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DISCLAIMER

This newsletter is for educational and informational
purposes only.

Readers are reminded that Federal Air Regulations Part 91
places primary responsibility for ensuring the airworthy
condition of the aircraft on the owner or operator.

Any person who maintains, modifies, or otherwise
changes an aircraft must do so in accordance with
manufacturer’'s recommendations and all applicable FAA
regulations.
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Landing in the Lower Forty-Eight...Bill and Mary Ann Suter

“There are those who have, and those who will”, was a phrase | heard twice the week | bought my 1947 Cessna
140, ten years ago. | wanted to become a pilot in my own plane. The implication was that everybody who flies

a taildragger is going to ground loop it. | just decided to make the best of it.

license with a tailwheel endorsement, just before my Med
gueen” would not be good for either the plane or me, so |
This is how | got to our “Big Trip”.

A year later | had a private
icare card arrived. It seemed that having a “hanger
decided N1916V and | should share a lot of air time.
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My wife (a quilter) likes to fly, but only cross
country. She also finished treatments for breast
cancer recently, and we felt like we could use a big
trip. In 2012 we flew across the United States from
Ohio to the coasts of California and South Carolina,
after attending the Tulsa 120/140 Convention. We
enjoyed the journey. Our solution this time was to
try for an adventure that landed in each of the
lower forty-eight states and get a quilt block signed
in each state. We decided to depart Ohio in late
August, when the air was cooling and winds were

dying.

My wife would collect quilt blocks and | would
collect air time. | spent a year planning a route
using ForeFlight and FlyQ efb software. Getting the
85 hp Cessna at gross weight through the
mountains was my greatest concern. After reading
volumes about mountain flying, | decided to follow
some simple, personal guidelines. We would try to
fly early each day, favor long runways, and land
every couple hours. These personal limits served
us well.

Our smart phone cameras satisfied most of our
needs. | found that they focused through plexiglass
better than a “dedicated camera” | owned. They
were always handy, they took decent still pictures,
but most of all they were light, even with their

designated charger. In flight we charged off a USB
cord plugged into our cigarette lighter receptacle.

Well before the trip | had a CFl fly with me under
the hood, since | am a VFR pilot in a VFR airplane.
ForeFlight with Synthetic Vision was part of the
plan if we fell into the clutch of IMC. Our old
airplane had Stratus ADS-B in/out, and a backup
Garmin GPS on a suction mount.

For about one hour we found ourselves in thick
smoke over southern Oregon. My wife watched
the Garmin “terrain” screen, and | stayed focused
on the Synthetic Vision, as we stayed high but still
between mountains. Just as the Interstate 5 began
to disappear below, our luck changed and the
highway came back into clear view, and the IMC
situation was averted.

Synthetic Vision was reassuring when the smoke got
thick over southern Oregon.
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We carried a SPOT personal locator beacon, set to
upload our position to a satellite every ten
minutes. These “tracks” documented our path and
distances, while also supplying a panic button for
calling out the troops. | asked friends to watch my
track via email, so we were always “locatable”.

Biddeford, Maine

Weight and balance for our trip required less than
45 pounds of luggage, since we usually took off
with full tanks. My wife, flight bag, and | each got
fifteen pounds of luggage, which included one
quart of oil behind the seat and two tablet
computers. Our clothes were all light and could be
layered. | took three plain nine-foot ropes for tying
down. If anything felt heavy, it stayed behind. Even
so, we still hit our maximum weight limit of 1,450
pounds.

Southern Utah

Flying at gross weight allowed us to stay safely in
the air but it gave new meaning to the word
“slow”. | expected it to be a low performance
exercise for our old Cessna, but it started to feel
like a board being dragged over a mattress. Each
day | thought the weather service checked our
route and arranged for headwinds, even as we flew
east. We expected the trip to be low and slow, did
not know how slow. Ignoring headwinds, we were
thankful for the rather decent weather. We tried
to embrace the extra air time from headwinds, but
we never achieved that goal.

Just getting to the next airport was always the goal
for each day. We always tried to not think of this
as one “Big Trip”, but rather a bunch of short trips.

