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As you may have guessed by now, in this 
issue we take a look at two of the best 
known products of the legendary Lockheed 
Skunk Works and the genius of Kelly 
Johnson. Our information is excerpted 
from the Lockheed Martin Website and the 
first hand recollections of those who were 
involved. We will be focused on the two 
most famous spy planes: the U-2 and the 
SR-71 
 

The Origin of the Skunk Works 
 
In 1943, the U.S. Army’s Air Tactical Service 
Command (ATSC) met with Lockheed 
Aircraft Corporation to express its dire 
need for a jet fighter to counter a rapidly 
growing German jet threat. 
 
One month later, a young engineer by the 
name of Clarence "Kelly" L. Johnson and 
his team of young engineers hand 
delivered the XP-80 Shooting Star jet 
fighter proposal to the ATSC. Quickly the 
go-ahead was given for Lockheed to start 
development on the United States first jet 
fighter effort. It was June of 1943 and this 
project marked the birth of what would 
become the Skunk Works® with Kelly 
Johnson at its helm. 
 
The formal contract for the XP-80 did not 
arrive at Lockheed until October 16, 1943; 
four months after work had already begun. 
This would prove to be a common practice 
within the Skunk Works. Many times a 
customer would come to the Skunk Works 
with a request, and on a handshake the 
project would begin, no contracts in place, 
no official submittal process. 
 
Kelly Johnson and his team designed and 
built the XP-80 in only 143 days, seven less 
than was required. 

 
What allowed Kelly to operate the Skunk 
Works so effectively and efficiently was his 
unconventional organizational approach. 
He broke the rules, challenging the current 
bureaucratic system that stifled innovation 
and hindered progress.  
 

How the Skunk Works® Got Its Name 
 

It was the wartime year of 1943 when Kelly 
Johnson brought together a hand-picked 
team of Lockheed Aircraft Corporation 
engineers and manufacturing people to 
rapidly and secretly complete the XP-80 
project. Because the war effort was in full 
swing there was no space available at the 
Lockheed facility for Johnson’s division. 
Consequently, Johnson's organization 
operated out of a rented circus tent next 
to a manufacturing plant that produced a 
strong odor, which permeated the tent. 
Each member of Johnson’s team was 
cautioned that design and production of 
the new XP-80 must be carried out in strict 
secrecy. No one was to discuss the project 
outside the small organization, and team 
members were even warned to be careful 
how they answered the phones. 
 
A team engineer named Irv Culver was a 
fan of Al Capp's newspaper comic strip, 
"Li'l Abner," in which there was a running 
joke about a mysterious and malodorous 
place deep in the forest called the "Skonk 
Works." There, a strong beverage was 
brewed from skunks, old shoes and other 
strange ingredients. 
 
One day, Culver's phone rang and he 
answered it by saying "Skonk Works, 
inside man Culver speaking." Fellow 
employees quickly adopted the name for 



their mysterious division of Lockheed. 
"Skonk Works" became "Skunk Works." 
The once informal nickname is now 
the registered trademark of the company: 
Skunk Works®. 
 

 
XP-80 Shooting Star 

After World War II, the U.S. military 
desired better strategic aerial 
reconnaissance to help determine Soviet 
capabilities and intentions.  

Into the 1950s, the best intelligence the 
American government had on facilities 
deep inside the Soviet Union were 
German Luftwaffe photographs taken 
during the war of territory west of the Ural 
Mountains, so overflights to take aerial 
photographs of the Soviet Union began.  

After 1950, Soviet air defenses aggressively 
attacked all aircraft near its borders—
sometimes even those over Japanese 
airspace—and the existing reconnaissance 
aircraft, primarily bombers converted for 
reconnaissance duty such as the Boeing 
RB-47, were vulnerable to anti-aircraft 
artillery, missiles, and fighters. Richard 
Leghorn of the USAF suggested that an 
aircraft that could fly at 60,000 feet should 
be safe from the MiG-17, the Soviet 
Union's best interceptor, which could 

barely reach 45,000 feet. He and others 
believed that Soviet radar, which used 
American equipment provided during the 
war, could not track aircraft above 65,000 
feet. However the Soviet Union, unlike the 
United States and Britain, had improved 
radar technology after the war, and could 
track aircraft above 65,000 feet. 
Nonetheless, it was thought that an 
aircraft that could fly at 70,000 feet would 
be beyond the reach of Soviet fighters, 
missiles, and radar.  

The USAF decided to solicit designs only 
from smaller aircraft companies that could 
give the project more attention. Under the 
code name "Bald Eagle", it gave contracts 

to Bell Aircraft, Martin Aircraft, and 
Fairchild Engine and Airplane to develop 
proposals for the new aircraft.  

Officials at Lockheed heard about the 
project and decided to submit an 
unsolicited proposal. To save weight and 
increase altitude, Lockheed executive John 
Carter suggested that the design eliminate 
landing gear and avoid attempting to meet 
combat load factors for the airframe. The 
company asked Kelly Johnson to come up 
with such a design. 
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Johnson's design, named CL-282, was 
based on the Lockheed XF-104 with long, 
slender wings and a shortened fuselage. 

 

Original U-2A at USAF Museum 

The design was powered by the General 
Electric J73 engine and took off from a 
special cart and landed on its belly. It could 
reach an altitude of 73,000 feet and had a 
1,600-mile radius. The reconnaissance 
aircraft was essentially a jet-powered 
glider. In June 1954, the USAF rejected the 
design because of the lack of landing gear, 
usage of the J73 engine instead of the 
more proven Pratt & Whitney J57 (like the 
competing designs), and not using multiple 
engines, which, the USAF believed, was 
more reliable. General Curtis Lemay of 
Strategic Air Command (SAC) walked out 
during a CL-282 presentation, saying that 
he was not interested in an airplane 
without wheels or guns. 

 

Civilian officials including Trevor Gardner, 
an aide to Secretary of the Air Force Harold 
E. Talbott, were more positive about the 
CL-282 because of its higher potential 
altitude and smaller radar cross section, 
and recommended the design to the 
Central Intelligence Agency's Office of 
Scientific Intelligence. At that time, the CIA 
depended on the military for overflights.  

The CIA decided the aspects of its design 
that the USAF saw as flaws (the single 
engine and light load factor) were 
appealing.  

Edwin Land, the developer of instant 
photography, proposed that the CIA 
should fund and operate this aircraft. Land 
believed that the military operating the CL-
282 during peacetime could provoke a war. 
Although there was reluctance to have the 
CIA conduct its own overflights, Land 
and James Killian of MIT told President 
Eisenhower about the aircraft; Eisenhower 
agreed that the CIA should be the 
operator.  

