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Wisconsin Aviation
Provides Total Aircraft
Management

Whether your business travel finds you on a commercial airliner or
on a chartered plane, the thought of investing in an aircraft for your
corporation has probably crossed your mind. If you and your employees
travel often, a cost-benefit analysis is likely to show that investing in a
corporate aircraft will not only reduce the time you spend traveling but
give you a significant tax benefit as well. The daunting aspect of aircraft
ownership is not the initial purchase but the ongoing management of
the aircraft once you own it. There are many tasks to attend to with an
aircraft. Some of these include:
•
•
•
•
•
•
•
•
•
•

Initial purchase
Insurance
Annual inspections
Routine maintenance
Cleaning and detailing
Pilot service and training
State and federal registrations
Subscriptions for GPS, weather, and ADS-B updates
Hangaring and storage
Leaseback arrangements

Depending on the skills you have in your organization and the time you
are willing to spend, you can attend to all of this yourself or you can enter
into an aircraft management agreement with Wisconsin Aviation to take
care of any or all of them. Wisconsin Aviation Vice President of Technical
Services Pete Schroeder says, “We can develop a package to suit your
particular needs. We will always treat your aircraft as if it were our own.”
If you presently own an aircraft or are thinking of purchasing one, call
Wisconsin Aviation to arrange a meeting to discuss the management of
your aircraft. Read more about our aircraft management services in
the centerfold.

A View
from Our
President
Sequestration
Sequestration. Tower closings. FAA furloughs. TSA
delays. Flight delays. Oh my, what’s a person to do, and what is
one to think? Think smarter, fly charter!
We are bombarded daily with hoopla and misinformation
about the possible effects of government fiscal restraints. How
about some concise answers to everyday questions:
Will we still be safe with 149 towers closing? Yes. First,
there are more than 5,000 public-use airports with paved
runways in the U.S., and only 1 in 10 has an air traffic control
tower. Only about 1 out of 10 of those airports with towers
operate 24 hours a day, so the vast majority of pilots are very
used to and comfortable flying in and out of airports without
operating control towers. Second, many of the airports that are
losing their towers aren’t all that busy. Sure, they have their
moments, but much of the time there is just no real need to have
a tower. During busy times, pilots will need to and will, as they
do at busy non-towered fields, exercise extra vigilance. Third,
technology is helping. Many more planes are getting collisionavoidance equipment that simply wasn’t available in the past.
Pilots’ use of air-to-air radio communications has never been
better. Radar surveillance from enroute centers and approach
control covers more areas than ever before.
How much will my charter or business flying be delayed?
Probably not at all! We expect no delays at the vast majority of
the airports we use. In fact, in some cases, departures may even
be faster!
Is this a smart way to deal with sequestration? Don’t even
get me started on this! Talewinds doesn’t have enough room for
me to answer this question, but suffice it to say, I’m sure the
decisions weren’t made by front-line people.
Flying general aviation is hands-down the finest mode of
transportation ever devised by mankind. That isn’t changing
with sequestration. Thanks for reading!

WisconsinAviation.com

Jeff Baum
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CAPS Saves Lives—Stats Don’t Lie

When the Cirrus SR20 and its big brother, the SR22, were
first introduced about 12 years ago, they sported an unusual
feature not seen on any other certified airplane, namely CAPS
(Cirrus Airframe Parachute System). This system, which when
deployed would lower the entire aircraft and its occupants to
the ground, created lots of controversy. Initially, many pilots
were skeptical of its value, and even today pilots debate its
merits. Can it really save your skin in an emergency? Does it
tempt pilots to take chances they might not take without it?
Does it work as advertised?
The system itself is manufactured by BRS (Ballistic Recovery
Systems) and consists of a ballistic rocket-fired parachute that
is attached to the airplane and is designed, when deployed by
a handle in the cockpit, to lower the aircraft to the ground at
around a 1700-fpm rate of descent. That’s a vertical speed of
about 17 knots. The parachute is designed to be deployed at
airspeed below 133 KIAS and at an altitude of 1000 feet
or above.
When deployed, the parachute reduces the forward velocity
of the aircraft to essentially zero in 8 seconds. Initially, the
airplane assumes a nose-down attitude, but the descent rate is
stabilized in 400 feet if deployed in level flight. When deployed
in a spin after 1.5 turns, it takes about 1000 feet to stabilize
the descent.
Since the introduction of the Cirrus line, there have been 39
CAPS deployments. These deployments have been studied
extensively by Rick Beach of the Cirrus Owners and Pilots
Association (COPA). Of the 39 deployments, he credits 31
with being “CAPS saves.” These were situations where without
CAPS the probability of the incident ending in a fatal accident
was high. There were a total of 63 people aboard the aircraft
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Safety Matters

