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Note from the Editor
that were given by other website members
and I am reprinting them here. They all have
great information in them and may be useful
to members that either missed them on the
website, or don’t go to the website.  Please
let me know via email feedback if you like
this feature. (Or don’t like it).  And if you
are one of the above that doesn’t use the
computer, my phone still works for feedback!

Mail Bag - And now on a light note…
The following is an email I received, and I
laughed so HARD, I just had to pass it on!
I removed as many of the identifying
characteristics as possible.  Well… it speaks
for itself!

Hello,
Could you please remove my name from your
mailing list?   Name removed (and his mouse
infested airplane) left my residence last winter, but I
continue to receive a dizzying amount of aviation
material for him. If you could also delete my name
from the web site also that would be great.
Thank you.

As this edition of the International Cessna 120/140
Association Newsletter reaches you, the
AirVenture Convention in Oshkosh Wisconson will
be over.  I hope you made it and I hope you had fun!
It is always a sensory overload for me!

Highland Profile - There were
many positive comments about last month’s
Member Profile.  I hope you can make the
convention, because Jerry and Kelly
Highland sent me a tape of their exploits
that I will bring to Faribault for viewing.
It has also sparked the question, ‘What is a
J Hook takeoff?’.  I must get ahold of
Jerry to find that out!

Q&A - Many of our members are not
active on the Associations website.  They
either don’t have a computer, don’t know
how to run the one they have (my husband),
don’t have time, or don’t care.  In this
issue, I am going to try something
different.  I went through the Website
Forums and picked a few questions that
were submitted.  Then I took the answers

Member Gene Morris, TX, sends us these pictures of his Cessna 140 rudder pedal.  The plane had
been sitting un-flown for years when he purchased it.  Imagine his surprise when he discovered that
he got a free screwdriver with his airplane.

FREE SCREWDRIVER
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Every now and then you meet somebody who uses their
Cessna 120/140 in a unique way.  Most of the time, your
reaction is something like, ‘Huh, That’s neat!’ 

And there is the one where you stop, clean out your
ears and say, ‘You do WHAT with your airplane?’  This is
one of those stories….

Meet Ken Tengesdal.  Ken is one of only four (4)
International Cessna 120/140 Association members from
North Dakota.  When I met Ken at the Omaha Conven-
tion is 2005, he told me a bit about his 120 adventures
and I had to stop, clean out my ears and say, ‘You do
WHAT? with your 120?  This I just gotta hear!’

Ken learned to fly in 1967 in a 150.  He got his Cessna
120 in 1976 and puts about 100 to 150 hours a year on it. 
In 1979 some local sunflower growers were having
trouble with the blackbird population eating all the
profits from their sunflowers crops.  Ken was asked to go
up in his 120 and ‘Do Something About it!’

Since then, every fall from August 1st through the end
of the harvest, one of Ken’s jobs is to get in his 120 and
shoot blackbirds out of the window with his shotgun! 
Yes, you read that right!  He shoots birds out of his
airplane!  Ken says his blackbirds are like the starlings of
the Midwest.  (If you have ever seen the flocks of star-
lings in central Illinois, then you can relate!  Sometimes
the whole sky turns black and it is like a scene out of the
movie The Birds.)

Over the last 25 years, Ken now has it down to a
science.

The area around Ken is considered Prairie Pot Hole
region. A little info from internet: 

The Prairie Pothole Region of North America stretches
from Alberta, Saskatchewan, and Manitoba in Canada to
Montana, North Dakota, South Dakota, Nebraska,
Minnesota, and Iowa. Prairie “potholes” are wetlands
that fill with snowmelt and rain in the spring. Some of
these wetlands are temporary and others are semi-
permanent. They support more than 50% of North
American migratory waterfowl, and they mediate flood-
ing by absorbing enormous amounts of water. Because
this region is highly productive, more than half of all
prairie pothole wetlands have been drained or altered for
agricultural use.  

As Ken says, ‘There is lots of water everywhere’. 
Birds are attracted to sunflowers. Many of the farmers

that plant sunflowers are planting the kind that are used
for cooking oil.  The other type of sunflower is a ‘confec-
tion’ sunflower (like what people eat).  The birds won’t
bother that type of sunflower till the end of the season
unless it is the only type in the area.  The sunflowers are
planted in fields on what they call a quarter, or 160 acres,
or ½ mile squares and the farmers he takes care of are
about 25 miles away from his airfield. 

He will be in the plane by 9am, and make his blackbird

rounds till about noon.  Then he will help the farmers
harvest the crops for the rest of the day.  The next morn-
ing, he will finish the blackbird rounds.  After the crops
are all in, he will devote about 6 hours per day to his
blackbird elimination rounds till the Sunflowers are all
harvested. He will put in about 110 hours from August
Through October, and expend  about 4000 shells.

