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AVNEY ITI

REFORT OF THE RHODESIAN COMMISSION OF INQUIRY

To HIS EXCELLENCY SIMON, EARL OF DALHOUSIE, Knight Grand Cross
of the Most Excellent Qrder of the British Empive, upon whom has been
conferred the Decoration of the Military Cross, Governor-General amnd
Commandar-in-Chief in and over the Federation of Ehodesia and Nyasaland.

May it please Your Excellency,

We, the Commissionérs appointed by Your Excellency in terms of the Federal
Comimisgions of Inguiry Act, 1935, have the honour to submit our reporl, Our
report [s unanimous,

Ve were directed to inquire into:

“The cauwss or causes of and circumstances surrounding the accident involving
aircraft SE-BDY near Ndola during the night of the 17th September, 1961, including
any matter or circumstances relating to the preparation for and flight of the aircraft,
the accident, the deaths of the cccupants, and the conduoct of any person ar authority
concerned before, during and after the accident,”

PROCEDURE

Before entering an our inguiry we caused fo be given in newspapers of the
Federation and to be broadeast by the Federal Broadeasting Corporation notifieation
that the inguiry would be hell, coupled with a vequest that persons who might have
aay information to give to the Commission would do so. The Beard of Tnguiry
appointed under the Federal Aviation Act had before given very extensive adver-
tisement of its presence and ils desire that anyone who had any information to give
should come forward. We also sent a request to the Chairman of a Commission
of Inquiry appointed by the United Nations Organization asking him to notify us
of amy facts which he thought might assist us. We, for our part, and the Federal
Government before and during our inguiry have made available to that Commizsion
all known informalion. At the end of our public sesions a veply was received to
our request which indicated that that Commission had no further information,

Evidence was led on behalf of the Commission by Mr, F. G, Cooke of the
Government Sclicitor's Department, Counsel who appeared were:

Mr, Roland Adams, O0.C., on behalf of the Swedish Government to have g
general care for the interests of the Swedish persons, whether individuals
or companies, who might be concerned in the matter and who were not
separately represented,

Mr, Geoffrey Lawrence, Q.C., with him Mr, P. J. Stuart Bevan on behalf of
Her Majesty's Government in the United Kingdom,

Mr. C. 8, Margo, Q.C., with him Mr, R, H. Stresten on behalf of the Federal
Government and the Federal Department of Civil Aviation,

Dr, R, H. Mankiewicz appeared before the Commission to represent the United
Mations.

Evidence was given before the Commission in public at hearings at Ndola from
16th - 20th Japwiry and Salishury from 22nd - 29th January, The evidence was
given on oath or under affirmation, but there were two witnesses who could not be
brought before us and earlier statements by those witnesses were admitted, One
technical report was also received without evidence.

The procedurs adopted in regard to the hearing of the evidence was that the
evidence was led on behalf of the Commission by Me. Cooke. Then all Counsel, in
an order determined in each case by themselves, asked whatever questions they
wished, Then the Commissioners asked guestions. Counsel were not limited in any
way in their questioning, and were allowed to question the witness again if further
matters occurred to them as a resull of other questioning, Witnesses were recalled
when that was suggested. At the starl of the Commission, Counsel were informed
that if they thought that any person who had not been called should be called
they had cnly to tell the Commission and the person would be called If possible.
Mo such request was made,

At the conclusion of the evidence we had the advantage of addresses by
Counsel on the issues and evidence,

We must express our very great appreciation of the assistance we got from
the earlier inquiry which had been held by the Board of Inquiry, That Board had
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obtained statements from mare than 130 persons, and the stalements were available
o us. We called as witnesses al) those whose evidence we thought was relevant, In
addition some persons came forward on their own initiative o give evidence to
ossist us. 'We heard evidence from 120 witnesses, The record of the evidence con-
tains over 750 typed pages. In addition several lengthy technical reports were
before us,

inspected the Contro) Tower at Ndola Airport, And we inspected the wrecknge of
the aircraft SE-BDY which had all been collected into 4 hangar at Mdola,
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FORM OF THE REPORT

The report is divided into the following parts:

Part 1. Introduction,

Crew and Passengers,

Part 2.  Geography and MNavigating Alds,

Part 3. The Weather.

Part 4. Planning and Preparation for the Flight.

Part 5. Conduct of the Flight.

Part 6. The Accident.

Part 7.  Examination of the Scene and Wreckage.

Part 8  Causes of Death of the Occupants of the Adrcraft.
Part 9, Alerting, Search and Rescue Action.

Parl 10, Causes of the Accident.
Part 11, Conduct of Persons and Authorities after Accident.

Appendicest 1. Examination of Eye-witnesses’ Statements.

Times

List of Witnesses,

Map of Countrles and Routes. {Bee ANNEX XII)

Map of Ndola and Counlry to Crash Area,

Photographs of Crash Site.

Wreckage Plan. (See ANNEX XIV A)

Enlarged Portion of Wreckage Plan, (See ANNEX XIV B)

= oot oa W

Throughout the report times are given as Greenwich Mean Time, The local
time at Leopoldville is one hour in advance of GM.T, The local time in the
Federation is two hours ahead of G.M. T, Where there is need to refer to the date
in September it is sat out,

Abbreviations
The following abbreviations are used:

AT.C.
C.A5.0.
E.T.A,
FILC
F.LE.
EL.

M.
MN.D.B.
MN.RP,
Q.D.M.

QF.E.
QNH.

R.CC

Ajr Traffic Controller,

Civil Air Search Officer.
Estimated Time of Arrival,
Flight Information Centre.
Flight Information Region.
Flight Level

Magnetic.

Non-directional Radio Beacon.
Morthern Rhodesia Police.

“Q" Code symbol for the bearing to be steered in zero wind to reach
the radio station concerned,

“Q" Code symbol for the pressure setting to be set on an altimeter for
it to read zero on landing.

“" Code symbol for the pressure setting to be set on an altimeter for
it to read the serodrome height on landing, above mean sea level.

Rescue Co-ordination Centre,

R.R.AF. Royal Rhodesian Air Force,

T.
VHE

True,
Very High Frequency.

¥ A1l appendices are not reproduced. Those which appear as
annexes to the United Hations Commission report are
indicated., The others are on file with the Secretarist and
may be consulted by interested delegations.
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Introduction. Crew and Passengers

A Swedich aircrafi company, Transair Sweden AR, in September 1861 was
aperating in the Congo Republic from Leopoldville under charter to the United
Nations, Tt owned a Douglas D.C.6B, an aireraft powerad by four Pratt & Whitney
enpines, This pircraft had beecn bought second-hand by Transair, and delivery of
it was taken in the United States of America, Tt was flown from there to Leopald-
ville. Tte registration letters wars SE-BDY,

Oa the 17th September, 1961, this aircraft Aew from Leopoldville to Ndola
in the Federation of Rhodesla end Wyasaland, It corvied the Secretary-Oeneral
of the United MNations Organization, Mr. Dag Hammarskjold. After reaching
MNdaola it crashed in the bush to the west of Ndola Airport,

