
Page 1 of 8

National Transportation Safety Board
Aviation Accident Final Report

Location: Wiley Ford, WV Accident Number: NYC08FA012

Date & Time: 10/14/2007, 1030 EDT Registration: N6370U

Aircraft: Aero Commander 560-F Aircraft Damage: Destroyed

Defining Event: Injuries: 4 Fatal

Flight Conducted Under: Part 91: General Aviation - Personal

Analysis 

The airplane was loaded to within a few hundred pounds of its maximum gross takeoff weight, 
and departed from an airport located in a valley, surrounded by rising terrain. Although visual 
conditions prevailed at the accident airport, fog was present in the adjacent valleys. During the 
initial climb after takeoff, the right engine lost partial power due to a failure of the number one 
cylinder exhaust valve. The pilot secured the right engine; however, he was unable to maintain 
a climb with only the left engine producing power. The airplane was manufactured in 1964. 
Review of weight and performance data published at the time of manufacture, revealed that the 
airplane should have been able to climb about 400 feet-per-minute with a single engine 
producing power. No current weight and balance data was recovered, and due to impact and 
fire damage, the preimpact power output of the left engine could not be determined. Both 
engines were last overhauled slightly more than 12 years prior to the accident, and flown about 
310 hours during that time. For the make and model engine, the manufacturer recommended 
overhaul at 1,200 hours of operation, or during the twelfth year.

Probable Cause and Findings

The National Transportation Safety Board determines the probable cause(s) of this accident to be:
A partial power loss in the right engine due to the failure of the number one exhaust valve, and 
the airplane's inability to maintain a climb on one engine for unknown reasons. Contributing to 
the accident were fog and rising terrain.

[THIS REPORT WAS MODIFIED ON JUNE 10, 2008]
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Findings

Occurrence #1: LOSS OF ENGINE POWER(PARTIAL) - MECH FAILURE/MALF
Phase of Operation: TAKEOFF - INITIAL CLIMB

Findings
1. (C) ENGINE ASSEMBLY,VALVE,EXHAUST - FAILURE
2. 1 ENGINE
----------

Occurrence #2: FORCED LANDING
Phase of Operation: OTHER

Findings
3. REASON FOR OCCURRENCE UNDETERMINED
----------

Occurrence #3: IN FLIGHT COLLISION WITH TERRAIN/WATER
Phase of Operation: DESCENT

Findings
4. (F) TERRAIN CONDITION - RISING
5. (F) WEATHER CONDITION - FOG
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Factual Information

HISTORY OF FLIGHT

On October 14, 2007, about 1030 eastern daylight time, an Aero Commander 560-F, N6370U, 
was destroyed when it impacted terrain shortly after takeoff from Greater Cumberland 
Regional Airport (CBE), Cumberland, Maryland. The certificated airline transport pilot and the 
three passengers were fatally injured. Visual meteorological conditions prevailed for the 
planned flight to Atlantic City International Airport (ACY), Atlantic City, New Jersey. An 
instrument flight rules (IFR) flight plan was filed for the personal flight conducted under 14 
Code of Federal Regulations Part 91.

According to the airport manager at CBE, who was also a friend of the pilot, the occupants 
intended a recreational trip to Atlantic City, with a return on October 16, 2007. Prior to the 
accident flight, the airplane was "topped off" with fuel, and a preflight inspection and engine 
run-up were performed.

According to data from Lockheed Martin Corporation, the pilot radioed the Leesburg 
Automated Flight Service Station (AFSS) at 1026, to activate his IFR flight plan, while still on 
the ground at CBE. Due to a delay as a result of preceding traffic waiting to depart IFR, the 
pilot elected to activate his flight plan in the air; however, the flight plan was never activated.