The USAF was “persuaded” to support the 
CL-282, albeit with the higher-performance 
J57 engine, and final approval for a joint 
USAF-CIA project (the first time the CIA 
dealt with sophisticated technology) came 
in November 1954. Lockheed had 
meanwhile become busy with other 
projects and had to be persuaded to accept 
the CL-282 contract after approval. 

Under the Central Intelligence Agency Act 
of 1949, the CIA's director is the only 
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federal government employee who can 
spend "un-vouchered" government 
money.  
 
Lockheed received a $22.5 million contract 
in March 1955 for the first 20 aircraft, with 
the first $1.26 million mailed to Johnson's 
home in February 1955 to keep work going 
during negotiations. The company agreed 
to deliver the first aircraft by July of that 
year and the last by November 1956. It did 
so, and came in $3.5 million under 
budget. This became yet another hallmark 
of the Skunk Works under Kelly Johnson.  
 
Procurement of the aircraft's components 
occurred secretly. When Johnson ordered 
altimeters calibrated to 80,000 feet from a 
company whose instruments only went to 
45,000 feet, the CIA set up a cover story 
involving experimental rocket aircraft.  
 
Shell Oil developed a new low-volatility, 
low vapor pressure jet fuel that would not 
evaporate at high altitudes; the fuel 
became known as JP-7, and manufacturing 
several hundred thousand gallons for the 
aircraft in 1955 caused a nationwide 
shortage of Esso's “Flit Insect Repellent.”  
The aircraft was renamed the U-2 in July 
1955, the same month the first aircraft, 
Article 341, was delivered to Groom Lake. 
The "U" referred to the deliberately 
vague designation "utility" instead of "R" 
for "reconnaissance," and the U-1 and U-3 
aircraft already existed. The CIA assigned 
the cryptonym "Aquatone" to the project, 

with the USAF using the name "Oilstone" 
for their support to the CIA. 
 
James Baker developed the optics for a 
large-format camera to be used in the U-2 
while working for Perkin-Elmer. The new 
camera had a resolution of 2.5 feet from 
an altitude of 60,000 feet. The aircraft was 
so crowded that when Baker asked 
Johnson for six more inches of space for a 
lens of 240-inch focal length, Johnson 
replied "I'd sell my grandmother for six 
more inches!;" Baker instead used a 180-
inch f/13.85 lens in a 13" by 13" format for 
his final design. 

 
Francis Gary Powers stands next to the U-2 
he was shot down in over the Soviet Union 
 
When the first overflights of the Soviet 
Union were tracked by radar, the CIA 
initiated Project Rainbow to reduce the U-
2's radar cross-section. This effort 
ultimately proved unsuccessful, and work 
began on a follow-on aircraft, which 
resulted in the Lockheed A-12 Oxcart. 
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Col. Powers after capture by the Soviets. 

Powers eventually returned to the U.S., but 
died in a crash while providing traffic 

reports in California. 
 

U-2 Spy Plane Evades the Day of 
Retirement 

by Christopher Drew March 22, 2010 
 

The U-2 spy plane, the high-flying aircraft 
that was often at the heart of cold war 
suspense, is enjoying an encore. 
 

Four years ago, the Pentagon was ready to 
start retiring the plane, which took its first 
test flight in 1955. But Congress blocked 
that, saying the plane was still useful. 
 
Because of updates in the use of its 
powerful sensors, it has become the most 
sought-after spy craft in a very different 

war in Afghanistan. As it shifts from 
hunting for nuclear missiles to detecting 
roadside bombs, it is outshining even the 
unmanned drones in gathering a rich array 
of intelligence used to fight the Taliban. 
 

All this is a remarkable change from the U-
2's early days as a player in United States-
Soviet espionage. Built to find Soviet 
missiles, it became famous when Francis 
Gary Powers was shot down in one while 
streaking across the Soviet Union in 1960, 
and again when another U-2 took the 
photographs that set off the Cuban missile 
crisis in 1962. Newer versions of the plane 
have gathered intelligence in every war 
since then and still monitor countries like 
North Korea. 
 

Now the U-2 and its pilots, once isolated in 
their spacesuits at 70,000 feet, are in direct 
radio contact with the troops in 
Afghanistan. And instead of following a 
rote path, they are now shifted frequently 
in midflight to scout roads for convoys and 
aid soldiers in firefights. 
 

 
The view from 70,000 feet… 

 



In some ways, the U-2, which flew its first 
mission in 1956, is like an updated version 
of an Etch A Sketch in an era of high-tech 
computer games. "It's like after all the 
years it's flown, the U-2 is in its prime 
again," said Lt. Col. Jason M. Brown, who 
commands an intelligence squadron that 
plans the missions and analyzes much of 
the data. "It can do things that nothing 
else can do." 
 
One of those things, improbably enough, is 
that even from 13 miles up its sensors can 
detect small disturbances in the dirt, 
providing a new way to find makeshift 
mines that kill many soldiers. 
 
In the weeks leading up to the recent 
offensive in Marja, military officials said, 
several of the 32 remaining U-2s found 
nearly 150 possible mines in roads and 
helicopter landing areas, enabling the 
Marines to blow them up before 
approaching the town. 
 
Marine officers say they relied on 
photographs from the U-2's old film 
cameras, which take panoramic images at 
such a high resolution they can see 
insurgent footpaths, while the U-2's newer 
digital cameras beamed back frequent 
updates on 25 spots where the Marines 
thought they could be vulnerable. 
In addition, the U-2's altitude, once a 
defense against antiaircraft missiles, 
enables it to scoop up signals from 
insurgent phone conversations that 
mountains would otherwise block. 

As a result, Colonel Brown said, the U-2 is 
often able to collect information that 
suggests where to send the Predator and 
Reaper drones, which take video and also 
fire missiles. He said the most reliable 
intelligence comes when the U-2s and the 
drones are all concentrated over the same 
area, as is increasingly the case. 
The U-2, a black jet with long, narrow 
wings to help it slip through the thin air, 
cuts an impressive figure as it rises rapidly 
into the sky. It flies at twice the height of a 
commercial jet, affording pilots views of 
such things as the earth's curvature. 
But the plane, nicknamed the Dragon Lady, 
is difficult to fly, and missions are grueling 
and dangerous. The U-2s used in 
Afghanistan and Iraq commute each day 
from a base near the Persian Gulf, and the 
trip can last nine to 12 hours. Pilots eat 
meals squeezed through tubes and wear 
spacesuits because their blood would 
literally boil if they had to eject 
unprotected at such a high altitude. 
As the number of flights increases, some of 
the plane's 60 pilots have suffered from 
the same disorienting illness, known as the 
bends, which afflicts deep-sea divers who 
ascend too quickly. 