He doesn’t go up before 9 am, or in the evening. 
During those times he has the sun in his eyes, and if he is
shooting into the sun, he can’t see the birds, and ends up
flying through them.  He says he has had times where he
has inadvertently flown through a flock, and after that
you have to land and clean off the windshield so you can
see before continuing.  (Ick!)  He has now learned that if
you keep everything off to the side, you never fly into the
flocks of birds.

Ken uses only 2 – 3 rounds per pass through the field. 
He will make a pass down the side of the field then come
back around down the center to see if there is any birds
left in that field.  Sometimes he will have to do it twice
because he says they get smart occasionally and will not
come up on the first pass. After he assesses the field, he
may have to unload a few more rounds if they are still
around.  He never spends more than 10 minutes on a field
because after 10 minutes they will get used to you and
not come up.

Ken says that at times, the flocks of birds are so large
that you can see the dark clouds (birds) from 4 miles
away.  There is both a local blackbird population as well
as a migratory population.  Ken has a waiver/license to
shoot migratory birds.  As far as he knows, he is the only

������ �������:

Ken Tengesdal
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one doing this kind of thing.  On another note, he says
that he can’t get insurance because of the outrageous
commercial operation he does!

A side by side plane is essential for this operation
(tandem seating is too narrow).  He fires the shotgun out
the left window, (which has been disconnected so it
opens fully) and keeps a stopwatch and a pad of paper on
the right seat.  The stop watch is used to keep track of the
time spent in each field.  This is noted on the pad of
paper, along with the number of shells expended on those
fields.  Billing for the farmers is more accurate this way. 

Ken likes the 120 because it has a wide enough cabin
to store all his required equipment and the cabin has no
exposed cables and holes for shells and casings to fall
down or interfere with.  Weight is low and there is lots of
room and good visibility.  Since there is no flap handle,
there is less stuff in the cabin to get in the way of his
work.

I asked him if it really makes that much difference.  He
said the farmers keep asking him to come back, so it must
be doing something!  Ken’s 120 wasn’t flyable in 2005,
(which is why he was at the Convention), and he said the
farmers noticed more damage than the previous year, so
they have asked him to get the plane fixed and start
shooting!

I asked him if he had any pictures of his work, and he
said his hands were too busy to take them!  He did have a
friend rig up a video camera, and the pictures here are
taken from the video.
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(Excerpts from Dennis
Pearce’s 3/29/98 Wichita
Eagle article, submitted by
Tom Teegarden)

The title is not a mis-
print!  Mort Brown did fly
that many different Cessna
piston engine aircraft
between 1938 and his 1972
retirement from the chief
production test pilot
position at Cessna’s
Wichita manufacturing
facility.

Brown, now an alert 90
year old, has many interest-
ing flying stories to relate.
After serving in the Marine
Corps, he got his wings at
the Santa Clara, CA Eddie
Martin Flying School.
With his new commercial
ticket he got various flying
jobs in this home town of
Denver.  While working at

Mort Brown flew 14,000 Cessnas

Dave Wilson’s Flying School, he met Cessna’s C.E.O., Duane Wallace.  He and Wallace became fast friends which
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resulted in Brown’s move to Wichita as the new sales
manager.  Economical times were still very tight in 1938
and Brown found himself selling the aircraft, doing the
production flight testing, delivering the plane and collect-
ing the money!  The collection was necessary to place
funds in the coffers with which to purchase more compo-
nent parts to build the next airplane.  Brown convinced
Wallace to hire a full time sales manager to free him for
his first love, that of test flying each airplane as it rolled
off the assembly line.  With pre-WWII orders and
Cessna’s general success, Brown became chief of a staff
of at least six production flight test pilots.  “We’d start
with a good ‘walk around’ look at the plane.  We were
after all, the first person to take the pane into the air.”  In
less complex airplanes the performance testing, instru-
ment checking, rigging and other checks could be accom-
plished in as little as an hour. More complex aircraft
could take all day.

He tried his best to instill the practice of not allowing
customer or sales pressures to rush his test pilots into
missing on of the many procedures.

On one occasion, a customer was pressing for a rapid
test on his new 310.  As he impatiently waited, the test
pilot checked fuel flow from only one tank.  Unfortu-
nately, flow from the other tank was blocked due to a
faulty part and the results were an unscheduled landing
with damage.

One of Brown’s memorable experiences occurred
when the entire yoke came out in his hand on the new
337’s climb-out.  Continuing to a safe altitude and
performing extensive experimentation with the trim and
power prepared him for a landing at Wichita’s
McConnell AFB.  “McConnell’s 21,000’ gave me a little
more sidewalk.  I got it down OK!”  An important bolt
had fallen out due to a loose or non-existent nut.

Production flight testing was always done only in VFR
conditions.  There were times that the pilots flew from
dawn to dark seven days a week to fulfill government and
other committed orders.  Brown estimates that he flew at
least 14,000 of the 85,000 Cessnas produced between
1938 and 1972.  Did he have favorites?  Yes, he admits
the 195 was the most comfortable and best cross country
airplane he ever flew.

