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President's Message
Savoring the Memories,
Bv Bart Jones, 2005 CPA Prcsident

,iW
Even if the wind is blowing so

hard I can't fly I can at least think
about it. This is the time to savor

the rnemory of the marvelous fly-
ins we enjoyed last year. I can't
decide which ones I enjoyed the

most but Bryce Canyon and West

Yellowstone were certainly
standouts. Now also is the time to
be thinking about the dual
objectives of planning interesting

trips for this year and how we can

encourage greater participation
from our membership. One of the

strategies we used was to greatly
expand the number and varieff of
fly-ins in the hopes that a new
group of people would find
sornething interesting in the mix.
Not too many years ago we were

lucky to organize just four fly-ins
during the season. Now we are

doing ten or more. And indeed we

are seeing new faces on each trip.

So far so good. What we are not
seeing, however, is participation
by folks that don't own their own

plane, and that would be most of
us. While this fact does not come

as a surprise, somehow we want
to make it possible for this group

to enjoy the experience with the

rest ofus. To that end, at our fly-
in planning meeting, we will be

looking for ideas on some shorter

trips, perhaps just day trips, which
might be feasible with rented

aircraft. I hope this is a workable
concept for those without planes.

Another thought is to encourage

contacting the fly-in organizer to

see if there might be people

willing to share seats available.

We almost always have emPtY

seats in planes that could carry

more and I know many of us

would be delighted to share the

experience. We just need a waY to

match each other up.

I'm certainly looking forward to

the activities of the coming year

and I hope to meet many more of
you in the process 

Bart
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Concerning Learning
"Better Buckley thUn BrOken",81, Frank Niehus as rottt b Dean Jaros

The chance of trouble seemed

remote. The airplane, N888R, was

a fairly new Cessna 182 belonging
to a Denver flying club. It was

Thanksgiving,1969, and I had
flown uneventfully with my wife
and child from Stapleton to Le
Mars,Iowa for a family holiday.
Weather for the retum trip, late on
Saturday, was forecast to be

excellent all the way back.

I climbed out of Le Mars to a
6,500'VFR cruising altitude. This
would be very convenient, I
thought - almost pattem altitude
back at Denver. All was calm and

serene. A gorgeous sunset found us

over North Platte NE. Without a

care in the world, we watched the
beautiful pattern of lights coming
on over the landscape below.

Less than an hour later, this
wonderful sense of well-being
vanished, to be replaced by anxiery.

The reassuring drone of the engine

suddenly changed to something
irregular and metallic. It sounded

like it was about to seize up.

My first thought, remembering
how my instructor had emphasized

it, was carburetor ice. I looked for
the telltale drop in manifold
pressure, but the gauge was

holding steady. Maybe there was

no ice. but the engine was getting
rougher and starting to vibrate. So

I pulled carb heat anyway. This
only made things worse. Now I
was beginning to get alarmed.

What kind of problem did I really
have here?

I carefully surveyed all the instru-
ments - every.thing looked OK
until I got to oil temperature and

this was red-lined! But cylinder-
head temperature was fine. One
hot and the other not? This
seemed very odd. Regardless, I
knew I had to try to cool things
down. I shut offcarb heat and

opened the cowl flaps. No change.

So I also trimmed to 100 mph and

a slight descent - I wanted to
shove as much cool air as possible

through the cowling. This seemed

to help - the noise subsided into
a steady missing sound as if the

engine had lost a cylinder.

I resolved not to panic. Keeping
my own mind cool was just as

important as lowering the temper-
ature of the engine. But I admit
that as the descent continued, I
had visions of a newspaper story
about an airplane crash in a field
with a family of three. I had come
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Concerning Lcarning conlinuted Jrom page 3

down about 1000'and now I was

really dangerously low - only a
couple of hundred feet offthe deck.

Working the radio knobs,I realized

that I should have spent a little
more time familiarizing myself
with the 182's "modem"
communications array. In 1969,

two radios, an audio panel, and

various switches were a little
intimidating to the uninitiated. It
took me a while to get straighr
ened out and then I found I
couldn't raise anybody. Eventually,
it dawned on me that I was below
any radio reception altitude. Since

the engine situation seemed to

have stabilized somewhat, I risked

climbing - all the way up to

about 800'AGL. We were getting

closer to Denver by now, but it
was still mostly dark down there.

