
A decade later, industry in slump again
In the pain and bewilderment of September 11, 2001, only three things were certain: 

the U.S. had been hit hard in the homeland; the calendar suddenly had a new “before 
and after” marker; and aviation, the commandeered weapon of choice, would be on the 
leading edge of a cascade of change. Three questions dominated: who did this, why 
and what comes next?

To mark the passage of 10 years since that darkest of crackling-clear late-summer 
days, we reprint in this special section the entire coverage of 9/11 that filled the first 23 
pages of the October 2001 edition of Aviation International News. The issue earned 
NBAA’s 2002 Gold Wing journalism award for its coverage of the events as they related 
to business aviation. We also examine how that cascade of change–simple enough to 
identify on the day but impossible to predict–has transpired. 

Contrary to the very real concern that private airplanes might abruptly be worth 
their weight in scrap in the post-9/11 scheme of things, general aviation continues to 
function, albeit hamstrung by varying degrees of restriction imposed by a government 
still suspicious of what it perceives as the faceless and uncontrolled mobility of private 
aircraft. Reagan Washington National Airport is technically open to business aviation, 
but the hoops (such as the requirement to carry a TSA-approved armed guard) deter 
all but the most dogged operators. What had been a bustling bizav port serving the 
nation’s capital on 9/10/01 entered a prolonged government-induced coma on 9/11; 
today the Signature bizav facility’s vital signs are stronger, but it’s a shadow of its 
former vibrant self.

In the weeks and months following 9/11, pundits predicted that the jihadists 
would bring down airliners on home soil near U.S. airports using Manpads (shoulder-
launched surface-to-air missiles), and that by 2007 there would be carnage in shopping 
malls, school buses and countless other soft targets, but U.S. territory has evaded 
another major attack. There have been abortive attempts to fell American airliners since 
9/11 (the shoe and underwear suicide bombers), and U.S. intelligence sources have 
reported that aviation remains the preferred avenue of attack–a suspicion fortified by 
numerous accounts of “dry runs” by suspect airline passengers. 

Addressing the vulnerabilities 9/11 exposed has cost the world dearly in terms of 
dollars, and it has sorely tested a basic tenet of American society–that no man or 
woman shall be the victim of prejudice on the basis of ethnicity or religion. Our enemy 
on 9/11 was Islamic fundamentalism, and it continues to be so in conflicts in which 
the U.S. remains embroiled abroad today. However, in a particularly polarizing example 
of adherence to the Constitution’s edicts on fairness and equality, U.S. airlines and 
security officials are required by law not to single out Muslims for special scrutiny in 
airport security or on board an airliner until “an event” occurs. This adherence to the 
Constitution on behalf of an invisible enemy that wears no uniform is at once utterly 
unfathomable and profoundly admirable, depending on your viewpoint. Beyond the 
more obvious process of beefing up our nation’s fortifications and keeping a closer eye 
on people, it is issues such as this that we’ve had to wrestle with since 9/11.

The exuberant economic mood that began to build as we found our feet again after 
9/11 probably helped numb the pain to some degree; it served as material proof that 
life goes on and the terrorists did not prevail. But in 2008 Lehman Brothers fell no less 
heavily than the Twin Towers, revealing shameful and devious flaws in the mechanisms 
that had propelled that half decade of exuberance.

So here we are, as these words take shape on August 9, in what S&P deems to be 
an AA+ nation; global stock markets are plummeting; London is burning; Norway is 
mourning; Somalia is starving; bin Laden is dead but the war in Afghanistan is not; 
and for those of us fortunate enough to have lived through 9/11 without losing any 
loved ones, perhaps that dark day, while never to be forgotten, is at last beginning to 
settle into history.  –Nigel Moll
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9/11
The flying environment  
in a post-9/11 world
by Matt Thurber

Our government now 
regards flying as a suspi-
cious activity. Many barri-
ers have been erected that 
serve to underscore that sus-
picion, from temporary flight 
restrictions that are de facto 
permanent (see the Congress-
legislated “TFRs” over Dis-
neyland and Disney World); 
to the Washington, D.C. 
Special Flight Rules Area 
(SFRA) that, in theory, pro-
tects the U.S. capital; to over-
zealous screening of pilots. 

The sad part of this 
story is that no one disputes 
the need for vigilance. Yet 
the government, in creat-
ing the massive, unyielding 
and unresponsive Depart-
ment of Homeland Security, 
seems more concerned with 
creating and supporting a 
bureaucratic behemoth than 
addressing the actual risks 
posed by general aviation air-
craft. The initial proposal by 
the Transportation Security 
Administration for the Large 
Aircraft Security Program, if  
anything, indicated the tone-
deafness of the authorities as 
to the benefits of the rules. 
The same is true of the DC 
SFRA, which became perma-
nent in December 2008, after 
the authorities solicited then 
ignored comments from the 
general aviation community. 

Many commenters pointed 
out the obvious, which applies 
to almost any post-9/11 secu-
rity measure: nothing about 
the SFRA prevents a terrorist 
from attacking Washington, 
D.C. The Disneyland “TFRs” 
cannot prevent a terrorist 
from attacking the parks. And 
taking a four-ounce bottle of 

shampoo away from the pilot 
of an airliner adds nothing to 
the overall security of the avi-
ation system. 

Gulfstream pilot Ron 
Rapp summarized the frus-
tration many pilots have with 
the post-9/11 security situ-
ation in his House of Rapp 
blog: “Frankly, if the entire 
country were declared a 

no-fly zone (just like Bagh-
dad before the war) and gen-
eral aviation was permanently 
grounded, I don’t think it’d 
even show up as a blip on 
the average American’s radar. 
But it should. Because today 
they’re coming for my free-
dom, but tomorrow they’ll be 
coming for yours. You may 
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by Kirby J. Harrison

When terrorists plunged their 
 hijacked airliners into the twin tow-
ers of New York’s World Trade 
Center and the Pentagon last month, 
it had an immediate effect on busi-
ness aircraft owners and operators, 
and will likely have a profound 
 influence for years to come.

When the attacks began on the 
morning of September 11, dozens 
of business jets were en route to the 
U.S. from departure points around 
the globe, and hundreds of domes-
tic flights were either in the air or 
preparing to take off.

At New Jersey’s Teterboro Air-
port, one of the nation’s most active 
business aviation airfields, onlookers 
had a front-row view of the terror.

According to Doug Shaw, 
president of Atlantic Aviation 
Flight Services at Teterboro, the 
FBO’s lobby was jammed with 
crews and passengers that morn-
ing. But the first to take note of the 

disaster were workers atop Atlantic 
Aviation’s new hangar. They began 
screaming and pointing toward the 
Manhattan skyline, where black 
smoke was already beginning to 
smear the clear blue sky behind the 
110-story towers. When the sec-
ond aircraft hit, said Shaw, it was 
instantly clear that what they were 
witnessing was a terrorist attack.

by Nigel Moll

The tragedy of September 11, 
2001, began with what is argu-
ably the most far-reaching aviation 
event since the Enola Gay released 
its  burden over Hiroshima. That 
moment, 56 years ago, defined the 
onset of a new era, an age over-
shadowed by the specter of global 
thermonuclear war, and life was 
never the same.

As the shock of the hijackings 
and death and destruction in New 
York City, Washington and rural 

Pennsylvania begins its slow fade, 
it is replaced by the sad realiza-
tion that the liberty of our every-
day lives is threatened, and access 
to those spacious skies can never 
again be as free as we have become 
accustomed to.

As chronicled in this special 
report on the aftermath of the ter-
rorist attacks, a lockdown of all 
civil aviation was initiated swiftly 
after the nation’s leaders realized 
what was happening. Business 
aviation crews and passengers were 
stranded with no less inconvenience 

than their  airline counterparts, but 
the frustrations of the small-jet set 
were longer lived. As the slow pro-
cess of opening the skies began on 
Thursday, September 13, Part 91 
operators had to keep their wings 
folded while airliners and Part 135 
charter jets were released. There 
was resentment, and NBAA once 
more fulfilled its role as a unifying 

force while simultaneously working 
diligently to get business aircraft 
flying again.

The inconveniences paled in 
comparison with what had hap-
pened in the Northeast. For ground-
bound pilots, it was perhaps hardest 
to comprehend that this all began 
with the images of those graceful, 
hurtling Boeings slicing into the 
towers of the World Trade Center 
as if penetrating a wall of mist, sur-
really vanishing before emerging as 
nothing more than fireballs.

Answers came slowly to some 
of the many questions, but by no 
means all of them, as detailed in 
this special report.

The immediate question, “When 
will we be able to fly again?” had 
been partially answered after one 

by Gordon Gilbert

In the wake of the terror-
ist attacks on New York and 
Washington on September 11, 
the NBAA canceled its 54th an-
nual convention in New Orleans 
last month “to redirect the asso-
ciation’s resources  toward national 
recovery and aid to the victims 
and their families,” president Jack 
Olcott said in a statement issued on 
September 12. This is the first time 

in its history that NBAA has had 
to cancel an  annual convention. 

The three-day event promised 
to be a record-setting event, with 
more than 1,070 exhibitors oc-
cupying more than 5,000 booths. 
Static-display reservations at New 
Orleans Lakefront Airport were at 
a record level also, with more than 
140 aircraft expected. NBAA was 
to introduce a new report from 
Andersen Consulting that relates 

utilization of business aircraft to 
increased shareholder value and 
describes how companies can and 
do use the Andersen approach  
to identify the benefits of busi-
ness aviation. Advanced registra-
tion was also ahead of last year. 
Convention officials anticipated 
between 25,000 and 30,000 indi-
viduals would have been in New 
Orleans September 18 to 20.

NBAA rescheduled only the 
 annual meeting of NBAA members  
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Idled business 
 aircraft filled 
the ramps at 
New Jersey’s 
Teterboro Airport 
on the  afternoon 
of September 11 
while the ruins of 
the World Trade 
Center still burned 
in the distance. 
Heightened secu-
rity procedures  
will forever change 
the way both air-
lines and business 
aircraft fly.

What would 
have been the 
entrance to the 
static display at 
New Orleans’ 
Lakefront Airport, 
shown here the 
day after the trag-
edy. NBAA has 
never cancelled 
a convention be-
fore. More than 
140 aircraft and 
more than 25,000 
registrants were 
expected.
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HOW YOU CAN HELP
To coordinate the general aviation industry’s response to the national 
relief effort in the aftermath of last month’s terrorist attacks, the General 
Aviation Manufacturers Association (GAMA) and NBAA have established 
a database for companies that want to make their aircraft available for 
relief flights. The purpose of this database is to facilitate the matching of 
airlift resources with national relief needs. Companies wishing to be part 
of the industry’s airlift database are asked to complete a form that GAMA 
and NBAA have prepared. The form, which is available on GAMA’s Web 
site (www.generalaviation.org), can be faxed to (202) 833-9668 or (202) 
842-4063. Additionally, operators can send their offer of airlift support via 
e-mail to airlift@generalaviation.org. o

more on page 46

Bizav’s worst nightmare 
comes terrifyingly true
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Civil aviation 
faces stricter  
security regs 
by Paul Lowe

When Ronald Reagan Washington 
National Airport (DCA) was closed to 
all traffic in the aftermath of 9/11, air-
line traffic returned within weeks. Some 
general aviation leaders were convinced 
that GA would be allowed to return in a 
 matter of months.

But reality interfered and it was more 
than four years before a privately oper-
ated GA aircraft was cleared to land at 
DCA. That flight was a Hawker 1000 
flown in from Teterboro in New Jersey by 
New World Jet for Jet Aviation. 

After the Hawker taxied to Signature 
Flight Support, the first passenger to step 
off the airplane was National Air Trans-
portation Association (NATA) president 
Jim Coyne, whose association, along with 
NBAA, spearheaded the drive to return 
general aviation to DCA.

Although that dawn landing on Oct. 
18, 2005, was hailed as “a giant first step” 
in returning GA activity to the nation’s 
capital, a heavily restricted slot program 
and government security hoops kept the 
formerly robust activity at the Signature 
facility to a mere shadow of its former self.

Greeting the first GA arrival were 
dignitaries from the Metropolitan Air-
ports Authority, Congress, the federal 
government and the aviation commu-
nity. Only one other chartered aircraft 
came during the remainder of that day, 
although some flights continued under a 
Transportation Security Administration 
(TSA) waiver system. 

In 2000, Reagan National handled 
44,592 general aviation flights, an aver-
age of 122 a day. While it is unlikely that 
will be matched anytime soon, one of 
the changes in civil aircraft regulations 
makes it more feasible.

On Nov. 16, 2001, the Aviation and 
Transportation Security Act (ATSA) cre-
ated the TSA and transferred aviation 
security programs from the FAA to the 
new agency. ATSA required the TSA to 
implement a nationwide security pro-
gram for certain charter air carriers with 
a maximum certified takeoff weight of 
12,500 pounds or more. 

In February 2002, a final rule 
required that these operators “carry 
out security measures.” The rule also 

required that operators conduct crimi-
nal history records checks on their flight 
crewmembers and restrict access to 
the flight deck. The program that out-
lines the security measures and require-
ments for these operators is known as 
the Twelve-Five Standard Security Pro-
gram (TFSSP). The TFSSP is applica-
ble to scheduled and charter passenger 
and cargo operations to, from, within or 
outside the U.S. that fly aircraft with an 
mtow of more than 12,500 pounds.

In preparation for finally reopening 
DCA, the TSA released an interim final 
rule in July 2005 that allowed certain gen-
eral aviation aircraft to apply for access 
under the DCA Access Standard Secu-
rity Program (DASSP).

For aircraft to fly into and out of 
DCA, operators must designate a security 
coordinator at their company and adopt 
a DASSP. As part of the DASSP, they 
must ensure that all flight crewmembers 
have undergone a fingerprint-based crim-
inal history records check. Once they 
have complied with these requirements, 
they will be eligible to apply to the FAA 
for a slot reservation into DCA and to 
the TSA for authorization to operate spe-
cific flights into and out of DCA.

To receive TSA authorization for 
a flight, operators must follow other 
requirements, including submitting pas-
senger and crew manifests, have name-
based threat assessments conducted by 
the TSA on crew and passengers, carry 
an armed security officer and have their 
point of departure from an FBO that 
holds a security program issued at an 
airport designated as a gateway airport. 
Although there are more than 35 gateway 
airports, GA has been allocated only 24 
arrival and 24 departure slots per day; it 
does not use all of these slots. 

DCA Operators Need Flexibility

Douglas Hofsass, deputy assistant 
administrator for the TSA’s transporta-
tion sector network management, told 
NATA charter operators in June that the 
TSA’s goal is to fill each of those slots. 
He said that improvements to the DASSP 
have improved the GA traffic count. 

One of the biggest hurdles was the 
requirement that changes in passenger 
manifests or equipment be submitted for 
approval 24 hours in advance. The TSA 
has now modified that to two hours and 
Hofsass said it is “working well.”

Operators also must have the TSA 
inspect the aircraft and screen the passen-
gers, carry-on property and property in 
the cargo hold before it departs for DCA; 
file IFR and comply with all applicable 
FAA rules, including those for operating 
in the flight restricted zone around Rea-
gan National Airport.

The TSA will verify that the operator is 
a valid operator and then provide the oper-
ator with a nondisclosure that the operator 
must sign, as the DASSP contains sensi-
tive security information that must be pro-
tected in accordance with TSA regulations. 

The agency announced earlier this 
year that based on feedback from oper-
ators approved for DASSP, it will allow 
approved operators greater  flexibility 
when conducting flights to and from 
DCA. There also has been some talk of 
using a DASSP approval to fly into, out 
of and through temporary flight restric-
tion (TFR) areas.

In June, the presidents of six general 
aviation associations asked TSA Adminis-
trator John Pistole to help soften the finan-
cial impact of TFRs on GA businesses 
during the presidential campaign season. 
They wrote that TFRs create a direct eco-
nomic impact through the loss of revenue 
for FBOs, corporate flight departments, 
on-demand air charter operators, mainte-
nance facilities, flight schools and helicop-
ter and heliport operators.

The associations said the TSA worked 
successfully with the GA community last 
summer to facilitate flight operations 
around Martha’s Vineyard when President 
Obama vacationed there. They cited DCA 
as an example, where the DASSP allows 
qualified operators to conduct flights close 
to the White House and the Capitol.

TSA Takes Another Try on Lasp

Hofsass also talked about the Large 
Aircraft Security Program (Lasp) that 
was originally proposed on Oct. 30, 2008. 
After receiving several thousand mostly 
negative comments on the plan, he said, 
the TSA met with select members of the 
industry to discuss “where should this 
rule really go? What are the things that 
are important to industry to allow busi-
nesses to continue to give GA the flexibil-
ity that it needs, but also to reassure the 
TSA from a security standpoint?”

Speaking to the original proposal, 
which would have included all aircraft 
weighing more than 12,500 pounds and 

which garnered most of the heavy flak, 
Hofsass revealed that the weight thresh-
old is “going up,” but he demurred on giv-
ing the exact weight. ”When you see the 
weight, when it does come out, you’ll think 
that it’s appropriate,” Hofsass promised.

The TSA has revised Lasp into a sup-
plemental notice of proposed rulemaking 
that has been approved by Pistole and is 
working its way through other government 
agencies before being posted for public 
comments. “We’re expecting that it will be 
out officially for comment later this year.”

The new version will focus on secur-
ing the aircraft, knowing who the passen-
gers are, vetting the pilots and allowing an 
appropriate weight that enables the oper-
ators to operate, as well as giving the TSA 
some security assurances, particularly 
based on what aircraft weight poses a risk.

Another aviation security rule that 
came about after the terrorist attacks is 
the Private Charter Standard Security 
Program for Part 121, 125 and 135 oper-
ators that charter aircraft with a mtow 
greater than 100,309 pounds or with seat-
ing for 61 or more passengers. They must 
ensure that all passengers and accessi-
ble baggage are screened before boarding 
the aircraft. Additionally, these operators 
must have a security program that estab-
lishes the required security components 
for private charter operators. 

The program must include use of 
metal detection devices, X-ray systems 
and criminal history records checks. 
Human resources include security coor-
dinators and law enforcement personnel. 
Training is required for security coordi-
nators and crewmembers and for individ-
uals with security-related duties, and the 
operator must adhere to screener quali-
fications when it performs the screening. 

In addition to the pending Lasp, the 
TSA has issued a notice of proposed 
rulemaking (NPRM) that seeks to apply 
new security requirements to all aircraft 
repair stations certified under Part 145 of 
the FAA regulations, both domestic and 
foreign. The NPRM would establish a new 
Part 1554 titled “Aircraft Repair Station 
Security” that would require any repair 
station certified under Part 145 to carry 
out a standard security program. The 
TSA would have the authority to require 
the FAA to suspend or revoke the certif-
icate of any noncompliant repair station.

Beginning in May 2009, all general 
aviation pilots conducting international 
flights departing from or arriving in the 
U.S. are now required to provide passen-
ger manifest and aircraft information to 
the federal government. The information 
must be transmitted no later than 60 min-
utes before departure from the U.S., or 
from a foreign location to the U.S.

This rule applies to any private air-
craft, regardless of weight, engaged in a 
personal or business flight to or from the 
U.S. that is not carrying passengers/cargo 
for commercial purposes.  H
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The long security lines at airports and the indignity of personal searches were expected to drive some 
passengers to business aviation, which is subject to its own scrutiny in a post-9/11 world.
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Atlantic, like many East Coast 
FBOs, was in the midst of its usual 
morning scramble, with passengers 
arriving for the start of the work-
day and others departing for des-
tinations around the globe. “The 
first thing we did was secure the 
airplanes,” said Shaw. “Then we 
locked down two of our three gates 
and called in extra security guards.”

One pilot said, “It was a pilot’s 
worst nightmare come to life, and 
you can’t wake up.”

FAA Closes Airports  
and  National Airspace

The gates at Atlantic weren’t 
the only thing locked down. At 
9:25 a.m. EDT the FAA’s National 
Command Center in Virginia or-
dered all aircraft in the U.S. to a 
ground stop, and further ordered 
that all airborne aircraft “land im-
mediately at the nearest suitable 
landing facility, regardless of des-
tination.” The decision grounded 
the nation’s fleet of some 14,000 
business aircraft, and hundreds of 
others bound for U.S. destinations 
from abroad were diverted.

Canada quickly followed the 
U.S. lead and at 10 a.m. Transport 
Minister David Collenette or-
dered the shutdown of Canadian 
airports. At the same time, the 
Canadian aviation system prepared 
to accept aircraft diverting from 
their original destination follow-
ing the U.S. airspace shutdown. As 
of 6 p.m. on Tuesday, more than 
150 international flights originally 
headed to U.S. cities were on the 
ground in Canada, including 44 
in Halifax, 37 at Gander, 35 at 
Vancouver and 27 at St. John’s.