“The 5,000, or so, 120-140 series were the easiest
production run.  They usually only required no more than
an hour of testing.

Mort Brown’s 23 log books detailing an excess of
20,000 hours starting with a half hour in Marshall
Missouri, it would make for interesting reading.

The 90 year old ex-Marine, ex-test pilot still lives in
Wichita and occasionally gets a ride with well known
pilots Rod Huckins & Dave Blanton.

(Ed. Note:  My friend, Coyle Schwab, C-195 Club
President, flew down to see Mort and got the pictures.
Mort did the final flight testing on Coyle’s 195 almost 60
years before this pictures was taken.  Coyle asked him
why his test flight was so much longer than other 195’s
he has looked at and Mort said, ‘Oh, those 195’s some-
times had trouble with the heaters and those took longer
to trouble shoot’.)

Q & A - Tech Questions
Q & A The following are some questions and
answers taken from the forums on the
International Cessna 120/140 Association’s Official
Website, www.cessna120-149.org
(Some editing may occur for brevity, clarity or
spelling).

EMPTY WEIGHT
Q.  Does “empty” mean no fuel, no oil and no
seats? Why are the seats listed in the certificate
for the 140 in the balance calculation if they were
in the plane as the weight and balance was
calculated?

Just trying to figure out the differences on my
plane “empty” now (990lbs) and “empty” 1973
(970 lbs). And I know the wings with the cotton and
dope was heavier than the Poly Fiber I used now.
Every-thing except paint should be the same as
1973. WP
A. Empty Weight— per the FAA:
The empty weight of an aircraft includes all
operating equipment that has a fixed location and
is actually installed in the aircraft. It includes the
weight of the airframe, powerplant, required
equipment, optional and special equipment, fixed
ballast, full engine coolant, hydraulic fluid,
residual fuel, and oil. Additional information
regarding fluids that may be contained in the
aircraft systems and must be included in the empty
weight will be indicated in the pertinent Aircraft
Specifications or Type Certificate.

I’ve seen or “heard” of several different ways of
doing the weight check.

Yes your seats need to stay in the airplane, as do
the radios, seat belts, basically anything attached
to the airplane.

What is probably most important is to weigh the
aircraft the same every time. We always note on
the weight and balance sheet if we had full engine
oil, removed all pilot equipment (headsets, charts,
snacks (food), spare oil containers, cleaning
supplies etc as a note stating “all non-essential
items removed” or something to that effect.

Mostly it has been full engine oil, and either all
fuel removed or “un-usable fuel” still left in. The
way to do that is either to drain out every drop of
fuel, then you have “residual fuel”.

Or to get “un-usable fuel” then you level the
aircraft, open the fuel line at the carb and drain
all the fuel out that way. You will still be able to
drain fuel out of the wing tank drains, but you
leave it in.

Then re-fill the tanks after you are done
weighing the aircraft you will accurately know how
much “usable fuel” you actually have available to
you in flight.

I’ve seen many times where aircraft are weighed
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with full fuel and then the “usable fuel” is
subtracted out of the equation by math.

It just has happened to me numerous times
where a debate will arise as to how much fuel to
subtract, weight wise, then that tends to throw
your numbers off. I’ve never been convinced that’s
the best way to weigh an aircraft, due to the
number of times I’ve weighed them afterwards,
either empty of fuel or with actual “un-usable
fuel” on board where the numbers would be
different. Enough to make me not want to weigh
aircraft with “full fuel”. Too much tendency for
“numbers hanky-panky” for my taste.

Obviously the greater the amount of fuel, the
more room there is for error.

You will find that one main wheel will have a
little more weight on it than the other. This seems
to be more normal than to have both main wheels
have the same weight.

Typically some of the Jets I’ve weighed in the 10,000
to 30,000 empty weight range would be 1,000 to over
2,000 more pounds on one gear than the other.

Little airplanes you probably will see the
difference in the 10-50 pound range.

I guess if there is one rule of thumb, check the
Type Certificate, then the POH or the flight
manual. Those list the empty weight requirements
for most airplanes. Unfortunately, our Type Cert is
pretty basic and other than the bare essentials
doesn’t cover very much of this, some required
equipment and a few other notes is about all.

Then it all equates to “what needs to be in the
airplane to actually make it fly” MINUS the pilots
and their items and the fuel.  VG

Oil Pump Losing Prime
Q. Problem: My C140 with C85 (1400 SMOH) lost
prime on the oil pump and would not show oil
pressure on start-up after sitting for a week. My
AME pulled the oil PRV to check contamination on
seat, and noted the seat seams to have lines/
checks on it. I pumped 15w50 Aeroshell into the oil
pressure gauge nipple at the case and hand
propped to get oil to the rocker arms, then started
and pressure came up to 40 psi on idle at 5 degrees
C OAT (Yukon spring!).