Finally, I got a response on the

emergency frequency 121.5.

Communications were poor, but
my transmissions were getting
through. The response, "We hear

you, 888R," was repeated several

times - often enough so that I
will never forget that number!

Though we were certainly not
home free at this point, I felt
somewhat reassured. At least

somebody knew there was an

airplane in trouble out there.

I saw an interstate below. I
contemplated landing right on the 4

highway. Against the traffrc would
be best, I thought, as the drivers

would be able to see me coming.

This was a bad idea. As the trafTic

was bumper to bumper, I quicklY

decided I would have to land

elsewhere.

Then I saw runway lights. Sheer

reliefl Although my navigation
had been a little distracted since

the start of the engine problem, I
figured it had tobe 26L at

Stapleton. I called the tower and

told them I was coming straight in
for an emergency landing. Tower
couldn't see me so they asked me

to flash the landing light. I did.

They still couldn't see me. I give

them my position right over the

threshold. As I touched down, the

Stapleton controller calmly
declared, "Cessna 888R, you have

just landed at Buckley Air National

Guard Base. Glad you're safe!"

Sure enough, here came a flood of
emergency equipment down the

runway to meet me. Whoever had

picked up my initial emergency

call had informed both Stapleton

and Buckley on a land-line.

This was a true irony. Just a few
months ago, I had been Part of
this very same Air National Guard

unit in Viet Nam. How many

times had I seen this kind of heavY

equipment roll out for an F-100 in

Concerning Learning conlinuted on page 5



Concerning Learning continltted.[rom page 4

potential trouble? Now I was on

the other side of fence as the

emergency aircraft myself.

I was able to taxi to the ramp, but
the next day the engine would not
tum over. Somewhere out over the

plains, a hole had been blown in
one piston. This allowed heat

from combustion to push into the

crankcase during the power stroke,

raising the temperature of the oil.
The intake stroke siphoned oil out
of the crankcase into the cylinder
reducing the quantity available for
lubrication. Bottom line: the engine

eventually seized. It had really
been a close call.

I leamed a great deal from this

emergency. I do not know if the

owners of 888R ever figured out a
cause for the blown piston.

Regardless, one of the obvious

morals of this story is that any

kind of mechanical failure is

potentially deadly, and preventive
maintenance should be an absolute

top priority.

More to the point, I think I handled

some parts of this emergency

reasonably well. For example, the

most likely cause for a rough
engine is ice. Fortunately, when
pulling carb heat had no effect, I
did not stay fixated. Somehow, the

need to look at other possibilities
worked its way into my mind. To

be sure, we need to learn a series 5

of very rapid, automatic "by the

book" responses to emergencies.

But we also need to realize that

emergencies may not match the

book. A good message frorn a

thoughtful instructor!

Cooling the engine by descending
also turned out to be a good idea.

An attempt to maintain altitude
would clearly have cooked the

engine sooner. But this only points

up a really questionable earlier
decision. I chose to cruise at

6,500'. This is way too low,
especially at night. I didn't have

much altitude to lose - it was
just barely enough. IfI had started

higher, I could have cooled off
without getting so dangerously low.

More altitude would have served

me in other ways as well. I would
have had better radio communica-

tions. I would have been able to

see farther and thus to navigate

more accurately. Quite likely, I
could have talked to Denver
Approach and found my way to a
controlled landing at Stapleton.

The desperate, dangerous,

unannounced landing could have

been avoided. I became a firm
believer in the old saying,
"Altitude is your friend."

Yes, that night in 19691did some

things right. But I flew too low.

Also, radio work and navigation

Concerning Leorning continuled on puge 6



Concerning Learning continutedftom page 5

were not the best. It took a

generous quantity of luck to get us

to Buckley. Our luck was

something to be thankful for on a
Thanksgiving weekend.

Postscript: Some 25 years later, I
was flying my own Cessna 182,

again from Le Mars to Denver.

