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On October 21, 1988, at 1753 local time, a Piper PA-28RT-201, N8291Z, 

crashed into a mountain ridge about 1 miles northwest of the Frederick 
Municipal Airport, Frederick, Maryland? 'The pilot had been cleared by 
controllers at the Baltimore Terminal Radar Approach Control (TRACON) for an 
instrument landing system (ILS) approach to runway 23 although the pilot was 
not receiving radar service from the air traffic control (ATC) facility. A 
special weather observation taken at the Frederick Airport about 33 minutes 
before the accident reported marginal visual meteorological conditions with 
light rain and fog, although other pilots who had landed at Frederick during 
this time estimated that the ceiling and visibility were lower than what was 
reportcd. 

A review of recorded ATC radar data indicates that N8291Z began 
deviating off course shortly after crossing the Frederick VOR2 while flying 
the outbound transition for the ILS. Although the outbound transition would 
have occurred on a northeasterly heading, the off-course deviation 
progressively worsened northwesterly until the airplane traveled over a 
mountain ridge where it crashed. 

N8291Z had departed Lexington, Kentucky, on an instrument flight rules 
(IFR) flight plan to Frederick, Maryland. The flight operated without 
reported difficulties and was subsequently instructed to contact the TRACON 
at Oulles International Airport (Dulles) before being handed off to the 
TRACON at Baltimore-Washington International Airport (BWI), the controlling 
facility for Frederick Municipal. During the landline coordination at the 
time of the hand off, the BWI controller instructed the Dulles controller to 
clear N8291Z to the VOR at 4,000 feet and "...just terminate him cause we're 

lNTSB Field Accident Report BFO-89-F-AO03, Brief No. 2245 (attached) 

2Very high frequency omnirange station. 
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not going to get him on radar.” Uulles then cleared N8291Z t o  descend to 
4,000 feet and proceed direct to the Frederick VOR. The Dulles controller 
also advised N8291Z that radar service was terminated and instructed the 
pilot to contact Baltimore Approach Control. The pilot established radio 
contact with BWI and was cleared to the Frederick VDR and for the ILS 
approach to runway 23 at Frederick. The pilot was instructed to report when 
inbound on the ILS. About 8 minutes later, the pilot reported the procedure 
turn inbound. The controller again advised that radar service was terminated 
and issued a change to the advisory frequency. When the pilot of N8291Z 
acknowledged these instructions, the airplane was west of the ILS approach 
course and, in fact, had never been established either on the outbound or 
inbound course. 

’The Safety Board‘s investigation of this accident has identified several 
issues that require corrective action by the FAA. Specifically, these issues 
are related to the ability of the controllers at BWI TRACON to provide radar 
service to users at Frederick Municipal Airport and the process under which 
Flight Data Center (FDC) Notices to Airmen (NOTAMs) are disseminated. 

Radar Coveraqe 

After the accident, the Safety Board received continuous data recording 
(CDR) time sequence output tapes of radar data from both BWI and Dulles 
TRACONs. A review of these data revealed the following: 

1. Dulles TRACON recorded a total of 177 radar returns 
between 1738:04 and 1754:08 that would have been 
displayed to the controller on the radar scope. It was 
during this period that NE2912 crossed the VOR, traveled 
west of the outbound course on a northerly heading, then 
turned to a westerly heading and crashed into the 
mountain ridge. The radar returns tracked N8291Z between 
4,700 feet and 1,700 feet above mean sea level (msl). 

2.  BWI received only two radar returns on N8291Z: one at 
1743:07 and the other at 1743:11, when the airplane was 
at an altitude o f  3,900 feet and 3,800 feet, 
respectively. These two returns were received after 
N8291Z had crossed the VOR and was west of the outbound 
course. 

3. Dulles received 39 minimum safe altitude warning (MSAW) 
alarms on N8291Z between 1742:56 and 1754:29. The alarms 
began when the airplane initiated its descent from 3,800 
feet and continued until the last radar target was 
recorded at an altitude of 1,800 feet. 

The Safety Board believes that the number of radar returns received by 
each ATC facility indicates that Dulles TRACON has better radar coverage for 
aircraft on the approach to the Frederick Municipal and west of the airport 
than does SVI, although BWI is the controlling facility for Frederick and has 
responsibilhty for providing ATC services in that area. lhe Safety Board 
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notes that radar data from an earlier accident also indicated that better 
radar coverage existed at Dulles. The earlier accident occurred October 26, 
1986, at Mt. Pleasant, Maryland, northeast of the site where N8291Z crashed. 

