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New officers for FY95 are (l. to r.): Robert Henley, Co-Treasurer;
Bill Hamilton, Vice President; Darlene Malmquist, Secretary; and
Michae! Baldwin, President. Not pictured, Ann Henley,
Co-Treasurer (with husband Robert).
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President's Message

by Mike Baldwin

1994 ANNUAL MEETING

On Saturday, November 5, we had
our annual meeting at the Holiday Inn
at APA. Each Officer and Director
presented a short report on the activi-
ties of their respective areas of
responsibility during the past year. 54
Members attended, 20 more than last
year.

The increased turn-out was consis-
tent with the increase in CPA activity
and membership over the past year.
We have increased our advocacy,
representing the GA pilots of
Colorado in many areas.

The membership has increased
substantially, growing to a record 542
members from a start last November
of 433. Forty-six dropped out for a
variety of reasons, and Membership
Records Chair Terry Barbo
processed 155 new members. The
plot of membership over the year
shows no substantial increase until
mid-year, followed by steady growth
to the present level. Most of our 25%
increase occurred in the last half, with
outlying communities well-repre-
sented. Since no single activity can
be credited, | can only assume that
the word on our advocacy and repre-
sentation is getting out.

Thanks to all of you who renewed
and joined up as new members. The
larger we are, the stronger our voice
and the more we can do for you as
GA pilots.

Emily Howell Wamer was our
speaker at lunch. She eloquently
described the path she took (7000
hours worth) to become the first
female hired as a pilot by a scheduled
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airline. She is a real pioneer and we
were honored to hear her (She is also
CPA member number one).

Your new officers and directors
were installed, and Mick and Loretta
Wilson were honored by CPA and the
99's for their service to aviation in
Colorado.

Another new director has been
named. He is Dr. Dean Hall, who will
be EAA Liaison. Dean is a National
director of EAA. He resides in Ft.
Collins, where he keeps an RV-4 and
a Steen Skybolt as pets. Dean built
both airplanes, enjoys aerobatics, and
has been in the air for 43 years.

CENTRAL COLORADO REGIONAL
AIRPORT

“General Aviation News and Flyer’
reports that the Central Colorado
Regional Airport (CCRA) will be active
in 1995. It is intended to be publicly
owned but “financed, developed and
operated privately.” The physical
details show this as a fine facility, with
a startup of two commercial flights
daily during the ski season. Planners
intend ground-breaking in April, with
operations starting nine months later.
Wow.

CCRA would be the highest
commercially-served airport, at
9,600'MSL. Paul de la Garza, in
charge of marketing for CCRA, is
quoted as predicting that GA will
account for 30% of traffic. He also
has said that American Airlines has

agreed to serve CCRA.

DAVID AND GOLIATH
To quote further from GAN&F, the



Van Aire Community, host of an
annual CPA fly-In and home of
Director Steve Harless and many
CPA members, is credited with being
active enough to obtain space under
the “B” Airspace for itself and for
other GA airports as well. CPA Vice
President and AOPA Liaison Bill
Hamilton is credited as being a key
player in “the turn-around for

Van Aire.”

The article also states that the Van
Aire residents became more closely
aligned with CPA, and that “This
group was a voice for general
aviation.”

This configuration of the “B”
Airspace is a prime example of how
CPA can help pilots in Colorado. After
DIA opens, we will keep a close
watch on how the system actually
works, and will press for any improve-
ments needed.

COLORADO DISCRETIONARY
AVIATION GRANTS

In the first week of October, the
Colorado Aeronautical Board met to
consider Discretionary Aviation Grants
(CPA Director Mike Silva is a
member of that board). Projects were
selected to assist airport maintenance
and sponsors for matching federal
funds, and those meeting federal,
state and locally-mandated programs.

A total of $1,238,489 was appropri-
ated to fund 33 airport improvement
projects throughout the state, for an
average grant of about $38,000. Most
were in the area of pavement repairs
and equipment purchases.

These grants were all for general
aviation airports. CAB is a fine organi-
zation which is of great benefit to GA.

Dennis Roberts reported that three
local airports may be listed in the
National Transportation System as
airports of national significance -

Denver, Colorado Springs and
Centennial met the criteria for
inclusion.

The Board also received from
NASAO the award for the most innov-
ative state program, the Aircraft
Rescue and Fire-Fighting training
program. Congratulations, Dennis.

