August 2013 Trip Report
Howard Wolvington
INTRODUCTION
Many readers may have read my trip report from August 2012 when my wife Jean and I
decided that this might be a good year to have a family vacation in Michigan. After that
successful trip with our daughter and family, the reservations were made in late fall of
2012 for a repeat trip in 2013. Complications came up as by May, Jean was not feeling
well at all, and was diagnosed with Stage IV breast cancer. However, she started oral
chemotherapy in June, which did wonders. After the initial cycles when she asked her
oncologist about travel for the trip, the reply was “why not?”, so it was “game on”.
The plan this year was for Jean to fly commercially to Chicago to visit a close friend with
whom she had lived for the last part of her senior year in high school, as her parents
had moved from Moline, IL to Baraboo, WI near the end of the last semester and it
made no sense for her to move with her parents, so close to graduation. I would fly to
Minneapolis to spend a night with my daughter and family and then fly to Chicago to
pick up Jean for the balance of the trip to Michigan. My daughter Sandra and her family
(husband Gene and grandchildren Rebekah and Joshua) would drive from Minneapolis
(a two day trip). After a week at the cabin, Jean and I flew to the Louisville, KY area to
spend the weekend with her brother Don and his wife Kathy. Then Jean would fly home
commercially, and I would come home in my airplane.
For new readers, I should review my airplane, a Piper Comanche 250, N6087P, highly
modified from its original condition. Up front the engine is a Lycoming factory
remanufactured O-540 engine. The airplane burns about 14.5 gallons per hour at 75%
cruise power from four fuel tanks, including the original two wing tanks for a total of 56
usable gallons, and a modification which added 2 tip tanks of 15 gallons capacity each.
Thus, at cruise power and altitude, the airplane has a range of almost 6 hours, at a
cruise speed of about 155 knots.
The avionics include a Garmin (UPS-AT) GNS 480 WAAS COM/NAV/GPS, connected
with GPSS (GPS steering) to an S-Tec System 50 autopilot. For engine and fuel
management, there is a JPI 800 graphical engine monitor and a JPI FS450 fuel flow
monitor.
For in-flight weather, VFR situational awareness, and backup to the 480, I have a
Garmin Aera 560 with an XM antenna and weather display. The Aera has a nice
“snapshot” feature which records a screen image to its memory, so I did not have to
take pictures of the unit enroute.
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The annual inspection on my aircraft was in early July, and while the inspection was in
progress, I removed the Aera from the airplane and updated all of the aviation and
automotive mode databases as well as the firmware and operating software. When I
put it back in the airplane after the annual inspection, I found that it would not recognize
the XM antenna (“No XM Antenna” message). A call to Garmin technical support
resulted in a diagnosis that the XM antenna was bad. With a long time IT background, I
was suspicious of this diagnosis given that it was working prior to the software changes,
but I did an XM antenna exchange under warranty. After receipt of the new antenna, I
had to “refresh” the subscription with Sirius-XM, since there was a new XM Radio ID,
and did this via telephone. This got XM working on the unit again.
Given my suspicion about the status of the Aera I decided to purchase a Stratus II so
that I had a backup source of weather via ADS-B and my iPad. This would also serve
as a more accurate enroute GPS position source for the iPad although the internal iPad
GPS antenna was very adequate. The Stratus would also provide TIS-B traffic on the
iPad, and I thought it might be interesting to examine the FIS-B weather on the iPad
versus the XM weather on the Aera.
As in previous years, I used the iPad Retina with ForeFlight primarily for weather
briefings and enroute charts, and Jeppesen Mobile FD primarily for approach charts.
To generate the flight plans, I used the Jeppesen FliteStar product on a Dell laptop,
which also is capable of display of enroute and approach charts during flight should the
iPad fail. I then took the generated flight plan and copied it to the iPad, and did the final
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briefing and filed the final flight plan via the ForeFlight software. No paper charts were
carried in the airplane.
While I can fly from the Seattle area to Minneapolis in one day, it is 8 hours of flying, so
I decided to fly one leg to Billings MT to cross the Cascades and Rockies, and then to
fly two short legs to get to Minneapolis the second day. If the weather looked bad on
the day of departure, I could delay my departure and do three legs in a single day if
necessary.
Wednesday 8/7/2013
The weather looked good on Wednesday, so after a lesson with a client, I loaded up the
Comanche for departure. The first leg planned was to Billings, MT (KBIL) initially at
9,000’, with an eventual climb to 13,000’ before the descent on an airway to KBIL.
Expecting a flight of just less than 4 hours, I put 10 gallons of fuel in each tip tank, giving
the airplane an endurance of a bit over 5 hours so that I would land with more than 1
hour of fuel.