It has done this once or twice before (in five years)
after sitting for a long time - 2 to 3 weeks in hot
weather. Other info: oil pressure is normally good
(hot) at idle and cruise - 30 to 45 psi; use 15w50; oil
filter installed in last 25 hours; there was no
blockage in the oil pressure gauge feeder line.

I note in a previous post on 2005 July 20 that
D.O. had this problem but there is no conclusion in
the forum. RT’s post seems to give the best info
‘Air leaks in the pump housing or pick-up tube
would promote loss of prime and subsequent
ability to self prime’.

Any advice on where to start the search? Is it a
big job to replace the pump?   FN

A1. We put a honed cyl on and tried to hand prop
to get oil pressure, but oil never seemed to
pressurize.  I read a lot on this page about this and
suggested to get some oil in to the oil pump via the
oil temp bulb. But my mechanic just filled the oil
filler tube to the very top. And after a few revs on
the prop, the pressure was there. To get the extra
oil out was easy because we put the quick drain on
before oil change.

A worn seat on the oil pressure bypass will only
drain the oil in the left galley back into the sump.
The oil pump will still maintain it’s prime. A worn
seat could keep you from getting good oil pressure
as it would be bypassing at too low a pressure. The
bypass is on the end of the oil pressure path and
when it opens it puts oil on the accessory gears
and then it flows into the sump.  WP
A2. In the 29 years I’ve owned my 120 I never had an oil
pump prime problem...until last week. If it were not for
this problem being discussed in this forum, I would
probably be tearing down my engine right now.

During my annual I decided to remove the oil
screen to comply with the oil filter STC. I had the
screen off for about an hour while I de-soldered it,
perhaps that’s how I lost prime.

I tried squirting oil in the temp hole and the oil
filter hole, but could only get 2 or 3 squirts in
before it started to run out, even with a rubber
hose on my oil can to get in deep. I filled the oil
filter with oil before installing, and even squirted
oil in the pressure regulator housing. Then I started
to get worried. I cleaned the regulator seat and
plunger, tested the gauge, cleaned out the gauge
line and dropped the oil tank to check the suction
tube, all to no avail.

Looking at my engine manual I could see that the
highest point available to pour oil to prime the pump
was through the oil galley that feeds the oil filter. I
removed the oil filter bracket assembly and squirted
about 3 ounces of oil in the upper hole while turning
the prop backwards...Viola, that did the trick! I
checked the following day and still had prime.

This was a lot more involved than some of the
other experiences I have read about in this forum,
although I suspected that prime was the problem, I
did start to get nervous when all the fixes I had
read about didn’t work. As I said before, if it
weren’t for this forum giving me a heads up, I’d be
an unhappy camper right now.   KW
Follow up: I thought that since I started this string
I should let everybody know what I have done to
solve the problem.

First, I removed and cleaned the spring/plunger
pressure regulator near the screen housing. I
pulled the line to the oil pressure gauge off at the
case fitting and pumped about 6 oz of oil into the
system with a thumb-pump type oil can with 1/8
inch plastic tube attached, and at the same time
swung the prop. With a rocker cover off, oil came
out the top.
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I started the engine and oil pressure was instant,
35 psi on idle with throttle off (4-500rpm).

I let it sit for a week, and started again - oil
pressure normal in 5-10seconds.

I let it sit another week - good pressure on start-up.
Just to be thorough, I pulled the oil tank off and

inspected the suction tube etc - all looks good.
Changed the oil and filter, re-assembled, refilled
the oil, and started up - oil pressure normal in
about 10-15 seconds (put some oil in the filter
before installing.

So my conclusion?  Not sure. I think that the seat
for the oil pressure regulator plunger looked
eroded/rough and may have had a piece of carbon
or something in it.

Does anybody have experience with damage/
erosion to the seat, and does it normally need to
be ground when an overhaul is done?

Thanks to everybody for your help. We are flying
again and keeping an eye on the oil pressure!!  FN

Windshield Installation
Q. Can anyone give be an idea what it would cost
to have a new windshield installed on ’47 140? Is
there any possibility of other issues arising from
the windshield replacement process? For instance,
is there any significant chance of the paint being
damaged?  Any idea what an A & P is going to hit
me for to install a $375 CeeBaily windshield? Is the
installation something that can be performed
without complication- i.e. ruining the paint,
cracking the dash, etc.?  MZ
A1.  OK , I’ll bite.. If the windshield has been
replaced before it more than likely will have
screws rather than rivets. If it has rivets, you will
be drilling. If you take a razor blade and score the
paint along the windshield retaining strip, you may
get away without the paint chipping off when the
strip is removed. Also there is a tool to score
around the rivets for the same reason.

I have never seen any replacement windshield
that fit without trimming. Some less than others.
I normally go back with 6/32 rivnuts and screws ,
so count and order enough for the job and have
them on hand before you start. Have the rivnut
tool also. Make sure you clean out all the old
sealants and dirt from the channels.

