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Note from the Editor

Itis Spring. Or almost.... Come to think of it, it
just turned to “Winter’ less than a month ago! Oh
Always think positive, and all that stuff!

This issue is the Jan/Feb issue. We were going to
try and get the Membership Directory out for the
January Issue, but decided to put out a Newsletter
with some information for you during this Winter
(almost Spring) time. The Membership Directory will
be next, and can include all the new members and up
to date info on our membership.

On another note, we are working on getting the
online application/renewal process for the member-
ship up and running. This may take a few months, so
we will let you know when that is available.

And now for an Ooops. Last fall I printed an
article submitted by Neal Wright about the Monarch
Gas Caps. | missed printing part of that article, so |
got it in now. My apologies to Neal!

Once again, if anyone has any suggestions for our
Newsletter, or articles they would like to submit,
please feel free! We are always looking for input
from our Membership!

Lorraine
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>>>

FINEST AIRCRAFT

gky DOOR CATCH MADE
Adjustable Tension

? Simple Installation
Rustproof Chrome
“ t c h Lifetime Qua_lity
Fits Streamline |
CESSNA TRI-PACER
LUSCOMBE AERONCA
Cessna 120/140
. o Give MAKE & MopEL
.. .- [YDealerInquiries invited. 100% Guaranteed
Strut clamp & hardware $10

Price $20.25 Each or $39.95 a pair postpaid
Make check payable to

ROMILLY W. TRAVES
Dept. 1, 5555 Columbia Rd., Medina, OH 44256 - 330-723-2778
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www.cessnal20-140.org

www.cessnal20-140.org, The official website of the
International Cessna 120/140 Association,
www.cessnal?0-140.org, offers club information, Officer
and State Rep contacts, membership information, a
guestbook, merchandise and club calendar. The Discus-
sion Forum is a favorite place to communicate with
members. The photo album is available to show off your
“baby.” There are links to member sites, printable
membership applications and merchandise order forms,
and much more. Stop by and sign in.
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Tech Talk - by Victor Grahn
The Required Flight Manual

| got a letter recently that reminded me once again the old
adage, “you never know it all”. This particular bit of
information had to do with “ARROW?”. You know, the old
acronym you learn when you started flying, as in what
needs to be in the airplane paperwork wise to make it legal?
Simple, its “ARROW?”.. Short for Airworthiness Certifi-
cate, Registration, Radio license, Operating Handbook
and Weight and Balance.

Well, as times changed the second “R” for Radio License
has fallen by the wayside. (as long as you stay inside the
Continental United States, your airplane and YOU that is)
However the rest of the now abbreviated AROW needs to
be present and accounted for when you get airborne.

So, to get back to my first paragraph, I’ve always thought
I had it covered. | had one of those official Cessna Pilot
Operating Handbooks in my airplane. | figured if | ever got
ramp checked and the FAA inspector wanted my complete
ARROW(yup, I still got the radio license, looking a little
tattered now and | don’t know why I carry it, but | got it) I’d
whip out that P.O.H. and hand it to him. | would figure
he’d (well “he” could be a she) say, “Yup, that looks like
er” and then I’d go on my merry way.

Well, just when life is looking good, things are easy and
no curve balls in sight, | got this letter in the mail. Turns
out one of our very own long time members is a retired
Cessna Technical Support guy. Cliff Ives out of Kansas saw
my Annual/100hour inspection guide some time back and
was kind enough to point out a “thing or two I’d missed”.

So, thanks to CIiff for pointing out a missing item, at
least to me, the following is information | gleaned from his
letter this past winter.

Turns out our aircraft does have a FAA approved Flight
manual. And it’s not a pamphlet you buy at Univair,
Aircraft Spruce or some other Aviation parts/periodical
sales house, but an honest to goodness Flight Manual.
Signed and Dated just like the “big boys”.

Though the kindness of a couple of guys still manning
the Cessna Tech Help desk I’ve gotten a copy of this flight
manual. It isn’t much, it’s only a page. It basically re-
sembles the data you’d find on the A-768 Type Certificate
front page, but non-the-less, it’s a Flight Manual.

Seems that pre- 1953 aircraft didn’t have placards such as
you see today. These placards can point out flap settings,
flap speeds, “do not spin with flaps extended”, no spins
allowed, emergency gear extension instructions, just all
sorts of stuff. Commaonly referred to today our aircraft are
“Pre-Placarded” aircraft. So, with this in mind, the CAA at
the time had each airframe manufacturer issue a flight
manual with their airplane. Ours, as previously mentioned
is a whopping one to two pages, but, and here’s the kicker
you have to have it to be legal to fly.

Now that | knew such a thing existed | started digging
through the old paperwork I had on my plane and darned if
I didn’t find the original copy. It’s just a little thing,
measuring 5” X 8” with writing front and back.

It says “Flight Manual” right on it and underlined at the
top of the page is “This document must be kept in the

aircraft at all times”. It’s signed and dated 1947, only a few
days after the data plate on the aircraft.

So, how do we get these things? Well you can call
Cessna and order one, 316 517 5800. You will want to tell
them what year your airplane is, what kind, as in; landplane,
skiplane or seaplane.

You of course may already have one and I’m telling you
nothing new. Or, for another source you could look at one
of the last pages in the Association Reference Manual and
there is a copy in there. The copy | received from the Tech
desk at Cessna was dated 1948 Landplane, so I guess these
days that may be a generic Flight manual. It will cost you
about $65 with shipping if you opt to go this route.