The route basically followed the V2 and V247 airways, but took a shortcut from ELN to
MSO and from HLN to BAXTA on V247: KBFI SEA V2 ELN MSO V2 HLN BAXTA V247
BIL KBIL. I was cleared from KBFI to KBIL with the “Kent Six Departure, Radar Vectors
to V2, As Filed”. After a 3 minute wake turbulence delay for a departing Challenger jet, I
was in the air by 2036z, 13:36 PDT.
Level at 9,000’, I had a TAS (True Airspeed) of 152 knots and a GS (Ground Speed) of
168 knots at 13.5 gph fuel burn. I flew by and sometimes over TRFs which were active
for forest fires in the Cascades.
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At 2209z I requested a climb to 11,000’ for turbulence and continued at that altitude until
2226 when I requested 13,000’, the final cruise altitude, and started supplemental
oxygen. At 2305z, ATC requested that I climb to 14,000’ to stay in radar coverage. At
that altitude, the TAS was 145, but GS was up to 172 on 11.5 gph. The last ADS-B
weather received was at 3:50 PDT, 2:14 into the flight due to a lack of ADS-B ground
stations along the route of flight. At 2351z I was back on an airway with published
altitudes, and requested a descent to 9,000’ and turned off the oxygen.
At 2358z, I requested and was assigned
Direct WISON for the GPS 10L approach into
KBIL. Even though it was VFR conditions, I
did this to facilitate descent via the approach
profile. I landed at KBIL after a flight time of
3:40, 10 minutes less than the planned time
of 3:50. The weather was mostly VFR during
the leg, and I spend only 0.2 hours in IMC
through a few scattered to broken layers.
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The Edwards Jet Center secured my airplane for the night and called the shuttle to the
Crowne Plaza hotel where they had made reservations for me, at my request, at the
“crew rate”. I had a nice dinner at the hotel and prepared the plans for the next day.
As part of the preparation process, I took all of the images from the Nikon camera, the
iPad screen captures, the Aera 560 snapshots, and the FliteStar plan and copied them
to my PC. When I did this for the Aera 560, the Garmin support software on my PC
indicated that new firmware was available (version 4.8), so I allowed the updates to
occur over the Internet.
Thursday 8/8/2013
The basic plan for Thursday was a morning leg to Aberdeen, SD (KABR) for lunch and
fuel, and then a second leg to Minneapolis Crystal (KMIC), the closest GA airport to my
daughter’s house in Maple Grove, MN.
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When I mounted the Aera 560 in the
airplane, I noticed that it once again indicated
“No XM Antenna”. I did not want to take time
to repair this prior to departure, so I decided
to call Garmin at lunch.
I received my clearance to KABR “as filed”
and departed at 1459z (8:59 MDT). At 9,000’
I achieved a 158 knot ground speed with a
slight tailwind. I switched the Aera 560 from Aviation mode to “Automotive” mode, and
the XM immediately started working. This confirmed my suspicion that the problem was
in the software, not the XM antenna. At least in automotive mode I had music, so this is
what I used for most of the leg.
Enroute, Minneapolis center let me fly out of range and I went “lost com”, but recovered
on what the GNS480 showed as the next frequency. As I flew east, the ground speed
increased, and about 2 hours into the flight, the groundspeed was up to 181 knots.
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I descended into KABR for a visual approach, and then cancelled IFR when I had the
airport in sight.
After lunch, I called Garmin technical support and talked to a new service
representative. He told me that the problem of “No XM Antenna” was a known problem
which would be corrected in the next 4.9 software (for which he could provide no
expected availability date) and could be temporarily corrected with a “master reset”.
Rather than doing that, which would take considerable reprogramming to establish the
way that I like to look at the map and other pages, I tried the XM “refresh signal”, and
this worked. I was able to do this with my laptop PC and the Sirius XM web site using
my cell phone to create a WIFI “hot spot”. However, I found that the number of resets in
a 24 hour period was limited.
I departed KABR under VFR conditions, and picked up my clearance “as filed” to KMIC
during the climb to 9,000’ I was not on top at 9,000’, so I requested a continued climb to
11,000’ which was very comfortable, and gave me a ground speed of 187 knots.