Some 30 transient aircraft were 
grounded at Westchester County 
Airport in White Plains, a 30-min 
drive north of New York City. 
According to assistant airport 
manager Peter Scherrer, another 
30 airplanes based at Westchester 
County were en route to that air-
port but were grounded elsewhere 
when ordered to land.

Ironically, the airport had 
scheduled a disaster drill September 
22. The drill was canceled.

At Teterboro, more than 100 
business aircraft were grounded. At 
Jet Aviation’s operation alone, 20 
of its own aircraft were grounded, 
along with 30 transient airplanes.

With the grounding and clo-
sure of airspace and hundreds of 
aircrew and passengers stranded, 
FBO staff, fractional program 
managers and on-demand charter 
operators scrambled to find hotel 
space and ground transportation 
for their clients. 

“Some of the aircraft were close 
enough to their destination to land 
there when the FAA began order-
ing the aircraft grounded,” said 
Gary Hoffman, senior v-p for 
Executive Jet in Columbus, Ohio. 
“Others weren’t so lucky and when-
ever it was possible we helped make 
arrangements for them to con-
tinue by land,” Hoffman told AIN. 
“They depend on us to make things  
happen for them, and if we can’t 
 accommodate them, then our re-
sponsibility is to create options.” 
And so they did, making telephones 
and e-mail Internet connections 

available, arranging for hotel ac-
commodations, booking rental cars 
and arranging for other ground 
transportation by bus and rail.

NBAA Web Site Keeps 
Bizav Informed

The National Business Aviation 
Association put its considerable 
Internet and Web site resources 
online less than an hour after the 
first 767 burst through the side of 
the North Tower.

The Washington-based associa-
tion regularly monitors CNN, and 
moments after seeing the second 
 aircraft slam into the South Tower, 
NBAA air traffic control representa-
tive Robert Lamond went directly 
to the FAA command center in 
Herndon, Va. By 10 a.m. NBAA 

was publishing situation updates 
on the half-hour on its public Web 
site. At its own headquarters, the as-
sociation was helping facilitate life-
guard flights and with the General 
Aviation Manufacturers Association 
(GAMA) was establishing a link 
with the Federal Emergency 
Management Agency (FEMA) and 
the American Red Cross to deter-
mine how its members might help 
with rescue and relief.

But even as it was providing 
information directly related to the 
terrorist attack and the subsequent 
government actions, NBAA was 
faced with a less tragic but no less 
real crisis of its own. The asso-
ciation’s premier event and major 
source of revenue, the annual meet-
ing and convention, was scheduled 
to begin on September 18 in New 
Orleans. Nearly 5,000 booth spaces 
had been sold to more than 1,000 
exhibitors, and attendance was 
expected to reach nearly 30,000. 
Some U.S.-based exhibitors al-
ready had crews and equipment in 
place or en route to New Orleans.

The association’s first reaction 
was one of stubborn refusal to bow 
in the face of terrorist threats. Said 
Olcott the day after the attacks, 
“The city has told us it is open 
and the convention center said it is 
open and NBAA is welcome. The 

convention will go on as planned.”
But it became obvious as the 

day wore on that in light of the 
scope of the tragedy and the ex-
tent of the emergency steps being 
taken, NBAA’s board of directors 
would have to reconsider that ini-
tial position. Dozens of exhibitors, 
large and small, called to say they 
had key executives stranded all 
over the world, with no idea when 
they might be able to resume their 
travel. Others pointed out that cus-
tomers, a vital ingredient to any 
trade show, were in the same bind 
and that attendance was likely to 
suffer. By Wednesday afternoon, 
the day after the attack, it was ob-
vious that if the show did go on, it 
would be without a growing num-
ber of major players.

One of the first to opt out of 
the convention was Jet Aviation, a 
major provider of business aircraft 
maintenance, refurb and comple-
tions, on-demand charter and FBO 
services. A spokesman, obviously 
shaken, said the West Palm Beach, 
Fla. company felt it was appropri-
ate under the conditions to focus its 
efforts on support of its existing cus-
tomers. He noted that one of these 
customers, with offices in the World 
Trade Center, believed it might 
have lost as many as 1,000 employ-
ees when the two towers collapsed. 
Jet Aviation urged NBAA to re-
consider its decision to continue as 
scheduled with the convention.

Nor was Jet Aviation alone. 
Cessna Aircraft announced it 
would cancel its participation in the 
 convention, and that it would be 
“reallocating its resources for hu-
manitarian relief.” TAG Aviation 
USA also announced it would not 
participate, as did Gulfstream, 
Raytheon and Bombardier.

NBAA was between the prover-
bial rock and hard place. Its own 
 bylaws and those of the District of 
Columbia, in which NBAA is reg-
istered, require it to hold an annual 
meeting of members and meeting  
of the board of directors before 
November 28. Those same laws 
would also not allow a new date 

before October 17. The meetings 
have traditionally been held in con-
junction with the trade exhibition 
of manufacturers and vendors.

Late on the afternoon of 
September 12, the board an-
nounced its decision to cancel the 
New Orleans meeting and conven-
tion. Instead, it would reschedule 
the member and board of directors 
meetings as separate events to be 
held in Washington. 

OEMs Offer Relief Assistance
Dozens of business aviation 

industry leaders offered their re-
sources to the emergency relief ef-
fort. Cessna was one of the first.  
It offered a fleet of Citations,  
Grand Caravans and light singles 
and by the end of the first day  
was ferrying blood and emergency 
workers for the American Red  
Cross and FEMA. Gulfstream 
offered FEMA the use of a 
Gulfstream V and Gulfstream 
IV. Canada’s Bombardier of-
fered the fleet it had prepared 
to send to NBAA–a Global 
Express, a Challenger 604 and 
three Learjets–as well as six other 
 pre-owned  aircraft that had been  
scheduled to demonstrate individual 
aircraft  optional equipment. Pilatus, 
in Colorado, made available four 
PC-12s and offered to contact its 
customers whose PC-12s were in air 
ambulance configuration. The Red 
Cross accepted Raytheon’s offer 
of aircraft and crews and the com-
pany’s pilots made three flights the 
day after the attack. “With FedEx 
grounded, we were the first choice,” 
said a spokesman.

On Wednesday, the day after 
the attacks, the FAA announced 
a  two-step recovery plan to re-
sume operations in the NAS. The 
first would require all airport au-
thorities to report to the local FAA 
ATC manager that they were in 
compliance with more stringent 
security measures. When enough 
airports were in compliance, the 
FAA would allow a  resumption 
of flights. Also on Wednesday 
there was a limited  reopening 
of the NAS to allow aircraft di-
verted to continue to their des-
tinations or to be repositioned  
in anticipation of a more normal 
operation. On Thursday after-
noon, Secretary of Transportation 
Norman Mineta ordered a phased 
reopening of the NAS to commer-
cial Part 121 and cargo operators 
at 11 a.m.,  saying, “We will re-
open airports and resume flights on 
a case-by-case basis, only after they 
implement our more stringent lev-
els of security.” The authorization 
also included Part 135 on-demand 
operators, leaving more than a few 
Part 91 crews and owners frus-
trated, and occasionally angered.

NBAA’s Web site, handling 
levels 20 times above normal, was 
swamped with complaints by its 
Part 91 members.

On Friday morning, one pilot 
noted that “it seemed like every-
thing was moving along smoothly 
when [a notam] grounded Part 
91 until further notice.” While he 
wondered if perhaps the FBI had 
some reason it could not reveal, 
he questioned why Part 91 would 
be singled out while Part 135 op-
erators were allowed to continue 
operations. “It seems fairly clear to 
me that 135 is currently the weak-
est link out there [in terms of secu-
rity]…and not just by a little bit!”

A contributor to NBAA’s Air 
Mail was “infuriated” when a 
Part 135 King Air “departed with 
foreign…passengers they didn’t 
know to some destination in the 
U.S. and yet Part 91 operators 
can’t carry people they know and 
carry every day.”

Another Part 91 operator had 
a simple explanation. “Some igno-
rant policymakers, along with the 
FBI and CIA, consider us to be 
comparatively uncontrolled.”

At the same time, NBAA was 
urging the FAA to allow Part 91 
operators to resume flying, and ad-
vising its members that suggestions 
that would encourage the FAA were 
more helpful than simply demand-
ing that Part 91 be allowed to fly.

FBOs Initiate More  
Strict Security Measures

Meanwhile, at FBOs, managers 
began putting security measures  
into effect mirroring those newly 
 instituted by the FAA, including 
screening with handheld detec-
tors, reduced access to runways, 
additional uniformed security 
guards, identification checks 
of employees and vendors, and 
searches of all airplanes before 
boarding by passengers.

On Friday, September 14, IFR 
Part 91 operators were officially 
 allowed to begin flying. But not 
before at least one pilot noted that 
another Part 91 operation–Wal-
Mart–had been released to fly as 
early as Thursday afternoon. “Did 
they have the authority from the 
highest levels of the U.S. govern-
ment, or did they find…a loophole 
in the system?”

Wal-Mart’s flight department 
manager, contacted by AIN, ad-
mitted they had flown, but added 
that since the day of the attacks, the 
company is not talking about how 
it does business, including its flight 
department. He also noted that the 
authorization to fly was not a secret.

IFR Part 91 operations were au-
thorized with certain conditions: no 
deviation from the flight plan was 
 allowed, and neither was airborne 
cancellation of IFR clearance.

On Monday, September 17, a 
business aircraft crew at Teterboro 
Airport reported that while Part 
91 aircraft were being allowed to 
 depart, authorities were screening 
 crews and implementing the new 
and more stringent security mea-
sures now demanded by the FAA.

Reagan National Faces 
Permanent Closure

As of Tuesday, September 18, 
Reagan National and Chicago 
Meigs were still closed, though 
FAA did allow departure windows 
at Reagan National on September 
15, 16 and 17 to allow the reposi-
tioning of aircraft grounded there. 
Sources at the airport said the 
FAA has taken an “if and when” 
attitude toward the airport reopen-
ing, and speculate that if it does 
reopen, flights in and out will be 
severely restricted in terms of num-
bers and routing.

Part 91 operations, as of 
September 18, were not permitted 
within a 25-nm radius of the Reagan 
Washington National Airport and  
the John F. Kennedy International 
Airport VOR/DME, respectively. 

A spokeswoman for Signature 
Flight Support, the only FBO at 
Reagan Washington National, 

Nightmare
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United Airlines Flight 175, a Boeing 767, is caught on camera the instant before 
it was deliberately slammed into the South Tower of the World Trade Center 
at 9:06 a.m. on September 11. The attack followed a similar event at the North 
Tower 21 min earlier.

more on page 35
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not realize it because it happens so insid-
iously. But slowly, one piece at a time, 
we’re being ground down to the point 
where exercising our freedoms is so diffi-
cult that we simply give up.”

AIN asked pilots for their opin-
ions on flying in the pre- and post-9/11 
environment.

Fred Gevalt, founder of  
The Air Charter Guide,  
executive producer of the documentary 
movie, Please Remove Your Shoes:

“On September 11, 2001, I was at 
6,000 feet and 30 miles from Farmingdale, 
N.Y., when the first tower was struck. I 
was ordered into a holding pattern with-
out a required expect further clearance 
time, and the FAA and I eventually set-
tled for a landing at Groton New Lon-
don, Conn. Unlike the rest of the world, 
I found out about the attack 45 minutes 
after it had happened.

“Three days later, with countless F-16 
and F-18 sorties tearing apart the sky over 
Boston, my retrieval of The Air Charter 
Guide’s Bonanza was as tense a ‘security 
moment’ as I remember. The ramp at Gro-
ton was deserted, but police cars patrolled 
the airport, and I had the feeling that a 
thousand eyes were watching as I did the 
routine preflight on an airplane I had been 
flying for years. I waited for my clear-
ance back to Bedford with anxiety that I 
hadn’t felt since the ATC strike of 1981: 
instrument flight only, a discrete transpon-
der code and multiple inquiries if I didn’t 
respond instantly to almost anything I was 
directed to do. The 30-minute flight back 
in crystal clear air was handled every inch 
of the way, and it wasn’t a pleasant feeling. 

“Since then, of course, the security 
of general aviation has followed the pre-
dictably dysfunctional path imposed by 
bureaucracy. And while for the most part 

we have been able to preserve the right 
to keep flying, campaigns by associa-
tions like the Air Transport Association 
and uneducated OpEds from the gen-
eral press have fomented a kind of class 
warfare between us and airline travel, 
which has earned us no friends. Though 
I am only too happy to malign our own 
TSA, security policy is now a worldwide 
parlor game for general aviation. Pro-
cedures and policies are often madden-
ingly stupid. On a transatlantic flight 
through Iceland in 2003, I was taken to 
airport security in Keflavik on my U.S.-
bound return from Scotland. Despite the 
fact that my airplane was a mile away on 
the other side of the field, I was asked to 
get in line with everybody else. My han-
dler cheerfully produced my ‘boarding 
card,’ which was actually a nine- by eigh-
teen-inch piece of red plastic, bearing the 
type in all caps that only said ‘BOARD-
ING CARD.’ After an inspection for the 
usual nail files and pen knives, I headed 
for the airline gate, was escorted through 
the jetway side door to the ramp and 
back aboard the SUV of my handler. If  
my waiting Bonanza held a 500-pound 
bomb, the world would never know.

“At Bedford, Mass., flying since 9/11 
has become a sterile, anonymous affair. 
Gone is the banter on ground control, 
the familiar faces on the ramps and at the 
hangars. Friends used to sit in lawn chairs 
before 9/11 and share stories, opinions 
about equipment or just watch everybody 
else engage and disengage in flying as they 
met the runway with the chirp and smoke 
of burning rubber. But aviation has lost a 
lot of soul, I think. Gone are the airport 
visitors, the wannabes, from kids to envi-
ous adults. They’ve been replaced by the 
anxiety and nuisance of electronic gates, 
badges and lanyards and airport opera-
tors who have forgotten why they’re in 
business in the first place. As the state 
police patrol the ramps and taxiways, 
crabgrass grows up through the cracks in 
the pavement–a weedy metaphor for the 
tinhorn creeps from TSA that appear on 
GA ramps from time to time. 

“Are we safe yet?” 

Retiring airline pilot:

First, I would characterize pre 9/11 
security as somewhat haphazard. It was 
OK in some locations, but rather per-
functory in others. It does not surprise 
me that box cutters could have gotten 

through that level of security. Of course, 
at that time no one thought box cutters, 
which are small and difficult to detect, 
were a specific threat.

“Since 9/11, there’s a certain earnest-
ness associated with security and it is 
much more standardized–at least in the 
U.S. But it is also much more bureau-
cratic and significantly more invasive.

“It has evolved over the last 10 years 
from an overtly cheerful TSA cadre, 
shortly after 9/11, into a predictably more 
bored and bureaucratic security team. 
Edicts from ‘on high’ (and perhaps some 
legal rulings) have devolved the security 
experience into a rote recitation of instruc-
tions and actions, irrespective of risk 
posed or of the ability of the traveler to 
understand a word of what is being said. 

“Crewmembers, with the urgent lob-
bying of the Air Line Pilots Association 
and airlines, have some leeway; go to the 
front of the line, etc., but it’s still pain-
ful. There are a few other differences–best 
left unsaid for security reasons–but still 
a chore to go through security. I’ve wit-
nessed a crewmember with an artificial 
knee (with all the paperwork from a doc-
tor) go through a very thorough (read, 
excessively invasive) manual patdown.

“For years there has been a push to 
allow crewmembers to undergo sepa-
rate screening, based on their special sit-
uation. Several pilot projects have more 
than proved the required technology, but 
no one seems to be able to actually imple-
ment the system. Years go by, but we still 
have the same system; reminds me a bit 
of NextGen!

“An overt aversion to profiling, while 
using a huge bureaucracy to implement 
invasive methods to screen everyday cit-
izens, had led to a despised, if not dys-
functional system.”

Flight instructor:

“I have to stop and think about what it 
was like before 9/11. 

“Airport security for GA was not the 
issue it is now. Airports, especially smaller 
airports, were friendlier places. For the 
most part, my flying has not been affected 
directly, unless there is a TFR to deal with, 
which changes things. But at the airports, 

it is different now, especially at the larger 
GA airports and airline airports, with the 
additional security measures. 

“Government is only getting bigger, 
not smaller. There is much more govern-
ment intervention in our lives, which we see 
and experience first-hand when travelling, 
whether by GA or airline. Government 
now wants us to live in fear, so they have 
the upper hand. At some GA airports, due 
to the additional security measures, it is 
hard to even get on an airport now. 

“Something that gets overlooked in all 
of this is all of the good that general avia-
tion does, which the media seldom reports 
on, because that does not make good news. 
Some examples? The EAA Young Eagles 
and humanitarian flying done by orga-
nizations like the Civil Air Patrol, Angel 
Flight, Flying Physicians and others. 

“Locally, we have the Disneyland 
TFR, which is really permanent. There 
is nothing ‘temporary’ about it, and it 
is politically motivated. Disney does not 
want banner towing aircraft overflying 
Disneyland. So they attached this to a 
bill that Congress passed several years 
ago. How is that a security threat? 

“In Washington, D.C., you still can-
not fly into or out of designated airports 
in close proximity to DCA without spe-
cial training. And Signature Flight Sup-
port, the FBO at DCA, is lobbying the 
TSA/Secret Service to loosen their grip 
on the airport to allow more corporate 
aircraft into DCA. Why do they still 
limit corporate aircraft flying into DCA, 
10 years later? 

“We continue to give up rights and 
freedoms in the name of security. We 
are now a nation living in fear, which is 
fostered by our government. Common 
sense and reason no longer prevail. The 
terrorists have won.” H
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ten years later

9/11 Now
2011

The Freedom Tower is expected to be completed 
by the fourth quarter of 2013. So far the structure 
reaches 79 floors.

The TSA has drawn criticism for imposing a system 
that treats each passenger the same, regardless of 
risk posed. That might change as the agency takes 
a second crack at a ‘trusted traveler’ program that 
focuses on passengers it knows the least about.
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and its board of directors in 
Washington to some day or days 
between October 17 and November 
28, as required by the laws of the 
District of Columbia and the asso-
ciation’s bylaws. As for the conven-
tion, NBAA said it is “postponed to 
a date and format to be determined.”

Before NBAA’s decision to 
cancel the convention–one of the 
association’s major sources of in-
come–several of the convention’s 
largest and most lucrative exhibi-
tors had already decided not to 

attend, including Bombardier, 
Cessna, Gulfstream, Jet Aviation, 
Raytheon Aircraft and TAG 
Aviation. Several smaller exhibitors 
also decided to withdraw. Most of 
the companies that canceled said 
they either supported or urged the 
NBAA’s decision, with some com-
panies saying they decided not to 
attend for security reasons as well 
as the desire to volunteer their air-
craft and other resources to assist in 
disaster relief efforts.

“The most visible members are 
the big guys,” NBAA president 
Jack Olcott told AIN, “but there 
was an equal number of little guys 
who called and told us that it just 
wasn’t possible, in light of Tuesday’s 
tragedy, to get their people to New 
Orleans. And there were flight de-
partments with people spread all 
over the world, not knowing when 
they would even be home, much less 
whether they would be back in time 
to go to New Orleans.” 

When NBAA released the ini-
tial statement that it was calling 
off the convention but reschedul-
ing the “annual meeting” for later 
this month or in November, many 
operators mistakenly interpreted 

this to mean that the convention 
exhibits and other activities were 
also postponed to that timeframe. 
The confusion prompted Olcott to 
disseminate a followup statement 
shortly after the first to clarify that 
the “convention” was not going to 
be held and that members should 
cancel hotel and travel arrange-
ments immediately. 

In the second statement issued 
September 12, Olcott said, “NBAA 
will determine how best to resched-

ule the informational sessions that 
were planned for next week.” In 
addition, Olcott said NBAA will 
work with its members and associ-
ate members “in a manner that is 
satisfactory to delegates and exhib-
itors to fill the void created by the 
postponement.” NBAA is “com-
mitted to serving the needs of its 
members and the business aviation 
community,” Olcott added. 