My IFR clearance contained no

hint of icing and in fact that was

the case-until fifteen miles
outside of APA. Then, a little rime
appeared followed by bigtime
and very rapid accumulations. We

could feel the weight piling on.

We told Approach of our predica-

ment and they vectored us direct
to the outer marker. A look at the

GPS showed that we were getting

closer to APA as we descended,

but the ETE (estimated time en

route) was getting longer! That is,

we were slowing down. I knew
we could not make it. Approach
then vectored us to a closer airport
where we landed safely but with
an inch- thick layer of ice on the

wings.

What was the altemate airport?

Buckley, of course. I'm not sure

how to calculate the odds of two
emergency landings at the same

field while on the same route. It
has to be incredibly small.

Somehow for me Buckley has

been the site of lessons well
leamed. This time it was, "Do a
180 at the first sign of ice." 

o"o,

"Concerning Learning"
FREE LUNCH and possible FREE 1 YEAR MEMBERSHIP

Do you have a flying siory with a lesson? Tell it to interviewer
Dean Jaros over iunch or a late aftemoon drink. (Dean picks up
the tab) If the story is accepted for publication in CPA FLIGHT
LINES, your membership in CPA will be extended and free for
one year' 

E-mail Dean at iarosd(@digis.net or call him 970 686- 1233

February 2005 Factoid Question:
Almost all of today's general aviation aircraft are powered by horizontally

opposed, air-cooled engines (HOs). Yet this power plant, especially in the early

days of aviation, was not the dominant type. The 1903 Wright Flyer had a

water-cooled inline engine. The Curtiss "Jenny" had a V-8. A "rotary" engine,

which featured cylinders spinning around a central hub, powered the Sopwith

camer*n'?ilx:",:,i::Y;#:;E:,into-its-own?
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Laser Guidance
and Vertical Separation for High Flyers
These articles taken from the FAA weekly Newsletter By Ed Huber

MINETAANNOUNCES LASER
GUIDANCE FOR PILOTS:
Secretary Mineta was at the Civil
Aeromedical Institute (CAMI) earlier

this week to announce "new measures

designed to alert and better prepare

pilots to handle incidents of lasers

being shined at their aircraft and to

speed notification about such crimes to

law enforcement investigators. "
http ://www.dot. gov/affairs/dot0 8 05. htm

Since December 23, there have been

3l reported lasers incidents involving
aircraft, seven in the past weekend
alone. Since 1990 there have been over

400 similar incidents, the Secretary

said. The new measures are contained
in a FAAAdvisory Circular
Basically, the AC recommends that
"pilots immediately report any

unauthorized laser events to air traffrc

controllers. As soon as FAA personnel

get these reports, they will notiff
appropriate law enforcement and

security agencies through the Domestic

Events Network. The changes will
provide police with more timely and

detailed information to help them

identiff and prosecute those who are

shining lasers at planes."
http://www.faa.gov/newsroom,/AC 

-7 
0 -2.pdf

According to the Secretary "There is

no specific or credible intelligence
that would indicate that these laser

incidents are connected to terrorists."

Rather, they appear to be the work of

"careless individuals who are using

commercially available lasers in a
manner that is reckless and illegal,"
he said.

Mineta was at CAMI for the

announcement because medical staff
there has done major work on lasers

and pilot vision, and today CAMI
experts conducted a demonstration of
the dangers posed to pilots from
shining lasers into cockpits.

FAA REDUCES VERTICAL
S E PARATI ON F O R HI GH-F LYE RS :
At first blush, cutting in half the

vertical separation befween high-
flying aircraft doesn't sound like a

good idea for an agency committed to

promoting aviation safety. But that's

what the FAA is doing next week
with no compromise of safety.