The key to our good fortune in completing our trip
was to be “the locals”. At most every airport we
met a “friend we didn’t know”. It seems aviators
are a special fraternity of women and men who
generally strive to be helpful to “fliers in need”.

Courtesy cars were at the top of the “helpful
things” list. One local pilot in Gardner, Kansas
drove us for an hour to get AV-gas in cans, followed
by a trip for fast food. This was a typical event.
Many things could be mentioned but | think we
found a smiling person at every stop, especially
when my wife brought out a quilt block for a
signature. | suspect our request was a first at most
airports. The friendliness made each stop special.
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Planning our route was done with several
objectives, seeing friends, attending the
International Cessna 120/140 Association
Convention in Kansas at KEWK, and landing in each
state without lots of extra miles.

N1916V - Cessna Field (Kansas Convention)

N1916V - Breakfast fly-out to Brett and Tori’s
hangar (Kansas Convention)

For months | spent spare time with removable tape
on a large USA map, a black marker, and my iPad-
mini. | read cross-country magazine articles. Using
a spread sheet, | entered a line of potential
waypoints and times for each leg of the trip. The
spreadsheet also kept track of the states “bagged”
each day. Each night before flying a leg, a couple
hours were spent making a kneeboard with notes,
and checking against the master spreadsheet to
see no state was missed. The “master plan” was
rarely followed exactly, as local recommendations
were usually taken as the gold standard. Having
days off with friends were helpful and important
for me. With friends, we used secure networks and
did laundry.

Two of our three lost weather days were spent
with friends. It seemed that flying late August to
October was a good choice, or maybe we were just
lucky. The last gasps of Hurricane Harvey gave us
the one “hotel weather day" spent in a Madison,
Indiana.

Flying through the high country of the west, we did
pay careful attention to major highways for some
security, but mostly to find the best mountain
passes. Close to Bozeman, Montana we picked up
Interstate 90, then followed Route 15 south before
turning west again at Idaho Falls, Idaho. This route
was not in the original plan, but was done on the
advice of a Bozeman pilot who understood our
master plan. Conventional wisdom from a local
Oregon pilot put us on the Interstate 5 corridor
through California to Victorville, CA where we
turned east.

Flying about 3,000 feet AGL was most common,
which translates to over 8,000 feet above sea level
in most western states. Our highest airport landing
was KSUN in Idaho, at 5,319 feet because it was at
our approximate four-hour daily limit. It fit snuggly
into the historic Sun Valley.

The control tower asked that we stay wide of the
runway as much as possible when we flew the
canyon inbound. The descent from down-wind
seemed more like a hairpin than the usual “base to
final” turns, although it was as routine as any sea-
level landing. If the runway was long enough,
every landing was the same as sea-level, although |
understood a “back-country” landing on short
runways was ill-advised.
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Mt. Hood Oregon

Ivanpah Solar Farm — Mojave Dessert California

Mount Shasta - California

There was a bad time that developed in the
Midwest. Our plane started gulping oil at one
quart every two hours. We were disheartened and
we decided to give up on our goal. | phoned my
brother (a pilot) that | would leave N1916V with a
good A&P and fly home by commercial airlines,
returning later to retrieve our plane after repairs.
Reading AOPA Airport comments | found Arlin’s
Flight Service was close and highly regarded. We
added another quart of oil at Livingston, Montana
and flew it to Arlin’s at Bozeman, Montana.
Reflecting on our plight, this was a lucky break.

Arlin himself, left his desk, did a ring replacement
on the #2 piston and had us back in the air on the
same day! He also encouraged us not to give up
and suggested a route to Walla Walla, Washington.
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We had a similar experience, although simpler
problem at Winner, South Dakota, where a couple
of A&P’s (the Howard’s) had us flying after about
30 minutes of “finding the loose wire”. Our
mechanical problems were solved by “people
solutions”.  Were it not for help from strangers,
this adventure could have been as rough as a buggy
on washboard, but it wasn’t.

South Dakota

For us, N1916V proved that a seventy-year-old
airplane can provide a lot of fun. Part of the fun for
us was finding a way to make our little airplane
take us over this wonderful country. Even with a
stuck piston ring, it never missed or ran rough. It
just wanted more oil to stay happy.