The lack of radar coverage at BWI not only affects the large number of 
general aviation airplanes that use Frederick Municipal Airport, but also the 
flight operations of Presidential aircraft. Frederick Municipal Airport is a 
designated relief facility for transporting the President to Camp David when 
weather conditions prevent Marine One from flying directly to the camp. At 
about 1530 local time on October 21, 1988, an advance airplane, a C-12 (King 
Air ZOO), which supports U.S.  Presidential flight operations, arrived at 
Frederick. Air Force One (Gulfstream, G-111) followed and landed at 1730. 
In interviews with Safety Board investigators, the pilots of both flights 
stated they were surprised when they were cleared for the approach by 
controllers at the 8WI TRACON and radar service was terminated at an altitude 
of 4,000 feet. 

The Safety Board is aware that the FAA developed and implemented a 
reorganization of the northeast corridor airspace, known as the East Coast 
Plan, about 2 years ago. As a part of this reorganization, ATC services and 
responsibilities for both the Frederick Municipal Airport and Montgomery 
County Airpark, Gaithersburg, Maryland, were to be reassigned to Dulles 
TRAGON because, it was believed, that Dulles had better radar coverage in 
these areas and therefore would be able to provide better service to those 
areas' users. The Safety Board understands, however, that because this 
transition would result in a loss of traffic count at BWI, thus causing BWI 
to be reclassified and possibly downgraded, this part of the plan was never 
implemented. The Safety Board notes that the Air Traffic Control Handbook, 
7110.65F, paragraph 2-3, advises controllers to use radar separation in 
preference to nonradar separation when it will be an operational advantage. 
The Safety Board believes that the FAA should evaluate and accordingly 
designate control responsibility to the ATC facility that can provide the 
highest level of service to the users of the Frederick Municipal Airport in 
accordance with the provisions of the ATC Handbook. 

Flight Data Center Notices to Airmen 

The investigation of N8291Z also revealed a discrepancy pertaining to 
the dissemination of FDC NOTAMs. In March 1988, the Westminster VOR was 
removed from service after being struck by 1 ightning. Because the 
Westminster VOR established the holding fix for the missed approach procedure 
for the ILS approach for runway 23, the FAA issued FDC NOTAM #8/657 (dated 
March 8, 1988) revising the missed approach procedure. In October 1988, the 
VOR was recommissioned; on October 11, 1988, the FAA issued FDC NOTAM #8/3518 
to cancel #8/657. A Safety Board review of NOTAMs effective October 20 
through November 3 ,  1988, disclosed that the first NOTAM was still published 
as being in effect. The contents page of the publication states, "NOTAM 
information current as o f  October 6, 1988." The Safety Board staff 
telephoned three flight service stations to check the status of the station's 
information; only one of the stations provided the correct NOTAM information. 
When personnel from the Flight Service Branch of the FAA Washington 
Headquarters were questioned regarding the dissemination of current NOTAM 



4 

information, they were unable to explain why the erroneous information was 
issued. Although the Safety Board acknowledges that this deficiency did not 
contribute to this accident, it believes that corrective action is necessary 
by the FAA to review the process under which FDC NOTAMs are disseminated. 

As a result of its investigation of NB2912, the National Transportation 
Safety Board recommends that the Federal Aviation Administration: 

Examine the areas of radar coverage that currently exist at 
the Dulles and Baltimore-Washington (BWI) TRACONS and their 
ability to provide radar service t o  users of the Frederick 
Municipal Airport and local area. After completing this 
evaluation, reassign that airspace to the Dulles TRACON or 
improve the existing radar coverage at the BWI TRACON so that 
either facility will be able to provide maximum service. 
(Class 11, Priority Action) (A-90-49) 

Review the dissemination process for Flight Data Center (FDC) 
Notices to Airmen (NOTAMs) so that this information is 
available in a more timely manner to all flight service 
stations. (Class 11, Priority Action) (A-90-50) 

KOLSTAD, Chairman, COUGHLIN, Acting Vice Chairman, LAUBER and BURNETT, 
Members, concurred in these recommendations. 

u: James L. Kolstad 
Chairman 
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