First, some background: Currently, in
U.S. domestic airspace, flights up to

29,000 feet call for a 1,000 ft. vertical
separation, but for flights between

29,000 and 41,000 feet, a 2,000 feet

vertical separation standard

applies. The reason is that when the

separation standards were first adopted

decades ago, there was not the

precision on-board sensing equipment
we have today. Generally, aircraft at

those altitudes fly faster and usually
on autopilots, and earlier autopilots
weren't nearly as reliable as they are

now. As a result, pilot deviations

7 High-Flyers continuted on Page 8



Concerning Learning conlinuted f'ont pugc 7

were not uncommon, whereas today's
autopilots are much better at keeping
aircraft straight and steady. Nor were

older altimeters as accurate as today's.

So, for those reasons and perhaps

others, it was decided to add an extra

buffer. Today, that extra buffer is no

longer needed. Actually, the U.S. is
behind the curve in introducing
reduced vertical separation, called
Reduced Vertical Separation Minima,
or RVSM. Other parts of the world,
including Europe, have been enjoying
the benefits of RVSM for years. Now,
on January 20, domestic RVSM, or
DRVSM, becomes effective in the U.S.

The benefits are huge. By reducing
the vertical separation criteria at

29,000 feet at above in the U.S., six
additional flight levels will become

available. This provides Air Traffic a

great deal more flexibility, and the

fuel savings for airlines and other
operators is expected to exceed $5

billion by 20l6,just from being able

to get more fuel-efficient altitudes

and routes.

Of course, operators have to fly
properly equipped aircraft and adopt

the operational policies and procedures

specific to individual areas of
operation before they can fly DRVSM,
but an October 2003 survey found
that 38 percent of flights in the U.S.

at29,000 feet and above were already

DRVSM compliant. 
Ed

Februury 2005 Fsctoid Answer:
Although other types were more commonly used, several early aircraft designers

recognized the potential ofthe horizontally opposed engine. The HO has inherent

features that make it easy to balance. At least in principle, the HO could be made

lighter or more compact than some other fypes. Simpler oil systems were also a

possible advantage. As early as 1905 Duryea Engines produced a fwo-cylinder HO
of l6 hp for Tumbull of Canada, an aircraft research operation. The world's first
sport airplane, the 1907 Santos-Dumont Demoiselle (See "Factoid" in FLIGHT-
LINES, June, 2004), was powered by a two-cylinder 25 hp Duthiel-Chalmers HO.

Early aircraft engine development, however, was driven primarily by the quest for
more power. Here the HO was no match for inline engines. The limitation was

with bolt-on cylinders. Aluminum versions were not strong enough to handle high
compression and the attachment flanges were prone to frachrre. Steel cylinders

required expensive machining and weighed too much.

The Ashmusen Company of Providence RI tried to bump up HO power by the

simple expedient of adding a larger number of cylinders - a 1908 version had

eight and later types had as many as twelve! Though Ashmusen engines could

develop as much as 105 hp, there were too many design compromises - for
example, their great length. Apparently installed only in occasio nal Wrights and

Bleriots, the engine did not achieve mass production.

8



By the mid twenties, however, a new breed of light planes was on the horizon.
Aeroncas and Heaths, for example, promised low
cost, recreational flying. For such machines, raw
power was not as important as light weight and oper-

ating efficiency. This gave HOs another chance. In
addition, metallurgy had improved in the previous

two decades, so the performance of bolt-on aluminum

Ashmusen horizontally opposed engine,
1912,12 cylinders, 105 hp.
Photo courtesy of Aerofiles.

cylinders was greatly improved.

Aeronca began making small disptacement HOs
for its own airplanes in 1930. Continental, in busi-
ness since 1905, manufactured its first HO in
1931. During the 1930s, both Lycoming and

Franklin HOs appeared on the market. These

engines were relatively light, cheap, and reliable.
They outclassed the possible altematives: small,
three cylinder radials and converted "V-2" motor-
cycle engines. Soon they were at the front end of
planes like Porterfield, Commonwealth and of
course Taylorcraft and Piper.

World War II saw great improvement in engine

technology in general. h 1946 and 7947, the first
HO-powered top-of-the-line general aviation
planes appeared - the Bonanza and the Navion.
Through the 1950s and 1960s, there was contin-
uous improvement in HO design and power limi-
tation problems were at least partially solved. The
HO really came into its own, appearing not only
in the general aviation fleet, but in everything
from military trainers to small airliners as well.

recent years. But the old technology continues to

serve general aviation quite well. There is no
obvious alternative on the horizon, so this hundred
year old design concept is likely to be with us for
a long time to come.

