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Important Notice

This supplement is intended to provide a brief overview of ATP policies, 
operating procedures, and techniques for use in ATP airplanes during cold 
weather operations. This Supplement contains limited cold weather and icing 
theory and is not a substitute for cold weather operations or icing training. 
This supplement is not a substitute for, and does not supersede, any FAA 
or manufacturer-approved publication relating to icing or cold weather 
operations, including any Owner’s Manual, Pilot Operating Handbook, POH/
AFM, FAA Airplane Flying Handbook or FAA Practical Test Standards.

Airline Transport Professionals assumes no responsibility or liability for any 
errors or inaccuracies that may appear in this supplement. Nothing in this 
supplement shall be interpreted as a substitute for the exercise of sound 
judgment.

Introduction

Cold weather can have a significant effect on airplane performance, reliability, 
and safety of flight operations. Aircraft metals, composites, plastics, and 
mechanical components perform differently under temperature extremes and 
require special care. 

This supplement will familiarize pilots with ATP policies, operating procedures, 
and techniques for the safe and efficient operation of ATP airplanes during cold 
weather operations.
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SECTION 1 

Understanding Wintertime 
Operating Limitations 

ATP instructors must be aware that wintertime produces severe operating 
restrictions on flight training capabilities. 

NOTE: Of the 24-hour day, only about 9 hours (38%) can be used 
for daylight flying. Of those hours, only a small percentage 
produces weather conducive to VFR flying with little wind. 

What that means: 
In a 24-hour day, you have many things that need to be done in a typical 
training environment, including (but not limited to): 

• Office Tasks 
• Briefings 
• FTD Instruction
• Aircraft Preventive Maintenance  

(Warming engines, fueling, preflight) 
• Instrument Flight Training 
• Day VFR Flight Training 
• Single-Engine Training 
• Multi‐Engine Training 
• Night Training 

But of all those things, only two require the few daylight VFR, low-wind hours 
that you have available: 

• Single-Engine VFR Day Flight Training (Dual and Solo) 
• Multi‐Engine VFR Day Flight Training (Dual) 

Everything else can be conducted outside those daylight VFR hours.

The syllabus produced by ATP is meant to be used as a guide. It is flexible 
and does not have to be flown in a rigid sequence. Instructors must adjust 
the schedule with students to make sure that the student and equipment are 
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prepared to start engines and fly during the few day VFR flying hours available. 
Use your time wisely. 

• Conduct ground and FTD training (and all other tasks) during times 
that are not conducive to day VFR flying. 

• Do not waste daylight, VFR, low-wind conditions doing anything other 
than those two types of training. 

When the Weather Permits – Fly
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SECTION 2 

Snow, Ice & Frost 

Clean Aircraft Concept
Frozen contaminants such as frost or ice can dramatically alter the aerodynamic 
properties of an aircraft. Weight and drag increase, lift is reduced, and stall 
speeds go up. No two ice accumulations are exactly the same, so predicting 
the exact effects of frozen contamination is impossible. The only safe course of 
action is to remove the contamination before flight. No pilot may take off in any 
ATP airplane that has frost, ice, or snow adhering to any part of the airplane.

Removing Snow, Ice, & Frost
Snow, ice, or frost contamination may be removed from the airplane's surfaces 
using only the following approved techniques.

• Reposition the airplane into the sun until the contamination melts 
away.

• Make arrangements to move the airplane into a heated hangar until all 
airplane surfaces are clean.

CAUTION: When defrosting or deicing an airplane in a hangar, make 
sure the airplane is completely dry or wiped clean prior to use to 
prevent melted snow or ice from re-freezing on any part of the 
airplane or control surfaces. Water can run into control surfaces 
and freeze, affecting controllability.

NOTE: Scraping any airplane surface with any type of scraping 
device (scraper, credit card, etc.) is not permitted on ATP aircraft. 
Use of chemicals such as glycol or alcohol are permitted only by 
prior arrangements with ATP Maintenance.

Waiting for frozen contaminants to melt can use up valuable daylight VFR 
hours and cause lengthy delays. Monitor the weather carefully and make 
arrangements (such as hangaring the aircraft) to prevent snow, ice, or frost 
buildup before it happens. Questions can be directed to ATP Maintenance at 
(904) 595-7972.
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SECTION 3 

Preflight Inspection 

Conserve Battery Power During Preflight
During cold starts, every bit of available battery power may be required to 
get the engine(s) started due to increased oil viscosity and reduced battery 
performance associated with low temperatures. Plan your preflight to conserve 
battery power.

