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During the past year there was an article in Flying 
Magazine by a pilot who set a “Point to Point” speed 
record from the Boston Area to the West Coast in a 
Stearman.  I thought this was a neat idea and it 
started me thinking that I could set a speed record 
with my Cessna 140A (Patroller Version) which came 
from the factory with Cessna 170A wing tanks.  Be-
cause the speed is recorded on “Point to Point”, and 
not time in the air, any fuel stops decrease your aver-
age speed considerably.  If I chose my points near 
the maximum range of my 140A, I would have an 
advantage over many faster planes in my weight 
category that would need to re-fuel.  Thus began my 
plans to set an official speed record in N5350C.

“Official Air Speed Records” are documented by the 
National Aeronautics Association and setting the re-
cord requires that you get a membership in the NAA 
and an FAI (Federal Aeronautic Internationale) Sport-
ing License.  You can contact NAA online at 
www.naa.aero.  This site will give you all needed in-
formation on how to set an official record.  I learned 
that my Cessna 140A would fit in the C-1.b class, 
piston powered aircraft 500-1000 Kg gross weight. 
(1102 – 2205 lbs).  Through the NAA and FAI web-
sites I was able to locate all records set by aircraft in 
my weight category.  I found a number of records set 
by planes with up to 180 hp that I could beat with a 
minimal tailwind but chose to just set my own record 
rather than take the record away from someone else.

Setting an “official” record is neither cheap nor quick.  
There is a minimal charge for an NAA membership 
and sport pilot license, but there is a substantial fee 
for a sanction for your intended flight which gives you 
the exclusive right to try for the record over a specific 
course for a period of 90 days.  Then there is another 

substantial fee for actually claiming the record and 
having it recorded. You must also submit documen-
tation regarding your pilot certificates, aircraft data 
including official weight and balance, and also 
make arrangements for the tower operators at both 
ends to complete a “certification of takeoff and 
landing”.  Once the weight of paperwork brings you 
up to the gross weight of the aircraft, you are ready 
to go!

Because N5350C has an O-200 engine with a 
cruise prop, neither the fuel flows nor TAS figures 
in my POH were applicable in computing my range.  
I made a number of 4 hour flights at about 9500 
feet with various power settings to establish my 
actual fuel flow and true airspeed at these settings.  
From these flights I calculated that at 9500 feet for 
cruise, with no tail wind, I had a range of 690 nm 
and 45 minutes reserve.  The distance from my 
home airport in Flagstaff to OKC of 691 nm helped 
determine my selected route.

My next project was a study of weather patterns to 
predict in advance when I wanted to go.  You must 
notify NAA in advance when you wish to fly and 
can’t just wake up in the morning and decide “it 
looks good”.  On April 28th a series of lows to the 
north looked good.  Winds aloft forecasts for the 
29th looked somewhat favorable in direction but not 
in velocity.  (See Photo 1) Forecast the 30th it 
looked better at 12,000 ft, but not at 9,000 ft.  (See 
photos 2 & 3) so I called NAA and told them I 
planned to go on May 30.  See is the Winds Aloft 
forecast that I got the morning that I left – Photo 4.

At 13:27Z the morning of April 30, 2008 I departed 
Flagstaff and climbed to 11,500 feet which took me 
45 nm to Winslow, AZ before reaching that altitude.  
I had two things in my favor for the climb.  First, I 

Speed Record in a Cessna 140A
By Charles Bendixen, Flagstaff, AZ
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started at 7000 feet and the extra 10 hp of the O-
200 engine boosted my climb rate somewhat.  The 
time to climb was then rewarded by a cruising 
groundspeed of over 130 knots after leveling off.  
On reaching cruising altitude, I switched to the left 
tank which I then ran for the next 4 hours.  When I 
eventually refueled, I had only burned 17.5 gallons 
from that tank, or about 4.4 gph.  At 11,500 feet 
with a temperature of 49F, indicating 92 mph (1950 

AS indicator) I calculated a TAS of 113 mph.
Over the flight my groundspeed varied considera-
bly.  Until about 30 miles west of ABQ I had been 
making 130-137 kt ground speed with smooth air.  
Suddenly the air became turbulent and my ground-
speed dropped to around 115 kts until about 25 
miles east of ABQ when the tailwind picked up 
again and I averaged 142 kts from ACH VOR to the 
TCC VOR.  The highest groundspeed that I read 

on my GPS was 155 kts but I was only about to 
document 151 with a photo of the GPS.  After TCC 
VOR the tailwind component steadily dropped off 
as the winds shifted from westerly to southerly.  My 
last 100 nm averaged only 113 kts.  Anyway, my 
elapsed time for the flight was 5:34:20 for 691 nm 
and an average speed of 143 mph.  Not bad for a 

Cessna 140A!  Even after flying another 1:15 to 
Snyder, OK at 75% power before re-fueling, I had 
only burned a total of 35 gallons with 6 gallons use-
able remaining.  The secret is knowing the capabili-
ties of your aircraft and doing extensive pre-flight 

weather 
planning.
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A bit more about Charles Bendixen:

I am a 69 year old retired physician.  I 
first soloed in 1956 but it wasn’t until 
1962 that I took my private check ride 
in a Cessna 120.  I have a commercial 
license with multi-engine and instru-
ment ratings and I am a CFII.  I have 
flown the Atlantic Ocean twice by my-
self and have flown my own plane 
north of the artic circle twice.  I am ac-
tive in the Civil Air Patrol and was just 
named the Arizona Wing CAP pilot of 
the year for the past year.  I grew up 
and spent most of my life in Iowa but 
have been in Flagstaff since retiring 8 
years ago.

I have owned N5350C for about 3 ½ years.

Tim Mix sent this update on his reun-
ion with Bud Helmricks, the previous 
owner if Tim’s airplane, and author 
of the Book ‘The Arctic Tern’ about 
Tim’s airplane (Cover of June/July 
2008 120/140 Newsletter):

“Well Bud, Martha and Jeff made it 
around 2 pm. What a joy! I need to 
correct the statement of Buds age, he 
is 91. Anyway He was very pleased 
that she had found her way to me and 
remarked that she hadn't aged in the 

60 years. He did get a little 
misty from the memories 
that came back and he re-
members the adventures he 
had with her. anyway here 
is a picture of him and I , 
and one of him signing my 
book for me.

Tim Mix”
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ammeter, or a volt meter.

An ammeter reads amps, either positive or nega-
tive.  If the engine isn’t running and you turn on the 
master then some lights, your ammeter should 
read negative (less than zero), not a lot, but some.  
If you turn on your landing light it should read a lot 
of negative, say 20 or more on the negative side, 
who knows you might even be able to “bury” your 
needle.