Checked your GUMPS lately?
• Gas: Turn on the fuel pump and switch to the fullest fuel
		 tank as needed in the event of a go-around. No pump or fuel
		 selector? Check that your fuel switch reads “on” or “both.”

classified as “saves.” Of those, there was 1 fatality, 8 serious
injuries, 5 minor injuries, and 49 completely uninjured. The one
fatality was a situation where the CAPS deployment was initiated
by the right-seat passenger at the behest of the pilot when the
aircraft entered a spin after the pilot lost control of it during an
IMC departure. The parachute was deployed about 500 feet AGL.
Without the parachute, all four aboard the aircraft would almost
certainly have died.
Of the 8 deployments that did not result in a CAPS save, one
occurred during a dive at an airspeed well above Vne, and
the parachute separated from the airframe. One resulted from
the parachute not deploying properly. The rest involved the
parachute either deploying as a result of ground impact or just
prior to impact. NONE of the CAPS deployments associated
with fatalities occurred when the system was deployed within its
design parameters.
Aircraft descending under canopy have landed in trees, in
mountainous terrain, in fields, and in water. As long as the
parachute was deployed in a timely fashion, none of the occupants
of those airplanes have died. Most walked away with minimal or
no injuries. Many of the airplanes involved in CAPS deployments
have been repaired and are again flying.
So there is no doubt that CAPS has the ability to save lives.
Why then do so many pilots still look at the system with
suspicion—and occasionally even disdain? Some pilots think
CAPS provides a crutch for pilots who are simply not competent
and get themselves into situations where they should not be (ice,
VFR into IMC, loss of control, etc.). While it is true that many
CAPS deployments occurred when pilots put themselves into
Continued on p. 10

Did you learn the GUMPS check when you started your Private
Pilot training? More than likely, the answer is no, unless you
learned to fly in an airplane with retractable gear. Since new
habits take time to sink in, and habits learned early tend to stick,
everyone should learn GUMPS from pre-solo forward:
G – Gas
U – Undercarriage
M – Mixture
P – Propeller
S – Seat belts & Switches
GUMPS should be a habit from the start, but for most pilots it
isn’t—probably because it’s not built into standard checklists for
typical fixed-gear airplanes like Piper Warriors and Cessna 152s.
Also, we tend to think: I’m flying a fixed-gear airplane, why do
this?
For starters, you might end up pursuing your complex
endorsement so you can fly as PIC in aircraft with retractable
gear, constant-speed propeller, and flaps. Even if you don’t plan
on it when you learn to fly, it’s amazing how often it comes up,
sometimes years later. The transition is far easier and safer if you
already use GUMPS as part of every landing approach, since
you won’t have another new task to add to an already tasksaturated phase of flight.
If GUMPS isn’t automatic for you, the risk of forgetting is big.
Guess which item in GUMPS causes the most problems? That’s
right—gear-up landings. Distractions and just plain forgetting
GUMPS cause plenty of perfectly good airplanes to touch down
belly-on-the-runway.
Also, GUMPS comes in handy for any airplane you fly. Add it to
your pre-landing checklist about 3 miles from entering an airport
pattern, or at another logical point on your approach. If you use
different airplanes, GUMPS keeps you consistent every time
regardless of what you’re flying.
So to make the most of GUMPS, use these checks:

•
		
		
		
		
		
		

Undercarriage: Put the gear lever or switch to “down”
and don’t take your hand off it until you verify the gear
down-and-locked indicator (usually one or three lights) is
on. Flying a fixed-gear airplane? It never hurts to visually
check that the wheels are attached if they’re visible from a
high-wing cockpit. Otherwise, verify that you are indeed
flying an airplane with gear “down and welded.”