Deqn Jaros

Aeronca C-3, 1930. Aeronca E-
113 engine, 36 hp. Photo by
Budd Davisson.

Heath Parasol, 1932.
Continental A-4a engine, 40 hp.
Photo couftesy of Aerofiles

Luscombe B, 1938.
what is the future of the Ho aircraft engine? continental A-50 engine-, 50 hp.

Unfortunately, there has been little devJlopment in Photo couftesy of Aerofiles'

Beechcraft Bonanza, 1 947.
Contnental E-165 engine, 165
hp. Photo courtesy of Aerofiles.
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New Laser Warning & Reporting System
By USDOT Rober Johnson (202) 366-4570

U.S. Sccretary of Transportation
Nonnan Y. Mineta today announced

llcw rncasures designed to alert and

bctter prcpare pilots to handle inci-
dcnts of lasers being shined at their
aircraft and to speed notification
about such crimes to law enforce-
rrcnt invcstigators. The measures

are designed to respond to a recent

incrcasc in the number of reported
laser ir-rcidents.

"Shining these lasers at an airplane
is not a hannless prank. It is stupid
and dangerous," said Secretary of
Transpoftation Nonnan Y. Mineta.
"You arc putting other people at

risk, and law enforcetnent authori-
ties are going to seek you out, and

il'they catch you. they are going to

prosccute you."

Thc rncasurcs, which are outlined in

an Advisory Circular tiorn the Dept.
of Transpotlation's Federal Aviation
Adrninistration (FAA), recommends
that pilots irnrnediately report any
unaulhorized laser evenls to air
traff-rc controllers. As soon as

personnel with the FAA get these

reports, they will notify appropriate
law enforcement and security agencies

through the Domestic Events

Network. The changes will provide
police with more timely and detailed
inforn-ration to help thern identify
and prosecute those who are shining
lasers at planes.

The new measures also include
requirements that air traffic controllers

irnmediately notify pilots about the

laser events. If pilots have a laser

pointed at them, the circular strongly
advises pilots and air crew to avoid
direct eye contact given the health
and safety risks posed by some

types of lasers.

The Department also will be

working with the Food and Drug
Administration, the Consumer
Product Safety Commission and

others to improve product labeling
and better educate the public.

"We are treating lasers in the cockpit
as a serious aviation safety matter," the

Secretary said. "We must act now before

someone's reckless actions lead to a

tenible and tragic incident."

The Secretary announced the new
measures today because of a recent

spike in the number of incidents of
laser being shined at airplanes. Since

December 23, there have been 3 I

reported lasers incidents involving
aircraft, seven in the past weekend

alone. Since 1990 there have been

over 400 similar incidents.

The Secretary noted that there are

no indications that the people

shining lasers at planes are anything
other than careless individuals who
are using commercially available

10



lasers in a manner that is reckless and

illegal. "There is no specific or cred-

ible intelligence that would indicate
that these laser incidents are

connected to terrorists."

FAA research has shown that laser

illuminations can temporarily disorient

or disable a pilot during critical
stages of flight such as landing or
take-ofi and in some cases, may cause

permanent damage. However, given

the relatively small number of incidents,

there is no need to require new equip-

ment for aircraft and aircrew at this
time, the Secretary said.

The Secretary announced the new
measures today during a simulator

demonstration of the dangers posed

to pilots from shining lasers into
cockpits. The demonstration was held
at the Mike Monroney Aeronautical
Center in Oklahoma City, OK, where

the FAA conducts research on a range

of aviation-related health and safety

issues. The FAA will continue to
conduct research to determine if there

are technological solutions for
enhancing air crew safety during
laser events, the Secretary added.

Log onto the web for a copy of the

FAA's advisory circular is available at

http : //www. faa. gov/newsroom/AC_
70-2.pdf .

Fly lVart

H(CESSNA 182 WING COVERS &
STABILIZER COVERS

(Fits 1965 and later). New from Bruce's Custom Covers
in October, 2002.