The airplane departed on runway 23; a 5,048-foot-long, 150-foot-wide, asphalt runway. 
Witnesses reported hearing at least one "rough running" engine during departure. One witness 
photographed the accident airplane during the initial climb of the accident flight, just prior to 
hearing the "rough" engine. The airplane subsequently left the witness's "line of sight." Review 
of the photograph revealed that the airplane appeared to be in a shallow left bank, with low 
clouds or fog observed below it.

After takeoff, there was no known communication or radar data associated with the accident 
airplane.   

The wreckage was located about 5 hours later, approximately 3 miles southeast of CBE. Rising 
terrain was noted to the east and west of the accident site. The airplane came to rest upright, 
oriented about 260 degrees magnetic, and had impacted a barn adjacent to a field. The 
wreckage, barn, and surrounding area had been subjected to a postcrash fire. One ground scar 
was observed about 20 feet north of the wreckage. 

PILOT INFORMATION

The pilot, age 61, held an airline transport pilot certificate, with a rating for airplane 
multiengine land. He also held a commercial pilot certificate, with a rating for airplane single 
engine land. In addition, the pilot held various type ratings in turbine powered aircraft.

The pilot's logbook was not recovered. His most recent Federal Aviation Administration (FAA) 
second-class medical certificate was issued on February 16, 2007. At that time, he reported a 
total flight experience of 21,000 hours.

AIRCRAFT INFORMATION

The airplane was manufactured in 1964, and equipped with two Lycoming IGO-540 engines. 

A review of the maintenance logbooks revealed that the airplane's most recent annual 
inspection was completed on January 19, 2007. At that time, the airplane had accumulated 
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3,704.6 total hours of operation. The engines had accumulated 1,411.9 total hours of operation, 
with 308 hours since the most recent overhaul, completed in January 1995.

Further review of the right engine logbook revealed that a teardown inspection was completed 
on June 29, 2007, due to "engine case not holding torque and oil leakage at top of case and rear 
of case...All parts were cleaned, alodined, and repainted before assembly. At time of reassembly 
new rod bolts and nuts, new bearings, rods, and mains and new gaskets, seals and (O) rings 
were used. All internal steel parts were magnafluxed and all non-ferrous materials were 
checked for cracks in power section. Cylinders were inspected, all valves and guides checked, 
cylinder barrels honed and new piston rings installed. Engine rotating mass dynamically 
balanced. Cylinders all pressure checked prior to installations..." At that time, the right engine 
had accumulated 2.3 hours since the annual inspection. 

The CBE airport manager reported that the airplane flew approximately 10 hours during 2007.

METEOROLOGICAL INFORMATION

The reported weather at CBE, at 1039, was: wind calm; visibility 10 miles; scattered clouds at 
4,000 feet; temperature 50 degrees Fahrenheit; dew point 43 degrees Fahrenheit; altimeter 
30.20 inches of mercury.

In addition to the witness who photographed the accident airplane, another witness who 
landed at CBE just prior to the accident flight stated that the weather was generally clear, with 
sparse pockets of fog in the valleys.

Another gentlemen did not witness the accident, but added that he had worked near the 
accident site during the previous week. The gentleman reported that fog was present every 
morning near the accident site, and usually dissipated about 1030.  

WRECKAGE INFORMATION

The empennage was separated from the remainder of the wreckage, and was entangled in a 
tree about 10 feet above the ground. The empennage was intact and charred. Except for the left 
engine, right engine, both wingtips, and the landing gear, the remainder of the airplane had 
been consumed by fire. The landing gear was in the retracted position. Flight control continuity 
was confirmed from both aileron bellcranks, to the autopilot servo located near the center of 
the cabin. The bellcrank fittings remained attached to the cables, but had separated from the 
bellcranks consistent with overload, and displayed heat damage. Elevator control cable 
continuity was confirmed from the elevator bellcrank, to the baggage area. The elevator cables 
had separated at the baggage area, and the fracture surfaces were consistent with overload. 
Rudder control cable continuity was confirmed from the rudder, to the baggage area. The 
rudder cable ends at the baggage area exhibited evidence consistent with overload and heat 
damage. Elevator and rudder trim cable continuity were confirmed from their respective flex 
shafts, near the attach point of the horizontal stabilizer, to the cockpit area. Measurement of 
the elevator and rudder trim actuators and rods revealed that the rudder trim was 
approximately neutral, and the elevator trim was near the full nose up position.

