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On the cover: 
 

WAHF Board Member Kurt Stanich (right) presented Green 
Bay native Austin Straubel’s induction at the Wisconsin Avi-
ation Hall of Fame’s 31st annual induction ceremony earlier 
this year in Oshkosh. Aviation history researcher John 
Dodds accepted Straubel’s plaque (as shown at lectern.) 
Dodds then presented the plaque to Tom Miller, Executive 
Director of Green Bay Austin Straubel International Airport 
(KGRB), where the plaque will be on display. The airport will 
also feature additional material that will reflect on Straubel’s 
military career. Watch for more information in a future issue 
of Forward in Flight. 
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It was truly humbling and an honor to be elected as the follow-
on president of the Wisconsin Aviation Hall of Fame Board of 
Directors at the annual meeting on October 15. Rose Dorcey has 
served as president for the past 12 years, the longest serving 
president since the board was established in 1985. WAHF has 
seen many significant improvements under Rose’s leadership 
and we’re all pleased that she’s staying on as editor of Forward 
in Flight magazine. Our mission has stayed on course and with 
new tools, an enthusiastic board, and WAHF members at large, 
our flight plan is on file. With the conclusion of this year’s in-
duction ceremony we’ve been cleared for takeoff.   
 My dream of flight has been a lifelong quest. The stories I 
heard about my three uncles serving in the Army Air Corps in 
WWII sparked my imagination. In my youth, we lived only four 
miles from the Madison airport with military and civilian air-
craft flying overhead daily, and they kept my eyes skyward. 
Jumping ahead to 1964, I began flying lessons at Morey Airport 
with my first flight in December. Field Morey was my instructor 
and signed me off on March 25, 1965 in a Cessna 150. On 
March 30, 1965 was a checkout in a C-172, and I’m still flying 
172s, now with the UW Flying Club out of Wisconsin Avia-
tion’s East Ramp at Dane County Airport in Madison.  
 In June of 1966, I was commissioned through Air Force 
ROTC in the USAF and sent to Reese AFB in Lubbock, Texas, 
for pilot training. Upon graduation actively flew in the Strategic 
Air Command (SAC) until my commitment was completed in 
the fall of 1971. Upon returning to Madison and looking for 
employment, the City of Madison hired me in January 1972 in 
its Planning Department. At the same time, I enlisted in the Wis-
consin Air National Guard Unit in Milwaukee flying the KC-
97L Stratotankers.  
 Actively flying with the Milwaukee and Madison Guard 
units blended in well with my flying future. In the fall of 1972, 
the State Division of Aeronautics advertised for aviation con-
sultants, which was the beginning of a 31-year carrier with the 
Wisconsin Department of Transportation, flying all over the 
state.  
 A lot of air has passed over my wings since receiving my 
private in 1965. Airplanes have taken me across the state, to 
each coast, and I’ve flown across both the Atlantic and Pacific 
Oceans. Airplanes are time machines.   
 A month ago when researching some data from the ’70s, a 
survey of some 40 General Aviation airports in Wisconsin com-

piled in 1976 popped up. The Bureau of Airport Operations at 
the time was responsible for collecting the data and it’s interest-
ing to compare it to where we are today. In 1976, 100/130 avgas 
averaged 79 cents per gallon, the price of jet fuel averaged 64.5 
cents per gallon and oil averaged 90 cents per quart. The com-
parison for tie downs and hangar rents were also considerably 
lower than we have now. How times have changed in 40 years!   
 In the 1980s, work began on compiling the history of avia-
tion in Wisconsin by Carl Guell. In 1985, a committee was se-
lected to work on compiling data for Wisconsin’s aviation histo-
ry book. Duane Esse and I were assigned to the history book 
committee and I 
also worked as a 
Bureau rep to the 
WAHF Board 
providing support 
and historical infor-
mation on Wiscon-
sin’s airport system 
and ‘the players’ 
over the years. 
Since beginning the 
task, it has contin-
ued to the present in 
one form or another. 
I retired from the 
Bureau of Aero-
nautics in 2005 and 
was elected to the 
WAHF Board of 
Directors in 2008. 
I’ve also been ac-
tively flying with 
the UW Flying Club since the early ’90s and currently serve on 
the UW Flying Club Board of Directors. This also includes 
working as a part-time flight instructor for Jeff Baum’s Wiscon-
sin Aviation at Dane County Regional Airport (KMSN) in Mad-
ison.  
 I look forward to working with the current WAHF board 
and fulfilling WAHF’s mission to collect and preserve the histo-
ry of aviation in Wisconsin, recognize those who made that his-
tory, inform others of it, and promote aviation education for 
future generations.  
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Fun and Really Fun  
Takeoffs in summer and winter 
 
By Elaine Kauh 

It happens every fall. Just as the leaves 
start to get that tint of color, we get a 
crisp, clear day and it’s time to enjoy 
what I call the Really Fun Takeoffs. 
 All takeoffs are fun, of course, but 
these are special. That’s when a cooler 
morning – around 45 to 50 degrees – 
dramatically changes an airplane’s take-
off performance after months of relative-
ly sluggish departures in the steamy sum-
mer months. 
 The fun part of the Really Fun 
Takeoff is hearing a student, who learned 
to take off and land over the summer, say 
“wow” as our little Cessna seems to leap 
off the runway and climb as if it was a 
much more powerful airplane. And my 
pilot is using the same airspeeds as al-
ways to take off and climb, yet there’s 
more runway ahead after liftoff, and the 
ground falls away quickly, as if an up-
draft just decided to swoop in underneath 
and push us up from below. The vertical 
speed gauge, which usually can’t go be-
yond 300 to 400 feet per minute on a hot 
summer day, reads double that during the 
Really Fun Takeoff. 
 This is more than fun. It’s a dra-
matic, memorable learning experience 
that turns airplane performance numbers 
(not so exciting) into a real flight (really 
exciting). From an educational stand-
point, the contrasts in temperatures 
throughout the four seasons make for 
great lessons on airplane performance, 
one of the major topics we tackle when 
teaching new pilots. As a cold-weather 
fan (surprising how few there are in Wis-
consin), I must admit I enjoy the relief of 
not having to climb into a baking cockpit 
and waiting until we’re a few thousand 
feet up to cool off.  
 But more importantly, there’s a 
safety aspect, the true reason we must 
understand performance and treat it as a 
collection of bits of useful information, 
padded with experience, that will keep us 
out of trouble during takeoffs and land-
ings. That’s why that sensation of a high-
performance takeoff is also reassuring. 
When the airplane is given the atmos-
pheric conditions to perform at its best, or 
closer to it, safety margins grow fatter. 

The sooner you can put air between you 
and the ground and gain altitude, the 
more options you have should there be a 
problem with the engine or propeller, 
which are working at maximum during 
takeoff. It’s important to pay close atten-
tion to any sign of a problem during that 
critical window of 0 feet at liftoff to 
about 500 feet (sometimes higher), be-
cause it’s risky to be forced into an emer-
gency landing that close to the ground, 
especially where there aren’t many good 
places right in front of you to aim for. 
 I like to approach performance as a 
checklist of hard numbers (calculating 
performance using an airplane manual’s 
tables) and more real-life ideas 
(anticipating what the takeoff/landing 
will be like). One of the challenges to 
teaching performance is that the hard 
numbers only account for certain known 
weather conditions but never account for 
everything, and so after taking several 
minutes with a calculator finding that 
magic “takeoff roll” figure, you’re only 
half done and must figure out how to pad 
that with a safety margin that can only 
make assumptions for covering the un-
knowns. Combining exact numbers with 
imprecise “safety margin” numbers is an 
exercise in contradictions, but that is how 
it must be done. 
  As I summed up in a recent safety 
article, all aircraft performance—
everything that characterizes its takeoffs, 
cruise, and landings—starts with the tem-
perature and pressure of the air it’s flying 
in. Gather that information before you do 
anything else and you’re on your way to 
putting that puzzle together. Air that is 
“warmer” (we use 60 Fahrenheit as an 
average) tends to spread out more thinly; 
we call it “less dense.” Colder air is 
“more dense,” which gives us a way to 
know early on if our wings will have 
“less” or “more” air to work with. 
 Thinner air gives the wings less 
work with, simply put, and so it doesn’t 
lift off as well. Thicker air results in that 
more positive sensation of the airplane 
more capably lifting off the ground. 
When it’s 90 degrees outside, that takeoff 
will be sluggish, no matter what, and we 

must know that ahead of time and often 
make contingency plans. Likewise, air 
pressure (measured in barometric units) 
has similar, but less noticeable, effects. 
High pressure (greater than 29.92 inches 
of mercury) means thicker air, while low 
pressure means thinner air. So, with two 
numbers, temperature and pressure, we 
go to the airplane’s performance tables 
and get an estimate of how much runway 
we’ll need to lift off. These tables usually 
don’t offer a way to estimate vertical 
speed, so time in the airplane through the 
seasons tends to be the best gauge of 
climb performance. Most small airplanes 
will take off in well under 800 feet on an 
average day around here, but because 
every day is different and locations 
change, it’s important to “run the num-
bers” any time something is new, such as 
a higher elevation, an unpaved runway, 
or a change in temperatures not experi-
enced before. 

 Sometimes it takes a discussion of 
the worst-case scenarios to drive home 
these ideas. So, we look at examples of 
hot days far from Wisconsin in say, Ari-
zona, where 100-degree summers are 
normal. Then we look at the airport ele-
vations there and find that the thinner air, 
coupled with hot temperatures, means 
you’ll need double, triple, or even quad-
ruple the space to lift off. The most dan-
gerous part of this is not knowing wheth-
er our Skyhawk will ever be able to leave 

 

There’s a “wow” on takeoff, 

but this time it’s the realiza-

tion that after a few months 

of expecting a high-

performance takeoff, you’re 

back to that longer roll, 

slower climb... 
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Elaine Kauh is a flight instructor and 
aviation writer who enjoys flying in all 
seasons around eastern Wisconsin. Email 
Elaine at: 
ekauh@wisconsinaviationhalloffame.org 

the runway or climb at all once it does, 
and accelerating down a strip at the speed 
of a car on a highway is not the time to 
find out the airplane doesn’t have enough 
air. Sadly, these things have happened. 
Therefore, even at your average airport in 
Wisconsin on a typical summer day, we 
won’t depart in a fuel-laden plane from a 
short runway, especially with trees or 
power lines at the other end, unless we’re 
certain it can be done with a comfortable 
safety margin. 
 Another concern with performance 
is the unknown gap between what the 
aircraft tables show and what really hap-
pens. In aircraft manuals, performance 
tables only account for a few variables in 
round numbers, and they vary among the 
different airplane models. So, if you’re 
flying lighter than the maximum weight, 
have obstacles of unknown height to 
clear and gusting, variable winds on a 
humid summer day, there’s no accurate 
way to calculate takeoff or landing 
lengths.  
 In the end, there’s only one realistic 
way to ensure a safe outcome every time; 
it’s a combination of increasing the mar-
gins by a healthy amount, plus building 
on experience. When new pilots are 
learning performance, we run our esti-
mates in different weather conditions 
using the “book numbers,” then we pad 

that with a “safety margin” of at least a 
third, round it up, then we go fly. For a 
calculated takeoff roll of 700 feet on a 
cool, calm day from a Wisconsin airport, 
we’re going to assume we’ll need at least 
950 feet, and we might as well make that 
an even 1,000 to make it easier to esti-
mate what we can expect on a 3,000-foot 
runway. If we can be reasonably assured 
we’ll take off (and land) in the first one-
third of a given runway, we’ll go fly it. 
Not only have we rounded up our num-
bers, we’ve allowed ourselves most of 
the runway to account for any number of 
unknown variables, such as humidity 
(which hurts performance), changing 
winds, and less-than-perfect takeoff tech-
nique. (In fact, we emphasize to everyone 
that no one will ever have the perfect 
conditions and takeoff technique the test 
pilots had when they created those ta-
bles.)  
 Now for the fun part: We go fly. 
While it’s often difficult to measure a 
takeoff roll, we can get a good idea of 
how much runway has zoomed by during 
takeoff by planning certain visual mark-
ers, such as the runway intersection a 
third of the way down, or a taxiway, or 
even the windsock or another landmark. 
Some longer runways offer runway-
remaining signs to let you know when 
you have 5,000, 4,000 feet left, and so 

on. 
 Once you’ve flown throughout the 
four seasons around Wisconsin, where 
airport elevations aren’t too different 
from one another, you have a decent port-
folio of knowledge to draw from to help 
adjust expectations as the months go by 
and the weather changes. And you know 
every spring to beware of that first warm 
day, when the opposite of what happened 
in October happens. There’s a “wow” on 
takeoff, but this time it’s the realization 
that after a few months of expecting a 
high-performance takeoff, you’re back to 
that longer roll, slower climb, and some-
times an eye-opening reminder that this is 
where the real-world experience really 
comes into play. After a lot of takeoff 
practice from familiar runways, using the 
prescribed airspeeds for consistency, you 
get to know the airplane’s performance. 
Then you do the same thing on a warmer 
day, a windier day, and so on. After a 
while, you can use that experience to 
know what you can expect. Should you 
expect something to be different on a 
future flight, a shorter runway than 
you’ve experienced, or a full-weight 
takeoff, back to the books you go to take 
a fresh look at the situation. 
 I’m aware that in September or Oc-
tober when that first cold day arrives, 
most of us dread the signs of approaching 
winter. But to offset that, we just go fly-
ing and enjoy that high-performance 
takeoff we’ve been craving all summer. 
And just as the airplane seems eager to 
leave the ground, it’s reluctant to come 
back down. Cold, dense air is packed 
with lift, and so it often takes some coax-
ing (i.e. shedding power) and perhaps 
some massaging (deploying extra flaps, if 
you have them) or other maneuvers to 
simply get low enough to land on the 
desired spot on the runway.  
 Flight lessons like these, where the 
weather’s effects on wings become some-
thing you can see and feel, are among the 
most fun and memorable ones. While the 
weather always changes, what’s constant 
is the wing’s love for air. The more the 
better. 