 
Breathing pure oxygen before the flight 

 



Relaxing recently in their clubhouse at 
Beale Air Force Base near Sacramento, 
Calif., the U-2's home base, several pilots 
said the most common problems are sharp 
joint pain or a temporary fogginess. 
But in 2006, a U-2 pilot almost crashed 
after drifting in and out of consciousness 
during a flight over Afghanistan. The pilot, 
Kevin Henry, now a retired Air Force 
lieutenant colonel, said in an interview 
that he felt as if he were drunk, and he 
suffered some brain damage. At one point, 
he said, he came within five feet of 
smashing into the ground before 
miraculously finding a runway. 
As a safety measure, U-2 pilots start 
breathing pure oxygen an hour before 
takeoff to reduce the nitrogen in their 
bodies and cut the risk of decompression 
sickness. Mr. Henry, who now instructs 
pilots on safety, thinks problems with his 
helmet seal kept him from breathing 
enough pure oxygen before his flight. 
 
Lt. Col. Kelly N. West, the chief of 
aerospace medicine at Beale, said one 
other pilot had also been disqualified from 
flying the U-2. Since 2002, six pilots have 
transferred out on their own after 
suffering decompression illnesses. 
Still, most of the pilots remain undeterred, 
and the Air Force is taking more 
precautions. Holding an oxygen mask to 
his nose, one pilot, Maj. Eric M. Shontz, 
hopped on an elliptical machine for 10 
minutes before a practice flight at Beale to 
help dispel the nitrogen faster. Several 
assistants then made sure he stayed 

connected to an oxygen machine as they 
sealed his spacesuit and drove him to the 
plane. 
 
Major Shontz and other U-2 pilots say the 
planes gradually became more integrated 
in the operations in Iraq and Afghanistan. 
But since the flights over Afghanistan 
began to surge in early 2009, the U-2s have 
become a much more fluid part of the daily 
battle plan. Major Shontz said he was on 
the radio late last year with an officer as a 
rocket-propelled grenade exploded. "You 
could hear his voice talking faster and 
faster, and he's telling me that he needs air 
support," Major Shontz recalled. He said 
that a minute after he relayed that call, an 
A-10 gunship was sent to help. 
 
Brig. Gen. H.D. Polumbo Jr., a top policy 
official with the Air Force, said recent 
decisions to give intelligence analysts more 
flexibility in figuring out how to use the U-
2 each day had added to its revival. 
Over beers at the clubhouse, decorated 
with scrolls honoring the heroes of their 
small fraternity, other U-2 pilots say they 
know their aircraft's reprieve will last only 
so long. 
 
The U-2's replacement sits right across the 
base. The Global Hawk, a remote-
controlled drone that flies almost as high 
as the U-2 and typically stays aloft for 24 
hours or more. The first few Global Hawks 
have been taking intelligence photos in 
Iraq and Afghanistan. A larger model that 
could also intercept communications has 



been delayed, and the Air Force is studying 
how to add sensors that can detect 
roadside bombs to other planes. So 
officials say it will most likely be 2013 at 
the earliest before the U-2 is phased into 
retirement. 
"We've needed to be nimble to stay 
relevant," said Doug P. McMahon, a major 
who has flown the U-2 for three years. 
"But eventually it's bound to end." 
 

 

Let’s advance those throttles to the SR-71 
Blackbird. Fondly known to people in the 
black ops. community as “Habu,” this 
aircraft is the fastest, most technologically 
advanced airplane ever produced. Habu is 
Kelly Johnson’s Skunk Works team’s 
greatest contribution to the United States 
and remains unequalled today.  

FROM AN SR-71 PILOT....... 

In April 1986, following an attack on 
American soldiers in a Berlin disco, 
President Reagan ordered the bombing of 
Muammar Qaddafi's terrorist camps in 
Libya.  

My duty was to fly over Libya, and take 
photographs recording the damage our  F-
111's had inflicted.  

Qaddafi had established a 'line of death;' 
a territorial  marking across the  Gulf of 
Sidra, swearing  to shoot down any 
intruder, that crossed the  boundary.  

On the morning of April 15, I rocketed past 
that line at 2,125 mph.  

 
I was piloting the SR-71 spy plane, the 
world's fastest jet, accompanied by  
Marine Major (Walt), the aircraft's 
reconnaissance systems officer (RSO).  

We had crossed into Libya , and 
were  approaching our final turn over the 
bleak desert landscape, when Walt 
informed me, that he was receiving missile 
launch signals.  
 
I quickly increased our speed, calculating 
the time it would take for the weapons, 
most likely SA-2 and SA-4 surface-to-
air missiles, capable of Mach 5 - to reach 
our altitude. I estimated, that we could 
beat the rocket-powered missiles to the 



turn, and stayed our course, betting 
our lives on the plane's performance.  

 
After several agonizingly long seconds, we 
made the turn and blasted toward 
the Mediterranean. 
 

“You might want to pull it back,” Walt 
suggested. It was then that I noticed I still 
had the throttles full forward.  
The plane was flying a mile every 1.6 
seconds, well above our Mach 3.2 limit. It 
was the fastest we would ever fly.  
 

I pulled the throttles to idle, just 
south of Sicily, but we still overran the 
refueling tanker, awaiting us over 
Gibraltar. 
 

Scores of significant aircraft have been 
produced, in the 100 years of flight, 

 
The plane’s hot skin beginning to glow……. 

following the achievements of the Wright 
brothers. Aircraft such as the Boeing 707, 

the F-86 Sabre Jet, and the P-51 Mustang, 
are among the important machines, 
that  have flown our skies, but the SR-71, 
also known as the Blackbird, stands alone 
as a significant contributor to Cold War 
victory, and as the fastest plane ever. Only 
93 Air Force pilots, ever steered the 'sled,' 
as we called our aircraft.  

 

The SR-71, was the brainchild of Kelly 
Johnson, the famed Lockheed designer, 
who created the P-38, the F-104 
Starfighter, and the  U-2.  

After the Soviets shot down Gary 
Powers U-2 in 1960, Johnson began to 
develop an aircraft, that would 
fly three miles higher, and five times 
faster, than that spy plane, and still be 
capable of photographing your license 
plate from 80,000 feet. 

However, flying at 2,000 mph creates 
intense heat on the aircraft's skin. 
Lockheed engineers used a titanium alloy, 
to construct more than 90 percent of the 
SR-71, creating special tools, and 
manufacturing procedures to hand-build 
each of the 40 (or so) planes. 



Special heat-resistant fuel, oil, and 
hydraulic fluids, that would function at 
85,000 feet, and higher, also had to  be 
developed.  