Depending on how much trimming has to be
done, The job can take 6 hours or so to do. I use a
belt sander to trim with and an 80 grit sanding disc
on my air drill for the final trim, then 220
sandpaper to round the edges smooth.   My shop
rate is $60 / hour, so $360 plus materials.   If paint
touch up is required the cost goes up. There is a
reason A&P’s charge for their services.  JS
A2.  I like the Cee Bailey because of their round
shape. It also adds strength to the windscreen. The
.125 is the regular size and is fine. The sheets of
plexiglass vary in thickness anyway and you usually

end up with one thicker than 1/8 inch. I have
never ordered a thick one on purpose but once I
got one that was considerably thicker than normal
and it was bear to install. Weight is always a
consideration so I like the regular thickness.  RT

Vortex Generators

Q.  Is there an STC’d set of VGs for a C140? I have
metal wings and wonder if anyone has any
feedback about them.   SN

A.  I put the generators on my 120 three years ago.
STC # SA00123SE, from Aeronautical Testing Services,
Inc., 18820 59th Drive NE, Arlington, WA 98223.
I believe there are others available now, too.

My wings are fabric, but the STC does not
distinguish between metal or fabric. I have not
performed any critical measurement performance
tests, but I do notice a significant improvement in
lower stall speed. Once the stall comes up,
however, it goes rapidly.

With these VG’s installed, I have been able to
“slow fly” to the extent that the airspeed is
useless – the needle is down in the blank space. I
like to operate out of short fields, and I put them
on simply as another safety factor. Believe they
would be good safety factor for mountain flying,
too, which I hope to get back into if FAA will ever
re-certify me.

The VGs just “glue on” on top of wing maybe 5-6"
from leading edge. Don’t remember exact cost,
but believe it was less than $1000. Since I bought
these several years ago, the cost is probably less
now. The STC I used does not have anything on the
tail, however, I have seen others, for example an
Aeronca, that did use them on tail.

Whichever STC is used, I, too, believe it is a good
thing to do. HW

Starting a Hot Engine

Q.  Its so easy to start the 140A C 90-12F
Continental “ cold “ engine.  With few strokes the
engine starts up an run easily.  I have problems
when I cut the engine and I need to start it again
and the engine is still hot. As a tropical country the
temperature is always between 65 F to 85 F and
we have no problems with “ cold weather” . What
is the better way to start a hot engine? If I know
that I will have to start the engine again is better
to cut the magnetos or mixture?  SAP

A.  The most important thing is to not prime on a
restart hot. Shutting down with the mixture is best
as it does not load the engine with fuel like killing
the mags will. If you miss a hot start it is likely
flooded. To cure this open the the throttle while
you crank and when it starts bring it back to an
idle. The open throttle will not pull in more fuel
and you will get mostly air so a rich condition will
turn in to a lean mixture and it should start.  R.T.



10 - AUGUST/SEPTEMBER 2006 - #335



#335 - AUGUST/SEPTEMBER 2006 - 1111



12 - AUGUST/SEPTEMBER 2006 - #335



#335 - AUGUST/SEPTEMBER 2006 - 13

Adjustable Tension
Simple Installation
Rustproof Chrome

Lifetime Quality
Streamline

FINEST AIRCRAFT
DOOR CATCH MADE

Fits
CESSNA  TRI-PACER

LUSCOMBE  AERONCA
Cessna 120/140

GIVE MAKE & MODEL
Dealer Inquires 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

STC'd for C-120/140s

324 E. Stephenson St. -  Freeport, IL 61032

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

JACK HOOKER
Phone: 815-233-5478

Fax: 815-233-5479

www.cessna120-140.org
www.cessna120-140.org, The official website of the
International Cessna 120/140 Association,
www.cessna120-140.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.

CONVENTION UPDATE
This year the Convention starts bright and early

on September 27 and everyone will be flying home
on October 1. We added an additional day to the
normal Convention dates again and will follow the
format set by previous conventions. There will be a
CONVENTION SCHEDULE placed on the website
(Cessna 120-140.org) and adjusted as necessary.

CURRENT STATUS:
Poker run: Wednesay, September 27 at 9 am. It

makes a good excuse to go flying. The purpose of
the run is to fly to a series of different airports. At
each airport the pilot is given a card. The person
with the best poker hand at the end of the run will
win something. Show up and take your chances
with the cards.

Spam Museum: Thursday, September 28 at 1
pm. A year or so ago a group of 140 Club members
visited the Spam Museum in Austin, MN. Everyone
had such a good time it became the first item on
the Convention schedule. It’s an easy 45 minute
flight south of Faribault. Take I-35 south to  I-90
and turn left.

FREE Weight & Balance Check. A hangar will

be set up with a set of scales. A sign-up sheet will
be available. Sometimes airplanes are like
kpeople. As they age the ounces turn into pounds
and pretty soon you have a senior citizen airplane
that has middle age spread. Has your plane
reached a thousand pounds yet?