Photo by Elaine Kauh 

Get to know your airplane’s takeoff performance and you’ll never be short of runway. 
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For my second article, I’ll cover some of what I learned at my 
recent HIMS training. As any good conference attendee would 
do, I arrived at the conference room early to secure a nice, back 
row seat…just like in church. Getting to Denver had been easy; 
getting home, not so much. The flights home were quite inter-
esting; but since it was at the end of my travel, I’ll keep you in 
suspense until the end of the article. 
 HIMS is a program that many, even in the aviation world, 
may not have even heard of.  
 HIMS stands for Human Intervention and Motivation 
Study. (There is no “HERS” program that I’m aware of.) The 
HIMS program is designed for treatment and monitoring of pi-
lots with alcohol and drug abuse and dependence illnesses. The 
HIMS framework allows pilots to enter treatment, follow appro-
priate monitoring and ongoing treatment requirements and 
hopefully, return to the cockpit. 
 The program’s success relies on not only the affected pilot 
but also a peer sponsor, a chief pilot (in airline setting), an Inde-
pendent Medical Sponsor (IMS) or HIMS-AME, and other sup-
porting individuals. 
 A possible course of events begins with some form of in-
tervention identifying a pilot with a substance abuse issue (32 
per cent self-report, 28 per cent DUI, 12 per cent positive ran-
dom testing). The affected individual is evaluated by a sub-
stance abuse professional and enters a minimum 28-day treat-
ment facility. Most treatment facilities follow a “12-step” treat-
ment ideology. Assuming an appropriate “buy-in”, the pilot will 
be discharged to intensive outpatient treatment and aftercare 
program. After discharge, most are expected to attend “90 in 
90” (a minimum of 90 Alcoholics Anonymous meetings in 90 
days). 
 Over the next few months, as sobriety is maintained and 
further recovery stabilizes the pilot, he/she may be ready to un-
dergo in-depth psychological and psychiatric testing and evalua-
tion. The role of the HIMS-AME 
or IMS is to oversee this testing 
and monitoring. Over time, when 
all testing is done and the condi-
tion is stable (possibly over a 
year), the case is then ready to be 
submitted to the FAA. Simply put-
ting in time or waiting will not 
lead to progression through the 
program.  
 The FAA psychiatrist will 
thoroughly review all office notes, 
treatment records, AA attendance 
logs, and any other available info. 
At that point, a special issuance 
may be given by the FAA. This 
special issuance will outline very 
clearly what ongoing monitoring 
and follow-up is needed. 
 It is not “alcoholwasm” but 
rather “alcoholism.” Therefore, the 

special issuance is not an endpoint, but rather a starting point to 
return to flying. Over the next few years, an extensive monitor-
ing program is continued and frequent re-evaluations are com-
pleted.  
 Absolute sobriety is essential. One measure of the success 
of the HIMS program is relapse rates, which are much lower for 
participants of the HIMS program than most other treatment/
monitoring programs. Documented sobriety rates of 85 per cent 
occur versus 10-30 per cent in programs of other types or for 
other professions.  
 Confirming ongoing sobriety is based on peer observation 
and clinical testing. For example, a device called Soberlink, 
analogous to a breathalyzer, takes a picture of the individual do-
ing the test and submits results real time over cellular networks 
to the appropriate monitor. Therefore, the monitoring provider 
gets real-time data and confirmation of sobriety. This may be 
done twice daily and combined with hair, nail, and blood testing 
to confirm sobriety. The frequency and type of testing may vary 
over the years of the monitoring period. 
 The HIMS program is not cheap. An airline that sponsors 
one of their pilots is not doing it purely out of altruism. United 
Airlines’ cost analysis shows that it is ultimately more cost ef-
fective to support a pilot in this program than to fire and hire 
someone new. Not only do they do the right thing morally, they 
also retain a highly trained individual and see lower costs over 
the remaining career of that pilot. 
 Just over a quarter of pilots may enter a program like this 
due to a DUI. However, though you must report a DUI to the 
FAA, just because you are a pilot and get a DUI does not mean 
you will be required to enter an intensive program like HIMS.   
 Failure to comply with reporting requirements may result 
in denial of application or revocation/suspension of any current 
certificate or rating. Ignoring the reporting requirement or just 
not disclosing is a poor choice. Any one carrying a medical cer-

The HIMS and FAA-SSRI Programs 
What the acronyms mean 
 
Dr. Reid Sousek, AME 

Storm clouds in Dr. Sousek’s flight path. 
Next page: Minneapolis to Appleton via western Minnesota. 
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tificate under Part 61 CFR is required to report any Motor Vehi-
cle Action related to alcohol or other substances (www.faa.gov/
go/duidwi). A Motor Vehicle Action is a conviction, cancella-
tion, suspension, revocation, or denial of license to operate a 
motor vehicle related to drugs/alcohol. 
 Here’s why you must report every incident. After complet-
ing the MedXpress form, you receive a confirmation number. In 
the legal fine print, you are consenting to allow the FAA to que-
ry the National Driver Register for alcohol/drug actions. This is 
done at every exam or with every application when the confir-
mation number is entered. So, you can’t hide a previous inci-
dent. 
 Disclosing or reporting the DUI is important; but, disclos-
ing does not always result in a special issuance. For example, a 
single DUI over 5 years ago may not even require a deferral 
from the AME. A DUI less than 5 years ago but with a Blood 
Alcohol Concentration of less than .15 also may not require de-
ferral. Basically, each case is reviewed individually. Depending 
on circumstances, police and court records or evaluation by a 
substance abuse professional may be needed.   
 HIMS-AMEs are also involved in the SSRI process. SSRI 
(selective-serotonin reuptake inhibitors) are a class of medica-
tions used to treat depression, anxiety, and a few other condi-
tions. Serotonin is a neurotransmitter the body uses to signal be-
tween neurons. 
 The “selectivity” of these medications gives clinical bene-
fits without wide sweeping side effects (not to say they are total-
ly without side effects). Other types of medications working on 
other neurotransmitters may be used clinically; but, they are not 
approved for use by pilots. Currently four different SSRIs may 
be approved for special issuance; fluoxetine/Prozac, sertraline/
Zoloft, citalopram/Celexa, escitalopram/Lexapro. 
 There are two general approaches for an airman on SSRI 
treatment. One, if appropriate, may be to stop the medication. 
You must be off medication for at least 60 days and need to 
show stability. Do not simply stop on your own and plan to 
show up for an exam two months later. Under the guidance of 
your physician, you might stop the medication; but clinical doc-
umentation of the indications for stopping, and documentation 
of stability once off medications, will be important.  
 If you elect to continue medication treatment for depres-
sion or anxiety, first, make sure you are on one of the four ap-
proved medications. Certain historical features such as psycho-
sis, history of electro-convulsive therapy, history of multi-drug 
regimens, or suicidal ideations may disqualify. However, if 
there has been six months of continuous use and stability, it 
would then be reasonable to consider pursuing a special issu-
ance.  
 Next, contact an HIMS-AME. Bring all your medical rec-
ords from your treating providers. The more prepared you come 
into the exam, the smoother (and quicker) things will go. These 
documents will be reviewed and submitted along with the rec-
ommendation for the special issuance.  
 A personal statement by the airman discussing the mental 
health history and medication history in his or her own words 
will likely be needed. If the treating provider is not a board-
certified psychiatrist, expect an evaluation by a board-certified 
psychiatrist to be required. Additionally, a report from a clinical 
neuropsychologist may be indicated.  
 Once everything is completed, your “packet” of documen-
tation will be submitted by the HIMS-AME to the appropriate 
clinician at the FAA or AMCS. Based on their review of infor-

mation, you may receive a special issuance. The special issu-
ance letter will clearly define what monitoring and additional 
data reporting will be required. Likely this will be less compli-
cated than the initial application, but will require a 6-12-month 
follow-up with the HIMS-AME and psychiatrist. The HIMS-
AME will function as your Independent Medical Sponsor. This 
“simple” process might seem like a long and difficult process, 
but then again, so was getting to your first solo or check ride. 
 Now, I’ll get back to the trials of my travel. 
 Flying back from Denver to Minneapolis, towering storms 
grew as we cruised across the Great Plains. As we descended on 
a bumpy final approach, the gear lowered…only to be raised as 
the landing was aborted. The go-around could have been a nice 
circle tour of eastern Minnesota but spoiled by the grayness in-
side the cloud. The rapid wind change led to landing in the op-
posite direction.    
 Five hours later, after a four-hour departure delay and 2 
inches of rain from thunderstorms, we finally boarded for the 
quick hop from Minneapolis to Appleton. Unfortunately, only 
one runway and one standard instrument departure route were 
active. So, the other 25-plus delayed flights, each with a mini-
mum 2-minute departure interval between planes, created a 50-
minute delay on the taxiway.  
 The long wait meant we could use our cellular service until 
just before takeoff. Naturally I opened my LiveATC app and lis-
tened to the departure controllers. (I was impressed to find out 
that this app is indeed “Live.”) After about 20 minutes of wait-
ing, and despite being number 11 for departure, I heard my 
flight number. My plane’s pilots were up against their work 
hour limitations, so we were bumped up to number 1 for depar-
ture. Finally, we’re off… 
 But, the saga continues. A normal flight plan should be a 
relatively direct route between two points. But, Mother Nature 
planned this flight! The storms forced us to fly southwest into 
Iowa, then, back over the Twin Cities—and   finally—eastward 
toward Appleton. The “quick hop” turned into a 2-hour flight 
and getting home at 9:30 p.m. turned into a 2:30 a.m. arrival.  

Photos courtesy of Dr. Reid Sousek 
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When people find out that I know a little bit about aviation, I am 
normally asked a couple of questions and the conversation is 
just about always the same. The information forthcoming may 
be beneficial to those out there who are considering taking the 
leap and starting flying lessons! 
 
Flight Training Expenses 
Probably the question I am asked the most is 
“how much does it cost to learn how to fly?” 
No, it’s certainly not a cheap hobby, but if you 
plan for some of the expenses you’re better 
prepared for the cash you’ll need to come up 
with down the road. My response to this ques-
tion is usually an explanation that the cost is 
about the same as buying a decent used car. Of 
course, there are the upfront costs that people 
are normally aware of: the cost of the plane and 
the cost of the instructor. I always suggest having about half of 
what it’s going to cost you in the bank so that you can fly more 
regularly. Trying to come up with the money as you go will 
often put a damper on the frequency that you can fly. And al-
ways keep the money in your own bank account. Don’t pay for 
flight training up front. It happens all too often; flight schools 
close, instructors bail, etc.  
 Then there’s what I like to call the “hidden costs” of learn-
ing to fly. The things that people aren’t usually aware of before 
chasing the dream of becoming a pilot. Invest in some good 
equipment. Some items are probably more necessary than oth-
ers, such as headsets, a nice flight bag, flight planning software, 
cool looking aviator sunglasses, fuel testers, and more. Some of 
these items can be expensive, so it’s important to know right 
away that you’ll probably enjoy spending some money on these 
kinds of things! 
 
Flight Training Takes Time 
Think of it like a part time job. The second most 
popular question I am asked about what it takes 
to learn how to fly is how long it takes. This is a 
harder question to answer since there are so 
many variables to consider. You need to take 
into consideration all the other responsibilities 
you have going on. Do you have time to take on 
a part time job? The amount of time you’ll need to dedicate to 
learning is like having a part-time job. If you’re working 60 
hours a week and have an hour commute every day, it’s proba-
bly going to take you longer than someone who can devote a 
couple of hours a day to learning.  
 When I was first learning how to fly, it took me about four 
months from first flight to checkride. I was 19 years old, was 
working part-time, didn’t have a mortgage or other major life 
responsibilities yet. I could dedicate a couple of hours a week to 
flying and a couple of hours a day were dedicated to ground 
school and studying. Fast forward to today – I have a career, a 
commute, I’m a competitive athlete, and have a family with 

whom I like to spend time. This means I need to divide my time 
between work, training in the gym, family, and day-to-day re-
sponsibilities. Now if I add something like learning to fly into 
that mix, time management becomes so important. Maybe I 
can’t spend 2-3 hours a day studying like I could when I was 19, 
but I could listen to some great audiobooks during my commute 
to help with studying. You’ve just got to take all the responsibil-
ities in your life into consideration and move those pieces 
around a bit to add in flight training. You might even conclude 
that right now is not the best time, but maybe next summer will 
be.  
 
It’s Not Just about Flying the Airplane 
A couple of weeks ago, I was attending a conference in another 
city. My Uber driver was telling me about 
his father-in-law who takes him flying and 
lets him fly the plane. He lets him take off 
and fly, but he doesn’t let him land. He told 
me that he could get his certificate any time. 
All he needed to do was take the test. 
Throughout that conversation, I realized he 
didn’t understand how much more there is 
to being a good pilot than just knowing how 
to fly the plane. You will need to know regulations, aerodynam-
ics, aircraft systems, flight planning and navigation, calculating 
measurements such as fuel use, takeoff distance, and more. 
Sure, you may know how to fly the plane very well, but if you 
don’t understand the context of why and how you’re flying the 
plane then you’re just not ready yet. Which brings me to my 
next point. 
 
Don’t Wait to Start Ground School 
Some of you reading this may be educators 
as well. You’re probably aware that there’s 
this natural tendency for many people to 
want to just jump right into something and 
get their hands dirty. In my professional 
role as an educator, I see students learning 
technical skills who want to get in and 
write code or design information systems without first having a 
solid foundation. Yes, it helps with motivation to do these activ-
ities right away but there does come a point where you need to 
start solidifying foundational knowledge.  
 Don’t wait until you’re well past your first solo to start 
ground school. A lot of the knowledge areas that you’ll learn in 
ground school will apply to your actual flight training. It helps 
to put a lot of sometimes difficult topics into context. A lot of 
fight schools will offer a ground school in a classroom setting. 
This is a great idea for anyone who needs the structure of a 
classroom, such as regular schedule, structured lessons, learning 
in a group environment, and ability to interact with others who 
are also learning the same things. Some prefer the self-paced 
courses and others may prefer one-on-one ground lessons with 
an instructor. Regardless of enrolling in an official ground 

Eight Things a Student Pilot Should Know 
Focus on your goal 
 

By Dr. Heather Monthie 



 

 
7 Forward in Flight ~ Winter 2016  

school, it’s important to understand that your flight instructor, 
who is providing the actual flight lessons, is also required to 
give you formal ground instruction as well. Many people choose 
to supplement this with additional ground instruction in the for-
mats I described above.  
 
