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A View 
from Our  
President

 We’ve learned from the get-go that aviation is a 
relationship business.  Relationships that matter are those 
built on trust, mutual benefit, continuous improvement, 
and pleasing encounters.  Trust means your word is 
your bond—you do what you say—always—not just 
some of the time.  Mutually beneficial means it’s not 
I win, you lose.  It’s developing win-win deals and 
situations where we work together to get things done, and 
problems are solved to the satisfaction of all.  Continuous 
improvement has us always looking forward, trying to 
improve, seeking new ways and ideas, striving for more 
value, not locked in the past or what was done before.  
Pleasing encounters means simply liking the people you 
work with, and that you enjoy negotiating with good, 
honest, decent, and yet fun folks.
 At Wisconsin Aviation, we have always valued 
long-term relationships—relationships with our 
vendors and our customers, relationships that meet all 
the requirements stated above.  In the last month, we 
negotiated two new long-term agreements with long-term 
partners.  First was a new contract with the good folks 
at Dodge County.  We have been their FBO for 31 years, 
and it looks like we’ll be so for five more with an option 
for another five.  Nobody rolled over and played dead; it 
was good, open, and honest dialog.  We’re proud to be  
at UNU.
 The second agreement was with our fuel vendor, 
Avfuel Corporation.  Avfuel consistently scores #1 in 
Professional Pilot magazine polls and is the nation’s 
largest independent aviation fuel supplier with some 

Relationships
We’ve often told you that you do have a choice when traveling for 
business.  We recently came across a study which tells the story of why 
general aviation offers you the right choices.  NEXA Advisors LLC of 
Washington, D.C., in a study conducted in cooperation with the National 
Business Aircraft Association (NBAA), makes the case that, for small to 
medium-sized enterprises, owning an aircraft or using charter services 
enhances both shareholder and enterprise value.  

NEXA divided 384 S&P SmallCap 600 companies into users and 
nonusers of business aviation and then studied their results from 2005 to 
2010.  According to the NEXA study, “we found that users of business 
aircraft outperformed nonusers in important shareholder measures.”  
NEXA Advisors made these key findings:

The Impact of Flight on 
Small and Medium-Sized 
Businesses

Continued on back page 

Continued on page 10



Mark and Diane MacDonald wanted 
to update the instrument panel in their 
Grumman Tiger.  This was a great 
opportunity for the Wisconsin Aviation 
avionics team to please another 
customer.

When Mark first came to us, he showed 
us some instrument panel overlays 
that were just sitting in his garage 
since he purchased them years ago at 
a Grumman convention.  Now was 
the time to use them.  We started by 
removing all the 70s- and 80s-era 
radios, a collection of old King Nav/
Coms, audio panel, ADF, DME, and 
an Apollo Loran-C and associated Nav 
indicators.  Then we peeled off the old 
plastic overlay that Grumman had glued 
to the instrument panel.  Next we took 
Mark’s metal overlays and had them 
powder-coated in Tornado Grey, the 
color that Diane had picked out, and 
screen printed them with the required 
placards.  Also, with the old radios 
removed, there was ample room to 
reinstall the old glove box that had been 
taken out years ago. 

Now for the modern radios . . . We 
installed the new Garmin GTN-750, 
GMA-35 remote audio panel, GDL-88 
ADS-B UAT, Garmin GNC-255A Nav/
Com, and dual GI-106A Nav indicators.  
Mark elected to remove the old Century 
I autopilot and GTX-327 transponder, 
which we replaced with a new S-TEC 
System 30 autopilot with a GPSS 
converter and remote-mounted GTX-32 
transponder as well.  To help modernize 
the Tiger, we removed the old non-
pullable circuit breakers and inline 
fuses and replaced them with modern 
Klixon pullable-style breakers.  We also 
replaced the dimmer control with a new, 
solid state version and topped it off with 
a new 406 ELT.

What a great transformation to this little 
beauty!  With this modern upgrade, 
Tiger N74052 will serve Mark and 
Diane well for many years to come—
and I’m quite certain it will turn some 
heads at the next Grumman convention 
they attend.