The second statement con-
cluded with Olcott’s thoughts 
on the horrendous events of 
September 11: 

“The events of yesterday were 
acts of war, as many of our nation’s 
leaders have stated. Unconventional 
war, but war nevertheless. The per-

petrators are using the only weapon 
they believe they have available to 
them–terrorism–and their targets are 
you and me, the citizens of our coun-
try. We believe that terrorists win 
when they cause us to change our 
way of life, our way of conducting 
business and our confidence in our-
selves. Thus the challenge for NBAA 
centered on how we would respond 
in a way that was sensitive to the na-
tion’s needs and effective, yet not be 
curtailed by terrorism. 

“Members advised us that they 
were using their flight-department 
resources to handle the transpor-
tation challenges created when 
all  aircraft were grounded. Thus 
they could not be in New Orleans. 
Exhibitors, large and small, told us 
they were unable to set up exhibits 
and position sales staff. 

“Each individual with whom 
I spoke said terrorists must not 
dictate our actions. Rather than 
going forward with the convention 
as usual, however, they recom-
mended a more focused response, 
such as using the resources of the 
association’s staff and members 
to coordinate business aviation 
capabilities with the needs of the 
Federal Emergency Management 
Agency, the American Red Cross 

and other government agencies. 
Our staff is doing these actions, as 
directed by the board. 

“Furthermore, NBAA’s annual 
meeting and convention is an in-
formation exchange, and the need 
for information is greater today 
than it was before September 11’s 
tragic events. Issues such as secu-
rity, dealing with airport issues and 
ATC are hotter today than yes-
terday. Thus NBAA will resched-
ule as many of the 75 convention 
informational sessions as soon as 
possible at a location or locations 

that serve members. 
“We do not have specifics at this 

time. We will work with NBAA 
members and associate members 
to move ahead, and we greatly ap-
preciate your understanding during 
these challenging times. Together, 
we will fight this war the best  

way we can, as citizen soldiers 
moving on with our lives, with con-
fidence that our system will protect 
us and prevail.”

In response to a query about 
refunding or adjusting registration 
fees and exhibit deposits, Olcott said 
“it’s too early for us to say exactly 
how we’re going to handle that. 
We will make the necessary adjust-
ments to remedy that situation. We 
had to get something [information] 
out quickly. We don’t have all the 
answers now, but rest assured your 
association will stand by you.”  o

NBAA
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Disassembling the 
trade show that didn’t 
happen. In the days 
 before the terror at-
tacks on New York and 
Washington, workers  
at the Ernest N. Morial 
Convention Center 
in New Orleans were 
 setting up what might 
have been the big-
gest NBAA meeting 
and  exhibition ever. 
As soon as the NBAA 
board  decided to can-
cel the event exhibitors 
began packing up. The 
halls were clear by 
September 14.

TARGET:

AMERICA

said 74 transient business aircraft 
were stranded at the facility when 
the NAS was shut down. The air-
port opened only for departures 
for three hours on Saturday, six 
hours on Sunday and four hours 
on Monday. All the transient pri-
vate aircraft or tenant aircraft 
at Signature were expected to be 
flown out by 4 p.m. on Monday, 
when the window closed, said 
Signature v-p Mary Miller.

As a result of the terrorist at-
tacks, the formerly relaxed border 
security between Canada and the 
U.S. is likely to become a thing of 
the past.

Shortly after the attack, U.S. 
Customs notified operators that 
the General Aviation Telephonic 
Entry (GATE) program was being 
closed. All subsequent flights enter-
ing the U.S. across the Canadian 
border would be required to stop 
at a designated border inspection 
port of entry “until further notice.”

Likewise, the CANPASS pro-
gram allowing U.S. business air-
craft advance entry approval 

into Canada was suspended. As 
of September 18, GATE and 
CANPASS remained suspended.

If there is any ray of sunshine in 
the dismal skies left by the terror-
ist attack, it is mostly speculative. 
Some on-demand charter opera-
tors were expecting a jump in busi-
ness when the NAS was reopened.

SkyJet, Bombardier’s business 
aircraft charter reservation system, 
had its best month ever in August, 
with revenues topping $1 million 
for the first time.

A spokeswoman said a lot of 
charter operators were expecting a 
jump in reservations when the skies 
opened again, but admitted that 
SkyJet itself had yet to see any in-
crease through its own system.

Delayed Effect
On the other hand, Todd 

Spangler, v-p of charter/sales for 
Executive Jet, said the Columbus, 
Ohio company began receiving 
charter requests the day of the at-
tack and as of September 13 had 
prioritized more than 100.

Some on-demand charter op-
erators reported a sharp increase in 
inquiries and bookings, but most 
believe that the most positive im-
pact on business aviation will come 

later. In the coming months, the 
advantage of ownership or charter 
is expected to become more attrac-
tive as business travelers find seat 
availability reduced on commercial 
airlines, as they face the prospect 
of protracted check-in times, and 
come to perceive that business avi-
ation offers a higher level of safety.

Gary Hoffman, senior v-p of 
Executive Jet, predicted the com-
pany’s NetJets fractional-owner-
ship program will probably see an 
increase in interest following the 
 attacks. “As people rethink their 
priorities, some who travel exten-
sively and place an emphasis on 
safety will see business aviation as 
a safer way to fly.”

Steve Phillips, director of mar-
keting for Bombardier’s Flexjet 
fractional program in Dallas, 
agrees. “I think we’ll probably see 
an increase in business by people 
who see business aviation as more 
convenient or safer, or both.”

Joseph Carfagna, an aircraft 
broker in Franklin Lakes, N.J., 
said his office received a call out of 
the blue on the day of the terrorist 
attack asking, “What do I need to 
learn about corporate airplanes to 
get one.”

Bryan Comstock, president of 

Jeteffect, believes it is too soon to be 
making predictions. But he noted 
that within a day of the terrorist 
 attack, one customer with whom he 
had been talking for several months 
made an offer on an airplane, and 
just hours later another customer 
made a counter-offer. A third cus-
tomer who had had his Falcon 900B 
on the market for some time sud-
denly decided that he would keep it. 
“What’s better,” asked Comstock 
rhetorically, “nine million dollars  
in the bank or peace of mind? 
Sometimes that’s what it comes 
down to.”

Most industry insiders and ob-
servers were naturally reluctant to 
forecast a benefit emerging from 
such a tragic loss of human life. But 
a few companies apparently saw the 
attack as a business opportunity.

“Does anyone else find this as 
offensive as I do?” asked an NBAA 
member who received a blind e-
mail solicitation from a business 
aircraft lease broker barely a day 
after the terrorist attack.

Val Trent, president of Seattle-
based National Charter, agreed. 
Trent said his company was being 
“spammed” by aircraft sellers and 
brokers and on-demand charter 
operators–“seven faxes from the 

same company. Some people,” he 
concluded, “have no conscience.”

Business Aviation  
Affected On Many Levels

It is easy to report the short-
term impact that the terrorist at-
tack had on business aviation. 
Certainly it brought business 
aviation to a standstill for nearly 
a week. At a personal level, it was 
frustrating and horrifying and left 
a taste of bitter anger in many.

Without doubt, the heightened 
security will change the way busi-
ness aviation travelers have tradi-
tionally made their transition from 
the ground to the air. And it will 
apply to business aviation across 
the board, from FBOs and air-
craft management companies, to 
on-demand charter operators and 
traditional Part 91  corporate flight 
departments.

The day when the VIP could 
simply drive up in a limo and be 
waved through the gates at any avi-
ation  facility is a thing of the past, 
said Flexjet’s Phillips.

Demand for business aviation 
is going to increase, predicted Car-
fagna, “but the economy may put 
a cap on what people are willing 
to spend.” o
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by Roger A. Mola

At 9:25 a.m. EDT on  Tuesday, September 
11, the Department of Transportation, via 
the FAA, ordered the U.S. National Airspace 
System (NAS) closed to all civil flights at its 
460 controlled and 15,000+ nontower air-
ports. Canada’s Ministry of Transport fol-
lowed suit within one hour. 

Directed from the Air Traffic Control 
System Command Center (ATCSCC) at 
Washington Dulles, the FAA’s 17,500 control-
lers directed the landing of some 4,300 tracked 
airborne targets and ordered the diversion to 
Canada of 120 inbound overseas flights, while 
the remaining inbound airplanes returned to 
the countries of origin. Nav Canada landed 
the diverted traffic and its domestic airborne 
traffic before unplugging its service.

On September 12, crew-only flights began 

for repositioning and to continue overseas 
flights diverted to Canada. At 11 a.m. on 
September 13, DOT Secretary Norman 
Mineta reopened the NAS to all commercial 
aviation, with Canada following suit several 
hours later. Through September 18, in stages 
that to some appeared arbitrary, most remain-
ing categories of flight were reintroduced. 

At press time, the NAS was far from its 
previous usage or freedom. Typical week-
days see 1.6 million passengers on 40,000 
flights, but one week following the terrorist 
attacks, only 60 percent of commercial flights 
had returned, and these suffered substantial 
delays from new attention to security. 

No Part 91 VFR flights were allowed, 
except over Alaska. Chicago Meigs Field 
and Reagan Washington National Airport 
were set for indefinite closure. Meanwhile, 
all airlines announced permanent schedule 
reductions of at least 20 percent, with ad-
ditional cuts and possibly even bankruptcies 
to follow.

As a whole, both the closure and reopen-
ing of airspace were executed with extraor-
dinary skill. But logistical demands to the 
timeline, controversial categories of permit-
ted flight and a vexing lack of information 
punctuated by outright contradiction caused 
confusion and anger. 

Immediate Global Effect
The grounding order was released to the 

Air Route Traffic Control Centers at 9:25 
a.m. and was promulgated by radio and 
ACARS. Company networks augmented the 
grounding order to their own fleets. By 2:07 
p.m. the final continental U.S. airliner that 
was airborne during the grounding order had 
landed. But as late as 10:45 p.m., Honolulu 
took 1,500 passengers diverted on flights from 
Korea, Japan, New Zealand and Australia.

With regional exceptions, commercial carri-

ers continued to the first suitable landing field, 
which in most cases was their destination, but 
individual companies were more stringent. 
Continental ordered 100 diversions. Aircraft 
gate parking at major airports filled within 
minutes and additional forced landings stacked 
on taxiways, choking movement on ramps.

Clifford Mackay, chief executive of the 
Air Transport Association of Canada, said 
70 flights were diverted to the east coast of 
Canada and 30 to the west, with the remain-
der to central provinces. Passengers were 
processed through immigration and customs 
and their bags searched. Emergency housing 
was provided for stranded passengers. 

Some American Airlines transatlantic 
flights landed in Gander, Newfoundland, 
and Halifax, Nova Scotia, while a US 
Airways flight bound for Seattle from 
Philadelphia landed at tiny Willard Airport 

in Illinois. In Whitehorse, the far-north capi-
tal of the Yukon, two Korean Air jets landed 
under escort of Canadian fighters, diverted 
from Alaska and low on fuel. 

Los Angeles International Airport, San 
Francisco and Boston Logan were evacu-
ated. The Kennedy Space Center in Florida 
secured its four space shuttles using methods 
designed to shield them from hurricanes.

Airports and airlines based in Japan, 
Hong Kong, Singapore, China, Taiwan and 
South Korea grounded flights, with 170 
cancellations at Tokyo Narita alone. British 
Airways canceled all flights to and from the 
U.S., while the UK government banned com-
mercial traffic over London, as did Belgian 
authorities with traffic to overfly Brussels. 

At the grounding order, Air France re-
called seven oceanic flights and Lufthansa 
instructed Atlantic flights in transit to re-
turn to their origin, while Iberia ordered 
its four airplanes en route to the U.S. to fly 
to Canada or return to Spain. Sabena and 
Finnair recalled three flights, while SAS or-
dered the crews of four U.S.-bound flights to 
divert to Iceland. 

Poland’s LOT Airlines recalled two air-
planes en route. Israel closed airspace to 
all carriers except flag carrier El Al. British 
Airways suspended flights to Israel and to 
Islamabad, Pakistan.

Southwest Airlines began to charter 
buses, though its point-to-point rout-
ing left its passengers and crew relatively  
unaffected among the majors. Southwest 
had only three aircraft required to land at 
other than the intended destinations–one at 
Colorado Springs, Colo.; another at Moline, 
Ill.; and a third at Grand Rapids, Mich.

The U.S. Postal Service continued delivery 
but removed guarantees for express mail, while 
FedEx and UPS aircraft remained grounded. 

An Army helicopter ferried FBI agents to the Pentagon site to conduct a crime-scene search concurrently 
with the search-and-rescue efforts in progress. The photo was taken two days after the attack and though 
the fire appeared to have been contained, within hours the rubble reignited from lingering pools of jet fuel.

Benchmarks in Closure and Reopening of NAS

Tuesday, September 11
•  DOT Secretary Norman Mineta, via the FAA, ordered the grounding of all aircraft in the 
National Airspace System effective at 9:25 a.m. EDT. At 2:07 p.m. the final civilian flight 
landed. Oceanic flights inbound to the continental U.S. diverted to Canada. Canada soon 
closed its airspace.

•  Air Traffic Control System Command Center (ATCSCC) authorized the release of medi-
cal emergency, military and law-enforcement flights and assigned discrete beacon codes 
based on callsign, aircraft type, reason for mission, names and social security numbers of 
all on board, departure and arrival time, route and beacon code.

•  In the evening, a call was made for business aircraft operators to aid national emergency 
response by contacting the Federal Emergency Management Agency (FEMA).

Wednesday, September 12
•  Notices regarding “absolutely essential” flights were re-released and modified. 
•  ATCSCC announced a two-step recovery plan toward resuming operations. Airport authori-

ties were required to report to the local FAA air traffic manager compliance with required 
security measures then notify ATCSCC. When a sufficient number of airports had reported, 
the FAA began resumption of flight operations, beginning with recovery of diverted over-
seas/Canadian aircraft. General aviation flights were prohibited.

•  ATCSCC offered no established timeline for resumption of normal operations.
•  The FAA announced that airliners diverted to Canadian airports could continue to original 
destinations with original passengers. All other IFR and VFR flights other than those “abso-
lutely essential” were prohibited.

•  The Canadian plan was modified to allow airlines to ferry crews to the airports to relieve/
replace the original crewmembers, with passenger flights to resume the next day maintain-
ing their same callsign outbound and inbound. 

•  All carriers, non-revenue flights and U.S. cargo carriers without cargo were authorized to 
operate to recover diverted flights and reposition aircraft and flight crews to those  airports 
available following security certification in the contiguous U.S.

Thursday, September 13
•  ATCSCC began releasing to the public the list of security-certified airports, beginning with 
an initial list of 52 that within three hours expanded to at least 200, with rapid additions over 
the next two days.

•  Secretary Mineta announced that normal Part 121, 129 (cargo) and 135 flight operations 
could begin at 11 a.m., along with GA regardless of purpose, including crop dusting. 

•  At about 11 a.m. Secretary Mineta reversed the decision allowing GA aircraft under Part 91 
to fly, in response to FBI and CIA concerns. NBAA urged a member letter and telephone-
call campaign in protest.

•  Emergency  flight  definitions were expanded  to  include evacuation  from  tropical  storm 
Gabrielle in certain Gulf states.

•  By 4:30 p.m., 250 commercial aircraft were aloft.
•  Nav Canada resumed the provision of air traffic services for international and transborder 
flights, including overflights, and for aircraft operating under VFR. The Canadian Transport 
Minister’s restriction on all cargo aircraft remained in effect, with the exception of northern 
resupply operations.

•  By the evening, some 20 U.S. cities were being patrolled by F-15s and F-16s.

Friday, September 14
•  In the early morning, Part 91 flight restrictions were reiterated, and Part 129 cargo flights 
were  allowed  with  certain  exceptions.  Non-U.S.  or  Canadian  flag  carriers  were  not 
 approved to overfly the U.S. sovereignty.

•  The remainder of Part 135 operations were cleared.
•  General aviation’s 200,000 aircraft and Part 91 operations were then authorized to fly under 
IFR only. No-fly zones were set  for Part 91  IFR  traffic  for 12 airports/seaports/heliports 
within a 25-mi radius from JFK and 13 landing sites within 25 mi of the DCA VOR. Special 
procedures allowed access to the Westchester County Airport in White Plains, N.Y., and 
the Manassas (Va.) Airport. Teterboro (N.J.) Airport, as well as Leesburg and Montgomery 
County Airports near Washington, remained unavailable to Part 91 operators.

Saturday, September 15
•  In the afternoon, Part 91 crews could depart Reagan Washington National beginning at 4 
p.m. in a window of three hours, with additional windows for the next two days. New secu-
rity checks were added.

•  In the evening, Part 91 crew departures were allowed for Chicago O’Hare and Midway in a 
three-hour window beginning at 7 p.m.

•  Continental Airlines announced that due to airspace closure, it would cut its long-term flight 
schedule by 20 percent and lay off as many as 12,000 workers (one-fifth of its workforce).

Sunday, September 16
•  In the early morning, NBAA continued to work for the release of Part 91 IFR flights from 
Teterboro, Newark, Reagan Washington National and Dulles;  the  return of flights with 
N-registry located outside the U.S.; and departures of N-registered aircraft from the NAS. 
Meigs Field remained closed.

•  IFR Part 91 operations were allowed to and from the UK, Canada, Mexico, Japan and 
Bahamas, provided no intermediate stops were made. IFR Part 121 and Part 125 opera-
tions including ferry flights were allowed and all Part 135 operations except for those in 
congested areas.

• Airborne activation or cancellation of IFR and VFR-on-top were not allowed.
•  Prohibitions on Part 91 VFR were restated. Transit beyond the 12-nm U.S. territorial limit 

was permitted.
•  Late in the day, VFR commercial flights were authorized, but previously authorized Part 137 
agricultural and crop dusting flights were grounded immediately.

• Flights between Washington state to/from Alaska were reauthorized.
•  In the late afternoon, passenger carriers could resume transport of mail and parcels.
•  Security procedures were pending for La Guardia, JFK, Teterboro, Newark and Republic/
Farmingdale, N.Y., that were expected to allow resumption of IFR flight from certain airports 
within 25 mi of the no-fly zone surrounding National and JFK for flight crews only.

•  Reagan Washington National Airport remained closed indefinitely. 

Monday, September 17
•  NBAA continued to work toward removal of Part 91 flight restrictions for VFR, and remaining 
Part 91 restrictions within the airspace surrounding Washington, Chicago and New York.

•  Part 91 IFR departures were authorized for flight crews only and no luggage, from a roster 
of airports within 25 mi of Reagan Washington National and JFK, including Teterboro.

•  That morning, Part 91 operations at Chicago Midway and O’Hare remained prohibited, but 
by late afternoon Midway was announced to open from 7 p.m. to 10 p.m. 

Tuesday, September 18
•  Part 91 VFR flights remained prohibited, except in Alaskan airspace, and were not  expected 

to resume any time soon.
• All traffic remained prohibited to Reagan Washington National and Chicago Meigs. 

Shutdown of National Airspace 
System was ‘organized mayhem’

more on facing page
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Amtrak canceled all Northeast cor-
ridor train service, and Greyhound 
canceled bus operations at all sta-
tions within one mile of federal of-
fice buildings. But Amtrak resumed 
service by 6 p.m. and carried nearly 
twice the typical load and subse-
quently added an extra 30-percent 
capacity the next day. Greyhound, 
with 2,300 buses each equipped with 
52 seats, returned to substantial op-
eration on September 12. 

Military Controls Skies
In conjunction with the 

Department of Defense (DOD), 
the North American Aerospace 
Defense Command (Norad), 
Transport Canada and the FAA’s 
ATCSCC, key procedures of 
a plan called Security Control  
of Air Traffic and Air Navigation 
Aids (SCATANA) were launched, 
without officially invoking that  
plan by name. The plan was issued  
in June 1971 to replace the 
Emergency Security Control of 
Air Traffic (ESCAT), and the Cold  
War original, Security Control of  
Air Traffic during Electromagnetic 
Radiation (SCATER). These plans 
are not publicly acknowledged to 
have been field tested since fall 1962.

Each plan was designed to 
ground all non-military air traffic 
to diversionary airports following 
the confirmation of a defense emer-
gency, and activate an emergency 
messaging plan via the Federal 
Communications Commission. 
A wartime air traffic priority list 
(WATPL) clears the National 
Airspace System for the “priority 
one” President of the U.S., Prime 
Minister of Canada, their national 
security staffs, aircraft engaged 
in continental defense, retaliatory 
aircraft, refueling tankers and air-
borne command posts. 

U.S. air defense forces have 
trained to intercept and, poten-
tially, destroy a passenger airliner, 
but only when flying outside the 
Air Defense Identification Zone 
(ADIZ) guarding the coastal U.S. 
Even then, the shootdown order 
requires Presidential approval.