After some dialog on the website about this subject a few
other things turned up. Some folks with 1946 models don’t
think they ever had one with the aircraft. | don’t have the
answer for all the years, but | suspect after looking at item
403 in the 120/140 type Certificate (along with NOTE 2
“C”) clearly states a Flight Manual is required equipment
in at least it’s latest revision form. 1I’m thinking since the
Flight Manual | got from Cessna Tech Support was dated
1948 that should be sufficient as “the latest revision”.

One thing that I would include, or check for is that in the
upper left corner of the flight manual is a space for the “N”
number. That is critical. Your “N” number should be typed
there (I wouldn’t write it in) 1’ve been ramp checked with
Business Jets before and the one thing they look for is that
the flight manual is for that particular aircraft. Not the “N”
number of some other aircraft. Or, in the case of Business
Jets, many times when they change hands they go through
an “N” number change (everybody has to have THEIR
specific number you know), so you don’t want to be caught
like we were with the “last N number” on the flight manual.

At any rate, if and when you ever get ramp checked and
the FAA inspector wants to see your “O” in ARROW, you
can whip out this piece of paper and my guess is he/she may
not even know about it. Heck, it’s your turn to shine, you
might get to do a little schoolin’ for a change.

Oh, by the way, | wouldn’t throw away that handy little
pamphlet called a Pilots Operating Handbook. Not only
does it contain a LOT more information and is very useful,
some inspector just might not believe you no matter what
you say and think that you’re pulling their leg, so in which
case you can whip out the POH and show them that too.
For either eventuality, you’ll be covered.

While | was doing this research | noticed that | had two
different issues of the Operating handbook. The first one
that came with my 1947 was dated 1950. It appears to be
correct because on page 17 it shows the proper fuel selector
for my aircraft. Left, Right and Off.

The one that came with my Dad’s 1948 aircraft is dated
1956 and is listed as a reprint. On page 17 it shows the fuel
selector that is proper for his aircraft which is Left, Both,
Right and Off.

As long as we’re checking paper work you may want to
look at that one as well.

-Victor
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One Way to Tucson

Those of you that know me are familiar with how much
I love to fly small planes cross-country. The planning,
anticipation, and carry through of a good trip in a light
plane with limited fuel capacity, and weather/altitude
limitations gives me a great deal of satisfaction and
feeling of accomplishment. My latest adventure in John
Ausley’s Cessna 140 was no exception.

Actually, John recently sold the little Cessna to Harry
Engelhart in Tucson, Arizona who is/was a CFl and
dropped out of flying for a number of years. His son
recently spurred him to get back into the cockpit and that
is what started this story. At John’s suggestion, Harry
called and asked if | would be interested in doing the ferry
flight out to La Cholla Airpark in Northeastern Tucson.
After discussing some of the logistical and financial
arrangements, we agreed that | would bring it out on Sun,
Nov. 6th, weather permitting. My piloting had never
extended west of Lubbock, Texas so the idea of doing
some Mountain Flying was enticing.

Saturday evening, John picked me up and drove me to
Lancaster (LNC) where | got in N40OO8N and relocated her
back to Hillsboro (INJ). Thanks to daylight savings time,
most of my first flight in this plane was after dark but due
to plenty of lighting, | made it fine. Next morning 5:00
a.m. saw me fueling, preflighting, airing tires, and adding
my GPS and VHF Portable to the cockpit. Flight Service
gave me a questionable briefing with Waco at 300'-1/4
mi.. There was a line of IFR conditions from Junction to
Little Rock and INJ had a one degree temp/dew point
spread so ground fog was forming. At 6:15 (daylight), |
rolled the dice and headed West knowing that my first fuel
stop was San Angelo and over two hours away.
Conditions in my direction of flight were OK so it was just
the first few miles that were going to be touchy.

SJT came up on the horizon right on schedule and |
think | must have awakened San Angelo Approach with
my call. Ranger Aviation fueled the 140 for $5.00 per
gallon which was the highest price paid on the whole trip.
Pecos (PEQ) came approx two hours later and, per Jerry
Shelton’s prediction, the FBO was trying to hand me a
free burrito for buying fuel. A V-tailed Bonanza Flying
Couple on the ramp came over and admired the 140.
They were headed north up into Colorado and told me
that the B had taken them to Europe twice. Personally, |
draw the line on flying a single engine over the North
Atlantic,,,,,,,,NO THANKS !!

Leaving Pecos, | started to see mountains on the
horizon. The hour and a half into El Paso’s Horizon
Airport was my first low level flight over or around
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mountains. Every minute was like looking at a

postcard. At Pecos, you give up looking at oil wells for
pure desert. | got chills thinking about having to make an
emergency landing into that environment. Horizon’s FBO
operated out of a mobile home and had a number of
Hangar Flying PIC’s out in the lawn chairs. | saw some
really neat old airplanes back in the hangar. Leaving, |
had to call Departure while still on the ground since |
would be in their airspace on liftoff. | asked for

vectors west across the City and a climb to 6500. The
controller’s instruction was to: Fly runway heading, climb

to six thousand five hundred, turn right at the river.
Thankfully, | picked out the little trickle they call the Rio
Grand out there and managed to turn right before ending
up in Mexico. The little Cessna’s Mode C was inop for
the whole trip and ATC gave me grief about it all along the
way. EP was a really busy place and | was relieved when
they terminated radar service and dumped me back into
the desert headed for Deming. 1-10 headed Southwest
and | headed due West trying to shave as many miles off
the route as possible.