The last quilt square signature - Greenville, TN

Along the way, someone asked my wife “Do you
like flying like this or do you just tolerate it”? She
explained that when we are in smooth air over new
country she enjoys it. When the air is rough or the
scenery is the same she just tolerates it.

If they had asked me, | think my answer might
have been the same. For me a vacation is about
moving through known “territory”, but an
adventure is about moving through the unknown.

This was an adventure with many “highs”, a few
“lows”, but no regrets. Memories are forever, our

quilt is special, and N1916V appreciated.
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Te C h Ta I k by Dave Owen | g mcshiﬂf"‘imlio:m

Introduction by Victor Grahn
For this month’s Technical article we’re presenting a member submission from David Owen, a longtime member from
Georgia with his repair for worn flap parts on your Cessna 140.

In this article David addresses what is an obvious wear point in the flap mechanism. When you put steel and aluminum
together and let them rub on each other, the aluminum will generally give way, long before the steel will, and this case
is no exception.

Increasingly we are attempting to keep older aircraft airworthy and that can mean “creative” fixes for the various
airframe parts that can be either difficult to find, expensive or perhaps just time consuming to replace. With this article
you can get an idea on how to repair a high use/wear item on your 140.

As with any article or submission of a technical nature presented in our Association Newsletter, be certain to discuss
what you want to do first with your A&P or IA before you begin work. As you can well imagine the person signing off the
work needs to be comfortable with what is going to be accomplished.

Cessna 140 Flap Spring and Bell Crank Repair

This article is to describe how to repair the damaged flap springs and the mounting holes in the bell crank
and bulkhead. The problem is that over time the two flap springs elongate the mounting holes in the airframe
bulk head and the flap bell crank. Since both the bell crank and the springs are made of steel, the bell crank
cuts into the springs. The repair consists of installing cable shackles in the elongated holes and forming a new
hook on the end of the springs. The following photos and illustration details the process.

Parts that are needed:

Four cable shackles AN115-8
Four AN3-7 (10-32) bolts
Four AN960-10 flat washers
Four AN365-1032A lock nuts

You will have to either slide under the head liner or unhook the back portion to gain access to the work
area. Hold the bell crank while you remove the flap springs. While holding the bell crank, extend the flaps
slowly while pulling the flap handle. This will keep tension on the flap cables and prevent them from jumping
off the pulleys.

After removing the flap springs, drill out holes in bulk head with #10 drill and bolt on shackles with screw
and nut (see photo 1).

Second drill out holes in bell crank with #10 drill. To keep from bending the bell crank, support it with a
block of wood. In each hole, install a shackle, two flat washers, bolt and nut. Because the bell crack is shaped
like a channel, the washers are used as spacers to keep the shackle from crushing the crank. Note the ears on
the two shackles must be spread apart in order to fit around the bell crank (see photo 1 & 2).

Next repair the flap springs as shown in the illustration (see page 3).

Finally, clean and spray the springs with silicon. Then hook the repaired springs in the cable shackles with
the hook ends turned away from each other (see photos). Page 10

Please send photos, articles and advertisements to Christian.s.vehrs@delta.com
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Flap bell crank

Drill out holes in bell crank with #10
drill. In each hole, install a shackle,
two flat washers, bolt and nut.

Drill out holes in bulk
head with #10 drill
and bolt on shackles
with screw and nut.

Flap springs with the hook ends
turned away from each other.
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Hardy Aviation Insurance provides old fashion service.

Call us today for coverage you can trust, at a price you can afford!

HARDY

AVIATION INSURANCE

Covering all of your aviation insurance needs.

Call us at 1-800-721-6733 or visit us at www.hardyaviationins.com




Back in the Spring of 2017, we dropped a valve on
the C-85 in 3128N. After replacing the dead
cylinder on the ramp at Walgreen Muni in Dixon,
IL we flew her home.

International

Cessna 120/140 Association
Issue 403  Summer 2017 May/lune/luly

Scott Ross and the breakfast special surprise. {story on page 4)

See feature article in the Summer 2017 issue

Scott Ross Gets a New Engine

Once back in the hangar the oil and filter were
changed, the sump flushed with solvent and
everything buttoned back up. Then, another hour in
the air and another oil/filter change. After about 15
hours | started to believe the old -85 might be OK
and spent the summer hopping rides.