•
		
		
		

Mixture: If you haven’t already, put the mixture control to
full rich (or to the setting you need) in case you go around.
This item also ensures you actually did something with the
mixture on your way down from 9,500 feet.

•
		
		
		

Propeller: Put the prop control to full RPM, or whatever
setting is recommended for your aircraft, in case you go
around. If you have a fixed-pitch prop, the P can mean the
throttle—in other words, set “Power” for the approach.

•
		
		
		
		
		
		
		
		

Seat belts & Switches: Check that your passenger(s) have
seat belts and shoulder harnesses tightened for landing.
Check that your own seat belt is tight. This is an oftenoverlooked item. Seat belts that were loosened during cruise
can mean the difference between walking away from a
landing accident and getting hurt. Then, verify that your
landing light is on, as it normally would be within a few
miles of the airport. Also double-check other switches, such
as strobes and nav lights (on or off as needed).

When you’re on base and final, knowing that these important
checks were completed will make the last part of the flight easier
and safer. You can’t go wrong with GUMPS!
Elaine Kauh
CFII, RYV

App of the Quarter
Understanding
how to navigate
with VORs can
be confusing, and
learning from
a book can be
difficult. For pilots
working on Private
or Instrument
training, Nav Trainer
features different practice and testing modes for VORs and other
navigational equipment.
Visit www.pilotscafe.com/products/navtrainer.html for more details.
WisconsinAviation.com
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Common Aviation Terms
Become Idioms

12th Annual 1940’s-Style
Hangar Dance
A salute to the troops, past and present!

An idiom is the figurative usage of a phrase that has an original,
literal meaning. The figurative meaning is the use of an
expression outside of its original context. The literal meaning
is the use of the term in its original context. Over the years,
several phrases commonly used in aviation have found their
way into more general English lexicon as idioms.

ensures WWII and terminally ill veterans
from any war have the opportunity to see
the memorials that have been erected in
their honor.

build a wider-bodied version of the Comet to suit John Puns’
fat arse! Everyone at the de Havilland factory found it hilarious
except poor John Puns who decided to go on a diet. Even
before he got started on the diet, he had an accident. Due to
difficulty manipulating the controls because of his considerable
girth, he crashed the tiny de Havilland Hummingbird in an
attempt to take off. He was knocked unconscious by the crash
and remained so for almost a month. By the time he became
conscious again, he had lost so much weight that he no longer
had problems fitting into the Comet cockpit. Soon the incident
became known as John’s “crash diet.” The term today is used as
an idiom for attempting to lose weight rapidly.

Contact Information

Here are a few more interesting examples:

Saturday, July 27, 2013 • 7:00-10:30 pm
Wisconsin Aviation

3606 Corben Court, Madison
(off of Highway 51 and Amelia Earhart Drive)
Cost: $20 each, $35 for two (pay at door)

Relive the 1940’s era by attending the Wisconsin Aviation
Hangar Dance on Saturday, July 27, from 7:00-10:30 pm,
featuring big band music performed by Ladies Must Swing, a
jazz band consisting of 19 energetic dames. Vintage wear is
encouraged, and prizes will be awarded for the best-dressed
couple and best dancers. The ladies will be performing 1940’s
tunes all night long. Enjoy many favorites like “Don’t Sit
Under the Apple Tree,” “Seems Like Old Times,” “Leap Frog,”
“In the Mood,” and more! There will be many great photo
opportunities, too, as vintage planes, including the B-29, will
be parked outside the hangar (see below).