At the time of the terrorist at-
tacks, Norad had fighter jets on 
alert at seven bases around the con-
tinental U.S., primed to be airborne 
within 15 min of the scramble 
order. At 8:38 a.m. Norad received 
word that an  airliner had been hi-
jacked outside Boston. Six minutes 
later, two F-15 Eagle fighters from 
Cape Cod’s Otis Air Force Base 
were ordered airborne. But at 8:45 
a.m. the American 767 crashed into 
the North Tower of New York’s 
World Trade Center. The F-15s 
were airborne at 8:52 a.m. When 
United Flight 175 hit the South 
Tower at 9:06 a.m., the F-15s were 
70 mi short of Manhattan. 

At approximately 9:10 a.m., 
the DOD learned that another hi-
jacked airplane (American Airlines 
Flight 77) might be inbound to 
Washington. At 9:35 a.m. two F-16 
Fighting Falcons took off from 
Langley Air Force Base, some 150 mi 
southeast of D.C., but the 757 struck 
the Pentagon five minutes later. 

The F-16s were in position over 
Washington in time to engage the 
fourth hijacked airplane, if neces-

sary. That airplane, United Flight 
93, also a 757, crashed southeast of 
Pittsburgh. Four days later, Vice 
President Cheney acknowledged 
that the F-16s had been authorized 
by President Bush to shoot down 
both 757s if they could not be di-
verted. Cheney denied any military 
role in the Pennsylvania crash.

F-15s and F-16s began flying pa-
trol over New York, Washington, 
Boston, Los Angeles and San 
Francisco at once, expanding to as 
many as 20 U.S. cities before the 
evening of September 12. Patrols 
prevented civil traffic from occupy-
ing the airspace and searched for 
foreign enemies. AWACS airborne 
surveillance and tanker aircraft 
supported the fighter patrols at 
the coastlines to detect any of the 
average 7,000 flights that daily ap-
proach the ADIZ. 

On September 12, a Cessna 185 
in violation of the grounding order 
was escorted to the ground by two  
F-16s near Martinsburg, W. Va. 
Unconfirmed reports suggested at 
least a dozen more general avia-
tion forcedowns. Through 11 a.m. 
on September 13, the only flights 
authorized into the airspace were 
aeromedical, military, firefighting, 
law-enforcement and hurricane 
evacuation aircraft operating along 
certain Gulf coastal states. 

In conjunction with the airspace 
closure, U.S. Coast Guard cutters 
patrolled ports and closed the wa-
terways within seven nautical miles  
of Washington National on the 
Potomac and Anacostia Rivers. 
Large city water ports were closed 
to all but essential cargo vessels, 
which maritime officials boarded 
and guided. The Coast Guard also 
surrounded the USS Gates and USS 
Cole for protection. The two ships 
are under repair in Pascagoula, Miss.

By midday on Friday, 
September 14, Norad confirmed 
at least 100 intercept fighters on 
“strip alert,” with standby crew for 
a 15-min launch. Norad and the 
DOD planned to swell that number 
quickly, with President Bush receiv-
ing congressional approval for the 
immediate call-up of up to 50,000 
reservists, including pilots, control-
lers and ground crew.

Throughout the grounding, the 
Global Positioning System signal 
remained available and at full in-
tegrity to all civil users, according 
to Norad Space Command. The 
navigational capability can be de-
graded to civil users in times of de-
fense emergency under a procedure 
called Selective Availability.

Beginning with the release of 
limited flights for crew reposition-
ing, some Part 91 operators at-
tempted to circumvent emergency 
procedures by supplying fake call-
signs. The ATCSCC reissued its 
warning that unauthorized flights 
would be escorted to the ground 
and hinted at more grave action. 
Operators were advised to contact 
ATC before switching frequen-
cies for any reason and to obtain 
approval for all course deviations 
other than emergencies. 

U.S. Customs closed indefinitely 
its General Aviation Telephonic 
Entry (GATE) program. Flights 
entering from Canada had to stop 
for inspection rather than call for  
airborne clearance. The Canadian 
Customs CANPASS program also 
remained suspended at press time.

On September 14, Part 137 ag-

ricultural and crop dusting opera-
tions had been allowed to return 
to the airspace, but two days later 
these operations were grounded 
immediately after the FAA re-
vealed credible threats that such 
aircraft might be used to spread 
chemical harm. On Tuesday after-
noon, September 18, Part 137 ops 
were reauthorized so long as they 
stayed clear of Class B airspace

Air Security International now 
recommends that pilots dress as ci-
vilians and the posting of security 
at corporate aircraft. On Monday, 
September 17, most FBOs were 
once again accepting Part 91 IFR 
flights, but only after requiring 
crew and passenger screening, usu-
ally through the commercial secu-
rity section of the airport.

Informational Challenge
NBAA president Jack Olcott told 

AIN within hours of the grounding 
that NBAA would staff the ATCSCC 
at Washington Dulles Airport during 
all open hours, and provide continu-
ous electronic updates. 

“Bob Lamond is at the command 
center, along with our contract  
employee Jo Damata, who is 
with Conwal, under contract with 
NBAA, to provide this service 
from the general aviation desk.” 
After hearing a  radio report of 
the attacks, Lamond bailed out of 
his morning commute to NBAA’s 
downtown Washington offices and 
entered the Dulles-based ATCSCC 
minutes later. Federal officials then 
shut the center to all who followed.

“The airlines were communi-
cating to crews via ACARS, as 
well as a combination of voice and 
data,” said Lamond. “Word went 
out through the en route centers, 
and from there on it was organized 
mayhem. Airplanes were directed 
to the first available airport to land 
immediately, which may have very 
well been the airport of destina-
tion.” Representatives of the Air 
Transport Association sat just a 
few feet away from Lamond.

Early in the afternoon adviso-
ries were released to general avia-
tion, but officials acknowledged 
that preventing VFR takeoffs from 
uncontrolled airports would be dif-
ficult. NBAA patched updates by 
its online Air Mail to its subscrib-
ers. But with surges in Internet 
traffic, Air Mail distributions were 
delayed by up to four hours. 

By Wednesday night, NBAA 
supplemented and bypassed Air Mail 
using direct updates to its Web site 
(www.nbaa.org). “With the status of 
the ATC system changing dramati-
cally and hourly, even a two-hour 
delay can make status information 
reaching you via Air Mail obsolete,” 
wrote NBAA’s David Almy. 

Almy acknowledged the many 
plaudits by e-mail and telephone 
from members for NBAA’s superb 
and constant update efforts, as well 
as its help in lifting IFR Part 91 re-
strictions during a week “we hope 
never to repeat.” NBAA’s offices 
opened on Saturday for the first 
time in a decade. 

The FAA was strapped with 
operational needs and public in-
formation sputtered. Its Web site 
(www.faa.gov), was the referral of 
choice for a cluster of sites for con-
sumers, pilots and the industry, for 
both flight and airport status. But 
the electronic crush left its site inac-
cessible except for a handful. 

When new capacity made it ac-
cessible on September 13, the status 
of the 30 major U.S. airports had 
never been updated. Each showed 
a code green, meaning delays of 15 
min or less. “Well, that’s accurate,” 
joked one official, who preferred not 
to be named. “There’s nothing fly-
ing, so there’s not a delay in sight!”

NBAA helped bypass the 
swamped FAA by processing forms 
from members willing to offer 
their  aircraft for emergency airlift. 
Concurrently, NATA offered the  
resources of Part 135 operators 
to fly the critically injured, as well  
as emergency response crews to 
New York and Washington. DOT 
Secretary Mineta relayed the offer 
to the National Security Council.

The FAA published the lists of 
airports certified to its higher-secu-
rity review during the phased-in re-
lease of aircraft. But it was yet again 
plagued with electronic jams. The 
FAA limited access to the opera-
tional information system for real-
time airport delays; to the e-mail 
function permitting pilots to make 
arrival and departure reservations; 
and to its advisories database.

But the FAA was able to shore up 
the electronic overload with resources 
at hand. Within two days of the ter-
rorist attack, a loose system evolved 
to meet the practical strengths of 
each organization. Given the media 
throng approaching the FAA’s 
senior management, the direct-to-
industry reporting continued, but 
in practice the FAA leveraged the 
media to reach its users. Media re-
ported live commentary from local 
airport authorities and became a di-
rect link to pilots and industry. Trade 
groups repackaged and relayed the 
information electronically. 

Airlines followed suit. United 
Airlines began releasing airspace 
status reports by e-mail to its list 
of Mileage Plus frequent fliers, in  
addition to staffing toll-free num-
bers. Atlantic Coast Airlines, United 
Express and Delta Connection  
offered a one-click connection to 
systemwide status.

NBAA soon followed with a 
call to membership for a letter 
and telephone campaign to lobby 
for full access to the airspace, list-
ing the key contacts in Congress, 
the DOT, White House, the FAA, 
the FBI and the CIA. Pete West 
of NBAA government affairs col-
lected and funneled all responses.

Return and Economic Ripple
The FAA announced plans for  

the resumption of non-emergency 
flights, to be phased in in two parts. 
Parts 121 and 129 (cargo) aircraft 
diverted to Canadian and U.S. des-
tinations were allowed to return to 
their original intended destination 
airport, with their original cargo 
and passengers, when those air-
ports became available for flight op-
erations. Non-revenue ferry flights 
could re-position aircraft and flight 
crews without passengers or cargo. 
Nav Canada mirrored the plan, 
with provision for control services. 

At 11 a.m. on September 13, 
commercial carriers were released 
systemwide subject to the availabil-
ity of airports that met an 11-point 
security certification. That morn-
ing, the FAA listed fewer than 100. 
By mid-afternoon the list grew to 
include at least 200 major airports,  
then almost hourly in increas-
ingly large numbers. By 4:30 p.m., 

250 commercial airline and cargo 
flights were aloft over the U.S.

But by early evening Northwest 
halted operations after security 
scares. A dozen suspects were 
taken into custody at JFK and 
La Guardia by the FBI, which 
stormed a loaded airliner before it 
left the gate. Evacuations of air-
ports continued sporadically for 
the next two days.

With NBAA’s influence and ne-
gotiation, Part 91 IFR flights were 
released into the NAS first for crew 
only, then with increasing latitude 
for passenger-carrying flights. All 
IFR operations were technically al-
lowed by Monday, September 17, 
but practical limitations on flight-
plan clearance and security de-
lays from new passenger and crew 
checks left airspace usage at levels 
half the normal measures.

Lingering security delays, and 
public fear, caused systemwide 
losses and the cancellation of near-
term flights by passengers. The first 
permanent casualty was Midway 
Airlines, which had previously filed 
for bankruptcy protection. Within 12 
hr of the terrorist attack it announced 
its permanent closing and laid off its 
remaining 1,700 employees. 

Two days after the attack, the 
House of Representatives introduced 
an emergency $15 billion bailout 
plan for commercial passenger car-
riers. A separate bill was introduced 
to absolve American and United 
Airlines of any liability stemming 
from the hijacking and crashes, and 
to grant all the airlines antitrust im-
munity to discuss their routes.

By the end of Friday, September 
14, 9,822 commercial aircraft and 
cargo flights had flown, but flights 
were not expected to return to bet-
ter than 70 percent of schedules for 
several weeks. On September 15, 
Continental Airlines announced a 
long-term 20-percent reduction in 
schedule and 12,000 layoffs, with 
some analysts predicting that it 
would file for bankruptcy within 
eight weeks. On September 17, US 
Airways announced plans to lay off 
11,000 employees, 25 percent of its 
workforce.

UPS and FedEx said 100 per-
cent of flights were operating at all 
airports, both domestically and in-
ternationally, before the weekend, 
and they expected to clear backlogs 
by September 17. Crop growers 
predicted that an indefinite ground-
ing of Part 137 aircraft would lead 
within weeks to crop diseases and 
shortages, but ag ops outside Class 
B airspace were allowed to resume 
on September 18. 

Foreign airlines were reautho-
rized in stages–beginning, ironi-
cally, with those already known to 
be security risks. It was reasoned 
they had more advanced passen-
ger screening. Aeroflot resumed its 
routes from Moscow Sheremetyevo 
Airport to New York, and Turkish 
Airlines again began flights from 
Istanbul Ataturk International to 
New York. 

A week after the attacks, only 
Reagan Washington National and 
Chicago Meigs Field remained 
closed to all traffic, though a host 
of others were restricted to certain 
categories of traffic, IFR only or for 
emergency needs. The Delta Shuttle 
between Reagan Washington 
National and La Guardia relo-
cated five daily flights to Dulles by 

Shutdown
continued from preceding page

more on page 41
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Costs of 9/11 
still linger 
over bizav
by Curt Epstein

Among the most public changes made 
to the nation’s aviation businesses after 
9/11 were requirements for jetliner cock-
pits to be separated from the cabin by 
armored doors, and for airline passengers 
to line up and submit to extensive security 
measures before entering the airside of the 
airport. For the business aviation industry, 
the changes at times were more drastic. 

Before 9/11, the Signature Flight Sup-
port FBO at Washington Ronald Reagan 
National Airport (DCA) was the world’s 
busiest, with an average of 120 business 

aircraft movements every weekday, 
according to Mary Miller, Signature’s 
vice president of industry and govern-
ment affairs. In September 2001, she 
was based at the company’s DCA facil-
ity and experienced first hand the drama 
that unfolded on 9/11 and recalls how 
officials quickly descended on the facil-
ity and cleared everyone out. The 72 air-
craft on the ramp were allowed to leave 
in a tightly scheduled evacuation over the 
next three weeks, with armed National 
Guard troops presiding over the security 
checks for the crews, who were the only 
people allowed on the aircraft. 

The airport was closed to general 
aviation for more than four years. To 
survive at the location, the company 
struck a deal with a sympathetic airport 
authority to relieve it of  its contractual 
rent and restructure its contract. The 
company also gutted its staff  from 65 at 
DCA before 9/11 to just two until June 
of  last year. Given its new responsibili-
ties for the enforcement of  the 17-mile 
TFR around Washington, D.C., the 
U.S. Customs and Border Protection 
rented office and hangar space from 
Signature and through servicing those 
flights, along with those from other 
government agencies (a total of  two or 
three a day), the FBO survived. 

The airport’s so-called “reopening” 
to general aviation on Oct. 18, 2005, 
came with security requirements strin-
gent enough to deter many former DCA 
users from returning. The DCA Access 
Standard Security Program (DASSP) 

restricted the number of flights into the 
airport and required a slew of security 
measures such as the provision of an 
armed security officer (ASO) on each 
flight, submission of the names of crew 
and passengers for review, the applica-
tion for a landing slot from the FAA and 
the screening of pilots and passengers for 
prohibited items, among others.

Most important, the rules mandated 
that flights headed to DCA must origi-
nate from a list of “gateway” airports that 
have a TSA-certified FBO equipped to 
specific requirements. Initially there were 
12 gateway locations, but the list now has 
grown to more than 70 nationwide at last 
count. According to Miller–who told AIN 
that she never thought she would find her-
self shopping for volume discounts on 
gun discharge units–it is her mission even-
tually to have all of Signature’s domestic 

FBOs approved as gateways.  
Despite all these requirements, there 

has been a glimmer of hope for private 
aviation at the airport as usage has shown 
a moderate increase of late. “Now we’re 
at seven to 10 arrivals a day,” said Miller. 
“To see it almost triple in such a short 
period of time, we know the facility will 
continue to be utilized.” The company 
has matched the increase with a staffing 
boost and now has 10 employees at DCA.

Beyond DCA, airports around the 
country were required to conform their 
security practices to Transportation Secu-
rity Regulation (TSR) 1542, which is the 
TSA “blueprint” for security policy. The 
document outlines what airports must do 
to comply, but at some airports it repre-
sents only a starting point. At Boston’s 
Logan Airport and Chicago’s O’Hare, for 
example, authorities would not let FBOs 
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Before September 11, 2001, Signature’s ramp at Ronald Reagan Washington National Airport 
was bustling, with an average of 120 business aircraft movements each day.



conduct business after 9/11 unless they 
agreed to use X-ray equipment and mag-
netometers to check passengers’ baggage.

At Westchester County Airport 
(HPN), a few miles north of New York 
City, where business and general aviation 
traffic mingles with airliners and a termi-
nal, the airport authority requires FBOs 
to secure unattended aircraft with appli-
ances such as nosegear locks and/or tail 
tiedown locks. “It’s funny, we get custom-
ers still who see the nosewheel lock on the 
airplane when they show up the next day 
and are offended by it because they think 
we are booting their airplane until we get 
payment,” said Gene Condreras, presi-
dent of Panorama Flight Service. When 
the airport does its checks and finds an 
airplane that’s improperly locked, “It’s 
our responsibility and it’s our liabil-
ity.” A 30-year general aviation veteran, 

Condreras notes the differences in the 
business over the last decade. “The cost 
of doing business has risen as a result of 
security measures that we needed to put 
in place,” he told AIN. “Everything now 
has to have computerized access badging 
that records who’s coming and going, and 
when the gate opens and when it closes.”  

Among the physical expenses incurred 
by FBO owners are upgrades to security 
surveillance video systems, new fencing, 
and coded security access systems. “All of 
this has been an added cost, which is a 
clear detriment–especially in times when 
business is bad,” said NATA president 
James Coyne.  “It’s what we refer to as 
unfunded mandates; the government has 
said we have to do something in response 
to a national issue and yet there’s rarely 
any financial support from government 
for these costs.” 

 “I guess if you added it all up we’ve 
probably spent $80,000 since 9/11 on 
things like that,” said Bob Showalter, 
chairman of Showalter Flying Service at 
Orlando Executive Airport in Florida. 
Aside from Washington, D.C., Orlando 
is another area in the country with a 
congressionally mandated no-fly zone. 
“Whoever it is that determines prime 
targets has determined that Orlando, 
and specifically some of our well known 
attractions, might be an interesting place 
to have a terrorist activity because it 
would cause fear,” said Showalter, a long-
time member of NBAA’s security council. 

Like many FBO operators, Showalter 
believes the vigilance of his employees is 
one of the cornerstones of airport secu-
rity, but with no business aircraft having 
been implicated in terror plots, he worries 
about industry complacency. “It’s tough 
to stay on guard 10 years in a row with 
nobody challenging you ever,” he said. 
“The last thing in the world I want is for 
some terrorist to take a business aircraft 
and do anything because it affects us all.”

[In fact, the diligence of FBO employ-
ees thwarted one “threat” to GA secu-
rity. In August 2004 a tv crew tried to 
infiltrate a St. Louis operator to demon-
strate how easily terrorists could pene-
trate GA security. “Things didn’t smell 
right,” said the operator, who called the 
local police and the FBI. The journalists 
were jailed before the FBI verified that 
they were on assignment. –Ed]

For the charter industry, there are con-
flicting feelings about the legacy of 9/11. 

With the restrictions imposed on airline 
passengers after the attack, more people 
than ever decided to move from the air-
lines and try private aviation. “It’s kind 
of awkward because you don’t want to 
say that someone else’s misfortune has 
brought you more business, but that’s 
the reality,” said Coyne. Yet despite those 
increases, the industry has faced its share 
of heightened scrutiny as well. “The [Part] 
91 and 135 world in terms of business jets 
still troubles people in Washington who 
don’t necessarily understand them,” said 
David Rimmer, president of New York-
based charter and aircraft management 
provider ExcelAire. “From some of the 
comments I have heard over the years, I 
think the impression is that you can just 
walk up to an air charter company, put 
some money down on the counter and 
get an airplane without much more than 
a passing glance.” Along those lines, the 
TSA attempted to institute its Large Air-
craft Security Program (Lasp). Roundly 
opposed by the business aviation indus-
try, the security initiative sought to 
impose airline-type security procedures 
on private aircraft weighing more than 
12,500 pounds and was returned to the 
agency for a rework that has yet to be 
made public for comment.  H

www.ainonline.com • September 2011 • Aviation International News 39

Now
2011

In the decade since the September 11 terrorist attacks, Signature’s FBO at DCA is a shadow of its 
former self. The airport is authorized for 48 business-aircraft movements each day and has not come 
close to reaching that number. Today the airport is seeing seven to 10 arrivals each day.



by Bill Wagstaff

For years the aeromedical heli-
copters based in and around New 
York City and Washington have 
trained for massive urban disasters. 
Perhaps not as massive as the holo-
caust that the World Trade Center 
became–who could have imagined 
such a combination of terrorist act 
and terrifying high-rise fire climaxed 
by a multiple building collapse of 
geologic proportions?–but the kind 
of catastrophes big cities attract. 
Emergency crews in both cities 
were convinced that such a calam-
ity would necessarily involve dozens 
of patients suffering from massive 
trauma, just the sort of accident vic-
tims that aeromedical helicopters are 
intended to save. 