Eric Rosenbrook
Avionics Technician, MSN          

Grumman Tiger N74052  
Sheds Her Old Panel
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Bring all the benefits of ADS-B datalink to your cockpit 
with this integrated dual-link solution!

• ADS-B compliance made simple

• Aural and visual traffic advisories

• Displays up to 30 intruder threats!

• Provides subscription-free weather and traffic

• TargetTrend relative-motion display
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Safety Matters  
Maintain VFR When You Fly VFR
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VIONICS Don’t wait!  Contact Wisconsin Aviation today for a free estimate!
608-268-5006          Avionics@WisconsinAviation.com           800-594-5359

The season of cloudier days is on its way, and fall also has its 
share of less-than-ideal visibility with some foggy mornings 
thrown in. Weather changes more quickly, slowing down our 
plans to get airborne—if we do at all.

Being cautious about gray days is good, because getting caught 
in weather that is less than VFR is stressful at best, dangerous 
at worst. What we call minimum VFR conditions is defined 
as a 1000-foot ceiling or 3 statute miles of visibility. This 
isn’t ideal for a local flight, much less a VFR cross-country. 
When you work in the VFR weather minimums, such as cloud 
clearances—500 feet below them in most cases—you’ll be 
flying nearer to the ground. This gives you much less room 
for obstacles, terrain, and places to land should you have a 
mechanical problem. 

Makes sense. But a surprising number of pilots fly VFR into 
IMC, making this a top cause of fatal accidents in light airplanes. 
While some involve scud-running into towers or terrain, a main 
cause of fatalities is spatial disorientation and the resulting loss 
of control.

All pilots have a few hours of instrument training early on, 
mainly under a hood to block the view out the window and 
simulate IFR conditions. These lessons teach you to fly the 
airplane solely by reference to the flight instruments. It’s not 
enough to allow you to continue into IMC safely, much less 
legally, but is a first step in giving you some options should 
you find yourself in marginal ceilings or visibility. And unless 
you get training in actual IFR conditions, the basic lessons 
don’t show you how it looks when ceilings or visibility start 
to creep down on a pilot. Proximity to towers and terrain 
notwithstanding, the loss of ground contact or a horizon can 
cause disorientation in a matter of seconds.

In marginal VFR conditions that are deteriorating, visibility 
usually decreases gradually, so you need time and mileage to 
make a change before losing VFR conditions altogether. Have 
a plan of action at the first sign of a downturn in conditions. 
Pressing on is what caused most VFR-into-IMC accidents. The 
180-turn you practice while learning basic instrument flight can 
come in handy, but only if you do it early enough. If you wait 
until the soupy weather surrounds you, the U-turn will do you 
little or no good. If disorientation is occurring, it could be worse. 
Find a place to land before it gets bad. If it’s safe to do so, divert 
to the nearest airport. Knowing the locations and distances to 
airports around your route is essential for any issue, whether it’s 
mechanical or meteorological.

What if you did find yourself with low clouds and visibility all 
around? Now it’s an emergency. Depending on the conditions 
and your altitude, what you do next can vary, but fly the airplane. 
If you’re at a lower altitude and seeing obstacles or terrain is a 

concern, land now—find a farm field or pasture below you that is 
clear of obstacles, and go for it.

If you’re at a higher cruise altitude and the cloud tops aren’t far 
above, VFR on top conditions could keep you safe until you find 
an airport below. Use your instruments to start a gradual climb 
at a safe medium speed (hopefully you learned exactly how do 
this is the airplane you trained in). Declare an emergency on 
121.5 and briefly explain your flight condition. ATC will keep 
other traffic out of your way and help you find a suitable airport, 
preferably one with VFR conditions. If conditions are such 
that ATC must allow you to descend through clouds to get to a 
landing site, use that safe airspeed and take your time to avoid 
disorientation. Learn to trim and turn the airplane using the 
rudder so you don’t overcontrol when disoriented.