Whenever possible, conduct the preflight as a crew. Having one pilot inside 
to control the battery master switch and one pilot outside to verify that all 
required equipment is functional will dramatically reduce battery consumption 
during the preflight. As soon as the required equipment is checked, turn the 
battery master off. 

NOTE: When pitot heat is switched on, the surface of the pitot mast 
or tube will heat up quickly and can cause burns – use caution.

Start the Engine(s) Prior to Preflight
During cold weather when having sufficient battery charge for engine starting 
is a concern, consider starting the engine(s) first and allowing them to warm up 
prior to completing the entire preflight. Use the cold start procedure and allow 
them to warm up until the cylinder head temperature (CHT) and oil temperature 
gauges begin to rise, and then shut them down using the Shutdown Terminate 
Checklist. Once the engine(s) are secure, perform a normal preflight. The warm 
engine(s) should start easily after the preflight. 

This procedure is especially useful in the Cessna 172. Extending the electrically-
powered flaps can use a significant amount of battery power. Starting the 
engine first not only warms up the engine, but it also allows the pilot to extend 
the flaps using power from the alternator.

Be sure to check the oil prior to any cold engine start. 
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SECTION 4

Engine Starts 

Engine Oil
Cold weather causes engine oil to thicken and increase in viscosity. This makes 
it harder for the battery to turn the engine over during starts and increases 
the time it takes for the engine oil to warm up and properly flow through the 
engine’s lubrication system.  

There are several things pilots can do to maximize starting potential while 
minimizing potential for wear or damage during cold weather operations. 

Use Minimum RPM After Start 
After engine start, adjust the engine RPM to the lowest possible setting that 
permits smooth operation of the engine. Operating at higher RPMs immediately 
after start, before the oil has a chance to heat up and coat the engine, can cause 
premature wear to engine components.

Allow for Engine Warm Up 
Engine(s) must be warmed up before high RPM operations.

• Delay advancing the throttle(s) above what is required for taxi until the 
CHT and oil temperature gauges are increasing toward their normal 
ranges.

• Verify CHT and oil temperatures are within their normal range prior to 
takeoff.

Temperature affects the clearances between internal engine components 
that can expand and contract at different rates. Operating an engine without 
attaining proper temperatures can cause excessive wear, damage, or failure.  

Use Cold Weather Propeller Check
When performing the engine run-up during cold weather operations, cycle 
each prop individually three times by moving the propeller control aft and 
immediately forward. Do not exceed a maximum 300 RPM drop during cold 
weather operations.
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This exchanges cold, thick oil in the propeller hub with warm oil from the 
engine, while minimizing vibrations that can cause chatter and excessive wear 
on the engine.

Preheating
If the temperature is below 10 °F (-12 °C), have the engines preheated before the 
first start of the day. Preheat by moving the airplane into a heated hangar or by 
utilizing an approved preheater device.
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SECTION 5

Piper Seminole Cold Engine 
Starting Techniques 

Start Sequence
The left engine is normally started first. However, if the left engine won’t start after 
following the cold weather techniques listed in this supplement, try starting the 
right engine before depleting the battery on further left engine start attempts. 
The engines rarely behave exactly the same during cold starts. For example, the 
engine getting more direct sunlight may be easier to start on cold days.  

Once either engine has started, ensure the ammeter is below 20 amps before 
attempting to start the other engine.  

Cold Engine Start Procedure 

1. Prime – 4 strokes or 4 seconds
2. Cycle throttle – 2 full throttle strokes
3. Throttle position – closed
4. Engage starter – no more than 8 seconds

Prime 
Prime the engine with 4 strokes on 1979 model Seminoles or 4 seconds on 2000 
and newer models, to spray fuel into the engine cylinders.  

Cycle Throttle 
Prior to engaging the starter, cycle the throttle full forward and aft two full 
strokes. This causes the accelerator pump in the carburetor to spray additional 
fuel into the intake manifold. 

CAUTION: Continuing to cycle the throttle while engaging the 
starter can cause excess fuel to puddle in the manifold. This 
may lead to an engine fire. Frequently review ground engine fire 
procedures and checklists so you are prepared should an engine fire 
occur during starting. 
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Throttle Position 
Begin cranking the engine with the throttle closed. When the engine begins to 
start, advance the throttle by a quarter of an inch. Once the engine is running, 
position the throttle to attain the lowest possible RPM for smooth engine 
operation until the engine warms up, as indicated by a rise in the CHT and oil 
temperature gauges.  