Saturday Flying Events: How good is your
airplane? The pilot? The flying events will consist
of a short take-off, followed by nerf ball drop
(something that has to be seen! A perfectly sane
person running around with a big net trying to catch
a foam Halloween head dropped from a 120/140)
and ending with a power off spot landing.

Aircraft Judging will also take place on
Saturday. Trophies will be handed out during the
Banquet Saturday night.

Forums are being scheduled. The Minneapolis
FAA FSDO has been invited to give a talk. They did
it in 1996 and it worked out great. We have to wait
60 days prior to the convention for a confirmation.
There is a chance for tours of the Farmington air
traffic control center. As that confirmation comes
through it will be up on the web. Also, we have
members who have volunteered to give forums,
plus a few who just don’t know it, yet.
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Numerous times in the course of a year I get asked
questions about cowlings.  Many times it’s by some-
one who is looking to rebuild a project aircraft,
replace a damaged cowling piece, or, just plain make
sure they have what they think they have.

In helping to keep up with the following dissertation
it might be helpful to grab your parts book and look at
figures 35 and 36.

Right off the bat you’ll notice the delineation is
marked as 1946 for figure 35 and for years 1947
through 48 see figure 36.  You’ll also notice many of
the part numbers are different.  But, a 120 and 140 are
really the same airplane you might think?  Or, the
cowlings look so similar so why can’t I just get what
ever I can find at the Salvage Yard or in Trade-A-
Plane and slap it together?

Well as the old TV commercial went “parts is parts”
and part numbers are part numbers.  Sometimes they
interchange and sometimes they don’t.

Quite often I dabble in older motorcycles.  Many
times you think you ought to have the right part, yet
notice the part number is different.  Yet it fits? So
what gives?

By and large certain manufacturers don’t change
much when they go from model to model or car year
to car year even.  Not only Motorcycles and Cars, but
Airplanes as well.  This past year while at the Omaha
Convention there was one Cessna 170 there.  After
several of us had looked at it, we came to the unmis-
takable conclusion that the gear legs were identical to
the early 1948 gear legs found on 120/140’s.   So
obviously Cessna while they were making C-170’s
decided that the gear legs on 120/140 would work for
the next generation.  How great is that, why re-invent
the wheel, just take something already available and
bolt it up.  I will say a great many C-170’s that I’ve
seen did not have the C-120/140 gear, but this one did.
It was so original, that it still had the rivets in the
middle of the gear leg for the gear step!(which a 170
doesn’t have, at least not like ours)

Sometimes however the part number does signify an
important part change and that’s where this article
comes in, to help you sort out what year of cowling
you have on your airplane.

All the 46’s will interchange with any other 46
cowling part.  The same goes for 47 and later.  A 47
part will fit a 48 and so on right up to the last 140A.

How do you know which is which?   Well, it helps
to have a 46 aircraft parked next to a 47 and go from
each one and look for the following differences.

A 46 cowling will have a shallower nose bowl, it
isn’t as deep, doesn’t extend forward from the rivet
line quite as far as the later years.

The two top wings that open so you can access the
engine compartment are different in that the piano hinges
stop short of the nose bowl by a good four inches.  On a

47 and later they will go right up to the front.
On a 46 cowling the air exit hole at the lower

firewall location  (bottom aft section) is larger, it  is a
square cut and extends farther towards the ground
than the later years.  This was designed to allow the
“straight exhaust” stacks to exit out the back.  It also
gives better cooling if you were to install an 0-200 (or
a Lyc) engine on your airplane.

The 47 and later cowlings have an air exit hole that
is more triangular in shape, such as you see in the
upper corner of figure 36 where the doubler (item 29)
is shown.  Also the exit hole for the air isn’t as large
and doesn’t extend into the airflow as much.

So, what’s all this mean to you, the reader?  If, say
you are in the process of replacing your nose bowl, or
one of your upper “opening wings” you’ll need to
know which year you have to properly obtain or order
the right part.

   “Ah, you say, why would I want to bother with
such things, I own a 1948 C-140, obviously I have a
1948 cowling”.   Well, you probably do, however let
me cite two examples.  While at Omaha this year
there was a 1950 Cessna 140A with a 1946 cowling
on it.  How did it get there?  I don’t know, I never
could find the owner, but I’m willing to bet the
original cowling had some damage and they
scrounged what ever they could find and installed it,
perhaps years ago.

On my own airplane I have the front cabin section
of a 46 riveted to the tailcone section of my original
47 C-120.  After the aircraft got destroyed in a wind
storm, for some reason I couldn’t find good  parts for
some time, so I ended up buying whatever I could.
Thus the two years were joined together.  The cowling
however  is completely made up of 1947
parts……from three different airplanes by the way.