Emergency training for these situations, especially in actual 
instrument conditions with an instructor, can show you what it’s 
really like to fly into IMC and give you some tools for getting 
out of trouble should it ever happen. As with most weather 
hazards, good planning, personal minimums, and avoidance are 
the best way to stay safe. 

Elaine Kauh
CFII, RYV

App of the Quarter

Mobile App for  
NOAA/NWS
Aviationweather.gov is a favorite go-to 
for all things meteorology. The mobile 
app offers handy features such as saving 
airport reports, searching for multiple 
weather stations, and—for 99 cents—ad-
free usage. Find it in iTunes.

Garmin’s GDL 88 Series is a cost-effective
solution for the FAA’s ADS-B mandate.

Before

After



There are a lot of stories 
around about great pilots, 
primarily because there are 
a lot of great pilots around. 
Some gain recognition 
because of their feats of 
daring, some because 
they are innovators, some 
because they flew higher 
or faster than anyone else, 
and some because they were 
great promoters of aviation. 
However, one pilot stands 
out as a great pilot simply 
because he could maneuver 
the controls of an aircraft 
better than anyone else. His 
name is Robert A. “Bob” 
Hoover. Jimmy Doolittle, 
another great pilot, is the 
one who described him as 
“the greatest stick and rudder man ever.” After witnessing his 
feats on YouTube, I think we all would agree that the 92-year-old 
Hoover still holds that distinction. In the Centennial of Flight 
edition of the Air & Space Smithsonian, Hoover was named 
the third greatest aviator in history. He took this place behind 
Jimmy Doolittle (1st) and Noel Wien (2nd) (sounds like a topic 
for a future “Did You Know”). Who was the fourth greatest pilot 
behind Hoover? None other than Charles Lindbergh.

Hoover often made the statement that “airplanes only understand 
one thing, airspeed.” He was a master of energy management. 
He always knew where the edge of the envelope was and how 
much energy it would take to avoid going over the edge. One 
story I heard recently tells of 479th Tactical Fighter Wing 
pilots checking out in the F100 Super Sabre at George AFB in 
Victorville, California, in 1954. Chuck Yeager was the squadron 
commander. On landing, the pilots would come in too hot. They 
would deploy the speed brakes and drag chute and still were 
unable to stop without overheating the brakes. Yeager’s friend 
Bob Hoover took one of the Super Sabres up and executed 
a landing with no speed brakes, no drag chute, and minimal 
braking. That’s energy management.

Hoover is best known for his airshow career. He was hired 
to demonstrate the capabilities of Aero Commander’s Shrike 

Commander, a twin-engine reciprocating business aircraft. 
Hoover would put the aircraft through rolls, loops, and other 
maneuvers which most people would not associate with 
executive aircraft. Then as a grand finale he would feather 
both engines and execute a loop and an eight-point hesitation 
slow roll as he headed back to the runway. He’d touch down 
on one tire, then the other, before landing. After pulling off the 
runway, he would start engines to taxi back to the parking area. 
On airfields with large enough parking ramps, Hoover would 
often land directly on the ramp and coast back to the grandstand 
without restarting the engines.

Recently, at 92, Hoover put a Sabreliner 60 through its paces 
as part of a documentary about his life, which had its debut in 
February, titled “Perfecting Flight: Bob Hoover.” The trailer is 
called “Bob Hoover Flies Upside Down Once Again.” Watch the 
trailer at: http://www.military.com/video/forces/air-force/bob-
hoover-flies-upside-down-once-again/3670656545001/.

Hoover would say perfect flight takes “total concentration.”

Steve Schwegel
Associate Editor
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Flying in the Mountains
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Know
“The Greatest Stick  
and Rudder Man Ever”

For us flatland pilots, a trip out to the mountainous West can be 
exhilarating, exciting, and challenging.  I routinely fly my Cirrus 
to Jackson Hole, Wyoming, two or three times a year, and those 
flights are always among my favorites.

When planning such a flight, one needs to consider many factors 
including weather, terrain clearance, and density altitude.  While 
we have to deal with weather in the Midwest, terrain clearance 
and density altitude are not usually significant concerns in 
our part of the country, and although we do see significant 
performance changes on really hot summer days, those changes 
pale in comparison to what one can experience out West.