Engage Starter 
Engage the starter for no more than eight seconds and then release. If the 
engine fails to start, evaluate if more primer is needed and attempt another 
start — again, cranking the starter for a maximum of eight seconds.  

If the engine begins to start and then stops, re-prime the engine (with the 
master off, in 1979 model Seminoles), then attempt another start using the same 
procedure. If the engine doesn’t start after two attempts, try the other engine.  

“Bumping the Starter“ 
If the propeller turns less than a full revolution and stops with the starter 
engaged, release the starter. The battery may not be strong enough for the 
starter to rotate the prop through the compression stroke. Keeping the starter 
engaged with the prop stopped at the compression stroke will immediately 
drain the battery. 

Instead, release the starter, verify that there is no prop movement, and 
immediately engage the starter again until the prop rotates through the 
compression stroke and the engine starts. This technique is called “bumping the 
starter“.  

When the First Engine Starts
When the first engine starts, verify that the alternator is on with the engine 
idling at the lowest RPM setting that permits smooth engine operation until 
the engine temperature rises. Wait until the ammeter is below 20 amps before 
starting the other engine. 

If Neither Engine Will Start
If neither engine will start, perform the Shutdown Terminate Checklist and 
contact ATP Maintenance or ATP Flight Operations if Maintenance is unavailable. 
Contact ATP Maintenance before depleting the battery. 

External Power Starts 
External power starts may only be accomplished under the direction or 
supervision of ATP Maintenance. Prior to contacting Maintenance, review the 
external power start procedure in the POH/AFM. 
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SECTION 6 

Piper Seminole Cowl Flap 
Operation 

ATP operates its Seminoles with the cowl flaps in either the full open or full 
closed position. To open and close the cowl flaps, depress the lock (the small 
metal tab on the cowl flap lever) and move the handle to the full open or full 
closed position. Release the lock when the cowl flaps are positioned properly. 

Before Start 
During cold weather operations, close the cowl flaps before engine start. 

Before Takeoff Checklist 
For takeoff, set the cowl flaps in the selected position based on OAT.

OAT Below 40 °F ........................................................................... Close Cowl Flaps
OAT Above 40 °F ..........................................................................Open Cowl Flaps

In Flight 
Monitor the CHT and oil temperature throughout the flight. If either the CHT or 
oil temperature exceeds its normal operating (green) range, slow to 100 KIAS 
and open the cowl flaps. Monitor engine temperatures and adjust the cowl flaps 
as necessary to maintain temperatures in the normal range.  

Do not attempt to open the cowl flaps at airspeeds greater than 100 KIAS. This 
may cause the handle to snap off due to the aerodynamic loads on the cowl flap 
itself.



10 • Piper Seminole Heater Operation

SECTION 7 

Piper Seminole Heater Operation 

Cabin heat is supplied by a gas combustion heater located in the nose 
compartment. The heater burns approximately ½ gallon of fuel per hour, 
drawn from just downstream of the left fuel selector and filter. For a full system 
description, refer to the approved POH/AFM and to the ATP Piper Seminole 
Training Supplement. 

Gas Combustion Heater Operation 
Operation of the heater is controlled by a three‐position switch located on 
the instrument panel labeled “CABIN HEAT“, “OFF“, and “FAN.“ Airflow and 
temperature are regulated by the three levers to the right of this switch. 

Turning Heat On 

1. Position the top AIR INTAKE lever to the full open (right) position prior 
to turning the heater on. Leave it in the full open position any time the 
heater is in operation.

2. Set the three- position switch to the “CABIN HEAT“ position. 
(This simultaneously starts fuel flow and ignites the heater. During ground 
operation, it also activates the ventilation blower.) 

3. Select the desired temperature using the center TEMP lever. 
(When cabin air reaches the temperature selected on the “TEMP“ lever, ignition of 
the heater cycles automatically to maintain the selected temperature. ) 

Use Heater on the Ground First 
ATP recommends operating the heater on the ground prior to flight any time 
conditions warrant use of the heater.  Make sure the cabin is well ventilated 
when the heater is first turned on.   

Operating the heater on the ground is the only way to determine whether the 
overheat protection switch actuated during a previous flight. If the overheat 
switch has previously been activated and has not yet been reset, turning the 
three ‐position switch to the “CABIN HEAT“ position will cause the overheat 
annunciator light to illuminate.  
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Always operate the heater fan with the air intake open for a full two minutes 
following any ground heater use. 