A precautionary fuel stop in Deming only took a few
minutes and | was finally on my last leg into Tucson.
Within 30 minutes, | was climbing trying to keep some
margin of safety between the 140 and those craggy
looking mountains. Finally, at 8,500, | started to believe




that | could get over them. For the remainder of the trip, |
was constantly gauging peaks, and picking passes and low
points for my crossing. | had read so many horror stories
about mountain waves and crushing downdrafts that I'll
admit to being overly cautious. At times | found myself
cheating on the evens-plus-500 rule of westbound VFR
because | caught 9000 on the altimeter a couple of times. |
was told that the flight could be done lower by staying over
[-10 but I wanted to experience the real thing.

Forty five miles out of La Cholla, | requested radar
service from Tucson Approach and caught more grief
about the lack of mode C. As | rounded Rincon Peak
(8600" just East of the City, | saw the setting sun and
Greater Tucson spread out to the Northwest for miles.
Like EP, Tucson approach was really busy and they soon
dumped me with the “radar service terminated—squawk
VFR” verbiage and | was again on my own. | followed the
GPS while skirting the mountains down to 2900' for a
squeaker landing at La Cholla airport at approx 5:15 p.m.
Texas time. Harry was waiting on his new bird and
motioned for me to follow his truck to the tie down
location. Getting my body straightened out after the 831
statute mile and 9.4 tach hour trip wasn'’t easy but two
Miller Lights and a 120z prime rib at The Outback helped.
Getting to know Harry was worth the trip but the desert
air, twinkling stars, and beautiful mountain scenery really
put the cap on a great flying day. It would have been
wonderful to stay a few days and really experience
Tucson, and maybe fly with Harry in the 140 to see him
smile. Unfortunately, | have to get home...........

A night at the Hampton Inn, 6:00 a.m. shuttle to the
airport, and three Southwest plane changes later, | get
into Dallas at 1:50 p.m. John Ausley is
there to meet and drive me back to Hillsboro so the trip is

now complete. Thank God | don’t have to fly
commercially very often........ Southwest took nearly the
same time getting me back to Texas as the 140 would
have. Anyway, another neat log book entry and
memories that will stay with me till | depart this earth. My
first trip West in a light plane, solo, and it went great. I've
got to get back out there sometime and spend a few

days. OK.......... now where can | fly next ??
-Dave Heald
ORIGINAL STYLE DOOR SEAL

I had a run of the original style of
Cessna 120/140 cabin door seal manufactured.
COST: $25.00 per aircraft (20 feet) also fits 190/195
or $1.25 a foot includes shipping.
For a sample send $1.00

BILL RHOADES
Box 51, Northfield, MN 55057

Email: pilotl40@aol.com
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The Monarch 120/140 “PMA’ed” Gas Cap “Emergency Alert”
and evaluation of it, pointing out the errors and hazards

In the summer issue of the International Newsletter, a vastly shortened article of the hazards of using the
Monarch gas cap on some of our planes was printed as a center pamphlet. Those four pages were a
synopsis of the 53 pages submitted to the FAA which led to the FAA forcing Monarch to shut down.
Rather than issuing an AD to ensure every 120/140 owner, now and in the future, knows of the hazards the
members had submitted for the report, the FAA later released an “Emergency Alert”, viewable only on their
web site.

Their “Alert” says: “KEEP USING THE CAPS WHICH MADE YOUR ENGINE QUIT”. And “SUCK
ON THEM ONCE A YEAR AND ALL WILL BE WELL.” The “Alert” forms pages 2 & 3 of this article.
It has been annotated to point out the errors and the hazards, all of which could have been corrected if the
FAA would have contacted anyone who knows the planes, people such as Bill Rhoades or Victor
or...surprise...the author of the article which shut Monarch down or Cessna, with Cessna a phone call away
across town in Wichita. There was no attempt by the FAA to determine if it was correct or complete OR
SAFE!!!

The FAA asked the shipping clerk at Monarch to write a “service letter” as a last gasp of the company. It
was rubber stamped by the FAA as the outline of the “Alert”. It will be painfully obvious that the FAA
totally missed the point of the many owner reports of engine outages caused by the caps.

Rather than making sure that those presently using the Monarch caps would be made aware of the risk and
pointing out that they should not be used, and making sure that all potential second owners were aware of
the hazards, the FAA let the problem continue for all the present owners and those to whom they pass
along the caps.

Skipped in the “Alert” is the consideration that the caps can still down planes because of the cap-created
vacuum in the tanks not allowing adequate venting. There is nothing in the alert that says to not use the
caps for the reasons outlined in the article which caused them to shut down Monarch. To compound that
error, nothing is said about the fact the Alert also does nothing to cure the pressurization feature of the caps
so those who have them will continue to hear the gas tanks tin can. The foolish cletk who made the
comment in the “Alert” about using the BOTH position clearly had not a clue about the complexities of our
planes’ versions, nor did those who passed along the poor advice.

It was a surprise that anyone in the FAA would sanction sucking gasoline through a tube as you would a

malted milk as a yearly test or as an anytime test. We wondered what OSHA or the EPA or any certified
mechanic would think about that.

FAA Gorney, “I am in charge of the input about the Monarchs” in DC, says the FAA guy in Wichita who
signed off the Alert is “feisty” and he is afraid to call him or suggest that the “cure” is incomplete and
wrong. Your taxes in action. I asked Gorney if he thought that sucking gas was safe, and he responded:

“...well, let the mechanic suck,,. he gets paid for it...”.

Some of the “Alert” text and images will appear smeared. Monarch shipped such copies to cap buyers for
years and the FAA scanned it and passed it along, unread and clearly not understood

Recognize that only AD’s are a history resource for a plane to ensure its safety. Service letters and alerts
disappear.