The crew of the aircraft consisted of three pilots, o radio operator and a
Mlight engineer, The pilot in commeand was Caplain B, B, Hallonguist, He had
flown for a little under 8,000 hours, inchuding some 1,350 hours on the DU.C6 and
DLC.GE types. He was a skilled navigztor. His age was 35, The co-pilot was First
Officer L. 0. Litton, Hiz flying hours were ghout 2,700, incloding 720 hours in
thesa types. His age was 29. The reserve captain was Captaln N, Ahreus with total
fying hours of over T,100, including 860 hours on these types. His age was 32, The
flight engineer was Mr, N. Withelmsson, aged 27, with some 1,370 houors in the
gir on these types. Mr. C. E. B. Rosen was flying as the radio operator as it was
anticipated that Mr, Hammarskiold might need lope-range cammunication,

In addition to Mr. Hammarskjold there wers ten other passengers: Mr, 8.
Barran, Mr. F. Eivers, Mr. V. Fabry, Sergeant 8, O, Hjelte, Serpeant H. Julian,
*Mizss A Lalande, Mr. H, Noork, Private P, E. Persson, Mr. W. Ranallo and
Mr. H, Weischholl,

Allthe crow and passengers died as a result of the accident,

PagT 2
Geography and Navigating Aids

A. Geography

The town with which this report is mainly concerned is MNdola, Ttz general
situation is shown in the map, Appendix 3. The direct distances by air from MNdola
are to Leopoldville 570 navtical miles, to Elisabethwville 115 nautical miles, to
Kolwezi 230 nautical miles, to Lusake 147 pautical miles and to Salishury 333

naotical miles.

Ndola is a town of some size with substantial buildings and street lighting.
Mufulira is & town conpected with a copper ming which lies to the north-west of
Mdola, 38 miles away by terred road. Most of the country around MNdols, and
batween Ndola and Mufulira, is thick forest country, known locally as bush, and
many parts of this forest are forest regerves, It was in one of these forest reserves
that the aircraft crashed. The trees are hardwood trees, growing up to some 35
feet in height, mestly of a diameter of eight to ten inches but some of them of a
diameter of up to two feet, They grow from five to ten feet away from each other.
In this bush grass grows under the tregs; in the month of September it is some eight
inches high. In the tuzh there are arcas in which very few trees prow, These are
the arcas which in the rainy season are swampy, The nature of the bush appears
in the photographs, Appendix §, and the amonnt of bush is indicated on the map,
Appendix 4. September is in the dry season of the year and the trees and the grass
under them easily calch fire. Tn that month it is uswal to have many bush fres,

Mdola Airport has been & recognized airport for many years. It has & runway
which can be used by all sircraft except large modern jet ajreraft. Its runway is
4,160 feet above sea level. The surrounding country on the whole is fat, but thers
are some small hills in the vicinity. Between the runway and the place of the
crash, 9% miles away on a troe bearing of 280°, there is no significant change in
the country. The land at the place of the crash is 4,300 feet above sea level. It
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then falls to 4,200 feet, rises again to a height which, from a very low altitude,
would phscure the airport lights, and then falls gently to the runway.

Ndalo, which is also mentioned, is an girficld some six miles from the Ndjili
Airport at Leopoldville. 1t was closed for use by large ajreraft in 1959, Its height
above sen level is 951 feet, The runway at Leopoldville is at 1,027 feet, and that
at Elisabethville at 4,187 feet above sea level,

The situation of Kolwezi, Abercorn and Kasama is shown on the map,
Appendix 3.

B. Navipating Alds

Mon-directional radio beacons éxisted at Mdola, Abercarn and Kasama, That at
MNdola was in operation at all relevant times. Those at Abercorn and Kasama
were swilched off at 1600 (6 p.n.) as there had been no request to keep them open
and it was then dark, It wes not known in Salisbury that the aircraft would be on
a route anywhere near Abercorn and Kasama until 2040,

A1l ordinary means of communication existed for communication between the
aircraft and Salisbury end Ndola and these were effective until the aircraft reached
Ndola and ceased to communicate. There was telex connexion between Ndola and
Salisbury which was working throughout the night. Normal communication with
Leapaldville was from MNdola through Salisbury and from Salisbury through
Johannesburg. Ndola succeeded in making direct radio contact with Leopoldville
on the 18th in a search for news, .

Pagt 3

The Weather

The last roptine weather ohservation taken prior to the accident was made by
the Meteorological Officer on dutly at Ndela at [900 on ITth September, which
indicated that the weather was fne with slight haze and no cloud. Wisibility was
five miles and surface wind 110°M., speed 10 knots..

At 2137, thirty-six minntes before the accident, the Ndola Air Traffic Conirel
trapemitted to aircraft SE-BDY the following weather information obieined from
instruments in the Tower. Sutface wind 12°M., speed 7 knots QM. 1021 mbs,
Q.F.E. B77 mhs. From visual reference the Ajr Traffic Control also transmifted
the visibility as § - 10 miles with slight smoke haze,

The QNH, was again checked by the aireraft with Alr Traffic Control at
2210 and o confirmation of 1021 mbs. given.

The QM. and Q.F.E. were later confirmed by the autographic record for
2200 on 17th September. Moonset on 17th September was 2224, first light on 18th
September 0340 hours, and sunrise at 0400 hours.

Part 4

Planning and Preparation for the Flight

The United Mations Organization at Leopoldville, Congo, had from time to time
chartered aircraft belonging to Transair and on Sunday, 17th Septsmber, 1961,
were requested to provide a DUCEB aircraft to fly the Secretary-General, the lale
Mr. Dag Hammarskjold, and party to Ndola on that day. The purpose of the
journey to Ndola was & meeting between Mr. Dag Hammarskjold and President
Molse Tshombe. As part of the arrangements of the meeting, a D.C4 airerafl,
the property of a Belgian company and registered OO-RIC, was to take off ahead
of SE-BDY, carrying Lord Lansdowne and party to Neola, Lord Lansdowne was
to take off from Mdola for Salisbury before the arrival of Mr., Hammarskjold,

Security measures: were, taken at Leopoldville -before departurs to: make- it.
appear that O0-RIC -was actually carrying the Seceetary-Gencral and, apart from

fons
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the crew, few knew of the plany to use SE.BDY, and no one except the crew of
SE-BDY appeared to have any knowledge of the proposed route or flight levels
that were o be osed,

Wiinesses testified that, in discussions with Captain Hallonquist, he made
known his decision not to file a flight plan and to maintain radio silence throughout
the fight for security reasons. On a suggestion by the Air Traffic Control Officer,
Leopoldville, Captain Hallonquist filed a departure plan for destination Luluabourg.

Nu evidence could be found that any briefing was carried out at Leopoldville
by the crew of this light before departure.

There is o evidence that speclal security arrangements for SE-BDY were
arranged and it was therefore left unguarded for two or three hours before
departure, The main doors had been locked and the ladders ramoved.

Lord Lansdowne in OO-RIC did not take off until 1504 and the departure of
the Secrelary-General was thereby delayed until 1551, After taking off and clearing
Leopoldville Tower frequency, radio silence was apparently maimtained until
SE-BDY called Salisbury F.I.C. at 2002, while still cutside that F.LR., requesting
information on ET.A. of aircraft O0-RIC,

Meanwhile O0-RIC had flown to Ndola via Villa Henrique de Carvalho (see
Appendix 3} in full radic contact and with navigation lights on throughout
the flight. A normal flight plan was filed and departure signal made. It arrived at
Ndola at 2035 without incident.

