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into a small crowd of family, friends, pilots, instructors, and 
students surrounding him. They let out a small cheer when Skot 
signaled that the final picture was completed.   
 Sure, the event was logistically successful. The real suc-
cess, however, is represented by this photo and by the under-
standing that the lives changed by our inductees are countless. 
General Merton Baker, Tom Bouchard, Lynn Erickson, Steve 
Krog, and every other inductee spent their lives encouraging and 
motivating others as they pursued their passions. The success of 
the Hall of Fame isnôt realized in the production and execution 
of the ceremony but rather in helping those surrounding them to 
share in and honor their achievements.  
 Each member of the board of directors, each committee 
member and every volunteer actively dedicate themselves to 
propelling our mission forward. This year, through more fre-
quent engagement with members and local communities, the life 
stories we are honored to be custodians of will have greater in-
fluence and impact. Forward in Flight magazine and our new 
website are tremendous communication vehicles that will reach 
maximum effectiveness when introduced to new aviation and 
history enthusiasts. The lasting impact comes through personal 
interaction, storytelling, and a little bit of good olô ñhangar fly-
ingò.  
 I hope youôll join us. 

PRESIDENTôS MESSAGE 

Reflections on Success: A Month After Our Annual Ceremony 
 

By WAHF President Kurt Stanich 

As I write this, itôs been almost a month since our annual inves-
titure ceremony in Oshkosh. Iôm fairly convinced that Father 
Time is a former fighter pilot given the speed at which he 
moves. All the effort by our board members and volunteers pro-
duced a magnificent evening at the EAA Aviation Museum. A 
near record crowd of 240 guests packed the Founderôs Wing 
with smiles and laughter while sharing tender moments with 
inductees. Generous ceremony guests raised $3,700 for scholar-
ships that help young aviators pursue their aviation passions. 
My personal thanks to everyone who devoted their time and 
talent so we could honor our four very deserving enshrinees.  
 Now, with all the clean-up completed and all the invoices 
processed, the few things that didnôt go quite according to plan 
and guest feedback have been summarized to be shared at the 
next board meeting. Iôm wandering through a moment or two of 
silent, reflective contemplation over whether the evening was a 
success recalling the great memories made and the lighthearted 
moments shared among friends.  
 Of all the wonderful pictures, I keep coming back to one 
taken by Skot Weidemann at the end of the night. After the cer-
emony, amid all the congratulatory handshakes and well wishes, 
a small group of people began forming around one of our induc-
tees. A few pictures were taken and soon hands were waving 
inviting more and more people over to join the group. Before 
long, tables were moved to make more room as the group grew 
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GOLDEN AGE 

Air Mail Routes in our Backyard 
Uncovering 1930s Aviation Navigation 
 
By Michael John Jaeger 
Plotting a museum story isnôt always like plotting a flight 
course, moving from point A to point B in a simple straight 
lineé Often my brain latches on to something interesting in the 
middle as a jumping off spot, and I must venture forward and 
back through time and technology to create the context. Thatôs 
what happened when I tried to draft this article about the old 
airmail beacon tower thatôs located on the Brodhead Airport, 
right next to the Kelch Aviation Museum. 
 The beacon tower is featured in our museum displays; air-
mail was a critical component to developing American aviation 
and national infrastructure in the 1920s and 30s, and being able 
to point outside to the real functioning beacon tower beside the 
museum brings the story to life. 
 Lighted beacon towers provided a nighttime dot-to-dot 
navigation system for the first night flight airmail routes. But 
where were the towers located? Where were the mail planes 
coming from and going to? Why were these towers needed any-
way? And how did airmail pilots navigate before the beacon 
towers were installed? Looking into these questions helps us 
understand how airplane navigation evolved during aviationôs 
Golden Age. 
 In 1932, the Department of Commerce established an In-
termediate Landing Field equipped with a new beacon tower 
about six miles northwest of the town of Brodhead. This landing 
field, then known simply as ñBrodhead,ò served a new airmail 
route segment connecting Chicago with the Twin Cities; the 
current Brodhead Airport, C37, wasnôt established until 
1946. Although we donôt know what happened to the original 
Brodhead beacon tower when the airmail route was discontin-
ued, an identical decommissioned beacon tower was relocated 
from northern Wisconsin to the current Brodhead airport in 
2014. Restored by EAA Chapter 431 in collaboration with a 
local Eagle Scout, it is now in working order complete with a 
rotating beacon light.  
 As you can see in the diagram, the original tower location 
was along a line running between the Machesney Airport (since 
closed) near Rockford, Illinois, and a landing field near the 
modern-day Lone Rock Airport in Wisconsin. This segment of 
the Chicago-Twin Cities route is about eighty-two miles. 
 Iôve marked up a portion of the April 1935 Milwaukee 
Sectional Aeronautical Chart to illustrate. Rockfordôs 
Machesney Airport is highlighted with a black circle near the 
lower right. Lone Rockôs landing field is shown with another 
black circle near the upper left. In between Iôve added five red 
arrows, each identifying the location of an airmail beacon. The 
second red arrow northwest of Rockford shows the Brodhead 
beacon tower.  
 This chart excerpt at right clearly shows the annoying rule 
that any item of interest will invariably overlap the edge be-
tween two charts, maps, or aerial photos. Luckily, the cartogra-
phers included a few details in the left chart margin that are 
helpful to my story.  
 Letôs ignore the red arrows of the chart for now and pre-
tend we are pilots in the 1920s planning a flight from Rockford 
to Lone Rock. 