Make Sure Your Spouse is Onboard 
I am not a marriage expert, but it seems to me 
that taking on a new endeavor is a lot easier 
when you have the support of your spouse. 
Some people, myself included, may have start-
ed flying before meeting their spouse. Others 
are bitten by the flying bug after meeting their 
spouse. Learning to fly takes a lot of time and 
money. Your spouse may not like the amount 
of time you’re spending at the airport.  
 Adding flying lessons into your life may not align with 
some of your financial goals you have as a couple. This past 
summer in Oshkosh, I spoke to someone who turned down a 
student once he found out the student was putting all his flying 
expenses on his credit card and that it was creating tension in his 
marriage. This instructor felt as though he couldn’t be a part of 
that stress. I think we’ve all heard about spouses who aren’t 
supportive of flying but maybe sometimes it’s just rising credit 
card balances that are creating the tension. 
 
Take Care of Your Stuff! 
Your stuff is expensive. Take care of it and it 
will last you a long time. This goes for more 
than just flying obviously! I’ve seen so many 
airplanes sitting outside, completely run down 
and seemingly abandoned on a ramp. Pay atten-
tion to how you store your headsets so cables 
last longer. Pay attention to the little details on 
your airplane. Failure to do so can make those little details into 
a big deal someday.  
 
Stay Grounded 
You’ve probably heard this joke: How do you know if there’s a 
pilot in the room? He/She will tell you!  

R I G H T  S E A T  D I A R I E S  

 Of course, we all love to talk about 
flying when we are not flying. But this is 
not a hobby where you want to let your 
ego drive your decisions. A little humili-
ty goes a long way in aviation. You are 
always learning and can learn something 
from every aviator you meet, regardless 
of experience. Staying humble will help 
keep you out of dangerous situations. 
Keeping an open mind with everyone you meet will open some 
great opportunities for you! 
 
Keep a Growth Mindset  
As an educator, I am always keeping an eye on whether some-
one has a fixed or growth mindset in certain situations, myself 
included. A fixed mindset is 
the thought that you can’t 
change how smart you are. 
Having thoughts like “maybe 
I am just not smart enough to 
do this” or “I’m not good at 
math” are going to hold you 
back when learning to fly. Of 
course, we all have days 
where we feel like we suck at life. Have your five-minute pity 
party and move on! A growth mindset is the belief that failure is 
your chance to learn. Sometimes just having a bit more confi-
dence in your skills makes it easier to have a growth mindset. A 
study done with Aviation Technology students at Purdue Uni-
versity found that there was a small change in students having 
less of a fixed mindset by their senior years . Perhaps having a 
bit more experience and confidence can help shift away from a 
fixed mindset to a growth mindset.  
 Being prepared for obstacles is part of successful flight 
training. Things will happen and keeping these things in mind 
prior to starting will help keep you focused on your end goal! I 
hope that some of these points clear up questions you may have 
prior to learning to fly. Maybe you’ll even want to share this 
with someone you know who is on the fence about starting their 
flight training.  

10 Growth Mindset Statements 
 

What	can	I	say	to	myself? 
Instead	of:	

I’m	not	good	at	this…	
I’m	awesome	at	this…	

I	give	up…	
This	is	too	hard…	

I	can’t	make	this	any	better…	
I	just	can’t	do	math...	
I	made	a	mistake…	

She’s	so	smart,	I’ll	never	be	that	smart…	
It’s	good	enough…	

Plan	“A”	didn’t	work...	

Try	thinking:	
What	am	I	missing?	
I’m	on	the	right	track.	

I’ll	use	some	of	the	strategies	I’ve	learned.	
This	may	take	some	time	and	effort.	

I	can	always	improve	so	I'll	keep	trying.	
I’m	going	to	train	my	brain	in	Math.	
Mistakes	help	me	to	learn	better.	

I’m	going	to	ϐigure	out	how	she	does	it.	
Is	it	really	my	best	work?	

Good	thing	the	alphabet	has	25	more	letters.	
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After witnessing Kurt Stanich and John Dodds make their fine 
presentations on Austin Straubel at our last induction banquet 
on October 15, I resolved to see what our archives contain on 
the history of aviation in Green Bay. 
 First, I encountered information on a couple of Wiscon-
sin’s earliest homebuilders and pilots. Next came a nice packet 
of material compiled by local historian Steve Milquet on Alfred 
Lawson and the investors who backed his venture into military 
aircraft construction in 1917-’18. We also have a copy of a 
booklet published in honor of the dedication of the new terminal 
at “Austin Straubel Field” in 1965 that presents a time-capsule 
view of aviation in the Green Bay area at the time.  
 Let’s begin with the pioneers. The summer of 1911 saw 
airplanes making exhibition flights at county fairs and other 
events throughout Wisconsin. They made an impression in 
Green Bay. The program for the graduation ceremony at Green 
Bay High that year was entitled “The Aeroplane.” Aviation was 
in the air, so to speak and two members of the class of 1911, 
Harry Tees and Earl Knowland, had inhaled deeply. Tees and 
Knowland started building an airplane modeled on the popular 
Curtiss pusher design in the Tees backyard on Walnut Street in 
Green Bay. They acquired a four-cylinder engine, mounted it 
behind the pilot seat, fixed a prop and were ready to fly in the 
summer of 1912—so they thought.  
 They transported the plane to a clearing near the Oak Cir-
cle area in Green Bay and prepared for takeoff. Young Harry, 
who may have seen an airplane in flight once in his life but had 
had no instruction, was at the controls. As many another pioneer 
pilot learned, getting a flying machine into the air was the easy 
part. Landing without breaking your neck was harder. Tees did 
get into the air and stayed there long enough for his effort to be 
a flight—not just a hop. He did not break his neck on landing, 
but did severely damage his airplane. He repaired and reassem-
bled it, made another flight, and crashed again. The damage was 
serious enough to ground the Tees Flyer. Still interested in avia-
tion, Harry answered an ad for an aircraft mechanic in a maga-
zine placed by an exhibition pilot from Tennessee. He spent the 
next five years or so on the air exhibition circuit. When the 
United States entered World War I in 1917, he was drafted into 
the infantry where he served for the duration, despite his many 
attempts to convince his superiors that someone with his experi-
ence should be in the Air Service.  
 After Tees left Green Bay in 1912, his friend Earl 
Knowland picked up the pieces of the Tees Flyer and rebuilt it. 
Perhaps hoping for softer landings, he converted it into a “hydro
-aeroplane” by mounting floats on the wings. He made many 
successful flights off the waters of Green Bay in 1913 before 
grounding the machine.  
 Tees did not get back in to aviation after World War I. 
However, his machine was the first airplane we know of that 
was built entirely in Wisconsin that could actually fly. Wausau’s 
John Schwister was flying a good year before Tees, but he start-
ed building his airplane in Minnesota and only completed it in 
Wisconsin. That’s why he called it the “Minnesota Badger.” 

Knowland’s redo of Tees’ plane is, as far as we know, the first 
floatplane built in this state.  
 Knowland was part of the Hoberg papermaking family of 
Green Bay and young Earl’s experience might have made a dif-
ference when Alfred Lawson came to town in the spring of 
1917. Energetic and eccentric, Alfred Lawson was well-known 
as the publisher of aviation periodicals whose pages were filled 
with illustrations of fanciful aircraft. Lawson claimed to have 
invented the term, as well as airliner. He saw the imminent 
American entry into the European war as an opportunity to turn 
his ideas on aircraft design into reality. He had a plan for a mili-
tary trainer that he believed was superior to the already estab-
lished JNs that Glenn Curtiss had introduced in 1914 and was 
manufacturing in Canada. With the US in the war Curtiss could 
bring his operation back to this country without violating neu-
trality laws. Curtiss would soon build the largest airplane facto-
ry in the world at Buffalo, New York. 
 Undaunted, Lawson left his headquarters in Philadelphia in 
search of investors. He tried Chicago and Milwaukee with little 
success, but had better luck after accepting an invitation to come 
to Green Bay. “I should like to establish an aeroplane plant in 
Green Bay for several reasons,” he told the directors of the 
Green Bay Association of Commerce in March 1917, a few 
weeks before the American declaration of war. “Green Bay is on 
the Great Lakes and will permit quick delivery of aircraft to 
sportsmen…. Many motorboat owners are taking up flying. 
Railroad facilities permit receiving of material….and shipping 
of constructed aircraft to all parts of the country.”   
 The Lawson Aircraft Company was incorporated in Wis-
consin on April 5, 1917, one day before Congress declared war 

The Green Bay File 
 
By Michael Goc 

F R O M  T H E  A R C H I V E S  

Young Harry Tees at the controls of his homebuilt flyer in Green 
Bay, 1912. 
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on Germany and its allies. Fourteen stockholders put up the ini-
tial $10,000 in pre-inflation dollars to start the company. George 
Ellis of the D.W. Britton Cooperage Co was president of the 
board, William Hoberg of Hoberg Paper was vice-president. 
The others stockholders were not the richest in town, but still 
men of substance. “All young men and hustlers,” as the Green 
Bay Press-Gazette described them.  
 Lawson contributed a handful of talented engineers and 
designers plus an all-important authorization from the War De-
partment to produce one prototype airplane, identified as the 
MT-1 for Military Trainer Number One. The company leased 
space in the Key-Calk Horseshoe Co. building and was up and 
running in early May. The first aircraft rolled out the door on 
September 10. It resembled a Curtiss JN with its lower wing 
trimmed. It was powered by a 100-horsepower Scott-Hall motor 
with more zip than the 90 horse OX-5 on the JN. Although still 
a taildragger like the JN, the MT also had a single wheel mount-
ed beneath the nose to protect the prop from untrained pilots. 
Lawson’s MT-1 was the first airplane made in a factory in Wis-
consin.  
 It was transported to the Blesch family farm on what is 
now the corner of Ashland and Lombardi Avenues for its first 
test flight. The pilot was none other than Alfred Lawson him-
self, who declared to his stockholders, “Gentleman, whose life 
would a man risk if not his own?” To be sure, it was risky and 
Lawson deserves all the credit any test pilot earns. However, 
Lawson had been flying airplanes for several years, longer than 
anyone else in Green Bay and he knew the MT inside and out. 
He was more qualified to test the plane than anyone in town. 
The flight test was successful and the MT-1 was turned over to 
the War Department for appraisal. In January 1918 Lawson 
traveled to Washington to meet with War Department officials 
who praised his plane, but asked him to come back with an im-
proved model with greater performance. 
 Lawson ordered his crew to start work on the souped-up 
MT-2. The company also expanded, found new investors in 
Milwaukee and Chicago, and started to build a new factory 
across the street from the horseshoe works. The optimistic plan 
called for 500 workers to turn out a substantial number of the 
“200,000 if not then 500,000” airplanes Lawson said the United 
States and its allies would order. With the MT priced at $8,000 
per unit, Lawson Aircraft could be a very profitable venture. 
However, the long-awaited order to start production did not ar-

rive until early November 1918, a few days before the shooting 
stopped on November 11. 
 Unable to persuade his Green Bay investors to convert the 
plant to civilian aircraft production, Lawson moved to South 
Milwaukee. His colorful career there is not part of the Green 
Bay story, but he did leave his mark. The field on the Blesch 
family farm continued to serve as Green Bay’s airport until after 
World War II.  
 Brown County authorized the purchase of 640 acres of 
farmland in the Towns of Hobart and Ashwaubenon in 1944 and 
applied for one half million in federal matching funds for con-
struction in 1946. Also in ’46, the county agreed to a request 
from local veterans’ groups that the new airport should recog-
nize “the dauntless courage, devotion to duty, and self-sacrifice 
of Lieutenant Colonel Austin Straubel.” Regular commercial 
service began when Wisconsin Central Airlines arrived in 1948. 
Two passengers boarded the first flight to the Twin Cities, four 
boarded for Chicago. By 1956, Wisconsin Central was renamed 
North Central and had carried approximately 75,000 passengers 
in and 75,000 out of Austin Straubel since 1948.  
 Growth continued and the new terminal was constructed to 
accommodate it. “For anyone who had to wait for a place in the 
cramped quarters of the old Austin Straubel Field waiting room 
with its 28 seats, which were usually all taken, a visit to the new 
airport terminal facility can’t help but bring a smile of delight,” 
stated the opening paragraph of the dedication booklet.  
 The new two-story terminal devoted its entire upper level 
to a “carpeted waiting room of 18,000 square feet with seating 
space for 110 persons.” When boarding time came travelers had 
“access to and from the field…. via a gently-sloped $64,000 
moving electric walk and two sets of automatic doors.” They 
still had to walk on the tarmac to board, but their time out in the 
weather was brief. 
 Baggage handling was upgraded thanks to “a unique fea-
ture. Baggage is moved by conveyor to and from a small build-
ing at the edge of the airport apron where baggage carts and tugs 
are driven for loading and unloading.” The new system was 
designed to “answer one of the most frequent complaints of air-
line travelers around the country.” 

WAHF inductee Mel Thompson with a JN-4 and his own home-
built biplane at Blesch Field in the early 1920s when Green Bay 
Aero Club called it home. 