The pircraft SE-BDY had bezn damaged by bullets fired at it From the ground
at Elisabethville on the morning of 17th September, After a most careful search
the only damage found was to an exhaust stub en one of the engines. This damage
was repaired and routine pre-flight checks were carried out and the fuel and oil
tanks filled. The foel an board was sufficiant to give the aircraft an endurancs of

approximately 13 hours. From the evidence submitted the Commission is satisfied

that all the required inspections had been carried out and all the modifications
preseribed by the manufaciurers and the Swedish Aviation Authorities had been
put into effect, and that the aircraft was serviceable when it left Leopoldville.

PagT 5

Conduct of the Flight

The information available to permit a reasonable reconstruction of the fight
of SE-BDY is vegue and incomplete. From the time of departiire from Tenpold.
ville at 1551 no further communication was recorded with the aircraft until it
called Salisbury F.ILC. at 2002. On request from Salisbury F.IC, aircraft SE-BDY
gave its destination as Ndcla, aircraft Type D.C.6, E.T.A. Nlola al 2235 and place
of departure Leopoldville, At 2040 the aircraft reported to Salisbury F.LC. that it
was over Lake Tanganyike at 2035 and was flying on advisory route 432 at 17,500
feet to avoid Congolese territory. At 2049 the arrival time of OO-RIC at Ndola
wag passed to the aircraft and at 2108 the aircraft reported abeam Kasama at 2106,
estimate abeam Ndola at 2147 and requested permission to descend to 16,000 fect,
Permission was given, At 2115 SE-BDY was asked its intentions on arrival Ndola
but apart from saying it was intended to take off almost immediately no other
information was given, At 2132 Salisbury F.LC. instructed the aireraft to contact
Ndola on V.HF. 119-1. Radio contect was made with Ndola Tower at 2135 when
the aircraft gave its E-T.A. Ndola as 2220 hours. Tis actual arrival over Ndola
Airport was 2210,

There must be some conjecture in any attempt to reconstruct the fight or what
should be considersd as the most likelv route followed by the aircraft. (See
Appendix 3.) This will be particularly true for the portion of the flight between
Leopoldyille and the point where the position report was made at 2035, The flight
plen to Luluabourg indicated that the initial cruising altitude should have been
13,500 feet (FL. 135), but at 2035 the alrcraft reported cruising at 17,500 feet
{(FL: 175). Since there is no indication of the timing of the climb from FL 135 to
FL 175, this part of the flight has besn computed as if the climb to FL 175 was
made immediately after take-off from Leopoldville. It has nlic been assumed the
climb was made in still air at a true air speed of 184 knots. This climb should then
have taken about 35 minutes and should have covered about 108 nautical miles
aver the ground, The only upper wind information availakle for FL 175 covers
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that portion of the probable route from reporting position 432B to Mdola Adrport,
During this period of the flight this wind is believed to have been 070 - 100° (T)
at 10 to 15 knots. For computing purposes a wind of 035% (T} at 15 knots has
been used for the portion of the flight from 4328 to Ndola Alrport, For the portion
of the flight Leopoldville to reporting point £32B the wind was weaker and from
the east; a wind speed of § to ¢ knots has been used as the averppe for this purpose.

The most likely route fallowed by SE-BDY between Leopoldville and reporting
point 4328 was direct to an approximate position 04"35 south, 29°25° cast, then
down Lake Tanganyika to reporting position 432H,

The computation for the portion of the route that is most likely to have been
followed after 4328 has been made in reverse, Le. starting from the time over Ndola
Adrport at 2210, At 2147 the aircraft reported abeam Ndola, This was 23 minutes
before arriving over Ndola. A bearing (Q.D.M, 279) taken at the time of this report
indicates that the aircraft was then due east of Ndola Airport. Assuming the air-
craft travelled at an averape ground speed of 255 knots (240 true air speed plus
15 knot tail wind component) from where it was at 2147 uniil it reached Ndola,
it would be Jogical to conclude that the sircraft was then 98 nautical miles from
Mdola over position [3°00° south, 3019 east, The distance from abenm Kazama
to the assumed position when the aircraft reported at 2147 is 170 nautical miles,
The elapsed time for this porticn of the fMlight was 41 minutes. This indicates a
ground speed of 248 knots which would appear reasonably consistent with known
and assumed circumstances. The distance from abeam Kasama o reporting point
432B (on a direct line from 432B to position assumed at 2147) is 150 nautical
miles, This portion of the Might took 21 minutes and indicates that the ground
speed would have been 290 knots. This ground speed is not consistent with the
other section of the fight and in view of reported wind conditions appears to be
unlikely, Since the ground speed south of the point abeam Kasama appears
reasonable and consistent, the computed ground speed of 290 knots would appear
to suggest that the aircraft covered a shorter distance than 150 pautical miles
between 2035 and 2106, and was probably 22 nautical miles to the south or south- -
east of $32B when it reported as being over this reporting peint.

The total distance covered was approximately 1504 pautical miles, QO-RIC,
on the roule it took, covered 973 nautical miles.

It is clear that the captain was prepared to accept lower safety standards in
certain respects for the sake of securlty., He flew over a large distance in Africa
without any person, other than the crew, knowing what his route or intentions
were; he did not take the precaution of filing o proper Right plan or even & proper
passenger manifest; he undertook the Aight in conditions of radic silence pnd with
no apparent information on the weather conditions en route; he did not avail him-
sell of navigation aids en route which would have been available on requr.st he
did not report his presence on the Nuirobi FLLR,

We express no opinion on whether security measures justified these actions,

Part 6

The Acadent

Following the radio contast by SE-BDY with the Ndola Tower at 2135, Ndcla
gave the aircraft at 2137 the weather, QMN.H. and Q.F.E. settings and asked what
time it wished to commence its descent. At 2138 SE-BDY requested descent
clearance at 2157 and was given permission by the Tower to descend to 6,000 feet
on QLMN.H., and to report top of descent, At 2147 the aircraft reported abeam
Ndola and at 2210 reported “lights in sight, overhead Ndola descending, confirm
OMNH" This was done and the aircraflt was alse asked to report reaching
6,000 Teet,

It would seem that the aircraft starled its descent at 2157 and was 6,000 fect
when overhead Ndola dnd the aircrafl's reference to “descending™ at that time may
well have related to the descent below 6,000 feet. Although requested to inform
the Control Tower on reaching 6,000 feet no such report was received and no
further radio communication was received from the aircraft,

At approximately 2210 an aircraft was heard and observed over the airport
by a number of witnesses, none of whom noticed anything unusual in its flight.
Estimates of height varied among witnesses, one indicating he thought it was flying
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higher than usual, while two thought it lower than usual for an aircraft appronch-
ing to the airport. Several considered it was Qying at the average height,

The Commission considers that the evidence shows the aircraft to have
approached at approximately the correct height above the airport in order to
commence its Janding approach (6,000 feet above mean sea lavel—1 340 feet above
asrodrome lavel), It fléw towards the Mdola non-directions] radls beacon situated
1.5 miles west of the airport, It was reported by witnesses to appear (o be lower
than normal over the beacor ares and beyond. Runway lights and high intensity
approach lighting (set at maximum) were on at all times.