CPA has written to the Governor’s
Office recommending the reappoint-
ment of Dick Bucknell, Peter Lert and
Mike Rock to the CAB. In this we are
in alignment with CAOA. Continuation
of their fine work requires some
continuity.

NEWS FROM AOPA

AOPA's Expo ‘94 set a new record
with 8,358 attending at Palm Springs.
There were 300 exhibitors and 60
aircraft on display. More than 1,000
planes were parked at Palm Springs,
with more at Bermuda Dunes and
Banning.

AOPA agrees with FAA's proposed
three-year class |l medical, but
disagrees with its limitation to those
under 40. Me too. Please write on this
issue. Three-year Class Ill medicals
will not affect safety, and will reduce
the cost of flying.

CPA BOARD RETREAT

For the second time, Board
members met early in December for
an all-day session to chart the course
of CPA for the year. We can look
forward to an active year of repre-
senting your rights as pilots,
promoting safety through training, and
conducting various flying events.
Nearly all aviation organizations in
Colorado are represented on the
board.

Officers and directors are listed in
the back pages of Flight Lines. Please
call with your needs.



Colorado Aviation Calendar 1995

Feb 21 Legislative Coffee, Marilyn Taylor, 303-321-3500

Feb UNITED STATES PILOTS ASSOCIATION, Winter meeting, Austin, Texas.
Info: Bob McClure, VP Meetings, 816-452-2083.

May 6 Mountain Flying Ground Course, Colorado Pilots Association.

June 24-25 17th Annual EAA Rocky Mountain Fly-In, Greeley, CO Info: 303-356-9141

July 27-Aug 2 EAA Annual Fly-In Convention, Oshkosh, WI Info: 414-426-4800

1he Colorado Moty
Asrociation

Wirhes you and yourr the
hert for the

loliday

Please Note:
The November issue front page
photo of Flight Lines misspelled the

name of CPA’er Bill Totten !!!
(we apologize for the error)

WANTED TO BUVY:
Used transponder- Model KT76A
Preferred, or will consider KT78A, KT76,
KT78, or AT150 Narco.
Call Jim Hogan: home 719-275-2830
work 719-269-4034




M Y Chriﬁtmus F light

| pointed the Cessna homeward after a routine flight
it was a cold and frosty December night,

the full moon overhead shown down bright
and reflecting on the snow it lit up the night,

the stars were also out strong and bright
but one in particular as if to guide my flight,

the evening star in the southwest sky '
directly on course with the route | was to fly,

and it reminded me of the Bethlehem star
that led the wise men in from afar,

to a stable in town where there lay
a tiny infant wrapped in rags asleep on the hay,

the wise men were joyous for they knew
that the prophesy of old, that night had come true,

God had sent a Savior to a sinful mankind
His very own Son to lead the blind,

He didn't come to establish a religion, you see,
but to seek and save that which was lost, you and me,

He came not to be served
but to minister to mankind’s needs,

He came to bring hope and joy
to a hopeless and joyless world,

He came to offer forgiveness of our sins
and eternal salvation if we would but call on His name,

my hometown lights came into view
and the evening star now on the horizon
its guiding task was through,

the joy and hope and peace of real Christmas
was rekindled in my heart that night
so I'll remember this as my Christmas flight.

Michael ). Vader




Heard Along the Flight Line

BKEVIN BUNNELL, manager of
Weld County Airport, tells us he plans to
combine the Colorado Air Festival, intro-
duced at the airport two years ago, with
the Annual EAA Rocky Mountain Fly-in.
The combined event is scheduled June
24-25.

BAir Traffic Controller George
Sammeth from Jeffco Tower offers a few
tips, for pilots operating out of the
airport, on communication techniques to
minimize frequency congestion. His
remarks appear the Fall issue of the
Frequent Flyer, the airport’s Fall 1994
newsletter. They are repeated here
because they make sense and could
possibly be used at ether airports.

v'Say it all on the first call. On
initial contact with the tower or ground
control, state facility you are calling, your
call sign, where you are, what you want
to do, and ATIS code. Example: “Jeffco
Tower, Cessna 189AB, over Tri-County
Airport, inbound for touch and go’s, with
Echo.” “Jeffco Ground, Cherokee
4567D, on the east ramp for taxi with
Juliet.” This will reduce multiple trans-
missions per plane and reduce conges-
tion.

v'Shorten call sign to last three
digits after initial call. In the examples
above, the calls should be shortened to
“Cessna 9AB” and “Cherokee 67D” on all
subsequent calls.

v'Frequency Changes. VFR depar-
tures should remain on tower frequency
while in Class D airspace, which extends
for a five statute mile radius from the
airport. If you wish to leave frequency
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while in Class D airspace, request a
frequency change. If you are at least five
miles out (and therefore out of Class D
airspace), frequency change is at your
discretion, and there is no need to
request permission.