Wisconsin Central Airlines was making the transition to being 
North Central in the early 1950s when this picture of DC-3s at 
Austin Straubel was made. 
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 The dedication book also informed passengers, pilots, and 
crews that, while it was not new, the control tower was as up-to-
date as any in the country. The 12 “man” FAA crew had been 
controlling “every plane landing or taking off,” and all “air traf-
fic within a five-mile radius of the airport” since 1962. They had 
handled “about 50,000 operations in 1964” and were anticipat-
ing a 15 per cent increase in ’65.   
 Those operations were more safe and dependable because, 
“Austin Straubel is one of three airports in Wisconsin with an 
instrument landing system, called ILS in the trade.” Thus, 
“Austin Straubel can land airplanes with weather ceilings of 200 
feet and visibility of one-half mile.” The system was scheduled 
to be improved by the addition of a Runway Visual Range de-
vice that “will inform pilots of how far they can expect to see 
when their plane breaks out of the overcast.”   
 The ILS was important enough for the FAA to test it “at 
least every 45 days.” The test aircraft were “orange colored DC-
3s…. stripped of passenger seats and cabin walls, [to become a] 
flying electronic laboratory.” The job required “a good stomach 
as well as attention to detail because much of the flying is done 
in bumpy air below 2,000 feet.” The DC-3s had been in use for 
a few years so the FAA was in the process of replacing them 
with new Boeing 707s. 
 The FAA presence at Austin Straubel also included a 
weather bureau that was the “best in Wisconsin.” Herb Bombal-
ski, bureau chief since 1944, reported that “no other weather 
bureau in the state records upper air soundings and…. has com-
plete new facilities, including some radar equipment.” A photo 
that I wish we could reprint shows an office crew of clipboard-
wielding men in white shirts and thin ties staring at a collection 
of black boxes replete with round dials and gauges. No video 
screens are in sight, only telephones and a teletype. Nostalgia 
for baby boomers. 
 About 2,900 square feet on the first floor of the terminal 
was occupied by the FAA’s flight service station. “When we 
first set up in 1949,” recalled station chief Norman Birkholz, 
“we used to sit around and wait for someone to call. Now traffic 
has grown so heavy two men often are required to just maintain 
radio communications during peak hours.” The station operated 
10 transmitting frequencies and seven receiving frequencies, 
both on VHF and UHF, and had a full-time staff of eleven men. 
 While the FAA staff was full time and professional, part 
timers from the Town of Ashwaubenon volunteer fire depart-
ment provided fire and emergency services. The 28-man force 
kept one truck at the airport and three at the town’s fire station. 

“Ranked among the better volunteer fire fighting units in the 
state, the Ashwaubenon Fire Department meets every fourth 
Monday of each month to keep up with the latest methods of 
rescue and fire-fighting.” Three of the volunteers— “highly-
trained men”—were airport employees and on duty at the airport 
24/7. 
 North Central was the sole airline serving Green Bay in 
these days prior to de-regulation. The summer 1965 schedule 
listed 36 daily flights in and out and projected to carry nearly 
100,000 passengers by year’s end. Austin Straubel was an im-
portant transfer stop for North Central—a place where passen-
gers from Chicago, for example, could board a flight to Land O’ 
Lakes, Wisconsin, or Houghton, Michigan. Although still rely-
ing on DC-3s, North Central was slowly replacing them with 44-
passenger Convairs.  
 Green Bay Aviation (GBA) was the leading general avia-
tion operator. Its pilots flew a Cessna 310 and a 172, a Skymas-
ter, Beech Bonanza, and an Aero Commander. The company 
was set to purchase a Lear Jet, an “eight-passenger twin jet.” 
GBA also operated the converted B-23 owned by Green Packag-
ing Inc. The box company bomber carried executives on flights 
to New York and to a new branch plant in Arkansas. A Cessna 
320 Sky Knight five-seater was used for short hops.   
 About 100 licensed pilots and 40 privately-owned aircraft 
called Austin Straubel home. They ranged from “an $800 J-3 
Piper Cub to a $40,000 Bonanza.” There were “six professional 
pilots in Green Bay: Jerry Fish, Phil Roshong, Bob Jubin, Bill 
Destache, Andy Kluss and Marshall Smythe.”    
 We’re talking about aviation history here, but we’re also 
talking about Green Bay, which means we’re talking about the 
Packers. Dedicated in June 1965, the new terminal was complet-
ed in time for the 1965 season. The Packers won the National 
Football League Championship that year by defeating the Cleve-
land Browns in Green Bay. It was the first championship game 
played in January, the first on color TV, and the last NFL cham-
pionship before the Super Bowl era. The Cleveland team, led by 
Hall-of-Famer Jim Brown, arrived on a chartered plane, and 
probably did not use the new terminal. However, plenty of fans 
of both teams came through as well as plane loads of print, ra-
dio, and television people. It was a new era, and the airport with 
Austin Straubel’s name was ready for it.    

Left: An undated photo of the Green Bay airport, ca 1970, and 
above, a recent one, looking northeast.  
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If I asked 100 attendees at any airshow across the country to 
provide me a list of their top 10 best worldwide fighters of 
World War II, the list would be short. Compiling the 100 lists, I 
would be surprised to have more than 15 different aircraft. I am 
sure you have already begun making your list, if only in your 
mind. After noting the title of this book, I did the same thing, I 
made a list. I wrote mine down, and it turned out that my list 
was a near perfect match to author Laurier’s. 
 It would remove all challenge to ask you to list one Japa-
nese, two British, three German, and four US aircraft on your 
list. So, which fighter aircraft made your list? Here is Jim Lauri-
er’s ten killer planes of World War II: 
 Mitsubishi A6M Zero 
 Hawker Hurricane 
 Supermarine Spitfire 
 Messerschmitt Bf 109 
 Focke-Wulf Fw 190 
 Messerschmitt Me 262 
 Lockheed P-38 Lighting 
 Curtiss P-40 Warhawk 
 Republic P-47 Thunderbolt 
 North American P-51 Mustang 
 
 How did your list compare to the author’s? I know, Lauri-
er’s top 10 didn’t include any US Navy/Marine aircraft, nor did 
it include any Russian types. That said, it would be difficult to 
argue against any of the listed aircraft. 
 The selection of aircraft included in this book is not what 
sets it apart from numerous similar works. It is the artwork. Jim 
Laurier is an award-winning artist who has included sketches, 
color illustrations, action paintings, and period photographs 

 

Fighter! 
Ten Killer Planes of World War II 
  
Reviewed by John Dorcey 

combining with excellent text to tell each aircraft’s story. Each 
section provides two cockpit illustrations detailing instrument, 
control, and switch function and location. 
 Specifications provided include dimensions, engine make 
and model, horsepower output, performance, and armament. 
These details for each aircraft make head-to-head comparisons 
easy. Aircraft designer, manufacturer, and number of airframes 
produced are also included. Not all models are detailed, so some 
differences in engine model, horsepower, and armament are 
overlooked. 
 The large-format book, 11 inches by 9.5 inches, is 192-
pages in length, and includes a detailed index. This book would 
make an excellent Christmas gift for anyone with an interest in 
World War II fighter aircraft, aviation history, or history in gen-
eral. It is available as an Ebook or in hardcover format at book 
sellers everywhere.  
 
Fighter, Ten Killer Planes of World War II 
Text and artwork by Jim Laurier 2016  
ISBN 978-0-7603-4952-6 
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When Rose Dorcey announced at the 
October 2015 Wisconsin Aviation Hall of 
Fame (WAHF) annual meeting that she 
would serve for one more year, and then 
not seek re-election the following year, 
there were several concerned looks 
among the attendees. Then, at the Octo-
ber 2016 meeting it became a reality 
when she announced that she was step-
ping down from the WAHF presidency 
and not seeking re-election to the board. 
Rose has raised the bar by development 
of WAHF’s flagship Forward in Flight 
magazine, adding new programs, and 
increasing membership. While we’re 
aware of her many contributions to the 
Wisconsin Aviation Hall of Fame, let’s 
find out about her life outside of WAHF. 
  
RACING AND FLYING 
Rose was born June 5, 1961 in Wisconsin 
Rapids, and I’m sure she became an over-
achiever as soon as she could talk. There 
hasn’t been much she has shied away 
from since. Growing up in the tiny Vil-
lage of Biron, she was one of six children 
whose parents, Carl and Rose Schaetz, 
taught them to be responsible and self-
reliant. When Rose bought her first car at 
age 16, a Dodge Dart with slant six, her 
dad taught her to do oil changes and other 
simple maintenance.  
     In her pre-teen years, Rose was a 
member of the Biron Swim Team. “I was 
not a standout swimmer,” she said, “but I 
enjoyed relays, and never gave up on the 
longer, tiring events.” She was on home-
coming court, and served as president of 
the Distributive Education Clubs of 
America (DECA) in high school, while 
working part-time in retail. Graduating 
from Wisconsin Rapids Lincoln High 
School in 1979, Rose took Marketing and 
Business courses at Mid-State Technical 
College. She graduated summa cum 
laude—with a double major—from Lake-
land College with a Bachelor of Business 
Administration and Marketing.  
 Soon after graduating from high 
school, Rose developed an interest in 
motorcycle racing—hillclimb to be exact, 
though she did some grass drag racing as 
well. Hillclimb races are won by either 
being the fastest to the top of the hill in 

your division, or for particularly tough 
hills, by climbing the farthest distance 
toward the top. She earned several Amer-
ican Motorcyclist Association (AMA) 
District 16 championships in the 100cc 
class, and became the first woman to win 
an AMA national amateur hillclimb 
championship.  
 It didn’t necessarily come easy. At 
her first national championship race in 
1982 in Charlemont, Massachusetts, she 
placed third, after an interrupted season 
nursing a broken shoulder suffered at a 
race earlier in the year. In 1983, pregnant 
with her first child, she sat out the season. 
A year later, in 1984, Rose got back on 
her bike, trained all summer, and then in 
fall won her first AMA National Amateur 
Hillclimb Championship in Prestonburg, 
Kentucky. In 1985, she did it again, plac-
ing first at the nationals in Everett, Penn-
sylvania. She competed again in 1986, 
earning the runner-up spot. She still owns 
a motorcycle today, a Suzuki DR200 dual 
purpose (on/off road) bike.  
 With the birth of her daughter, Ja-

mie, in 1983, and son Luke, in 1987, it 
didn’t take long for her kids to start rac-
ing, mini bikes at first, and on to larger 
bikes. She and her first husband, Jay Par-
meter, traveled with the kids to races 
throughout the state and country. Luke 
raced with great success, becoming a 
three-time AMA Racing Grand Champi-
on. He was named the AMA Hillclimber 
of the Year for wins in three National 
Amateur Hillclimb classes: 250cc, Four 
Stroke, and 750cc classes. Luke’s racing 
experiences helped shape his future ca-
reer path. He is currently the Video Pro-
duction Manager for Feld Motorsports’ 
Supercross series and producer of its 
Chasing the Dream television series, 
which airs on Fox Sports 1.  
 During this same period, Rose start-
ed Tae Kwon Do training, competing in 
tournaments,  and progressing through 
the belt levels up to probationary black 
belt. She was weeks away from testing 
for the black belt when she started flight 
training, which resulted in her discontinu-
ing Tae Kwon Do. She had taken an in-

Full On Commitment 
In everything she does 
 
By Duane Esse 

Rose likes to set goals for the number of different airports she wants to fly to each year.  
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troductory flight, in part because of her 
interest in seeing her hometown from 
above. After that flight, everything 
changed.  
 “I was so hooked, and no longer 
interested in karate classes,” Rose ex-
plained. She said she had a lifelong curi-
osity about flying, having grown up near 
cranberry marshes in Biron. As a youth, 
she would watch from a distance with 
wonder when crop-dusters sprayed the 
marshes. Her first airplane flight was in 
1982, a trip from Mosinee’s Central Wis-
consin Airport to New York LaGuardia, 
and then on to Pittsfield, Massachusetts, 
and she loved everything about it. But it 
wasn’t until her 30th birthday, in 1991, 
when she took that first intro flight.    
 She became a private pilot in June 
1992, passing her check ride with Exam-
iner Harold “Duffy” Gaier, flying out of 
Neillsville Municipal Airport (VIQ). Be-
ing an adventuresome person, she then 
asked two other new pilots with whom 
she had frequently studied with and 
trained, to go on a Canadian flight adven-
ture. Over three days, they took turns 
flying segments from Wisconsin Rapids 
to Duluth, and then to the Canadian air-
ports at Thunder Bay, Marathon, Wawa, 
and Sault St. Marie, and then to Green 
Bay to clear customs before returning to 
Wisconsin Rapids.  
 “It was a fantastic trip for new pi-
lots like us,” Rose said. “We had bad 
weather at one point and made a no-go 

decision, staying in Canada an extra 
night,” she said. “It was a great way to 
see beautiful Canada and continue our 
learning experiences.”  
 For her instrument training 10 years 
later, her then fiancé, John Dorcey, used 
vacation days from work to conduct a 10-
day concentrated instrument training pro-
gram with Rose. They drove 45 minutes 
from Wisconsin Rapids, where Rose 
lived at the time, to Marshfield, and rent-
ed a Cessna 172 from Duffy’s Aircraft 
Sales and Leasing. John quizzed Rose on 
the drive to and from Marshfield. They 
flew in the morning, broke for lunch, and 
flew again in the afternoon. More quiz-
zing on the drive home.  
 Flying 43 hours in 10 days, in hot 
summer weather, Rose said, “A couple 
times our tempers were as heated as the 
85 – 90 degree days. This was just a few 
months before John and I were to be mar-
ried, and we called the experience a good 
test of our relationship.” On the 11th day 
she flew the check ride with Pilot Exam-
iner Gaier, and passed. She called it a 
“full immersion” training experience, and 
enjoyed it through and through.  
 Oh, and that thing about testing 
their relationship, they went ahead with 
their wedding plans, tying the knot in the 
Fergus Chapel on the EAA grounds in 
Oshkosh on November 16, 2002.  
     Rose and John completed an excit-
ing flying adventure in 2010, flying to all 
60 Wisconsin counties that have a public 

use airport. They did it in four separate 
flights, averaging 15 airports each,  
throughout the summer. Rose took pic-
tures, started a blog and wrote about it at 
FlyingWisconsin.Wordpress.com.  
 Later, she and John were asked to 
give presentations to EAA chapters and 
other groups about the adventure. “It was 
great when I heard from other pilots that 
our adventure inspired them to fly similar 
challenges,” Rose said. She’s currently 
working on commercial maneuvers and 
hopes for one final successful check ride 
with Duffy before he retires. 
      Flying isn’t the only activity Rose 
enjoys. She has always loved the out-
doors and biking. In 1995 she saw 1,400 
bicyclists peddle through Wisconsin Rap-
ids while participating in the 500-mile 
Great Annual Bicycle Adventure Along 
the Wisconsin River (GRABAAWR). 
She decided she wanted to do that, and a 
year later, she and her sister-in-law, Con-
nie Schaetz, took it on. They started in 
Eagle River and finished six days later in 
Prairie du Chein. One day during the 
ride, Rose rode 100 miles, from Merrill 
to Wisconsin Rapids and then some, 
completing her one and only century ride. 
 Rose’s brother, Rich, took her tur-
key hunting in 2014, and she shot a jake 
(young male) her first time out. John 
bought Rose a sturgeon spearing shack a 
few years ago and she has used it for at 
least three seasons on frozen Lake Win-
nebago, but she hasn’t speared a stur-

Above: A flight with her sister-in-law, Connie, and nieces Amber and Monica, 2011. Right: A successful hunt with her brother, Rich. 
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geon, yet. Hang on—surely soon she 
will. 
 Rose is a member of the Well-
Armed Woman, an organization with a 
mission to educate, equip, and empower 
women gun owners. She enjoys training 
with her Smith & Wesson .38 Special, 
and has a Wisconsin concealed carry 
permit. She also enjoys shooting sporting 
clays with her brother, Dave, and her 
niece and nephew.  
 She began another challenge as she 
approached 50: running. “I can’t say I’m 
crazy about running,” she said, but she 
has participated in 5K and 10K races.  
      