The long and short of this is, you need to keep your
years together, and realize that the front of the fuse-
lage will accept either style (year) cowling.

The only thing that won’t work is if you have a 46
aircraft with the old straight exhausts.  You’ll need the
46 cowling.  Your exhaust would rub severely on the
bottom of the later year cowlings.  There simply isn’t
enough clearance to allow the straight exhaust on the
47 and later cowlings.

   Or, if you want, you could just dispense with your
straight exhaust and install the later year mufflers or
an 0-200 exhaust system and utilize the later year
cowlings.  This is a possible option.

There’s lots of ways to “skin a cat” as we’ve heard
so many times and hopefully, if you find yourself in
the “need cowling parts” mode, perhaps this article
will help.  Or it might make if more interesting the
next time you see several Cessna’s lined up to spend a
little time figuring out which cowling they have and if
it matches that particular year aircraft.

Getting the Right Cowling
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This is the last Newsletter issue before the Faribault
Convention.  Do you have your reservations yet?  If
not, better get them!

Some things to remember for the convention…
1. Do you have any new business to discuss?
2. Review the minutes from the last convention, so

Sharon doesn’t have to read them out loud to
everybody.  (The minutes were reprinted in the
last issue of the Newsletter, June/July 2006.)

3. There will be great merchandise there, so plan to
pick them up and avoid paying the shipping charges.

Be sure to bring the following for the
convention:

Tie Down Ropes and stakes
Cover if needed
Check book
Room for stuff to take home
Camera

SPARE CYLINDER
Currently the Club has a loaner Cylinder.  If you are
ready to head out to the convention, or are on the
way and get stuck somewhere because of a
cylinder problem, give us a call.  We have a cylinder
all set up for a C-85 that we can ship to you to get
you on the way.  All we ask is that you replace it with
another one ready to be loaned out to the next

Member that needs it.  The cylinder is currently at
our house, so it is best to call us. (Ken & Lorraine
Morris)

ASSOCIATION OFFICER NOMINATIONS –
Get Involved!
This year’s annual membership meeting, as
specified by association by-laws and your board of
directors, will be held at the convention in Faribault,
MN, September 29, 2006.  Officer nominations are
being solicited and accepted until a meeting motion
to “close,” with voting to follow.  PLEASE consider
volunteering for one of the three offices to be filled
this year (Vice President, Secretary/Treasurer,
and Newsletter Editor).  Contact one of your ’06
Nominating Committee members ASAP to submit
your name, or the name of another member who
has indicated a willingness to serve.

Nominating Committee members are:
Nicki Acker (acker1nr@cmich.edu or 989-465-6229)
Ward Combs (wacii@prestox.com or 402-426-8041)
Bob Parks (rparks@kcc.com or 770-962-6875)

If you have any questions about these offices and/or
related responsibilities, please refer to the
association by-laws (…in your ’06 Membership
Directory); ask Nicki, Ward, or Bob; or contact any
of the association officers/directors.

2006 Faribault, MN Convention Planner

 1950 140A, TTAF 3285, 705SMOH, Cont.
O-200, 150 Exhaust, 150 Seats, New interior,
Hooker harnesses, Scott 3200 tailwheel,
Clevelands, Fiberglass wheelpants, Strobes,
Genave Alpha 600 Nav/Com, Narco A150
transponder, Excellent compression, $27,500.
724-513-9678 Michele Vida

 1946 Cessna 120 Project - $6,000. Metal
Wings, no damage, partly stripped, no engine
or propeller. For more information call, Robert
Wheeler 989-644-8973

 1948 Cessna 140, C-90, 3825TT,
1490SFRM.  Extensive restoration completed
2003.  New interior. New KY97A, KT76A, and
AK350.  Dual intercom and head-sets.
Cleveland W/B. Original metal pants.  Tip
strobes. L/E landing light. Cessna harness.
Quick drain. All logs from new. Annual to Oct.
06. Award winner Horn Point Antique Fly-in,
May 04.  Photo cover 120/140 News June 04.
$29,500/offer.  Bob MD/410/592/8358 email:
RJH72V@aol.com

 FOR SALE  FOR SALE 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: pilot140@aol.com
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Computer Corner,
no batteries allowed!

Come JCome JCome JCome JCome Join Us?oin Us?oin Us?oin Us?oin 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.

THIRD SATURDAY OF EVERY MONTH
Riverside Flabob  “International” Airport (RIR)

Breakfast at the Silver Wings Cafe.

31st  Annual Convention - International Cessna 120/140 Association

FARIBAULT, MINNESOTA

Plan Ahead!

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.

 COMING EVENTSCOMING EVENTSCOMING EVENTSCOMING EVENTSCOMING EVENTS 
<<< ������ ����� ���� �������� >>>

Here are the questions for this months issue.  Be
sure to check out the Oct  2006 newsletter for the
answers

Q.  You are 120 miles from departure station and 18
miles off course to the right and 170 miles from
your destination.  What is the drift angle?  How
many degrees do you have to turn to go to your
intended destination and which way do you have to
turn?