Photos courtesy of the Kelch Aviation Museum 

 It ainôt easy. First, sectional aeronautical charts like those 
we use today didnôt exist yet, nor did any physical or electronic 
navigation aids. You could use a state road map, but 1920s road 
maps only showed limited features such major roads, communi-
ties, and large lakes and rivers ï not especially useful infor-
mation for pilots. 
 So how would you fly from Rockford to Lone Rock in the 
1920s without losing your way? 
 Pilotage and dead reckoning, basic navigation skills are 
still taught today. Pilotage involves using recognizable visual 
landmarks to keep track of where you are, be they roads, rail-
roads, rivers, lakes, prominent hills, villages, mines, and on and 
on. Great idea, but remember that many of those landscape fea-
tures were not shown on readily available 1920s road maps. For 
example, plotting a route from Rockford to Lone Rock shows 
you would fly generally northwest over the communities of 
Brodhead, New Glarus, and Ridgeway. However, since there 
were no highways going straight between these communities, 
your route would take you over mostly field and forest lands, 
and only a few significant landscape features were shown on the 
road map until you got close enough to see the Wisconsin River 
near Lone Rock. Rivers and railroads were always handy, and in 
this case you could choose to follow the wooded Sugar River 
valley from near Rockford until about New Glarus, but after that 
the landscape is a jumbled series of ridges and valleys running 
this way and that, typical of Wisconsinôs Driftless region.  
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 Dead reckoning involves calculat-
ing a compass heading from one mapped 
waypoint to the next, then combining that 
with the distance you need to fly. Starting 
by drawing a line between your starting 
point and desired destination on your 
highway map. you would note the com-
pass heading (in this case northwest) and 
set a course. Dead reckoning adds addi-
tional concrete information to the notion 
of ñflying generally in the right directionò 
to get where youôre going.  
 You also can calculate how long it 
should take you to fly that distance as-
suming the cruising speed of your plane. 
If all works according to plan you can 
follow a compass heading from one loca-
tion, fly at your cruising speed for the 
calculated number of minutes and actual-
ly end up over your desired destination. 
Works well if the winds are calm but add 
some wind and you may end up a little 
left or right of course, and maybe short or 
long of your destination, depending on 
the strength and direction of the winds. 
Dead reckoning combined with pilotage 
are the two main navigation strategies 
used by early airmail pilots. 
 Youôve probably already noticed 
some of the limitations of pilotage and 
dead reckoning navigation. Without tech-
niques to help conquer things as com-
monplace as darkness, poor visibility, 
and clouds, many days (and most nights) 
were unflyable.  
 The U.S. Postal Service was a sig-
nificant participant in Americaôs aviation 
world starting in 1918, pushing both de-
velopmental advancements and public 
trust in aviation as a day-to-day conven-
ience. Seeking to overcome issues with 
delayed, cancelled, and lost mail flights, 
the U.S. Postal Service inadvertently be-
came one of the great innovators in aerial 
navigation.  
 In 1924, the USPS rolled out its first 
breakthrough, the beacon tower naviga-
tion system. Take another look at the 
sectional chart figure with the five added 
red arrows. Each point to a lighted bea-
con tower that the Postal Service erected 
to help airmail pilots find their way in 
darkness. Moving northwest out of the 
Rockford area, the first arrow points to 
the Shirland tower just south of the Wis-
consin-Illinois state line. The next arrow 
points to our own Brodhead beacon at its 
original location, which also included an 
intermediate emergency landing field.  
 The third arrow is just west of New 
Glarus. The fourth, known as Daleyville, 

Photo by Kerryann Diloreto 

Golden Age is a regular column from the 
Kelch Aviation Museum in Brodhead, 
Wisconsin, where the Golden Age of Avi-
ation still flies strong!  
Learn more at www.kelchmuseum.org. 

was located about halfway between that 
community and Barneveld. And the fifth 
arrow shows the beacon that, while called 
Ridgeway, was located about six miles 
from that town on a high ridgeline. 
  Each light tower was either located 
in a large undeveloped area in flat terrain, 
or on an easily visible high spot in hillier 
landscapes. Heading out from Rockford 
on a clear night, each of these beacons 
would have been visible in a trail off to-
wards Lone Rock. These light towers 
allowed many successful flights to take 
place at night, pushing aside one of the 
last main barriers to beating train-
delivered mail for efficiency and speed. 
 Another major barrier, low visibility 
conditions, was tackled by the Postal 
Service by their development of one of 
the first radio navigation systems, the 
Low Frequency Radio Range system. 
Radio transmitters sent out lobe-shaped 
radio signals in four directions. By ad-
justing the transmitters, you could estab-
lish four navigation courses where the 
lobes overlapped. Over a radio receiver 
you would hear the morse code letter ñAò 
when flying within two of the signal 
lobes, while in the other two lobes youôd 
hear the letter ñN.ò Where two lobes 
overlapped the ñAò and the ñNò merged 
to form a steady tone in your speaker, 

telling you that you were on one of the 
four courses. If you look again at the sec-
tional chart figure you can see a magenta-
shaded widening line leading northwest 
from the Rockford area, labeled with a 
312-degree bearing from Rockford, and 
lined up directly with the course to Lone 
Rock. The chart also shows that left of 
this course youôd hear ñNò while youôd 
hear ñAò when to the right. What I think 
is neat is that this radio navigation course 
so closely overlays the lighted airway 
beacons found between Rockford and 
Lone Rock. Putting this in place in the 
1930s allowed flight along this mail route 
in many more weather conditions than 
previously possible.  
 Yes, lots of interesting things can be 
gleaned from an old aviation sectional 
chart if you select a particular item. 
Working backwards and forwards in 
time, location, and technology, you might 
uncover an elaborate story, and more 
fully appreciate how flight evolved from  
a time long ago.  