If the engine is running, then the ammeter should 
be reading on the positive side, depending on how 
tired your battery is, then you might see a higher 
number, or depending on how long you’ve been 
flying then the needle will work itself closer to zero, 
but still be on the positive side, this would indicate 
your battery has been charged.

One thing you don’t want to see is a massive 
amount of positive charge, or needle swing.   That 
probably indicates something is “charging” too 
much.  By this I would say “round numbers” a 
steady reading of over 15 amps.  But we will cover 
this later in the “Alternator, Generator” section of 
this article.

NOTE:  our aircraft, Cessna 120-140’s, have a 
positive, negative ammeter, with zero in the middle.  
IF you own or fly a Piper aircraft for instance, they 
use a “Load Meter, Ammeter”.   This meter starts at 
zero and the more load your charging system picks 
up, as you add lights, radios, pitot heat etc, the far-
ther up the scale from zero the needle moves.   
This is not and does not fall into our little article 
here.  This is also an ammeter, but wired and used 
differently.

A voltmeter.   I feel this is a more useful tool, or 
“indicator” if you will,  than the good ol’ ammeter.   
Simply put this tells you exactly what is going on.  If 
you turn on the master with the engine turned off, 
the volt meter will read battery voltage, somewhere 
around 12 volts.  This is normal.  As you turn on 
electrical load, lights etc, this reading will drop 
down somewhat, say, 11.5 or something.   A prop-
erly working charging system will read 13.7 volts or 
very close to that.   What that means is that, even 
with lights, pitot heat, radio and your strobe work-
ing, there is still sufficient energy to keep charging 
your battery, or putting energy back into your 
“electrical storage tank”.  At times this number will 
be a little higher than the optimal 13.7 volts, say 
14.3 volts when the aircraft is cold and first started 
up and needs to replenish the battery after starting 
the engine.

Or, conversely, if your battery needs lots of charg-

 A Basic electrical charging system primer and 
troubleshooting guide.

Many, many times, both on the website and with 
phone calls from members, I see and get questions 
similar or identical to,  “my generator isn’t working, 
what do I do?”.

Well, quite honestly, it’s simple, you have to get the 
electrons woken up and back to work, & here’s how 
we’re going to do it.

First a few basics.   Every aircraft has a battery, a 
master switch, a master contactor (solenoid), an 
ammeter (or possibly a volt meter), a voltage regu-
lator, and, either an alternator or a generator.   So 
let’s start with the basics.  Oh, yes you have wire, 
but I’ve covered that in a previous article, so we are 
assuming your wiring is ok.

Battery first.  A simple device.  It is a storage tank 
that holds a limited supply of 12 volt electrical en-
ergy.  Either you will have a 35 or a 25 amp hour 
battery.   Technically the only difference is, a 35 
amp hour battery, is slightly larger, weighs a little 
more and can supply more amps for the same 
amount of time, or the same amount of amps for a 
longer amount of time.  If your master switch turns 
on, your nav lights work and your radio works with 
the engine turned on, your battery is not your prob-
lem.

If your nav lights turn on but dim right away, either 
your battery is weak, (needs charging) is faulty, 
your battery connections are corroded, or perhaps, 
and this is a long shot, your master contactor, be-
hind the battery case is internally corroded, or has 
high resistance.  So check these items out.

Remember, when troubleshooting electrical prob-
lems, always go after the simple, basic, cheap stuff 
first.  NO need to replace that $300 alternator until 
you make sure the other parts of the system are 
working properly.   That being said, lets move on to 
some more expensive stuff.

So far we’ve taken some energy (voltage/
amperage) out of the tank (the battery) and used it 
to light up the lights.   We’ve determined that much 
of your system is working properly.  Now we’ll do a 
short visit with the “indication side” of your system.

You can have one or both of the following items; an 

Getting the Right Charge
Tech Talk    By Victor Grahn
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tached in some way (you do own one of these and 
know how to use it???????  If not, stop here and 
start this over inside the parentheses or find some-
one who does because you can’t proceed without 
one, or only with extra difficulty) so you can read it 
either from inside the cockpit, or off to the side of the 
engine away from the swinging propeller.

NOTE; Again, this is not for novices or someone who 
doesn’t know how to work around a running airplane 
engine.  I hope I don’t have to tell anyone that stand-
ing around a swinging propeller is dangerous to your 
health, this is not an area to ‘guess at what to 
do’.!!!!!!!!!!  And how to do it.

What you do, with the engine turned off is securely 
attach your voltmeter’s ground wire to aircraft ground.  
And attach the positive lead to the “A” terminal.  Start 
the engine, and at about 1800 rpms (or less) you 
should see what we call “residual voltage”, or 
about .8 to 1.5 volts.  Turn your engine off.

IF that shows up on your meter, your generator is 
probably good, but there is one other check to do to 
make absolutely certain.   With the set up above still 
installed, take a jumper wire, with an alligator clip at 
both ends and clip from the “F” terminal on the gen-
erator, to a good airframe ground.   Now, once again 
start the engine.  What we are doing is what we call 
“FULL FIELDING” the generator.   Basically asking it 
to give all it’s got.   Now, as the engine speeds up in 
RPM, you will see the voltage climb directly propor-
tional to rpm.  By 1800 rpm you might see around 20 
volts or so, you should certainly see 12 volts.  This 
means your generator is good and look for your prob-
lem elsewhere.   Don’t be concerned because your 
generator is going over 12 volts, there is no load and 
no control on it, thus it is doing everything it’s capable 
of, which is typically more than you ever ask of it.   
Turn your engine off.

So, we’ve determined your generator isn’t the prob-
lem, by the way if your generator doesn’t do what I’ve 
listed above then it is the problem.  Remove it and 
send it in for repair.

We only have two more places to go.  Remember 
you still have the “A & F” disconnected from the gen-
erator right?   So, disconnect the “A and  F” wires 
from the regulator (label them first).

Take your voltmeter, (you have one now, right?) and 
turn on your master.  (we’ve turned the engine off by 
the way, right?)  Measure voltage at the “B” or 
“BATT” on the regulator post.  You should have bat-
tery voltage right there.  IF not, you have a master 
switch or wiring problem from the battery.

ing, all your electrical load is on, and you’re 
“overtaxing” your charging system a wee bit, then 
you might see something closer to 13 volts.   But, 
as long as you are maintaining, more than 12 
volts, the beginning battery voltage, all is still well.  
You still have a proper “flow” of electrical energy, 
that is, it’s coming out of the ‘charging system’ and 
flowing into your requirements, charging the bat-
tery, lighting the lights, powering your radio.

Ok, we’ve covered turning on the power, lighting 
up the lights, and reading our power system, but 
now we need to re-charge our battery and keep all 
the lights on while we’re flying, so what about the 
“Charging system?”.