The weather hazards we face out in the mountains are similar  
to the hazards here–IMC, thunderstorms, and ice–but 
encountering such conditions in the mountains is potentially far 
more hazardous.

Consider ice.  Because minimum altitudes in the mountains are 
high and because the air at those altitudes is colder, ice can be 
encountered all year, and if you get ice, you may not have the 
ability to descend into warmer air because of rocks beneath you.  

Climbing is also problematic, especially in a non-turbocharged 
airplane, because your performance may not allow a climb to 
clear skies.  

Mountains provide a significant lifting source, and therefore 
thunderstorms often occur when the air is moist.  They tend to 
form over and downwind of the peaks and can occur suddenly 
and with only minimal warning.

Density altitude is one of those things we learn about in pilot 
training but don’t really appreciate it until we experience it.  The 
high-altitude airports in the mountains require a significantly 
longer takeoff and landing run than those in the Midwest 
because your true airspeed is higher for any given indicated 
airspeed.  Rate of climb is also significantly decreased, and you 
need to lean for best power on takeoff in order to get maximum 
performance from your aircraft. 

Routings out West also require choices.  Do we want to fly over 
the mountains, or do we want to stay low and fly the valleys 
and passes?  Generally, low flying is more scenic but subjects 
us to more turbulence, especially in the afternoon heat, and 
makes terrain clearance a far greater concern. Flying over the 
mountains often requires altitudes that mandate oxygen use by 
the pilot and often the passengers as well.

One must also consider the topography of the region.  Out West 
you will be flying over a lot of barren, uninhabited terrain.  It’s 
especially important to have survival gear, including warm 
clothing, available in case of an unplanned emergency landing.  
A working PLB (personal locator beacon) is also a necessity, just 
in case.

While all of the above factors make flying in the mountainous 
West more challenging than in the flatlands, there are several 
things one can do to make a trip to the mountains comfortable, 
enjoyable and, most important, safe.

First and foremost, confine your flying to good VMC.  By doing 
so, not only will you avoid the possibility of ice, you will be 
able to see any obstructions in plenty of time to avoid them.  
Second, consider a mountain flying course, especially if you plan 
to fly in the valleys.  Third, understand that most bad weather 
(thunderstorms) and significant turbulence usually occurs in the 
afternoon.  Try to get your day’s flying done by 11 a.m. or noon 
if you possibly can.

Flying in the mountainous West can be one of the most 
rewarding things you can do with your airplane.  With good 
training, a mechanically sound aircraft, and careful planning, 
such a trip is within the reach of any private pilot.

Jerry Seckler
Cirrus Pilot

Hoover is a fixture at airshows in his  
trademark wide-brimmed hat.

Hoover, a former USAF test pilot, climbing  
into a North American F100.

Departing Jackson Hole on 
an autumn morning

Landing at Jackson Hole



The Impact of Flight
Aviation affects our lives and serves our needs in many diverse, amazing ways.

Life-saving & time-critical transportation
Protection & safety

Private business travel

Recreation &
entertainment

Aerial photography

Agriculture

Research & technology

Mass transit Honor Flights

Shipment of goods



Hypertension and  
Your Medical

Dr. Terry Turke is an FAA Senior Aviation Medical Examiner  
(AME) located in Watertown, Wisconsin (920-261-2020).

A Visit with 
the AME

Dr. Terry Turke
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Wisconsin Aviation-Dodge County Hosts  
Badger Honor Flight Fundraiser

beta-blockers, ACE inhibitors, calcium channel blockers, 
angiotensin II receptor blockers, and/or diuretics.  Centrally 
acting antihypertensives are not acceptable.  A test for serum 
potassium is no longer required for airmen taking diuretics. Of 
course, as noted above, there can be no side effects from the 
medications.

If all of the criteria are met, the AME can issue.

Hypertension is one of an increasing number of medical 
conditions that the AME can now authorize (CACI – Conditions 
AME Can Issue).  Information no longer needs to be sent to the 
FAA if all criteria are met.