7

I eventually flew into some more cumulous clouds at 11,000’ and requested a continued
climb to 13,000’ to get on top, and in one of the clouds during the climb had a climb rate
of more than 2,000 fpm. It was quite the updraft!
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About 100 miles west of KMIC I received a clearance to cross 35 west of KMIC and
maintain 5,000’. I recall a similar clearance approaching Minneapolis from trips in
previous years, so this is standard procedure by KMSP approach and was not
unexpected. I flew a visual approach into KMIC with a significant crosswind.
That evening I had a very nice steak dinner with my daughter and her family.
Friday 8/9/2013
When I powered up the Aera in the airplane for the next leg, the XM was again
inoperative. As the weather was fine, I elected to fly the leg without it. I was cleared
“As Filed”, but was vectored to the west of the Minneapolis class B, and then was given
direct Dupage (KDPA) and a climb to 9,000’. The ground speed was a nice 183 knots
and the air was smooth. I had ADS-B working on the iPad and as expected, it showed
no significant weather along the route of flight. I crossed the Mississippi river into
Wisconsin and was in and out of IMC.
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About 23 minutes out from Dupage, Chicago approach sent me down to 5,000’. There
was a small “detour” with direct SIMMN, which took me further South for an approach to
Dupage from almost directly west of the airport. A few miles out they sent me further
lower to 2,500’ and I flew a visual approach with a right base to runway 20R
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The Dupage Flight Center line crew was waiting for me and got the airplane secured for
the night.
I picked up my rental car and drove about 1 hour to the condominium of Jean’s friends,
Julie and Gary McWilliams. Jean and I had a nice dinner with them and a great visit.
Prior to dinner, I took the Aera and my laptop to my car, and experimented with getting
the XM working. I tried the “Master Reset” which worked. However, it took about 10
minutes to reset all of the custom settings, so I was not happy with this circumvention.
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Saturday 8/10/2013
Jean and I left Julie and Gary about 8:30am and drove back to KDPA and loaded the
airplane for the last two legs which would take us to Michigan. The clearance was not
“As Filed” but instead was Radar Vectors, PETTY V7 GRB MNM direct. The initial
heading was 290 to the West, and then there was a turn to 360 and eventually direct
Gerry Bay, GRB. Long before GRB I received direct Menomonie, MNM, and long
before MNM I received direct Escanaba (KESC), my planned lunch and fuel stop. Much
of the leg was in and out of IMC with clouds and some turbulence. As my wife does not
like to fly very high and I feared that her lungs might be compromised because of her
cancer, I planned 7,000’. However, we eventually climbed to 9,000 which got us on top
and out of the bumps. The Oximeter showed that she was doing OK at that altitude,
and she said that she felt fine. She spent much of the leg with her iPad.
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When KESC was in sight, I cancelled IFR and entered a left downwind to runway 16.
We borrowed the courtesy car from Airport Operations, and had a quick lunch at
Culvers in town.

After topping off with self-service fuel, I started the last leg over the north end of Lake
Michigan to Antrim County (KACB), just a few miles from our cabin on Intermediate
Lake. I selected this route to avoid over flight of Lake Michigan beyond gliding distance
from shore.
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I departed VFR on runway 9 with a 10 knot crosswind to avoid a long taxi and picked up
the IFR clearance in the air. One again we ended up at 9,000’ to avoid turbulence in
the clouds, and I took a few short cuts from the planned route to minimize the flight time
while still staying in gliding distance from shore. We landed after 1:08 of flight time and
picked up the rental car that had been arranged for the week.
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After we settled into the cabin, we made the mandatory trip to the grocery store for a
week’s supply of food. The evening dinner was a very nice rotisserie chicken from a
Central Lake food market.
Here are pictures of the cabin and the brand new power boat which our friend Dave
Kulp drove to our dock on Saturday night and loaned us for the week. Dave and his
wife Cheri scheduled vacations on this lake with us years ago when we lived in Virginia.
They had just purchased a home on the lake and expected to be pretty busy getting it
the way they wanted it, hence the boat was available.
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Sunday 8/11/2013
Sunday was a fairly cool day, but we made good use of the lake with tubing under
mostly cloudy skies. At least it did not rain.