But the grim reality of large, 
heavily fueled transport aircraft 
slamming into buildings bore a 
grisly realization. There were very 
few injured. Nearly everyone within 
a given radius of either the World 
Trade Center or Pentagon terror-
ist attacks was killed. And all the 
disaster drills, motivated crews and 
well equipped aeromed aircraft in 
the world weren’t going to bring 
them back.

“At the height of the afternoon 
[of September 11] we had 26 heli-
copters on our ramp,” said Jay 
McGowan, chief pilot for the Port 
Authority of New York and New 
Jersey (PANYNJ). “They came 
from local EMS operations, from 
police, from the National Guard. 
There was a contingent of Army 
Black Hawks down from Sikorsky 
in Connecticut, there were cor-
porate helicopters volunteering 
to help and there was the Port 
Authority’s S-76A+. There just 
weren’t any patients to help. All 
day long that entire fleet performed 
one patient transport.”

Initial reports of hundreds of 
critically injured people at an emer-
gency triage and treatment cen-
ter set up in a tent city in Liberty 
State Park, a vast grassy recreation 
area on the New Jersey side of the 
Hudson opposite the World Trade 
Center, proved an exaggeration 
in two ways. First, the number of 
injured was inflated. Second, the 
scores of ground ambulances and 
proximity of area hospitals obvi-
ated the need for aerial transport. 
“St. Vincent’s Hospital, a level-one 
trauma center, is just a few blocks 
away from the Trade Center,” said 
McGowan. “Most of the worst 
cases were just taken there.”

The aeromedical experience was 
just one part of a day of frustra-
tion and maddening helplessness 
for heli copter rescue crews in the 
Northeast. The first NYPD he-
licopter on site could only watch 
as the billowing smoke from the 
North Tower completely masked 
the heliport on the roof of the South 
Tower, making landings difficult 
at best. Within minutes, the explo-
sion of the second hijacked aircraft 
inside the South Tower made such 
a landing impossible and NYPD 
crews were forced to watch help-
lessly as terrified office workers, 
trapped on the floors above the 
fires, either awaited their inevitable 
death by flame or the collapse of the 

building. Deciding to end their or-
deal of their own volition and per-
haps less painfully, an uncounted 
number leapt to their death. 

Out at Mercer County Airport in 
central New Jersey, the New Jersey 
State Police aviation unit got the 
call. The state police operate three  
S-76Bs, one each under the program 
callsign Northstar and Southstar, 
based to cover the upper and lower 
halves of the state, respectively, and 
another tasked primarily with law en-
forcement and backing up the other 

two aircraft. A trio of LongRangers 
rounds out the fleet. All six helicop-
ters headed for Manhattan. 

“As we came up toward New 
York from downstate, we could see 
the Trade Center Towers burning,” 
recalled Captain Bob Davis, “and 
we all said to each other, ‘This does 
not look good.’

“They directed us to land at 
Teterboro. The ramp outside the 
Port Authority hangar there was 
packed. Corporate helicopters 
were there from ITT and Avaya, 
Honeywell and others. Some of 
them flew blood in from North 
Jersey bloodbanks down to Liberty 
[State Park], but mostly we waited 
for calls that never came. It was 
heartbreaking to see so many op-
erators anxious to help and so little 
for them to do.” 

‘We’re Flying into Hell’
At Sikorsky Aircraft in 

Stratford, Conn., some Navy avia-
tors were looking for a way to help. 
Problem was, they didn’t have any 
helicopters. “We’re part of the 
military programs office up here, 
overseeing Sikorsky’s fulfillment of 
its government contracts, and on 
September 11 we didn’t really have 
any helicopters at our disposal,” 
explained Lt. Commander Bob 
Blake. “But we wanted to do some-
thing, and United Technologies 
[Sikorsky’s parent company–Ed.] 
called down from Hartford wanting 

us to do something. Then we got a 
call from AmeriCare, a healthcare 
company that had been asked to 
get some emergency medical equip-
ment and personnel–about 18 doc-
tors and EMTs–downtown as close 
as possible to the Trade Center and 
was in need of transport. That’s 
when we looked out on the ramp 
and saw seven UH-60 Black Hawks 
belonging to the Army.”

Adopting the age-old Navy 
dictum of “Ask forgiveness, not 
permission,” some military and cor-
porate rules were bent and within 
an hour the Black Hawks were pre-
flighted, loaded and ready to go, ac-
companied by Sikorsky’s chase S-76. 
Since this fleet launched after the na-
tional airspace lockdown was imple-

mented, some special procedures 
had to be followed. “Sikorsky 
has its own tower at the plant 
and they ended up calling the 
New York Tracon, which re-
layed discrete transponder codes 
to us. These worked like the IFF 
system [identification, friend or 
foe] does in wartime. Squawk 
the wrong number and you’re 
gonna get a visit from a fighter.”

Lifting off for the flight to 
southern Manhattan, Blake 
told his crew, which like the 
rest of America had been trans-
fixed watching television cov-
erage of the crashes, fires and 
collapses, “Hang on. I think 
we’re flying into hell.” 

As it worked out, the first 
Black Hawk to pull pitch from 
Stratford for the 30-min flight 
to the Wall Street Heliport at the 
very southern tip of Manhattan did 
get a visit from an F-15. “He made 
a pass to check us out after ask-
ing us who we were on the radio,” 
Blake said. “By early afternoon, 
there were military aircraft every-
where.”

There was no problem navigat-
ing to the site. The pall of smoke 
from the Trade Center rose to 
25,000 ft or more. Avoiding tur-
bine intake damage from the large 
amount of airborne grit and ap-
proaching the heliport was a con-
cern but “not too daunting,” Blake 
said. Landing on the sand-covered 

Wall Street Heliport had its own 
challenges. “There was three to six 
inches of sand covering the whole 
pad surface,” Blake said. “As soon 
as you flew into it, there was an 
instant whiteout condition. The 
procedure is to fly slowly forward 
and try to land ahead of it. Here, 
the rotor downwash just cleared it 
off the heliport surface into the sur-
rounding water.”

One by one the helicopters 
cleared a landing spot and the crew 
stepped out into a science-fiction 
landscape. “We were down there 
when World Trade Center Building 
Seven fell, which sent over a whole 
new cloud of sand and debris. It 
was like fog. What got to you was 
the silence. Lower Manhattan with 

no cars, no airplanes overhead. I’m 
from Valhalla, N.Y., just north of 
the city and have been going down 
there all my life. The streets were 
completely empty. It was like a 
movie set. A few pedestrians were 
walking around and everyone was 
just in a daze. And no casualties. 
That was so frustrating. We were 
on our way back to Stratford by 
6:45 p.m.”

Pentagon Response
In Washington, rescuers had 

roughly the same experience. U.S. 
Park Police, National Park Service, 
District of Columbia Metro Police 

and local aeromedical helicopters 
all responded to the attack on U.S. 
military headquarters, only to find 
their services essentially unneeded. 
Lt. Phil Cholak of the U.S. Park 
Police recalled, “We got the call 
from the tower at [Ronald Reagan] 
Wash ington National Airport that 
an aircraft had hit the Pentagon 
just seconds after it happened. 
We’re stationed across the Potomac 
at Anacostia Park, not far from the 
Navy Yard. So we launched Eagle 
One and Eagle Two, both of our 
Bell 412s, and headed over.”

Ironically, the Boeing 757 that 
struck the Pentagon did so on the 
southwest side directly adjacent to 
the helipad. Covered with firefight-
ing vehicles, the best helicopter 
landing site in the area was unavail-
able. So blocked-off road surfaces, 
flat lawns, any level surfaces were 
used. “The triage center was set up 
right on Route 110,” said Cholak, 
“and we landed nearby. We moved 
only two victims to a local hospital. 
People just weren’t coming out of 
that building in survivable shape.”

According to Cholak, 11 burn 
victims died on the site before they 
could be moved. 

Within minutes of arrival, the 
U.S. Park Police helicopter crews 
found themselves tasked with an-
other mission. The tower at Ronald 
Reagan Washington National 
Airport was closing down because 
of the national emergency, but 

someone still had to direct the civil 
rescue and military aircraft traffic 
arriving and departing the area. 
“Eagle One became the air traffic 
control function for the area, fly-
ing a slow racetrack pattern over 
the site and clearing aircraft in and 
out. We took the Arlington [Va.] 
fire chief up so he could coordinate 
the firefighting and we downloaded 
live video to several government 
agencies so they could see what we 
saw,” he said.

“As far as rotorcraft response,” 
Cholak said, “we had a tremen-
dous capability, but the mission 
just  wasn’t there.” o

TARGET:

AMERICA

Aeromed helos find 
little to do but grieve

Three hours after the World Trade Center towers’  
collapse, fires still raged as the Sikorsky Black Hawks 
came in bearing medical personnel. Crews found  
few injured, many dead, little for doctors to do.

Three hours after the World Trade Center towers’  
collapse, fires still raged as the Sikorsky Black Hawks 
came in bearing medical personnel. Crews found  
few injured, many dead, little for doctors to do.
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by Charles Alcock

Still unable to comprehend the monstrous 
scale of the September 11 terrorist assault 
on the U.S., the international air transport 
industry got a swift taste of the disruption 
and chronic uncertainty that undoubtedly lie 
ahead. Business aviation–which some are now 
saying will become increasingly important as 
companies look for a safe and convenient al-
ternative to airline travel–faced serious restric-
tions in the week following the attack. 

All flights to the U.S. were stopped until 
late on September 13, when some flights by 
U.S. carriers resumed. The first commercial 
services by non-U.S. airlines resumed to and 
from the U.S. on September 14, but only 
from countries that had met the FAA’s new 
11-point security code covering check-in and 
boarding procedures. 

At press time, only N-registered aircraft 
were being permitted to fly into U.S. air-
space, as authorities there struggled to re-
store commercial airline service. However, 
even these aircraft were permitted to fly only 
from certain approved countries, such as the 
UK, Canada and France. No technical stops 
were being permitted en route to the U.S.

Many foreign corporate operators re-
sorted to flying to Canada, from where their 
passengers attempted to catch scheduled ser-
vices to U.S. airports or even to proceed by 
ground transportation. The ban on foreign 
business aircraft hit several U.S. corpora-
tions with aircraft registered offshore in tax-
friendly locations such as Bermuda and the 
Cayman Islands.

Increased Security
Around the globe, airport security was 

immediately increased to the highest levels. 
In countries such as the UK, France and 
Russia, where there has been an almost con-
stant terrorist threat in recent years, this is a 
fairly commonplace step but many in the in-
dustry have now accepted that the inconve-
nience of tighter controls will be permanent 
for the foreseeable future. 

In recent years, airports such as London 
Heathrow, Barcelona in Spain and Colombo 
in Sri Lanka have been subjected to auda-
cious terrorist attacks. For instance, in 1997, 
one of the runways at Heathrow was hit by 
mortar shells fired by Irish Republican ter-
rorists from the parking lot of a nearby hotel.

Mindful of the fact that its especially close 
alliance with the U.S. could make the country 
a prime terrorist target, the UK government 
summarily banned all overflying of central 

London until midnight on September 15. 
The downtown London City Airport was 
completely closed until September 14. The 
restriction increased the burden on air traf-
fic controllers managing takeoffs and ap-
proaches at all London-area airports, causing 
significant delays to intra-European flights.

All business aircraft operated under 
non-commercial rules (i.e., the equivalent of  
Part 91) were completely grounded for 48 
hr throughout the UK until September 13. 
Executive charter operators and corporate 
flight departments holding commercial air oper-
ators certificates (AOCs) were permitted to fly.

The UK’s General Aviation Manufacturers 
and Traders Association (GAMTA) lobbied 
hard to have the restriction on corporate op-
erators lifted, even if the rest of general aviation 
had to remain grounded. Several in the industry 
argued that it was illogical to ground privately 
owned and operated business aircraft, while al-
lowing charter jets (which in theory could be 
hired and then hijacked by terrorists) to fly. 
Generally, other European states did not impose 
such broad-brush restrictions on private flying.

Theresa Wooll, manager of Universal 
Weather & Aviation’s handling and flight-
planning operation at London Stansted 
Airport, told AIN that while other customers 
were prevented from either arriving or de-
parting, the facility had been able to receive 
an incoming Sabreliner on a charter flight 
from the Middle East. FBO staff around 
Europe battled to secure hotel rooms for 
stranded corporate pilots, competing with 
companies that needed accommodations for 
many thousands of visiting executives.

Caught in the Mess
One U.S. executive temporarily trapped 

in Europe by the security crisis was Executive 
Jet senior vice president of marketing Kevin 
Russell, who had traveled to Dassault’s 
Bordeaux, France headquarters to take de-
livery of a Falcon 2000 for the company’s 
NetJets fractional-ownership program. The 
French manufacturer held a ceremony to 
mark the 1,500th Falcon delivery on the 
morning of September 11, just a few hours 
before the attack on the U.S. East Coast.

Numerous business aircraft flying across 
the Atlantic before the initial attack on New 
York’s World Trade Center were forced 
either to return to Europe or continue to 
Canada. Immediately after U.S. airspace 
was closed there was reportedly confusion 
as to whether Canadian airspace had been 
kept open. According to the UK’s National 
Air Traffic Services, several aircraft close to 
their equal time point (“point of no return”) 
declared fuel emergencies. Controllers 
scrambled to divert some flights to Canada 
or the Caribbean (around 170), while almost 
another 100 turned back to Europe (not nec-
essarily to their departure airports).

In interviews with AIN, many in the indus-
try were loath to discuss security issues in de-
tail or to say anything that might be construed 
as insensitive criticism of U.S. authorities. 
However, privately there was some disquiet 
that the FAA’s initial exclusion of foreign air-
craft was ill-founded in view of the fact that, 
since the 1989 bombing of Pan Am’s Flight 
103 over Lockerbie, Scotland, most European 
countries have exercised significantly higher 
levels of airport security. In Europe, security 
procedures for U.S. domestic flights have long 
been regarded as inadequate.

Economic Ramifications
Before the reopening of U.S. financial 

markets, analysts in Europe were unanimous 
in their conviction that the already precarious 
worldwide economy is now without doubt 
teetering on the brink of recession. The air-
transport industry is widely expected to be one 

of the hardest-hit sectors, with many observ-
ers predicting dips in global air traffic every 
bit as serious as those suffered by airlines dur-
ing and after the 1991 Gulf War. In the first 
three days of trading on the London Stock 
Exchange following the September 11 attack, 
British Airways stock fell by 16 percent to 165 
pence–its lowest level since the Gulf War.

Stock in aircraft manufacturers and en-
gine makers also suffered significant declines 
in London trading, founded on concern over 
anticipated cancellation of airliner orders. 
Some analysts predicted that groundbreak-
ing new programs, such as Airbus’ A380 
super-large airliner and Boeing’s Sonic 
Cruiser, will likely be postponed.

Transport ministers of the 15-nation 
European Union (EU) quickly called for talks 
on further strengthening of airline and airport 
security measures. The early consensus was 
that carriers would have to start following 
the hardline tactics employed by Israeli flag 
carrier El Al. These include the use of plain-
clothed armed security personnel on all flights 
and reinforced cockpit doors that carry a sig-
nificant weight penalty, requiring the removal 
of some airline seats. Associated hikes in air-
line ticket prices, combined with worldwide 
security concerns, inconvenient measures such 
as minimum check-in periods of four hours 
and restrictions on cabin baggage, are widely 
expected to cause a slump in the hitherto bur-
geoning levels of traffic growth. 

Commenting privately for fear of seem-
ing to capitalize on the terrorist attacks, sev-
eral business aviation executives predicted 

that adverse conditions in the airline indus-
try could well boost the appeal of corporate 
aircraft. The rationale for this is easy to see, 
but with revenues widely expected to fall it 
could equally be supposed that companies 
may have a hard time coming up with the 
cash required to start using business aircraft.

Predictably, prices on the futures market 
for oil increased by 10 to 15 percent in the week 
following the attack. With the prospect of war 
mounting, it seemed inevitable that pledges 
by the Organization of Petroleum Exporting 
Countries (OPEC) to preserve rates of output 
would not prevent significant hikes in jet-A 
pump prices within the next few weeks.

Similarly, with the insurance industry 
facing catastrophic losses that have been 
conservatively projected at a minimum of 
$20 billion, brokers were already warning 
of marked increases in premiums. Some also 
suggested that U.S. insurers will likely fol-
low the European example of refusing to 
cover acts of terrorism. 

On September 18 the European 
Aeronautic Defence and Space Company 
(EADS) announced it is making a $2 mil-
lion donation to support victims of the ter-
rorist attacks. The European group includes 
the Airbus and Eurocopter companies. Its 
joint CEOs, Rainer Hertrich and Philippe 
Camus, commented: “In this time of un-
precedented sorrow and challenge to values 
that we share and cherish, we want to show 
our solidarity with all those who have suf-
fered and are still suffering owing to this 
cruel and ruthless attack.” o

International aviation industry 
reacts to U.S. terrorist attacks

SAFE FLIGHT EXEC,  
SON OF FOUNDER,  
KILLED IN ATTACK

Donald Greene, 52, executive vice 
president of bizav equipment supplier 
Safe Flight Instrument and a son of 
company founder Leonard Greene, 
was killed on United Airlines Flight 
93, the Boeing 757 that was hijacked 
and crashed in Pennsylvania on 
September 11. In addition to being 
the inventor and manufacturer of stall 
warning and wind-shear warning sys-
tems, as well as numerous other safety 
devices for business airplanes since 
1946, Safe Flight Instrument of White 
Plains, N.Y., was also a pioneer mem-
ber of the Corporate Angel Network. 
In remembrance of his son, Leonard 
Greene asks that donations be made 
to the Corporate Angel Network in 
White Plains or the National Alliance  
of Breast Cancer Organizations in 
New York City. –G.G.

September 16, but as of September 18 its first 
flight of the day carried only four passengers.

Tropical Storm Gabrielle, with sustained 
winds of 40 kt, complicated the reopening 
of airspace, but by September 17 the severe 
weather system was no longer a threat.

The continued prohibition of VFR flights 
rocked the airshow industry. As of the first 
weekend following the attacks, the Reno Air 
Races had been canceled, costing that city 
some $40 million in related revenue. Another 
casualty was the Salinas International Show, 
along with others affecting one million spec-
tators. Salinas, though, opened its gates to 
accept donations for victims and the fire and 
police crews, providing ground entertain-
ment and tours of aircraft that had arrived 
but were parked idle. In addition to VFR 
restrictions, the airshow industry stood to 
lose support from military assets redirected 
to active deployment.

On the morning of Saturday, September 
15, Mary Schiavo, former DOT inspector gen-
eral, toured the television networks to point 
out that she had been right all along about 
the vulnerability of U.S. commercial air travel 
and airports. Schiavo called for federalization 
of the security screening process, which is cur-
rently delegated to individual airport sponsors. 
She recommended that air travelers stay away 
from the system until corrections were made.

Historic Precedent
Though the recent closure of the NAS was 

by far the largest, the longest in duration and 
the most costly in aviation history, the ground-
ings, per se, were not a first. In fact there have 
been at least three previous publicly known 
groundings, as well as civil groundings initi-
ated but halted before they took full effect.

During the Cold War, to test continental 
air defense against manned Soviet bombers, 
Norad and the Strategic Air Command con-
ducted exercises in each of three consecutive 
years, requiring civil aircraft groundings 
ranging from five to 12 hr in all of the U.S., 
except for Hawaii, and all of Canada. 

The first such exercise, Operation Sky 
Shield, ran from 2 a.m. to 8 a.m. on Sept. 10, 

1960. The second and largest, Sky Shield II, 
was conducted from 1 p.m. on October 14 
through 1 a.m. on Oct. 15, 1961. Sky Shield 
III, held Sept. 2, 1962, was intended to run 
5.5 hr beginning at 3 p.m., but an accidental 
early penetration of the Pacific barrier by a 
SAC B-52 sent Norad into maximum alert 
for eight hours.

During Sky Shield II, 2,900 commercial 
passenger flights were canceled, affecting 
125,000 passengers, with much lower but cor-
responding effects in Canada. At least 559 in-
tercept fighters, including the Voodoo, Delta 
Dart and Skyray, flew sorties over U.S. cities 
to engage U.S., Royal Canadian and British 
Royal Air Force heavy bombers, including 
the Vulcan, B-47 and B-52, which posed as 
Soviet forces attacking from over the Arctic. 

Missile defenses were activated throughout 
North America. Aloft, the U.S. Navy provided 
sea flanks, with radar-equipped WV-2 Super 
Constellations, nicknamed “Warning Stars.” 