The examiner should review a current status report by the 
treating physician and any supporting documents to determine 
the applicant’s eligibility for certification.  However, the AME 
is not required to review a current status report from the treating 
physician if the AME can otherwise determine that the applicant 
has had stable clinical blood pressure control on the current 
antihypertensive medication for at least two weeks without 
symptoms from the hypertension or adverse medication side-
effects, and no treatment changes are recommended.

The blood pressure in the office needs to be less than or equal 
to 155 systolic and 95 diastolic. While less than 155/95 meets 
standards, we are advised to refer the airman back to his or 
her primary provider if the blood pressure is above current 
clinical practice standards.  Acceptable medications include 
combinations of up to three of the following: alpha-blockers, 

Ask the AME
Have questions about your medical or about the human factors 
associated with flying? Send them to: Talewinds@WisconsinAviation.
com or mail to Wisconsin Aviation Talewinds • 1741 River Drive • 
Watertown, WI 53094

Approximately 110 people attended the Badger Honor Flight 
Hangar Dance on Saturday, September 6, held the second year in 
a row at Wisconsin Aviation’s Dodge County facility in Juneau. 
The Ladies Must Swing orchestra kept the evening hopping 
with great jazz music from the 1940s. The evening’s activities 
resulted in raising $3400, which came from the sale of tickets, 
beverages, and pie. The funds will be used to send veterans on 
Honor Flights. 

Badger Honor Flight is a regional affiliate of the national Honor 
Flight Network. The purpose of the Honor Flight Network is to 
ensure that WWII and terminally ill veterans from any war have 
the opportunity to see the memorials that have been erected in 
their honor. The Honor Flight Network provides all amenities 
to the veterans, including all transportation, meals, and lodging. 
Everything is free to the veterans out of respect for what they 
have sacrificed for this great country.
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Wacky Waypoints

When the RNAV and GPS approaches (landing procedures based 
on GPS signals rather than radio beams) were first designed 
about ten years ago, the FAA used a computer to generate the 
names used for the fixes or waypoints.  A nice idea, but it was an 
unmitigated disaster because only a computer could comprehend 
the names that came out, which made them almost unusable for 
communication between controllers and pilots.  The solution 
was to let local controllers name the waypoints within their 
jurisdiction.  The thought was that they would know local jargon, 
which would have meaning and make sense to those using them.  
It did work but gave us some interesting and somewhat wacky 
waypoints.  Here are a few examples.

The GPS 13 approach into Portsmouth, New Hampshire, is:  
ITAWT, ITAWA, PUDYE, TTATT and IDEED.

On the GPS approach to runway 33 at Louisville, Kentucky, you 
will find:  IFALN, ANDYE, CAANT, GDUPP.

The GPS approach to runway 1 at NAS Pensacola, Florida, is:  
EATNN, TTUNA, SNWCH, and the hold is at MAYYO.  (I 
spent a lot of time in Naval Air Station mess halls, and I don’t 
remember ever having a tuna sandwich.)

Routes navigating around Edwards AFB’s restricted airspace 
have waypoints TESST, FLYTE, PNCHO, and BARNZ.  Who is 
Pancho Barnes?  Read future issues of Talewinds to find out.

Waypoints for the GPS approach to Runway 19R (right) 
approach at Andrews AFB, the home of Air Force One, are 
named for Presidents DUBYA, BUUSH, FORRD, and RREGN.  
Certain people are pushing for a GPS approach to 19L (left).  
Hmmm…wonder what names will be used for that  
left approach?

Several approaches to Houston Hobby Airport start at Cowboy 
VOR (CVE) near Dallas and then continue playing on the 
sports theme from there through these waypoints: ELLVR 
(player name), GOALL, PPUNT, DRPPD, FTBAL, CARRR 
(another player), TEXNN, COACH, QTRBK, TAKKL, RECVR, 
FMBLE and, finally, TCHDN, which positions you for several 
approaches to Houston.