In aircraft today, either you have a generator, or 
an alternator on your airplane, you can’t have 
both.  (I won’t cover the fancy stuff.  “B” genera-
tors, “AB” Generators , Starter Generators, etc, we 
don’t have those)

I’ll cover the generator first.   What we have is a 
very simple, basic electrical charging system go-
ing back to the 1920’s and probably a little older.  
If you can troubleshoot your generator system you 
can also troubleshoot my dear old Dad’s 1940’s 
tractors and 1950’s cars and trucks, because 
really, whether it’s 6 or 12 volts these systems act 
the same.

First off, a generator is “self exciting”.  It generates 
its’ own electrical power, and depending on how 
big it is, and how fast you spin it depends on how 
much electrical power it can produce.

A stock C-140 1947 version had a 12AMP genera-
tor, which means it could carry 12amps worth of 
electrical load, lights, radios etc at the same time 
and still hold 12 volts and keep the battery 
charged.   Since then mechanics/owners, includ-
ing myself, have put on larger  20, 25 and 30 amp 
generator systems, but you have to have a match-
ing voltage regulator to do this.(and some log 
book entries & approval with 337 form)   For the 
purposes of this article we’ll simply say we have a 
12amp generator, because really you trouble 
shoot them all the same.

Generator.  Ok, if it isn’t working, a few basic sim-
ple steps can help you determine if it’s the genera-
tor, or the voltage regulator causing your prob-
lems.   First realize the generator puts out its own 
power.   So, start by disconnecting both leads (but 
label them first!!!) Off the generator, both the “A” 
and the “F”.  (for Armature and Field)

 Place your voltmeter securely on the engine, at-
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Assuming you do have battery voltage at the BATT 
terminal, change your leads and volt meter meas-
uring set up to read resistance on the volt/ohm me-
ter.   Turn the master off.

Take the two wires you disconnected from the “A 
and F” and connect one lead to each end of the “F” 
wires.  One at the generator end and one at the 
voltage regulator end.  As you turn on and off your 
master switch, which has a separate double switch 
inside, you should see a direct short indication or 1
(or less) ohms with the master switch on, and an 
“OPEN”, or infinite resistance with the master 
switch off.   This works? Fine, then press on, if it 
doesn’t then either your master switch is faulty, or 
your field wire is bad.   By the way, drop one end of 
the Field wire from your meters leads and attach 
that lead to ground, with the free end of the field 
wire hanging free, in open air.  Turn your meter on 
the highest resistance, say 20,000 ohms.  You do 
NOT want to see any resistance in this situation, in 
other words you do want to see an “Open”.  IF you 
see a short to ground in your field wire, even tem-
porary, it will take your voltage regulator out of the 
circuit and cause your generator to want to FULL 
FIELD (described above).  This is very bad for your 
radios especially.

Ok, drop your leads off of the “F” wires and attach 
them to both ends of the “A” wire, from the voltage 
regulator end and the generator end.  This wire 
should have good continuity, or 1 ohm, or basically 
a short.   Anything else, high resistance, or open 
means the power from the generator isn’t going 
anywhere.  IF this check doesn’t work then replace 
the wire.

All these checks good?  Then your voltage regula-
tor is bad.   Just that simple,  Got questions?   Call 
and ask.  It’s really straight forward.  Your voltage 
regulator serves two functions.   It closes the 
“charge” circuit when the output of the generator 
becomes greater than the battery voltage.  And...  It 
regulates the voltage by opening and closing (very 
rapidly) a set of contacts between your field circuit 
and ground) It can maintain this level of 12 volts, in 
this case up to 12 amps.

OH, but you have an alternator, right?   Well, then 
we have to change a few things, but these are sim-
ple to check as well.  Only takes a few minutes and 
this time you don’t even have to run the engine.

Take that voltmeter that you now have and connect 
the negative lead to ground.   Turn your master on, 
but don’t start the engine.  You should be able to 
measure battery voltage at the big terminal on the 
alternator, usually labeled, “Battery, or  A”.  You 

should also be able to measure a slightly lower volt-
age (by several tenths) at the “F” or Field post, which 
is the smaller wire.   IF you can measure voltage at 
both of these posts then your alternator is bad.  OH, 
yes one other check, not always accurate, but does 
work most times.  With the above configuration, bat-
tery on, and voltage at both alternator terminals, take 
a steel screwdriver end, it should attach itself to the 
center of the back of the alternator, where the bear-
ing cap is, as if that cap was a magnet.  This magnet-
ism, will drop off when the power is removed.  Usu-
ally, no magnetism, = bad alternator.

IF you don’t have power at the “A or BATTERY” ter-
minal of the alternator, then look back at your wiring 
to the source, that’s your problem.

 Or if you don’t have voltage at the “F” on the alterna-
tor post, then see if you have it at the “B” or “BATT” 
terminal on the voltage regulator.  If you have it at the 
Batt terminal of the voltage regulator, then your regu-
lator is faulty, but make sure you have a good solid 
12volts, or whatever battery voltage is right at the 
regulator BATT post.  Some of the fancy new regula-
tors are very sensitive and require all the voltage 
make it to the regulator, even a small drop through 
the circuit breaker, or some old wiring will cause the 
voltage regulator to cut out.

And there you have it, most all, probably about 98% 
of the charging system problems can be solved by 
these few simple easy steps.   See electricity isn’t 
that hard after all?  Right?

Ok, for the 2 percenters, here’s a few thoughts.

For the over active chargers;  a shorted battery cell 
will make your charging system always charge about 
5-10 amps more than it ever did before.  Borrow your 
buddies battery and replace yours with it.  Start up 
your airplane.   Problems goes away? Then it’s your 
battery.

For the same symptom, both generators, and alterna-
tor systems.  IF you have high resistance and/or cor-
rosion in the field circuit or a loose connector you’ll 
see the same thing, an over active charging system.  
Basically the system thinks the voltage is lower than 
it really is so it’s always trying to compensate.

For the temporary problems that come and go.  Look 
at your wiring, something is most likely chafing 
through, or about to.  Old field wires are “shielded” 
meaning then have a ground mesh around the wire.  
Somewhere the core wire is going through the insula-
tion and touching this ground mesh.

Generator systems that sometimes charge, and 
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sometimes, don’t or sometimes charge too much.   
Your points in the regulator are getting bad, or cor-
roded, or the coils are getting weak.  Try another 
regulator.

Lastly.  The regulator in the generator system and 
the regulator in the alternator system are two very 
different monsters.

The generator regulator works by very quickly 
grounding then un-grounding the field.  This is ok.