The grounding order, which appeared in 
the Code of Federal Regulations, required 
all civilian pilots north of the Mexican bor-
der, except for Hawaii, to be on the ground 
or outside the exercise area, “giving con-
sideration to such delay factors as weather 
and air traffic.” Provision was made for cer-
tain operations, “in the interest of health or 
safety, such as those that may be necessary 
to prevent, or to provide relief from, fire, 
flood, or accidents, or for emergency medi-
cal treatment or assistance.” 

Airports and airlines had been given more 
than two months’ notice of the Sky Shield 
II groundings and took advantage to hold 
public open houses or to perform equipment 
upgrades. At least 50 U.S. airports displayed 
1,800 airliners in static exhibit and conducted 
walking tours. At New York International 
(Idlewild, later JFK), 40,000 visitors toured 
such new airliners as the Astrojet.

At least one publicly known near-
grounding was initiated. On Nov. 9, 1979, 
the SCATANA plan was set into motion 
after an alert at Norad that was triggered 
by false reports fed from a computer tape 
intended for simulations but was mistaken 
for a genuine attack. The FAA controllers in 
a limited regional area prepared for immedi-
ate grounding of all civil aircraft. Within six 
minutes, the mistake was discovered and the 
order rescinded. o

Shutdown
continued from page 37
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by Paul Lowe

The days following the unprec-
edented shutdown of the National 
Airspace System caused massive 
grumping and anguish in the corpo-
rate and general aviation commu-
nity, exacerbated when the federal 
government allowed only “commer-
cial” aircraft to resume flying.

Corporate airplanes were stranded 
far from home –not only around the 
U.S. but overseas as well–with flight 
crews and passengers forced into  
extended RONs. As the days wore  
on, tempers wore thin, as many 
NBAA members and others la-
mented publicly about what NBAA 
was or wasn’t doing.

Even when Washington allowed 
limited “commercial” operations to 
resume on Wednesday, September 
12, at 11 a.m. EDT, other non-Part 
121 operators remained grounded. 
But when Part 135 was permitted 
to relaunch the next day, some in-
ternecine warfare erupted between 
those operating under Part 135 and 
those operating under Part 91.

The federal government, un-
able or unwilling to distinguish be-
tween business aviation and other 
generic GA, apparently was fear-
ful that any still at-large terrorists 
remaining in the country could 
turn GA aircraft into a means of 
escape or put the aircraft to other 
nefarious uses.

Soon after the first terrorist at-
tack, the NAS was locked down 
except for airborne aircraft head-
ing to the nearest landing facility 
and military/government flights. 
By the next day, the FAA partially 
reopened the nation’s major air-
ports to enable interrupted airline 
flights to continue on to their origi-
nal destinations. But passengers 
who reboarded had to undergo 
new security rules–tightening of 
check-in procedures, the searching 
of airplanes before every flight and 
more random identification checks.

When airlines and Part 135 
operators were allowed to resume 
flying on September 12–lumped to-
gether as “commercial” aviation–
Part 91 operators understandably 
became upset. The NBAA’s Air 
Mail forums were inundated with 
messages from unhappy member 
pilots, anxious to get their aircraft 
home or moving again and upset 
that they were being lumped in 
with the rest of general aviation.

But business aviation–and, 
indeed, GA as a whole–was par-
ticularly fortunate to have a 
knowledgeable and longtime 
aviation supporter at the helm 
of the Transportation  Dep- 
artment. On Friday, September 14, 
DOT Secretary Norman Mineta, 

a former pilot whose two stepsons 
are commercial pilots, approved 
certain GA flights back into the air, 
effective at 4 p.m. EDT that day.

“Effective today, general avia-
tion–that important segment of 
aviation consisting of privately 
owned and operated aircraft–will 
be allowed to resume flights op-
erating under instrument flight 
rules, or IFR,” Mineta announced. 
“Under IFR, certified pilots oper-
ate under direction from air traf-
fic controllers, after filing specific 
flight plans with the FAA.”

He said that “temporarily” GA 
flights would not be allowed to fly 
within 25 nm of New York City 
and Washington. Those restrictions 
will be kept in place until further 
notice as officials continue to as-
sess the recovery situation in those 
cities over the near term, the DOT  
announcement said. 

By the weekend, windows were 
opened to allow some aircraft 
stranded within those 25-nm “no-
fly zones” to depart. But despite 
business aviation’s green light to 
mostly resume “normal” opera-
tions, any illusions that it would 
return to what had been considered 
normal were quickly dashed.

When the FAA’s Air Traffic 
Control System Command Center 
(ATCSCC) announced that Part 
91 IFR aircraft were being granted 
clearances to depart Washington 
Dulles International Airport 
(IAD), it said flight crews should 
plan for IAD radar vectors to the 
Linden VOR and then as filed.

ATCSCC said that once flight 
plans are accepted, flight crews 
will need to be transported by 
local FBOs for processing through 
existing airline security check-
points and then transported di-
rectly to their aircraft. Further, it 
said that no additional access to 
the FBO or other airport property 
will be allowed following the secu-
rity screening.

Predictably, the terrorist attacks 
prompted Congress into another 
round of hearings and studies, and 
stirred worries of yet new knee-jerk 
reactions. Reagan Washington 
National Airport (DCA) was shut-
tered along with everything else 

on September 11, and except for 
aircraft leaving with only flight 
crews on board, it remained closed. 
Because its northern Potomac 
River corridor runs within a few 
hundred feet of the P-56 prohib-
ited area, a Bush Administration 
official said it may remain closed 
“for a long time.” There were calls 
to close it permanently, despite 
doubts that Dulles and Baltimore-
Washington International airports 
could immediately absorb the dis-
placed passengers.

Many in general aviation al-
ready fear that airport security 
restrictions could spill over into 
smaller general aviation airports, 
where protection consists mostly 
of a perimeter fence and gates. 
According to some aviation secu-
rity consultants, a small airplane 
packed with explosives can be 
flown relatively easily into large 
airports. The FAA refused to say 

whether it has specific plans to bol-
ster security at small airports. 

Within days of the attacks on 
the World Trade Center and the 
Pentagon, Congress passed a $40 
billion supplemental spending bill 
to fight terrorism. Included in that 
was money to increase transporta-
tion security. Several members of 
the House aviation subcommittee 
announced that they planned to 
introduce legislation by the end 
of last month that would greatly 
expand the FAA’s sky marshals 
program, federalize the airport se-
curity screening system and limit 
all airline passengers to one carry-
on bag.

The Senate Committee on Com- 
merce, Science and Transportation 
said it would hold a hearing on 
aviation security the following 
week, and the Sunday after the at-
tack, Mineta formed two “rapid re-
sponse teams” to deliver “detailed 
recommendations” for improving 

EXHIBITORS RESPOND TO RESET NBAA CONVENTION 
•	At	a	meeting	on	September	20,	 the	NBAA	board	of	directors	decided	to		
re-schedule	 the	association’s	54th	annual	convention	and	 trade	show	 for	
December	12	to	14	in	New	Orleans.	The	association’s		annual	meeting	of	
members	has	been	scheduled	for	October	31	in	Washington.	The	annual	
convention	and	meeting	was	originally	scheduled	for	September	18	to	20	in	
New	Orleans,	but	was	canceled	following	the		terrorist	attacks	of	September	
11.	At	press	time,	major	exhibitors	were	deciding	if	 they	would	attend	the	
rescheduled	event.	Raytheon	announced	after	the	cancellation	that	it	would	
not	attend	a	re-scheduled	event.

MANY CHANGES BEING MADE TO CONVENTION
•	NBAA	will	not	host	social	events,	including	the	safety	awards	banquet	at	
the	association’s	rescheduled	convention.	New	security	procedures	will	be	in	
place	for	attendees	and	exhibitors.	Aviation,	business	and	government	lead-
ers	will	present	a	plenary	session	to	address	the	current	state	of	business	
aviation.	 Informational	sessions	will	be	presented	on	new	federal	security	
actions,	security	practices	of	NBAA	member	companies,	business	aviation’s	
role	 in	the	economy	and	the	benefits	of	business	aircraft	use	available	to	
non-operators.	Registration	and	exhibitor	space	fees	previously	paid	will	be	
re-applied	or	refunded	at	the	participant’s	discretion.

FAA ASKS MCSWEENY TO DELAY DEPARTURE 
•	Thomas	McSweeny	is	delaying	his	planned	departure	from	the	FAA	at	the	
request	of	the	agency.	McSweeny	agreed	to	continue	serving	as	associate	
administrator	for	regulation	and	certification	through	at	least	this	month.	He	
is	preparing	to	join	Boeing	as	director	of	international	safety	and	regulatory	
affairs.	Peggy	Gilligan,	who	was	McSweeny’s	deputy	director	and	set	 to	
	replace	him,	has	been	assigned	to	manage	an	FAA	security	team	formed	as	
a	result	of	last	month’s	terrorist	attacks.	

BOEING PLANS HAVE UNCERTAIN EFFECT ON BBJ
•	Boeing	Business	Jet	officials	in	Seattle	were	uncertain	at	press	time	how	the	
BBJ	program	would	be	affected	by	the	planned	layoffs	of	between	20,000	and	
30,000	Boeing	employees	by	the	end	of	next	year.	The	decision	comes	amid	
an	actual	and	expected	drop	in	orders	for	Boeing	airliners	as	a	result	of	last	
month’s	terrorist	attacks.	Deliveries	of	airliners	this	year,	which	Boeing	had	ex-
pected	to	be	538	aircraft,	could	be	as	low	as	500.	For	next	year,	deliveries	are	
estimated	to	be	in	the	low	400s,	compared	with	the	510	to	520	previously	fore-
cast.	Delivery	expectations	for	the	BBJ	were	not	immediately	available.	

ATTACKS LEAD TO SURGE IN CHARTER REQUESTS
•	Some	charter	companies	are	reporting	new	interest	and	bookings	as	a	re-
sult	of	 last	month’s	terrorist	attacks.	Demand	is	reportedly	up	in	response	
to	more	time-consuming	airline	check-in	security	requirements,	as	well	as	
the	perception	that	charter	will	provide	better	security.	One	wire	story	said	
a	charter	service	in	Southern	California	reported	a	110-percent	increase	in	
customer	calls.	A	Wisconsin	company	said	customers	are	booking	 longer	
interstate	flights	normally	handled	by	airlines.	

GV-SP TEST FLYING INTERRUPTED BY GROUNDING
•	Gulfstream	was	able	to	make	the	first	two	flights	of	its	GV-SP	prototype	for	
a	total	of	five	hours	before	all	aircraft	operations	in	the	U.S.	were	brought	
to	a	sudden	stop	for	several	days,	following	last	month’s	terrorist	atrocities.	
The	ultra-long-range	GV-SP	prototype	made	its	first	flight	August	31,	several	
weeks	ahead	of	its	originally	announced	schedule.	Certification	of	the	GV-SP	
is	scheduled	for	the	fourth	quarter	next	year.

NO-FLIGHT ZONES STIFLE PART 91 OPERATIONS
•	In	the	aftermath	of	 the	U.S.	terrorist	attacks,	general	and	business	avia-
tion	 is	 facing	severe	flight	restrictions.	For	example,	flights	below	3,000	ft	
agl	within	a	three-nautical-mile	radius	of	any	major	professional	or	college	
sporting	event	or	“any	other	major	open-air	assembly”	are	now	prohibited	
throughout	the	U.S.	VFR	flying	below,	through	or	above	enhanced	Class	B	
airspace	was	not	allowed.	There	was	a	Part	91	no-fly	zone	within	a	25-nm	ra-
dius	of	DCA	and	JFK,	which	shut	down	operations	at	several	key	GA	airports.	
The	FAA	was	expected	to	reduce	that	radius	to	18	nm,	which	would	re-open	
Teterboro	and	Dulles	Airports.	In	Chicago,	O’Hare	Airport	was	closed	to	Part	
91	operations,	Meigs	was	closed	to	all	operations	and	at	Midway	operators	
must	comply	with	new	security	requirements.	Reagan	Washington	National	
Airport	remained	closed.	

WILL SEPT. 11 EVENTS AFFECT NEW FRAX RULE? 
•	Operators	have	only	until	October	18	to	comment	on	the	notice	of	proposed	
rulemaking	that	would	create	rules	covering	fractional	aircraft	ownership	op-
erations,	but	the	business	aviation	community	is	concerned	that	the	events	of	
September	11	may	have	a	profound	effect	on	the	rules	being	adopted	as	they	
are	now	proposed.	Meanwhile,	comments	are	due	October	12	on	the	FAA’s	
proposed	long-term	solutions	to	congestion	and	delay	problems	at	New	York	
La	Guardia	Airport.	Under	one	plan,	congestion	pricing	from	$350	to	$700	per	
operation	of	airliners	and	GA	aircraft	would	be	assessed	during	peak	periods.	

ALSO NOTED…
•	In	the	aftermath	of	last	month’s	terrorist	attacks,	Honeywell	is	accelerating	
cost-cutting	efforts	to	help	shield	it	from	the	abrupt	downturn	in	the	airline	
	industry.	Job	cuts	will	 total	12,000	by	 the	end	of	 the	year,	up	 from	about	
8,200	disclosed	previously.	Honeywell	anticipates	“renewed	interest	in	busi-
ness	 jet	 travel,”	which	 it	hopes	will	play	a	 role	 in	offsetting	 the	economic	
downdraft	in	the	airline	industry…Aircraft	owners	and	operators	temporarily	
will	have	as	 long	as	60	days	to	pay	ATC	service	bills,	said	Nav Canada,	
because	of		“critical	cash	flow	problems”	facing	the	air	transportation	industry	
in	 the	wake	of	 the	September	11	 terrorist	attacks	 in	 the	U.S…Due	to	 the	
September	11	terrorist	attacks,	Saab Aircraft	has	postponed	its	Saab	340	
worldwide		operators	conference	scheduled	for	October	22	to	25	in	Phoenix.
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‘Normal’ operations for 
bizav are a long way off

A	response	unit	of	the	police	force	of	the	Metropolitan	Washington	Airports
Authority	(MWAA)	blocked	the	vehicle	entrance	to	DCA,	stopping	each	arriving
shuttle	bus	of	airport	employees	and	boarding	to	check	identification.	Out
of	view	of	this	photo,	pedestrian	access	to	the	airport	was	blocked	by
police	with	dogs,	and	the	Washington	Metrorail	station	several	hundred	feet
from	the	checkpoint	remained	closed.

more on facing page
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security within the NAS. There were no rep-
resentatives of GA on either.

The promised House bill would also 
federalize the airport screening system, re-
placing what legislators called underpaid, 
under-trained screeners with trained security 
professionals. Not surprisingly, that con-
cept was also immediately embraced by the 
Air Transport Association. The next day the 
ATA called on the FAA to “look seriously at 
nationalizing” the screening process; deploy 
high-visibility, armed, uni formed presence at 
airports–law enforcement and military; and 
redeploy and expand the use of sky marshals.

The Air Line Pilots Association has re-
versed its position, advising its members to 
consider depressurizing the aircraft or using 
abrupt maneuvers to keep hijackers off bal-
ance and away from the controls. It also rec-
ommended that cockpit crash axes should be 
considered as a potential defensive weapon 
and said pilots should be prepared to kill a 
cockpit intruder.

Previously, ALPA, which represents 
59,000 airline pilots at 49 airlines in the U.S. 
and Canada, had concentrated on the tradi-
tional hijacker who wanted to divert the air-
craft or have other demands met. Having the 
airplane used as a weapon of mass destruc-
tion had never been a consideration.

Heightening Security
Despite the patriotic rhetoric, the na-

tion’s track record in improving airline 
security is dismal. About a decade ago, a 
Presidential commission appointed by the 
elder President Bush proposed a series of 
screening reforms. But the airlines objected 
to a proposal for criminal background 
checks of all airport workers, and a wa-
tered-down version was adopted. 

When it was thought that TWA Flight 800 
had been brought down by terrorists off Long 
Island, N.Y., in 1996, Congress ordered the 
FAA to tighten the searches for bombs and 
weapons. But when the investigation revealed 
that a fuel-tank explosion had felled the 747, 
screening reform efforts slowed to a crawl.

A year later the FAA proposed new certi-
fication requirements for companies that bid 
on security checking contracts. But it failed to 
set standards or conduct a cost-benefit analy-
sis, as required by federal law. Once that was 
done, more public comments had to be solic-
ited. The FAA promised a rule by last April, 
but it was further delayed by the change in 
Administrations.

Early speculation was that some of the 
terrorists began their journey at Portland, 
Maine, where they expected to face little scru-
tiny, especially early in the morning, for their 
flight to Boston Logan International Airport, 
where security has been notoriously lax.

While the federal government moved 
quickly to shore up security procedures for 
airline operations, many in general aviation–
and particularly in business aviation–were 
expressing concern about how their own op-
erations would be affected. 

Signature implemented a plan of height-
ened security at all of its facilities, and the 
outline is probably a portent of things to 
come at many other FBOs.

The Signature plan includes:
•  Where airport regulations permit,  outside 

security personnel will be hired to patrol 
access to its facilities and ramps. Where 
airport regulations do not permit the use 
of outside security, the company will use its 
own trained employees.

•  For transient customers, Signature has im-
plemented a special security system in which 
a code will be issued to a crew upon their 
arrival, and must be presented to return to 
the aircraft.

•  Flight crews will be required to identify 

themselves to Signature with their pilot’s li-
cense and government-issued photo ID (such 
as passport or driver’s license) before exiting 
the company’s terminals to the ramp area.

•  Signature will require flight crews to identify 
all passengers on their aircraft before exiting 
the aircraft.

•  Signature employees will be required to 
escort flight crews and their passengers to 
their respective aircraft. All flight crews and 
passengers will be required to walk directly, 
and as a group, to their aircraft and not 
delay entering the aircraft. At certain air-
ports, where escorting the crew passengers 
is not feasible, dedicated employees will be 
stationed on each ramp with binoculars and 
radios to provide line-of-sight surveillance 
of all ramp activity.

•  Disembarking passengers on arriving air-
craft will be escorted by Signature employ-
ees to the Signature terminal.

•  No cars, limousines, taxis, rental cars, ven-
dor vehicles or other vehicles will be allowed 
on the Signature ramp.

•  All curbside vehicles will be required to 
drop their passengers at the Signature  
terminal, and then immediately move from 
the terminal.

Signature said the new procedures will 
remain in force until permanent security pro-
cedures are in place, and it promised to “do 
everything possible to minimize your incon-
venience.” But it also warned there may be 
some additional delays.

An NBAA member attempting to depart 
Teterboro reported that authorities there 
were screening crews as if they were passen-
gers on commercial airliners, searching for 
sharp objects (even pens and nail files). The 
member said he sent his bags to his destina-
tion via UPS. 

By the end of the first weekend after  
the attacks on New York and Washington, 
many of the brickbats that had been hurled 
at NBAA had turned into bouquets. But  
if postings on the association’s Air Mail  
sites were indicative of industry-wide think-
ing, there was much rancor still evidenced 
over business/corporate aviation being 
grounded along with the remainder of gen-
eral aviation.

Several respondents called for separating 
business aircraft operations from the rest of 
GA, but NBAA president Jack Olcott cau-
tioned against such a measure. “Such separa-
tion would create a segment of aviation that 
is too small to defend itself on Capitol Hill 
from user fees and too visible to avoid use 
fees,” he said online. “As much as the leaders 
of industry believe in their corporate aircraft, 
they are not very willing to use their lobbying 
resources on business aviation.”

Olcott said that industry would be more 
likely to use its political capital on issues 
relative to its core business. He also pointed 
out that Part 91 operations were released on 
September 14 “without the imposition of spe-
cial rules (except for IFR, which is normal for 
us) or added bureaucracy, which if enacted 
might have become permanent.” 

Meanwhile, NBAA chairman Phil Roberts 
asked the chairmen of the association’s 
standing committees to search for “simple, 
verifiable and effective means to ensure the 
security of our members’ missions, aircraft 
and people.”

The National Air Transportation 
Association (NATA), which represents many 
on-demand air charter operators, said it  
was forming a Business Aviation Security 
Task Force to develop procedures to prevent 
the illegal use of private, corporate, charter 
and fractional business aircraft by potential 
terrorists.