The engine ran fine, a few fine metal fragments
showing up during oil changes, fewer each time,
consistent with the break in of the rebuilt cylinder
with the only issue being a steady diet of oil.

The rebuilt cylinder was channel chrome and sadly,
you get what you get with chrome. Oil consumption
wasn't excessive, it's just when you're used to
adding half a quart in 25 hours and now it's 2 or
S0... it tends to focus your attention.

The -85 had around 1400 hours on the tach time,
and I'd been thinking about a Don's Dream Machine
conversion for some time. If you went to the Atlanta
convention a few years back, you may recall Don
coming up and speaking on his conversion.

Basically, one installs a 0-200 crank, connecting
rods and pistons... there's a few other details of

course.
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While Don was going on about his STC and
mentioning amazing horsepower and torque gains, |
was one of the people having fond dreams of
leaping tall trees at the end of short runways and
climbing straight up on high DA days... and panting
with anticipation.

My lovely bride, far more sensible than I, was
giving me that wifely look... I'm sure you know
what I'm talking about.

Well, now it's time to think seriously about that
expensive hunk of metal up front so | wandered
over to Ken Morris hangar with the dumb questions
and a gleam in my eyes.

Oh... my lovely bride? Safe at home and unaware of
my pending assault on the family fortune!

To tell the truth, I'd brought up the subject to Ken
before... several times in fact... and every time he
said C-90. This time he mentioned he had this pile
of yellow tagged parts that more or less equaled an
engine.

When you think about it, the expensive bits are the
cylinders, cam and crankshaft. All these had been
sent off and blessed or were brand new.

The crank was a zero which apparently means same
as new, cam A-OK, and the cylinders brand new in
the box from Continental. The case had been sent
out and blessed. The old mags could be used along
with the baffling, alternator and exhaust.

So plans were made to think about an engine build
in the spring of 2018. Generally the Annual is done
in February and March and | figured I'd have time
to save a few pennies and work a bunch of
overtime.

Naturally the engine build started in October!

I bought the mag kit from Aircraft Spruce which
comes with plugs and harness and a light weight
starter. The new cylinders were shipped off to
Poplar Grove Airmotive's shop for fine tuning the
fit and clearances, Ken came up with a new exhaust
since the old one was basically shot.

Meanwhile the youth group on the field, Youth
Exploring Aviation (YEA), has been building a CA-
65 Aeronica Chief for around fifteen years or so.

Dip Davis was the original 1A on the project and
attended the weekly meetings with the kids while
the wings were rebuilt from the spars out. We lost
Dip almost 10 years ago and Ken Morris stepped in
to 1A the project. The Chief was essentially a pile of
parts we pulled out of a garage in Rockford and has
been completely rebuilt by these young people.

Dip Davis as some of you know originally owned
my 120... there's one more piece to the puzzle:
Steve Thomas Dad, Dick Thomas was the original
owner of the Chief the kids have been rebuilding.
Dick Thomas founded Poplar Grove Airport.

The Chief came with a C-65 and the shop had
started it's rebuild when | approached Steve Thomas
with the idea of installing the old C-85 in the Chief.
The -85 is currently being rebuilt for the Chief
project, a lightweight starter will replace the
original and heavy unit and there's talk of either a
lithium-ion battery on the firewall or an Odyssey
behind the seats. No charging system will be fitted
and a handheld radio powered by the battery will
provide communications.

The Chief project with Scott’s original C-85
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So with the old engine donated to the Chief project
the only thing left to do was install the -90 and
finish off a few minor details...

The original prop was shipped off to Texas to be
blessed and twisted. Originally a 71/48...or at least
stamped so, the idea was to twist it to a 52. Well
Ken had the -90 on in no time and dug up an old
71/52 to use until the prop shop did their thing.

So one Saturday morning in November there we
were running around in circles putting the finishing
touches to the -90 install and eagerly anticipating
the first flight. First a quick engine start, check for
leaks, and we installed the cowl.