Guiding the Way: The historic beacon tower outside the Kelch Aviation Muse-
um illuminates the path of historic airmail routes, showcasing the vital role it played in 
shaping American aviation and national infrastructure during the 1920s and 30s.  

http://www.kelchmuseum.org/
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TAILDRAGGER TALES 

Wausau Downtown Airport (KAUW) is 
one of a few GA airports lucky enough to 
have a gate guardian to alert the passing 
public that the hallowed ground they are 
about to enter is an airport. I say 
ñhallowedò because Wausau is one of the 
oldest airports in Wisconsin. Established 
in 1927, it has a long, successful history. 
Our guardian didnôt arrive until just a few 
years ago. The story of Wausau Down-
town Airportôs gate guardian and how it 
arrived at its current location is multifac-
eted and nearly divine in nature. 
 When Angela Uhl and I established 
Wausau Flying Service, Inc. in October 
1992, we arrived at an airport that was on 
life support. Wausau airport tenants had 
been keeping the historic airport alive 
since 1976 after Wisconsin Aviation Hall 
of Famers Marie and Lyle Grimm retired 
Grimmôs Flying Service after 32 years of 
aviation service to the community. What 
happened in the years between 1976 and 
1992 were a series of FBO failures 
that couldnôt live up to the quality of 
service of their predecessors. The city 
was also losing enthusiasm for the on 
again - off again responsibilities of air-
port management. There was even talk 
of closing the airport and creating a 
riverfront housing development on the 
land instead and there seemed to be 
growing public support for that idea. 
After 16 years of lackluster airport per-
formance we discovered that many non-
aviation citizens we spoke to didnôt even 
know there was an airport located in 
Wausau. We immediately realized we had 
an uphill battle ahead of us working to 
improve the airportôs image. 
 Our daily commute from the north 
side of town to work would take us past 
the local VFW. Located on that River 
Drive property along the Wisconsin River 
was an Air Force A-7 Corsair II on static 
display. This jet aircraft and Wausau Fly-
ing Service had arrived in Wausau simul-
taneously in 1992. The jet fighter was 
painted to represent an aircraft flown dur-
ing the Vietnam war by a pilot awarded 

the Distinguished Flying Cross, Major 
Colin A. ñArnieò Clarke. 
 Every time we drove by that air-
plane I would think to myself, ñThat air-
plane shouldnôt be here! It should be dis-
played on the corner near the entry to the 
airport! Then people would really know 
where the airport is located.ò For those 
who havenôt visited Wausau, our airport 
is in the middle of a quiet neighborhood, 
not along a busy traffic-ridden thorough-
fare where people can easily see it. Even 
when giving directions to people over the 
phone (this was before the ñGooglerò) the 
airport location was not obvious to those 
arriving via automobile. I longed to have 
something that could draw attention to 
our airport and make people want to stop 
by for no reason other than to explore. 
Then we could pounce and infect them 
with the illness known as the aviation 
lifestyle. We just needed something like a 
gate guardian to get them here. 

 Years went by while we tirelessly 
promoted aviation activities at the airport 
to increase attendance and support for the 
airport. Airshows, chili fly-ins, spot land-
ing contests, EAA meetings, kite flying, 
model airplane activities, and learn-to-fly 
activities were just some of the annual 
events. We worked with City leaders and 
politicians to spread the aviation doctrine 
and announce successes and growth at 
the airport. Slowly the airport image and 
support began to improve as growth and 
activity increased. Hangars were built 
and airport improvements were made 
with no objections from taxpayers.  
 The next stage of our plan was to no 
longer be an airport within the neighbor-

 

hood. We wanted the airport to be part of 
the neighborhood. So we forged friend-
ships with our next-door neighbors. We 
invited the Southeast Side Neighborhood 
Group (SES Neighborhood Group) to 
hold their monthly meetings in our termi-
nal. This allowed us a monthly oppor-
tunity to update them on current and fu-
ture plans and invite them to airport ac-
tivities. Making the airport part of the 
neighborhood has turned into one of the 
highlights of our tenure. The support of 
our neighbors has paid dividends in so 
many ways: political support, support on 
social media, and education of the public. 
 In 2017, the SES Neighborhood 
Group leaders approached Wausau Flying 
Service to assist with making improve-
ments in a park located on airport proper-
ty. The plan was to create an aviation 
themed park to attract elementary school 
kids to the neighborhood. The plan in-
cluded education stations throughout the 
park and seemed logical since the park 
is located on the corner to the entry to 
the airport parking lot. Improvements 
to the park were presented to City 
leaders, with the help of Becher Hoppe 
Engineering, and finally to our south-
east side neighbors. There was over-
whelming support, which was good 
since it wasnôt going to be an inexpen-
sive project.  