Filed as Monarch alert intern IT ‘05 created for the International may ‘05, revised Nov ‘05
Neal
cougarnfw @aol.com
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COMMENTS underlined and italicized. This is the "FAA Emergency Alert" from their alert website, in answer to
the Monarch gas caps causing planes to have engine stoppages on climbout because the caps have a valve in them
that demands a vacuum in the tank to open the vent of the cap. Some 140's can use them, and some versions cannot.
This Alert appears to be Monarch's response, passed along and blessed by the FAA,. The FAA is passing along
several misleading and dangerous "guides" in this note.  The FAA approved the caps for ALL Cessna 120/140
planes based on inadeqguate data in 1989 contrary to their own rules.

CESSNA
Cessna; Models 120, 140, and 140A airplanes; Monarch; Air Fuel Caps: ATA 2810

The Airframe Propulsion and Services Branch (ACE-118V) of the Aircmaft Certification Office (ACQO),
located in Wichita, Kansas, submitted the following article. (This article is published as it was received. )

Recently the FAA received a Safety Recommendation on Cessna 120, 140, and 1404 model
airplanes that had been equipped with replacement fuel caps provided by Monarch Air. Subsequently,
Monarch issued a Service Bulletin 1200 140-875-2453001 Rev. A, dated Movember 2003, that
descnbes a test procedure for their fuel caps to ensure adexuate venting of fuel caps. The description
below is an excerpt from their Servics Bulletin and 15 recommended being accomplished on an annual
basis for all vented fuel caps. However, the venting pressure requirements may be differsnt for other
vented fuel cap installations. Recently Monarch Air was reported to have ceased operations and we
are providing this to operators who may not have acoess to their Service Bulletins.

FIG. 1 - U-TUBE MANOMETER

1/2 INCH Q0 Tygon(®

CLEAR F'I.ASTIC TUBING fm\
/’ \\ GENTLY 5K ON THIS
ENDOF THE TUBE

~ ? MEASLIRE THIS
+ H4+—NIFFERENCE 1IN
They meant | ' FLINDG LEVELS
petroleum W
Jjelly=Vaseline
| FLLID

From Measurements with vacuum gages, we
know that a person can suck with TWO

HOLD TUBING ON YENT PD_FW INCHES of mercury pressure but here you are.
AND SEALWITH PETROLEUM to regulate your suck to a max value postulated
IR ARFASF

as also wrong, of 0.07 PSI.

This very poor figure is actual, from the Alert and is likely part of the response to the FAA from Monarch, not

corrected by the FAA before release as an Emergency Alert. The reason the text is so smudged is probably due
to making a copy of smudged fax from Monarch with a poor scanner.

2]
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January 2004 FAA AC 43-16A

Table I—Acceptable Manometer Height Readings

Fluid Minimum Acceptable Height — in.  Maximum Acceptable Height — in.
water 056 (X 16) 193(1 15/16)

NOTICE...SUCK ON GASOLINE...I found this sanctioned guideline to be amazing, given the dangers
pasoline 077 (13/16) 26902 11716

of inhaling gasoline fumes and/or swallowing it.
The passfail enterion is defined as follows: The cap passes it it allows air into the bulb after applying
a small vacoum (.02 — 0.07 psi) and it fails if it opens immediately or 1s sealed and does not allow ar
to pass thru and thus vent the tank. These vacuum pressures correspond to the range of height
values, k. shown in Table 1. Caps that open before the minimum pressure 1s reached or fail to open
before the maximum pressure is reached fail this test. Caps that fail this test are to be replaced
before the aireraft is retumed to service. This inspection should be performed every 100-hours of
flight operation or every twelve months, whichever occurs first, and entered in the aircraft log book.

In my report, I made the case that
R the vacuum could combine with
WYENT MRT"‘% attitude to cause engine outage.
' This "approval” or "keep doing it"
strongly proves that the FAA does
not understand the actual reaction to
a vacuum in the tank.

And, I have to ask...why did the
FAA not, if this is an

EMERGENCY Alert...immediately
advise the Cessna web sites and aopa
and cpa and avweb? Now nearly a
vear later, and that has not

happened.

Note that the caps have a
two-way valve,

inhibiting inward venting
and inhibiting outward
venting. The prevention
of non-restricted outward
venting means a full tank
in the sun will swell.

No mention here of any

testfor outard venting. | £16; 3 - MONARCH 875-2453 FUEL CAP

Recommendation

Pilots operating aircraft with a fuel selector that enables them to select both fuel tanks are strongly
encouraged to select this setting for take-of f and landing provided one tank 15 not completely
exhausted. Flight operations with the fuel selector set to “Both™ may cause engine failure when one
tank i1s empty. I have never seen this appear in any airplane mag or club newsletter

I have not yet found any owner who can comprehend why this statement was passed along. Physics says that
two tanks, hydraulically connected via the selector, will exchange fluid until both have the same level. When
one tank is empty, it will immediately receive fuel from the other when Both is selected. To select Both
means as well that if the tank with sufficient fuel such that it will not unport in the pattern has fuel diverted,
then a dangerous situation is set up this way. The comment about causing engine failure when one tank is.
empty when Both is selected is again not true according to hydraulics and physics.

This Emergency Alert is dangerously incorrect. Neal
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PARTS - SALES - RESTORATIONS

CONTACT THE 120/140 SPECIALIST

BISHOP AVIATION LLC

North VVernon Airport
North VVernon, Indiana
812-523-4488

DAVIDBISHOPAVIATION.COM

WORLDWIDE
David E. Bishop
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Fuel Line Chafing

Bill Rhoades sent us a suggestion for something to add to
your annual checklist! He has recently found several in-
stances where the fuel line under the floor tunnel cover has
been rubbing on things. In the photo you will see definite rub
marks! The fuel line was re-routed in the two 140A models |
have checked out, so it may not apply to the A models.