Monday 8/12/2013
After water activities during the day on Monday I proceeded to Elk Rapids on Lake
Michigan where my son in law had chartered a fishing boat, as he did last year, for an
attempt at Lake Michigan Lake Trout and Salmon. Meanwhile, Jean went into town to
take the Kulp’s out for a nice dinner.
During the afternoon, the clouds got thicker and thicker, but there was no rain at the
time of departure for Lake Michigan. We got to the charter boat right on time and
departed for the west bay where Captain Dale and his assistant Ben knew that the fish
were hiding. The boat is equipped with multiple fishing rods and downriggers, and they
have a fish finder / depth finder which shows both the current depth and where the fish
are located. The procedure is to lower the hooks to the approximate depth of the fish
and then to troll through them.
Each of us caught a Lake Trout and the size ranged from about 22” to 27”, with
Rebekah catching the largest fish this year. Captain Dale reported that he had been
very busy with twenty 4 hour charters in the last 7 days, and they had only caught a few
Salmon in the last 3 weeks.
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About 2 hours into the charter, the wind came up, and the clouds to the west darkened
and then lightning appeared in the distance. The Captain determined that the waves
were already at 3’ back at Elk Harbor so the charter was terminated and we headed
back to port in the interest of comfort and safety.
Ben cleaned the fish for us, and they went into zip lock bags for the fish dinners that we
planned for Tuesday night and Friday night.
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Tuesday 8/13/2013
Tuesday was a cold and windy day with remains from the front that had come through
the area. The grandkids wanted to tube, but quickly learned the lesson that tubing in
cold wind and big waves is not much fun.
We had a great fish dinner on Tuesday night, with the Lake Trout grilled to perfection on
the charcoal grill. Salad and corn on the cob from local fields completed the meal.
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Wednesday 8/14/2013
I had been thinking for some time of “upgrading” the Comanche to something that could
fly in known icing. While the perfect airplane for most of my missions, it does not fly
very much in the winter in Seattle because of the icing conditions that exist for any
significant cross country travel. I had identified the Piper Aztec (PA23-250) as a
candidate replacement, and after considerable research concluded that a turbo “F”
model might be an effective replacement for the Comanche.
A search of available aircraft led me to one in Canada; Windsor, ON to be specific, an
easy flight from KACB. I had made arrangements to take a day from the vacation and
look at the airplane on Wednesday.
When I woke up, I found that there was fog over Intermediate Lake, but I thought that it
would not be a problem. I had prepared the US and Canadian customs notices on
Tuesday, but still needed to file the ICAO flight plan that is required for the border
crossing. I attempted to do this from the cabin using my cell phone to create a WIFI
“hot spot” for my laptop, but I could not get either FliteStar or the iPad to connect for
briefings. As a backup plan, I drove to a McDonalds on the way to the airport, and used
the WIFI there to access the internet. However, I ran into a FliteStar bug that was
generating incorrect codes as required by DUAT. Thus, I resorted to the old fashioned
way and called Flight Service from the airport and filed the required plan.
I was ready to take off at 8:45 EDT as planned, and by that time KACB was clear. The
good technology surprise that happened that morning was that the XM for some
unknown reason started working on the Garmin Aera without the Master Reset or the
Refresh from Sirius XM. I departed VFR and was cleared direct to Windsor (CQYG).
The flight took me over Saginaw, by Flint, and over downtown Detroit. Detroit approach
cleared me for a visual approach to a right base runway 30 at Windsor.

I landed at 10:00am exactly as planned and asked permission from the tower to taxi to
Customs, but there is no dedicated customs facility at the airport. I was instructed to
taxi to the Great Lakes FBO and that Canadian Customs would meet me there. After a
few questions by two helpful agents, I was cleared to go park the airplane on the ramp
20

for the short walk to the WCS Aviation maintenance facility that had the airplane waiting
for me.
I examined the logbooks and AFD/POH, inspected the airplane, had lunch with the
sales representative, and then gave the airplane a test flight with a local Canadian
pilot/CFI, still flying in his 80s, who was there to serve as PIC. (I can fly my US
registered aircraft in Canada with my US pilot’s license, but to fly a Canadian registered
aircraft in Canada I would have had to have a Canadian pilot’s license).