BVANITA GALLO must feel like a
bachelor these days. Construction prob-
lems in completing the 2nd home they
are building in Costa Rica are keeping
husband Frank on the site. Though he
did manage to get home for
Thanksgiving and renew acquaintances,
the following day he rushed back to
Costa Rica. His urgency for a speedy
completion is the scheduled visit by a
group of CPAers in late January.

EThe CPA flight to Costa Rica will be
a small plane trip involving about six
aircraft. It is expected to route through
Brownsville, Texas and along the east
coast of Mexico on the way down. As the
crow flies, the distance is something over
2,100 nautical miles.

BWe note that fuel consumption on a
Boeing 757 at high speed cruise (490
knots) is roughly 10,000 pounds per
flight hour.

Considering the fuel burn in a typical
Mooney is about 10 gal/hr, a one hour
trip by a 757 would burn enough fuel to
keep a Mooney flying for 166 hours . . .
or about two years of flying time for the
average general aviation pilot.

ECommunication seen on
Compuserve, regarding commonality
between airplanes and women: “They
both break down for no apparent reason.
Both cost tons of money to fix. They



look a lot better when painted. They
make a lot of noise. Some are faster than
others. Appears to be all a matter of reli-
gious opinion as to which is preferable.”

BWorth watching how the new
Congress will respond to the proposal for
a quasi-private ATC corporation . . . and
the proposal for “pay as you go ATC.”
Should it go into effect, reaction from
general aviation is predictable. If the
cost to use FAA services is high, pilots
will simply refuse to use them . . . with -
safety consequences. There is already a
fear this will happen. Letters sent to the
FAA caution that:

v"More pilots will decline to file flight

plans, and people will be lost due to

delays in search and rescue. '

vPilots will decline weather

briefings.

v'Pilots will avoid requesting “Flight

Following” and mid-air risks as well

as loss of situation awareness will

result.

vInstrument rated pilots will be more

likely to scud-run than file, and VFR

into IMC crashes will increase.

v Pilots will choose to do fewer prac-

tice approaches to meet minimum

currency requirements, or allow their

currency to lapse and increase their

risks.

v Instrument rated pilots will not

“waste good money” by filing IFR

flight plans when not necessary for

weather, will loose currency in
working with the system, and will
cause increased pilot-controller work-
load and incidents when they DO
work the system.

BWe hear the Spruce Goose, the
large flying boat built by Howard
Hughes, is still in pieces following its
move from Long Beach, California to
McMinneville, Oregon. Recall the
aircraft was acquired by Evergreen
Airlines and transported by barge along
the coast and up the Columbia River to
McMinneville where it will be displayed
at the AirVenture Museum. Currently it
is stored in three large temporary struc-
tures behind the Evergreen office
complex. Restoration is underway with
no date for completion.

Earlier in the year the two
Messerschmitt 109s owned by Evergreen
and restored by Vintage Aircraft at Fort
Collins Downtown Airpark were shipped
for display at the museum.[d

CPA HOTLINE ............. (303) 266-6266

Do you have an aviation issue to discuss?




Reflections on Flying the Bell P-39 Airacobra
by Walt Barbo

Can’t say that I am completely addicted
to using the communication feature of
CompuServe. At least, not yet. But one of
the two-way communications which
appeared in early November really céught
my attention when the question was asked:
“Would you be so kind as to enlighten those of
us who have had no experience in air combat,
and in particular, no experience in the P-38
or P-39, what kind of tactics you found to be
the most successful. What was it like changing
from stick to yoke? How did you avoid
turning with the Zero?

The response was from a WW II Army
Air Corps fighter ace who fought against
the Japanese in New Guinea, and who over
the next several days gave one of the most
colorful insights I have seen on combat
flying in the Pacific. His stories had partic-
ular meaning to me since I also flew both
types of aircraft, the P-39 in transition
training prior to shipping overseas, and the
P-38 in combat. His stories were even more
meaningful to me for the reason he was
from the same fighter group I was assigned
to in New Guinea. The people and places
named brought back a lot of 50 year old
memories and reflections of my own.