The evidence led enables us to time the crash at 2213 Tt is, we think,
established by the watches recovered from the wreckage which we feel justified in
agsuming stopped at the time of impact. The evidence which established the
appearance of a flash or glow ie the sKy al a point in (he general direction the
aircraft appsared to the witnesses to be flying when last seen is also consistent
with this time,

The wreckege of the aircraft was located carly in the afterncon of the 18th
September, 94 miles from Mdola Airport on a bearing of 280° T. The aircraft hit
trezs at an altitude of 4,357 feet above sea level at a shallow angle when slightly
turning te the left at normal approach speed. The swath cot in'the trees gave a
clear indication of the heading of the sircraft,

Pant 7

Examination of the Scene and Wreckage

From the lime that the Northern Rhodesia Police arrived at the scene of the
crash no unauthorizad person was allowed to enter the ares. T4 was cordoned off
a5 spon as could be, and when night came lights were installed to exercise control.
On the first afternoon and evening bodies, and papers which were lying about, in
case lhere were secrel documents, wers temoved. Sergeant Jullan was taken o
hospitel,

The Investigating Board of Inguity was mads up of the Director of Clvil
Aviation, Lisutenant-Colonel M, C. H, Barber, D.F.C., Group-Captain J, Blanchard-
Sims, AF.R.Ae8, who ig Senlor Operations Officer, Depariment of Civil Aviation,
Mr M. Madders, AFR.AeS, who is Chief Inspector of Alrcraft, and Wing-
Commander E. Evans, who is Alr Adviser to the British High Commissioner in
the Federatlon. Representatives from Sweden—the State of Reglstry, the Inter-
natienal Civil Aviation Organization on behalf of United Nations, the International
Federation of Airline Pilots Associations, end Transair—the operators of the
gircraft, were invited to participale in the investigation. Thess persons were:—

Aeoraedingd Represenvailves:

Mr, B, A. Landin . ., . ., . o Inspector of Civil Aviation, Royal Swedish
Board of Civil Aviation,

Mr. ], P Fourjer . . . . . . ', Intermational Civil Avistion Organization/

. United Metions.

Caplain A, G. McAfee . . . . . International Federation of Airline - Pilots
Agssociations.

Technicel Advisers:

To Mr, Landin:

De E,Bratt . . . . . . . . . Minister for Sweden to the Fepublic of

South Africa.
Mr. T. Mylen, LLM,. . . . . . Legal Adviser, Royal Swedish Board of Civil
: Aviation.

Me W, E. L' Ligdman . . . . . Temporarily attached to the Royal Swedish
! Board of Civil Aviation, an Sanior Tnspec-

tor of Alrcraft,
Mr. O, Danielsson . . . . . . Superintendent, _S'im:llsh Criminal  State

fice,
If' L
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Mr, M. Landin, MSe. . . . . . Assistant Director of the Swedish MNational
Institute of Technical Police,

Mr. A, W, Jangson . . . . . . Temporarily attached lo the Royal Swedish
Board of Civil Aviation, as Inspecior of
Ajrcraft.

To My, Fournier:

Mr. T. R. Nelson, AFR.A2S., International Civil Aviation Organization/
MCAL . . . . . . .. Lnited Mations,

On behalf of Transair Sweden, A.B.,
the owners and opemalors of the air-

crafl:

Captain 5, Persson. . . . . . . Director of Flight Operations, Transair
Sweden, AL,

Mr. B. ¥irving. . . . . . . . Chief Engineer, Transair Sweden, AB.

Mr. C. G, Hellberg . . . . . . Chief Flight Engincer, Transair Sweden, A B.

The examination of the scene and of the wreckage on the scene, the removal
of the wreckage to a hangar at MNdola, the examination of the wreckage in the
hangar, and specialist examination of parts of the wreckage were all cartied out,
There were detailed reports of every stage of the sxamination by those concerned,
A wreckage plan, Appendix 6, and an enlarged wreckage plan of the arvea of the
main part of the wreckage, Appendix 7, both showing the position of bodies,
were prepared. These we have found of the greatest assistance in our inguoiry,

An pecurate survey of the scene of the wreckage, with measurement of the
heights of the trees where they were damaged, shows clearly that the aircraft hit
the trees at o normal angle of descent. There wers no holes in the ground or
seprs in the groumd to indicate steep descent. The mensurement from the first
trez damage to an anthill which the aircraft struck, and from which it cartwhesled
to rest, shows an overall angle of 5° of descent. It is clear that with damage
to the aircraft and loss of speed this angle must have been slighter initially. So
that it can confidently be said that the trees were hit when the aircraft was
descending at an angle of descent of less than 5°,

The total length of the wreckage trall from where the trees weprs first hit
was BOO feet. Thare wes no sign of fire at all except in the last 400 feet, The main
area of incineration was in the last B0 feet. The fire backwards on the trail from
that aree was probably caused by fash-back of fuel on explosion and by burmning

grass,

We do not propose to discuss in detail the position of the wreckage or bodies.
There was nothing significant in the positlon of bodies or wreckage, axcepl that
the nose wheel doors were found in the expected position if torn off on impaet,
and that four bodies were found with safety belts fastened. The presence of
landing manuvals at the scene is discussed later.

From the examination of wreckage in the hangar the following important
matlers emerge. The engines were under power at the time of the crash, The
landing gear was all fully lowered and In the locked pasition, There was strong
indication from the way in which the flap control quadrant was bent arcund its
lever that there was 30° of flap at the time of impack,

Mothing was found to indicate that any of the contmols were not operating
before the accident. From the nature &f the fire it was obwvious that there was
plenty of fuel.

Examination of the wireless eguipment showed no apparent pre-accident
feilure,

The altimeters, thres of which were on panels and two of which were spares,
were gent to the United States of America for examination by the Civil Aero-
nautics Board and the manufacturers, Nothing was found to indicate that they wire
not opermting propetly belore the crash. The barometric seltings on the three
ingtruments which were in use corresponded approximately to the seiting given
to the aircraft by the Controller at Mdola.

At the scene of the crash, in the wreckage, and from the bodies, a total of 201
live rounds, 342 bullets, end 362 cartridge cases wete recovered, All were of calibre
corresponding o weapons which were in the aircraft. Mo bullet showted any sign of

Jurs
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having passed theough & rifled barrel, Very careful cxamination of the wreckage
was made to tey to discover any sign of having been hit by & bullet or other
projectile. Eventually only one suspect hole was put before us. 1t wis of a size too
small to have permiticd passage of & 7.62 mm. bullet, Microscopic examination
showed no presence of any metal foreign lo the Er_'i]::um?.g metal, The Bﬂhﬂdl of
Inguiry decided not to have a specliographic r:amp:.num:-n_mud-a ag the article
etill had to come before this Commission and the United Malions Cgmmlssuun. We
consider that that decision was proper. We thought that it was unportant that
spectrographic examination should be made, It disclosed no sign whatever that o
bullet had come into contact with the metal, There were traces of cadmium,
chruminm and zine and lead, Cadmium end cheomium are metals Iaxmc:la.tﬁ‘f with
the plating of bolts, which gives some indication that the hole might have besn
caused by the tearing out of & small bolt, Bullets are not zinc or lead covered.