After the test flight, I went to the nearby flying club and used the telephone to contact
Canadian Flight Service to file my flight plan. I planned to clear US Customs at Pontiac
Michigan, KPTK, which also had a maintenance facility that I had identified as a
possible resource for the annual inspection which would be part of the purchase
process and re-registration back into the US.
When I turned on the Garmin Aera, XM was not working again. I received my clearance
from KPTK ground and was told to taxi on runway 30 to runway 7 and to hold short for
an arriving commuter aircraft that was landing on runway 25. It seemed very strange to
be sitting on a runway holding short of another runway for departure.
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After the commuter aircraft landed, I took off and was given radar vectors all of the way
to KPTK and landed on a visual approach on 27L.
I landed at KPTK at the time that I had filed on my manifest on eAPIS and was told to
taxi to the blue circle in front of the terminal building
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I was met by two US customs agents who were not happy at all! While eAPIS
apparently serves as adequate notice of arrival in Seattle, it did not at KPTK and they
said I was in violation of the regulations and gave me a “verbal warning” because I had
not contacted them by phone at least 1 hour in advance. I checked with AOPA and did
find that this may be a requirement at some facilities. I plan to update my “Flying to
Canada” training presentation to contain this fact.
I visited with the identified maintenance facility, and successfully used my cell phone for
a WIFI hot spot to file the return leg from KPTK to KACB. As the maintenance facility
was on the North side of the field, my taxi instructions were to taxi D to 27R. I did look
at the taxi diagram at this airport that has a complicated diagram shown below.
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However, I made my second procedural error of the day. I did not realize the
significance of the HS4 text, and taxied on D past the entrance to 27R at H. Ground
control quickly noticed my error and just gave me new taxi instructions to taxi 27L via U.
After my run up in the very small run up area off of U between 27R and 27L, I was given
my takeoff clearance and Detroit approach vectored me the North and then gave me
Direct KACB and a climb to the filed altitude of 8,000’. This was a good altitude and I
was just above the tops for most of the flight.
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I descended into KACB on a visual approach, and then cancelled IFR. I unloaded the
airplane and was back at the cabin for the planned taco dinner with the family. After
dinner my daughter and granddaughter treated us to some flute music.

Thursday 8/15/2013
On Thursday morning I went to the Kulp cabin and did laundry and updated the
Jeppesen databases on the iPad and my PC using their Comcast internet. Thursday
afternoon was tubing and water sports, and then we had a great steak dinner on
Thursday night.
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Friday 8/16/2013
Friday was our best day for water sports as the winds were relatively light and there was
no early morning fog. The early sunshine raised the temperatures to very comfortable
levels for being in the water.

On Friday night we had another fish dinner with the balance of the Lake Trout that we
had frozen after the catch on Monday night.
Saturday 8/17/2013
It was time to start the trip back home Saturday and checkout time was 10 am. My
daughter and her family were planning to drive back to Minneapolis, an 11.5 hour trip, in
a single day, so they wanted to get started early. I planned a departure from KACB for
the flights to the Louisville area to spend the balance of the weekend with Jean’s
brother Don and his wife Kathy.
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I had the airplane loaded and ready and takeoff was about 10:30am under VFR
conditions. We first flew back over the lake and then headed south for Fort Wayne
(KFWA) our planned lunch and fuel stop. I picked up the IFR clearance in the air. It
was a beautiful direct leg with no clouds and very smooth conditions at 8,000’. There
were little winds aloft. Fort Wayne was using runway 5 and ATC vectored us for a very
wide downwind to let a regional jet land in front of us before giving the clearance for the
visual approach.
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Runway 5 is more than 2 miles long and the Atlantic FBO was at the other end, so there
was a high speed taxi on the runway to exit at Y just past the crossing runway for the
facility.
The local FBO, Atlantic, provided great service, which included a courtesy car to find a
Culvers for lunch. When we returned, they had the aircraft ready to go, and we
departed runway 14 (to minimize taxi time) and I was given a right turn “on course” and
a direct climb back to 8,000’. We cruised just above a broken layer with tops that I
would estimate at 7,000’ in smooth air.
I had planned a route around restricted airspace.

Enroute I asked if any of it was active, and when the answer came back “no” negotiated
direct to Clark County (KJVY – Jeffersonville, IN). Winds there were light from the North
and a Cessna was flying a practice ILS low approach to runway 18, so after I cancelled
IFR, I just moved to the west and entered a long downwind and left base to runway 36.
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We were met by Jean’s brother and his wife, and had a nice dinner at a local eatery.
After dinner we went to Clarksville and found The Indiana Salute to Veterans Event on
Veterans Parkway which included a Field of Honor Memorial for fallen family member
(complete with horse drawn carriage), the Changing of Guard at the 80% replica of
Tomb of Unknown Soldier. At the site there was also a 100% replica of the JFK
Gravesite and the Traveling Tribute Vietnam Wall. Don (a college classmate) and I
were both in the service, and his Air Force assignment was Saigon for just under a year
in 1966. I was an Army officer with temporary duty in Vietnam, and we were in Saigon
at the same time for about 2 weeks.