Q.  Altitude – 5000’, temp - +15 deg C.; IAS – 125
mph; what is the TAS?

Answers for the questions from the last issue:

Q.  Altitude to gain is 9000 feet.  Time to gain
altitude is 21 minutes.  What is the rate of climb?

A.  430 fpm

Q.  Degrees of Bearing Change – 5; Time between
bearings – 3 min; Aircraft Ground speed is 110
mph.  What is the time to station and distance to
station?

A.  36 min., 66 miles

September 27-October 1, 2006
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NEWSLETTER
ADVERTISING RATES

Full Page
1 Issue 3 Issues 7 Issues 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.

C-85 Carburetor STC
David Lowe - 270-736-9051
Continental O200 120/140
Gary Rice - 361-643-4330

Continental O200 - 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

  ActiActiActiActiActivvvvve STe STe STe STe STC'sC'sC'sC'sC's 

PRINTED FOR MEMBERS OF THE INTERNATIONAL CESSNA
120/140 ASSOCIATION. INFORMATION MAY BE REPRINTED

PROVIDED CREDIT IS GIVEN TO THE ASSOCIATION.

DATE_________________

Application for Membership
International Cessna 120/140 Association

P.O. Box 830092 • Richardson, TX 75083-0092

Your Name____________________________________________________   Phone No. (______)___________________

Street or Box No.____________________________________________  E-Mail: ________________________________

City_________________________________________________   State___________________   ZIP________________

I am a Future Owner _________           Past Owner ________           Present Owner ________
If present owner, please give the following information:
120_____     140_____     140A_____     S/N__________     N__________     Year__________     Engine__________
Your prime interests in joining:   Maintenance____     Engine Mods_____     Parts____     Fly-ins_____
Others (specify)______________________________________________________________________________________

ANNUAL DUES - $25.00* (U.S. Currency) - Overseas Members add $10 for Postage (Total $35)
*Family Membership add $5.00

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.

SEPTEMBER 27 - OCTOBER 1, 2006
NOTE: Activities are planned for September 27 - not an arrival date

Main Hotels:
AmericInn Rate: $70.00
Manager: Chad Hamman
507-334-9464
1.1 miles from the airport
Convention Hotel

Days Inn Rate: $63.00
Manager: Traudy Nordine
507-334-6835
1.1 miles from the airport
Newest Motel in Faribault

Super 8 Rate: $57.88
Manager: Noreen Kuchinka
507-334-1634
1.1 miles from the airport -
across street from AmericInn

Backup Hotels
Select Inn
507-334-2051
2.8 miles from the airport

Lyndale Motel
1-800-559-4386
507-334-4386
2.1 miles from the airport

Budget Inn
507-334-1841
3.3 miles from the airport

Galaxie Inn
888-334-9294
507-334-5508
2.5 miles from the airport

Convention Hotels: Credit Card deposit required. All rates plus tax. Limited
number of rooms blocked in the main hotels and will be released by the hotel
one month before the convention. Reserve Early!

17
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Box 830092, Richardson, TX 75083-0092

International Cessna
120/140 Association

INTERNATIONAL CESSNA 120/140 ASSOCIATION U.S.P.S. 6602-70
Published monthly by Joy Warren, 1009 Porter Rd., White Lake, MI 48383.
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changes to the INTERNATIONAL CESSNA 120/140 ASSN., BOX 830092,
RICHARDSON, TX 75083-0092.
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Great Service...
Great Rates!

Fly with the
pros...fly with

AUA Inc.

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

Great Service...
Great Rates!

EAA-Vintage Aircraft
Association Approved Insurance
Program

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

Remember,
We’re Better Together!

.

.

800-727-3823

Carbon Fiber Wheel Pants
and Mounting Plates

www.lahtiaerospace.com

Wheel Pants $600 pr.
Mounting Plates $200 pr.
+ Shipping & Handling

Lahti Aerospace, Inc.
2971 Sleaford Dr.
Waterford, MI 48329
Office: 248-886-8826
Fax: 248-942-3849
Email: matt@lahtiaerospace.com

Replace those troublesome, complex
Cowl latches with reliable CamlocRr
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)
FAA STC & PMA

W.D. "Dip" Davis
411 Pawnee Trail, Marengo, IL 60152

(815) 568-6811

®

Keeps birds, other creatures and moisture
out of the engine compartment.

The Bib-Bee

- Weight: Less
than one pound

- Price: $49.50
Includes shipping

- Use in the hangar
  or on the ramp -
  keep the engine
  clean

NOSE BOWL COVER

CONTACT:
ROGER  ELY

Phone: 480-898-3444
Email: zoome41@yahoo.com

DON'T LET THAT
COWL FLAP!

Weigh less than 2 lbs. Lighter and Sturdier than original metal wheel pants.
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