HIGH NOTES”
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DON'T LET THAT
COWL FLAP!

Replace those troublesome, complex
Cowl latches with reliable Camloc®
Fasteners. No cowl butchery required. A
full set of four latches for less than the
price of one original latch.
$189.00 per set postpaid
With Phillips head fasteners.
Add $5.00 for "wing" type
(no tools required to operate)
FAASTC & PMA
W.D. "Dip" Davis
411 Pawnee Trail, Marengo, IL 60152
(815) 568-6811
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Plane and Engine Data, Paper Manuals and CD’s for Records and Information
Cessna 120/140/140A

Records, References, and Resources:

With the value of the planes ever-increasing, it is recommended that the owners invest a little more to have
all the records of the planes and all the resources so as to view the parts of the plane and engine and how
they are put together, knowledge especially valuable when parts must be replaced. More and more, the
A&X’s who work on the planes don’t have the documents listed here.

This article explains which records and manuals are available, how to get them, what the Cessna manuals
cost and the what and whys of the CD’s (Compact Discs).

1. The airplane owner record from the FAA. Free. Downloadable.
2. The Technical Certificate Data Sheets, often referred to as “Certs”. Free. From the FAA. Downloadable.
3. Paper manuals, one for the plane noted as the Cessna 120/140 Parts manual and a like manual for the
140A. There are two which cover the engines as “Continental Engine Parts Manual” and “Continental
Engine Overhaul manual”. These cost money.
4. The “Plane Operation manuals”, And these cost money.
5. Aircraft Records, a listing of the plane from the day it was bom, with all owners and bills of sale in one
file and the features of the plane when purchased as well as all the official changes via 337’s through the
years. These cost less than ten dollars as paper or $6.25 as CD’s from the FAA.
6. The McCurtain CD’s

A CD from McCurtain which contains the scanned 120/140 parts manual file and the 140A parts
manual and the 120/140 Operation manual. $20

A CD from McCurtain with the two Continental manuals noted above, also scanned into .PDF
files. $20

FAA web site, Free Downloads;

By going to the FAA site and filling in your plane number (leave off the N or NC prefix but include the
letter suffix)), you get to this record. No charge. We don’t know if they are ever updated. We submitted
the 337 for the engine change to the O-200 5 plus years ago. http://162.58.35.241/acdatabase/defimg.asp
It proves that you are owner of record and that the numbers are correct. (Or that you are not the owner. A
twin crashed into buildings in New England yesterday....sold two years ago but never re-registered. You can
imagine the law suits, insurance rejections and finger pointing.)

N-number : N7F24.25
Aircraft Serigol Number : 9586
Atrcraft Manufac tuprer » CESSHA
Model : 128
Engine  Manufacturer : CONT WNOTOR
Model : C85 SERIES
Aircraft Year : 194a
Owner Name : YRIGHT NEAL F
Owner Address : 1542 S YOLFE RD
SUNNYYALE, CA, 94887
Registration Date : 16 Dec 1971
Airworthiness Certificate Type S$tondard
Approved Operations : Not Specified

Although you might not be computer-savvy, everybody today knows someone who can
download and print the items listed here.

o
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“Certs” or TCDS’s (Type Certificate Data

Sheets) are good to have. Search:
http://www.airweb.faa.gov/Regulatory_and_Guidance_Librar | |
y/rgMakeModel.nsf/MainFrame?OpenFrameSet Search Help

=

Plane model specific, available from the FAA, such as a cert
for the Cessna 120/140 and another for the 140A (the A data
is also useful for reference for the 120/140).. The certs list
all the standard options as to engines, props, carburetors,
skis, etc.. The certs are Free. There is a cert for the C-85
and one for the C-90/0-200 Continentals and others for the
Lycoming engines and a cert for whatever prop you have
Use the URL above and see the listing which is shown in
the figure to the right.

Type Certificate Daka Sheets

=] Hew TCD# [Last 45 Days)

By Make [TC Holder)
By TCDE Humber

By Product Type
Having these, you can determine which changes can be made
to the plane or engine without the hassle of a field approval
or, sometimes, a 337. The URL just below the title of this
paragraph will get you to this page directly.

By Responsible Offiees

Select “By Make” and see this:

“Bearch #I'ruinu *Hu:t + Expamid AJl ™ Collapse ALl &5 Print Tiew

—_— e e e . e e e e e e e e — _ e e e — e e

Choose C to find Cessna and see the next offering. Note the “Print View” hot link on the right above?
Sometimes, the FAA download stalls and won’t let you go beyond the first page of the category, but if
you invoke the “Print View”, it shows all and lets you scroll.

w Cessna Aircraft Company, The
120 A-762 Rev. 24

1404 243 Rev. 21

—
=
-
=~
=
e

Rev. 34

The 120/140 is a shared Cert and its revision is 34. The revision of the A cert is 21. If you go back to
the menu where you selected “By Make” there is the option of the History By Make. Choose that, and C
and you will see no history for the 120/140 Cert but there are two listed for the A. You can download and
compare the version 21 of 2003 with the version 20 of 1995. I will save you time. The 2003 version adds
the zip code to their address (honest) and page six adds the caveat about not using alcohol fuel.

Manuals, Paper
The “Paper” Cessna 120/140 parts manual is useful. This and the next manuals are available for purchase
on the net, ebay, or from Spruce or Univair.

The paper parts manual for the C-85/90 and O-200 engines shows the assemblies and accessories and every
bolt and nut. There is also an overhaul manual for the C and O-200 engines.

e
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The International Org has a Reference manual for about $45 and it is worth having because it contains so
much “stuff” of value for maintaining the airplane and it gives you a place to store future articles pertinent
to the plane, engine, and accessories.