June Dalton from Ladies Must Swing
LadiesMustSwing@yahoo.com
608-698-8944
• Wisconsin Aviation
• Budweiser
• Social Life Dance Center
• Smokey Hollow Campground

A portion of the door sales, as well as the drink and
snack sales, will benefit Badger Honor Flight
(BadgerHonorFlight.org), a local nonprofit organization that

CAF

“Balls to the wall” - This term is used by pilots on takeoff
when full power is used. The throttles are pushed all the way to
the instrument panel (the wall), and the balls on the end of the
throttles’ levers actually touch the panel. Hence the term “balls
to the wall.” Contemporary use as an idiom means “going all
out” or “giving it all you have.”

Sponsors

Benefits to the Community

For example, take the commonly used phrase “bought the
farm,” which when used as an idiom can refer to a disaster of
some kind. This phrase predates World War II but came into
common use at that time due to the large number of training
casualties caused by inexperienced pilots and crewmembers
trained in aircraft that are much less reliable than today’s.
Common accidents in rural areas would result in aircraft
crashing into barns, fields, or rural property, often resulting in
damages to a farmer’s property. The U.S. government would
compensate the affected property owners with checks to pay
for damages, or in some cases condemn land contaminated with
undetonated munitions. Then, quite literally, the government
had to “buy the farm.”

AirPower History Tour

National Air Tour of Historic WWII Aircraft

July 26-28
Friday thru Sunday

Featured aircraft:
B-29 Superfortress “FIFI”

Wisconsin Aviation
3606 Corben Court, Madison
Dane County Regional Airport

FREE cockpit tour included
with admission fee.

A favorite and probably the least known aviation term turned
idiom is “crash diet.” In the 1930s, British engineer Geoffrey
de Havilland designed and built the “Comet” racer (not to
be confused with the Comet airliner which de Havilland
developed later). The sleek, swift aircraft had become famous
around the world for its spectacular performance (the very
successful Mosquito WWII bomber was based on the Comet
design). Wherever the Comet racer went, people wanted to
see it and meet the pilot, John Puns, who became something
of a celebrity. He became a popular guest at the dinner parties
of the rich and famous. Inevitably, all the good food and wine
made its mark on John Puns, and he eventually found it difficult
to wiggle his behind into the narrow confines of the Comet
cockpit. Geoff de Havilland commented that he would need to

For information on admission and airplane ride
times & costs, visit www.airpowersquadron.org.

Don’t miss this unique opportunity to take a ride in these vintage military aircraft!

B-17 Flying Fortress
“Aluminum Overcast”

B-24 Liberator
“Diamond Lil”

P-51 Mustang
“Gunfighter”

?

Did You
Know

C-45 Expeditor
“Bucket of Bolts”

T-6 Texan
(Navy SNJ)

“The whole 9 yards” The most common
explanation is that World
War II aircraft machine
gun belts were nine yards
long. If the gunner used all
of his ammunition, he
went “the whole 9 yards.”
As an idiom, today it is
used to express that
you’ve used all of your
resources on an effort.
“Push the envelope” - In aviation, the term “flight envelope”
has been used since WWII to define the limits of safe flight
(engine power, maneuverability, wind speed, altitude). By
“pushing the envelope,” test pilots were able to find out the
limits of aircraft. Today’s idiom means to think or take action
outside the generally accepted limits.
“Point of no return” - More often referred to by pilots as
the “radius of action formula,” the term originated, according
to the Oxford English Dictionary, as a technical term in air
navigation to refer to the point on a flight at which, due to fuel
consumption, a plane is no longer capable of returning to the
airfield from which it departed. As an idiom, it refers to any
time it is too late to turn back.