The regulator for the alternator energizes the field by 
utilizing the battery voltage to “excite” the alternator, 
because unlike the generator, the alternator is not 
“Self exciting”.  Never, NEVER, under any circum-
stance ground the field circuit on the alternator sys-

tem, that one little short, or 
a “lost my mind moment” 
on your part will turn your 
expensive voltage regula-
tor into a hangar orna-
ment, and conversation 
piece.

 “Fellas, you won’t believe 
what this little fella cost 
me”.

Flashing the field.   A 
rather mis-understood 
problem.   Also a mis-
understood term.  Really it 
should be polarizing the 
field.   Unless your genera-
tor has sat on the bench 
un-used for years while 
you restored your airplane 
for 10 years, this is proba-
bly not your problem.  
Generators seldom, 
“overnight” loose their po-
larity.

If you do have to do this, 
one simple removal of the 
“A” post wire on the gen-
erator, then lightly touch it 
with a wire connected to a 
battery voltage source will 
get it’s electrons flowing in 
the right direction.  That’s 
all, one spark and you’re 
done.  Go back to “residual 
voltage check above” and 
if that comes back you’re 

all set.

Really, honestly that’s about it.   Our electrical 
systems are about as simple and straight forward 
as they come.  No two foot wiring diagrams(two 
feet of paper) with IC boards and a zillion wires, 
circuit boards, relays, momentary switches, nope, 
none of that fancy stuff.  Just straight ahead old 
fashioned charging.

Got questions, probably better ask first, better to 
know what you’re doing ahead of time than 
“smoke” something.
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The Annual Inquisition
By Brian Cooker

Americans are the only people in the 
world who take things apart to find out why 
they are not broken.  And so it goes in general 
aviation with the dreaded annual inspection.  
You know, that time of year when we surren-
der our pride and joy to some knuckle dragging 
Neanderthal to poke, prod and break. We have 
all heard the horror stories of problems uncov-
ered, sometimes real and sometimes imagined, 
where perfectly good airplanes are rendered to 
junk status overnight while simultaneously re-
ducing family fortunes to sub-poverty levels.  
A little research and a rational evaluation of 
these stories will often separate the myth from 
the facts but abuses and downright fraud unfor-
tunately do occur.  I have no intention of re-
hashing the details of these stories but if I can 
raise the awareness level just a bit, perhaps 
some future problems may be avoided.  So 
what should we expect from an annual inspec-
tion anyway?

Just for the record, let’s take a look at 
what the FAA says the annual is designed to 
be.  Assuming the airplane is not being used 
for hire, FAR 91.409 clearly states in part (I 
know that sounds like an oxymoron when it 
comes to Fed-speak, but bear with me): “No 
person may operate an aircraft unless, within 
the preceding 12 calendar months it has had –
(1) An annual inspection in accordance with 
part 43 of this chapter and has been approved 
for return to service by a person authorized by 
43.7 of this chapter…”
So the annual inspection is just that, an inspec-
tion. Strictly speaking an inspection is a 
“looking” process.  It says nothing about re-
pairs, replacements, rebuilds or whatever. Hold 
that thought; I’ll get back to it soon.  It also 
states it must be done every 12 calendar 
months.  All things considered, this is really a 
pretty lenient requirement as far as regulations 
go but notice there is no flight time maximum 
or minimum given so if you fly 10 hours or 

1000 hours the end result is the same:  Someone 
has to inspect the airplane.  Part 43.7 tells us the 
inspector must be approved by the 
“administrator” and then directs the unwary 
reader to part 65 for clarification (?).  By a labo-
rious process of elimination, part 65.95 tells us 
the holder of an “Inspection Authorization” or 
“IA” may perform an annual inspection.  This is 
an additional rating for A&P mechanics, which 
takes time and experience to acquire so no ordi-
nary schmo can do the inspection.  Back to part 
43 for some performance rules for inspections.  
Part 43.15 says each person performing the in-
spection shall “determine whether the aircraft or 
portion(s) thereof under inspection, meets all ap-
plicable airworthiness requirements.”  Don’t 
waste your time looking for a definition of air-
worthiness in the FARs because I don’t think it’s 
in there.  The only place I have found it is on the 
Airworthiness Certificate itself and it states “this 
airworthiness certificate is effective as long as 
the maintenance, preventive maintenance, and 
alterations are performed in accordance with 
Parts 21, 43, and 91 of the Federal Aviation 
Regulations, as appropriate etc."  Although this 
sounds like a wide-open statement, there are 
guidelines and standards for the mechanical ser-
viceability of just about everything.  However, 
even with accepted standards in hand, there is 
still a lot of judgment required.  This is where 
the IA’s experience comes into play.  There are 
also some administrative aspects of airworthi-
ness that the airplane could care less about.  As 
far as I know, airplanes can’t read but the Feds 
and most pilots can.  These administrative items 
include registrations, placards, weight and bal-
ance forms, etc.  Part 43.15 also states the in-
spection must be done in accordance with a 
checklist.  If the manufacturer has not concocted 
one, then as a minimum the areas listed in part 
43, appendix D must be checked.  I have seen 
the checklist the 120/140 club has produced and 
it is an excellent document.  It goes into much 
more detail than appendix D and it’s a good ref-
erence.  Make sure your IA gets a copy.  You 
can always do more but you can never do less.
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Okay, if you’re still with me, we’ve 
determined when, who and generally how the 
inspection should be done.  However, inspec-
tions can and often do, go to extremes.  The 
textbook inspection calls for the IA to inspect 
the aircraft, make the appropriate log book en-
try and provide a list of discrepancies, if any, 
via a separate letter to the owner.  You pay the 
man, get the list of problems fixed (in most 
cases any A&P can do the fixing) and you are 
good to go for another twelve months of aviat-
ing bliss.  I have seen this scenario happen on 
several occasions and believe me, they were 
real inspections and not just paperwork drills. 
However, these utopic events didn’t happen by 
chance and they require some prior prepara-
tion.  But it can be done and is a goal worthy 
of pursuit.