“In light of this week’s tragic events in-
volving commercial airliners, it is important 
to ensure that our nation’s fleet of private 
business and charter aircraft are secure and 
available to meet the critical needs of the 
traveling public without fear of misuse,” said 
NATA president Jim Coyne. o

Operations
continued from preceding page 

by Roger Mola

Najeeb (Jeeb) Halaby, FAA 
Administrator, Sept. 26, 1961: explain-
ing Operation Sky Shield II, the ground-
ing of all U.S. and Canadian commercial 
airlines, general aviation, charter and 
cargo flights on Oct. 14 to 15, 1961, 
to conduct a Norad and Strategic Air 
Command simulation of a Soviet bomber 
attack during the height of the Cold War. 
Halaby addressed these remarks to 600 
NBAA members during the 1961 NBAA 
Convention in Tulsa, Okla. 

“I have been looking forward to this 
meeting to deliver a message, to speak 
through you to the aviation 
community. And my mes-
sage is neither pleasant nor 
popular. It may make you a 
little uncomfortable. Perhaps 
it should. Gentlemen, de-
spite what our past experi-
ence may have been there is a 
necessity now for all of us in 
the aviation industry to act 
in preparation for possible 
disaster, to move forward 
with plans to survive any 
nuclear attack that may be 
thrust upon us.

“The prospect of a nuclear 
attack is most awesome. To 
linger on it is almost to de-
spair. To dwell on it at length 
and without action is to be 
defeated. But to take it in 
hand, to consider it, to accept 
it and then to prepare for it, 
this approaches the heroic. It 
is for the thoughtful man, an 
opportunity to prove his stuff 
and substance.

“The prospect of a resolute nation, 
determined and ready to dig in, a nation 
convinced of its ability to sustain punish-
ment, a nation committed to survival and 
victory; this is in itself a potent weapon. It 
will, in part, be the instinctive self-reliance 
of the unregimented, the individual lead-
ership of the unorganized, the native get 
up and go of free citizens, that will keep 
us unbowed.

“As Americans, especially as lead-
ers in aviation, we have an obligation, a 
responsibility to our nation, not only to 
survive but to pull ourselves out of the 
mud, if we find ourselves there, and move 
forward. And this is what I ask of you 
today; to give to the nation a solid dem-
onstration of aviation’s determination 
to survive, to win. You who have been 
hesitant, take up a new course. Meet with 
our disaster control officials. Study their 
recommendations, and then without fan-
fare or alarm move out and get the job 
done. I ask you business airmen to make 
your preparations, learn the tasks and 
complete the required exercises. I should 
like in the near future to know that this is 
done. I should like to know that aviation, 
should we find ourselves face to face with 
the disaster of nuclear war, has made 
preparations. I should like to know that 
aviation is ready. Thank you.”

 
Jack Olcott, president of NBAA, Sept. 12, 
2001: explaining the cancellation of the 
2001 NBAA Convention scheduled for 
September 18 to 20 in New Orleans after 
the terrorist attacks the previous day. 

“This is, as stated on the television, a 
war. It’s the way that third world nations 
fight a war; they are individuals in war 

without uniform, targeting our civilians. 
You and I are the combatants. If you 
and I dis rupt our normal lives, we have 
lost. We don’t have a specific plan yet 
for the next few days; we are set to learn 
from this.

“The events of yesterday were acts 
of war, as many of our nation’s leaders 
have stated. Unconventional war, but 
war nevertheless. The perpetrators are 
using the only weapon they believe they 
have available to them [terrorism] and 
their targets are you and me–the citizens 
of our country. We believe that terror-
ists win when they cause us to change 
our way of life, our way of conducting 

business and our confidence 
in ourselves. Thus the chal-
lenge for the NBAA centered 
on how we would respond in 
a way that was sensitive to 
the nation’s needs and effec-
tive, yet not be curtailed by 
terrorism.

“Together, we will fight 
this war the best way we can. 
As citizen soldiers moving on 
with our lives, with confidence 
that our system will protect 
us, and prevail.

“Each individual with 
whom I spoke said terrorists 
must not dictate our actions. 
Rather than going forward 
with the convention as usual, 
however, they recommended 
a more focused response, 
such as using the resources 
of the association’s staff and 
members to coordinate busi-
ness aviation capabilities 
with the needs of the Federal 
Emergency Management 

Agency, the American Red Cross and 
other government agencies. Our staff  
is doing these actions, as directed by  
the board. Furthermore, NBAA’s 
Annual Meeting & Convention is an  
informational exchange, and the need 
for information is greater today than 
it was before Tuesday’s tragic events. 
Issues such as security, dealing with air-
port issues and ATC are hotter today 
than yesterday.” o

Forty years ago and  
today: facing a crisis

Najeeb Halaby

Jack Olcott

Closing the gAte
On September 14, three days after 

the terrorist attacks, the U.S. Customs 
Office notified NBAA that the General 
Aviation Telephonic Entry (GATE) 
program was closed. GATE allowed 
approved pilots and passengers flying 
from Canada to the U.S. to give cus-
toms advance notice by calling a toll-
free number and obtaining a telephonic 
entry number.

Previously, authorized aircraft could 
fly directly to the approved U.S. airport 
of entry (frequently the aircraft’s home 
field) and avoid long delays for cus-
toms inspections. In most cases, no 
inspection was required.

Until further notice, all flights en-
tering the U.S. from the Canadian 
border must stop and be inspected 
by the U.S. Customs Service at a 
designated border inspection port 
of entry. NBAA said that Southern 
Border Overflight Exemptions will 
still be allowed, but that is subject to 
re-evaluation. –P.L.
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by Stephen Pope

The chaos that erupted on the morning 
of September 11 brought a flood of ques-
tions. Where were these airplanes coming 
from? Who was flying them? Why were they 
crashing into skyscrapers? In short, what on 
earth was happening?

For hours there was no official word 
from  Washington. Through a spokes-
woman, the White House told the nation the 
President had been hurried onto Air Force 
One, which was in the sky headed for an 
“undisclosed location.”

Soon key details of the attacks started to 
emerge. Anchors on the major cable networks 
announced the flight numbers of all the air-
craft involved, along with the aircraft types, 
departure airports and scheduled destinations. 

Remarkably, the networks even had the 
radar-based flight paths of the airliners, and 
were showing the exact routes the airplanes 
had taken. It was a quartet of eerie loops that 
left no doubt about the precise moments the 
hijackers had taken control of each airplane.

How was it that the major television net-
works were all able to relay such informa-
tion so soon after the terrorist attacks? 

Shortly after the crashes, officials at  
several Web sites, including one called 
FlightExplorer.com, brought up the FAA-
derived aircraft situation data (ASD) for 
all the airplanes involved and put the flights 
through software filters. When it was clear 
that these indeed were the aircraft involved 
in unleashing the mayhem, the Web sites 
sent the information to the TV networks, 
so that not only did the networks have the 
basic flight information, they were also able 
to show the world the precise paths of each 
of the ill-fated jetliners. 

“If we had to wait for an official NTSB re-
port, I think it’s safe to say it would have taken 
months to get this information,” one anchor 
told viewers as the flight-tracking feed played 
on the screen, only hours after the attacks on 
the World Trade Center and the Pentagon. 

Viewing the flight paths each of the air-
planes took is a chilling experience. American 
Airlines Flight 11, a Boeing 767, the one 
that had crashed into the North Tower, 
was shown climbing out of Boston Logan 

International Airport and heading to the west 
on a Great Circle route toward Los Angeles. 
Its flight number, altitude, groundspeed, type 
and ETA were all included in a data tag next 
to a small aircraft-shaped blip. Then, sud-
denly, the airliner could be seen making an 
abrupt 130-deg left turn and heading down 
the Hudson River, directly for its target. 

Meanwhile, United Airlines Flight 175, 
also a 767, also out of Boston Logan, made 
a gradual turn to the south, but headed out 
over New Jersey and circled back to ap-
proach Manhattan from the opposite di-
rection, over the Statue of Liberty, before 
crashing into the South Tower 21 min after 
the first airplane had hit the North Tower. 
The third jet, American Airlines Flight 77, a 
Boeing 757, flew toward LAX as far as east-
ern Kentucky before turning back toward 
the capital and crashing into the Pentagon. 

The fourth airliner, United Flight 93–the 
757 that crashed in Pennsylvania–made it 
to Cleveland before turning back toward 
the southeast. Its track showed something 
strange, however: instead of flying to a city 
and crashing like the other airplanes had, 
the radar track showed a slight meander-
ing, and then the blip disappeared from the 
screen. There were erroneous reports for a 
brief period that the airplane had crashed 
at Camp David, the Presidential retreat in 
western Maryland. We now know the heroic 
efforts of a group of passengers may have 
saved the White House or the Capitol.

With a graphic picture of the exact flight 
paths of the aircraft involved in the worst ter-
rorist attack in U.S. history, the overwhelm-
ing confusion that otherwise would have 
been experienced by a dismayed nation was 
at least diluted slightly. Suddenly, the coun-
try could see where these rogue airplanes had 
come from and how they had arrived at their 
ultimate targets. A small but important part 
of the mystery had been solved.

Flight-tracking providers such as Flight 
Explorer came into being in 1995 after the 
FAA opened its ASD data stream to private 
companies. Before then only the airlines had 
access to the feed from the DOT’s Volpe 
Center in Cambridge, Mass., which they used 
to keep track of their own fleets. Since then, 
many of the services have been enhanced and 

expanded, and today many Web sites offer 
free tracking of all airline flights.

Also included in the feed are all Part 
91 aircraft operating on IFR flight plans. 
Security concerns prompted NBAA and cor-
porate operators in 1997 to lobby the DOT 
for a way of blocking tail numbers from 
the system as some operators became wor-
ried about the security of their passengers. 
Flight-tracking providers soon voluntarily 
agreed to block the tail numbers of aircraft 
operators who did not wish to be included 
in the ASD data stream. As a result, NBAA 
now acts as a clearinghouse to coordinate 
the tail-number blocking program. o
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Flight-tracking providers were 
pivotal in identifying airliners

HIJACKERS TRAINED AT U.S. FLIGHT SCHOOLS
No one believed for a moment that any hijacked airline pilot would fly a fuel-laden 

Boeing into the World Trade Center or the Pentagon, even with a gun to his or her head. 
So it was assumed from the beginning that hijackers had to fly them, and the hijackers had 
to be trained pilots. As evidence was uncovered, it became sickeningly apparent that these 
suicide pilots were not trained to fly in some remote terrorist enclave, but rather in the U.S. 
While experts disagree on how much training would be required to fulfill the suicide mis-
sions, it seems clear the suspected hijackers had trained at least to the commercial multi-
engine level. Two of the hijack pilots reportedly obtained some instruction in a Boeing 727 
simulator at SimCenter in Opa-Locka, Fla.

The FBI has reported that there were a total of 19 hijackers on all four airliners. Seven 
were listed as pilots. On American Airlines Flight 11 out of Boston, the first to crash into 
the World Trade Center, five hijackers were alleged to be among the 81 passengers. Four 
of those five were listed by the FBI as pilots, though the level of their training and experi-
ence remained unclear at press time. Mohammed Atta, 33, is believed to have been at the 
controls. 

On United Airlines Flight 175, the airplane that crashed into the South Tower of the 
World Trade Center, there were also five hijackers. Only one, Marwan al Shehhi, was listed 
as a pilot. Along with Atta, he is reported to have taken flying lessons at Huffman Aviation 
in Venice, Fla. On American Flight 77, which crashed into the Pentagon, Hani Hanjour was 
the sole pilot among five hijackers on board. 

Finally, Ziad Jarrahi was the lone pilot among four hijackers on United Flight 93. Jarrahi 
was the only unsuccessful suicide pilot among the seven. His aircraft, possibly headed for 
the White House or the Capitol, crashed in rural western Pennsylvania, likely the result of 
action taken by passengers to thwart the hijackers once cellphone conversations spread 
the word that other hijacked aircraft had been used as weapons. At press time, government 
officials were considering honoring those passengers with the highest decoration available 
for non-military heroes, the Presidential Medal of Freedom.

Besides Huffman, other flying schools have been identified as places where the hijack 
pilots received training. FlightSafety Academy in Vero Beach, Fla., trained Abdul Alomari, 
who lived with his wife and four children in a rented house in Vero Beach. Alomari’s fam-
ily returned to Saudi Arabia a few weeks before the attacks. Two neighbors also wore the 
white shirts and epaulets of FlightSafety Academy. At press time, Amer Kamfar was still at 
large and considered possibly armed and dangerous. Adnar Bukhari, another Saudi stu-
dent, has been detained and is said to be cooperating in the investigation.

Huffman Aviation proprietor Rudi Dekkers remembered Mohammed Atta and Marwan al 
Shehhi as walk-in students who paid for their flying by check–about $10,000 each between 
July and November last year. Though it’s unclear how much experience the two men had 
when they left Huffman, a small flight school on Florida’s west coast, Dekkers told investi-
gators he believed they went from there to someplace else where they could train on more 
advanced aircraft. These are the two pilots who received six hours of 727 simulator time, 
each, at SimCenter.

Atta and al Shehhi were identified by a bartender and waitress as being at a Hollywood, 
Fla. seafood restaurant on the night of September 10. According to a report, they were 
joined by a third unknown man and talked throughout the night. Atta was observed to be 
“really upset,” according to the restaurant manager.

Another of the hijack pilots reportedly graduated from Embry-Riddle Aeronautical 
University in Daytona Beach, Fla., in 1997. ERAU and FlightSafety have both said they rely 
on foreign students’ visa status to ensure they are not training potential terrorists. So far, no 
evidence of any visa irregularities has appeared regarding the hijack pilots. Visas for foreign 
students are issued by the U.S. State Department.

Two of the 19 hijackers are said to have been on the FBI wanted list, though neither 
of those men was listed among the hijack pilots of the suicide airliners. They apparently 
played non-flying roles in the hijackings.

What do these developments mean for flight-training providers in the future? Though 
none of the schools that trained the hijack pilots did anything wrong, industry observers are 
confident there will be additional restrictions and responsibilities placed on flight schools 
and the FAA to guard against a repeat of the September 11 attacks. Some have suggested 
background checks for anyone applying for any form of pilot training. Retroactive checks for 
current license holders could also be in the offing.

In Minnesota, a man was detained because, weeks before the potential attacks, he 
approached a simulator training provider asking to learn how to fly an airliner, “but only to 
steer.” According to a Los Angeles Times story, the man cheered in his jail cell when he 
saw TV reports of the attack. Training providers who have airline-level simulators have 
faced no restrictions on whom they let in their facilities. In some cases, wealthy pilots and 
non-pilots alike have signed up for simulator training sessions for entertainment. One airline 
even held a passenger promotion with a “be a pilot for a day” prize, in which the winner 
would be flown to the airline’s training facility for a session in a training simulator. And some 
queasy fliers have combated their fear of flying by ponying up the cash for a simulator ses-
sion to better understand what goes on in the cockpit while they are strapped in the cabin.

In the days following last month’s suicide attacks, flight schools large and small around 
the country struggled financially with being grounded–ironically during some of the best 
flying weather of the year. In addition, law enforcement made itself known. At Somerset Air 
Service in Somerville, N.J., a pair of state police detectives spent September 16 poring over 
receipts dating back to October 1999. On the counter was a New York Class B airspace 
chart with the New York 25-nm temporary flight restriction buffer marked off in heavy black 
ink. Frustrated instructors bemoaned the lack of flying on a CAVU Sunday as a doe and 
two fawns grazed unconcerned on the grass runway that would normally be crisscrossed 
by gliders and towplanes.

Overhead, hawks and turkey vultures enjoyed the crispy fall thermals as pilots and stu-
dents could only watch enviously from the ground. –M.P.

Shortly after the terrorist attacks, several flight-tracking providers began to release information about 
the airliners involved in the tragedy. News networks were soon announcing the flight numbers, aircraft 
types, departure airports and scheduled destinations, in addition to showing radar-based flight paths.

Note: Dashed line represents flight path when transponder was turned off.
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by Mark Phelps

As all of aviation faces a new reality, 
FBOs are among the most profoundly af-
fected by upgraded security measures. 
Though the attacks on the World Trade 
Center and Pentagon used FAR Part 121 
airliners, business aviation service providers 
have already taken decisive steps to shore up 
their own security. 

On September 15, Signature Flight 
Support published a set of eight changes to its 
security regulations, to be placed into effect 
immediately “until permanent security proce-
dures are in place.” The chain of 19 Mercury 
Air Centers also has new rules to live by. 

Concern Over FBI/CIA Action
Clearly, there is concern about general 

aviation among federal law enforcement of-
ficials. FAA spokeswoman Rebecca Trexler 
told The Wall Street Journal, “There is 
no security at general aviation airports.” 
Former FAA security director Billie Vincent 
told the publication, “If you have the skills 
to get an airplane off the ground–and you 
could rent one–you could load it with explo-
sives and there’s nothing to stop you from 
doing it.” Jim McPhaul, the v-p at Truman 
Arnold Companies who is responsible 
for its chain of nine TacAir FBOs, is con-
cerned about possible federal restrictions. 
On September 19 he said, “Part 91 and Part 
135 operations are beginning to come back, 
but if severe restrictions continue for the 
long term, we will have to consider reduc-
ing staffing levels. I am going to try to get 
to Washington for the NATA meeting this 
Friday [see box, this page]. Hopefully, we 
can forestall CIA or FBI action that could 
be more onerous than a plan we can come 
up with ourselves.”

Other FBOs, both independents and 
chains, have followed the leads of their re-
spective airport authorities. At Los Angeles 
International Airport (LAX), Mercury Air 
Centers followed that pattern, accommodat-
ing standards set by the Los Angeles World 
Airport Authority (LAWA) in conjunction 
with the chain’s own procedures. Though 
Mercury would not reveal specific examples 
of many security measures, a representative 

did say the new standards centered around 
increased scrutiny of identification for pi-
lots and passengers; newly imposed screen-
ing of baggage; and a ban on all automobile 
traffic on the ramp. A representative for 
Mercury at LAX said the additional security 
has added time to the arrival and departure 
procedures, but that pilots, passengers and 
FBO employees have incorporated the ad-
ditional time into their schedules. “Everyone 
has been very understanding of the circum-
stances,” said the spokesman.

Besides the universal banning of all out-
side ground vehicles in aircraft operating 
areas (AOAs), the list of Mercury’s new 
security procedures includes closing and 
padlocking all nonessential airport gates; 
denying ramp access to all unknown per-
sonnel; keeping all nonemployees from line 
operations areas and from behind customer 
service counters; inspecting hangars hourly; 
inspecting restrooms every half hour on stag-
gered schedules; not allowing fuel trucks to 
be left unattended within 100 ft of public ac-
cess areas; changing gate codes monthly, at 
a minimum, with need-to-know-only access 
for Mercury employees; monitoring all ve-
hicle parking areas for suspicious vehicles or 
people; disallowing any long-term parking in 
terminal parking lots; and finally, strictly en-
forcing a ban on disclosing any information 
about tail numbers, owners, destinations and 

any other data about customer aircraft.
For Signature’s part, president Beth 

Haskins posted a detailed letter on the 
company Web site outlining new security 
measures systemwide. Signature employees 
must now escort passengers to and from 
their aircraft, and no private cars, limou-
sines, rental cars, vendor or other vehicles 
are permitted on the ramp. Vehicles drop-
ping passengers at curbside must immedi-
ately leave the terminal.

Unexpected Guests
When the national emergency occurred 

and all aircraft were directed to land, many 
business aircraft were forced to divert from 
their intended destinations. Systemwide, 

TacAir had 125 unexpected aircraft stuck 
on its nine ramps, including a pair of VIP 
Boeing 747s operated by the ruling family 
of Dubai, United Arab Emirates. Though 
FBOs were understandably mum on details, 
Rifton Aviation at Stewart International 
Airport (SWF) in Newburgh, N.Y., told 
AIN that three business jets bound for 
Teterboro (N.J.) Airport (TEB) landed 
there, with “one to two dozen” passengers 
in total. Rifton was able to provide hotel 
and rental car service for the passengers and 

crews of those aircraft. In  addition, said the 
spokesman for Rifton, two airliners diverted 
to SWF and were fueled by Rifton Aviation.

Aircraft Parked on Runways
At Wilson Air Center in Memphis, Tenn.,  

v-p David Ivey said several tenant aircraft 
were taxiing out when he received word 
from the control tower on the morning of 
September 11 that they would have to taxi 
back to the ramp. After about 30 min, he 
was asked to clear his ramp for incoming 
airliners that had been diverted from their 
destinations. He said, “We started to see air-
planes that don’t normally land at Memphis. 
The first was a Delta 767. Then the tower 
told us that the airport was shut down for 
all departures. In all, we had eight airliners 
parked on our ramp. The tower also shut 
down the center runway so airplanes could 
be parked there. They stayed until the air-
space was opened for repositioning flights.”