    Alexander Field was the original 
name of the Wausau Downtown Airport. 
The Walter Alexander Foundation and the 
Judd S. Alexander Foundation were ma-
jor contributors to the park project since 
the airport would not have existed in 
1927 had it not been for their familyôs 
support through donation of property and 
improvements to the City for an airport. 
The neighborhood quickly worked to 
raise the remaining funds to complete the 
project. 
 During the early park planning 
meetings the subject of having a ñrealò 
airplane on display at the new Alexander 
Airport Park arose constantly. But where 
could we get one?! I had long given up 

The Gate Guardian 
Adding reverence and distinction to the Wausau Downtown Airport 
 
By John Chmiel 

Gate Guardian - ñA gate guardian or gate guard is a withdrawn piece of equipment, 
often an aircraft, mounted on a plinth and used as a static display near to and forming 
a symbolic display of óguardingô the main entrance to the site.ò 
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on the Corsair idea when suddenly, about 
a week into the park planning process, 
the phone in my office rang. The voice on 
the other end of the line told me that the 
VFW was shutting down its facility along 
the river. They were looking for a new 
home for the jet and ñdo you think the 
airport might be interested in having a 
Corsair on display?ò What a silly ques-
tion! The timing was nearly biblical in 
nature. 
 About a week later we were dis-
cussing the guardian move to airport 
property over morning coffee at the FBO. 
Alan Hughes was our mechanic at the 
time, and he was also a mechanic for the 
Air National Guard based in Madison. 
When he heard our plight he immediately 
suggested that the Guard could use the 
aircraft move as an exercise in aircraft re-
covery at minimal cost. Alan even volun-
teered his farm tractor to tow the Corsair 
the two miles from the VFW to the air-
port. 
 We immediately began the process 
of pursuing military applications to trans-
fer the aircraft to our location and stew-
ardship. There were also municipal hoops 
to jump through with the airport commit-
tee, park department, finance committee, 
public hearings and ultimately City 
Council approval. In the scheme of things 
this went quite smoothly all because of 
the relationships we had forged within 
our community over the previous 25 
years. 
 We approached Merrill Iron and 

WAHF Photo by Rose Dorcey 

Steel regarding fabrication of a mounting 
system for the aircraft which would simu-
late flight shortly after takeoff. The steel 
fabrication company volunteered their 
engineering and fabrication services to-
ward the project. The neighborhood then 
raised the additional funds required to re-
paint the Corsair and even bank enough 
money so it could be repainted again in 
20 years. 
 The day the airplane was moved 
from the VFW to the airport was a mo-
mentous occasion in Wausau history. The 
route was closed, and an escort was ar-
ranged by the Wausau police department. 
Luckily the Air Force Corsair had the na-
val-required capability of folding wings 
to allow the aircraft wingspan to fit with-
in the roadways along the route. The city 
department of public works and the elec-
trical department arranged to have power 
lines to be moved. The media arrived in 
full force to provide live action cameras 
recording the event for the evening news. 
Citizens lined both sides of the streets 
and opposing lanes of traffic gawked and 
paid homage to the new gate guardian for 
the Wausau Downtown Airport. Neigh-
borhood kids on bikes, and parents walk-
ing dogs and babies in strollers, followed 
the procession down the curving neigh-
borhood streets to its final landing spot. 
 Over the next few months the air-
plane was placed on its fresh mount in 
the highest place of honor within its new 
home located at Alexander Airport Park 
on the corner of Lakeview Drive and 

Pied Piper Lane. Everything fell into 
place to get the job done as easily as if it 
was Godôs will. Some things happen that 
way in life, but only when theyôre sup-
posed to. And it ended just as we envi-
sioned it could way back in 1992.  
 Now, whenever someone asks about 
the location of the airport in Wausau, all 
we have to say is, ñCome up Lakeview 
Drive and take a left at the jet.ò Most 
everyone in our community knows exact-
ly where the Wausau Downtown Airport 
is now. Families from throughout the 
Wausau metro area visit Alexander Air-
port Park nearly every day in the summer 
to see the gate guardian as well as the   
real aircraft operating on airport property. 
Some days you need to get there early, or 
you might not find a parking spot. 
 If your airport doesnôt have a gate 
guardian I would recommend looking in-
to getting one. Our Corsair brought our 
community together. It has become a 
neighborhood icon. And through the pro-
cess, the jet that was created to protect 
American freedom is still doing its duty 
to protect our GA airport and the aviation 
lifestyle from threats to its future. 
 
Next issue: The story of Major Arnold 
ñArnieò Clarke, who once flew Wausauôs 
gate guardian.   

The Corsair project successfully accom-
plished John's goals related to the envi-
sioned gate guardian at the Wausau 
Downtown Airport.  
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Growing up near Mount Horeb, Wisconsin, in the 1930s, my 
father, Arnold Ebneter, saw at least 10 airplanes flying overhead 
every day, a coincidence of geography and geology. Flights 
between Chicago and Minneapolis passed close to the dairy 
farm where he lived, and the farm contained Donald Rock, a 
monolith that dominated the countryside and made for an attrac-
tive waypoint for pilots in the days before electronic navigation. 
 Arnold seemed destined to be a pilot from the day he was 
born. By age six, he and his cousin Carl sported small versions 
of the leather helmets and goggles that Charles Lindbergh wore 
during his famous transatlantic crossing in 1927, which oc-
curred exactly nine months prior to Arnoldôs birth on February 
21, 1928.  
 Arnoldôs first flight occurred at the annual Fall Frolic in 
Mount Horeb when he was eight. Two barnstormers in biplanes 
were offering rides for one dollar per person, and, despite the 
steep price, Arnoldôs father wanted a ride, too. The flight was 

Inductee Arnold Ebneter 
From the Golden Age of Aviation to an Aviation World Record 
 