Original cost $580. Used only twice.
$400 or Best Offer. Contact Mike at 970-846-3042

l/3 PARTNERSHIP FOR SALE AT ERIE, CO (48V)' 1976 Cl82P Skylane
(Hangered at Erie, co - 48v) 3000 TTAF, 1350 sMoH, Gannin 155 GPS,

King 155 Nav/Com w/ GS, 2-axis STEC-50 Autopilot, 4 place intercom, Flap gap

and seals, long range tanks, stereo, good paint and interior, EXCELLENT mechanical,

NDH, l35kias TAS, Co-pilot PTT, Reiffpre-heater, Complete Logs - $35k
Partnership Details; Great partners, online scheduling, maintenance fund, engine

fund (-$13,000). Cunently flown about 120 hours per year.

Steve Koniec zka 303 -526-4834, skonieczka@corncast. nettti-
.. 1- Fly Mart is a free service provided for CPA members only.

If you have a personal AVIATION related itern to list, please submit the ad to
th6 nlight Lines editor: Beverly Boecher to n34552@wispertel.net. Deadline
is the l5th of each month, to appear in the following month.These ads run
once unless you contact me by the I 5th of the next month to be run again.
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News from the FAA
By Holly Baker (609) 485 6253

FAA to Study Solar-Powered Ligh*
for General Aviation AirPorts

EGG HARBOR TWP., N.J. . A
technology that helps guide military
pilots in Iraq might somedaY show

the way for private Pilots at home.

The Federal Aviation Administration's
(FAA) Airport Safety TechnologY

Section, based at the William J.

Hughes Technical Center, will
install and test solar-Powered
taxiway lights at Cross Keys Airport
in Gloucester CountY, N.J. This
innovative program could eventually
benefit thousands of small general

aviation (GA) airports across the

country. These are the same taxiwaY

lights that guide pilots of U.S.

fighterjets and cargo planes

deployed in the Middle East.

Starting December l, FAA visual
guidance specialists will install 90

taxiway edge lights at Cross KeYs

(edge lights along the main runwaY

will not be included). The blue

lighremitting diode lights will
remain on from dusk to dawn. Over
the next nine months, exPerts will
check the test lights for visibility,
durability and effectiveness.

Many smaller general aviation
airports have minimal, if any, lighted

guidance for pilots taxiing from
runways to parking areas. The solar-

powered lights will add safetY to

remote sites that lack access to

electriciry as well as those airports

with limited resources to PaY for
power.

The FAA Aerospace Forecast

reports that general aviation used

19,000 different private or Public
airports last year. Cross KeYs

Airport, 14 miles southeast of
Philadelphia, is representative of a
typical GA airport that lacks

taxiway edge lights.

The solar-powered lighting system

is one of many ways the FAA
Airport Safety Technology Section

is working to enhance safetY at

airports. For information about the

group's other projects, visit their
website at:

http ://www. airporttech.tc. faa. gov/

Link to the FAA website that will answer

some of your questions:

http ://www. faa. gov/fsdo/PHl,&owto.htm
#Military%2}App I i cantsNews TiP s

Advertisement Rates CPA Flight Lines
Approved by board of the Colorado Pilots Association as of l/13/04

% page or business card size $30 % page

Full Page $120

Beverly and Carl Boecher, Editors, CPA Flight Lines

$60
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Private Memberships
Michael McRhodes,
Denver

Jack Nellessen, Castle
Rock

Corporate Memberships
Specialty Flight
Training, Inc.
(Lonnie Hilkerneier)

Don Welsh, Aurora Bob Klein, Wray

Renee Welsh, Aurora William Gust,
Monument

Hector Bennudez,
Loveland

Ronald Knudsen,
Englewood

Lee Porter. Pueblo West

Tracy Dalrymple,
Denver Jon Fullmer, Gunnison

Michael Jolovich,
Granby Del 'Spike'Howard,

Grand Junction
Larry Smalley, Rifle

Membership Renewals

Welcome New Members

Private Memberships
James M. Jenkins
P. O. Box J

Aspen, CO 81612-7411

Michael B. Fox
7020 S. Magnolia Circle
Centennial, CO 801 12-lll9

Richard A. Rohsner
P. O. Box 8

Ten Sleep, WY 82442-0008

Harlan R. Ribnik. M.D.
P. O. Box 628
Cheyenne, WY 82003-0628
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AREAREPRESENTATIVES CPADIRECTORY
*1i#l'trfl,'^"kk