Chicago is also big on sports.  Approaches into O’Hare have 
waypoints:  ROYKO, PATON, ESSPO, and BULLS for Mike 
Royko (a sports announcer), Walter Payton (Sweetness), Phil 
Esposito (a center for the Blackhawks), and, of course, Da Bulls.
Austin Straubel International, another sports town to the north 
of Chicago, has a final approach fix to runway 36 FRZZN and to 
runway 6 TNDRA.  Where could that be?
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1981 Cessna 414AW RAM VII (N414MJ): 5680 TTSN, 114/10 Since RAM, 96/328 SPOH McCauley, 
Dual Garmin 530Ws! Garmin GMA-340 audio panel, Dual Garmin GTX-330 transponder, Bendix ART-
161A radar on EX500 MFD, BFG WX-1000+ stormscope, XM Weather, S-TEC 65 autopilot, TCAS, HSI, 
ELT, current Part 135, 1973 useful load, beautiful paint & interior! $549,000

1975 Cessna Citation 500 (N501GB): 12,960 TT, 1140 SMOH, fresh Phase 1-4 completed 05/14. 
Turnkey! RVSM compliant, 135 current, thrust reversers, updated Garmin panel, beautiful paint & interior, 
NDH, new lead acid battery. Nicest 500 on the market! Reduced to $575,000 / Open to Offers!

1979 Piper Arrow IV (N705WH):  Only 4160 TT, 340 SMOH, Garmin GNS 430! Autocontrol IIIB 
Coupled Autopilot, 4-place built-in intercom, Rosen visors, good glass & good paint!  $75,900

1979 Piper Navajo (N56ND): 6730 TT, 710/890 SMOH, Full Panther Conversion, 4-blade Q-tip props, 
winglets, VGs, known ice, A/C, oxygen, GNS530, KFC200 autopilot with flight director & HSI, radar, 
professionally flown, operated & maintained. Reduced to $299,000! Can Trade!

1978 Piper Navajo (N510CC):  9125 TT, 35 SFRM, 345 SPOH, GNS 530W dual GPS nav/coms, GTX 
330 transponder, GMA 340 audio panel, Avidyne EX500 MFD, Insight G4 graphic engine monitor.  Just 
in—call for price!

1979 Cessna 310R (N2638Y): Fresh annual, 9415 TT, 1100 SMOH, 1100 SPOH, rare 203-gal fuel, 
Garmin 430W, HSI, color radar, boots and hot props, hangared in Midwest. PRICE REDUCED to 
$104,500!

Aircraft for Sale

1959 Piper Comanche 250 (N5999P):  6650 TTSN, 676 SMOH, 378 SNEW 3-bladed McCauley prop, 
April annual, Garmin GNS-430 GPS/Com! Osborne tip tanks! 1-piece windshield.  Lots of airplane for 
$42,900!

1969 Piper Comanche 260C (N9390P):  Only 2,940 TTSN! 730 SMOH (Victor), 350 SNEW Prop 
(3-bladed), GNS-430W! NSD-360 HSI! Century 2000 Coupled A/P! WX-900 Stormscope! Traffic, Knots 
2U & much more.   $94,900

1977 Cessna 414 (N126BT): 3500 TT, 917/874 SMOH, 367 SPOH, November annual, KX-165 with 
glideslope/HSI, KX-155 with glideslope, Argus 5000, Trimble 2000, Garmin 696 with XM Weather, VGs.  
Priced for immediate sale at $139,900!

1980 Piper PA-28-236 Dakota (N8183X): Garmin GTN 650! Aspen Evolution 1000 Pro EDF! Garmin 
Aera 796 with XM Weather! 406 ELT, Autocontrol IIIB, Clean! New leather seats! Maintained by 
Wisconsin Aviation since 1991!  Reduced to $89,900/OFFER!