By Eileen Bjorkman 

only 15 minutes, but Arnold was thrilled at the sight of the 
ground receding as they climbed and marveled at the tiny hous-
es from 1,000 feet above the ground. He was hooked for life. 
 Too young to take lessons, Arnold built model airplanes 
and devoured aviation magazines and books for the next several 
years. Building the models and learning what the different parts 
of an airplane did made him decide that he didnôt want to just be 
a pilot, he also wanted to design and build airplanes.  
 When Arnold was 11, his family gave up farming and 
moved to Portage, which from Arnoldôs point of view had a 
crown jewel: a small airport. It wasnôt much in those days, just a 
little grass field about half-mile square, with a pilot lounge 
about the size of a two-car garage. The owners, Chet and Bob 
Mael, mowed two runways into the grass and bought a handful 
of small airplanes for flight instruction. By the time he was 14, 
Arnold spent many Saturdays at the airport, watching pilots take 
off and land and tagging after Chet as he prepared for a flight or 

HISTORY HANGAR 
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refueled and repaired airplanes. During this time, Arnold added 
aircraft mechanic to his growing list of ambitions. 
 After earning $40 waiting tables and busing dishes at a 
restaurant in the summer of 1943, Arnold finally had enough 
money to start flight lessons. His first lesson was on September 
13, 1943, in a Piper J-3 Cub. After several months of lessons, he 
was ready to solo on his sixteenth birthday, but he had yet to get 
his student pilot certificate, which required hitchhiking to Mil-
waukee due to fuel rationing during the war. Additional delays 
for weather pushed the date out further, but he finally soloed on 
April 2, 1944.  
 Arnold passed his private pilot checkride on July 24, 1946. 
His original plan had been to eventually become an airline pilot, 
but the release of thousands of military trained pilots back into 
the civilian workforce at the end of World War II put that idea 
on hold. Arnold didnôt mindðhe moved onto working on his 
bachelorôs degree in aeronautical engineering.  
 He spent his first year of college at Rensselaer Polytechnic 
Institute in Troy, New York, but the private school proved too 
expensive, so he switched to the University of Minnesota. The 
moved proved pivotal: Not only did he have more time to pur-
sue his commercial pilot, instructor, and airframe mechanic cer-
tificates, he met a young freshman, Colleen, who he taught how 
to fly and later married.  
 In Minnesota, Arnold also began working on a research 
project with General Millsôs Aeronautical Research Laboratory. 
At first, his job involved flying aircraft that chased unmanned 
balloons carrying sensitive U.S. Navy instruments, but eventual-
ly, Arnold began flying the balloons as well. Many of the flights 
took place at White Sands Proving Ground in New Mexico, and 
during one flight, he flew a balloon overnight for 12 hours from 
White Sands to near the town of Aspermont, Texas. He was the 
only person on board, and in the darkness that surrounded him 
for much of the flight, it was possible to believe that he was the 
only person left in the world. But after a few hours, he spotted 
small fires from oil operations and welcomed the connection to 
the ground. It was a good practice flight for what was to come. 

Photos courtesy of Eileen Bjorkman 

 By now, it was 1952, and with the Korean War raging, 
Arnold had dropped out of college to work full time for General 
Mills. Heôd obtained several draft deferments for his work with 
the Navy, but those were about to expire. He didnôt mind serv-
ing in the war, but he preferred that it be from a cockpit instead 
of the ground if possible. Fortunately, the Air Force needed pi-
lots, and he entered the Aviation Cadet Training program at 
Lackland Air Force Base in late 1952. 
 On March 15, 1954, Arnold earned his Air Force pilotôs 
wings as a distinguished graduate from pilot training. After a 

 

Previous page: Arnold Ebneter in Vietnam, 1968.  
Above: His initial flight training days, 1953. 
Right column, top to bottom: Arnold Ebneter after his world rec-
ord setting flight, 2010. 
Arnold as a child, already looking like a pilot. Arnold is on the 
left. Arnoldôs wife Colleen with their daughters (l-r) Kathleen, 
Eileen, and Maureen, and their family airplane. 
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quick dash north to marry Colleen, he reported to Nellis Air 
Force Base, Nevada, for fighter pilot training in the F-86, then 
the Air Forceôs most advanced fighter. From there, he went to 
Foster Air Force Base near Victoria, Texas, and joined an opera-
tional fighter wing. A year later, his wing transitioned to flying 
the F-100, the Air Forceôs first supersonic jet fighter. 
 Arnoldôs wing was involved in demonstrating how to de-
ploy fighter aircraft all over the world on short notice, some-
thing that is routine today, but was unheard of in the early 
1950s. But before the wing could start to deploy, the pilots first 
had to learn how to refuel the F-100, which used a ñprobe-and-
drogueò system commonly used later by the Navy. Arnold and 
the other pilots couldnôt see the probe, which was attached un-
der the right wing of the F-100, leading to many cracked cano-
pies and gouged fuselages before they figured things out. 
 Once they had mastered the basics of refueling, Arnold 
and five other pilots in his squadron participated in a simulated 
attack on the Panama Canal in the fall of 1956. The flight took 
eight hours and involved two aerial refuelings. By the time he 
landed, Arnold had been awake for more than 30 hours, and he 
had never been more exhausted. But like his 12-hour balloon 
flight, it was good practice for later. 
 After a few years of flying the F-100, Arnold entered an 
Air Force program that sent him to Texas A&M to complete his 
aeronautical engineering degree. As he considered a topic for 
his senior project, he stumbled over a short article about Juhani 
Heinonen, a Finnish pilot and engineer who in 1957 had set a 
world distance record for the C-1a classðan airplane using a 
combustion engine (as opposed to a rocket) and weighing no 
more than 500 kilograms. Heinonen had designed and built the 
record-setting airplane himself. The record of 1,767 miles 
seemed pretty pedestrian, and his faculty advisor agreed that 
Arnold could try to design an airplane that would beat that dis-
tance. 
 Arnold predicted his design would more than double the 
current record, and his paper that described the airplaneôs major 
characteristics, such as wing layout, landing gear, and engine, 
won a student paper first place award from the organization that 
later became the American Institute of Aeronautics and Astro-
nautics. 
 The first-place prize included $300 that Arnold planned to 
use to start building his record-setting airplane right away. But 
Arnold had plenty of distractions. The first was his growing 
family, with four daughters by 1962, which required the pur-
chase of a Beechcraft Bonanza to replace the familyôs Cessna 
170. The second was his busy career as an F-100 pilot at Eng-
land Air Force Base, Louisiana, where he again deployed all 
over the world, including Turkey and Vietnam. Then, after at-
tending the Air Force Institute of Technology in Ohio for his 
masterôs degree in aeronautical engineering, he requalified in 
the F-100 and deployed to Tuy Hoa, South Vietnam, in early 
1968, where he flew 224 combat missions. After Vietnam, Ar-
nold was stationed at Eglin Air Force Base in the Florida Pan-
handle. 
 While in Florida, Arnold fiddled with his record setterôs 
design and acquired some parts to use for the airplane. In 1973, 
he had his final assignment as an ROTC instructor at Parks Col-
lege in Cahokia, Illinois, where he finally completed the power-
plant portion of his mechanicôs certificate. 
 In 1974, Arnold retired from the Air Force and moved to 