 
I came to the program in 1983, with a 
sterling record and a commendation from 
my commander, completing the week-long 
interview, and meeting Walt, my partner 
for the next four years.  
He would ride four feet behind me, 
working all the cameras, radios, and 
electronic jamming equipment.  
I joked, that if we were ever captured, he 
was the spy, and I was just the driver. He 
told me to keep the pointy end forward. 
We trained for a year, flying out of 
Beale AFB in California, Kadena Airbase in 
Okinawa, and RAF Mildenhall in England. 
On a typical  training mission, we would 
take off near Sacramento, refuel over 
Nevada, accelerate into Montana, obtain 
a high Mach speed over Colorado, turn 
right over New  Mexico, speed across the 
Los Angeles Basin, run up the West Coast, 
turn right at Seattle, then return to  Beale.  
Total flight time: two hours and 
forty minutes.  

The Blackbird always showed us something 
new, each aircraft possessing its own 
unique personality. In time, we realized we 
were flying a national treasure.  
When we taxied out of our revetments for 
take-off, people took notice. 
Traffic congregated near the airfield 
fences, because everyone wanted to see, 
and hear the mighty SR-71.  
You could not be a part of this program, 
and not come to love the airplane.  
Slowly, she revealed her secrets to us, as 
we earned her trust. 
One moonless night, while flying a routine 
training mission over the Pacific, I 
wondered what the sky would look like 
from 84,000 feet, if the cockpit lighting 
were dark.  
While heading home on a straight course, I 
slowly turned down all of the lighting, 
reducing the glare and revealing the night 
sky.  
Within seconds, I turned the lights back up, 
fearful that the jet would know, and 
somehow punish me.  
But my desire to see the sky, overruled 
my caution, I dimmed the lighting again.  
To my amazement, I saw a bright light 
outside my window. As my eyes adjusted 
to the view, I realized that the brilliance 
was the broad expanse of the Milky Way, 
now a gleaming stripe across the sky.  
Where dark spaces in the sky had 
usually existed, there were now dense 
clusters of sparkling stars. Shooting stars, 
flashed across the canvas every few 
seconds. It was like a fireworks display 
with no sound.  



I knew I had to get my eyes back on the 
instruments, and reluctantly, I brought my 
attention back inside. To my surprise, with 
the cockpit lighting still off, I could see 
every gauge, lit by starlight.  
In the plane's mirrors, I could see the eerie 
shine of my gold spacesuit, incandescently 
illuminated, in a celestial glow.  
I stole one last glance out the window. 
Despite our speed, we seemed still 
before the heavens, humbled in the 
radiance of a much greater power. For 
those few moments, I felt a part of 
something far more significant, than 
anything we were doing in the plane.  
The sharp sound of Walt's voice on the 
radio, brought me back to the tasks at 
hand, as I prepared for our descent.  

 

The SR-71 was an expensive aircraft to 
operate. The most significant cost 
was tanker support, and in 1990, 
confronted with budget cutbacks, the Air 
Force retired the SR-71. She served six 
presidents, protecting America  
for a quarter of a century.  
Unbeknown to most of the country, the 
plane flew over North Vietnam, Red China, 
North Korea, the Middle East, South Africa, 

Cuba, Nicaragua, Iran, Libya, and the 
Falkland Islands . 
On a weekly basis, the SR-71, kept watch 
over every Soviet Nuclear Submarine, 
Mobile Missile Site, and all of their troop 
movements. It was a key factor in winning 
the Cold War.  
I am proud to say, I flew about 500 hours 
in this aircraft. I knew her well. She gave 
way to no plane, proudly dragging her 
sonic boom through enemy backyards, 
with great impunity. She defeated 
every missile, outran every MIG, and 
always brought us home.  
In the first 100 years of manned flight, no 
aircraft was more remarkable. The 
Blackbird had outrun nearly 4,000 missiles, 
not once taking a scratch from enemy fire.  
On her final flight, the Blackbird, destined 
for the Smithsonian National Air and Space 
Museum, sped from Los Angeles 
to Washington in 64 Minutes, averaging 
2,145 mph, and setting four speed records. 
 (Editor’s note: The top speed of the SR-71 is 
still classified….however the actual speed 
would vary with each airframe. This is due 
to fact that the aircraft had the ability to 
accelerate until it disintegrated.) 
 

Click this link to hear SR-71 pilot Brian 
Shul’s talk entitled: “From butterflies to 

Blackbirds:” 
 https://www.youtube.com/watch?v=3kIMTJRgyn0 

 

Other interesting tidbits about the SR-71: 
SR-71 pilots, reconnaissance officers, and 
crew chiefs recently discussed their 
experiences with the airplane and 
answered questions. The capabilities of 

https://www.youtube.com/watch?v=3kIMTJRgyn0


that airplane built with 1960 technology 
are mind boggling.  
The engine is a masterpiece. At mach 3.2, 
75% of the thrust comes from the inlet. 
(The nose spike moves aft 26 inches.) Air 
pressure in front of the compressor 
increases from 0.5 psi to 14.5 psi over a 
distance of 5 feet, while internal airflow 
slows from mach 3.2 to mach 0.8 so the 
compressor blades can handle it without 
destroying themselves. Bypass tubes divert 
extra air around the engine directly to the 
afterburner and cause it to perform like a 
ram jet.  
(Editor – The moveable nose spike was 
necessary to slow the incoming air to sub-
sonic speeds so as not to “blow the fire out 
of the back of the engine,” causing  what 
was termed an “unstart.”) 
 

 
An SR-71 engine 

 
Airspeed is not the limiting factor. At mach 
3.2, a primary instrument is compressor 
inlet temperature. If it exceeds 427 
degrees Centigrade, the compressor blades 
disintegrate. The pilot monitors the CIT 
and lets the airspeed take care of itself.  
 

At mach 3.2, the titanium skin heats 
considerably. In addition to portions 
glowing white hot, the fuselage stretches 
six inches. The fuselage has six fuel tanks. 
They leak all the time on the ground, but 
at altitude they heat up and expand, 
sealing the joints. After some fuel is 
consumed, the fuel still cools the bottom 
of the tanks, but is no longer in contact 
with the top. Therefore the top of the 
fuselage stretches more than the bottom, 
causing it to actually bend down 
somewhat at each end.  
 
When the USSR shot down our U-2 in 1960, 
Kelly Johnson immediately realized we 
needed something higher and faster that 
no enemy could reach, so the Skunk Works 
went back to the drawing board. The first 
flight was 22 months later. Try that today. 
We lost three out of 50 due to accidents. 
(One broke up after colliding with the 
drone it had just launched.) No enemy was 
ever able to touch it.  
 