For full specifications and photos, visit our website at WisconsinAviation.com.
Partner with Wisconsin Aviation and take advantage of our proven brokerage process. Our detailed listings and thorough aircraft reviews attract buyers from all over the 
world and give them confidence to take action! As one of the Midwest’s largest aircraft brokers and a leader in the aviation industry, we are equipped to provide you with 
maximum exposure and expertise guidance in the sale of your aircraft. Whether you are looking to sell, upgrade, or purchase an aircraft, contact our sales team to find 

out how we can make your next transaction smooth and seamless.
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Coming: Cirrus SR-20 and SR-22

Pilots to Fly  
Jumpers!
If you have a commercial pilot  
certificate and a total of 500 hours and  
would like to build your hours, you can fly  
for time with the Seven Hills Skydivers. If  
interested, call Greg Porter @ 608-712-2544 or  
Don Woods @ 920-319-0377.

Needed…

Congratulations,  
Superstars!

The individuals listed below have achieved solo  
status or obtained the certificates or ratings 

shown since the previous issue of Talewinds.

Solo Status
Ken Cole (RYV)

Steve Lemke (RYV)
Caleb Mundt (RYV)
Mark Potts (RYV)

Patrick Roedl (UNU)
Jason Shelbourn (RYV)

Joe Smith (MSN)
Karl Weller (MSN)

Certificates & Ratings
Private 

Jason Fourdraine (MSN)
Kathy Railing (RYV)

Christopher Sherrick (MSN)
Tyler Stank (MSN)

Instrument
Mark Abendroth (RYV)

Rich Crim (MSN)
Tonie Michaels (UNU)
Ty Oestreich (UNU)

Commercial
Bryan McConnell (RYV)

• Business aviation users were more successful at 
returning value to shareholders with total return that 
was 245 percent higher than that of nonusers.

• Operationally, business aviation users generated 
more income based on productivity and efficiency, 
outperforming in both EBITDA and earnings (230 
percent and 219 percent higher, respectively).

• By maximizing output from their resources, business 
aviation users were able to provide superior return on 
assets, return on equity, and asset turnover (70 percent, 
40 percent, and 21 percent higher, respectively).

• Business aviation users were able to tap more new 
business opportunities, with 22 percent higher average 
revenue growth.

• Investors rewarded business aircraft users for their 
business success. Market capitalization growth for 
users was 11 percent higher than nonusers. In fact, two 
of the three companies that “graduated” directly from 
the S&P SmallCap 600 to the S&P 500 index used 
business aircraft.

To read the entire article, go to http://nexacapital.
com/?content=News/ReportsAndCommentary.php.

See the centerfold to find more “impact of flight” 
connections.

Impact of Flight
(continued from p. 1)

Congratulations to the 
Following Aircraft Buyers:

Doug from Auckland, New Zealand 
2011 MXS 

Par Avion LLC from Ketchum, ID 
1981 Cessna 414AW RAM VII

Pineapple Air, Nassau, Bahamas 
1978 Piper Aztec F

Richard from Kernersville, NC 
1959 Piper Comanche 250

Sold!! SOLD

SOLD
SALE PENDING
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is here!!
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Dec 6  UNU – ForeFlight/iPad Clinic – Saturday, 12:30-3:30 pm

Dec 13    UNU – IFR Refresher Course – Saturday, 9 am–Noon

Jan 8  RYV – Instrument Ground School – Thursdays thru March 12, 6-9 pm

Jan 13  UNU – Instrument Ground School – Tuesdays thru March 31, 6-9 pm

TBD  MSN – Private Pilot Ground School – starting last week of January, 6-9 pm

Jan 31  UNU – Private Pilot Ground School – Saturdays thru April 18, 9 am-Noon

700 dealers.  What you may not know is that Wisconsin Aviation is the oldest (longest 
continuous) Avfuel dealer, a relationship that spans 33 years, and we just signed for ten 
more.  With the help of a number of great Wisconsin Aviation employees, we finished 
our new contract at this year’s NBAA Convention in Orlando.  I believe it is forward-
looking, mutually beneficial, and bonded with Avfuel’s word, which has always proven 
to be trustworthy.  The negotiations (encounters) were tough but, as always, pleasant and 
in the spirit of a true partnership.
 We appreciate our relationships and partnerships with Dodge County and Avfuel, 
as well as with you, our truly valued customers.  Thank you for doing business with 
Wisconsin Aviation.

Jeff Baum
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