previous life, it wasn’t too hard for me to
come up with a presentation. I researched online and found
what the requirements are for a merit badge, created a few
activities, and put together what I thought was going to be a
three-hour experience. Due to several reasons, what I
expected to be three hours turned into almost double that
amount of time! I didn’t anticipate that there would be so
many questions, that the kids would be so engaged, or that I
would find myself diving into topics with as much passion as I
did. Apparently, I really like flying (who would have guessed?).
Having another pilot there was very helpful, even for the
questions that I thought I knew the answer to. It’s always a
good reminder that just because you yourself know
something doesn’t mean that you are going to be the best at
explaining something to someone else. Andy was indispensable for many reasons, his previous experience as a CFI being
particularly useful. It was fun watching him take a complicated concept and break it down or simplify it for younger
minds. It was really helpful to have him explain something in the clearest way.
After we reviewed basic concepts like aerodynamics of
flight, engine types and characteristics, uses of planes &
aircraft, and parts of the plane, we moved outside to see
these concepts on a real plane. This was where I could see
the excitement really take place. Kate told me that every
single one of the scouts told her that they wanted to be a
pilot on the drive over to see my plane, but they actually
started asking me concrete questions about it when they
had the opportunity to sit in the actual cockpit of a real
plane.
It was a pretty successful day. I learned quite a bit about
what it actually is to be a CFI and I am pretty positive that
we will hopefully have two new pilots join the 99s
sometime in the next decade!

Carb Icing – Baby, It’s Cold Inside!
Actually, I suppose I should have saved this article until June, when there’s lots of moisture and
haze aloft and the weather isn’t quite so chilly (though I have to say that mid-January is not so
chilly at all!) – but still chilly enough when you’re airborne for moisture to condensate in
some pretty inopportune places (and goodness knows it’s been moist enough with all the rain
lately!). However, carburetor icing is a subject worth discussing at any time of the year, so I’ll
continue and share a few thoughts with you. Those of you who fly only jets or fuel-injected engines
will most likely not be too interested, but the rest are invited to read on. 
As you no doubt learned in ground school, there is a lot that goes on in the carburetor of a light aircraft. Fuel and
air are drawn in, swirled around and directed to however many cylinders you have in an “even mixture” way. We
are also able to control the fuel to air ratio (via the “mixture” knob) so that this mixture is as efficient as possible
for the altitude at which we are flying. This technology has been around for quite a long time and is usually very
reliable. As with all things that are “reliable”, it’s always a good idea to understand the sorts of things that can
happen to interfere with that reliability so that when they happen we won’t be frantically wondering what’s going
on. Being able to recognize the presence of ice in the carburetor and knowing what to do about it are worth a
review once in a while.
So how does ice end up in the carburetor, and why, and where? The quick answers are that: 1) there’s water in
the air going into the carb within a certain temperature range, 2) the water freezes on cold carburetor parts, and
3) it’s usually at the venturi and butterfly valve. I’ll explain further.
The greater the humidity of the air, the more likely it is that some of it could end up as carb ice. This isn’t a
guarantee, but the probability goes up with humidity levels. When you get the weather information before your
flight, the information is right there for you in the “dew point” number. If the temperature of that air goes to its
dew point, you know what will happen – the moisture will condense out in the form of water drops. There do not
have to be clouds for this to happen. Humidity and low temps are enough. So now perhaps you’ll pay a little more
attention to the ATIS or AWOS when you hear temperature and “dew point” information? If they’re not so far
apart and the ambient temp is above 32 degrees F, you might want to tell yourself to watch for carb icing
symptoms. Note that the possibility of carb ice decreases if the air is already colder than 32
degrees. Colder air is already less humid, and below about 15 degrees F, any humidity will
condense right into ice crystals without sticking to your carburetor. If it’s that cold, let the
carburetor STAY cold. If the air actually does contain ice crystals, adding carb heat can CAUSE
carb ice by melting the crystals back into water which will quickly freeze again on carburetor
surfaces. NOT so good! Don’t worry about the fuel freezing. It won’t do that until something
below minus 60 degrees F. If you’re out in that kind of WX, YOU will freeze.
When the aircraft carburetor is vaporizing fuel, it is cooling the intake air by evaporation. The more fuel that
passes through the carburetor, the more cooling takes place (obviously!). At full throttle, much more cooling is
going on than at idle. The lowered pressure in the venturi also results in air cooling. Your carburetor can get
pretty cold as a result. There can be a theoretical air temperature drop of as much as 60-70 degrees F from all
these factors combined. Wow!
In a carburetor (the one shown is an “updraft” type) there are typically two places where ice forms: in the venturi
where the air pressure is decreased and where the fuel introduced, and also downstream of the throttle butterfly.
Ice forms near the aircraft carburetor butterfly when water droplets strike parts of the carburetor (typically the
butterfly and venturi) that are freezing. Freezing is determined by the outside air temperature, the temperature