Secretary of Defense Robert McNamara 
ordered all the SR-71 manufacturing tools 
destroyed so he would have more tax 
dollars to waste on the F-111. In 1994 
William Jefferson Clinton used line item 
veto to cancel all funding for SR-71s. They 
are now in museums. The pilots said that 
we really need that airplane today for 
reconnaissance over places like Iran, Iraq, 
Syria, Korea, China, Russia, etc. If it were 
not for Clinton, the SR-71 would still be 
performing that reconnaissance today. The 
argument that satellites can do the job is 



not correct. Any school boy with a lap top 
can tell you when a satellite will be 
overhead, so the bad guys simply shut 
things down, and later restart them. On 
the other hand, the enemy never knows 
where or when the SR-71 will suddenly 
appear out of nowhere.  
 
At 80,000 feet the cameras can see 80 
miles. From 20 miles off the coast, the 
airplane can photograph objects 60 miles 
inland. The requirement for a rock solid 
gyro stabilized camera platform was 
paramount. My favorite analogy was this:  
Nail a four foot square sheet of plywood to 
the bottom of the airplane. Drill a quarter 
inch hole through the middle of it. Insert a 
quarter inch dowel that is 16 MILES long. 
Drag the dowel across the surface of the 
earth at 30 miles per MINUTE.  
Program the camera to take one photo per 
second of a specified set of coordinates for 
four minutes, in order to examine the spot 
from all angles. Do this in such a way that 
all photos are crystal clear, with no 
blurring.  
 
Pilots, who are not trained as photo 
interpreters, say they can read the photos 
easily. One pilot looked at an Infrared 
photo of a USAF base and immediately 
recognized the shadow (heat signature) of 
a spot where a B-52 had been parked one 
hour earlier.  
 
Celestial navigation is automatic. There are 
about 50 stars programmed into the 
computer. These stars can be observed by 

the navigation system while parked on the 
ramp during broad daylight. Although the 
pilot takes off and lands the airplane 
manually, the navigation system is 
accurate enough to put the airplane on the 
runway in zero-zero conditions after flying 
nonstop from California to Iraq and return 
with four inflight refuelings.  
 
Editor: Experienced pilots know that the 
faster the aircraft moves, the faster the pilot 
must think and plan…not for what’s 
happening at that moment, but what is 
anticipated to happen in the near future. It’s 
called being ahead of the airplane. Here is a 
story about what happens when things 
begin to go wrong……… 
 

Another pilot’s story: 
The highest time SR-71 Pilot is B.C. 

Thomas, who relates the following story of 
an inflight emergency. 

 
 
Before establishing a continuous SR-71 
presence in Europe in 1982, the 9th 
Strategic Reconnaissance Wing, was the 
responsible headquarters for all SR-71 
operational flights from Beale AFB in 
California to the Soviet Union and back. 



The purpose was to photograph (with 
either film or radar), and collect electronic 
data in and around the Soviet Naval facility 
at Murmansk, located on the Kola 
Peninsula in the Barents Sea above the 
Arctic Circle, in the extreme northwest 
portion of the Soviet Union, north of 
Norway and east of Finland. 
We required information about their air-
defense electronic warfare capabilities and 
specifically, their antiaircraft surface-to-air 
(SAM) missile systems. Murmansk was a 
strategic nuclear submarine base and 
maintenance facility, and since knowing 
the disposition of all nuclear threats was 
vital for the security of the United States, 
Murmansk was one of our most significant 
reconnaissance objectives. 

 
Pilot B.C. Thomas and RSO Jay Reid 

 
My Reconnaissance Systems Officer (RSO), 
Jay Reid, and I were assigned this mission 

scheduled for Wednesday, August 12, 1981 
in SR-71 aircraft #964. 
We reported for the flight at 7:00 p.m., 
checked weather and last-minute changes 
to the mission requirements, updated the 
intelligence briefing, met with the mobile 
crew and SR-71 crew chief, ate a meal of 
steak and eggs, donned our space suits, 
conducted an aircraft preflight, and were 
ready for a 9:47 p.m. takeoff. 
The flight profile called for a 45,000-pound 
takeoff fuel load; a rendezvous with two 
tankers over Idaho to fill our tanks; 
acceleration to Mach 3+ (2,000 mph) while 
cruise-climbing to 80,000 feet; descending 
to 26,000 feet to meet more tankers over 
Goose Bay, Labrador; crossing the Atlantic 
Ocean just south of Greenland and Iceland 
at Mach 3 to a third refueling over the 
North Sea, northeast of Scotland. 

 
SR-71 refueling via KC-135 tanker.  

Photo via USAF 
The next acceleration was to Mach 3.25 to 
penetrate the Soviet air defense region 
around Murmansk. Passing west of 
Norway, then north of Finland, we headed 
toward the Soviet coast by flying inbound 
from a point in the Barents Sea and 
approaching the land mass at Murmansk 
directly at 90 degrees head-on. 



There is no doubt that our presence was 
heralded to Soviet personnel on the 
ground by the sweet (and very loud) sound 
of freedom: the distinctive double-sonic 
boom of the 2,200 mile-per-hour SR-71. 
That knowledge would always give us a 
certain inward sense of pride; not in 
ourselves altogether, but pride in the 
aircraft, the engineers and designers who 
built her, the maintenance people who 
made her safe to fly, and the faithful 
tanker crews who were always there when 
we needed fuel. All of these support 
personnel were vital for any successful 
mission. 
 

The Soviet Union claimed their sovereign 
territory extended 100 nautical miles from 
their land mass. The international norm is 
12 miles. Heading inbound, we turned so 
that we flew within 12.5 miles of the 
Soviet coast in a 30-degree right-banked 
turn while obtaining radar imagery (or 
photographs) and recording Soviet 
electronic countermeasures. 

 

This somewhat provocative technique was 
trolling: we stimulated the Soviet 
defenses, causing their radios and radar to 
bristle with electronic information, thus 
impelling them to reveal telltale 
electromagnetic signatures indicating the 
type of equipment, modes of operation, 
and limits. There were sometimes other 
American assets offshore, but within radio 
range, which also collected electronic 
transmissions. 
After departing the “take area,” the plan 
was to refuel again over the North Sea, 
accelerate to Mach 3, refuel for a fifth time 
over Goose Bay, then fly Mach 3 thereafter 
to Beale AFB. We planned to land at 8:15 
am on August 13 after 10.5 hours of very 
intense flying. 
 
THE EMERGENCY 
 
After transiting Murmansk and while 
hooked up with the tankers during the 
fourth refueling, I saw a flicker of the 
Master Warning light. 
From our training and experience with the 
aircraft emergency checklists, we knew 
immediately that this required that we 
“land as soon as possible.” 
 