PT-17 Stearman
WisconsinAviation.com
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Wisconsin Aviation’s Aircraft Management Services
Enjoy the benefits.  Avoid the headaches.
Acquisition & Sales
• Broker services

• Annual inspections

• Appraisals

• Repairs & installations

• Registration assistance

Flight Operations

• Maintenance & compliance
		status reports
• Weather & navigation subscription
		services

Flight Operations
Acquisition & Sales

Maintenance & Avionics

• Pilot service & dispatching

• Aircraft cleaning & detailing

• Pilot training & scheduling

• Aircraft interiors

• Pilot Mentor Program
• Ground transportation & catering
• Customs reporting

• Insurance coverage
• Finance administration

Leaseback Option
• Charter revenue potential
• Trade-time alternatives
Leaseback Option

Ground Handling Services

Other Services & Benefits:

• Offset operating costs

• Substantial cost savings on fuel,
		 hangar, maintenance, crew training
		& insurance
• Risk management
• Customized packages

Ground Handling Services
• Fueling
• Hangar & storage
• Stocking of aircraft supplies

“We tre
at your
aircraft
as if it w
ere our
own.”

Maintenance & Avionics

Contact us today and see how we can help!

800-657-0761

920-261-4567

AircraftCare@WisconsinAviation.com
WisconsinAviation.com
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Another Successful Complex Installation
GMA-35 audio panel combination along with the new GDL-88
Universal Access Transceiver (UAT).

Pictured (left to right) in front of N25ME are Wisconsin Aviation
Installation Technician Eric Rosenbrook, aircraft owner David Tan,
and Wisconsin Aviation Service Manager Ryan Walsh.

David Tan originally came to us with his Siai-Marchetti,
N25ME, during the annual Oshkosh AirVenture fly-in back
in 2006. He had transponder problems on his way to the
convention and located us in a search for avionics shops within
driving distance of Oshkosh. We sold him a Garmin GTX330 transponder and encoder installation at that time, and he
left us the plane while he attended AirVenture. The plane was
ready for him when he wanted to return to Georgia, so when he
decided to move to Wisconsin, we became his go-to avionics
shop. Since then, we’ve upgraded his GNS-530 to WAAS and
installed an Aspen EFD in his plane.
When David was ready to upgrade his systems to be ADS-B
compliant, he came to us again. This time he wanted to
upgrade to the new Garmin GTN-750 GPS/Nav/Com and

Before

The GTN/GMA upgrade was a pretty straightforward upgrade.
We were able to remove the existing wiring from the GNS-530W
and just re-pin it to the new GTN connector. For the audio panel
upgrade, we removed the PS Engineering PAC-24 audio panel
and old intercom wiring. The old system was not stereo-audio
capable, so we ran new wiring and installed new mic and stereo
phone jacks, while retaining David’s use of his Bose headset
jacks. The size increase from the GNS-530W to the GTN-750
was of no concern, as the GTN-750 face is the exact dimension
of the GNS-530W and a standard audio panel combination. The
new setup slid right in with no grinding or cutting needed to
the panel.
The GDL-88 was mounted in a vertical position on a shelf
behind the rear passenger seat. It didn’t require much room as
it’s roughly the same size of a modern Garmin transponder. The
UAT is available in one of four different configurations: with
or without internal GPS and with or without diversity. For this
installation, all we needed was the base model, without internal
GPS and without diversity. The only external antenna required
was a standard CI-105 transponder antenna located on the belly.
The GDL-88 communicates with the GTN-750 and GTX-330 via
a High-Speed Data Bus, or Ethernet, through the GTN-750.
With this setup, David will be good for ADS-B “out” up to 18,000
feet and is already set to meet the ADS-B compliance deadline
scheduled by the FAA for 2020. The system is also capable of
displaying ADS-B “in” on his GTN-750, as well as subscriptionfree FIS-B weather.