Ken gave me specific instructions, "Don't screw
up!" and off I went. Actually Ken patiently told me
what to watch out for and what power settings, etc
to use... and then said "Don't...!I"

If you've never had the opportunity to fly a brand
new engine that only has a few minutes of run time
on it, let's just say it's an experience. All those new
parts are just getting to know each other and there's
an amazing amount of internal friction.

It's absolutely important to run her hard and for as
long as possible before pulling back for landing.
Fine tuning the carb and timing will come later,
right now it's all about that critical first hour.

Engine start, a brisk taxi to the runway and right off
the bat you notice all the vibration. The engine is
running ok, just... tight. A very quick mag check,
pop carb heat, roll out and push the throttle open
and launch.

The nice thing about having to get to full power as
soon as possible is you have less time to worry
about the darn thing quitting on you... although that
isn't far from your thoughts.

Looking at the tach as you break ground and only
seeing 2000 rpm is an eye opener. There is a lot of
vibration, throttle locked at 100% initially yields
just under 2200. Climb baby climb to 2500 and
push the nose over for level flight.

It's important to run hard, which makes heat, so
getting the airspeed up becomes important... think
cooling. Red line on the oil is 225 and | saw a
strong 210 for a while there. After just a few
minutes the tach starts climbing as the initial wear-
in starts to loosen things up. While this happens the
vibration starts to smooth out and within 10 minutes
we're hitting 2500 rpm.

Well the target was 2350 continuous so back goes
the throttle. One hour later, after staying within
gliding range of the runway and it's an expedited
landing to minimize the time spent part throttle.

Back in the hangar and it's off with the cowl for a
long thoughtful look. She's a honey, no question
about it and running like a top. Here a month later
with the prop back from the shop, freshly twisted
and painted, the engine has not quite 20 hours on it
and | can't stop grinning... and telling anyone who
will listen how good she climbs.

Dip Davis gave me the care and feeding of his old
120 in June of 2006. 800 hours or so and a bunch of
help from great people like Ken and Lorraine
Morris the old plane is doing just fine. Next
Summer I'll be back to flying Young Eagles once
again.

C-ya next Summer in Tennessee at the
Convention... I'll probably still be boring everyone
with stories about the 120 and her new engine!

...Scott Ross
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(815) 985-2034  (815) 985-6489

Replace those expensive Cessna cowl latches with
our STC'd units No butchery required. Return to
stock anytime you want your headache back.
Complete shipset costs less than one factory
latch. Available with Phillips, Slotted, or “wing”
type camlocks.

www.CowlLatchSTC.com

Recovering your wing? If your Cessna wing clips
are loose, you can replace them with Pop Rivets
using the Pop Rivet STC!

www.PopRivetSTC.com

Replace your straight stack or pancake mufflers
with Cessna 150 Mufflers using our STC!
www.150MufflerSTC.com

Barnstormer’s Workshop
Restoration and Maintenance
Antique and Classic Aircraft

Barnstormer’s Workshop Phone (770) 227-8282
Peachstate Aerodrome Airport Identifier GA2

401 Jonathan’s Roost Rd. Visit our website
Williamson, Georgia 30292 barnstormersworkshop.com

& aH®KER
WUIARNESS

Scott McPhillips
Phone 815-233-5478
Fax 815-233-5479

Email:info@HookerHarness.com
www.HookerHarness.com

324 E. Stephenson St.
Freeport, IL 61032
STC'd for Installation Cessna 120 - 210-F

AIRCRAFT SPRUCE

OVER 100,000 PARTS FROM ONE SOURCE!
AIRCRAFT PARTS AVIONICS PILOT SUPPLIES
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http://www.hookerharness.com/

2018 Convention Update
September 25th — 30"
Dyersburg, Tenneessee (KDYR)

Primary Convention Hotel Secondary Convention Hotel

Sleep Inn and Suites  (corporate rate $89) Holiday Inn Express (corporate rate $99)
824 Reelfoot Drive, Dyersburg, TN, 38024 822 Reelfoot Dr, Dyersburg, TN 38024
Phone: (731) 287-0248 Phone: (731) 286-1021
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https://www.google.com/search?q=holiday+inn+express+%26+suites+dyersburg+phone&sa=X&ved=0ahUKEwikyYGxnpTZAhVip1kKHaHgAkAQ6BMIqQEwEQ