CD’s for Plane and Engines
The McCurtain CD’s  http://www.mccurtaintg.com/  (don’t skip the tg for Technology Group)

There are two McCurtain CD’s we recommend. The CD for the 120/140/140A contains two files of the
parts manuals for the 120/140 planes, one of which is a scanned copy of the paper parts manual just like
the paper manual with the figures and text at 90 degrees to each other and another in which they turned all
the pages “right side up”. The 120/140 Operating manual is there as well. The parts manual for the 140A
is on the same CD; it is handy even for the 120/140 owners because some of its figures are so much better
than in the 120/140 manual file. This CD costs $20

The second CD is for the Continental C-75, C-85, C-90, and the O-200 engines. Two major files, one
being the overhaul manual which includes many of the limits and the components of the engine and how to
use them. It explains all the features of the engines and how the accessories work. The other file has the

figures of all the components of the engine, including the accessories, down to the last nut, and great
figures. This CD costs $20.

CD advantages
And the reasons you want both the paper manuals and the CD’s? You can carry the paper manuals wherever
you are or need them. The advantage to the CD’s is due to the fact all the files are .PDF type. That means

you can go to any figure and expand it as much as you want, up to 800 percent, and print that special
feature.

Once you have the CD’s, you can transfer the files to the computer, leave them there, and have them
available without having to reload the CD each time.

|

On the left above is the 120 optional wiring at 100 percent which would look the same in the paper manual
and on the right is a segment of it at 200 percent. Being able to expand the figures or parts of them makes
it easier to understand the steps of assembly and the relationships.

Next, an example from the Continental Engine Parts CD is a figure and callouts for the later primer jet
which improves the atomization of the fuel into the induction spider; the “ALL” means that the parts can be
used on all the C engines and the O-200 and other parts codings indicate which parts cannot be used except
for a particular model. A caveat. All the manuals have errors or left-outs.

(3]
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& ;,.__L,* e USABLE

" ON CODE

. / NANA221 Jar, Primer L. ... e 1 ALL

B 19— 20720 Cora, 1/8 Inch Tube .. .. .. 1 ALL

/ AANBOG-2  Nut, Tube Union, T/8 Inch .1 aLL
ﬁﬁ 0

'!""'“"‘k’;’z

Costs:
For the FAA registration record of the plane. Zero. Downloadable.
For the FAA TCDS’s (Certs) for the engine and the plane and the prop. Zero. Downloadable.

A new 120/140 parts manual, paper, is $20
The 120/140 owners manual is $7

The sum for the 120/140 would be $27. The McCurtain CD which has all that is $20 (but both is better).

A new 140A parts manual, paper, is $176. The horrible new cost of the 140A nianual really gives you
incentive to skip it until you find it on ebay or via the club. The A owners manual is $10. The same
McCurtain CD which has the 120/140 manuals includes the A parts manual and costs $20.

The paper Continental engine overhaul manual is $84
“ “  Continental Parts “ is $62.

$146 for them both
The McCurtain engine CD has both the Parts and Engine Overhaul manuals for $20.

For $40, you could have all of the noted manuals, except the 140A operating manual, on the two
McCurtain CD’s.

FAA web site Plane Records/history;

This is the official record of your plane, including the owners, bills of sale, and with the reported 337
changes. All those I have seen also have the original plane feature list. It used to be that you sent in for the
microfiche but if is very hard to read and to get a paper copy, you had to find a reader and printer combo,
almost impossible in ‘05. Today, according to the lady on the phone, microfiche copies are no longer
available but paper copies or CD’s are available.

To get the CD or a “paper” copy, 1-405-954-3116 (central time) or
http://162.58.35.241/e.gov/ND/AirRecordsND.asp

Tell them your plane N number and serial number and address (or fill that in on the web site)

Expect to get the CD or the paper copy and the bill within a few days.

[ 4]
20 - JANUARY/FEBRUARY, 2006 - #331



The bill will say: please send $6.25 for the CD or a cost per the formula for the paper version depending on
how many pages are in the record.

This next figure is the information page of the FAA’s online resource to order the plane’s CD or “paper”
information, Read the bold last line....they send a bill with the CD or the “paper” and do not ask for a
credit card when ordering: A query in Oct ‘05 confirmed that they only take the order for the plane but no
pre-pay. On the internet site, they claim that they will send a bill and do not ask for or want a credit card at
the time of the order.

Request Records
You can mail or fax your request for aircraft records or Request Copies of Aircraft Records online.

Format

You can order paper copies or electronic copies (on CD-ROM) of aircraft records. Each CD-ROM contains
one aircraft record. You can view the CD-ROM files using Adobe Acrobat Reader. We will include a copy
of the latest reader on the CD-ROM.

Most records for aircraft removed from the U.S. Civil Aircraft Register before 1984 are in storage and only
available in paper format. We can retrieve them on request.

CD-ROM
$6.25 per CD ROM (one aircraft record per CD)

If required:
$3.00 to certify the record is true and complete (generally only required for court cases)

Paper

$2.00 search fee, charged for each aircraft record requested

$0.25 for photocopy of first page of records on paper

$0.05 for each successive paper page (an average paper record has 76 pages)
$2.00 if the record must be recalled from Federal Storage

If required:
$3.00 to certify the record is true and complete (generally only required for court cases)

We will send a billing letter with your aircraft records.

This URL takes you right to the page to enter the N number and the Serial number.
http://162.58.35.241/e.gov/ND/AirRecordsND.asp

And you see:
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Request for Copies of Aircraft Records Entry Screen

For more mformation about requesting copies and a schedule of fees click Lee.