His comments on differences between the
P-38 and the P-39 are worth sharing:
“Tactics . . . they were entirely different for
each of the two planes. P-39 tactics were very
simple. On those rare occasions when you
could get above the enemy planes you made one
pass and then ran like a spotted assed ape for
home. You did not waiver, you never pulled
the throttle back, you never touched the prop
pitch, you just ran and prayed the Good Lord

would keep you in front far enough to be out
of his gun range. Puckering helped a whole
lot also.”

“In the P-38 it was an entirely different
story. Instead of running we wanted to
remain and fight. As soon as you went into
combat, naturally everything went forward as
far as they would go (throttle and prop pitch)
and only rarely were they touched. Speed was
our grealest ally.”

“The rule was always stay in pairs. Keep
your wingman at your side. If you lose your
wingman then join up with another single and
become his wingman, if necessary. He will
offer you protection and you can reciprocalte.
The Japs employed the individualistic approach
to combat. They wanted to take you on, one on
one. Avoid this temptation by all means (you
will end up walking home). I often had to Tun
a bluff on the enemy because I was such a poor
shot, but anything to remove him from one of
your comrade’s tail served the purpose. The
Japs would generally stay bunched. In so
doing they left themselves vulnerable to a lazy
eight type maneuver where you could fly
through their formation and deflect shoot at
them. But for Pete’s sake, do not enter into
their circle. When making a pass through
them make certain that you are covering your
wingman and he is covering you. I shipped a
couple to transports that became overly opti-
mistic. This was a team sport with a very
binding set of Tules.”

“What was it like changing from stick to
yoke? One day we had been flying stick, the
next day they show us where the switch was, the
throttle, the prop pitch, the flaps handle, the



landing gear handle, and tell us to bring it
over the runway at about 90 miles per hour.
And you have just made the transition! I liked
the yoke better because you had more leverage
with 11.”

“How did you avoid turning with the Zero? -

Let me ask you a question. How do you avoid
picking up a rattlesnake with your bare

hands? Your mama did not raise a fool, and -

neither did mine! When certain things are
tnevitable and should you prize life, you auto-
matically do those things that would pfeserve
your life. In combat you learn certain things

real fast and listen real close to those that have

tried the different aspects of aerial warfare.
You did not turn with a Zero!”

Less than 10,000 of the Airacobras were
built, almost 5,000 of which were given to
the Soviet Union under a Lend Lease
Program. Its combat career began in
February, 1942 against the Japanese in the
Port Moresby area of New Guinea. As far
as I know, the South Pacific was the only
combat theater the aircraft saw actual
combat. It was not used in the European -
theater because it could notcompete favor-
ably against aircraft flown by the Axis
powers. Frankly, it was not that favorable

Ralph Hanson, Erie

Bob Resling, Burlington, KY
Dr. John Newell, Highlands Ranch
lan Bentley, Littleton

Gary Schafer, Boyero

Harmry Young, Pagosa Springs
Edward Haase, Evergreen
Walter Giffin, Pueblo West
William Wright 1ll, Thornton
Dr. Wayne Sand, Boulder
Richard Bucknell, Buena Vista
J. C. Montague, Golden

Bob Liddle, Granby

Don Boyle, Boulder

Emily Warner, Granby

Bill Totten, Aurora

James Hogan, Canon City
Carl Mason, Parker

William Reed, Denver

Helen Pustmueller, Denver
Burke McClure, Fort Collins
Robert Billings, Lafayette
Dudley LeBeau, Aurora

Mike Vader, Gunnison

W & Supplies
from UNIVAIR

e The World’s Largest Stock of New Piper Parts is Right here in Colorado! =
We stock original Piper and high quality UNIVAIR FAA-PMA parts. Our 43,000
square foot facility holds a complete line of parts for Aeronca,Champion, Citabria,
Cessna 120, 140, 170, 172, Ercoupe, Alon, Forney, Piper J-3 to PA25, and Stinson
108 series aircraft. From wings and major components to tires and batteries.

e Come to UNIVAIR to help keep your classic aircraft in the air. o=
UNIVAIR Aircraft Corporation Dept. CPA, 2500 Himalaya Road
Aurora, CO 80011 Just off 32nd Avenue Parkway on Himalaya Road

H

oo... 303 375-8882 FAX 303 375-8888 Telex 317327~ ..e
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against the Japanese either. At that time,
however, it was the only aircraft available.