FAMILY 
Talk with Rose for a short time and 
you’ll soon realize how much her family 
means to her. John and Rose have two 
grandchildren and another due in July. 
Their combined families offer plenty of 
opportunities for get togethers. Luke and 
his wife, Caitlin, have a son, Logan, who 
has captured Grandmother Rose’s heart. 
She drives from Oshkosh to Wisconsin 
Rapids once a week to spend time with 
him. “Being a grandmother is far more 
fun than I ever could have imagined,” 
Rose said. “I absolutely cherish every 
moment I spend with him.” 
 Rose’s daughter Jamie chose an 
unconventional career path, but one that 
Mom avidly supports. She’s a Dominican 
Sister with the Dominican Sisters of St. 
Cecilia in Nashville, Tennessee, and mid-
dle school teacher in Kennesaw, Georgia. 
Sister has done mission work throughout 
the U.S. and world, traveling to several 
European countries and Australia, before 
and after entering the convent. She took a 
flight lesson or two before entering the 
convent, but flying wasn’t for her. How-
ever, she does enjoy a view from above, 
having recently climbed several 14ers; 
14,000 foot peaks in the Rockies. 
  
VARIED CAREER 
Rose feels fortunate to have been a stay-
at-home mom with her kids while they 
were growing up. During her flight train-
ing, however, she worked a night shift as 
a radio DJ for a station in Wisconsin 
Rapids. When her kids were teens, she 
became co-owner and office manager of 
Golden Eagle Log Homes in Wisconsin 
Rapids, doing bookkeeping, payroll, and 
other management duties.  
 Her experience in motorcycle racing 
led her to explore another love, writing. 
She has been a freelance writer since 

tion news and information.” 
 Rose started as an Independent 
Consultant with the Wisconsin-based 
company, L’BRI PURE n’ NATURAL, 
in February 2015. She promoted to Sen-
ior Consultant by September 2015, and 
promoted again on April 1, 2016 to Su-
pervisor. “Influenced by my older sisters, 
Diane and Lori, I’ve always loved mess-
ing with my hair and makeup,” Rose ex-

June 1980, writing for motorcycle and 
aviation magazines, including: American 
Motorcyclist, Cycle News, Cycle USA, 
EAA Sport Aviation, and Aviation for 
Women, to name a few. She worked for 
three years as an assistant editor at EAA. 
 In 2006, the Wisconsin Airport 
Management Association recognized 
Rose with its Blue Light Award, for her 
“excellence in reporting Wisconsin avia-

W E  F L Y  

 

Rose loves spending time with her family, especially her grandson, Logan. She also  
enjoys occasional rides on her motorcycle. Page 15: with her son and daughter in 2013. 
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plained. “It turns out, this is a career I absolutely love; it’s great 
being able to share information about healthy, aloe-based skin-
care ingredients with my customers, and get back to having my 
own business.”  
 When she’s not serving her clients, or spending time with 
her family, she loves hiking trails at state parks and traveling, 
though she says she hasn’t done enough of that lately. She’s an 
active member of Most Blessed Sacrament Parish in Oshkosh, 
as a lector, extraordinary minister of holy communion, volunteer 
photographer, and cupcake baker. She has held leadership roles 
in the Oshkosh Women in Aviation chapter, and in 2015 was 
awarded the Dorothy Hilbert Chapter Volunteer of the Year 
award by Women in Aviation International. She’s a member of 
the Winnebago Flying Club, based at Wittman Regional Airport 
(KOSH) and serves as its newsletter editor and events co-chair. 
She’s also a Lead Representative for the FAA Safety Team.  
 
WAHF 
With Rose retiring from the WAHF board and presidency, 
Board Member Chuck Swain made an eloquent presentation at 
the organization’s 31st annual induction banquet on October 15, 
2016, summarizing Roses’ accomplishments in her 15 years’ 
involvement with the board.   
 “Rose was a member of the WAHF 
Board of Directors for 15 years, serving as 
president for 12,” Swain said. “She was 
the sixth and longest serving WAHF presi-
dent. She has led the organization as we 
have grown, in size and in value to our 
community, and we are better for her lead-
ership. Rose would be the first to admit 
that everything our organization has done, 
every change we’ve experienced, all that 
was accomplished over those 15 years is 
due to our volunteer board and our mem-
bers. Those of us who have worked along-
side her, whether as board members or as 
volunteers, know that our organization has 
become what it is today due to her tireless 
efforts. We know that it was her inspira-
tion, drive, and vision of what WAHF 
could be that has brought us to this point.”  

Some of those accomplishments include: 
 
 Tripled membership; planned and carried out the 100 for 100 

membership drive in 2003.  
 Wrote, produced, and found sponsors for WAHF’s centennial 

booklet in 2003, Blue Sky Moments. 
 Began a Silent Auction in 2005 and since then more than 

$27,000 has been raised to fund WAHF’s scholarships and 
educational outreach projects. 

 Established and served as administrator for WAHF’s social 
media accounts in 2007. 

 Wisconsin Aviation Centennial projects in 2009. 
 Co-produced and found sponsors for WAHF’s 25th Anniver-

sary booklet in 2010. 
 Grew from one annual scholarship of $1,000 to four awards 

providing up to $4,000 annually. 
 Took a two-page annual letter from the president and turned 

it into a 32-page quarterly magazine, Forward in Flight. 
  
Says Rose, “When I attended my first board meeting, I saw the 
organization as one with great potential for growth, and always 
looked for ways we could improve members’ experiences,” she 
explained. “The early board members did admirable work in 
recording our state’s early aviation history. I was fortunate to 
work with a dedicated team of board members, and WAHF 
member/supporters, who were willing to roll up their sleeves 
and carry out some successful programs. I’ll always support this 
volunteer organization for the important work it does, and I’m 
so thankful for the great people I’ve met through WAHF.”  
 
WHAT’S NEXT? 
By now you may subconsciously feel exhausted after reading 
about the interests, activities, and accomplishments of Rose thus 
far. When she develops an interest in something it becomes a 
full commitment, and certainly the bar is raised in everything 
she starts. The WAHF and its member/supporters will miss her 
leadership, but can feel fortunate that she will continue as editor 
of Forward in Flight. As she takes a much overdue rest, we’ll 
be listening and watching for her involvement in new initiatives 
and programs. Thanks for the past 15 years. 

As president, Rose addressed the guests at the last twelve WAHF banquets. 
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Ask a pilot about their flying experience 
and they’ll typically respond with their 
logged flight time, their hours. Occasion-
ally, you don’t have to ask, as some pilots 
will eagerly share their flight time, some 
to the tenth of an hour. They know their 
flight time like their name. I’d rather 
know the aircraft types a pilot has flown, 
the purpose of the flight, and the weather 
or other challenges overcome. Mert 
Baker has flown many aircraft types, for 
many reasons, during exceptionally chal-
lenging times. 
 Young “Mert” first experienced 
flight in a Curtiss JN-4 Jenny. A barn-
stormer visited Fort Atkinson, Wiscon-
sin, and the youngster took a ride with his 
Dad. Too small to see over the side, 68 
years later he vividly recalled his first 
flight during an interview. Next was the 
Piper J-3 Cub. Baker enrolled in the War 
Training Service program at Creighton 
University in Omaha in 1943. This train-
ing was followed by USAAF cadet train-
ing in the Stearman PT-13 Kadet, 
Fairchild PT-19 Cornell, and the North 
American AT-6 Texan. 
He earned his wings and 
was commissioned a 2nd 
Lieutenant on March 12, 
1944 at Frederick, Okla-
homa. Moving up to mul-
tiengine aircraft, he flew 
the Beechcraft AT-11, 
Kansan trainer. 
 Following initial 
multiengine training, 
Baker was assigned to the 
four-engine heavy bomb-
er Consolidated B-24 
Liberator, completing 
type training at Gowen 
AAF, Boise, Idaho. Join-
ing a replacement crew, 
Baker was ordered to the 
15th Air Force, 485th 
Bomb Group, 829th Bomb 
Squadron, flying out of 
Venosa, Italy. The crew 
flew 35 combat missions 
between July 16, 1944 
and February 16, 1945. 
 At war’s end, Baker 
was transferred to the 

A V I A T I O N  R O O T S  

Pacific and flew former POWs out of 
Japan in the Douglas C-54 Skymaster. 
Then returning stateside, he flew the 
Curtiss C-46 Commando for the Air  
Transport Command from Dallas, Texas. 
Baker was separated from the military 
November 1945. After a few years, he 
became a flight instructor for Serv Air 
Corporation, a contract flight school for 
the military, located at Stallings Air Base, 
Kinston, North Carolina. Mert flew the 
North American AT-6G Texan again; 
this time sitting in the rear (instructor) 
seat. 
 In 1953 Baker was recalled to the 
Air Force and, after completing pilot re-
fresher training at Malden Air Base, 
Malden, Missouri, was stationed at 
McConnell Air Base, Wichita, Kansas. 
He instructed in the Lockheed T-33 T-
Bird and eventually the Boeing B-47 
Stratojet. While at McConnell, Baker 
logged nearly 800 hours in the T-33 and 
1,200 hours in the B-47. After four years 
Captain Baker was transferred to Boeing 
Wichita as a flight test/acceptance pilot 

flying the Boeing B-52 Stratofortress. 
One of only a few “Buff” pilots, Baker 
would fly nearly all the various models 
of the B-52; the C through H models. 
 While at Wichita, Mert logged a 
few hours in the Douglas DC-3 Dakota, 
Boeing C-97 Stratofreighter, Cessna L-
19 Bird Dog, Cessna T-41 Mescalero, 
and even more time in the Cessna T-37 
Tweety Bird and the T-39 Saberliner. 
In January 1968, Major Baker was trans-
ferred to Shaw Air Force Base in Sum-
ter, South Carolina, for training in the 
Douglas EB-66 Destroyer. Following 
pilot training, Baker served a one-year 
tour with the 355th Tactical Fighter Wing
(TFW)/42nd Tactical Electronic Warfare 
Squadron (TEWS) at Takhli Royal Thai 
Air Force Base, Thailand. He flew 150 
combat missions and was awarded the 
Distinguished Flying Cross while in 
South East Asia. 
 Returning stateside once again, 
Lieutenant Colonel Baker was assigned 
to several procurement positions until in 
1970 he was stationed at General Dy-

Flying Two Wars and a Desk 
Merton Baker 
 
By John Dorcey 
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namics, Fort Worth, Texas as Air Force 
Plant Representative. While on this as-
signment, he flew the supersonic Gen-
eral Dynamics FB-111 Aardvark. 
During a December 30, 1997, oral histo-
ry interview, when asked about his flight 
time Major General Baker responded, 
“Hmm, a little over 7,000 hours.” When 
asked about the aircraft he flew he pro-
vided specifics, many with detailed sto-
ries; stories of 185 combat missions, 
training flights, and award-winning 
flights. Baker flew at least 20 different 
types and different models of those 
types. 
 MGen Baker was born in Toma-
hawk in 1924, grew up in Fort Atkinson, 
and graduated from Evansville High 
School in 1942. He attended Whitewater 
State Teachers College for one semester 
before transferring to Creighton Univer-
sity in Omaha. His military decorations 
and awards include the Legion of Merit 
with oak leaf, Distinguished Flying 
Cross, Meritorious Service Medal, and 
the Air Medal with 11 oak leaf clusters, 
among others. Merton Baker died in 
Albuquerque, New Mexico, on July 19, 
2000. He is a nominee for induction into 
the Wisconsin Aviation Hall of Fame. 
 

Previous page: Consolidated B-24 “Liberator” Home-
ward Angel crew Venosa, Italy ca Aug 1944. Baker is 
front row on right. 
 
Clockwise:  
Main gate, Malden Air Base, Malden, Missouri, ca 
1950s. 
 
Douglas EB-66 “Destroyer” 42nd TEWS, Takhli Royal 
Thai Air Force Base, Thailand. 
 