Controlling Cabin Temperature 
The primary method of controlling cabin temperature is by sliding the 
TEMP lever left (cooler) and right (warmer) with the heater turned on. Cabin 
temperature may not be controlled by adjusting the AIR INTAKE lever to the 
closed or partially open position while the heater is operating.  

If the TEMP lever does not provide a sufficient temperature range for cabin 
comfort, additional options for controlling cabin temperature include:

• Use the overhead fresh air vents to cool the cabin down while the 
heater is operating. The overhead vents can be partially or fully opened 
or closed as desired.

• Distribute the heat from the floor to the windshield by selecting the 
DEF lever to a partial or full right (“ON“) position.

Windshield Defrost 
To use the heater's defrost function:

1. Turn the heater on using the procedure described above.
2. Slide the DEF lever to the full “ON“ position to divert heated air to the 

inside of the windshield.
3. Position the DEF lever as necessary once the windshield has been 

defrosted. The DEF lever can be set anywhere from full “OFF“ to full 
“ON“ to control distribution of heat between the floor and windshield.

Heater Safety and Overheat Protection 
Two safety switches activated by the intake valve and located aft of the heater 
unit prevent both fan and heater operation when the AIR INTAKE lever is in 
the closed position. A micro switch, which actuates when the landing gear 
is retracted, turns off the ventilation blower so that in flight the cabin air is 
circulated by ram air pressure only. The ventilation blower activates any time the 
landing gear is extended with the heater switch set to “CABIN HEAT“ or “FAN“.   

Overheat Switch 
An overheat switch in the heater acts as a safety device to render the heater 
inoperative if a malfunction should occur. Should the switch deactivate the 
heater, the red “HTR OVER TEMP“ annunciator light on the instrument panel will 
illuminate. The overheat switch is located on the aft inboard end of the heater 
vent jacket. A red reset button is located on the heater shroud in the nose cone 
compartment. It cannot be reset in flight. 
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To prevent activation of the overheat switch upon normal heater shutdown, 
air must continue to flow through the heater until it cools adequately. During 
ground operation, turn the three ‐position switch to “FAN“ for two minutes with 
the AIR INTAKE lever in the open position before turning the switch off. During 
flight, leave the AIR INTAKE open for a minimum of 15 seconds after turning the 
switch to “OFF“. 

Annunciator Test 
Make sure the “HTR OVER TEMP“ (2000) / “OVERHEAT“ (1979) annunciator is 
functional during the preflight. In 1979 models, press the red “OVERHEAT“ 
annunciator light itself to ensure it illuminates. In 2000 and newer models, the 
“HTR OVER TEMP“ annunciator will illuminate when the red “PRESS TO TEST“ 
annunciator button is pressed. This only tests the function of the annunciator 
bulb. It does not test heater or overheat protection function. 

Fresh Air 
In Flight 
To introduce outside, unheated air into the cabin during flight, the AIR INTAKE 
lever should be open and the three-position switch in the “OFF“ position. 
Ambient temperature ram air will flow into the cabin through the heater duct 
work. The overhead fresh air vents can also be opened to provide additional 
fresh air to the cockpit. 

On the Ground 
To ventilate the cabin with ambient, unheated air on the ground, open the 
AIR INTAKE lever and place the three-position switch in the “FAN“ position. 
The ventilation fan will blow fresh air through the heater duct work for cabin 
ventilation and windshield defogging. Additionally, a fresh air blower is installed 
in the overhead ventilation system to provide airflow during ground operation. 
It is operated by a three ‐position switch: 

1979 Model – “FRESH AIR FAN“ 
2000 and Newer Model – “HIGH REC BLWR LOW“ 

NOTE: Some 1979 Seminoles do not have a fresh air fan installed.



Single-Engine Cold Weather Techniques   • 13

SECTION 8 

Single-Engine Cold Weather 
Techniques 

Carbureted Engines 
The cold start procedures for the carbureted Cessna 172 and the Piper Archer 
are very similar to the cold start procedure for the Piper Seminole. Always refer 
to the current, approved checklist. 

1. Prime – 4 strokes / 4 seconds
2. Cycle throttle – 2 full throttle strokes
3. Throttle position – closed
4. Engage starter – no more than 8 seconds

Fuel-Injected Engines 
Fuel-injected engines require a different priming technique than carbureted 
engines. Priming is accomplished by turning the electric fuel pump on and then 
placing the mixture in the full rich position. When the fuel flow gauge stabilizes, 
return the mixture to the cutoff position. As the engine starts, smoothly 
advance the mixture back to the full rich position.  