My introduction to aircraft was at
Victorville AAF Base, California in late
March, 1944. 1 received my Army Air
Corps wings in the graduating class of 44C
(March, 1944) at Williams AAF Base,
Chandler, Arizona and was transferred to
Victorville for transition training in fighter
aircraft.

Our P-39s weren’t much to look at. They
were the ones transferred out of New
Guinea when the groups there transited to
P-38s. Though they had only a few
hundred hours, most had been run hard,
they were war weary and required
continual maintenance. But for those of us
coming out of flying school, nothing looked
quite so beautiful. With its needle nose and
huge 12 cylinder Allison powerplant, it
promised to be a real screamer. Imagine
the excitement within the group of 19-20
year olds when given an opportunity to fly
this kind of a hotrod.

Our stay at Victorville was for only 2-3
weeks. Long enough to check out in the
aircraft and fly a few hours to gain confi-
dence. No tactics. Several days learning
the systems, a blindfold checkout in the
cockpit to make certain you knew where
the systems were, then about a 30 minute
flight to get a feel for it.. This was to be.-my
first flight in a single place aircraft. Also my
first flight in a tricycle gear aircraft. The
flight was strictly routine. Stalls, slow speed
flight, simulated approaches to landing.
Same thing anyone would do with an unfa-
miliar aircraft. The best rate of climb speed
of 160 mph gave about 3,000 feet per
minute climb. It stalled at 105 mph clean
and 90 with wheels and flaps down.
Instructions were to do the approach at 130
mph and reduce to 110 at the threshold.
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With the tricycle gear, landing was a piece
of cake.

After a few more flights the learning atti-
tude quickly changed to one of bravado
and curiosity as to how fast it would go. 1
can still recall one flight, on the deck,
screaming over the open sage brush of the
Mojave Desert, everything forward, flat out.
It was the first time I had ever seen an
airspeed indicator reach 400 miles per
hour. But what a fuel guzzler. The
internal fuel tanks held only 86 gallons. I
returned after a flight of only 20 minutes
with nearly dry tanks.

The training was exciting but also
sobering. Two training accidents in the
first week, both fatals and both involving
engine failures and attempts at forced land-
ings, brought home the reality that this
aircraft was more than just a toy. Frankly,
the “engine behind pilot” design didn’t
make it the best aircraft for belly-landings.
My first exposure to body bags! Sobering!

The aircraft was relatively small.
Wingspan was only 34 feet, length 30 feet.
And it weighed in at about 8,000 pounds at
full gross. In comparison, the T210 I fly
has a span of nearly 37 feet, length of 28
feet and gross weight of about 4,000
pounds. One of the things I liked most
about the P-39 was that it seemed to fit like
a glove. Sitting in it I always felt like I
could reach out and touch the wing tips.
You felt molded to the aircraft such that
aircraft and pilot were one. Exceptionally
maneuverable. Fantastic performer in rolls.
Sluggish in climb and speed above 15,000
feet. For me, though, it was the hottest
thing in town.

The Allison powerplant was rated at
about 1,125 horsepower at what was )
termed Military Power. This was achieved
at 44.5 inches of MP at 3,000 RPM. Fuel



The P-39 Airacobra was designed as a low level pursuit fighter. Its firepower
consisted of four 0.50 caliber machine guns and a 37 mm cannon.
Photo reproduced courtesy of Confederate Air Force Museum.

burn at this power setting was nearly 140
gallons per hour. Takeoff power was at
50.5 inches and 3,000 RPM. And there was
a wire on the throttle quadrant which you
could push through to get what was called
War Emergency Power. Breaking the wire
would give you 1,420 horsepower and a top
speed of about 400 MPH. It was the power
setting used frequently in combat . . . as
well as the power setting I used in my little
jaunt across the desert floor.

After about three weeks in Victorville we
were off to Ephrata, Washington for tactical
flight training in the P-39s and later, the
P-63 King Cobra.