719/346-53s2 (W)
Lmack | (a)rcbcltec.nct

CENTENNIAL AIRPORT
Bob Doubek
303t77 1 -8148
idacrase(r!4dv.net

COI-ORADO SPRINGS
Bob Figgie
719/598-5lll (H)
7 l91318-836 l (W)
Travelairc92 I (r)earthlink

CRAIG-MOFI'AT
John Ponikvar
970/824-2148 (H)
970/824-3496 (W)
jponik(@amigo.net

CRAWFORT)
Rob Duncan
970/921-3400
sales@airbasc I .com

DURANGO / LA PLATA
COUNTY

Paul Staby
970t259-7 577
jpstabyC.lcompuserve.com

ERIE MUNICIPAL
Jcrry Scholield
303/663-3963 (H )
303/663-3973 (W)
jschofield(!aol.com

FORT COLLINS-DOWNTOWN
Ron Zasadzinski
970/227-0489
ronz(rgflyron.com

FORl' COLLINS-LOVELAND
Jan McKenzie
970/686-1233 (H)
970/206-5526 (W)
rrckenjn@yahoo.com

FRONT RANGE AIRPORT
BillTottcn
103/364-s238
btotten(! B707guys. com

GRAND JUNCTION
Deanna Strand
9701245-7289 tH)
9101243-4359 lW)
deanna3(rqbresnan.nct

JEFFERSON COUNTY
AIRPORT

Daril Cinquanta
303/423-9846

PUEBLO

RIFLE / GARFIELD COUNTY
Larry Smalley
970/62s-3222 (H)
303/9r 8-7220 (M)
bellanca93 570@earthlink.net

SALIDA / CHAFFEE COUNTY
Bill Reeves
719/539-1185
reeves@chaffee.net

SAN LUIS VALLEY
Mike Entz
719/7s4-3165 (H\
7191754-2700 (w)
maenlz@starband.net

STEAMBOAT SPRINGS
Steve Green
970/877-5717 (H)
910/819-5717 (W)
sgreen@springsips.com

TELLURIDE

WALSENBURG
Mike Mann
7t9t676-2051 (H)
719;/738-2050 (w)
aimannav@lmsn.com

WRAY
Lucile Bledsoe
9701332-5143
I m b I edsoe(rlp la i n s. n et

FLIGHT LINES PUBLISHER
Colorado Pilots Assoc.
7 19/488-0653

CPA FLIGHT LINES
CIRCULATION MANAGER

Tern'Barbo
303i367-0670

PRESIDENT
Bart Jones
7 l 9/488-06s3

VICE PRESIDENT
Sarah Jane Dolliver
303/766-38 l 9

SECRETARY
GIoria Baltz
303/499-0833

TREASURER
Peggy Long
303733-7456

COMMITTEE CHAIRPER-
SONS:
AIRSPACE

Walter Bell
303/488-9780

AIR CLASSIC
Robert Venohr
3031766-0742 (H)

BACKCOUNTRY AIRSTRIPS
Bill Meine
303t795-27ss (H)

EDUCATION

FLY-INS
Cathie Martyny
303/449-6875
Connie Hopkins
303/494-t2ll

LEGISLATIVE AFFAIRS
Cary Tobey
303t699-'.7371 (H)
303/799-8600 (W)

MEMBERSHIP RECORDS
Terry Barbo
303/367 -0670

MOUNTAIN FLYING
Brian Jones
303/841- 1 192 (H&W)