Jay Reid announced the light at the same 
time that I saw it in my peripheral vision. I 
disconnected from the tanker’s boom and 
maneuvered back to the pre-contact 
position. Our indication was the 
illumination of the left-engine oil supply 
low-quantity red warning light.  
 



The mandate to land immediately was 
borne out of long experience with 
malfunctions: the type which would crash 
the airplane if another single-system 
failed. 
 

 
 
The natural tendency for military air crews 
is to complete the mission if humanly 
possible. To counter this inclination, the 
Wing Commander had designated certain 
emergencies sufficiently critical to require 
immediate landing. This was one of those 
emergencies. 
 
Our mission planning and alternate airfield 
study had prepared us to know quickly 
where to fly if an emergency required 
immediate landing. Some military 
intelligence might limit our choice of a 
suitable landing field, depending on the 
political situation, and of course weather 
was always a major consideration. 
Jay and I quickly agreed that recovery at 
the joint civilian/military air base at Bodø 
(pronounced: “Buddha”), located on the 
Norwegian coast a few miles above the 

Arctic Circle, was best. We were about 60 
miles away. 
 

THE ARRIVAL 
 

We wasted no time notifying the tanker 
crews of our decision to land. They set up a 
holding pattern in international airspace to 
assist in refueling, or to be our radio-relay 
if necessary. Their standing orders were to 
await our call to release them, presumably 
after our safe landing. 
While Jay was transmitting our mandatory 
abort reports via high-frequency, long-
range radio, I contacted Norwegian 
Approach Control. Our orders were not to 
broadcast that we were flying an SR-71, 
but rather give the general type as “U.S. 
Air Force Tactical,” which really meant 
nothing to a controller concerned about 
arranging for emergency equipment, and 
notifying proper authorities of our 
emergency condition. 
 

 
My call sign was “Belmont 86” and my 
transmissions to approach control were 
something like this: 
“Bodø Approach, Belmont 86, six-zero 
miles west, declaring an in-flight 
emergency, request straight-in approach 
to land on runway zero seven.” 



“Belmont 86, say aircraft type, nature of 
emergency, souls-on-board, and fuel 
remaining.” 
“Bodø Approach, Belmont 86, US Air Force 
Tactical, engine problem, 2 souls, zero plus 
four-five fuel-on-board. 
“Belmont 86, say again aircraft type.” 
“Bodø Approach, Belmont 86, US Air Force 
Tactical.” 
“Belmont 86, I do not understand your 
aircraft type.” 
“This is Belmont 86, we will land in 
approximately 10 minutes and I will deploy 
3 drag parachutes: 2 small and one 40-foot 
chute. I will jettison all three on the 
runway. I don’t have time now to talk.” 
We were cleared to land with nothing 
more said. We touched down at Bodø on 
August 13 at 1:12 p.m. Norwegian time 
after a total flight of 6.4 hours. 
 
When we were on short- final approach, 
tower controllers had no problem 
identifying our aircraft type, and 
immediately sent out notifications which, 
we learned later, included the local press. 
 

 
 
What could we expect? What kind of 
reception would the Norwegians give us 
and would the airplane be secure, 
especially considering that we had on-

board highly classified images and 
electronic recordings from Murmansk? 
 

THE RECEPTION 
 

I asked for and was given taxi directions to 
the Norwegian military ramp where I could 
see some friendly looking F-104s, the 
front-line NATO fighter aircraft. After I 
shutdown the engines and we opened our 
canopies, the first person to greet us was a 
Norwegian military pilot who said: 
“Welcome, do you know Bill Groninger?” 
Bill Groninger was a fellow SR-71 pilot who 
was a USAF instructor pilot before he was 
chosen for the SR-71 program. The 
Norwegian pilot was his student. We 
learned that many Norwegian fighter pilots 
received their initial training in the USA. 
We definitely were among friends! 
We were quickly introduced to General 
Olav Aamoth, the Wing Commander at 
Bodø. He asked for any special 
requirements and I requested full-time 
guards be placed on the aircraft with only 
myself and Jay Reid authorized to admit 
personnel to the plane. He agreed and 
assured us that the aircraft would be 
guarded continuously. I then asked for a 
secure phone to call the Command Post at 
Beale AFB. 
 
General Aamoth drove us to an 
underground labyrinth of tunnels carved 
into the side of a mountain, containing 
maintenance shops and aircraft. He 
directed me to a telephone within his 
Command Center. 



I called the 9SRW Commander, told him 
the time of the abort and that operations 
were normal up to the emergency, thus 
relaying that we had the reconnaissance 
data on-board. This information was 
needed to arrange for the proper retrieval 
of the mission materials. 
 

We briefly discussed the nature of the 
emergency, and I assured him that the 
aircraft was safe. He said that we were to 
stay there until the aircraft was repaired, 
which would probably take three days. The 
9SRW had already started a recall for the 
support personnel necessary for the 
recovery of the SR-71. 
 

General Aamoth seemed unusually 
concerned, as he insisted that a Norwegian 
officer physically be present with us until 
we left. He introduced us to an F-104 pilot, 
1st Lt Roar Strand, who would help us with 
anything we might require. He was a very 
pleasant guy, and I kind of felt sorry for 
him because I was sure he had better 
things to do than to “mind” us for 3-4 days. 

 
BC Thomas, Roar Strand, Jay Reid. Photo 

courtesy of B.C. Thomas 
Roar Strand was very accommodating. 
After all the immediate activities 
associated with bedding down the aircraft 

were accomplished, he took Jay and me to 
his apartment, where we met his beautiful 
girlfriend, then to a restaurant in 
downtown Bodø where we spent a 
pleasant evening. 
Roar accompanied us to the transient 
quarters to sleep in the same room with 
Jay and me. Early the next morning, he 
went with us to a military dining hall for 
breakfast. It was there that I got my first 
real surprise of the trip: the only food 
presented was about four types of fish 
soup, all of which, to this unaccustomed 
American, smelled terrible, especially so 
early in the morning. I asked if any cold 
cereal was available and thankfully, there 
was. Corn flakes. Espresso coffee 
completed the fare. 

 
General Dag Aamoth 



General Aamoth joined us and with him 
was the American Air attaché to Norway 
who had just flown in from Oslo 
specifically to see us. I knew then that this 
visit was attracting more attention than 
any of us needed or wanted. He asked 
about the emergency, the condition of the 
airplane, and wanted to know if anything 
unusual or unpleasant had happened to us. 
I assured him that we were fine and that 
recoveries such as this one were well 
planned and the maintenance team would 
probably be here that day or the next. We 
did not anticipate any logistical problem as 
this type of activity was performed often, 
usually without help from other local 
organizations, and the Norwegians were 
taking extra care to assure that we were 
not contacted or hindered. 
 