Seattle to work for Boeing as a safety expert. But Seattle held 
new distractions to building his record-setter, which he began 
calling the E-1. Arnold began flying part-time as chief instructor 
pilot at a local airport, Harvey Airfield, and later became an 
FAA designated pilot examiner. During the 1980s, he restored a 
J-3 Cub for Colleen and transported fish in Alaska. During the 
1990s, he flew a thunderstorm research aircraft in New Mexico. 
 Finally, in the mid-1990s, Arnold retired from Boeing to 
focus on completing the E-1. In 1999, with the E-1 about half 
finished, Colleen died unexpectedly. After recovering from that 
setback, Arnold began working on the E-1 in earnest, and in 
July 2005, the E-1 finally made its first flight. He then spent 
four years making refinements to increase the E-1ôs speed. 
 By then, the record set in 1957 had been extended twice. In 
1975, Edgar Lesher, a professor at the University of Michigan, 
used a pusher aircraft of his own design to extend the record to 
1,835 miles. In 1984, Gary Hertzler, an engineer with Allied 
Signal (now Honeywell), used another pusher, a VariEze, to 
further extend the record to 2,214 miles.  
 The E-1 was ready in 2009, but the weather didnôt cooper-
ate. A year later, everything came together. 
 On July 25, 2010, at 2:15 p.m., Arnold took off from Paine 
Field in Everett, Washington, carrying only essentialsð59 gal-
lons of fuel, two energy bars, and a quart of water. Since thun-
derstorms in the Midwest usually die down at night, he chose an 
afternoon takeoff so he could cross the Midwest overnight and 
then land the next morning in Fredericksburg, Virginia. 
 During his climb to 9,500 feet to cross the Cascade Moun-
tains, his fuel flow meter and total fuel gauge failed. For the 
next 18 hours, he would have to guess how much fuel he had 
used by multiplying estimated burn rate and airborne time. 
 As he crossed the Cascades, the radio in his cramped cock-
pit seemed to have failed as well, but he finally contacted an air 
traffic controller in Eastern Washington. In Montana, a line of 
thunderstorms at a safe distance provided a spectacular light 
show as the sun set behind him. As the night wore on, a full 
moon rose, and the radio fell silent. 
 Passing through North Dakota, a headwind slowed Ar-
noldôs progress and wasted precious fuel. Near Columbus, Ohio, 
not long after sunrise, the E-1ôs engine burned the last remnants 
of fuel in the wings. The only fuel was now in the nine-gallon 
fuselage tank, but Arnold calculated he needed more than that to 
break the record. 
 He chose not to surrender. With clearer weather forecast 
ahead, he climbed up to 7,500 feet and found a tailwind that 
carried him the rest of the way to Fredericksburg, Virginia, 
where he landed after covering 2,328 miles in 18 hours and 15 
minutes.  
 In addition to breaking the record, Arnoldôs feat was cho-
sen by the National Aeronautic Association as one of the ñTen 
Most Notable Aviation Records of 2010,ò and the F®d®ration 
A®ronautique Internationale bestowed the 2011 Louis Bl®riot 
medal on him, which may be given annually to pilots of the 
highest distance, speed, and altitude records in aircraft weighing 
less than 1,000 kilograms. In 2013, Arnold was inducted into 
the Wisconsin Aviation Hall of Fame. The E-1 is now on dis-
play at the EAA Aviation Museum. Arnold retired from flying 
in 2019 and continues to reside in the Seattle area. 

HISTORY HANGAR 
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SNAPSHOTS 
Roger Stuckey, an avid flier from the 

Middleton area in Southern Wiscon-
sin, has a passion for aviation, partic-
ularly aerobatic aircraft. 

 Born in Florida, Roger started 
flying lessons in 1971 (because his 
parents didn't want him skydiv-

ing). Like many pilots, he did flight 
training when he could afford it and 
got his SEL Private in 1973. He 

moved to Minneapolis in 1976 and 
started International Aerobatic Club 
Chapter 78, serving as chapter presi-

dent and flying many types of aero-
batic airplanes.  
 In 1980 Roger bought a Cassutt 

and then moved to Madison five 
years later. His work and family life 
responsibilities took priority, selling 

the Cassutt in 1990. He then resumed 
flying and retired from his job in 2015, 
bought this Acroduster II open cockpit 

biplane,and has at least 500 hours in 
it, flying often. He recently bought a 
50 percent share in a Wag Aero 

Sportsman (PA-14-like high wing tail-
dragger).  