Let’s focus for a bit on what is usually
done during an annual and the genesis of our 
nightmares.  In addition to the items listed in 
appendix D or on the checklist, the annual is 
often a good time to check the ELT and, on 
every other annual, the transponder.  Both of 
these items have their own calendar inspection 
cycle but again, for convenience, they are often 
checked while the airplane is on the annual op-
erating table.  At this point things can get out 
of control.  Since many owners put off all but 
obvious maintenance problems until annual 
time, it is not too unusual for tires and brake 
pads, for instance, to be changed at this time.  
How about a new radio?  Tired of the old 
foggy wind screen or the ragged upholstery?  
Time to go for it now!  You can add as much 
as you like or can afford but I think you can 
see where I’m going with this so the next time 

you hear about the $10K annual, check to see 
if some elective surgery was done. Since this 
is a self-inflicted addition to the bill, there 
shouldn’t be too much griping about the cost.  
The biggest problem on some annuals is fix-
ing everything the IA finds at the time of in-
spection.  This is fine if the shop rates are 
reasonable and you have no inclination or 
ability to repair the discrepancies yourself 
but standby for anything that follows!  I 
mentioned that there are standards for most 
things but there is still much room for judg-
ment (and debate) for what is and is not air-
worthy.  This is really a good topic for some 
input from the experienced IA’s in the crowd 
and it is beyond the scope of this article. 
Having said that, here are a few things that 
may turn up:

1)  Airworthiness Directives 
(AD) and Service Bulletins (SB).  If 
an AD applies to your airplane, you 
have no option but to comply with the 
requirements of the AD.  You may 
have some lee-way as to where it’s 
done but generally it’s done on the 
spot if possible. Service Bulletins are 
another story.  For part 91 flyers, they 
are not required.  They may be a good 
idea to do as they are often a forecast 
of some future AD, but it is your op-
tion.

2)  Inflated labor charges.  
Watch out for standard hourly rates 
for job card type maintenance.  What 
I’m talking about, for instance, is the 
labor rate to accomplish a single task 
that is repeated for a variety of sub 
tasks.  Cowling remove and replace: 

Are you going to the Annual Convention in 
Dayton, Ohio?

See the worlds oldest and largest military 
museum!

Join us and make your Reservations today!
Details on Pages 18 & 19!

See more info on the museum at:
http://www.nationalmuseum.af.mil/
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1.0hr which is “repeated” three times, 
once each for an oil change, compres-
sion check and cleaning out the en-
gine compartment in addition to the 
time to complete the task for which 
the cowl was removed. Is it fraud or 
sloppy accounting?  It's difficult to 
say, but watch out for apparently un-
reasonable charges.

3)  Unnecessary parts replace-
ment.  You should be notified before-
hand if a part or component requires 
replacement.  Based on what? For 
instance, Parker Hannifin has recently 
released a Service Letter on vacuum 
pumps which states that all their vac-
uum pumps are beyond their manda-
tory replacement time and must be 
removed from service.  Since this was 
in an SB or SL, it doesn’t necessarily 
apply to all operators.  Don’t be 
afraid to ask for a reference.

4) Genuine problems like 
cracked exhaust systems, bad cylin-
ders and such may be unavoidable.  
Stuff happens.  However, you can 
shop around for the best deal on parts 
and repairs.

So what is an owner to do?  How can 
he cut costs or at least control the checkbook 
hemorrhaging?  There are many ways to help 
yourself so here is a short list of “Annual 
Do’s and Don’ts”

Do Keep up on preventive mainte-
nance.  I think this is the number one con-
tributor to annual cost overruns.  Part 43, ap-
pendix A (c) lists the items an owner may 
legally work on with the caveat that no com-
plex assembly operations are involved.  Take 
care of the little time (and money) gobbling 
problems like treating surface corrosion and 
replacing rusty panel screws.  Catch prob-
lems as early as possible before they become 
major issues.  If in doubt, call in an A&P for 
assistance.  Stock pile filters, oil and other 

expendables.  Take time during the year to ac-
tually inspect your airplane for a purpose other 
then flying.  I hate to say this but most pre-
flights are worthless as far as finding mainte-
nance problems.  When I walk out to my air-
plane, I intend to fly not down the airplane.  
Aside from loose screws, massive leaks or a 
haystack some bird has dumped in the intake, 
I’m not going to see much.  Worn control 
hinges tend to feel normal over time, why not 
have a fellow pilot compare yours to what he is 
used to?  I’ll bet there will be a difference and 
one of you may have a problem!   I use my 
regular oil change as an occasion to spend 
some quality time with my airplane.  How of-
ten do you remove the rear bulkhead cover to 
check the back end of the aircraft?  Buying 
parts and fixing things during the year may not 
sound like you’re saving much money in the 
long run but it may prevent stress fractures in 
the checkbook at annual time.

Do Ask around for the names of reputa-
ble IA’s who are knowledgeable about your 
type aircraft. Type clubs like this one are an 
excellent resource.  Good mechanics or shops 
are always busy so plan ahead.  Bad ones are 
infamous.  Get to know an A&P who will work 
with you and who has a good relationship with 
an IA.  If you find an A&P who is also an IA, 
that’s even better.  Don’t necessarily discount 
the guy working out of the back of his truck.  
His rates may be more reasonable because his 
overhead costs are low and his rates don’t nec-
essarily have any relationship to his ability.  I 
tell all first time aircraft owners to: 1) find a 
good CFI and 2) find a good A&P as soon as 
you get home.  Start building a good working 
relationship as soon as you can.

Do Protect yourself.  Make an agree-
ment before the inspection with your IA on 
what you want done and how discrepancies 
will be handled.  Once your IA adds your air-
plane to his family album, the chance for mis-
understanding will decrease somewhat but it’s 
important to start off on the right foot.  Re-
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FOR SALE
1946 Cessna 140 Project Airplane, O-200.  
More info at: http://76925.bravehost.com/ 
or call Doug Taylor, 214-694-3153.  
taylordm101@sbcglobal.net  In Lancaster, TX.

member, it is his signature but it is your airplane.  
Both parties have a vested interest in a success-
ful inspection but if you can't come to terms be-
fore you start, maybe that's a sign to move on.

Do Try to get actively involved in the 
annual process.  I am a great fan of the owner 
assisted annual.  Ask if your IA will let you work 
with him. This will relieve him of the tedious 
task of pulling panels and allow him to concen-
trate on the inspection. It also helps you become 
more aware of the inner workings of your air-
plane.  Who knows, you may even get a price 
break for your efforts!

Do Make sure your paperwork and ad-
ministrative items are in order.  Get your log 
books and any other supporting documents in 
order.  Can you read the compass card?  Is the 
equipment list and weight and balance sheet cur-
rent?  Are all your placards in place?  Do your 
seat belts have the little TSO tags on them?  The 
absence of any one of these last items is a 
downer so save yourself some time and grief and 
make sure you have them before you start.  They 
are also easy targets if you have the privilege of 
being awarded a ramp check.

Don’t Wait until the end of the month to 

start the annual, especially if this is your first 
annual with a new shop.  If you run into a 
problem dealing with the shop, you can still 
legally fly your airplane to another airport.  
Once your annual expires you’ll need a ferry 
permit which requires an A&P to sign off as 
airworthy.  This can be done but depending on 
the issue you could be stuck.