RECOVERY OPERATIONS 
 
The rest of the day was devoted to making 
preparations for the maintenance recovery 
team from Beale AFB. General Aamoth, to 
my surprise, stated specifically that he did 
not want any talk or outward expression of 
anything clandestine (not that we would 
anyway.) 
 
More than once, he made the explicit 
statement that when we landed, he 
considered us to be a NATO-allied aircraft 
in distress and that military courtesy and 
professional consideration meant that we 
were to be afforded the support necessary 
to see us on our way and that he did not 

want any mention of reconnaissance 
activity or publicity. 
 
The next day, August 15, a KC-135Q from 
Beale AFB arrived carrying our special fuel 
for the SR-71; the deployment 
commander, Lt Col Randy Hertzog, who 
was also the Commander of the 1st 
Strategic Reconnaissance Squadron (1SRS); 
and the maintenance crew plus civilian 
technical representatives from Lockheed. 
The recovery plan written by the 9SRW 
stated that in foreign stations, the 
recovery team would all wear civilian 
clothes so as not to disclose who was 
military. This did not sit well with General 
Aamoth! He told me to tell Col. Hertzog to 
have all military personnel wear military 
uniforms. 
 
I did not know why he would issue such an 
order, but I complied. The military team 
dutifully returned to the KC-135 and 
changed into uniforms. 

 
 

 
After the second emergency landing of 

“964” at Bodø, the recovery crew named 
the plane: “The Bododian Express” 

 Photo courtesy of B.C. Thomas 



Over the next two days, the maintenance 
team ran into several problems repairing 
the aircraft. We had parts flown in from 
various sources. A spare “engine start 
cart,” a machine containing 2 Buick 
Wildcat engines in tandem and specifically 
designed to mechanically rotate the SR-71 
engines for starting, was flown in by C-130. 
On the third day, our aircraft was repaired 
and made ready for takeoff. 
 

Since preparing the SR-71 for a supersonic 
(Mach 3) flight would have taken more 
equipment and time, we elected to fly 
subsonic directly to RAF Mildenhall, 
England, from which the SR-71 had 
conducted operations previously. We 
would fly in formation with the KC-135Q, 
which had landed at Bodø for our support 
2 days earlier. 
 
DEPARTURE 
 
The maintenance crew performed 
outstandingly and we were ready to 
depart on Sunday, August 16. Preflight 
preparations for Jay and me were smooth, 
except our first engine-start attempt 
failed. The start cart could not, observing 
normal rpm and torque limits, achieve the 
required aircraft engine speed for a safe 
start. 
 
On the second attempt, the crew chief, 
Clarence “Skip” Hosler, valiantly ignored 
the cart rpm/torque limits and informed 
me on inter-phone that this would be the 
last attempt. He later told me that the 

connecting rod glowed red-hot just before 
the aircraft engine reached the start rpm. 
 

 
Preparations for takeoff, B.C. Thomas, 
Pressure Suit Technicians, Lt Col Randy 

Hertzog, August 16, 1981. Image courtesy 
of B.C. Thomas 

 
We took off at 1:42 p.m. It was the 
roughest takeoff I ever made in an SR-71. 
The runway was smooth to sight, but 
owing to the very long, slender and flexible 
fore-body of the SR-71 (where the nose 
wheel is located) and the distance from the 
nose wheels to the main landing gear (42 
feet), the slight undulating wavelike 
runway set up a vertical motion in the 
cockpit which amplified as we accelerated 
for takeoff. 
It was getting so bad by the time we 
achieved rotation speed (180 knots) that I 
was very concerned that something might 
break before liftoff (210 knots). The 
acceleration of the SR-71 was quick and I 
was able to raise the nose before the up-
and-down oscillation became traumatic. 
With the gear up, everything returned to 
normal. We rendezvoused with our tanker 



for a planned refueling to augment our 
takeoff fuel, and landed at 2:53 p.m. local 
time in England, for a flight of 2.2 hours. 

 
Takeoff from Bodø, Norway, August 16, 

1981. Image courtesy of B.C. Thomas 
 

With a million members of the Polish 
Solidarity movement having gone on strike 
on 7 August, and mounting tension 
between Communist state officials and the 
rest of the Polish population, Strategic Air 
Command (SAC) directed that upon arrival, 
we would set up a deployment base at RAF 
Mildenhall and conduct several additional 
operational missions before returning 
home. 
Jerry Glasser and Mac Hornbaker were 
sent from Beale AFB to meet us when we 
arrived from Norway and they flew an 
operational mission a few days later. We 
were ordered to stay at RAF Mildenhall 
until relieved, so Jay and I also flew 
another operational mission after Jerry 
and Mac. When Rich Young and Ed Bethart 
arrived as our replacements, we departed 
for Beale AFB on September 2. 
 
AFTERWARD 
 
After I retired from the US Air Force and 
our SR-71 reconnaissance activities were 
no longer classified, I contacted General 

Aamoth. He had also retired from the 
military after being Chief of Staff for the 
Norwegian Air Force from 1985 through 
1991. 
 
I asked him about his reluctance to have 
our military personnel wear civilian clothes 
and why he admonished us not to do or 
say anything which would identify our 
mission as being reconnaissance. He told 
me a very interesting story. 
 
On May 1, 1960, General Aamoth was a 
fighter pilot (then a Lieutenant) in the 
Norwegian Air Force stationed at Bodø. 
That was the day that Francis Gary Powers 
was shot down flying a CIA U-2 aircraft 
over the Soviet Union. Although Powers 
had taken off from Pakistan, his intended 
landing base was Bodø, the same 
Norwegian base at which I landed. 
Furthermore, the then-commander of 
Bodø knew about the U-2 and that it was 
to land at his home base; however, neither 
the Norwegian Prime Minister nor the 
Chief of the Norwegian Air Force knew 
anything about it. To make matters much 
worse, the Soviet Premier, Nikita 
Khrushchev, threatened to “nuke Bodø” 
for “cooperating” with the United States in 
the “U-2 Affair.” After an investigation, the 
Military Commander was summarily fired. 
General Aamoth saw a very stark parallel 
to that story when we landed. He told me 
that he was sitting in his office when we 
were on final approach. The airfield tower 
controller telephoned and told him to look 
out his window to see what aircraft was 



landing at his field asking to be parked on 
his military airport apron. I now 
understand General Aamoth’s concern! 
 

John Morgan (RSO) and I had an SR-71 
emergency on April 5, 1984 in aircraft 
#974, and landed again at Bodø. General 
Aamoth was there to meet me a second 
time. He was then a Major General and 
Commander of Tactical Air Forces North. I 
told him that I really didn’t mean to do it a 
second time! There was minimum publicity 
and we departed within 2 days. By then, 
we were operating out of RAF Mildenhall 
and the logistical support was much closer 
and quicker than in 1981. 
 