The three month assignment at Ephrata
was the first time in my brief military career
to that point in which I felt treated like a
gentleman. Victorville was a step beyond
flight school. But we were treated little
differently. We still had to march in forma-
tion to the flight line and to classes. There
was no drill sergeant, but there was a
“groundpounder” captain who performed

the same function. No time off base. Not
that it mattered. There was no place to go
from Victorville. But Ephrata was
different. More casual. Relaxed. It wasn’t
long before most pilots had thrown away
those plastic rings which shape the hats and
crushed them to a 50 mission look. And
there were the occasional trips to Seattle . .
. a real treat for me since my home town
was just a few miles away.

Our training at Williams Field had
included some gunnery training in T-6’s.
But it would never compare to the feeling
of flying a P-39 at ground targets while
firing a 37 mm cannon and a couple of .50
caliber machine guns. Actually, the P-39
had four .50 caliber guns, two in the
forward fuselage and synchronized to fire
through the propeller and one located
under each wing. For training purposes we
never fired more than one or two. What an
experience it was to fire the cannon. Felt
like the aircraft stopped in mid-air after
each round. I often wondered what it did
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to the aircraft structure.

It was during air-to-ground gunnery that
I learned about one of the aircraft’s bad
traits. Controls were very light and with
gentle touches it would fly like a lamb. But
if the pilot pulled back too hard on the stick
the aircraft would go into a high speed stall.
This is what was attributed to two aircraft
accidents over a three week period during
my tour at Ephrata when aircraft flew into
ground targets while on strafing runs.

I didn’t know either of the two and,
therefore, didn't feel the trauma of the acci-
dents. But what was to happen a few weeks
later did. It happened on a flight of four
while performing a formation loop. I was
flying number two position. As we were
going over the top I noticed our airspeed
was getting a little low. On looking back I
noticed Three and Four were falling back,
and then saw Four fall into a flat inverted
spin. He was able to get out of the aircraft .
.. but not far enough away to avoid
contact. As luck would have it, when his
chute opened it snagged on the pitot tube
of the aircraft, stayed there for a few
rounds of the spin, was finally thrown free,
after which the pilot and collapsed chute
descended to earth like a rock tied to a
piece of string. This was the first time I felt
trauma during my experiences. Number
Four was a close friend who had joined me
on several of my Seattle trips.

Before the Ephrata tour was over it
would be my misfortune to also have to
leave an aircraft. It happened over the
Columbia River near the town of
Wenatchee. I was on a flight of two on an
air-to-air gunnery practice mission. It was a
simulated dog fight, similar to what the
local Sky Fighters Inc. offers in its
Skyfighter for a Day program. Or like you
see in “top gun” films. It was on one of
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these passes when the engine on my P-39
literally exploded. Suddenly things got
very quiet. Fortunately, my altitude was
nearly 10,000 feet and I had a few
moments to think. My first thought (still

- can’t believe I did this) was to pull the

Form 1-A out of its container in the right
door and place it inside of the front of my
flight suit. This form was the squawk sheet
used by the military for pilots to identify
mechanical problems with aircraft. My
thought was to take the form back to base
with a complaint on the in-flight engine
failure.

Getting out of the aircraft proved a little
challenging. After slipping the Form 1-A
into my flight suit I pulled the release on
the right door. The P-39 has two doors,
but the right hand door was the recom-
mended door for exit because there was less
equipment in the way. The procedure
called for slowing the aircraft down to
something over stall speed, with the aircraft
pointed down slightly in a slight turn to the
right as you exited. But frankly, when I
pointed the nose slightly down it gained
airspeed like a rock. So I chose to hold it
slightly nose high. It still indicated about
140 mph when I left it. But leaving it
wasn’t that easy. Picture, if you will, the
problem of flying the aircraft with your
right hand and having to shift the control
to your left hand as you lifted your left leg
over the stick on departure. That little
gymnastics maneuver is my most vivid
memory of the departure.

Crawling out on the wing proved rela-
tively easy. I can recall going hands and
knees almost to the end of the wing before
the rush of air blew me off. There was no
problem with tail surfaces. My only
problem was I probably pulled the ripcord
too soon and got the wind knocked out of
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me when the chute opened. Couldn’t get my
breath for what seemed like an eternity. First
thing I remembered was lying face down in
the harness with the seat and canopy floating
above. As I lay there getting my wind
wouldn’t you believe, the Form 1-A slipped
out of my flight suit . . . along with a chapstick
that I always kept in my pocket. They did net
seem to be falling that fast and I tried to grab
them as I fell. But they soon outdistanced me
... so I pulled the seat under me and sat
back to enjoy the rest of the trip to earth.