Tuesday Sept. 25th  Arrival
Wednesday - fly out event & dinner
Thursday - fly out event & dinner
Friday - fly out event & dinner
Saturday - airport events
Sunday Sept. 30th — departure
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W NETERANS' ' MUSEUM

Fly-out to Veteran’s museum. Dyersburg Army Air Base was the largest combat aircrew
training school built during the early years of WWII.
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Fly-out to Discovery Park of America Page 19



UNI-TECH AIR MANAGEMENT SYSTEMS, INC.
13221 Windward Trail - Orland Park, lllinois 60462
708-267-7111

uni-tech@earthlink net
website- THE STROMBERG SPECIALIST.COM

SPECIALISTS IN STROMBERG NA-S3
“CUSTOM CARBURETOR OVERHAULS”

We specialize in overhauling early Stromberg NA-S3A1
& NA-53B carburetors to like “brand new” condition as per
Stromberg Parts & Service Manual specifications.
All units are cleaned, inspected for damage, corrosion or missing
parts, glass bead blasted, aluma-etched and alodined.

All new gaskets, seals, AN hardware, stainless steel needle p/n
P14222 and seat p/n P17247 are installed. Proper main metering jet,
reducer and venturi sizes are installed. Float level set. Stromberg
Factory Service Bulletin #73 installed to raise float bowl vent position
to preciude fuel leakage and dripping (very common in a Stromberg).
A log book entry sheet is included as to work performed. All work is
done by an A&P/IA mechanic (me).

COST:
$975.00 to overhaul your carb.- Or- $1,275.00 outright purchase
(includes $25.00 shipping & handling)

These carburetors fit the early A-85, A-75, A-80, C-75, C-85 & C-90
Continental engines used in J-3s, Champs, Luscombes, T-Crafts,
Ercoupes, C120 & C140 and others . With the "light sport” category
now in effect, a lot of these early aircraft are being resurrected and
restored. It is extremely difficult to find a shop that has the parts and
specializes in doing the Stromberg NA-S3A1 and NA-S3B
carburetors “PROPERLY"

“THIS IS THE ONLY THING THAT WE DO"
Call: Bob Kachergius 708-267-7111 or “E” mail to Fo r Sa Ie
uni-tech@earthlink.net

Our beloved and longtime

member Harley Noe is selling his
Cessna 120 serial #12930 With C-85-12
4487TT
1612SMOH
King KX 155 Nav Com
King KT76 Transponder
Intercom
Cleveland Wheels & Brakes
Cessna 150 Exhaust
May 2018 Annual
Phone 319-377-3311
e-mail harkarnoe@mchsi.com
Asking $15,000

Hi y'all, 4th Nostalgic Air-Picnic

The Fly-In will take place on the first
September weekend (09-01/02-'18).
Wershofen is a glider site (with plenty of
runway, though), but access is restricted.
This requires anyone who wants to fly to
the Wershofen Fly-In to register so the
Wershofen Glider Club can get an official
permit to land for visiting aircraft.
The link is:  https://www.flugtag-
wershofen.de/flieger-
picknick/anmeldung/

Wolfgang D. Schuele wedees@gmx.net
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v — A Word to the Wise
77 & Forwarded from our

Michigan State Reps

Dick and Nicki Acker

178 Seconds to Live

What is it like if you fly in bad weather when you are not an instrument rated pilot. How long can a pilot who
has little or no instrument training expect to live after he flies into bad weather and loses visual contact with
the ground? Researchers at the University of lllinois did some tests and came up with some very interesting
data. Twenty student pilot "guinea pigs" flew into simulated instrument weather, and all went into graveyard
spirals or stall-spins. The outcome differed in only one respect - the time required until control was lost. The
interval ranged from 480 seconds to 20 seconds.

The average time was 178 seconds, two seconds short of three minutes.