The plastic radar nose cone when first found did not show signs of penelra-
tion by any projectile.

The one possible examination which was not made was to remelt all the fused
metal recovered from the place of fire, some § tons in weight, in order to see
whether any projectile could be found, It had ali been broken by hammer and
sleam hammer inte pieces about 8 inches square and a few inches thick. In it there
were many objects such es bolts. It terilad to hreak where thess ﬂl’.'lleET.‘t lay. We
were informed that at an early stage of the Board's inguiry » suggestion was made
by Swedish representatives that forther examination should be made, The Board
degided not to do that, bot broke up all the fussd metal in the manper described,
In the course of the hearing it was suggested to us that this examination
should now be made. but the request was nol persisted in in the final address. We
considersd carefully whether the welling of 2l this wreckage was justified, and
deeided that it was not.

Apart from examination of the actual scene of the crash a search was made
of a large areg back from the scene of the erash in the bush over which the
pircraft must havo come before the crash, The extent of this scarch is shown in
Appendix 4, and it covered an area of some 2 miles by 14 miles, Some 180 men
were engaged in the search. Nothing which might have come from the aircraft was
diseovered, There was no sign of fire in the ane,

ParT 4

Causcs of Death of the Occupants of the Aircraft

Wery ta:::iul post-moriem examinations wern carried nut on all the bodies,
When the aircraft was found all the erew and all the passengers except Sergeant
Tulian wese dead. OF the other fifteen occopants of the aircraft, nine sustained such
injuries, opart from burning. as to indicate that they were killed in the crash,
Included in these was Mr. Hammarskjold, He had been thrown clear of the aircraft
and out of the area of the fire. The medical evidence is that he must have died
instantancously. Three of the bodies were too badly busnt to pesess their injuries,
In three bodies no lethal injuries apart from burns were discoversd. The position
af these nrhr.lr hodiez in the wieckape, and the fact that they were not able, as was
Sergeant Julian, to escape from the wreckage gives strong indication that if they

were not killed by impact they were at least rendered unconscious, and so unahle
to escape. ' i

Sergeant Jylian had a compound fracture of one ankle. He said that he r
from the wreckage, That s improbable; he probably had to crawl, He died asa{;
result of burns, caused by the fire, and agaravated by exposure to the sun in some
ten hours of daylight during which he lay expasad. The total area involved in the
burnslm.s over 55 per cent. of the body surface. There was & possibility that but
for this exposure, and exposure for six hours in the night, in a shocked condition
his life might hove been saved, All wes done for him that could be dons after hl;
reached the hospital. He developed renal failure and died int Uremia,

C‘srbagtyhnﬂmoglchiu estimations were made for twelve of the bodies including
all thyee pilots. In three bodies the estimation was 7 per cent, in one 5 per cent
in one 2 per cent, and in seven bodies nil. Both in the flight deck, and in the
cibin, there were persons with and without carboxyhaemoglobin percentages

L
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There were no signs of alcohol in the organs of the pilots which were examined.

Evidence of fastened seat belts was to be seem on six bodies. This was con-
firmed in regard to four bodies by what was seen at the place of the crash.

Bullets were found in the bodies of the two soldiers who were in the fire.
They had been seen at the time of depariore to be carrying ammunition pouches.
All bullets were recovered and examined microscopically. Mone of these bullets
had passed through a rifled barrel. In the bodies they were relatively superficially
situated and they were not associaled with any discernible evidence of bleeding,
All the bullets were of 9 mm. calibre, a type carried by these soldiers. In the
sume bodies there wos also found 9 mm, cartridge cases, and brass fragments
which appeared to have come from cartridge cases, and & percussion cap. Per-
cussion caps and fragments of cartridge cases were found in one other body. All
cartridge cases, fragments of carlridge cases and percussion caps were superficially
situated either in the skin or in fissues exposed by incineration, Other metallic
fragments, such s a small cog wheel and fused alloy, were found lyving superficially
in or on tissoes exposed by incineration.

ParT 9

Alerting, Search and Rescue Action

The procedures 1o be followed for search and rescue action by personnel of
the Air Traffic Services s lnid down in Procedures for Search and Fescue Action
Issued by the Federal Department of Civil Aviation and covers the Salishury search
and rescue area, i.e. the whole of Northern and Southern Rhodesia and Nyasaland
together with a portion of Bechuanaland, the limits of which are not here relevant,
The scheme therein set out involves co-operation between civil units and the Royal
Rhodesian Air Force, but it is mede clear that action in respect of overdue
R.ILAF. afrcraft is the responsibility of that service, whilst action in respect of
overdue civil aircraft rests with the Air Traffic Services and is specifically made the
responsibility of a Rescue Ce-ordination Centre (R.C.C.) established at Salisbury
and covers initiating, co-ordinating and terminating the search and resene action.

Any emergency calling for alerting procedure is notionally divided inlo theee
parts: {a) The Uncertainty Phase; (B) The Alert Phase; and (¢) The Distress Phase,
which phases bear the respective code names Incerfa, Alerfn and Detresfa. Cir-
cumstances which can crente such phases are identified by the scheme as follows:—

Uneertainiy Phase. An uncertainty phase 15 considered to exist when—
(a) no communication has been received from an aircraft within a peried of
thirty (30) minutes after the time & scheduled position report ar “All's
Well" report should have been received; or when
(b) an aircraft fails to arrive within thirty (30) minutes of the estimated time
of arrival last notified or estimated by aiv traffic control service units,
whichever is the later;

except when no doubi exists as to the safety of the aireraft and its occupants.

Alert Phase, An alert phase is considered to exist when—

{2) following the uncertainty phase, subsequent communication checks have
failed to reveal any news of the aircraft; or when

(b} an aircraft has been cleared to land amd feils to land within five
minutes of the estimated time of Janding and L.ommu::dmuun has not
been re-esiablished with the aircraft; or when

(¢} information is received which indicates thal the operating efficiency of
the aireraft has been impaired but not to the extent that a foreed landing
iz likely; or when -

{d} information is received or it is reasonably certain that the sireraft is
about to meke or bas made a forced Janding;

except when there is reasonable certainty that the aircraft and its occupants are
not theeatensd by grave and imminent danger and do not reguire immediate
assistance.