Merton W. Baker, Major General, USAF June 1980. 
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Photos courtesy of Wynne Williams 

On Tuesday, August 23, 2016, an old friend from the past visit-
ed my home base. One of the Milwaukee Air National Guard’s 
KC-135s was in Madison. It was on an air refueling mission 
with F-18 Super Hornets on deployment to Volk Field for an 
exercise with AWAC and F-35s.  
 The crew stopped en route to their refueling track to pick 
up 27 employers who have employed men and women of the 
National Guard or Reserve Force. The Wisconsin employers 
invited were from the surrounding area. Their respective service 
members had nominated them for the ride for being supportive 
of their volunteering to serve our country as a ‘second job’ 
while living in Wisconsin and raising their families. The Wis-
consin Employer Support of the Guard and Reserve (ESGR) 
Committee is a Volunteer Agency set up by the Department of 
Defense that handles the coordination of these flights, which are 
called “Boss Lifts.” 
 Whenever a KC-135 visits Madison, it gets my blood 
flowing. The ’135 was my first aircraft assignment out of pilot 
training and that’s where my rolling-down-the-runway began. 
So, whenever I’ve gotten word of a tanker “coming home,” I’ve 
always tried to be there. Little did I know when entering the Air 
Force 50 years ago, in 1966, my military aircraft would some-
day be landing at my hometown airport in Madison.  
 The Boss Lift set up for August 23 was in conjunction 
with a “Breakfast with the Boss,” which was sponsored by the 

115th Fighter Wing and the Wisconsin ESGR Committee. I was 
visiting family in Atlanta and Jacksonville at the time and 
missed the flight. As an ESGR volunteer, we are sometimes 
tasked to go on these flights to assist the invited employers and 
answer any questions they may have. On this flight, my fellow 
ESGR Volunteer and WAHF Board Member Wynne Williams 
was selected to ride along.  
 Wynne took photos during the flight and helped the em-
ployers with their questions. Ironically, when Wynne and I we 
were flying A-10s together out of the 115th Fighter Wing in 
Madison, we regularly refueled with Milwaukee’s ’135s and 
this was one of those aircraft. On this flight, Wynne could see it 
from the other end.  
 Wynne and I had also refueled with Milwaukee Tankers 
while flying the A-37B Dragon Fly. It needed a drogue/basket 
similar to the one used by the Super Hornets. Madison had the 
A-37Bs in the late ’70s/early ’80s, a third of a century ago. How 
time flies—pardon the pun.  
 In 1984 the 115th Fighter Wing participated in a deploy-
ment to Europe via the North Sea. KC-135 Tankers were as-
signed to “drag us” across, refueling us a total of four times. 
One of the tankers was from Loring and the other from Milwau-
kee. They dragged both of us across the Atlantic on the first 
115th Fighter Wing A-10 European Deployment. On that cross-
ing, for the second time while refueling in the A-10, my fueling 
system failed and the jet could not take on any gas/JP-4. In both 
cases, a circuit breaker popped in an outside panel that wasn’t 
accessible from the cockpit. It was lucky for me to have a Mil-
waukee Guard Tanker and Floyd Polzin as the Boomer. We’d 
flown together in KC-97s and 135s and between the two of us, 
we got it done and offloaded enough fuel to make it to Europe. 
Swimming home from the middle of the North Atlantic wasn’t 
an option.  

Milwaukee Air Guard KC-135 Visits Madison 
 
By Tom Thomas 
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 I was in the Milwaukee Unit when we transferred from the 
’97 to the ’135. It was one big surprise when some of the KC-
135s that were transferred to the Milwaukee Guard, had been 
based at Kincheloe AFB in Northern Michigan. I first started 
flying those ’135s at Kincheloe in 1968, 48 years ago. The trans-
fer was in 1978; and 10 years after I had left the Air Force, I’m 
flying the same jets I’d left behind a decade ago. It was like they 
were following me around. Then just four years later, I was able 
to refuel from the same planes using the A-37B followed by the 
A-10A. Refueling by some of “My Kincheloe Tankers” contin-
ued until October of 1992 when the A-10s left Madison and I 
hung up my Silver Wings.  
 The ESGR Boss Lift Mission in August 2016 was a com-
ing home. Somehow, I don’t think this will be the last time the 
“Kincheloe Tankers” will see me.  
 And now for the rest of the story. This KC-135 turned 60 
on September 1, 2016 and a ‘Birthday Celebration’ was held at 
the 128th Air Refueling Wing. Guess who helped to blow out the 
candles? 
 In the photos, you can see the designated KC-135 that had 
landed after a training mission taxi through two fire trucks wel-
coming it home on its 60th birthday. One of the pilots I had 
flown with while in the Milwaukee Guard was Col. Tom Davey. 
He’d enlisted in the Air Force in the early ’50s and started flying 
KC-97s in the Strategic Air Command. In 1957 he was stationed 
in Loring AFB, Maine, flying the ’97. The very first SAC KC-
135s arrived and were assigned to his Squadron. Davey was part 
of the leading edge to fly the world’s first jet tankers. Having 

flown with and retiring from the MKE ANG KC-135 unit, it 
was a special honor for him to be on hand for the KC-135’s 60th 
birthday celebration in Milwaukee on September 1, 2016.  

Previous page, Left: A Super Hornet refueling over Central Wis-
consin Airport (KCWA) August 2016. Right: Col. Tom Davey with 
the author, Tom Thomas.  
 

Below: The KC-135 preflighted and ready for boarding at Dane 
Country Regional Airport in Madison.  
 

The KC-135 celebrating its 60th birthday with a water cannon 
salute at Mitchell International Airport (KMKE). 
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Perhaps things of the past should remain in the past, dead and 
forgotten. But then the past is never dead, it is always there on 
the rim of consciousness waiting to be recalled by a scene, an 
odor, or even a single word.  
 Sometimes I can forget my tours in Vietnam for months at 
a time, then suddenly something simple like a sky full of rain 
sodden, wind driven clouds, scud racing across the sky, will 
take me back in an instant to the 311th Air Commando Squadron 
of 1967.  
 It was 6:30 when we splashed down the runway and wal-
lowed into the air with the windshield wipers on the old C-123 
beating back and forth in a losing effort to hold back the north-
east monsoon. Somewhere far to the east the sun was rising 
sharp and clear, but here over the South China Sea darkness was 
giving way grudgingly to the dismal gray that for a few hours 
would pass for daylight. 
 We had been flying from dawn until dark for 15 straight 
days. In that time, we had taken a total of 218 hits. We had been 
shot at by rifles, pistols, handheld machine guns, and at An Hoa 
we’d had the unique experience of being fired at while standing 
beside the airplane. Sporadic nighttime rocket attacks had made 
sleeping difficult and we were all nervous and tired. All tired, 
except for my co-pilot, Major Don Miller, who had solved the 
sleeping problem very neatly—he was drunk. 
 Don was on the third leg of a war odyssey that had begun 
in the flak-filled skies of Polesti in 1944. Lately, perhaps under-
standably, he had been turning increasingly to the bottle for his 
courage. 
 I had thought of refusing to fly with Don that morning but 
I hadn’t realized how bad off he was until he called Hurlburt 
tower for taxi instructions three times before I reminded him we 
were at Danang. Hurlburt tower was in Florida. Besides, I knew 
if necessary I could fly the airplane without his help. Then too 
he was a friend. 
 At 500-feet we leveled off with our vertical stabilizer 
plowing a deep furrow in the bottom of a low-lying cloud deck. 
With reflexes conditioned by thousands of hours of experience, 
Don set the mixture and propeller levers for cruise before 
slumping back in his seat, asleep. 
 “Look at that.” It was the flight engineer, Staff Sergeant 
Dabroski on the interphone. He was young and didn’t know 
about being 46 years old and on your third war. I nodded and lit 
my fifth cigarette of the still young day. 
 We passed out through the narrow neck of Danang harbor 
and swung north toward Dong Ha, that pitiful cluster of tents 
and dugouts that huddled in deep despair during the drenching 
winter monsoon and choked in blinding dust during the summer. 
It would be a routine 45-minute flight we had made many times. 
Opposite the old capital of Hue the cloud deck slanted seaward 
and we were forced down to 200 feet with sudden heavy rain 
cutting us off from our best means of navigation, the coast. My 
stomach began its familiar churning and I could feel the sweat 
begin to build up under my earphones. Flying on instruments at 
200 feet was not my favorite place to be, particularly when the 
instruments were nearly 20 years old and often unreliable.  

 Then suddenly we were out of the heavy rain and back in  
steady drizzle. Off to our left the white line of the beach assured 
us we were still on course. The fist clutching my stomach re-
laxed and the seat began to dry. In clear weather the beaches 
appeared to be some of the most beautiful I had ever seen, but 
they were also the deadliest. We were flying very near Highway 
1 in an area the French called the “Street Without Joy” because 
of the many causalities they had suffered there. Any crew unfor-
tunate enough to be forced down on that lovely stretch of white 
sand probably wouldn’t last long. 
 Twenty minutes later we splashed down on Dong Ha’s 
mud slicked landing strip, taxied to the off-loading area, and 
shut down. For a few minutes, we sat in the cockpit while rain 
drummed heavily on the fuselage and the airplane rocked slight-
ly in the strong wind.  
 “Should I open the ramp?” It was Airman Blee, the load-
master, calling from the rear of the airplane. 
 “No,” I hollered back, “The forklift isn’t here yet. Might as 
well stay dry for as long as you can.” 
 So, we sat some more and watched the sad and soaked 
Marine tents billow and buck under the onslaught of the mon-
soon. In time a snorting, brown forklift appeared from out of the 
rain and jockeyed its ungainly bulk into position at the rear of 
the airplane. It was time to get some fresh air; we were sched-
uled to be in the airplane many hours that day. 
 The flight engineer and I threw on our raincoats and 
crawled down from the cockpit. Don Miller remained slumped 
in his seat, head on his chest snoring softly. For a while we 
hunched under the wing, back to the wind, smoking, and saying 
nothing. 
 “Are you going to report Major Miller?” I could tell by 
Ski’s voice he thought I should. 
 “I don’t know,” I replied. “This is his third war you know. 
He’s never been his bad before.”  
 “Yea, I guess he’s getting a bit old for this but we sure as 
hell could use another pair of eyes.” 
 I flipped my cigarette into a puddle of water. “We’ll see 
how he is when we get back.” 
 Blee came from the rear of the airplane then, where the 
forklift was backing away with the last pallet of ammunition 
boxes. 
 “They want us to take back some KIAs, Captain,” he said. 
 KIAs, the worst possible cargo. I hated it. I would rather 
haul anything else, ammunition, gasoline, anything. Another 
load of dead kids. And for what? I had seen how it was in the 
States. It was a nice little war, controlled from the very top by 
the politicians. Everyone had a job, no one was suffering, the 
economy was booming, so who gave a damn about a few grunts 
who died a little early? Who cared? 
 “How many Blee?” 
 “Just seven.” 
 “Where are they?” 
 Blee scooped off his rain soaked fatigue hat and beat it 
against an equally soaked leg. “The graves registration clowns 
will be bringing them up in a truck.” 

KIA 
 
By John C. Nelson, Major, USAF Retired 
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 Blee didn’t like the Marine graves registration men. He 
couldn’t understand that they laughed and joked when they 
loaded bodies because the job would tear them to pieces if they 
took it seriously. 
 In about 10 minutes a marine truck came lurching through 
the mud and backed up to the rear of the airplane. Two young 
Marines climbed out of the cab and one by one transferred the 
stretchers containing the glistening black body bags from the 
truck to our airplane where Blee strapped them down. 
 Ski and I crawled back into the airplane and prepared to 
start the engines. 
 “I guess we’re ready, Cap’n. This bunch doesn’t stink 
much.” It was Blee.  
 I nodded. 
 “Yea, I guess they were just killed last night. Up on the 
Rockpile, Mortar attack.” 
 It was all terribly depressing and I tried to concentrate only 
on starting the engines. The cranking of the left engine aroused 
Don Miller, who blinked and croaked, “Let’s get her in the air.” 
 The Marine graves registration ambulance was supposed to 
be waiting for us when we returned to Danang, but it wasn’t. 
Our next load was though, all strapped down on wooden pallets, 
so I told Blee to get a Vietnamese loader to help offload the 
stretchers on to the ramp. We couldn’t wait for the ambulance. 

MAJOR JOHN C. NELSON 
 

John C. Nelson was born November 21, 1928 in Mondovi, 
Wisconsin. A 1946 graduate of Mondovi High School, he 
enlisted in the US Army serving as a radio operator. Nel-
son was accepted into the aviation cadet program in 1951. 
He graduated from pilot training at Moody Air Force 
Base, Valdosta, Georgia, and was commissioned a 2nd 
Lieutenant in 1952. 
 As a fighter pilot, Nelson flew Lockheed’s T-33 “T-
Bird” and F-80 “Shooting Star,” and the North American 
F-86 “Saber.” Later, as a Strategic Air Command (SAC) 
pilot, he flew the Boeing KC-97 and KC-135 
“Stratotanker” aircraft. He flew the Fairchild C-123 
“Provider” as a member of the 311th Air Commando 
Squadron, Da Nang Air Base, Vietnam. Major Nelson 
flew 1100 combat sorties in the C-123. 
 Nelson was awarded the Bronze Star, Distinguished 
Flying Cross, Air Medal with four Oak Leaf Clusters, Ko-
rean Service Medal, and the United Nations Service Med-
al, among others.  
Following his retirement from the USAF, John became a 
teacher in Durand, Wisconsin. Finally retiring, John 
moved to Leesburg, Florida. He was an avid reader who 
enjoyed camping, hiking, and restoring classic cars.  
 Major Nelson did not begin writing about his experi-
ences in Vietnam until 20 years after his return home. This 
and his other poignant stories were found scribbled on 
notebook paper after his death on December 12, 2000. 
John’s daughter Jennifer, and son-in-law Dale Rutschow, 
submitted this story. 