Some peaches and ice cream finished the evening before bed time.
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Sunday 8/18/2013
We slept in a bit on Sunday morning and then Don and Kathy took us across the Ohio
River to downtown Louisville for a very nice brunch at the Main Street Café. I had the
“green eggs and ham” with a side of savory bacon, and Jean had the poached eggs
with sweet bacon.
Then we went to the Louisville Slugger factory and bat museum. A very complete tour
walked us through the factory and its history of making bats for everyone from Little
League players to the major league professional baseball players. There was a
demonstration of the old way of shaping a bat from the raw billet by hand on a lathe
using calipers to match to a master dimension, and current technology CNC which can
produce more than 2,000 different specifications at the touch of the computer keyboard.
The museum included a history of bats used by Louisville Slugger signature players and
included a display of stadiums made from Legos. There was a nice film called “The
Heart of the Game”.

On the way home we stopped at a Kentucky Wine and Spirits store. I asked the clerk
what I could buy that was local that I could not get in Seattle, and was recommended a
small batch bourbon from Angels Envy “crafted by hand and distilled in Bardstown,
Kentucky”. I bought bottle 1213 of batch number 8B to bring home. (It turns out that it
is also available locally in Issaquah…).
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Monday 8/19/2013
On Monday it was time to start the west bound legs back home. Expecting some
headwinds, I decided to do this over two days. Drawing a great circle line from KJVY to
KBFI, I saw that the route was very close to Burlington, IA, (KBRL) where I grew up and
went to high school. I had not been there since college, almost 45 years ago, so I
decided that it would be the fuel/lunch stop on the first day of return flight.
The only significant weather was more than 200 miles away, so I was expecting a pretty
nice morning flight.

At Clark County airport, I picked up my IFR clearance on the ground with a Clearance
Void Time of 5 minutes. I was cleared “as filed” at 8,000’. There was very little
headwind, and at altitude, still in a high pressure system with a baro of 30.14, I saw a
ground speed of 155 knots in smooth, hazy, warm (13C) air. As I proceeded west, the
speed picked up to 158. I flew past Terre Haute and Champaign/Urbana, home of the
University of Illinois where my daughter went to college. As I approached Burlington, a
non-towered airport, I cancelled IFR when I had the airport in sight about 15 miles to the
east and entered right traffic for runway 18. Total flight time for the leg was 2:02.
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I picked up a courtesy car from the FBO, and drove downtown. I asked a “local” about a
place to eat lunch and the “Big Muddy’s” was recommended. The building is on the
banks of the Mississippi river and is on the National Register of Historic Places. It was
built in 1898 by the Burlington, Cedar Rapids and Northern Railroad and was known as
“the old Rock Island freight house”. In earlier years, both riverboats and other railroads
used the freight house as a transfer point for cargo. The interior has marks on a wall for
flood waters in 1993 and 2008, and I was told that in the spring of 2013 the waters got
up to the third entry step, but did not enter the building. They prepared a nice blue
cheese burger and a cold iced tea for me.
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After lunch, I found my old house, the church where my dad was Pastor, and my old
high school. The highway that crosses the Mississippi at Burlington was extended
through the residential area and now goes right across the street from my old house.

My old high school was closed years ago, and the “new” high school is now 40 years
old. After my visit, I went back to the airport, returned the car, and prepared the
airplane for my next leg.
I had selected Valentine, NE (KVTN) as an overnight stay, as this airport was also along
my great circle route back home. I took off VFR to avoid delays on the hot ground, and
picked up my IFR clearance “as filed” in the air.
When level in cruise at 8,000’ again, I tried the “Master Reset” and got the XM working
on the Aera 560. The XM showed that KVTN was on the other side of a cold front, but
the weather at the destination was shown as clear.