NOTE: Overpriming warm fuel-injected engines washes engine oil 
from the cylinder walls, causing friction damage.  

Cabin Heat 
Heat for the cabin and defroster in the Cessna 172 and Piper Archer is provided 
by a shroud around the muffler. Fresh air passes over the muffler, where it picks 
up heat from the engine exhaust before entering the cabin. This air does not 
mix with the exhaust. If you smell exhaust fumes while the heater is on, the 
muffler shroud may be cracked, which can lead to carbon monoxide poisoning.
The amount of hot air entering the cabin can be adjusted by a knob (Cessna 172) 
or lever (Piper Archer) on the instrument panel.
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Preflight Inspection – Cessna 172
On cold days, using battery power to extend the flaps on a Cessna 172 can leave 
the battery too weak to start a cold engine. The preflight sequence should be 
modified accordingly. After checking fluid levels, start the engine and allow it to 
warm up. While the engine is running, deploy the flaps using alternator power. 
Shut down the engine using the Shutdown Terminate Checklist, then proceed 
with the rest of the preflight. The warm engine should start easily the second 
time.
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SECTION 9 

In-Flight Icing 

Icing Conditions 
Section 7-1-20 of the Aeronautical Information Manual states: “A pilot can 
expect icing when flying in visible precipitation, such as rain or cloud droplets, 
and the temperature is between +2 °C and  ‐10 °C.“ Other references, like NASA's 
Pilot's Guide to In-Flight Icing, provide a “danger zone“ from +2 °C to -20 °C. 

While these conditions are the most common for icing accretion, various other 
temperature and moisture conditions can also produce ice. Turn the pitot 
heat on and be alert for possible ice accumulation anytime the outside air 
temperature is 10 °C or less and visible moisture is present.  

There are two primary types of icing that affect aircraft:

1. Induction icing
2. Structural icing

Induction Icing 
Induction icing blocks airflow to the engine(s), which can result in degraded 
engine performance or engine failure. Both carbureted and fuel-injected 
engines are susceptible to induction icing.  

There are two types of induction icing: 

1. Air intake icing
2. Carburetor icing

The first indication of either type is usually a reduction / loss of engine RPM (on 
airplanes equipped with fixed-pitch propellers) or MP (on airplanes equipped with 
constant-speed propellers). If induction icing is suspected (as indicated by a loss in 
RPM or MP), apply full carburetor heat until induction icing is no longer a threat.  

NOTE: While air intake icing occurs as a result of visible moisture 
and cold temperatures, carburetor icing can occur in much 
higher ambient temperatures, up to 21 ˚C, with or without the 
presence of visible moisture.
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Air Intake Icing – Fuel-Injected Cessna 172s 
ATP’s fuel-injected Cessna 172s are equipped with an alternate air source 
that actuates automatically if ice or other contaminants block the primary air 
intake. Actuation of the alternate air source provides unfiltered air for engine 
combustion.  

Air Intake or Carburetor Icing on Carbureted Engines 
In carbureted Cessna 172s, Piper Archers, and Piper Seminoles, activating the 
carburetor heat provides heated air to the carburetor to remove and prevent 
carburetor icing. It also draws air from an alternate induction air source in the 
event the primary source or air filter becomes blocked. Select full carburetor 
heat on at any time induction icing, intake or carburetor, is suspected. If 
carburetor ice has accumulated, it may take a few minutes for the ice to melt out 
of the carburetor, so the pilot may not see an immediate improvement upon 
application of carburetor heat. Performance may actually worsen momentarily 
as the water is ingested by the engine.

Structural Icing 
Structural icing forms on the outside of the aircraft. It distorts the flow of air 
over the wings, fuselage, and other control surfaces, translating into a number 
of problems for the pilot. These include:

• Decreased climb performance and lift-producing capability
• Increased stall speed
• Increased landing speed
• Increased weight (potential for shifting the CG)

Flight Into Known Icing Conditions is Prohibited 
ATP training airplanes are neither certificated nor equipped for flight into 
known icing conditions. Should an inadvertent icing encounter occur, or if any 
evidence of ice accretion appears on any airplane surface during a flight, exit the 
icing conditions immediately.  