My comments are If you click on the hot link "click
italicized and underlined here’, you will see the costs as
shown on the previous page.
Do you mant these Do you need these Iz this for a
records on™ records certified™ Government &ntiby T

What is Cedited
@CD G' Papar {__}‘r“es @ Mo {:}“r"es & Mo

You need to enter both N and Serial.

N-Number: | | Serial # | |

Add aircraft to cart Go to Checkout Cancel all

R ———

I[AS4 Mgt Captl§Ge To Oheckoogt] N Capedd AR

Shopping Cart
For reasons known only by someone who gets paid for making things difficult, the three bottom hot
buttons are goobered until each is clicked on...and then they can be read....what they state I have
repeated in red above them. Empty

When you go to Checkout, the price will be part of the message.

When you move to the “Go To Checkout”, you will see the billing information as here:

For my plane, the “paper” cost would be proportional to the number of pages:

 #of Pages . Besty

Registration - 110 Fa .40
Ainmarthiness - 549

. Total Cost .40

And the CD cost, regardless of the number of pages, would be:

Model #of Pages

120 Registration - 110 FGLES
Ainmorthiness - 549

Total Cost $5.25

(o]
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There is no additional cost for postage (80 plus cents) whatever your order.

According to the FAA web site this morning, 12 Oct ‘05, when you order “paper” you get paper. You
cannot order microfiche any more.

If you order by phone 1-405-954-3116, my “best way”. You get the package and the bill within a few
days. Very pleasant order takers.

Other notes.

I ordered my plane records on microfiche several years ago (the only offering) and found that locating a
microfiche machine coupled to a printer is very difficult and the resource to me then has been discarded. It
cost me between 20 and 30 dollars to make copies of the microfiche and was very slow, taking hours.

My recommendation? Even if you have the microfiche, get the information on the CD. With it, you can
use the computer to print out a selected page, and reading the information from the CD is much easier.

CD contents;

Format: Each CD ROM will contain Adobe [ Adobe Acrobat Reader
Acrobat Reader, and depending on the T HEE

specific aircraft record, [ ] irworthiness pdf

it may contain an Airworthiness file_, a

Registration file, a Suspense file, or any D Readle. pdf
combination of the three files. s :

The Airworthiness file contains D-» Eem.ﬂ Falin i

airworthiness information, such as
airworthiness applications, airworthiness
certificates, major repair and alteration forms, etc.

The Registration file contains registration and recordation
information, such as bills of sale, aircraft registration applications,
security agreements, releases, etc.

“Airworthiness” starts with the equipment list at the factory, and the W&B at that time as well. Annuals,
operational limitations, 337’s for prop changes and radios and re-doing the wing coverings and changing to
a new Scott 3200 tailwheel are there.

Blank pages:

You will see blank pages and wonder why they included them. They have no choice but to copy both sides
of every submittal and many of the back sides will be blank (actually, you will be confused until you
realize that the text on some blank pages is actually the front side printing).

Records:
Having either version of these records could be of extreme importance for those with missing log books.

A caveat.

Every manual has errors or left-outs or lists the newer part number but fails to mention the older part
number. Use them but don’t bet big money on whether they are right. For example, for the Continental
parts manual, the figure showing the carburetor shows the Stromberg, but the only callout for a carb is for
the Marvel. Cessna is the same in that they neglect to call out the original 3-way fuel selector but do show
and call out the four-way selector. Catalogs for years stated that the big brakes on the first planes were on
serial numbers zero to 1200; no, they were used on the first 1200 made, starting at serial number 8001.
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The files on the CD;s are in the .PDF format which means you can bring up a figure on one and it looks
exactly like a page in the paper manual because that was its genesis. The manuals were scanned page for
page from the paper manuals except that they are all right side up whereas in the paper manuals the figures
are rotated 90 degrees from those of text with the part numbers.

Copying a figure or section from the CD, one can take that file to a program which allows highlighting the
features or pluck a part and expand that and accentuate it. To do the equivalent with just the paper manual,
off to the Kinko’s copy place, take the manual apart so as to get flat copies, make the copies, put the
manual back together, and home to hand color or not and then send via the PO or scan. With the
representation above, one can say to look at the yellow grass cutter.

All in one folder on the computer hard drive, transferred from the CD’s:

TH C120 Oper Manual PDF
T C120 Parts VIEW .PDF
T C1404 Parts Manual PDF
'@ Engine overhaul manual .PDF
\ @ Engine partsfaccesﬁgDF
- m 72425 CD from the FAA
D': Airworthiness. pdf

[ ] Registration.pdf

If you spot an error or see something that should be added or changed, let me know for the next version.
Neal filed as CD’s & manuals Nov ‘05

Neal F. Wright Cougarnfw @aol.com ©
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Your Name

Application for Membership

International Cessna 120/140 Association
P.O. Box 830092 « Richardson, TX 75083-0092 DATE

Phone No. ( )

Street or Box No.

E-Mail:

City

State ZIP

| am a Future Owner

120 140 140A

Past Owner

Others (specify)

Present Owner

If present owner, please give the following information:

N Year Engine

Your prime interests in joining: Maintenance

Engine Mods Parts Fly-ins

*Family Membership add $5.00

ANNUAL DUES - $25.00* (U.S. Currency) - Overseas Members add $10 for Postage (Total $35)

PRINTED FOR MEMBERS OF THE INTERNATIONAL CESSNA
120/140 ASSOCIATION. INFORMATION MAY BE REPRINTED
PROVIDED CREDIT IS GIVEN TO THE ASSOCIATION.