As I approached the front, the flight became quite bumpy but smoothed out as I cleared
it. I was cleared to descend to 5,000’ when in the Terminal Arrival Area (TAA) for the
KVTN GPS 32 approach, and I cancelled IFR when I had the airport in sight.
The courtesy car was already taken at the FBO, and they gave me the name and cell
phone of the pilot who apparently had it for the evening. I had selected the Niobrara
Lodge for housing, and called them for a pickup when I had secured the airplane. The
clerk on duty there told me that he was by himself and could not come and get me.
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However, he dispatched a friend to pick me up. He was in the Air Force and on leave
prior to deployment from Dover AFB. I thanked him for his service to our country (and
for the ride), and gave him a tip for the effort.
After dinner, I loaded photos from my camera and the Aera 560 into my PC, and when I
connected the Aera, the Garmin support software indicated that new software, version
4.9 was available! I allowed the download and update, and was looking forward to
seeing if this fixed the persistent XM antenna recognition problem.
Tuesday 8/20/2013
When I installed the Aera into the aviation mount in the airplane on Tuesday morning, it
immediately recognized the XM antenna and started receipt of weather. It worked
perfectly thereafter, so at least Garmin got the XM problem resolved by my last day of
flight.
The plan for Tuesday was to fly to Bozeman, MT (KBZN) for lunch and fuel and then to
complete one last leg to get home to KBFI. I got up at 6:30 CDT, ate breakfast, at 8:00
met “Tim” in the lobby who had the courtesy car, and had the airplane refueled and
ready for departure by 8:45. A review of the route prior to departure showed no fire
TRFs for this leg
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I took off VFR and picked up a clearance, “as filed” starting at 8,000’. At that altitude
there was a light headwind, and ground speed was under 150 knots for the first time on
the trip.
There was a radar outage near Rapid City, SD, and Ellsworth Approach used non-radar
procedures to control my flight. Approaching higher terrain, I was given a climb to
10,000’ and turned on the O2. At one point, approach tried to give me an even higher
altitude because of the applicable MEA, and I pointed out that a 10,000’ GPS altitude
was published and that I was GPS equipped, and was able to stay at 10,000’ for most of
the leg. Approaching KBZN, I did climb to 11,000 to clear higher terrain, and started the
GPS-A from the LVM VOR.
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When on the final approach path, I cancelled IFR so that Bozeman Approach could
release another IFR airplane on runway 12, and then I landed straight in on runway 30
with a very light tailwind of less than 5 knots. I borrowed the FBO courtesy car and
drove into town for lunch.
The final leg was planned at 12,000’, so I prepared for departure by getting the O2
cannula hooked up prior to departure. I was cleared via the HIA4 DP “as filed”.
I had planned a route on airways and was aware that near Missoula there was a fire
TRV. However, a detailed look at the TFR text confirmed that I would be above it at
12,000’
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Level at 12,000’ the ground speed was not impressive at 126 knots, and it was bumpy
with thermals even at that altitude. Approaching the Missoula VOR (MSO) there was
significant turbulence, and the autopilot was working very hard to keep the airplane level
and on course. I was glad that my wife was not with me as she would have been ill
from the turbulence. Crossing the Missoula VOR, my route was direct Ellensburg, and
the ground speed was down to 115 with significant headwinds, but at least was smooth
by then.
Over eastern Washington I chanced a descent to 10,000’ and this resulted in an
improvement in groundspeed without much turbulence. I found that the Stratus was
down to 19% battery, and I tried charging it during flight. I learned that this does not
work, and while I can run the iPad from external power, the Stratus apparently does not
support this function.
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As I approached Mount Rainier, 60nm east of SEA, there were fires visible on the hill
tops

40 miles east of SEA, ATC started me down through 8,000’ and I flew a Visual
Approach to runway 31 at KBFI with 20 gallons of fuel still in the tanks after the 3:51
flight time leg. Upon landing, the Stratus was down to less than 5% battery, but was still
running after more than 8 hours of operational time for the day.
Total time for the entire trip was 34.6 hours on the Hobbs meter. This represented 30
hours 20 minutes of flight time to cover a bit over 4,100 nautical miles. The balance of
the time would be engine start, ATC communications (clearance delivery and ground),
avionics setup, and taxi. I used 440.9 gallons of 100LL fuel, which computes to an
average of 14.5 gallons per flight hour.
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Here is a complete picture of the entire route:

I am thankful that there were no maintenance issues with the airplane, that my wife was
able to fly without difficulty, that we had such good friends and relatives in Michigan and
along the route, and that the weather was generally cooperative. We have made our
reservations for another week at the cabin in August of 2014 and hope that conditions
will allow another successful flying vacation.
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