drop, and heat absorption from the engine. With the throttle partly
closed, such as in a low power descent, you may have a 10 inch or more
pressure drop across the throttle butterfly. At rich mixtures the
ambient temperature at which carburetor ice forms is even higher Lycoming publishes a temperature range of 20 - 90 degrees F. for
carburetor ice. Hard to believe, isn’t it?
So how do you know you have carburetor ice, and what do you do
about it? Well, most of the time you don’t actually know, you only
suspect that something just isn’t quite right. What you do about it if
you suspect carb ice is (again obviously) apply FULL carburetor heat.
Don’t mess with partial carb heat unless you’ve got a carb temp gauge
that will indicate whether you’re outside the temperature range for
caution. There will be certain symptoms to recognize, and they usually creep up on you while you’re busy doing
something else, so a certain amount vigilance is called for.
You might notice that for a given throttle position you are not developing as much power as you should. In a fixedpitch airplane like a 152 or 172, the scenario might be as follows: You are flying along, and you begin to sense a
decrease in RPM. You check the engine tach and sure enough, it’s lower than the last time you looked. You pull
the carburetor heat knob full out and observe a big drop in RPM followed by an increase – this while the knob is
still out. The increase in RPM is the key. What has happened is that you’ve had a build-up of carburetor ice, which
caused less air in proportion to the amount of fuel; therefore, the mixture was getting too rich. And you applied
heated (less dense) air to the inlet which caused another drop in RPM. As the ice melted and allowed more air into
the carburetor throat, the fuel-air mixture became more optimum, and you got an increase in RPM. When you
feel you are no longer in carb icing conditions, you can push the carburetor heat knob back in (all the way) after
the RPMs have stabilized and your RPM then increases to its full potential. In airplanes with constant speed props
the propeller governor is going to maintain a constant RPM, so your key is going to be the manifold pressure
gauge. MP will fall off, then increase, just like the RPM in the above scenario. In either case, the eventual result of
ignoring carburetor ice buildup is that your engine’s fuel/air supply will become so rich that the engine will quit.
I’d be willing to bet the ranch, the big house, and all the cattle that you don’t want that to happen unless your
aircraft is chocked on the ramp!
Carb ice can form on the ground as well as in the air if the conditions are right. When you are doing your runup
and you pull the carb heat knob out, wait briefly to see if there is an abnormal drop followed by an increase. If so,
then it’s likely that there was carb icing.
And finally, why do some aircraft develop carb ice more easily than others? The airflow around various engine
configurations is different enough to foster conditions that are in some cases rather conducive to the formation of
carb ice. It’s another good reason to know the characteristics of the plane you
fly. In my Cessna Cardinal, for example, which I’ve had for a LONG time now,
I’ve only had carb ice once and that was in the middle of clouds and rain. But
in the Cessna 150 models that I flew while learning, my instructor had me
apply carburetor heat every time I made a landing because carb ice was likely
to form.
Have a safe flight!
Claudia Ferguson, Safety
San Fernando Valley 99s
Aviation Safety Counselor
© CK Ferguson 2022

Happy February Birthdays!
5 Jennifer Phillips
12 Marikay Lindstrom
17 Marlene Garraffa
26 Kelley Gorman
If we missed your birthday, Happy Belated,
and please send the date to us at OCNinetynines@gmail.com

To a Very Accomplished Woman: All Ninety-Nines
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.

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