“Known Icing Conditions“ 
In Section 7–1–21 of the AIM, the FAA defines “known or observed or detected 
ice accretion“ as “actual ice observed visually to be on the aircraft by the flight 
crew or identified by on ‐board sensors.“ 

To avoid icing conditions, avoid flight where or when any of the following 
conditions exist:

• PIREPs of icing near or on your route of flight, at or near your planned 
altitude
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• Observed or detected formation of ice in flight
• Visible moisture with temperatures at or below +2 °C

Avoiding Ice 
Preflight Carefully   
14 CFR § 91.103 specifies that each pilot in command shall, before beginning a 
flight, become familiar with all available information concerning that flight. This 
information must include: “for a flight under IFR or a flight not in the vicinity of 
the airport, weather reports and forecasts.“

Before you go, know the following:

• Freezing level
• Whether a temperature inversion exists along your route of flight
• PIREPs
• Cloud bases and tops (if available)

• Other useful weather forecasts and reports for determining potential 
icing conditions.

• Use resources such as NOAA’s Current Icing Product (CIP) and 
Forecast Icing Product (FIP) as tools to help make informed icing 
decisions. See: aviationweather.gov/icing

• Weather conditions conducive to carburetor icing

Have an Escape Strategy 
Part of your preflight should include developing an icing exit strategy should 
an inadvertent icing encounter occur. Your exit strategy should include at 
minimum:

• Alternate route(s) to avoid or escape icing conditions
• Altitudes that avoid icing conditions, and alternate altitudes to escape 

icing conditions. The nearest safe altitude may be above you, due to 
temperature inversions, terrain considerations, or the altitude of the 
cloud tops.

• Alternate destination(s) if the flight cannot be continued as planned.

http://aviationweather.gov/adds/icing
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SECTION 10 

Additional Resources 

Pilot’s Handbook of Aeronautical Knowledge
• https://s3.amazonaws.com/atp-program-docs/faa/pilots-handbook-

aeronautical-knowledge.pdf 

Airplane Flying Handbook 

• https://s3.amazonaws.com/atp-program-docs/faa/airplane-flying-
handbook.pdf 

FAR/AIM 
• https://s3.amazonaws.com/atp-program-docs/faa/aeronautical-

information-manual-ch7.pdf 

AOPA Weather Wise: Precipitation & Icing 
• http://flash.aopa.org/asf/wxwise_precip 

AC 91-74B - Pilot Guide: Flight In Icing Conditions  

• https://s3.amazonaws.com/atp-program-docs/faa/ac-91-74b.pdf  

AOPA Accident Case Study: Airframe Icing 

• http://flash.aopa.org/asf/acs_airframe_icing

AOPA Accident Case Study: Delayed Reaction 

• https://www.youtube.com/watch?v=0JkLR_xgayM

FAAST Interactive Course – In-Flight Icing 
• https://www.faasafety.gov/gslac/ALC/course_content.

aspx?pf=1&preview=true&cID=33

http://www.faa.gov/library/manuals/aviation/pilot_handbook/ 
http://www.faa.gov/regulations_policies/handbooks_manuals/aircraft/airplane_handboo k/ 
http://www.faa.gov/air_traffic/publications/media/aim.pdf
http://flash.aopa.org/asf/wxwise_precip
http://www.faa.gov/regulations_policies/advisory_circulars/index.cfm/go/document.info rmation/documentID/74470 
http://flash.aopa.org/asf/acs_airframe_icing
https://www.faasafety.gov/gslac/ALC/course_content.aspx?pf=1&preview=true&cID=33
https://www.faasafety.gov/gslac/ALC/course_content.aspx?pf=1&preview=true&cID=33
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ATPFlightSchool.com
P.O. BOX 1784 • Ponte Vedra Beach, FL  32004-1784 

(904) 595-7950 • Fax: (904) 273-2164

Atlanta (FFC, LZU, PDK, RYY) • Austin • Boston • Camarillo • Carlsbad • Charlotte • Chicago
Cincinnati • Colorado Springs • Dallas (ADS, GKY, TKI) • Daytona Beach • Denver (APA, BJC)

Fort Lauderdale • Fort Myers • Hartford • Houston • Indianapolis • Jacksonville • Long Beach
Long Island • Louisville • Minneapolis • Morristown • Nashville • Oakland • Oklahoma City • Orlando

Phoenix (GEU, IWA, SDL) • Portland • Raleigh-Durham • Richmond • Riverside • Sacramento
Salt Lake City • San Antonio • San Diego • Seattle (PAE, TIW) • Stuart • Tampa • Trenton • Tucson
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