 Roger continues to enjoy flying reg-
ularly, including some backcountry flying 
and fly-camping adventures with his son.  

"I cannot get over the thrill of take-offs as 
the wings lift me skyward and the free-
dom to fly," he says. 

 Skot Weidemann captures the es-
sence of flight in every frame. His incredi-
ble aviation photography graces the pag-
es of Forward in Flight, where each image 

is a testament to the beauty and wonder 
of aviation. We extend our gratitude to 

Skot for his outstanding contributions to 
Forward in Flight. His talent behind the 
lens shows the spirit of aviation in ways 

that leave us awe-inspired. Thank you, 
Skot!  
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WE FLY 

Itôs mid-morning in River Falls, Wisconsin, and Caroline Bong 
ñBlazeò Jensen has already taken her teenage son, Finn, to 
school, walked her dog, Gunner; and answered dozens of busi-
ness emails. The avid swimmer gets ready for a workout, before 
preparing a healthy lunch. During the season, youôll find her 
behind the wheel of her Jeep, accompanied by Gunner as her co-
pilot, as they make their way to a nearby farmerôs market to 
select fresh produce. The retired US Air Force Lt. Col. and ac-
tive board member at the National WASP World War II Muse-
um at Avenger Field in Sweetwater, Texas, keeps her weekends 
free to spend time with Finn.  
 After her 26-year military career, itôs a life she loves in 
western Wisconsin. Itôs a long way from the little girl born in 
New Richmond who saw a biplane flying around the clouds to 
the woman who became the first mom to fly with the U.S. Air 
Force Thunderbirds. Her career choice was inspired by her 
grandparents and her father; growing up with patriots willing to 
sacrifice their personal safety and comfort to defend our country 
significantly influenced her life. ñMy grandmother on my 
momôs side was very proud of her service as a U.S. Coast Guard 
SPAR (Coast Guard Womenôs Reserve),ò Caroline says. ñMy 
Dadôs father saw combat on the Coast Guard cutter Duane in the 
North Atlantic during World War II,ò she adds. Her Marine 
Corps father, Tom Bong, flew 660 combat missions in H-34s 
during Vietnam. 
 
Fueled by Heritage and Mentorship  
 

Growing up in the state of Wisconsin with the last name Bong 
meant it was inevitable that Caroline would become steeped in 
the rich aviation history of our state. While her father was in the 
Minnesota National Guard he was frequently asked if he was 
any relation to the highest scoring American ace of all time, 
Richard Ira Bong. Despite not being a blood relative of Bong, 
she likes sharing that Billy Mitchell, another aviator with Wis-
consin ties, is known as the Father of the U.S. Air Force. During 
her freshman year at the United States Air Force Academy, she 
was assigned to Cadet Squadron 21 (CS-21), the very same 
squadron to which Milwaukeeôs Lance Sijan belonged. Lanceôs 
family gifted CS-21 his cadet artifacts and Caroline was hon-
ored to be a part of designing and setting up an artifact display 
case in the squadron. Malcolm McConnellôs book that tells Si-
janôs story, Into the Mouth of the Cat, was required reading 
there. Sijan Hall, named after the Wisconsin Medal of Honor 
recipient, is a huge dormitory that houses over half of the cadets 
at the Air Force Academy in Colorado Springs. ñI had a lot to be 
proud of and attempt to live up to,ò Caroline says. 
 Blazeôs father supported his daughterôs choice of entering 
the U.S. Air Force, with a caveat that she should fly something 
ñhigher and fasterò than a helicopter. He not only supported her, 
but also found a mentor for Caroline like no other, one of the 
former Womenôs Airforce Service Pilots (WASP). 
 Itôs a story that lights up Carolineôs beautiful face. ñMy 
father worked for the Minnesota National Guard at the time. He 
worked in civil engineering and did site visits to armories 
throughout Minnesota. When he was in Faribault, Minnesota, he 

 

learned that a former WASP lived there named Elizabeth 
óBettyô Wall Strohfus. Back in those days, there was no Internet 
or cell phones. My father looked her up in the phone book and 
decided to knock on her door. My father is a big physical pres-
ence, especially compared to Betty Strohfus, a tiny ball of ener-
gy with a 10-foot-tall personality. When she answered the door, 
my father introduced himself and said, óMy daughter wants to 
be an Air Force pilot.ô Betty didnôt hesitate and immediately 
invited him in for coffee. After a long talk, she sent him home 
with things to motivate me on my way through high school and 
to become an Air Force pilot.ò 
 Caroline has been inspired by the WASP throughout her 
entire career and daily life, and Betty was the first of the WASP 
sheôs been fortunate to knowðas mentors and friends. Their 
experiences influenced her greatly as she rose through the ranks. 
A 1998 graduate of the USAF Academy, Blaze went from one 
general aviation flight in a Cessna 172 at age 15 before flying 
on an airliner to the academy, to becoming a fighter pilot; an 
experienced command pilot, instructor pilot, and evaluator with 
more than 3,500 hours in Schwitzer 2-33 gliders, Cessna 172, T-
37B Tweet, T-38 Talon, and the F-16 Fighting Falcon, including 
200 hours of combat time. She was the first female reserve of-
ficer to fly for the U.S. Air Force Air Demonstration Squadron 
(Thunderbirds) and is the first woman qualified to fly in the Air 
Forceôs jet trainer, the T-7A Red Hawk.  
 ñBlazeò fondly remembers flying in the #3 right wing posi-
tion for the Thunderbirds. Her time in OPERATION IRAQI 
FREEDOM supporting the U.S. troops and U.S. allies on the 
ground is memorable. Her Air Force adventure also took her to 
an assignment as a Legislative Fellow in the Secretary of the Air 
Force Legislative Liaison Senate office and later as a member of 
the Senate Armed Services Committee.  