B Active STC's &

C-85 Carburetor STC
David Lowe - 270-736-9051
Continental 0200 120/140

Gary Rice - 361-643-4330
Continental 0200 - 120/140/140A
Randy Thompson - 530-357-5440

Alternator Installation
Fred Lagno - 410-827-7896

Cessna 150 Exhaust

Walt Thomas - 410-544-7670
Shoulder Harness Installation
Jack Hooker - 815-233-5478
Vortex Generators

Cub Crafters - 887-484-7865, Ext. 209

Cowl Fasteners
Dip Davis - 815-568-6811

NEWSLETTER
ADVERTISING RATES

Full Page
1 Issue 3lssues 7 lIssues 12 Issues
$140.00 $135.00 $128.00 $125.00/issue

1/2 Page

78.00 75.00 72.00 70.00
1/4 Page

48.00 43.00 40.00 38.00
1/6 Page

39.00 35.00 32.00 30.00
1/8 Page

30.00 27.00 24.00 22.00
1/10 Page

26.00 23.00 20.00 18.00
1/16 Page

18.00 15.00 12.00 10.00
Above rates are for camera ready material. Additional
charges for layout available upon request.

Deadline: First of each month.
Terms: Payable upon receipt of invoice. Classified Ads
from members to sell parts or planes are free.

Ralph Campbell passed away December 11, 2005 at age 92. He
was a regular fixture at our conventions with his “Cub Yellow” 140 with
many modifications. It won the“Most Modified” award several times. In
1987 Ralph hosted our annual convention in Gardner, KS.

Every year he would go to Oshkosh weeks early to help get the fly-in
ready, especially in the maintenance area. One year | broke my tail-
wheel tie-down trying to get it into the Oshkosh ‘turf.” Ralph came
through with one that would have easily held down a DC-3! And
installed it, too. At “88 in 88” in Monticello, lowa, Ralph was unable to fly
his 140 to Oshkosh following an ‘problem’ landing.’ Clare & | gave him a
lift back in our van. A while later he sent us a plaque titled “Air Rescue”
that he had made himself. Very thoughtful and we still have it displayed.
We will all miss him. - J. Warren

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.

ComputerComenynobatteviesalloned!

Here are the questions for this months issue. Be sure to check out the April/

May 2006 newsletter for the answers.

Question: You are flying at an altitude of 7500 feet; your IAS is 105 mph;
temperature is +15 degrees C; distance traveled is 256 miles;
fuel consumption is 11.5 gph; wind is 0 mph; How much fuel will
be burned?

Question: If an aircraft burns 8.5 gallons per hour for 2:00, how many
gallons of fuel were burned?

Answers for the questions from the last issue:

1. Climbing at 450 feet per minute for 8 minutes, how much altitude would be

gained? Answer: 3,600 feet.

2. An aircraft has to lose 8,000 feet in 19 minutes. What is the rate of

descent that is needed? Answer: 420 feet per minute.

How did you do? Congratulations George Bryant! You are the ONLY one

that sent me a correct answer!
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International Cessna
120/140 Association

Box 830092, Richardson, TX 75083-0092

INTERNATIONAL CESSNA 120/140 ASSOCIATION U.S.P.S. 6602-70
Published monthly by Joy Warren, 1009 Porter Rd., White Lake, Ml 48383.
Subscription rates $25 per year included in annual membership dues.
Periodicals postage paid at Milford, Ml 48381. POSTMASTER: Send address
changes to the INTERNATIONAL CESSNA 120/140 ASSN., BOX 830092,
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Great Service...
Great Rates!

B EAA-Vintage Aircraft
Association Approved Insurance
Program

B We write all types of general
aviation insurance for aircraft,
hangars, airports, corporate
jets, helicopters and aerial
applicators

The best is affordable.
Give AUA a call - it's FREE!

800-727-3823

Remember,
We're Better Together!

Fly with the
pros...fly with
AUA Inc.

PERIODICALS
U.S. POSTAGE
PAID
MILFORD MI
48381

STC'd for C-120/140s

JACK HOOKER
Phone: 815-233-5478
Fax: 815-233-5479

Email: info@hookerharness.com
www.hookerharness.com

324 E. Stephenson St. - Freeport, IL 61032

Wheel Pants $600 pr.
Mounting Plates $200 pr.

+ Shipping & Handling

Carbon Fiber Wheel Pants
and Mounting Plates

www.lahtiaerospace.com

Lahti Aerospace, Inc.

2971 Sleaford Dr.

Waterford, M1 48329

Office: 248-886-8826

Fax: 248-942-3849

Email: matt@Ilahtiaerospace.com

Weigh less than 2 Ibs. ea. Lighter and Sturdier than original metal wheel pants.
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31%t Annual Convention - International Cessna 120/140 Association
FARIBAULT, MINNESOTA
September 27-October 1, 2006
Plan Ahead!

Come Join Us?

If you're ever out on a Sunday morning, listen for our Breakfast
Club on 122.75 at 8 am (Chicago area). We go all over the place!
See ya later. Gary Latronica.

FOURTH SUNDAY OF EVERY MONTH
Riverside Flabob “International” Airport (RIR)
Breakfast at the Silver Wings Cafe.

TEXAS & SOUTHERN OKLAHOMA

BREAKFAST/LUNCH SCHEDULE
Most every Sunday the group from Texas and
Southern Oklahoma gets together for breakfast about
8:30 at the scheduled airport. Here is their schedule:

1st Sunday - Lake Texoma

2nd Sunday -  Lake Murray

3rd Sunday -  Cedar Mills, at Pelican Bay,
Texas side of Lake Texoma

4th Sunday - Hicks Field (T67)

5th Sunday - Hicks Field again

Call Leonard Richey, 940-627-1883, for more info.
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