As soon as I could get my senses I looked at
my watch to take note of how long it would
take to touch ground. Can’t explain why 1
did that unless I was thinking of adding it to
the time of the flight. In any case, it took
nine minutes to descend the nine thousand
feet. Fortunately, during the descent the
wind blew me away from the Columbia River
gorge and towards farm land. But can you
imagine what it felt like to go over acre after
acre of bean fields . . . with bean poles in
place. Landing, fortunately, was in an open
area near the town of Quincy. My only
problem was that the chute started to oscillate
as 1 neared the ground which swung me into
the ground on landing. Fortunately I only
suffered a light sprain out of the experience
and was back flying within a week.

During the descent I saw the crash of the
aircraft far below me. It was a dry season in
eastern Washington and the crash started a

fire that consumed several thousand acres.
Glad I landed nowhere near. When I did
land, one of the local farmers was there to
pick me up. He told me that he had watched
my descent for several minutes and followed
me to touchdown. No, he didn’t have a
daughter.

I don’t mean to make light of an experience
of this type. I notice, however, that most of
us who fly build an artificial shield around
ourselves to protect us from the reality of a
serious incident. It is not a game, particularly
for those who fly warbirds. While I always
enjoy seeing these birds in flight, they can be
very unforgiving in any kind of an emer-
gency. And while I truly admire efforts of
organizations like the Confederate Air Force
to keep them flying, I have to believe the day
is near when we must give up this ideal and
place the remaining warbirds in museums.

Reflecting back, I remember the P-39 as
the most fun aircraft I ever flew. It was
designed as a pursuit fighter, a job it did
exceptionally well. It had a fantastic rate of
climb up to about 12,000 feet. And it was
fast and maneuverable. Unfortunately, by
the time it was introduced to combat the
mission requirement had changed more to
one of “search and destroy” and “bomber
escort.” The P-39 simply did not have the
range or high altitude capability for this kind
of mission. It was outdated before its time.
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CPA DIRECTORY