Distress Phase. A distress phase is considered to exist when—

{n) following the alert phase the absence of news from widespread com-
munication checks in the circumstances points to the probability that
the aireraft is in distress; or when
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(b} the fuel on board is considered to be exhausied, or to be insuffcient 1o
enable the aircraft to reach safety; or when

{c) information is received which indicates that the operating efficiency of
the aircraft has been impeired to the exient that a forced landing is
likely; or when

(d) information is recejved or it is reasonably certain that the aircraft is
ahout to make or has made a forced landing;

except when there is reasonable certainly that the aircraft and its occupants are nol
threatened by grave and imminent danger and do not reguire immediate pssistance,

Both air and ground searches are contemplated, Should air search be neces-
sary the scheme provides for the appointment by the Director of Civil Aviation of
a civil air search officer (C.A S50 with duties which are thersin precisely indicated,
which duties include an obligation to kesp the Rescue Co-ordination Centre [ully
informed. For ground search, the R.C.C, may request assistance from the Police and
loeal authorities,

The whole scheme, so far as it hes relation to clvil aircraft, presupposes
knowledge on the part of the Air Traflic Services of the intended movement of such
sircraft into or through the srea. This is secured through the medium of a Flight
Flan prepared by the caplain of the sircraft and submitted to Air Traffic Control
at the point of departure. Air Traffic Control carry the responsibilily of trans-
mitting this information to all Air Trafic Services oo route up o the destination.
The Flight Plan shows, inier alfia, the registration lellers of (ke aireraft, ils tvpe,
the mame of the capiain, the number of crew and passengers, the destingtion,
alternate airfizlds which are intended for use If prevented from landing at destina-
tion, endurance in hours, the aircraft's radio frequencies, detalls of life saving
equipment on board, ele. The plan also shows the route, check points, the
estimated {ime to the different check points and the altitudes the captain proposad
to use. In practice, it is sometimes found necessary to amend such Flight Plan
during the period of the flight and thiz is done by radic eommunication between
the aircraft and the Air Traffic Services.

The information made avallable to the Air Traffic Controfler (AT.C) at
Ndola in respect 1o this aircraft came from four sources, He was told by responsible
persons on the ground that the Secretary-General of the Uniled Nations was
expected to arrive at Ndola in & second aireraft leaving from Leopoldville and he
was aware that the first aircraft, bringing Lord Lansdowne, had previowsly arrived.
He was told by F.LC, Salisbery that aircraft SE-BDY was en rovie for Ndola with
an ET.A. of 2235, From 2133 onwanis he was in touch with the aireraft from
which he learned that the E.T.A, was amended to 2220, and that the aircraft was
descending to 6,000 feet and desired o QN.H. Fourthly, he was told that the
gjreraft had passed over the asrodrome heading wesi-north-west,

It would appear clear in consequence that a landing of the aircraft at or about
2220 should have been contemplated. Thirty minutes thereafter, para, () of the
Uncertainty Phase provisions would apply, unless the exception justified no actien.
AT.C. Nidola eommunicated to FLC. Salisbury at about 2242 the absence of any
contact with the aireraft after 2210. Later, at 2347 AT.C. Ndola originated the
first [ncerfa signal.

We have considered the evidence which bears upon the applicability of the
exception. So far as concerns AT.C. MNdola, Mr, Martin, he was at all material
times in contact with and under the instructions of the Airport Manager, Me, 1, H.
Williams, Mr, Martin’s personal impression at the time that the sircraft had
refruined from reporting termination of its authorized descent becaumss it was
purposely holding off to enable the Secretary-General to complete radic communi-
cation with a bass oulside Rhodesia was genuinely held, and sufficiently explaing
why he found no reason to question the prevailing belief expressed to him by Mr,
Williams that the aireraft was holding of or had proceeded to some other desting-
tion, It is, we think, further corroborated by the fact that when a period of
approximately an hour and & half had elapgsd, a time to which the explanation
of possible radio communications is not patently approprizte, Mr. Martin, after
consultation with Mr. Williarms, originated the Incerfa signal,

We turn to consider the attitude of mind disclosed by the evidence of Mr.
Williams. He had returned to Ndola on the 16th September from leave with a
view to commencing his duties as Ajrport Manager on Monday, 18th Seplember,
at 0700 (9 a.m. local time) but on Sunday 17th be was called to the airport to
attend a meeting at which seeurily and accommodation arrangements were discussed

f
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for a projected meeting that day between President Tzhombe of Karanga and Mr,
Hammarskjold. From 1230 (2.30 p.m. local time) onwards strict securlty provisions
were in operation at the airport and the house of the Senior Provineial Commis-
sioner, with a strong detachment of peolice at both places. R.RAF, operations
from the aercdrome had reguired the crew briefing room to be given up to service
personnel and the Airpert Manager's own office had been reserved for the projected
meeting, From 1400 (4 pa. local time) onwards President Tshombe and the
British High Commissioner, His Excellency Lord Alport, had made use of this
office. From their conversation, Mr. Williams had gained the impression that some
doubt existed both as to the ceriainty of the arrival of the Secretary-General and
alsn of the time at which ha waz to he expected. Later, thess two wera jnined hy
Lord Lansdowne on his arrival by OO-RIC from Leopoldville, The fuorther infor-
mation brought by Lord Lansdowne confirmed the expected arrival of  the
Secretary-General and indicated a possible time of arrival afrer Lord Lansdowne's
departure from Ndola, 1t was ageinst such & backgrooad thal the passage of
SE-BDY aver Mdola acrodrome on a heading in the direction of Leopoldvills was
notitied to Mro Williams, He then went opt and saw Lord Lansdowne's aircraft
leave and when he returned he learned that SE-BDY was not responding to signals.
He ingtrugted the Duty Controller to report te Salisbury and Lusaks and continue
to call SE-BDY. Later he caused Salisbury to be asked to check with Johannesburg
to secure contact with Leopoldville. No news had been received by 0115 (3,15 a.m.
local time) when he decided to leave the alrport for his hotel, leaving instructions
for an immediate message to be passed to him there should any information become
available, He assured us that al this itape he entertained no thought that the
gafety of the alrcraft was imperilled, taking the view that the departures [rom
normal conventional working of clvil sircraft in his area which had characterized
thie particular flight were explanatory of its continued silonce, despite repeated
requests by signal. A similar state of mind, although held by someone not experienced
in airport practice nov charged with any responsibility for sirport operation, was
held by Lord Alport, who told us that, knowing that a cease-fire in Katanga was
an essential requirement for any meeting between the Secretary-General and
President Tshombe, he feared that whilst in flicht the Secretary-General had besn
made aware of some breach of this armistice, and had in consequense abandoned
his original inteation of landing. This and other speculations Lord Alport told us
he communicated to Mr. Williams, and we can well understand that the possibility
of accident did not up to his departure from the acrodrome present itself to the
mind of Mr. Williams, and that the overdue action already initiated was adeguate
in all the circumstances,

Reference has already been made to the presence of a strong contingent of
police at the house of the Provincdal Commissioner, Mdeola, One of these officars
detected what he referred to as a flash or a glow in the sky some minotes after
SE-BDY had passed heyond hearing distance somewhat distant from what he had
supposed was the track of that aircraft. In this area, bush fres and lightning fashes
are of common oceurrence, and no one seems at first to have associated the flash
or plow with the aircraft, but when report was made to Ndola police station
Assistanl Inspector Begg thought the occurrence justified report to the acrcdrome,
When the communicator on duty was informed at about 0130 (3.30 a.m. local time)
he directed the police to Mr. Williams and Assistant Inspectors Bege and Pennock
called on Mr. Williams at his hotel and informed him of this reported flash, Mr.
Williams expressed the opinion that nething could be done until firs light (which
would be 0340 and 5.40 am. local time) and sent them away. These police officers
on their own authority then sought and obtained leave by telephone for a police
ground patrol to be sent out, but the search proved negative.