Major John C. Nelson 

The war would go on and we would complete our part of the 
cycle. The dead were the dead and would not be bothered by the 
rain.  
 Miller and the flight engineer crawled out of the airplane 
and disappeared in the direction of the operation shack in search 
of a cup of coffee. When Blee finished offloading the KIAs I 
sent him for coffee also. Then it was just an old Vietnamese 
loader and I standing under the wing of the airplane listening to 
the metal ticking in the hot engines and watching the water col-
lect in pools and flow in rivulets down the sides of the body 
bags. 
 On the end of one bag an identification tag danced and 
whirled in the wind and announced to anyone who cared to read 
that the contents of the bag were 19-year-old Kermit J. Klein, 
Lance Corporal, who a year earlier probably danced and whirled 
to the strains of “Proud Mary” and who had missed his younger 
brother and his dog almost as much as he missed his parents. 
The old Vietnamese spoke no English and I spoke no Vietnam-
ese, but somehow, I knew he shared my sadness. 
 A small flock of ducks came shooting low over the parking 
ramp, banked crazily over the big hangar, and disappeared into 
the west, toward home. It was December 24, almost Christmas 
Eve. Merry Christmas, Mrs. Klein. Your son is coming home. 
                               —Submitted by Dale and Jennifer Rutschow 
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CITATION TO ACCOMPANY THE AWARD OF THE  
DISTINGUISHED FLYING CROSS 

TO  
JOHN C. NELSON 

 
Captain John C. Nelson distinguished himself by extraordinary 
achievement while participating in aerial flight as a C-123 Pilot 
a Dong Ha, Republic of Vietnam on 28 February 1967. While 
participating in a night resupply of ammunition to a marine for-
ward operating base, Captain Nelson flew four sorties delivering 
over 27 tons of badly needed ammunition, in spite of multiple 
hazards of minimum weather conditions, heavy hostile ground 
fire, and an extremely short runway. This professional compe-
tence, serial skill, and devotion to duty displayed by Captain 
Nelson reflect great credit upon himself and the United State Air 
Force.  

Newspaper clippings and photos document Major John Nelson’s 
military career, including his DFC citation and a 1000 Sortie flight 
patch. Upper left: A Fairchild C-123 “Provider.”  
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Terry J. Kohler, 82, of Sheboygan, passed away Tuesday after-
noon, September 20, 2016 at his residence.  
 Born May 14, 1934, in Sheboygan, Kohler was the only 
son of the late former Governor Walter J. Kohler, Jr. and Marie 
Celeste McVoy Kohler. In 1952, Terry graduated high school 
from the Admiral Farragut Academy. He served his country in 
the U.S. Air Force from 1955 to 1959 where he earned his pi-
lot’s wings and flew T-33 fighter jets and also B-47 bombers 
with the Strategic Air Command, including missions over Rus-
sia. Kohler achieved the rank of Captain.  
 In 1962, he received a Bachelor of Science degree from the 
Massachusetts Institute of Technology, majoring in industrial 
management. A year later, he earned an MBA in the same field 
from the MIT Sloan School of Management.  
 On January 2, 1981, Kohler was united in marriage to 
Mary Stewart Simpson at St. Boniface Church in Mequon, WI. 
Together, they were active members of Grace Episcopal Church 
in Sheboygan.  
 Kohler started working in the family business, The 
Vollrath Company, in 1963. In 1976, he became the seventh 
President of the company. He became Chairman of the Board 
and Chief Executive Officer in 1982, and under his leadership 
the company expanded dramatically. In July 1984, Kohler pur-
chased North Sails, a leading global manufacturer of racing and 
cruising sails, from its founder, Lowell North. In January 1989, 
North Sails and The Vollrath Company became separate corpo-
rations under Windway Capital Corp., a holding company. 
Kohler was President and Chairman of the Board of Windway 
Capital Corp., Chairman of The Vollrath Company, and past 
Chairman of North Technology Group.  
 Kohler loved the outdoors and was a sports enthusiast, 
racing sports cars in the mid 1960s, and spending six years on 
the National Ski Patrol. Kohler was a life member and supporter 
of Ducks Unlimited, Trout Unlimited, the National Rifle Asso-
ciation, Experimental Aircraft Association, and the International 
Crane Foundation. Kohler and his wife Mary were instrumental 
in the ultralight led Whooping Crane Recovery Project between 
Wisconsin and Florida. In 2009, they were awarded the Charles 
Lindbergh Award, which is given annually to individuals whose 
work over many years has made significant contributions to-
ward Lindbergh's concept of balancing technology and nature.  
Following his service in the U.S. Air Force, Kohler continued 
his love of flying by owning and piloting many types of aircraft, 
including helicopters. He was also a founding member of the 
Aviation Heritage Center of Wisconsin. Kohler and his wife 
Mary have been advocates for strong families and started sever-
al organizations including Great Marriages for Sheboygan 
County.  
 Kohler was passionate about conservative politics, and was 
Wisconsin’s GOP candidate for Governor in 1982, and a GOP 
candidate for the U.S. Senate in 1980. He and Mary helped craft 
the “Contract with America” with Newt Gingrich and other 
Congressional Republicans.  
 Kohler was a man known to many—sailors, aviators, en-
trepreneurs, leaders of industry, politics and economics. Travel-
ing in these circles of influence he was able to recognize and 
follow God’s plan for him. “My purpose is to share my wealth 
by taking an economic role in helping others less fortunate or in 

need,” Kohler once said.  
 Kohler is survived by his wife of 35 years, Mary Stewart 
Kohler; his children, Leslie Kohler, Michelle Kohler, Danielle 
(Bob Buckley) Kohler, Charlie (Anne) Ferrell, Doug (Mindy) 
Ferrell, Chris (Isolde) Ferrell and Joseph (Kari) Simpson; 13 
grandchildren, Hilary (Nathan Imfeld) Hawley, Winter Kohler, 
Torri (Charlie Bowe) Hawley, Kashon Kohler, Lilly Kohler, 
David Kohler, Laura (Grant) Riedesel, Cack (Doug) Wilhelm, 
Jack Ferrell, Peter Ferrell, Alan Ferrell, Mary Ferrell, and Grace 
Ferrell; four great grandchildren, Walter Jacob Kohler Imfeld, 
Freddy Riedesel, William Riedesel and Tobias Ferrell; cousins, 
other relatives, and many friends around the world. Besides his 
parents, he was preceded in death by his sister, Charlotte Ni-
colette “Niki” Kohler.  
 A Mass of Christian Burial was celebrated on September 
27, 2016 at Grace Episcopal Church. A memorial fund has been 
established in his name for the Sailing Education Association of 
Sheboygan “SEAS” and Nashotah House Theological Semi-
nary.  
 
“I try to live my life faithfully, quietly doing the job the Lord 
assigned me. I am not worried or afraid of dying because I am 
just an instrument. I will be here until my work for HIM is fin-
ished.” - Terry 

Terry J. Kohler 

Terry Kohler 
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Anthony T. “Tony” Wojnar 
 

May 17, 1925 - October 30, 2016  

Retired Chief Master Sergeant Anthony went home to his Lord 
and Savior on October 30, 2016 at the age of 91.   
 Tony proudly served his country with the U.S. Marine 
Corps from 1943 to 1945 and then with the Wisconsin Air Na-
tional Guard in Milwaukee from 1953 to 1985. He was inducted 
into the Wisconsin Air National Guard Hall of Fame in 1990.  
 Tony was the loving father of Ronald Wojnar, William 
Wojnar, and Cynthia (Barry) Kukes; loving grandfather of Bry-
an and Gregory Hahlbeck; great-grandfather of Eva Hahlbeck. 
He is further survived by his sister Alexandra “Lou” Wojnar, 
other relatives, and many friends. He was preceded in death by 
his wife Dorothy Wojnar, and siblings Casimir “Casey” Wojnar, 
Jeanette Kiel, Henrietta Walczak, Edward Wojnar, Walter 
Wojnar, and Joseph Wojnar. 
 Tony was a longtime member/supporter of the Wisconsin 
Aviation Hall of Fame. A story about his life was included in the 
Summer 2015 issue of Forward in Flight. 

Above: B-25 Crew Chief Tony Wojnar on the Air Guard ramp in 
Milwaukee, circa 1955. Left: Capt. Jarvis Rowland, Engineer 
Tony Wojnar, and Major Paul Poberezny (l - r) were three of the 
four final crewmembers to fly the B-25 that now rests at Milwau-
kee’s Mitchell International Airport (KMKE). Photos courtesy WI-
ANG Archives/Tony Wojnar. 
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The Wisconsin Aviation Hall of Fame held its thirty-first Annu-
al Induction Dinner and Ceremony on Saturday evening, Octo-
ber 15 at the EAA AirVenture Museum in Oshkosh, Wisconsin. 
More than 200 men and women attended the event to honor this 
year’s class of inductees. Five Wisconsinites were honored for 
their significant contributions to the development, advancement, 
and promotion of aviation in the State of Wisconsin.  
 
Austin Straubel 
Lt. Col. Straubel was born in 
Green Bay, Wisconsin, in 1904. 
He graduated from East High 
School in 1923 where he 
played football under Coach 
Curly Lambeau, and graduated 
from the University of Wiscon-
sin in 1927 where he also 
played football. 
 Lt. Col. Straubel was the 
quintessential career military 
pilot, serving from 1928 to 
1942, flying the three main 
types of military aircraft: pur-
suit (fighter), observation 
(reconnaissance), and bomber. 
He flew more than 35 aircraft 
types and served at many locations in the United States and 
overseas (Philippines, 1932-1935, and the Dutch East Indies, 
1942). He had the highest pilot rating: Command Pilot. He be-
came a member of the “Caterpillar Club” in 1929 when he 
bailed out of a pursuit plane when its engine failed.  
  Lt. Col. Straubel was the commander of the 11th Bomb 
Squadron, 7th Bomb Group, on December 7, 1941. The Japanese 
attack on Pearl Harbor interrupted the deployment of the 7th 
Bomb Group across the Pacific to the Philippines. Instead, he 
led the first element of bombers (known as the “Straubel Eche-
lon”) for deployment to the Far East by way of Florida, Trini-
dad, South America, Africa, Aden, and India with a final desti-
nation of Java, Dutch East Indies, a distance of 20,000 miles. He 
led the first attack against the Japanese by an American unit 
deployed from the United States for which he was awarded the 
Distinguished Flying Cross.  
 He assumed command of the 7th Bomb Group upon the 
death of its commander. Several days later, returning from 
meeting with his commanding general, the unarmed B-18 
bomber he was flying was shot down by two Japanese fighters. 
Surviving initially, he made several unsuccessful attempts on 
the ground to rescue others from the burning plane. Severely 
burned, he died the next day in a hospital and was buried in Su-
rabaya, Java. His remains were repatriated after the war and 
buried in the Woodlawn Cemetery in Green Bay in 1949.  
 Lt. Col. Straubel was posthumously awarded the Purple 
Heart, and the 7th Bomb Group received a Presidential Unit Ci-
tation for its service in the Dutch East Indies. He was the first 
person from Brown County to lose his life in World War II.   
 The airport in Green Bay was named in his honor in 1946.   

Bill & Judy Zivko 
Bill Zivko grew up at 
the Hartford Munici-
pal Airport (HXF) 
where his father was 
the airport manager 
and ran the fixed base 
operation. He started 
sweeping floors and 
moved up to working 
as a mechanic’s help-
er. He earned his pri-
vate pilot certificate in 
1966, his A&P certifi-
cate in 1974 and has obtained his IA & DAR. Bill also served 
in the Wisconsin Air National Guard from 1964 - 1972. 
 Bill and Judy married in 1967, and moved to Newton, 
Kansas, in 1972 to work for Jim Bede on the BD-5 and first BD
-5J projects. It was here they met a young aerospace engineer 
named Burt Rutan. 
 Family matters called Bill and Judy back to Wisconsin in 
1974, where Bill worked at Air Wisconsin. Soon Bill was 
called back to Newton to manage Ames Industrial, a subsidiary 
of Micro Turbo, a French company, who manufactured the en-
gine for the BD-5J. Several years later, they were back in Wis-
consin, where the couple started Zivko AeroWorks, at the Hart-
ford airport. Bill and Judy were busy maintaining aircraft, com-
pleting restorations, and building/modifying BD-5Jets. 
 In 1982, Bill and Judy moved to Mojave, California, at 
the request of Burt Rutan and Herb Iverson, to manage a new 
venture called Scaled Composites. During his time at Scaled, 
the Beechcraft Starship prototype, Voyager, and other projects 
were completed. 
 Back to the Midwest in 1986, Bill and Judy managed the 
Silver Bullet Jet Team in Edmond, Oklahoma. This experience 
led them to the world of competition aerobatics. Judy and Bill 
started Zivko Aeronautics, Inc. (ZAI) in 1989. ZAI’s first cus-
tomer was Leo Loudenslager (1980 World Aerobatic Champi-
on). They rebuilt his BD5-J and worked on his Lazer. Leo dis-
cussed an aircraft he had been dreaming of, the ultimate air-
show aircraft capable of performing maneuvers no other air-
craft had done. Collaboration between Leo and ZAI com-
menced, and finally the “Shark” was born. Sadly, Leo was 
killed in a motorcycle accident only months before its first 
flight. The aircraft was displayed in the Smithsonian Museum 
and then moved to the EAA Museum. 
 After much success, ZAI began producing the Edge 540. 
The first Edge was delivered to Kirby Chambliss in 1993, who 
went on to win five Unlimited National titles. In 2002 
Chambliss, Mike Mangold, and Steve Andalin, flying their 
Edge 540, came in first, second, and third in the Unlimited cat-
egory at the US Nationals. The aircraft has evolved over the 
years into the preferred aircraft used in the Red Bull Air Race. 
 Today, ZAI is involved in design, development, and man-
ufacture of UAVs and instrument wing pods. ZAI, located at 
Guthrie Municipal Airport, employs 30 people at two locations. 

WAHF Inducts Five at Annual Ceremony 
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The company’s day-to-day operations are now managed by Bill 
and Judy’s son, three daughters, and a son-in-law. 
 