Don’t Cut corners on hardware and 
supplies.  Use aircraft hardware and high qual-
ity cleaners and lubricants.  Auto Zone is bad 
ju-ju.  For instance, some cleaners and solvents 
are not safe for aluminum or Plexiglas.  Auto-
motive stuff is generally not legal, typically 
doesn't last (made in China) and won’t save a 
dime in the long run.

Even if you do everything you can, 
there is no way to guarantee that you won’t be 
hit with a big bill at the conclusion of an an-
nual. After all, we are talking about geriatric 
aircraft care but a little education and early in-
tervention may pay huge dividends. Owning an 
aircraft is like a marriage in that it takes time 
and commitment to make it work.  Neglect ei-
ther and it will cost you big bucks!

Mac Forbes asked Brian to pen this article and he tells us a bit about Brian Cooker: 
“Brian is a retired LT Colonel from the US Marines, flew fighters and served as a highly respected 

"maintenance officer". Additionally, he has restored his own Chief...twice(!) over the years and owns/
maintains and flys the heck out of his Cardinal RG while helping several of us at Gold Hill maintain airwor-
thiness of our "old" planes. After retiring from Service, he has earned his A&P the "old fashioned" way --
commuting to school daily while doing lots of pure old hard work. With his experience/expertise on his 

Chief and a growing knowledge/appreciation for the 140 (3 @ our Airpark here), his solid "maintenance" 
background, his A&P and just a real passion for "common sense airworthiness" and just treating people 
right I believe he can pen an article that will be both interesting and valuable. “
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What a Trip!  -  Part 3
   By David Hoffman

Well, we finally launched out of Benton Har-
bor at about 1:00 PM and headed south around 
the lake shore for another very enjoyable 
“cruise” all the way around to just south of 
Waukegan, IL. Then we hung a left and headed 
for Popular Grove, IL airport (C77) where 
KEN and LORRAINE MORRIS, and DON 
and MAUREEN ALESI reside, and where we 
could get some good mogas at a good price!  I 
was all set up to land on the paved strip, but at 
the last moment decided to enjoy a grass field 
landing by simply jogging left.  Nice!  After a 
pit stop and a fill up with mogas, we were off 
and headed back to Waterloo, IA airport and a 
two nights’ stay with my dear cousin NORMA 
and husband KEN CAQUELIN.  (At the next 
run-up, the left magneto fired smoothly, proba-
bly due to the unleaded mogas from Popular 
Grove!)  On our outgoing trip (already pub-
lished)  NORMA organized a family gathering 
at Stinky’s Restaurant in Applington, IA. I in-
troduced PEGGY as my new wife this trip, to 
my dad’s younger, half-cousins.  We all had a 
great time together in a very casual restaurant 
with good food.

After a nice two-nights’ stay and thanking 
KEN and NORMA, and also the folks at 
Livingston Aviation we were off to challenge 

the not too friendly headwinds. Our route took us 
directly over Applington, IA’s main street and 
Stinky’s Restaurant!  Kind of nice.  Yankton, 
SD, our next stop greeted us with lots of gusty 
wind.  While gassing up we almost had to tie the 
plane down!  After a check of the weather and 
looking outside from the terminal we concluded 
that we should humbly tie ‘er down and spend 
the night in Yankton, SD..  Low ceilings and rain 
was coming in from the west and we were glad 
to be on the ground now.

GARY and KATIE CARLSON, owners of Carl-
son Aviation, the FBO occupied the City’s ter-
minal building, and had done a great job of revi-
talizing the airport.  They directed us to a great 
stay at the Best Western “Kelly Inn”, in Yank-
ton.  The motel sent a van to pick us up and we 
were delighted when we checked in; great price, 
nice luxurious room, heated indoor swimming 
pool, and really nice buffet breakfast included 
for around $50.00!  The weather was still hold-
ing off at dinnertime, so we walked into town 
and came across a nice (family run) Chinese res-
taurant, The King Dragon.  Peggy was right at 
home, and the food was great!  A nice swim in 
the heated pool (all to ourselves) finished off a 
great day.  The next morning we enjoyed a super 
buffet breakfast as part of the deal.

Gusty wind and lots of clouds told us to spend 
another day in Yankton, and why not?  We went 

Do You have or know of a cute avia-
tion related license plate?

Send it to me!
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back to The King Dragon for lunch buffet at 
2:00, but were too late.  However, the wife and 
co-owner provided us a nice meal from “stock” 
and even loaded up a take home box for enough 
for dinner.  Wow!  We decided to take a foot 
stroll downtown and then down to the south of 
town and the Missouri River.  We took some 
photo’s standing on the retaining wall in the park 
looking south at Nebraska on the other side of 
the river.  The rain was still holding off for us 
until we got home and then it let go.  PTL!

The next morning after breakfast the sky was 
clear and we were off to the airport in the motel 
van with freshly washed clothes and full stom-
achs.  Winds were strong out of the west but we 
launched and headed toward Chadron, NE air-
port (CDR)  Coming into Chadron we experi-
enced some moderate to almost severe clear air 
turbulence.  Wow!  Had to throttle down to al-
most an idle, but it worked out well since we had 
to lose altitude anyway, but couldn’t “cruise 
dive” to the airport as usual.  More weather was 
anticipated by the flight service briefing so we 
decided to concede to it and stay the night in the 
Grand Westerner Motel again.  The well man-
aged nice little airport with excellent runways 
offered us a nearly new Chevy Impala to take 
into town for the night.  Since it was still early 
afternoon, we walked from the motel to a nice 
(yes, Chinese family) restaurant. It was only a 
half block to the west and we brought back two 
carry out meals to the motel’s picnic gazebo for 
a delightful early afternoon dinner with the after-
noon sun filtering in accompanied with a light 
breeze.

The next morning we returned to the Chadron 
airport and a beautiful, clear morning sky.  The 
head winds were unrelenting and we had to 
make an unscheduled fuel stop in Douglas, WY 
(DGW) just 45 N.M. East of Casper, WY, on the 
North Platte River, and about 10 N.M. south of 
course.  One runway was under restoration work, 
so we had to land on the other one, which didn’t 
favor the wind, necessitating a wing low ap-
proach and landing again!  Now, after a nice 
snack lunch PEGGY put together, and tanks 

topped, we were off to Lander, WY (LND) situ-
ated on the eastern slopes of the Rockies, in the 
Wind River Range; which is appropriately 
named for sure!  The visibility out west can be 
beyond belief sometimes, and this day it was no 
exception, even with the wind stirring things up. 
The clear air allowed us to see Lander from at 
least forty miles.  When we got within about 15 
miles of Lander I was able to pick up the ASOS, 
and the voice said winds were 21 at 24, gusting 
to 39 knots.  I thought to myself: “great!” since 
the wind would be coming right down runway 
21!    We came in slightly from the south on a 
left base and when we turned to final our ground 
speed dropped considerably but the gusts were-
n’t bad.  We actually made a nice short, wheel 
landing even with plenty of power on approach.