The left engine was charred, and the accessory section was destroyed. The propeller remained 
attached to the engine. Two propeller blades exhibited s-bending and chordwise scratching, 
while the third propeller blade was melted. The underside of the left engine case was melted, 
and a visual inspection revealed that the crankshaft and connecting rods remained intact. All 
six cylinders sustained fire and impact damage.
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The right engine was also charred, and the accessory section was destroyed. The propeller 
remained attached to the engine. Two propeller blades were melted to the blade root. The third 
propeller blade was also melted, but approximately 1 foot of blade remained. The remaining 
propeller blade and counterweights were in the feathered position. The underside of the right 
engine case was melted, and a visual inspection revealed that the crankshaft and connecting 
rods remained intact. The right engine number one cylinder exhaust valve had a section that 
was separated, and not recovered. Pitting was also noted in the area between the spark plug 
and exhaust valve seat. No similar damage was observed to any other cylinder valve. 

MEDICAL AND PATHOLOGICAL INFORMATION

An autopsy was performed on the pilot by the West Virginia Office of the Chief Medical 
Examiner, Charleston, West Virginia. 

Due to the approximate 5-hour postcrash fire, toxicological testing could not be performed. 

TESTS AND RESEARCH

Weight and Balance

A current weight and balance publication for the accident airplane was not recovered. 
According to the manufacturer, in June 1964, the airplane had a basic empty weight of 4,986 
pounds (lbs) and a maximum gross weight of 7,500 lbs. The airplane held 223 gallons of fuel, 
which weighed approximately 1,338 lbs. According to West Virginia motor vehicle operator 
records, the occupants weighed a total of 660 pounds. Assuming 200 pounds of baggage, the 
total weight of the accident flight was approximately 7,184 pounds; about 316 pounds below 
the maximum gross weight of the airplane. 

Performance

According to performance data provided by the aircraft manufacturer: at 800 feet above mean 
sea level (msl), at a gross weight of 7,500 lbs., at 50 degrees Fahrenheit, in the clean 
configuration, with "METO power - 3000 RPM," the airplane's single engine climb 
performance was approximatley 325 feet-per-minute. At 7,000 lbs gross weight, under the 
same conditions, the published single engine climb performance was approximately 475 feet-
per-minute. 

Review of Lycoming Service Instruction 1009AS revealed:

"Engine deterioration in the form of corrosion (rust) and the drying out and hardening of 
composition materials such as gaskets, seals, flexible hoses and fuel pump diaphragms can 
occur if an engine is out of service for an extended period of time. Due to the loss of a 
protective oil film after an extended period of inactivity, abnormal wear on soft metal bearing 
surfaces can occur during engine start. Therefore, all engines that do not accumulate the hourly 
period of time between overhauls specified in this publication are recommended to be 
overhauled in the twelfth year."

Further review of the service instruction revealed that the recommended time between 
overhaul period for the make and model engine was 1,200 hours.
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Pilot Information

Certificate: Airline Transport; Commercial Age: 61, Male

Airplane Rating(s): Multi-engine Land; Single-engine 
Land

Seat Occupied: Left

Other Aircraft Rating(s): None Restraint Used: Seatbelt, Shoulder 
harness

Instrument Rating(s): Airplane Second Pilot Present: No

Instructor Rating(s): None Toxicology Performed: No

Medical Certification: Class 2 With Waivers/Limitations Last FAA Medical Exam: 02/01/2007

Occupational Pilot: Last Flight Review or Equivalent:

Flight Time: 21000 hours (Total, all aircraft)