It was not until 0700 {9 am. local time, ie. over three hours after fiest light)
that br, Williams resumed duty as Airport Manager at Mdolz, 1o find that F.IC.
Salisbury had originated the Distress Phase signal at 0445 and requested the
assistance of two R.R.AF. aircraft for local searches morth and south of Mdola
airficld at 0700, that scarch beginning at about 0300,

It is we think, a matter for comment that Mr. Williams" implied intention
to initiate action at fiest light was not carried into practice, Though Mr, Williams
did not suggest that it affected his action we have taken into account the fact
that his officlal return from leave did not require his attendance at the airport
until his normal duty time on that morning, but hiz part in the arrangemenis on
the previous day and his acceptance of the police report as properly made to him,
imposed upon him, as we see the matter now, an obligation to accept as from the
time of his actual return the responsibility normally borme by the Alrpoet Manager
during his duty times. /
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“ ; ithin the
B ragraph 33 of the “Procedures for Search apd Rescue wi )
SBHHE:E}?;EME]?leL! Rescue Area” these duties are defined as those ln.ln:l down in
wAir Traffic Control Instructions™ issued by the Deépariment of Civil .eﬂ::'-lmhﬁ
dated September, 1960, read together with “Station Standing Instrections™ dal
Jume, 1961.

The former provides thal whenever the urgency of the situation 50 requires,
the AT.C. Unit responsible shall first alert and take other necessary steps to set
in moiion all appropriate local rescue and emergency organizations :.l.-hmh can give
the immediate assistance reguired. It is to be noted in lhu'.l connexion that t}iﬂﬂ?f
the exception applicable to the Uncertainty Phase the exception to alerting action 15
expressed differently for it reads “except where evidence exists thal would allay
apprehension as 1o the safely of the airerafl and J.L'I:' accupants”, The absence of any
satisfactory response to the signals put cut by his F1C eould have s':;rvnc{ only
1o excite rather then allay apprehension. It is true that responsibility for liaison
with (he R.RAF. is in thess instructions laid upon the Salisbury Rescue Co-
ordination Centre, but as this for its initiation would require a report from Ndola,
it is reasonable to assume that & report by Mr. Williams to R.C.C. Salisbury at
first light that he was appreheasive of the safety of the aircraft by reason, infer alia,
of a report of & flash or glow in the sky in the Mufulira direction and timed only
a few minctes after its departure from earshot would have produced the authority
required to enlist the aid of the RR.AF. for an immediate air search of the
vicinity.

The other document “Station Standing Instructions™ is primarily concerned
with crash Jandings, and although it places initial responsibility for action upon the
Adr Teaffic Control Officer on duty, the recital of his duties, including infarming
the Airport Manager, 35 a clear indication that when available it ig the Alrport
Manager from whom supervision of procedires is Lo be expected.

An independent search resulted from am observation by Assistant Inspector
© Waughan of the Morthesn Fhodesin Police. He on the night of September 17th
was engaged on road patrol dotiss by Land-Rover from Muofulira to Mokambo, &
distance of some ten miles, Whean driving towards Mufulire he saw at about 2340 a
sudden light in the skv in the direction of Ndols and an impression of a falling
abject. As this was an hour after the crash a possible explansiion may reside in
the bursting of a gas contaimer during the fire. When on return to Mufulira he
heard that an aireraft was overdoe at Midola he recalled his experience and reported
it. At about 0140 he and another officer made & glow patrol and another officer
made a fast patrel about half-way along the Mufulira-MNdela road to see i any
sign was observable from the proond. Both searches proved fruitless. There was 2
further extensive search along this portion of the road next morning.

To essist the air search operations bearings were taken by R.R.AF, perscnnel
at the groond positions from which flashes and the like were reported as having
been seen and map plats prepared in the hope of securing a fix,

The air search subsequently undertaken by Flying Officer Craxford on instrue-
tions given at 1245 (2.45 pm) succeeded in locating the crash site at 1310 (3.10
pm.), and although the information wpon which these instructions were given
included statements not available until after midday, the information given by
Assistant Inspector van Wyk to Assistant Inspector Begg and passed on by him to

Mr. Williams should as it seems to us have been adequate guidance for & creeni
sedrch to have achieved success. “ o ping

We realize that o recommendation for an air search involves acceptance of
i heavy responsibility, in that it may secure dispersal of available aircraft on
froitless errands and deny the assistance they can provide if and when credible
reports assist in identifying areas of high probability. The report of Assistant
Inspe:ctnr van Wyk came from a responsible police officer and had been thought
by his superiors sufficiently cogent to justify a search by road which because of
the extensive bush areas could not reliably exclude the possibility that the pheno-
menon he witnessed was associated with the apparent disappearance of SE-BDY,
That it could not unreasonably in ordinary circumstances be attributed to a bush
fire or an electric dischargs we would accept, but itg coincidence in time with the
loss of ull contect with SE-BDY seems to us enough to make it a clear wearning
that an urgent situation had arisen despite non-reeeipt of signals from Leopoldville
uatil 0350 {7.50 am.), and certainly after that time. When to this is added the
feature t‘riml g defined segmental area with a radius of only a few minutes of flight
was required to be searched for investigation of the report we think that initiative
on the part of o responsible an officer as an Airport Manager would have causad

/o
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L]
him to invite R.C.C. Salisbury to authorlze one of the available R.R AF, aircraft
to undertake the task, Discovery of the crash sits might then have been made some
hours before it was and the living survivor been given succour before further
exposure o the tropical sun had aggravated the burns sustained in the crash.

Bamr 10

Causes of the Accident

&, GENERAL
1. General Comsiderations

Before we come io consider particular suggested causes of the accident we
shall set out some general considerations which govern throughout, What we have
to try to discover on the evidence is why SE-BDY hit the ground some 94 miles
short of the runway at Ndola Airport. It is certain that the examinations after the
crash show clearly that the aircraft was intending to land at Ndola, and in con-
versation with the Control Tower that intention had been indicated. The engines
were under power at the time of impact. All landing gear was fully lowered and
locked. There is strong indication that there was 307 of flap, a normal amount at
that stage In a landing. Those safety bells which could give indication of their
condition, four in number, were found fastened, and six bodies, those on which
examination in this regard was possible, showed signs of fastened belts, The
fastening of safety belts takes place on take-off and before landing. The landing
lights were not extended, but the aircraft was still too far from the runway for
that normally to have been done,

When everything in an aircraft indicates that it was on its way to land and it
hits ground before the runway is reached there can only be one of_two general
causes. One is that something caused the aircraft, against the will of the pilots, to
come too close to the ground and to hit it. The other is that the pilots, misled by
something or by mistake, brought the aircraft too close to the ground so that it hit
the ground. There may, of course, be a combination of the two causes: the pilots
may have brought the aircraft lower than they should have, so that it was in a
position in which some other causes could operate more easily to interfere with
flight. When some cause against the will of the pilot is being considered, the
proper initial approach is, we think, to assume that such cause began to operate
when the aireraft was at a height at which it should have been at that stage in
the approach. For an assumption that the aircraft was below that height carries

the implication of mistake on the part of the pilots.

At night an aircraft will land either by the pilot relying on what he can see, a
visual descending procedure, or by the pilot adopting an instrument approach
procedure, The latter procedure, when based on the existence of a non-directional
radio beacon, consists of flight on a designated track in a direction opposite to
that in which the alreraft will land, at a prescribed height until the non-directional
radio beacon is passed. Shortly thersafter the procedure tumn is made, This is a
turn away from the track then being traversed, followed by a turn in the opposite
direction, both turns being executed so as to bring thé aircraft along the reciprocal
of the track on which it was- travelling before the procedure turn, so that the
aircraft is then flying in the proper direction to Jand. The procedure is laid down
for each airport. In some cases the aircrafi is required to maintain its height until
the procedure turn is completed; in other cases the aircraft is required to lose
height during the procedure turn.