The SR-71 (#974) in which I landed at Bodø 
the second time was the first SR-71 to fly 
combat missions in the Vietnam War. It 
was also the last Blackbird to crash. While 
flying at Mach 3 over the Philippine Sea on 
April 21, 1989, her left engine seized 
causing shrapnel to explode into critical 
hydraulic lines, and subsequently 
rendering the flight controls completely 
inoperative. The crew, Dan House (pilot) 
and Blair Bozek (RSO), ejected safely and 
were recovered by Filipino fishermen. 
By May 10, 1989, US Navy and Air Force 
personnel had recovered the wreckage 
from 200 feet below the ocean surface, 
and returned her to Okinawa for disposal. 

 
Don’t forget to sign up for 

The Long Island Early Fliers Club 
World Trade Center tour! 

See the last pages of our newsletter for 
details!!! 

 

Editors Note: As a general rule, the 
technology developed by NASA for the 
space program finds its way into both 
civilian products and military hardware. 
However, the reverse was true for Shuttle 
Flight STS-1, the very first test flight of the 
Space Shuttle program. As Columbia rose 
from the launch pad, John Young and Bob 
Crippen sat in a pair of ejection seats that 
had been in use on the SR-71. Bob Crippen 
once quipped that for the most part on 
launch, it was a plecebo because things 
might have gotten “pretty toasty” when 
passing through the rocket engine fire. 
However they would have been very useful 
in the event something went wrong upon 
re-entry and landing.  Yet another tribute to 
the skill, forethought and creativity of Kelly 
Johnson and his team at the Skunk Works. 
 
 
 
 
The art of camouflage…. 
How To Hide An Airplane Factory 
 
During World War II the Army Corps of 
Engineers needed to hide the Lockheed 
Burbank Aircraft Plant to protect it from a 
Japanese air attack. They covered it with 
camouflage netting  to make it look like a 
rural subdivision from the air. 
 
The photos on the next page depict just 
how amazing and effective this effort was. 
 

http://thinkorthwim.com/2007/08/19/1034/


Before: 

 

 
 

An aerial view of the Lockheed Burbank 
plant before being camouflaged…………  

 
 

After: 
 

  

The same view now looks like a rural 
subdivision from the air. 

 

 

 

 The netting was stretched tightly over the 
buildings 



 

 
The scene above the netting……………. 

 

 
………But under the netting there were 

employee parking areas. 
 

 

 
Even aircraft were hidden under the 

netting 
 

LIEF club news……………………… 
 

In July, LIEF hosted a meeting of the Long 
Island Hangar of The Ancient Order of 
Quiet Birdman. We were pleased to have a 
visit from the Army National Guard 
dropping in for a burger with one of their 
Blackhawk helicopters. 
 

 
 
Be sure to sign up for the L.I.E.F. Bus Trip 
to the World Trade Center. See details on 
the last pages. 
Time is getting short!! Please let us know! 

 



L.I.E.F. Then and Now: 
Will be the topic of a talk at the Sachem 
Public Library on September 7th. 
The presentation is at 7:00 p.m. and will be 
conducted by Second V.P. Fred Coste. 
 

 
 
Welcome New Member: 
Nick Ziroli 
 
Thank you to the following for 
financial donations:  
Pat Gallagher  $100.00 
Sal Vitale  $500.00  
 

 

 

 
 
 
 

 
 
 

 
Don’t forget to sign up for 

The Long Island Early Fliers Club 
World Trade Center tour! 
See the details below!!!! 

 
Please support our sponsors, too! 
 

 



The Long Island Early Fliers Club, 
Inc. 

Join us for a day at the  
World Trade Center - 

9/11 Memorial 
 

Thursday, October 6th, 2016 
 

$130.00 Price includes the following: 
 

1). General admission to the Memorial 
2). Guided tour of the 9/11 Memorial 

3). Guided tour of the Memorial Garden 
4). Guided tour of the 9/11 museum 

5). Also included is the fabulous 
Elevator ride to the Observation Tower  

(This elevator ride features an animation of the NY skyline from the 1500’s to today.) 
6). Visit to the One World Explorer Observation Deck 

7). Round trip bus transportation from Bayport Aerodrome 
to the World Trade Center 

Lunch is on our own as there are MANY places to choose from in the area. 

Pick up is at: 
1). Bayport Aerodrome – bus departs at 6:30 a.m. 
(cars can be parked at the LIEF hangar or parking lot) 

Depending upon enrollment, a second pick up point will be selected. 
 

We will be traveling on a tour bus that has a restroom facility. 
 

Cost: 
$130.00 per person 

 



World Trade Center – 9/11 Memorial Bus Trip 
 sign-up sheet: 

 

 
 (Please print legibly!!!) 

 
Names:____________________________________________________________ 
 
__________________________________________________________________   
Address: __________________________________________________________ 
__________________________________________________________________ 
 
Phone: ___________________________________________________________ 
Email:____________________________________________________________ 

 
NOTE: You may reserve space by sending a $30.00 per person deposit, which is 

refundable until September 1st. Full payment must be in by September 15th. 

 
Space is limited….book early! Please make your check payable to: 
 Long Island Early Fliers Club, Inc. – OR - LIEF  

 
Return to:  LIEF 
  % Fred Coste 
  P.O. Box 43 
  Holbrook, NY 11741 
 
 
 

Call or email me with your questions: 
Office: (631) 588-2116 
Cell: (631- 523-5407 

Email: fred@costeagency.com 

 
 

mailto:fred@costeagency.com


Please support our sponsors: 

 

 
Long Island Early Fliers Club, Inc. is a non-profit organization founded in 1956 and Chartered by 
the New York State Education Department. We are dedicated to aviation education and 
preserving Long Island’s aviation heritage. Volunteers who want to help educate and preserve 
our history are always welcome. Annual Membership in our organization is $35.00 for 
individuals; $50.00 for families. 
 
Donations of aviation memorabilia, aircraft and aircraft parts, aviation clothing, display quality 
models and items of historic significance are always welcome and greatly appreciated. Cash 
donations, as well as artifact donations are tax deductible. You may visit our facility at Bayport 
Aerodrome, Vitamin Drive, Bayport New York most Wednesdays between the hours of 9:00 
a.m. and 1:00 p.m. Appointments are necessary as airports are secure locations and can also be 
arranged at other times for your convenience. 

 
Sal Vitale             Pat Gallagher              Fred Coste               Joan Vitale              Bill King              Valarie King 
President                      1st Vice President                     2nd Vice President                Secretary                     Treasurer                     Financial Secretary           
      

 
 

 