Eric Rosenbrook
Avionics Technician

After

Color Vision Testing
As you know, testing for color vision is a required part of
the flight physical. Most examiners, myself included, use the
Ishihara Color Blindness Test. If this test is failed, we must
place a limitation on the medical certificate stating “not valid
for night flying or by color signal controls.” The problem,
however, with the Ishihara test and others is that they are far
too sensitive. That is, airmen can fail the test but still be able to
distinguish red, white, and green.
There are nine color blindness tests approved by the FAA.
One example of an alternative test is the Dvorine test. It is
common for an airman to fail one test but then be capable
of passing another. Airmen who fail the initial test given by
their AME should find an optometrist or ophthalmologist
who can administer one of the alternate tests. FAA-accepted
alternative tests can be provided by your AME. If passed, it
can be submitted to the FAA. Note that if an alternative test is
passed, this must be repeated with each and every exam. If the
airman passes one test, he should always go back to that same
test because we know that he does well with that test. Once
passed, the test can be submitted to the FAA and the limitation
can be removed. At the discretion of the Federal Air Surgeon,
a Statement of Demonstrated Ability (SODA) may be granted,
instead of an Authorization, to a person whose disqualifying
condition is static or nonprogressive and who has been found
capable of performing airman duties without endangering public
safety. A SODA does not expire and authorizes a designated
examiner to issue a medical certificate of a specified class if the
examiner finds that the condition described on the SODA has not
adversely changed.
If alternative testing fails, airmen can then opt to take the
daytime Operational Color Vision Test (OCVT). This test can
be taken only once. If it is failed, the color vision limitation
remains in place. If the test is passed, a Letter of Evidence
(LOE), Class 3 only, is issued. If an airman fails the OCVT day
test, the airman can take the OCVT night test. If that is passed,
the medical limitation is then: “not valid for flight daylight hours
by color signal controls.” This test is performed on the ground.
As I understand it, the airman is tested on his or her ability to
read sectionals and then given five seconds to identify the color
of the light flashed from the tower at 1000 feet and 1500 feet.
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A Visit with
the AME
Dr. Terry Turke
Dr. Terry Turke is an FAA Senior Aviation Medical Examiner
(AME) located in Watertown, Wisconsin (920-261-2020).
Pursuing alternative tests as stated above is advised, at least by
me. The most compelling reason is that if the OCVT option
is pursued and failed, the color vision limitation can never
be removed. If it is passed, however, it does not need to be
repeated. An LOE is then issued, which is permanent. This
replaces any SODA which has been previously issued.
For an upgrade to a Class 1 or 2 medical certificate, a color
vision medical flight test must be passed. This test is much
more extensive and is a flight test usually done at twilight so that
testing can be done under various levels of light. The airman
must be able to interpret aviation instruments in a timely manner,
recognize terrain and obstructions, and visually identify location,
color, and significance of aeronautical lighting such as other
aircraft, runway lighting systems, etc. This can take as much as
half a day to perform. Assuming that the color vision medical
flight test is passed, the LOE is upgraded to Class 1 or Class 2.
This is all a bit complex. Your AME can help you with the
intricacies of the testing and advise as to how best to proceed.
It should be noted that an LOE issued by FSDO is permanent,
whereas color vision testing performed privately must be
repeated with each exam.

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

Stop Dreaming and Start Flying!

International Learn to Fly Day 2013
Saturday, May 18 — 9:00 am - 3:00 pm

Madison (MSN) 800-594-5359
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Spring 2013

Watertown (RYV) 800-657-0761

Free workshops on “How to Become a Pilot”
9:30, 11:30, and 1:00

Juneau (UNU) 800-319-0907

Hands-on “Discovery Flights”
Your first pilot lesson for only $69.00

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
Amanda Collins (RYV)
Kathy Railing (RYV)

Certificates & Ratings
Private

Sold!!