Ivey said Wilson Air Center also hosted 
a half dozen business aircraft that had 
landed short of their final destinations dur-
ing the crisis. Each aircraft had an average of 
about four passengers who required ground 
transpor tation and hotel service. Ivey added, 
“Fortunately, Wilson Air Center is located in 
the aircraft operating area [AOA], not within 
the security information display area [SIDA] 
where security requirements are much stricter 
because there is direct ramp access to airlin-
ers. Still, we’ve been complying with many 
of the SIDA requirements–such as 10-year 
background checks for employees–because 
NATA had already warned us that higher 
levels of security may be in the offing. From 
what we now expect, it looks like we were 
ahead of the game on that one.” o
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Mercury Aviation Responds to Terrorist Attacks
Mercury Air Group CEO Joe Czyzyk has directed the company’s Mercury Air Centers 

to provide free use of their facilities nationwide for any private or military aircraft on a 
humanitarian mission to New York, as long as there is a need and the flight is a verifiable 
relief operation. Mercury will provide fuel to these aircraft at cost and will not charge ramp 
fees. Pilots should contact Mercury’s Brian Swift at (770) 454-5001 to coordinate their ar-
rival. Mercury Air Centers operates FBOs at 19 airports throughout the U.S.

“This act of war needs to be met by everyday people in whatever walk of life doing 
whatever they can to help. As an aviation company, we hope to be able to help facilitate 
lifesaving travel of supplies and personnel to New York and we call upon all of our cus-
tomers to consider helping out by allowing their aircraft to be used under FEMA’s guid-
ance,” said Czyzyk, who has lived in New York City and has a number of close friends 
who worked at the World Trade Center.  –G.G.

FBOs move to step up security in 
bid to minimize federal impact

NATA Establishes Bizav Security Task Force
The National Air Transportation Association (NATA) announced two days after the 

September 11 terrorist attacks on New York City and the Pentagon the formation of a 
Business Aviation Security Task Force to develop procedures to “prevent the illegal use of 
private, corporate, charter and fractional business aircraft by potential terrorists.” 

“In light of this week’s tragic events involving airliners, it is important to ensure that our 
nation’s fleet of private business and charter aircraft are secure and available to meet the 
critical needs of the traveling public without fear of misuse,” said NATA president James 
Coyne when announcing the task force last month.

The task force will include senior officials of aircraft charter companies, corporate flight 
departments, fractional providers, aircraft and equipment manufacturers, FBOs, airport 
management, aviation security experts and representatives from government agencies 
involved with aviation and public security. NATA chairman Jim Christiansen is serving as 
the task force chairman. 

The first meeting of the task force was scheduled for September 21 in Washington. –G.G.

Following the FAA’s grounding of civil aircraft 
after the September 11 terrorist attacks, Wilson 
Air Center at Memphis (Tenn.) Airport became 
the temporary home for eight airliners diverted 
to the airport.

A van blocks the entrance to Signature Flight Support’s Reagan Washington National Airport facility. 
The airport, and thus the FBO, is closed “indefinitely” due to security concerns over its proximity to 
downtown Washington.
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week, as stranded aircraft made it back to home base, 
but the larger question of when something resem-
bling normality would return remained far from clear 
as this issue went to press. 

How will the attacks affect our freedom to live 
our daily lives, to travel? Will big-airport-style secu-
rity measures have to be introduced at the smaller 
airports frequented by business aircraft? FBO pro-
cedures are already being fortified to reduce the rel-
ative porosity between road and ramp that was so 
appealing to users before September 11 (see page 
45). The National Air Transportation Association, 
representing FBOs and charter operators, swiftly 
established a business aviation security task force, 
and its charter is to create and implement ways of 
ensuring that business aircraft (encompassing pri-
vate, corporate, charter and fractional) are never 
accessible for use by terrorists.

One week after the attacks, The Boston Globe 
ran an article titled “Business jets pose a little-reg-
ulated attack opportunity,” in which it pointed out 
that “the focus on  making airliners more secure 
after last week’s terrorist hijackings ignores the 
fleet of fast and increasingly large corporate jets 
that fly in and out of major cities each day, none 
of them subject to the new rules, or even to the less 
stringent ones formerly in force.”

The Globe article continued: “Passengers on 
the estimated 8,000 business jets operating in the 
U.S. are not checked to see whether they are carry-
ing a knife or a gun. They generally board directly 
off the  tarmac. Their bags aren’t screened before 
going in the cargo hold. And there’s little to pre-
vent a wealthy  terrorist from buying or chartering 
a fully fueled corporate jet–most of which lack the 
safety buffer of a cockpit door–and pointing it at 
Quincy Market, Fenway Park or any of the NFL 
stadiums that will be filled next weekend.”

The vulnerabilities highlighted in the Globe 
were already being addressed before the article was 
published, but this is the new public perception 
that business aviation has to confront. It is certain 
that business aviation users will not come and go 
as freely as they did before September 11, but the 
pieces of that puzzle are still being sorted.

For airliners, there has been talk about isolating 
the flight deck from the cabin with an impenetrable 
door that, presumably, would have to be sturdy 
enough to act as a pressure bulkhead in the event 
of a decompression in the cabin.

In our particular industry, an early question was 
whether or not the NBAA Convention would pro-
ceed as planned in New Orleans on September 18 
to 20. NBAA president Jack Olcott announced, the 
day after the attacks, that the confab would be can-
celed “to redirect the association’s resources toward 
national recovery and aid to the victims and their 
families.” To some extent the decision was molded 
by word on September 11 that some of the biggest 
names on the exhibitor list had chosen to pull out. 

The orchestration of the airspace shutdown 
and, more important, its reopening was perhaps 
the most  vexing question for business aviation in 
the short term. The unfreezing was a tentative pro-
cess, with some false starts, as can be seen in the 
article beginning on page 36. 

Part 91 operators squealed loudly when they 
remained grounded while Part 135 operators, in-
cluded under the federal umbrella of “commercial 
operators,” were released. They were politely re-
minded to view their frustrations in the perspective 
of the carnage in the Northeast. 

Aviation emergency services in both New York 
City and Washington stood ready to answer the 
call, but it quickly became apparent that there was 
pitifully little work for them in moving survivors.

When the markets reopened on September 17, 
stocks of defense contractors generally rose on the 
prospect of war. Two of the big four business-jet 
builders are owned by defense contractors: the 
value of shares in General Dynamics, owner of 
Gulfstream Aerospace, rose 9 percent; beleaguered 
Raytheon rose nearly 27 percent. But Cessna and 
Bell Helicopter owner Textron fell by 10 percent.

It came as no surprise, in spite of talk of $20 bil-
lion in federal aid, that airline stocks were devastated 
by the airspace shutdown and fears of  drastically 
reduced demand for air travel. United parent UAL 
dropped 43 percent, American parent AMR fell 
39 percent, Continental was down 49  percent, 

Northwest was down 37 percent and US Airways 
plummeted 52 percent. The insurance industry is reel-
ing from the prospect of massive loss payouts, and 
observers predict that premiums will rise sharply.

In the minutes after the attacks, lay observ-
ers were at a loss to explain how a hijacker could 
convince an airline pilot to crash an airliner into 
a building. But the pilots of the world knew dif-
ferently long before they heard the first reports 
that the hijackers had commandeered the controls. 
To rub salt in the wounds, it transpired that the 
suicide pilots had been trained here in the U.S., 
thereby involving another facet of the aviation in-
dustry (see box on page 44).

Another chilling issue contemplated by aviators 
on September 11 was the policy on shootdown of 
civilian airplanes by the U.S. military. Many of 
us learned that such action requires the express 
permission of the President. This permission was 
indeed given, but it came too late to be of any 
effect. The military’s early denial of any involve-
ment in the United 757 crash in Pennsylvania was 
regarded with sad skepticism by some observers, 
and the loss seemed even more tragic when it trans-
pired that the passengers, advised by cellphone of 
the events in New York, had thwarted the hijack-
ers’ plans, bringing the airplane down short of its 
Washington target, which was speculated to be the 
White House or Capitol building.

A large element of AIN’s coverage is devoted to 
how business aviation dealt with this tragedy, and 
how it will likely adapt as the American people pick 
themselves up and reshape their lives in a new world.

A senior member of the business aviation com-
munity told AIN that Part 91 business aviation is fly-
ing again “not because the government recognizes us 
as good guys, and not because of any political per-
suasion exerted in the days following the disaster.”

Business aviation is flying again, he said, be-
cause of the economy. “The number-one driver 
that got IFR Part 91 back in the air is the practical 
reality that the economy has suffered a huge blow 
and must be restarted. It could be argued that VFR 
Part 91 plays an important role too, but to simple 
minds it appears that VFR is less tightly controlled 
than IFR,” this observer told AIN. The events of 
September 11, of course, prove that an IFR flight 
plan is no shield against losing control of a cockpit.

Part 91 operators were quick to point out that 
their modus operandi could never allow the events of 
September 11 to happen, but that argument fell on 
deaf ears in a  government that was acutely aware that 
if four airliners could be hijacked to kill 6,000 people 
and reduce the symbols of America’s financial and 
military might to rubble, anything could happen. 

Reagan Washington National Airport remained 
closed at press time, AIN was told, because of the 
absolutely real possibility of a large business jet, 
laden with explosives and jet fuel, doing a touch-
and-go at DCA and, 12 seconds later, plunging into 
the White House or the Capitol. There were serious 
questions about whether DCA would ever reopen.

For now, business aviation’s leaders are focusing on 
formulating the actions that will satisfy the  government 
that business aviation is sterile and not a threat. “The 
question on our table, is ‘What can we recommend 
to the nation to  prevent the misuse of our aircraft  
as weapons?’” noted one industry veteran. Suddenly, 
everything business aviation does to shape its  future 
stems from a question that never existed until 8:45 a.m. 
on September 11.

Business aviation is more appealing than ever 
as a mode of transportation in the aftermath of 
September 11. Several industry insiders, not wanting 
to appear callous or opportunistic at a time of such 
 intense grief, would not go on record as being opti-
mistic, but there is a very real feeling that business 
aviation will emerge stronger than ever. One broker 
told AIN that, on September 12, two potential buy-
ers who had been sitting on the fence made com-
peting offers on an airplane that they decided they 
now absolutely had to have. Another client who had 
listed his large-cabin business jet for sale withdrew it 
from the market, deciding instead to keep it. o

Airborne terror
continued from page 29

Grounded for three traumatic days, business avia-
tion emerged into an airspace system that will 
never be the same again. Severe security and 
operational  restrictions are  expected to become a 
fact of life. Photo: View across TEB from the north 
on September 11.
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America’s Worst Nightmare
Of the many images of the horrific 

events of September 11, two will haunt 
me the longest. Both images are of the 
United Airlines Boeing 767, Flight 175 
from Boston to Los Angeles, flying into 
the South Tower of the World Trade 
Center. The first I saw live on a television 
in AIN chief news editor Gordon Gilbert’s 
office. Several of us watched in silence as 
the dark silhouette of an airliner passed 
behind the burning North Tower, which 
had already been hit and blocked the 
camera’s view of the South Tower. But 
we took little notice of that aircraft at 
first. The assumption then was that an 
airplane, possibly as large as a DC-3, had 
accidentally hit the North Tower. 

The next instant fire exploded out 
of the left side of one of the buildings. I 
thought this was a secondary explosion 
in the North Tower. Moments later, 
however, the broadcaster announced 
that a second airplane, clearly a large 
passenger jet, had just hit the South 
Tower. The station ran the tape again. 
And we saw it was true.

The early known facts were few, but 
telling. Two large commercial airplanes, 
21 min apart, had crashed into the 110-
story twin towers of the World Trade 
Center on a clear, cloudless day. This 
could be no accident. 

Later I saw the second image I will 
not forget. It was also of United Flight 
175 hitting the South Tower, but from an 
unobstructed and closer viewpoint than 
the first video footage. Banking just before 
impact, the 767 looked small compared 
to the Tower. A split second later it was 
gone, swallowed up inside the building, 
leaving only a black hole of a silhouette in 
the glass. A second later–fire and smoke.

I knew there had to be people in the 
buildings, but my first thoughts were of 
the crew and passengers. Surely no airline 
pilot would let himself or herself be forced 
to fly into any building, much less the 
tallest buildings in the country’s most 
densely populated city. But the likelihood 
that a non-pilot hijacker could do it 
seemed remote. So had the pilots been 
killed before the crash? What of the flight 
attendants? Had they also been injured or 
killed? If so, the passengers must surely 
have known the hijacker or hijackers were 
determined and deadly serious. Every 
scenario I could imagine left me cold.

About 75 yards from the AIN editorial 
office in Midland Park, N.J., on the corner 
of Franklin and Godwin Avenues, one 
can look south between the buildings and 
trees on Godwin and see the southernmost 
skyline of Manhattan Island 20 mi to the 
south-southeast. A few of us walked to 
that corner to see the damaged Towers 
with our own eyes. When we returned 
to our building minutes later, the crash 
of American Airlines Flight 77 into the 
Pentagon had been reported. Soon after, 
we learned another airliner, United Airlines 
Flight 93, was down in Pennsylvania. Like 
millions of others across America and the 
world, we asked each other, “What’s next?”

Information poured in through radios 
or televisions in every office. At each new 
development, we’d hurry to an adjoining 
office and ask if the  occupant had heard the 
latest. As the story spread, our telephones, 
both landlines and cellphones, became next 
to useless. The office in Connecticut, we 
found out by e-mail, couldn’t reach us by 
phone. We already knew we couldn’t call 
them, or Wilson Leach, AIN’s managing 
director, who, along with Susan Amisson, 
was in New Orleans preparing for the 
NBAA Convention. They didn’t make 
it back to their homes in Connecticut 
until Saturday night, three days after the 
convention was canceled.

Although none of us at AIN lost any 
close relatives in the crashes, many of us 
were touched personally by the tragedy. 
Donald Greene, executive v-p and CEO 
of Safe Flight Instrument and a friend 
of the Leach family, died in the crash of 

UA Flight 93. He may have been one of 
the passengers who attempted to regain 
control of the airplane from the hijackers. 
AIN’s Mary Ann Albert, a practicing 
emergency medical technician, left our 
New Jersey office to join her ambulance 
crew at Liberty State Park, waiting for 
injured to arrive via ferry. Steve Pope’s 
father, an aeromed helicopter pilot with 
Rocky Mountain Helicopters flying for 
the Westchester County Medical Center 
north of  Manhattan, was just coming off 
a 12-hr shift when the first Tower was hit. 
He went back to work. Lysbeth McAleer’s 
husband was in Manhattan. She spent a 
frantic day reaching him sporadically by 
cellphone, first learning of his safety and 
then of his progressive attempts to leave 
the city. He finally reached Nyack, N.Y. by 
train and bus at 6:30 p.m. With all inbound 
approaches to Manhattan closed, Mary 
Mahoney quickly realized she would not 
be spending that night in her apartment, 
 located about two miles from the World 
Trade Center. When she did reach it late 
Wednesday evening, she found it smelling 
of smoke. Another resident of Manhattan, 
the daughter of Marilyn Podendorf, elected 
to stay in the city, but had to sleep wearing 
a mask to avoid the acrid, eye-burning 
smoke. Susan Gilliard’s sister works in the 
Pentagon, but was on the night shift and 
had left before the building was hit. 

Not quite two days after the attacks 
began, images of airplanes crashing into 
buildings woke me before dawn. I stumbled 
through the motions of getting ready for 
work, but when I opened the front door to 
get the paper I was drawn outside. To the 
east, toward New York City, the sun had 
yet to climb over low tree-covered hills. 
Three bright stars I knew had to be planets 
joined a not-quite-full moon in a dark blue 
sky. On any other morning, the stars might 
have been airplane landing lights, but not 
today. The rest of the sky was empty, with 
neither cloud nor contrail. In strange irony, 
September 11, 12 and 13 were three of the 
most beautiful days of late summer in the 
Northeast. But there was no joy.

Already life in the U.S. had changed 
so much. Already aviation had changed 
so much. Both will change even more. 
Neither can ever be the same again.

To the families and friends of the 
victims of the September 11 terrorist 
attacks, please accept the deepest sympathy 
from all of us at Aviation  International 
News. Although it would be presumptuous 
to say we feel your grief and pain as you 
do, our hearts are with you. It is my hope 
that with time you will somehow come to 
terms with your tragic losses.

It is also my hope that the perpetrators 
of these heinous and cowardly crimes, 
which turned civil airplanes into weapons 
of mass destruction, are caught swiftly and 
brought to justice just as swiftly.

It is my hope that the Arab nations stand 
by their words that they are as appalled as 
the rest of the world by these terrorist acts, 
done in the name of fanatical Islam, and that 
they will do everything in their power to help 
apprehend all who participated in these acts. 

It is my hope that instead of just 
rooting out terrorists, a difficult enough 
task, we Americans will lead the world 
in the much harder task of finding a 
resolution to the conditions that have 
caused these people to hate us so much. 

It is my hope that we Americans will 
work quickly to overcome the physical, 
economic and psychological damage 
wrought on our nation by the attacks.

It is my hope that the changes brought 
to bear on aviation to guard against 
terrorism are both unobtrusive and 
effective, though I fear they will be neither.

It is my hope that future historians will 
look back at September 11, 2001, and the 
events that follow and will conclude that we 
did the right things.

And it is my hope that soon the ter-
rible images of airplanes crashing into 
buildings stop waking me up. o

COMMENTARY R. Randall Padfield

Editor-in-Chief
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AIN’s October 2001 issue won NBAA’s 
prestigious Gold Wing Award for its coverage 
of the effects of the September 11 terrorist 
attacks on business aviation.
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Remembering America’s  
Worst Nightmare

About 75 yards from the AIN editorial office in Midland Park, N.J., 
on the corner of Franklin and Godwin Avenues, one can look south 
between the buildings and trees on Godwin and see the southernmost 
skyline of Manhattan Island, 20 miles away. 

On the morning of September 11, 2001, a few of us walked to 
that spot to see with our own eyes the damaged 110-story North and 
South Towers of the World Trade Center, which had been struck, 
respectively, by American Airlines Flight 11 and United Airlines Flight 
175. By the time we had walked back to the office just minutes later, 
American Airlines Flight 77 had hit the Pentagon in D.C. Soon after, 
United Airlines Flight 93 went down in western Pennsylvania.

Like millions of others across America and the world, we asked 
each other, “What’s next?”

Of course, no one could have predicted what would happen over 
the next days, weeks and months, much less over the course of the 
10 years between then and now, except to speculate that life would 
be different. Much has happened, as we all know. And while it can 
be risky to “blame” subsequent events on 9/11, some effects were 
certainly caused by the atrocities of that day.

Aviation security is an obvious example. My first flight after 9/11 
was from Newark Airport (now Newark Liberty Airport), in November 
of that year. As I negotiated the tighter security at check-in, walked 
past National Guardsmen with M-16s and endured a spot check at the 
gate, I remembered that United Flight 93 had taken off from Newark. 

While I listened intently to the security-laced passenger briefing 
(notably longer than before), I had a sense of being there, in the same 
place as Flight 93’s heroic passengers had been just weeks before. 

Just before takeoff, as I glanced at the somber, serious faces 
of my fellow passengers, I had the thought: “Never again will any 
hijacker take control of an airplane full of Americans.” So far, none 
has. We can be grateful for that.

Other things are not so directly connected to 9/11. Did the twin 
wars in Afghanistan and Iraq set the U.S. economy on its debt-ridden 
course, or are the current economic problems more an after-effect 
of the sub-prime mortgage meltdown, the global financial crisis and 
the recent (perhaps double-dipping) recession? I would lean toward 
a combination of all the above. Did 9/11 precipitate the Arab Spring 
in the Middle East? Maybe, maybe not. Did it lead to changes in 
Norway that caused an ultra-right-wing, home-grown psychopath to 
go berserk? Maybe so. 

AIN itself has seen change during the last decade. Though our 
office remains at 214 Franklin Ave., some employees have left 
and new ones hired. One employee’s spouse, who had worked 
in Manhattan, is now working elsewhere. Another employee who 
was living in Manhattan on 9/11 has been joined by two new 
employees living there, too. Several people have become parents or 
grandparents. One employee died. Life and death go on. 

And what of the view from the corner of Franklin and Godwin 
Avenues? On a clear day, one can still see the southernmost skyline 
of Manhattan, although it is somewhat more obscured by trees that 
have grown higher over the past 10 years. But from 20 miles away, 
one cannot detect any changes to that skyline since the Twin Towers 
went down and the smoke cleared. No new buildings have yet to 
pierce the sky above New York as the Towers had done so memorably 
for almost 40 years. H

EDITORIAL by R. Randall Padfield