Jimmy L. “Jim” Szajkovics 
Born in Chicago in 1942, 
Jimmy L. “Jim” Szaj-
kovics had early interest 
in aviation that grew into 
career that included pilot-
ing, air traffic control, 
military service, FAA 
safety program manage-
ment, and helping others 
pursue their aviation 
goals. 
 After high school 
graduation in 1960, Jim 
enrolled in engineering at 
the University of Illinois, 
thinking an aeronautical 
engineering degree would 
pave the way to becom-
ing a pilot. By his second 
year, he was faced with being drafted into the military. Jim 
enlisted and asked for electrical training, following in the foot-
steps of his dad. He was assigned to a Fixed Cryptographic 
Equipment Repair school at Ft. Monmouth, New Jersey. With 
training completed by 1963, he was assigned to Quarry Heights 
Army Base in the Panama Canal Zone. In his free time, he 
joined a flying club at Albrook Air Force Base and began his 
flight training in Piper Cubs and Cessna 120s.  
 Released from active duty as an E-5, Jim returned to Chi-
cago and applied for a position at Westinghouse Electric. He 
took an office job, but his airline dream still alive, he used the 
Army GI Bill to continue training for advanced flight certifi-
cates, becoming a flight instructor with instrument and multi-
engine ratings. He built up hours to apply for airline jobs, but 
his flight experience was out of sync with airline hiring.  
 Putting aside his dream of becoming a professional pilot, 
Jim soon learned that the Federal Aviation Administration was 
hiring. His FAA career began at Chicago Center in 1970, where 
he trained as an air traffic controller. In 1975, he moved to Chi-
cago Midway tower. After controlling planes all day, he was 
often working as a flight instructor.  
 When FAA safety positions opened at the General Avia-
tion District Offices (GADO) in Milwaukee, Jim, along with 
his wife, Donean, and two daughters, made the move. He began 
as an Accident Prevention Specialist in 1978. With an outgoing 
personality and the expertise needed for the job, he traveled 
throughout Wisconsin giving aviation safety presentations.  
 In 1982 Jim joined the National Guard to fly helicopters 
and was off to Ft. Rucker, Alabama, for training. His duty with 
the Army National Guard lasted 26 years, with a retirement 
rank of Chief Warrant Officer 5.  
 After FAA retirement in 2004, Jim joined the Civil Air 
Patrol, where he teaches cadets how to fly. He has also worked 
as a helicopter pilot for NBC Channel 4 in Milwaukee, and 
continues to flight instruct and give safety presentations when 
asked. Donean and Jim travel the world, and enjoy their grand-
children, saying, “Retirement is everything it’s supposed to 
be.” 

Richard Hanusa 
Dick Hanusa’s 
life story began in 
Sauk County, 
Wisconsin, on 
September 12, 
1948. Born in 
Reedsburg, Dick 
was the son of 
Roger Hanusa, a 
WWII veteran 
who served in the 
China, Burma, 
India Theater, and 
Evelyn, a home-
maker. The family 
moved to Osh-
kosh in the early 
1950s. 
 Key events happened in Dick’s life in 1967. He began da-
ting Rita, the woman who would become his wife, and a visit to 
a US Army recruiters office. Dick looked at pamphlets in the 
recruiter’s office and saw one with a helicopter, thinking “this 
might be fun.” Little did he know it was the catalyst for a life-
long career in aviation. 
 Dick completed basic training in March 1968 and was as-
signed to Ft. Wolters, Texas, to start his Warrant Officer Rotary 
Wing Flight Training. He completed advanced flight training at 
Ft. Rucker, Alabama, in 1968, and after a brief return home, he 
was off to Vietnam. Dick completed two combat tours in Vi-
etnam with more than 1,800 hours of flight time, as a dual rated 
Fixed and Rotary Wing Master Army Aviator. He served our 
country for 29 years in active and reserve duty, earning the Dis-
tinguished Flying Cross (2), Bronze Air Medal (2), and numer-
ous other awards. 
 In 1981, Dick left active service with the US Army and 
began serving as a Command Pilot and Instrument Flight Exam-
iner for the Department of Defense as a Department of the Ar-
my Civilian pilot. His four years with the DOD had him flying 
often, and away from home, so when Dick and Rita learned of a 
position at the FAA’s Flight Standards District Office in Mil-
waukee, Dick applied. He went to work as a General Aviation 
Inspector in 1985. He served in many areas with the FAA, in-
cluding Operations Supervisor. At this time Dick was attending 
Cardinal Stritch University to earn his Master’s Degree in Man-
agement and flying with the US Army Reserve, both fixed and 
rotary wing aircraft, out of Waukesha. He retired as Chief War-
rant Officer 5. 
 Upon retiring from the FAA, Dick and Rita moved back to 
Oshkosh. Dick then started DH Aviation Consulting, LLC. His 
auditing experience at the FAA gave him the experience to con-
duct aviation safety audits all over the world for Part 135 charter 
and airline operations. He serves as the Experimental Aircraft 
Association’s Director of Ground Operations during EAA 
AirVenture Oshkosh, and also as a Designated Pilot Examiner, 
with more than 1,000 flight evaluations conducted, and count-
ing. 
 Dick and Rita have been blessed with great kids, notable 
career opportunities, and a wonderful life traveling throughout 
the world. He has an active, busy life in aviation, saying, “It’s 
still fun and I can still do it.” His aviation career continues. 



 

 

A S S O C I A T I O N  N E W S  

27 Forward in Flight ~ Winter 2016 Photo by Jennifer Bowen  

Scholarships  
Launched in 2002, WAHF’s scholarship program is another step 
toward the organization fulfilling its mission. The Carl Guell 
Memorial Scholarship is named in honor of WAHF’s founder 
and was our first. The $1000 award goes to a continuing student 
who meets the required academic standards and is active in both 
community and extracurricular activities. Today, three addition-
al scholarships are offered annually to students enrolled in an 
aviation/aerospace program in a technical college or college/
university in Wisconsin or outside our state. 
 The 2016 recipients were selected based on academic ex-
cellence, instructor recommendations, aviation goals, and con-
tributions to school and community.  
 
Casey McCarville 
Carl Guell Memorial Scholarship 
Casey McCarville, who grew up in 
Port Edwards, Wisconsin, is a Junior 
at the University of North Dakota in 
its commercial aviation program. Ca-
sey is a certificated flight instructor 
working toward a piloting career with 
the airlines.  
 Trent Tell, an aviation instructor 
at UND, says that Casey’s qualities of 
“professionalism, leadership, and will-
ingness to help others,” qualify Casey for the award, along with 

being a “highly skilled and competent aviator and exceptional 
person.” 
 
Michael Long 
EAA Chapter 640/Robert Payzer Memorial and  
Jerome Thiessen Aviation Scholarships 
Michael Long, Weyauwega, Wiscon-
sin, is the recipient of two WAHF 
scholarships: Jerome Ripp Memorial, 
$500, and EAA Chapter 640/Robert 
Payzer Memorial Scholarship $500. 
Long is enrolled in Fox Valley Tech-
nical College’s Aviation Mechanic and 
Avionics Technician programs of 
study.   
 “Michael’s enthusiasm for any-
thing aviation and his drive to experi-
ence as much as he can in aviation, while attending Fox Valley 
Technical College, is a refreshing characteristic I do not see in 
many students,” say Dennis Moehn, aviation instructor. 
Michael’s long range goal is to operate his own aviation mainte-
nance business. 
  Scholarship information and applications are available 
online at the Community Foundation of North Central Wiscon-
sin website (www.CFONCW.org) where our funds are managed. 
Completed applications must be received by March 1, 2017. 

Inductees, back row left-right: Bill Zivko, Judy Zivko, Bill Rewey, Tom Hegy, Darrel Gibson, Greg Gorak, Bob Clarke, Jean Hauser, 
Mike McArdle, Jim Szajkovics, Dick Hanusa and Duane Esse. Front: Archie Henkelmann, Paul Johns, Tom Thomas. 
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Meet a WAHF member... 

Mark Wrasse 
 
Occupation or Job Title: Past: Flight 
instructor and charter pilot for Fond 
du Lac Skyport and pilot for Mid-
Continent and Mesaba Airlines. Cur-
rent: Captain, American Airlines. 
 

Where did you grow up/where do 
you live now? I grew up on the west 
shore of Lake Winnebago (one bay 
north of the AirVenture Seaplane 
base) in Oshkosh. I learned to fly lo-
cally at 16 at Wittman Regional Air-
port. Currently I live two miles east of 
Austin Straubel International Airport in 
Green Bay. 
 

What do you enjoy most about 
your life: Living the American Dream! 
Being able to fulfill desires and dreams that were formed at an early age! Being a Chris-
tian, American, husband, father, and of course pilot!  
 

Favorite book: My latest book that I read was Killing Reagan by Bill O'Reilly. My favor-
ite book is The Bible. 
 

Name one thing you want to do before you die: Rebuild or build an airplane with my 
boys. 
 

Favorite airplane: Any airplane that can land (and takeoff) on the water! Favorite small 
plane: Aeronca Champ on floats/wheels/skis. Favorite medium plane: Grumman Alba-
tross. Favorite big plane: Boeing 777. 
 

How did you get interested in aviation/your aviation background: I suppose that 
growing up next to the seaplane base and home of the world's largest fly-in had some-
thing to do with my aviation pursuit? My good friends Al Ziebell and seaplane base own-
er Bill Brennand gave me the itch to fly. Later my friends and airline pilots Steve Petrich 
and Dean Bailey encouraged me through the civilian route of commercial aviation.  
 

Name a person from history you would like to meet (and why): I have to mention a 
few starting with Orville & Wilber of course, for their innovative and creative creations! 
Charles Lindbergh for his fearless aviation accomplishments. Ronald Reagan for his 
insight beyond political correctness and making real change.  
 

The person you most admire and why: Again I must mention a few starting with Je-
sus for the obvious! Al Ziebell because he could create anything. My wife because she 
puts up with me. My sons because of their independent, ambitious drive, and for simply 
being great kids! 
 

My other hobbies, besides aviation: I enjoyed running marathons, seven  so far, until 
I broke my leg this winter. I enjoy hunting, fishing, boating, sailing, jet skiing, snowmobil-
ing, swimming, skiing, biking, walking, watching the Packers, reading, floating in the 
pool or hanging on a beach somewhere to mention a few! 
 

Favorite quote or words of wisdom: “Aviation in itself is not inherently dangerous, but 
to an even greater degree than the sea, it's terribly unforgiving of any carelessness, 
incapacity or neglect,” and, “It is what it is.” 
 

Name one thing most people don't know about you: I enjoy sailing as much 
as flying, but flying pays the bills! 
 

Why did you become a member/supporter of WAHF: My life pursuit of aviation 
has consumed much of my time. I now desire to make time and keep up with 
current happenings along with educating myself with past aviators and aviation 
events. Forward in Flight piques my interest with the many great Wisconsin 
stories and traditions. 

Meet your fellow WAHF members in each issue of  
Forward in Flight. 

Pam & Pat O’Malley 
  

Pat O’Malley’s 
Jet Room Restaurant 

  
  

Wisconsin Aviation Bldg. 
Dane County Regional Airport 

Madison, Wis. (MSN) 
  

Breakfast & Lunch 
6 a.m. - 2 p.m. Mon. thru Sat. 

8 a.m. - 2 p.m. Sunday 

  

608-268-5010  
www.JetRoomRestaurant.com 

Have you Sent  
in Your  

Member Spotlight? 
  
All WAHF members receive a Member 
Spotlight form when joining or renewing. 
Please complete your copy and return to 
the address below, or just answer the 
questions that Mark has and email them 
to WAHF. 
 Send it soon, along with a photo, 
so you can be featured in a future issue 
of Forward in Flight. Send to: 
  

Rose Dorcey 
Wisconsin Aviation Hall of Fame 

3980 Sharratt Drive 
Oshkosh, WI  54901-1276 

  

Or email to: 
rdorcey@wisconsinaviationhalloffame.org 

Address Changes 
  
  

Moved recently? Are you a snowbird? 
Please inform WAHF of your address 

change so you can continue to receive 
Forward in Flight in a timely manner.  

Please send a note to the address above. 



 

 

Wittman Regional Airport 
Oshkosh 

wittmanairport.com 
@wittmanairport  

 

FLY TO OSHKOSH 

From the  
legacy of Steve 
Wittman to Warren 
Basler’s DC-3  
conversions, we’re 
proud to support 
and contribute to  
Wisconsin  
aviation history. 

So much history  
...and still making it! 

 
 
 
 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 



 

 

Welcome New WAHF Member/Supporters 
Alan Berg   Brooke Berg   Isaac Dahlke  Paul DeCoursin 
Jean Ericson  Ryan Johnson   Tom Miller  Linda Sanford  
Scott Schwark  Arthur Stroede   James Thomas Colleen Weber 
James Wood  Mark Wrasse 
Thanks for coming on board. We hope to see you at a WAHF event soon!    
 
Congratulations 
To WAHF Life Member Sam Wiltzius, who passed his recent checkride with Harold 
“Duffy” Gaier to become a commercial pilot.  
 
Renewals Now Due! 
If you haven’t already renewed your annual membership, now is the time! Due date is 
January 1, 2017. Membership is still just $20 annually, which includes your subscription 
to Forward in Flight.  
 Renew safely and easily online at wisconsinaviationhalloffame.org, or send a check 
made out to Wisconsin Aviation Hall of Fame to: Ron Wojnar, N8662 Stone School 
Road, East Troy, WI  53120 
 
WAHF Phone Number has Changed 
As of September, WAHF’s phone number has changed. Please discontinue using 920-
385-1483 immediately and begin using 608–221-1994 (Tom Thomas) or 608-513-9840 
(John Dorcey). Thank you!  

PRSRT STD 
US Postage 

Paid 
Wisc Rapids WI 

Permit 98 

3980 SHARRATT DRIVE 
OSHKOSH WI 54901-1276 

 
 

The Wisconsin Aviation Hall of Fame 
is a non-profit membership organization 

dedicated to preserving the past and 
fostering the future of flight. 

 

Wisconsin Aviation  
Hall of Fame  

Officers  
Tom Thomas, President 

Jill Mann, Vice-President 
John Dorcey, Secretary/Treasurer 

Board of Directors   

Elaine Kauh 

Kurt Stanich 
Brendan Stormo 
Charles Swain 

Wynne Williams 
Ron Wojnar 

 

Charles Marotske,  
Honorary Chairman of the Board 

 

Wisconsin Aviation Hall of Fame 

3980 Sharratt Drive 
Oshkosh, WI  54901-1276 

 

Become a member/supporter today! 
For information call 

Ron Wojnar at 262-347-7464 
 

www.wisconsinaviationhalloffame.org 
 

rwojnar@wisconsinaviationhalloffame.org 

CHANGE SERVICE REQUESTED 