Cory Kramschuster (MSN)
Max Stimac (RYV)
Margaret Morrison (MSN)

Congratulations to the
Following Aircraft Buyers:
Grant from Burlingame, CA
1988 Beech A36 Bonanza
Paul from North Little Rock, AR
1965 Mooney M20C
Jim from Brookfield, WI
1958 Cessna 180A Amphibian
Brad from Weston, WI
2005 Cirrus SR22

Needed…
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.
10 Spring 2013

CAPS Saves Lives
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a potentially fatal situation, the number of Cirrus pilots who
get themselves into trouble is no different from the number of
pilots who get themselves into the same sort of trouble in other
airplanes. The difference is that CAPS provides a way to avoid
dying because of the pilot’s mistake, bad judgment, or just
bad luck.

2005 Cirrus SR22-GTS (N596CD): Only 250 TT! Single owner, hangared, Avidyne Entegra flight deck,
dual Garmin GNS-430s, TKS, traffic, terrain, charts, portable oxygen, beautiful paint & interior! $249,000

Continued from p. 2

The Cirrus Owners and Pilots Association has studied CAPS
deployments and all Cirrus accidents in great detail. A number
of accidents have been identified where, had CAPS been used,
the probability of all aboard the aircraft surviving would have
been extremely high. Because CAPS wasn’t deployed, a number
of people have died who didn’t have to. This has led to an
aggressive campaign within COPA to encourage all Cirrus pilots
to think carefully about CAPS and to formulate a plan about
when to use it. At the CPPP (Cirrus Pilot Proficiency Programs),
pilots are encouraged to consider CAPS anytime they are faced
with an emergency and not hesitate to use it if there is any loss
of control, or if they simply find themselves in a situation that is
over their head and they fear loss of control. Even in an engine
failure, Cirrus pilots are encouraged to use CAPS unless they
obviously can glide to a runway. Why take the chance that the
field which looked so good from 3000 feet might turn out to
be full of ruts, holes, or other obstructions not easily visible
from altitude? Descending vertically into the ground under the
parachute involves dissipating far less energy than landing at a
touchdown speed of 60 knots. CAPS is simply the safer option.
At the CPPPs, there is also a Pinch Hitter Course where flying
partners are shown how to deploy CAPS should the pilot become
incapacitated. Knowing they have a way to get on the ground
if the pilot becomes unable to control the aircraft is extremely
comforting for non-pilot partners.
Interestingly, over the last year or so, the number of fatal Cirrus
accidents has decreased while the number of CAPS pulls has
increased. We (COPA) hope that our educational efforts about
the effectiveness of CAPS is having the desired effect of getting
pilots who find themselves in trouble to “pull early, pull often.”
On a personal note, I purchased my Cirrus in 2001 after 22 years
of flying only piston twins. I confess that at the time I thought
CAPS was a gimmick, and if it were an option, I would not have
chosen it. I would have much preferred an extra 100 pounds of
useful load. Over the last 11 years, I’ve seen the data and have
become a believer. At this point, I would not want to fly a singleengine aircraft without a BRS system.
For information on all 39 Cirrus CAPS deployments, go to
www.CirrusPilots.org and click on the home page’s link labeled
“31 saves.” Read the stories and you’ll become a believer as
well.
Dr. Jerry Seckler
Cirrus Pilot

Aircraft for Sale

1979 Piper Navajo Panther (N3519S): 7760 TT, 15 SMOH, 15 SPOH, April 2012 annual, full Panther
conversion to 350hp with the latest Garmin avionics including new 750 touchscreen, GNS 430, and
GDL69 XM, known ice, new carpet. Offers being accepted! PRICED FOR A QUICK SALE $299,999!

1974 Cessna 414 RAM VI (N5ZT): 6890 TT, 1120 SMOH, 1120 SPOH, fresh annual with sale, loaded
all-Garmin panel including 530W/430W with glideslope/GMX200 MFD/GTX330/GTX327/GMA340,
radar, VGs, air conditioning. $199,000

1974 Cessna A185F Skywagon (N4663C): 2045 TT, 565 SMOH, Fresh Annual with sale, 300hp IO520D with high-70 compressions, Fluidyne 4000 retractable skis & tail ski, dual nav/coms, 1463 lbs. useful
load, hangared in Midwest since new. PRICE REDUCED to $131,500!