CPA FLIGHT LINES, EDITORS
Beverly & Carl Boecher
3031691 -5161

PUBLIC AFFAIRS
Mark Hopkins
3031494-t2ll

RECOGNITION & AWARDS
Bruce Hulley
303t344-2843

WEB MASTER
Rob Duncan
9701921-3401

LIAISON CHAIRPERSONS:
AIRPOWER WEST & FLIGHT
SAFETY FOUNDATION

Mike Baldwin
303/674-3836

ANGEL FLIGHT
Mark Kolber
303/694-2603

AOPA
Bill Hamilton
9',70t88',7 -210t

COLO AE RONA UTI CA L BOA RD
Pat Wiesncr
303/397-7600 (W)

COLO AIRPORT OPERATORS
Steve Lce
303/342-4200

COLORADO WING CAP

COLO GA COUNCIL
Gregory Feith
l0l/366-6580 (H&w)
COLORADO 99s

Suc C)sbome
303/47 I -066s

CO MM EM ORATI YE AI RF ORCE
Rob Duncan
9'.701921-3400

FAA AIRPORTS DIST. OF}-ICE
Scott Fredericksen
303t342-1263

FAA,FSDO

*Publication Notice*
Articles for CPI F/ight Lines are
sought ftom members and other
organizations. Stories and articles
can include flying tips, rebuilding
and restoration experiences,
special trips, activities, etc. All
articles & letters should be sent
via e-mail to: Bev Boecher
Ediror. CPA Flighr Lin,'.s. phone:
303/697-5161, e-mail:
N34552@wispertel.net. Matenal
for publication will be accepted
up to deadline date - l5th ofeach
month,. CPI Flight Lines shall
reserve the right to accept, refuse,
or edit any material submitted.
Publication ofarticles and opin-
ions in CP,4 Flight Line.s is not an
endorsement by the Association,
nor does the Association assume
responsibility for the accuracy of
the information contained in
CPA Flight Lines.

.net

cQ70 l
KREMM / SUMMIT

.com4(tilaol
LING

COUNTY
Ron Lcwark
301/668-3089 (H)
303/668-3093 (W)
c I 85guy(@aol.com

LONGMONT
Pat Spears
303/681-9626
Patricia.Spears@comcast.net

MEEKER / RANGELY
Mikc Brennan
970/818-4346 (H)
910/675-3284 (W\
mbrcnnan5@nctclecom.net

MONTROSE / DELTA
Rick Reisman
970/323-03 l 5 (H)
970t674-3284 (W)
rsrcis I @/uno.com
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Colorado Pilots Association
APPLTCATION FOR INDIVIDUAL MEMBERSHTPiRENEWAL

Name

Spouse

Street Address

City

Phone(H)

Pilot Rating Held

AJC Owned (make) -_=__--- Model

Principal airport based at or flown from

Applying for:
D Renewal or
tr New MembershiP

Mailto: CPA
P.O. Box 200911
Denver, 80220

Check enclosed, payable to CPA' to cover
membership & Flight Lines Newsletter:
tr $20 for 1 Year membership
tr $38 for 2 year membership
tr $55 for 3 Year membership
tr $100 for corporate membershiP

(includes 3 free 112 Page ads)

Fly-ln Planning
Air Classic
Programs

State 

- 

ZiP

Profession

N#

I am interested in serving as an Area Representative for the

area.

I am interested in serving on the following committees

El Airspace tr MembershiP tr
tr ftight Safety tr Flight Lines Newsletter tr
tr Education tr Public Affairs tr

tr Legislative Affairs

CPA MERCHANDISE
Caps (lt or dk beige) w/ CPA logo . .$10 CPA Logo Golf Shirts " '." " ' ' "$25
Lapel pins . . . . . . .sz cPA Logo Denim Shirts, short sleeve $25

CPA Decals . . . . ' .$t CPA Logo Denim Shirts, long sleeve '$30

For shirt info please call Terry Barbo 303-367-0670' Caps, add $2 for shipping and

handting, pins or Decals, add37$,; and shirts, add $3.95. Mail to cPA, P.O. Box

200911, Denver, CO 80220-0911

ON
---

---
DEMAND PR|NTERS

4120 Brighton Blvd. Suite A21

Denver CO 80216

Phone 303/295'1172

Printing of the newsletter bY
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