GARY LOOSE is the airport manager of Hunt 
Field and owns and runs Wind River Aviation. 
He remembered me from my 2004 trip and fu-
eled up the plane.  Hunt Field was built on top of 
a truncated or scarfed-off hilltop and is higher 
than the town down in the valley to the north.  
While we were eating one of PEGGY’S good 
snack lunches I talked with a local flight instruc-
tor.  I should have been listening to his helpful, 
but not intentional (believe me) hints about fly-
ing out of there when the winds whipped up 
from the west and came rolling down over those 
mountains onto the east side of the mountains.  
He said that he usually didn’t fly anytime after 
10:00 a.m., as I remember (now). Well, since I 
had been through here before in 2004 and had no 
problem, I was confident we could do it again.

We took off after 1:00 p.m. and got off O.K. for 
a field elevation of 5,586’ and a density altitude 
of 8,200’. BUT after passing the end of the run-
way to the west at approximately 200 ft. above 
the runway, we suddenly got into a severe sink 
area and began to descend  down toward the foot 
of the mountain to the west of town which was 
below the level of the runway.  We were indicat-
ing about 70 mph at this point and so a very 
short (reverent) prayer was needed at this point: 
“DEAR JESUS”, which PEGGY heard, and was 
in agreement with.  At the last moment, before a 
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not be sucked into that death trap.  We finally 
arrived at a short, dry grassy hill with embed-
ded boulders just peeking above the surface 
occasionally.  I suddenly realized that we were 
descending slightly and drifting to the right, 
but making zero forward speed!!!  We were 
sinking down to approx. 20-ft. agl and I yawed 
the plane to the left to correct the right drift, 
and the next moment we were firmly placed on 
terre firma.  Thank goodness for those Steve 
Whitman style landing gear!  When the plane 
got to the ground, the headwind diminished 
which allowed the plane to crawl forward 
(down hill) about 25 ft. before it came to a stop 
without the need for brakes as I simultaneously 
chopped the throttle!  We had just made a 
wheel landing in a hover, with full power, at 
best lift over drag (approx. 59 mph); and with 
no damage!  PTl!  PEGGY asked me:  “Were 
we planning to land here?”  Ha!  I said: “No, 
not really”.  The altimeter indicated 7,400-ft 
msl.  Wow!  We had almost made it to South 
Pass where highway 28 cuts through at 7,500-
ft. msl.  I’m glad we didn’t make it because the 
wind was really howling through there (the 
locals told me later) and high-tension lines fol-
lowed it on the south side.

certain impact with terrain, I slightly pulled back 
on the yoke and rolled to the right, and toward 
the town, which was even lower in elevation.  To 
our overwhelming relief we didn’t hit but were 
only about 50 feet above the terrain and hanging 
on 60 mph indicated which seemed to be the best 
lift over drag speed at this altitude.  PTL!  We 
then were able to hang on 60 mph while passing 
over the town at approximately 100 feet agl, but 
heading east toward lower terrain!!!  Wow!  My 
heart is racing even now as I type this line!  I’ve 
awakened many times in the night reliving this 
experience!  At this point I should have either 
headed east and climbed to approx.10,000 ft. and 
then turned around and gone over the pass just 
south of town or gone even farther south to clear 
the first mountain ridge before heading west.  
The other move would have been to climb back 
up to the runway 21 elevation and landed for the 
day!  No, I elected to head to the S.W. toward 
the South Pass (like in 2004) which began a very 
breath-taking roller coaster ride in what must 
have been a “rotor”, but with no clouds to indi-
cate such.  Next began an effort to ride the lift on 
small jagged ridges but once clearing those we 
were in sink again, looking for the next upwind 
ridge to follow.  Red canyon was to our left and 
east and very menacing, and we definitely could 

The annual business meeting will be held on Friday, September 
26, 2008 during the 2008 Convention in Dayton, Ohio.

If you cannot attend, proxies are located in the back of the mem-
bership book, and should be sent to the Member at large prior to 

September 25, 2008.

Did you enjoy your 2008 Calendar?  Would you like to see your airplane in 
next years calendar?  Please start early by sending me your best pictures so I 
can get a head start on the 2009 calendar!  Email or send them to the Editor!



Page 17 - August/September 2008   #350

www.cessna120-140.org
Is 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 cal-
endar.  The discussion Form is a favorite place to communicate with members.  The photo album is available to 
show off your “baby”.  You can update your contact and aircraft information in the Members Only section as well 
as join or renew your membership and purchase club merchandise from our online store.  There are links to 
member sites, printable membership applications and merchandise order forms and much more.  Stop by and 
sign in! 

NEWSLETTER
ADVERTISING RATES

Full Page
1 Issue     3 Issues     7 Issues

$140.00     $135.00    $128.00/issue

1/2 Page

$78.00          $75.00          $72.00

1/4 Page

$48.00           $43.00     $40.00

1/6 Page

$39.00         $35.00           $32.00

1/8 Page

$30.00          $27.00          $24.00

1/10 Page

$26.00          $23.00          $20.00

1/16 Page

$18.00          $15.00          $10.00

Our Website
www.cessna120-140.org

Our website is located at www.cessna120-140.org  Our website Committee is staffed by the following members:

John von Linsowe  -  ”Chairman” 810-797-5660 N2165V@aol.com
Matt Lahti  -  Moderator 248-762-1836 eight8november@yahoo.com
Mike Smith  -  Moderator 850-871-1082 mspcfi@juno.com
Victor Grahn  -  Technical & maintenance Advisor 616-846-9363 zenyamaero@netzero.com
Yvonne Macario  -  Webmaster 610-310-1313 macario@prodigy.net

We invite everyone to explore the website as a wealth of information can be found at your fingertips
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Convention Update #2

Greetings to all!  I hope this update finds everyone enjoying 
the summer and the more frequent opportunities to fly our 
terrific airplanes.   Thank goodness they get better gas mile-
age than some cars and most SUVs!  Just think about it.  We 
travel somewhere around 100 miles in an hour burning be-
tween 4.5 and 5.5 gallons per hour.  That comes out to about 
20 mpg!  For $25 - $30 you can travel 100 miles round trip to 
your favorite airport hamburger joint, buy lunch for $10-15 
and you still haven’t hit the $100 hamburger threshold!  That 
means you can go again and again!

Okay, we have all been impacted to some extent by the run-up in fuel prices so what can we do 
about it?  For starters, we work harder to find ways to afford our hobby, passion, toy, whatever you 
want to call it.  With that in mind, convention planning has been ongoing with an emphasis on 
holding down costs.