1979 Cessna 310R (N2638Y): 9415 TT, 1100 SMOH, 1100 SPOH, rare 203-gal fuel, Garmin 430W, HSI,
color radar, factory-certified for known ice, hangared in Midwest. PRICE REDUCED to $104,500!

1979 Cessna 421C Golden Eagle (N88646): 4120 TT, 305/590 SMOH, 590/90 SPOH, RAM conversion,
Garmin 430W (WAAS), 800 IFCS with FD & YD, Garmin 696, Bendix RDR 160 color radar, BFG
Skywatch/stormscope (Sky 497), 2295 lbs useful load. $349,000

1975 Cessna Citation 500 (N501GB): 12,900 TT, 1090 SMOH, fresh Phase 1-5 completed 03/12.
Turnkey! RVSM compliant, 135 current, thrust reversers, updated Garmin panel, beautiful paint & interior,
NDH, new lead acid battery. Nicest 500 on the market! $675,000 / Open to Offers!

2011 American Champion 7EC “Champ” (N680PS): Only 50 hours SNEW! April 2013 annual, single
owner, always hangared, Garmin SL40 com, Garmin Aera 510 GPS (panel-mounted & hardwired), dual
push-to-talk, dual brakes, PM1000 intercom, Continental O-200, 100 HP. Eligible LSA! $95,500

1963 Beech Debonair 35-B33 (N38JA): 4810 TT, 600 SMOH, March 2013 annual, 285hp upgraded
engine! 3-bladed prop, excellent paint & interior, tip tanks (110 gal total!), Garmin GNS 430W, S-TEC
55X autopilot with altitude hold & GPSS steering, KMD 150 MFD, GEM, stormscope, always hangared!
PRICE REDUCED to $97,500!

1956 Pilatus P3-03 (N303G): 2900 TT, 700 SMOH, 150 SPOH, fresh annual with sale, full gyro panels front
& back, Garmin GTX320A transponder, PS Engineering PM501 intercom, dual coms, refurbished seats (2006).
$68,500

More Aircraft Available - Visit our website to view complete inventory!
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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What’s Around the Corner
May 4

RYV – Private Pilot Ground School – Saturdays thru July 20, 9am-12pm ($225)

May 18

MSN/RYV/UNU – National Learn to Fly Day – Saturday – 9 am – 3pm

May 24

National Aircraft Maintenance Technician Day

June 2

UNU – Pancake Breakfast & Airport Open House – Sunday, 8am-Noon

June 9

RYV – Pancake Breakfast & Airport Open House – Sunday, 8am-3pm

June 12

RYV – VFR Refresher Clinic – Wednesday, 6-9pm ($75)

June 22

RYV – Summer Caravan – St. Louis Arch – Saturday (rain date of June 23)

June 29

MSN – Private Pilot Ground School – Saturdays thru Sept 21, 10am-1pm ($225)

July 26-28

MSN – CAF AirPower History Tour – WWII aircraft rides available (see page 4)

July 27

MSN – 12th Annual Hangar Dance – Saturday, 7-10:30pm. Entertainment by
Ladies Must Swing orchestra. (see page 4)

July 29-Aug 4 OSH – 2013 EAA AirVenture
Aug 20

RYV – Tailwheel Clinic – Tuesday, 6:30-8:30pm ($15 – includes workbook)

Aug 25

UNU – Juneau August Fest/Lions Club Pancake Breakfast

Sept 7

RYV – Private Pilot Ground School – Saturdays thru Nov 16, 9am-12pm ($225)

Sept 10

RYV – Instrument Ground School – Tuesdays thru Nov 12, 6-9pm ($225)

Oct 2

RYV – IFR Refresher Clinic – Wednesday, 6-9pm ($75)

Classes are subject to minimum student enrollment; pre-registration is required. Dates and times are
subject to change. For more details, visit our website at WisconsinAviation.com or email us at
WisAv@WisconsinAviation.com.
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