Aircraft and Owner/Operator Information

Aircraft Make: Aero Commander Registration: N6370U

Model/Series: 560-F Aircraft Category: Airplane

Year of Manufacture: Amateur Built: No

Airworthiness Certificate: Normal Serial Number: 1416-68

Landing Gear Type: Retractable - Tricycle Seats: 7

Date/Type of Last Inspection: 01/01/2007, Annual Certified Max Gross Wt.: 7500 lbs

Time Since Last Inspection: 10 Hours Engines: 2 Reciprocating

Airframe Total Time: 3705 Hours as of last 
inspection

Engine Manufacturer: Lycoming

ELT: Installed, not activated Engine Model/Series: IGO-540

Registered Owner: Gold Diggers Inc. Rated Power: 350 hp

Operator: Gold Diggers Inc. Operating Certificate(s) 
Held:

None
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Meteorological Information and Flight Plan

Conditions at Accident Site: Visual Conditions Condition of Light: Day

Observation Facility, Elevation: CBE, 775 ft msl Distance from Accident Site: 3 Nautical Miles

Observation Time: 1039 EDT Direction from Accident Site: 340°

Lowest Cloud Condition: Scattered / 4000 ft agl Visibility 10 Miles

Lowest Ceiling: None Visibility (RVR):

Wind Speed/Gusts: Calm / Turbulence Type 
Forecast/Actual:

 / 

Wind Direction: Turbulence Severity 
Forecast/Actual:

 / 

Altimeter Setting: 30.2 inches Hg Temperature/Dew Point: 10°C / 6°C

Precipitation and Obscuration: No Obscuration; No Precipitation

Departure Point: Cumberland, MD (CBE) Type of Flight Plan Filed: IFR

Destination: Atlantic City, NJ (ACY) Type of Clearance: None

Departure Time: 1030 EDT Type of Airspace: 

Airport Information

Airport: Greater Cumberland Regional (CBE) Runway Surface Type: Asphalt

Airport Elevation: 775 ft Runway Surface Condition: Dry

Runway Used: 23 IFR Approach: None

Runway Length/Width: 5048 ft / 150 ft VFR Approach/Landing: Forced Landing

Wreckage and Impact Information

Crew Injuries: 1 Fatal Aircraft Damage: Destroyed

Passenger Injuries: 3 Fatal Aircraft Fire: On-Ground

Ground Injuries: N/A Aircraft Explosion: None

Total Injuries: 4 Fatal Latitude, Longitude: 39.580833, -78.735833

Administrative Information

Investigator In Charge (IIC): Robert J Gretz Report Date: 05/28/2008

Additional Participating Persons: Richard D Newton; FAA/FSDO; Baltimore, MD

Mike Childers; Lycoming Engines; Williamsport, PA

Publish Date:

Investigation Docket: NTSB accident and incident dockets serve as permanent archival information for the NTSB’s 
investigations. Dockets released prior to June 1, 2009 are publicly available from the NTSB’s 
Record Management Division at pubinq@ntsb.gov, or at 800-877-6799. Dockets released after 
this date are available at http://dms.ntsb.gov/pubdms/. 

mailto:pubinq@ntsb.gov
http://dms.ntsb.gov/pubdms/
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The National Transportation Safety Board (NTSB), established in 1967, is an independent federal agency mandated 
by Congress through the Independent Safety Board Act of 1974 to investigate transportation accidents, determine 
the probable causes of the accidents, issue safety recommendations, study transportation safety issues, and evaluate 
the safety effectiveness of government agencies involved in transportation. The NTSB makes public its actions and 
decisions through accident reports, safety studies, special investigation reports, safety recommendations, and 
statistical reviews. 

The Independent Safety Board Act, as codified at 49 U.S.C. Section 1154(b), precludes the admission into evidence 
or use of any part of an NTSB report related to an incident or accident in a civil action for damages resulting from a 
matter mentioned in the report. A factual report that may be admissible under 49 U.S.C. § 1154(b) is available here.
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