Here is the fatal scenario: The sky is overcast and the visibility is poor. That reported five-mile visibility looks
more like two, and you can't judge the height of the overcast. Your altimeter tells you that you are at 1500 feet
but your chart tells you that there's local terrain as high as 1200 feet. There might be a tower nearby because
you're not sure how far off course you are. But you've flown into worse weather than this, so you press on.

You find yourself unconsciously easing back just a bit on the controls to clear those towers. With no warning,
you're in the soup. You peer so hard into the milky white mist that your eyes hurt. You fight the feeling in your
stomach. You try to swallow, only to find your mouth dry. Now you realize you should have waited for better
weather. The appointment was important, but not all that important.

Somewhere a voice is saying, "You've had it, it's all over!"

You now have 178 seconds to live.

Your aircraft feels on even keel but your compass turns slowly. You push a little rudder and add a little
pressure on the controls to stop the turn but this feels unnatural and you return the controls to their original
position. This feels better but now your compass is turning a little faster and your airspeed is increasing
slightly. You scan your instruments for help but what you see looks somewhat unfamiliar. You're sure that this
is just a bad spot in the weather. You'll break out in a few minutes. (But you don't have a few minutes left.)

You now have 100 seconds to live.

You glance at your altimeter and you are shocked to see it unwinding. You're already down to 1200 feet.
Instinctively, you pull back on the controls but the altimeter still unwinds. The engine is into the red and the
airspeed nearly so.

You have 45 seconds to live.
Now you're sweating and shaking. There must be something wrong with the controls; pulling back only moves
the airspeed indicator further into the red. You can hear the wind tearing at the aircraft. You are about to meet
your Maker.

You have 10 seconds to live.
Suddenly you see the ground. The trees rush up at you. You can see the horizon if you turn your head far
enough but it's at a weird angle - you're almost inverted. You open your mouth to scream but ...

You just ran out of seconds.

Think about it next time - before you press on into marginal weather. Page 21
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ﬂpmgm Review...sy ail yall who went

This year our President and Statesman,

Virgil Warren held down the tent again at
Sun-N-Fun. Virgil said there were about 40 members
who stopped by the type tent to check in.
Virgil also coordinated the Thursday evening dinner.

The list of usual suspects included Teri Hull (left)
along with Dave and Gayle Lowe.

Teri Hull getting one last look as she departs.

Page 22
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MORE

Durability Up, Maintenance Down! Cessna's
cll-metal structure is impervious to damp or dry
climates, means maximum safety, minimum main-

tenance. A typical example of Cessna quality!

New Interior Styling with top guaolity two-tone
fabrics ond genuine leather, plus new foam-
rubber seat cushions mounted on no-sag springs,
affords the utmost in beauty and flying comfort.

_SETS THE PACE AGAIN IN 1947 WITH

Airliner-Type Ventilation, Cestna's new nolse-
less, all-weather ventilating system provides
precise, easily adjustable control of air flow
into cabin. Rain-proof in Right or on ground.

Redesigned Instrumant Panel with new uitro-
modern styling ond rheostat light control,
and shock-mounted for longer instrument life,
grecter accuracy. Also enhances interior baauty.

Comfort, MORE Utility, MORE Safety, More for your Money

Jb”;é

New Muffied Exhoust greaty reduces noise
level both inside ond outside the cabin, permits
normal conversation in flight . . . another Cessno
feature that odds to your flying pleasure.

Get off to a flying start on business or
pleasure trips...in winter or summer
...in a Cessna. It's a year-round,
cross-country performer with a cruising
speed over 100 m. p. h.—a range of
more than 450 miles—a service ceil-
ing of 15,500 feet and an 80-pound
luggage capacity. Directional ventila-
tion system makes possible heating
the cabin for comfortable cross-
country winter flying. What's more,

MARCH 1947

with the Cessna patented, safety land-
ing gear, you con take off and land
safely in winds that ground most light
planes.

The Cessna 140 is a fast, clean,
2-place craft, that delivers for only
$3245 (f. 0. b. Wichita). The 120 is
basically identical —minus starter,
generator, battery, flaps and with
less luxurious interior trim—and de-
livers for $2695 (f. o. b. Wichita).

CESSNA 120

Students! Learn to Fly the Plane You'll Buy!