Guided by WASP Wings 
The Inspiring Odyssey of Caroline ñBlazeò Jensen  
 
 

By Caroline ñBlazeò Jensen with Rose Dorcey  
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 So many accomplishments! But it wasnôt without a few 
struggles along the way.  
 Caroline came home from Iraq in February 2008. Her time 
there had been significant and rewarding. Her squadron, the 4th 
Fighter Squadron ñFigthtinô Fuujinsò from Hill Air Force Base, 
Utah, flew during ñThe Surgeò in Iraq. This meant that The 
United States military was allowed to meet the increasing ac-
tions of al-Qaida Iraq with equal force. Her squadron was ex-
traordinarily competent and quickly earned an excellent reputa-
tion with the warfighters on the ground.  
 Shortly after returning to the United States, she became 
pregnant with Finn. Perhaps due to her homegrown values of 
perseverance and resilience, her response was simply that she 
had more work to do. ñBeing a fighter pilot and Air Force of-
ficer is challenging, but itôs also quite simple... It requires you to 
bring your best to work every day, and at the end of the day, you 
can sleep well knowing that you gave it your all,ò she said. So, 
she continued working toward her goal, with some hurdles to 
overcome. 
 ñI went uncurrent in the F-16, and there were still relative-
ly few women flying fighters, maybe 50 ï 75 total,ò she ex-
plains. ñI could not find a Guard or Reserve unit willing to hire 
a woman, especially one that just had a baby and would have to 
undergo requalification training. I transitioned to instructing the 
T-38s in the Air Force Reserve from Active Duty while preg-
nant with my son.ò 
 While she loved being a mom, she missed the pace and 
camaraderie of flying fighters. When her son was about two 
years old, the Air Force Reserve announced they had selected 
their first Thunderbird pilot on the team representing the Air 
Force Reserve, and she knew right then that she wanted to apply 
for this demanding and prestigious position. 
 However, when the announcement came out, it only went 
to active-duty personnel. She received it as a forwarded e-mail 
from a friend who knew she was interested in applying for the 
Thunderbirds. ñI was fortunate to have mentorship from a for-
mer team member Matt Byrd, and support by my squadron com-
mander as I went into the application process,ò she said.      
 When the word came in 2012 that she was selected from 
over 38 other applicants to fly the right-wing position, or #3 on 
the team, she was at Disneyland.  
 ñI was actually standing in Cinderellaôs Castle as all 12  

current officer team members called to congratulate me on my 
selection,ò she exclaimed.  
 
Becoming a Role Model 
 

Itôs likely that Carolineôs presence on the team contributed to 
breaking down gender barriers in aviation and encouraging oth-
er women to pursue their dreams. Caroline contemplated that 
statement, and then said, ñEven though I was the fourth woman 
pilot to fly for the Thunderbirds, the first one was Nicole Mala-
chowski in 2006, I was still frequently asked if I was the first. 
You may recall recent news that the Blue Angels hired its first 
female F-18 demonstration pilot (Amanda Lee, who hails from 
Minnesota), and this was big news! Ideally, women in these 
roles will not be a rarity but still something to celebrate.ò 
 Caroline has often been asked if she enjoys being a role 
model to young women and girls. She absolutely does, but as 
the mother of a young son, it means a lot to her to break those 
gender norms for young men who, after seeing a woman do a 
job like flying a fighter jet, will not limit the women in their 
own lives to certain roles based on antiquated stereotypes. She 
feels fortunate that many young women and men she spoke with 
during her time in the Thunderbirds have stayed connected with 
her. Three of them graduated from the United States Air Force 
Academy. 
 To pay it forward, Caroline offers a free mentoring service 
through her business, Diamond Echelon LLC. She also does 
corporate speaking and executive-level counseling, feeling for-
tunate that this work allows her to donate her time to young 
women and men who want to fly in the military. She knows the 
struggles that young military pilots can face. She remembers a 
female aviator who was having a tough time dealing with the 
cultural changes that came with being a woman entering a fight-
er squadron. The woman had told a WASP how weary she was 
of dealing with this and wasnôt sure if she would stay in any 
longer. The WASP told her, ñThey wouldnôt let me fly and 
serve. Why would you leave willingly?ò  
 That statement had a profound impact on Caroline. ñEven 
though it was challenging to be a single mother who was flying 
fighter missions at Nellis Air Force Base in Las Vegas all hours 
of the day and night, I knew that I wanted to stay and at least get 
to retirement in honor of the WASP,ò she said.  
 And retire she did, in May 2020, during the early days of 

Previous page: Blaze, 9, with her dad, Tom Bong, when he was 
flying Hueys in the Minnesota National Guard at Camp Ripley. 
 

Left: Clutching a photo gifted to her, Blaze holds an image that 
adorned the Air Force Academy Visitor Center for more than two 
decades.  
 

Above: Blaze with WASP Bee Haydu, a cherished friend.  