Thursday, September 25th will start out with a tour of a few sites on the Aviation Trail in Dayton.  
Just google “Aviation Trail” and you will be able to learn about this terrific part of aviation history.  
This is FREE!  After a box lunch ($10 or less per person) at Huffman Prairie we’ll go to the US 
Air Force Museum for 2-3 hours to get a head start on the museum.  For those that have never been 
there or if it’s been a long time you will find that trying to do the museum in one day is nearly im-
possible unless you are a speed reader and speed walker.  Trust me!  The extra couple of hours will 
be worth it and it is FREE!  The museum closes at 5 pm so we’ll plan on heading back to the hotel 
and enjoy a group pizza party (around $10 per person) followed by the traditional hospitality suite 
to round out the night.

Friday, September 26th is our full day at the US Air Force Museum.  Once again, FREE!  The only 
things you will pay for at the museum will be IMAX movies, gift shop purchases (excellent gift 
shop!) and lunch at the museum cafeteria on your own and at your leisure during the day.  At 4 -
4:15 pm we’ll hop in the vans/vehicles and head back to the hotel then back to Moraine Airpark for 
the association business meeting followed by our Friday night airpark dinner - here’s a hint - plan 
to bring you favorite Hawaiian shirt!  Hospitality suite at the hotel to follow (price to be deter-
mined).

Saturday, September 27th is our traditional airport day.  Maintenance Forum, Flying Activities, Air-
craft Judging etc and lunch graciously hosted by the local EAA chapter will take place (Lunch 
around $10 per person).  Did I mention that all of these activities are FREE!  After a full day at the 
airpark we’ll return to the Holiday Inn South and enjoy the Association Annual Banquet, awards, 
and door prizes (price to be determined).  By the way, the tally so far on door prize value is nearing 
the $4000.00 mark and rising also, 35 reservations were made by the June 1 deadline for the free 
room drawing.

Sunday, September 28th is our final day and we all hope the wx cooperates for everyone and for all 
directions of flight and driving.
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Room rate:  $75.00 + tax per night - rate is avail-
able from 9/23/08 through 9/28/08

Room rate is guaranteed through 
08/24/2008.  Reservations made later than 

08/24/2008 may be subject to rate increase so 
please make your reservations well in advance 

if possible.

Rooms currently blocked for our use:  35 King 
size/65 Double  (hopefully we have to increase that 

number!)

AS ALWAYS:
MENTION THAT YOU ARE ATTENDING THE 

2008 CESSNA 120/140 
ASSOCIATION CONVENTION 

FOR THE CONVENTION RATE! 

Hotel is located is approximately 3.5 miles from the 
Moraine Airpark.  Less than a 5 minute drive.

Van transportation will be arranged for those flying 
into Moraine Airpark.

Camping and RV's are allowed on the Airpark. 

Convention Headquarters  -   Holiday Inn Hotel & Suites
2455 Dryden Rd.  -  Moraine, OH  45439

phone:  937-294-1471  -  fax:  937-294-4282  -  website: www.holiday-inn.com/day-south

Tentative Schedule of Events

Wednesday Sept 24  -  Early Arrivals

Thursday Sept 25 - Aviation Trail and start on Air 
Force Museum
Dinner at Moraine Air Park

Friday Sept 26  -  United States Air Force Museum, 
Dayton, OH
Membership Business Meeting
Dinner at Moraine Air Park

Saturday Sept 27  -  First Timers Breakfast
Maintenance Forum
Lunch at Moraine Air Park
Aircraft Judging
Flying Contests
Banquet at Holiday Inn

As you can see, in the interest of controlling some costs and to keep the convention focused more 
on the Wright Brothers connection, we did not include an organized fly out as previously planned.  
However, places like Sporty’s Pilot Shop at Clermont County Airport is less than 40 nm away on 
the east side of the Cincinnati (watch out for the Class B airspace) and The Waco Museum, Troy, 
Ohio on the north side of the Dayton Class C may be of interest to some of you if you are looking 
for a fly out on your own.  These are only a couple of the interesting sites near the Dayton area.

As plans, meal costs, etc., continue to develop I’ll post information on line as soon as possible.  
You know the Mastercard commercials?  Here’s my 2008 International Cessna 120/140 Conven-
tion commercial:

Fuel for one hour of operation for a Cessna 120/140 - Price:  $25 to $30 

Cessna 120/140 - Price:  $18,000 and up

Attending the 2008 Convention, renewing friendships, making new friends, comparing notes on air-
planes, learning more about our airplanes, viewing some of the best examples of flying 120s and 
140s anywhere, and enjoying the best and most dedicated group of airplane enthusiasts you will 
ever meet – PRICELESS!
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A page from Cessquire, the Cessna employee newsletter.  
This page was printed in February, 1947.
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Disclaimer…
This newsletter is for educational and informational pur-
poses only.  Readers are reminded that Federal Air Regula-
tions Part 91 places primary responsibility for ensuring the 
airworthy condition of the aircraft on the owner or opera-
tor.  Any person who maintains, modifies, or otherwise 
changes an aircraft must do so in accordance with manu-
facturer’s recommendations and all applicable FAA regula-
tions.

Application for Membership
International Cessna 120/140 Association
9015 E. Coleman Rd., Coleman, MI 48618

Your Name Phone No.  (       )                         .
Street or Box No.       Email:        .
City    State Zip          .
A/C Info:  Model: S/N N Year Engine         .

Your Prime interests in joining:   Maintenance Engine Mods        Parts           Fly-Ins
  Other (please specify)  .

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

C-85 Carburetor STC
David Lowe  -  270-736-9051
Continental O-200 120/140

Gary Rice
Continental O-200 120/140/140A
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
Wing Fabric Attach Rivets
Dip Davis—815-568-6811

Leading Edge Landing Light
John Nichols  -  845-583-5830

█ Active STC’s █Stop Gap Measure
Stop the gap in your cowl !

Replace those expensive, worn Cessna 
cowl latches with our STC’d units.  No 
butchery required.  Return to stock any 

time you want your headache back.  
Complete shipset costs less than one

factory latch.  Available with Phillips head 
or “wing” type camlocs.

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

(815) 568-6811
BirdDr@mc.net
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33nd Annual Convention—International Cessna 120/140 Association

Dayton, Ohio—2008
Moraine Airpark—I73

September 25-28, 2008  -  Dayton, Ohio
Details to follow  -  Plan Ahead!

FOURTH SUNDAY OF EVERY MONTH
Riverside Flabob “International” Airport (RIR)

Breakfast at the Silver Wings Café.

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.

Are you reading this in Black and White?  
Go to the Website and download or view this newsletter in FULL COLOR. 

It is in the Members Only Section!