AREA REPRESENTATIVES
BOULDER

Ken Carter (H) 303/494-3663
BROOMFIELD- JEFFERSON COUNTY

Walter Bell (H) 303/488-9780 (O) 303/757-9334
BURLINGTON

Larry Mack (H) 719/346-7884 (O) 719/346-5352
CANON CITY

Dean Baird (H) 719/275-0703
COLORADO SPRINGS

Kent Eckhart (H) 719/599-9259 (O) 719/570-9173

Linda “Clancey” Maloney (H) 719/475-8781 (O) 596-4400
CRAIG/ HAYDEN

E.J. (Gene) Novacek 303/276-4361
DELTA

Glen Cheney (H) 303/874-3368 (O) 303/874-3368
GRAND JUNCTION

Judy Humphries (H) 303/242-0261 (O) 303/243-8479
GLENWOOD SPRINGS

John A. Campos (O) 303/945-7144 (FAX) 303/945-8843
GREELEY

Kevin Bunnell (H) 303/330-5121 (O) 303/356-9141
GUNNISON

Michael J. Vader (H) 303/641-5145 (O) 303/641-0526

Carol Skefton (H) 303/641-4136 (O) 303/641-0526
KREMMLING/SUMMIT COUNTY

Ron Lewark (H) 303/668-3089 (O) 303/668-3093
LEADVILLE

Ursula Gilgulin (O) 719/486-1743 (O) 719/486-2627
LONGMONT

Mary Ann Senft (H) 303/776-7481
LOVELAND AND FORT COLLINS

Mike Myshatyn (H) 303/226-4078 (O) 303/229-4067
MEEKER/RANGELY

Mike M. Brennan (H) 303/878-4346 (O) 303/675-3289
MONTROSE

Roger Lake (H) 303/249-8390 (O) 303/249-2944
PAGOSA SPRINGS

Larry Bartlett (H) 303/731-2489
PUEBLO

Lee Porter (H) 719/547-3339 (O) 719/547-3339
RIFLE, GARFIELD COUNTY REGIOAL AIRPORT

Paul Hoffman (O) 303/625-3771
SALIDA-CHAFFEE COUNTY

Joyce Hanagan (O) 719/539-3720
SAN LUIS VALLEY

Paul Foster (H) 719/852-9860
STEAMBOAT SPRINGS

Joe Birkinbine (H) 303/879-9653 (O) 303/870-7640
TRI-COUNTY

Beverly Cameron (H/O) 303/665-6352

WALSENBURG

Mike Mann (H/O) 719/738-3782
WRAY

Lucile Bledsoe (H) 303/332-5143 (O) 303/332-4955
PRESIDENT PUBLISHER
Mike Baldwin Colorado Pilots
303/674-7864(0) Association
303/674-3836(H) P.O. Box 200911
VICE PRESIDENT Denver, CO 80220
Bill Hamilton
303/887-2101
SECRETARY EDITOR
Darlene Malmquist David Robertson
303/969-8511(0) 303/666-8284
303/368-7173(W)
TREASURER
Robert & Ann Henley
303/752-5131(0)
303/771-6092(W)
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OMMI
AIR CLASSIC

Steve Harless (H) 303/659-8648
AIR POWER WEST

Dick Jones (0)303/366-9301 (H)303-771-6092
AIRSPACE

Walter Bell (H) 303/488-9780 (0)303-757-9834
COLORADO AERONAUTICAL BOARD LIASON

Mike Silva (0)303-830-6348 (H)303-337-1424
EAA LIASON

Dean Hall 303/226-4486
EDUCATION

Roger Bates (H) 303/988-0207
FLIGHT SAFETY FOUNDATION

Michael Baldwin (H) 303/674-3836
FLY-IN EVENTS

Bob & Carolyn Doubek (H) 303/771-8148
LIAISON AOPA & CAOA

Bill Hamilon (H) 303/887-2101
LIAISON USPA

Bruce Hulley (H) 303/343-6871 (O) 303/344-2843
MEMBERSHIP

Marilyn Taylor (O) 303/659-7265
MEMBERSHIP RECORDS

Terry Barbo (H) 303/367-0670
MOUNTAIN FLYING

Bill Marshall (H) 303/341-4744
PROGRAMS CHAIRMAN & SEAPLANE LIASON

David L. Williams (H) 303/526-0336 (O) 303/674-1333
PUBLIC RELATIONS

Norm Avery (H) 303/371-7978 (O) 270-1942

*Publication Notice*

Articles for the CPA FLIGHT LINES are sought
from members and other organizations. Stories
and articles can include flying tips, rebuilding and
restoration experiences, special trips, activities, etc.

All articles should be sent to:
EDITOR, CPA FLIGHT LINES
P.O. BOX 200911

DENVER, CO 80220

Material for publication will be accepted up to the
deadline date which appears in FLIGHT LINES.
FLIGHT LINES shall reserve the right to accept,
refuse, or edit any material submitted. Publication
of articles and opinions in CPA FLIGHT LINES is
not an endorsement by the Association, nor does
the Association assume responsibility for the accu-
racy of the information contained in FLIGHT LINES.
Permission is granted to reprint, provided credit is
given to CPA FLIGHT LINES. Please submit mate-
rial on floppy disk when possible.

Copy Deadline is
the 20th of each
month.




Colorado Pilots Association
APPLICATION FOR INDIVIDUAL MEMBERSHIP/RENEWAL

Name Spouse
Mailing Address
City State Zip
Phone (Home) (Bus.)
Pilot Rated? (1 Yes [(J No Profession
A/C Owned (Make) (Model) N
Check enclosed in amount of: Applying for: (Indicate)
0 $20 for | year membership 1 Renewal or
Q0 $38 for 2 year membership J New membership
QO $55 for 3 year membership 1 Flying Review Subscription

Add $5.50/yr. for subscription to Flying Review

' Please complete form and mail to: Colorado Pllots Association  P. O. Box 200911
Denver, Colorado 80220

Discount subscription rates to

GA NEWS & FLYER

Now available to CPA members at the CPA MERCHAN DISE

special subscription rate of $16 per

year (regular subscription rate $24 per . )
year). Make check payable to CPA Caps (white) with CPA logo -- $10
Denver, CO 80220. (Black with gold lettering)

Lapel Pins -- $3

Subscription Form:
ubscription Form CPA Decals -- $2

Name:

Caps or T-Shirts, add $2 for
Addlress: shipping and handling ; Pins or
Decals add 30¢; send check to:
CPA, P.O. Box 200911, Denver,
CO 80220

Printing of the newsletter
courtesy of
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