The Cessna 120 is the ideal trainer—the "station
wagon” of the line. Same size os the 140—
all-metal structure —top speed over 120 m. p. h.
~a fine, general uvfility craft with real cross-
country performance. See it at your dealer's!
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I MAIL THIS COUPON NOW... I
Cessna Aircraft Company, Dept. 5 — Wichita, Kansas l

| Please send free literoture on Cessna 140 and 120, |
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International Cessna 120 / 140 Association

Alaska
Jason Mayrand
Alaskal20@gmail.com

Alabama
Blake Mathis
blakemathis@yahoo.com

Arizona
Rob Wiener

rkw55@msn.com

Arkansas
Donis Hamilton
hamilton@grnco.net

California
Randy Thompson
thompsonsair@tds.net

Colorado
Jack Cronin
croninjw@gmail.com

Connecticut
Doug Halley
dhhimh@sbcglobal.net

Michael & Louise Silvester

Mijsv35@aol.com

Delaware

Florida
Mike Smith
mspcfl@comcast.net

Wolfgang Schuele
wedees@gmx.net

Georgia
Christian Vehrs
christian.s.vehrs@delta.com

Hawaii

Idaho
David Hoffman
david@cockpitlights.com

lllinois
Don Alesi
n2084v@comcast.net

State Representatives

Indiana
Lawrence Benson
Lebjer.1@hotmail.com

Justin Pallas

Cessnal20@pallasdesignstudio.com

lowa
Vince & Denise Jackovich

vbifly@aol.com

Kansas
Brett and Tory Swartzendruber
brett@hesstonmachine.com

Kentucky
David Lowe
davidlowe.c140@gmail.com

Louisiana
Maine
Maryland

Fred Lagno
fredlagno@yahoo.com

Massachusetts
Steve Johnson
Stevejohnson02780@gmail.com

Michigan
Dick & Nicki Acker
dnacker@gmail.com

Minnesota
Tom & Jan Norton
Iltomasnorton@hotmail.com

Mississippi
Missouri
Montana
Nebraska

Mark Peterson
flyfast140@gmail.com

Nevada
Geary Keilman

N2422v@aol.com

Josh McDonald
joshcfi@gmail.com

New Hampshire

New Jersey
Debbie Schrek
Debs28@verizon.net

New Mexico
New York

North Carolina
Mac Forbes

weflyl40@aol.com

North Dakota
Mike Paulson
mpaulson@fargojet.com

Ohio
Terri & Bob Hull
xjpilot@gmail.com

Oklahoma

Brad Depee
braddepee@yahoo.com

Oregon
Timothy Mix
cessnafixer@yahoo.com

Pennsylvania
Richard Duncan
Wingthingl @aol.com

Michael Knefley
topcubs@hughes.net

Rhode Island
Bob Berlyn
bberlyn@cox.net

South Carolina
Bo Mabry
swiftbo@islc.net

South Dakota
Bruce & Christine Bowen
bbowen999@aol.com

Tennessee
Brad Haslett
flybrad@yahoo.com

Texas
Ken Dwight
kdwight@swbell.net

Orville Winover

owinover@aol.com

Texas (cont.)

Bob Parks
captbp@gmail.com

Vic White
vwkestrel@gvtc.com

Utah

Vermont
Robert Desrochers
Robert@fairbanksmill.com

Virginia
Jamie Barnhardt
Innovative65@gmail.com

Washington
David & Cathy Sbur
sbur@hei.net

Max Platts
mtplatts@gmail.com
txplatts@Icmail.lcsc.edu

West Virginia
Bill Motsinger
wmotsinger@suddenlink.net

Wisconsin
Matt & Carole Rybarczyk

mattryb@live.com

Wyoming
Frank Mommsen
frank@wyocarb.com

International Reps

Australia
Mike & Virginia Dalton
dalts@bigpond.net.au

Canada
Martin Tanguay
tanguaymartin@videotron.ca

Germany
Wolfgang Schuele

wedees@gmx.net

United Kingdom
lain & Sarah Macdonald
morayflyinggroup@gmail.com

Graham Robson
graham-robson@btconnect.com
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