The instrument approach procedure for Ndola consists of initial approach at
6,000 feet altitude on a track of 280° until 30 seconds after the N.D.B. has been
passed, The procedure lum is then made to the right at the same height. On
completion of that turn and when on the inbound track of 100° to the N.D.B. the
aircraft descends to S000 feet over the N.DB., thersafier descending to the
critical height of the aerodrome.

In the high intensity lighting system at Ndola there are two short parallel
lines of lights at right-angles to the runway at the approach end of the runway. If
these tend to merge into a-single line the pllot knows that he is too low, and if
they appear to be far apart he knows that he is too high.

The cvidence of eye-witnesses establishes that SE-BIYY crossed Ndola Airport
at about 6,000 feet altitude on a bearing close to 2807, It also establishes that the

feas
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aircraft then turned to the right. As no sufficient time elapsed according to the
evidence between this turn and the crash for the aircraft to have gone away for
any substantial distance and then come back, we are satisfied that the pilot con-
tinued kis approoch by a subsequent turn to the left to reach the place of crash.

It heas already been set owt that when the aircraft hit the trees it was
descending at an angle of descent of less than 5°, a normal angle of descent. The
fact that the nose wheel doors were not detached in the air by speed, and they
would be so detached if there was great speed, indicates clearly that there had
not been any considerable dive townrds the grnmd followed by a flattening out to
the angle of descent which was showhn,

2, The Effect of Stntemenis by Sergeant Jolkan in the Consideration of the Canse
of the Crsh

Statements by the sole survivor, Sergeant Julian, which have any relevance to
the cause of the crash sre ay Jollows,

Senior Inspector Allen of the Morthern Rhodesia P&He: on the evening of the
18th September, had the following conversation:

Allen: “The last we heard from you you were over Ndela runway. What
happened 1™ ' .

Julian: “It blaw up”

Allen: “Was this over the runway?”

Jubiagn: “Yea™

Allen: “What happenad then?"

Julian: “There was great speed, Creat speed.”
Allen: “What happened then?”

Tulian: “Then lhere wag the crash.”

Allza; What happenad then?

Julianm: *There were lots of little explosions all around,™
Allen: “Haw did you get out?”

Julian: “I pulled the emergency tab and T ran out”
Allen: “What about the others?™

Julian: *They were just frapped.”

Senior Inspector Alien said that he scemed to be vnderstanding. The con-
versalion was not simply as set out, as Sergeant Julian was very incoherent, and
guestions such as “What happened then?” were often repested. Mr. McNab, the
surgeon in charge. said that in his opindon the remarks conld oaly be taken as a
guide and were not necessarily true, having regard to the condition of Sergeant
Julian, There was also the possibility of retrograde amnesia.

On the sames evening, Sister MeGrath heard him say: “'We were on the runway
and there was an éxplosion”, and “We were on the runway when Mr, Hammarskjold
said “Go back”, then thers was an explasion”, and “I was the only one that got
out all the others were trapped.”™

On the some evening Dr, Lowenthe] said that he asked why they had not
landed when they were cxpected to. and Sergeant Julizn replied frest in words
which indicated that Mr. Hammarskjold had changed his mind or sald “Tumn
back™, and then by saying that he did not know, He said that Serpeant Julian said
that there was an explozion and then & crash, and a little later =aid that there was
a crash and then an explosion; and also suid that he had jumped [rom the aircraft,
Dr. Lowenthal said that Sergeant Julian was highly sedated at the time bur
appeared to be speaking coherently.

No attention nked be paid to remarks, Jater in the week, about sparks in the
sky. They either relale to the fire after the crash, or to a symptom of his then
condition,

In so far as weight can be given Lo these remarks at all they relate to the
following:
O the rorwey

Sergeant Julian geems (0 have thought that what happened happened as they
wepe just about o Jand, f
LR
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Grear speed

Until the aircraft had passed over Mdola there is a body of evidence to indicate
that it was flying at a normal spesd. So the great speed, if it referred to the sircraft
in the air, could only relate to some time during the approach procedurs, The
evidence indicates that the nose wheel doors would be blown of by unusual speed.
They were not, but were found in the wreckage trail. If then this was an
accurately remhembered impression it could, we think, have been gained only when,
by passage through the tree tops, an impression of speed could have been given,

An explosion in the aircrafe bejore it hit the trees

There undoubtedly was an explosion after the aircraft hit the ground. In one
remark Sergeant Julian put the events in that order. In so far as the remarks can
be seid to support a theory there was an explesion causing the aireraft to come to
the ground the maiter is dealt with later, '

Instruction to go back

The only indication that thers was a change of plan is in the evidence of
Dr. Lowenthal that Sergeant Julian said that Mr, Hammarskjold “changed his
mind or said '"Tuen back'™. It seems likely that the phrase “changed his mind™
was the witness's interpretation from the words *“Turn back™ or “Go back"™. These
wotds could not have besn said after the crash, for the evidence shows that Mr,
Hammerskjold died instantanecusly. So the words must have been spid in the
nirceaft. On both versions given the words were said before the explosion. There
iz nothing to indicate that Mr. Hammerskjold, apart from anything connected with
the crash, would be likely to have changad his plan to Jand, What seems likely is
that the first impact with the tree tops gave the impression to Mr., Hammarskjold
that thers was some designed obstruetion to his landing, and that he then shouted
words such as “Go back™,

3. Accounts of eye-witnesses

To avoid undue complication in this part of the report we deal in detail with
all the eve-witnesses in Appendix I. We have divided them into four classes, In
Classes A and B the general picture given by those witnesses who saw or heard
SE-BIYY is of it passing acrpss the airport more or less in the direction in which
it should have been heading, of it being at about 5,000 feet above sea level, perhaps
a little dower, and of it going faster than aireraft wsually went, which is probably
explained by its being a larger type than was usual in this area. There were two
witnesses, llving to the west, who heard the aircraft passing over in what must
have been a turn to the right, Mr. Bermant and Mrs, Wright. Both, from the
sound, had an impression of Iow height, In so far as witnesses in Class B speak
of some phenomenon in the sky they do not help in the discovery of the cause of
the crash. Their evidence merely shows that there was a crash, Bul none of these
witnesses, and they aré many, saw or heard any other aircraft at about the

time that SE-BDY passed over Ndola,

Class C, persons who speak of two aircraft at the same time, is dealt with
later, Class D comprises witnesses who saw or heard something long after the
crash. ' Their evidence does not bear on cauvsation. The samea is of course true of
any evidence which relates only to the later discovery of the crashed aireralt,

B. POSSIBLE CAUSES

l. Damnage Soffered at Elisabethville

When the aircraft left Elisabethville to go to Leopoldville on the morning
of the 17th September it was fired on, On arrival at Leopoldville 2 builat hols wes
found in an engine cowling and there was damage to an exhaust pipe. The pipe
was replaced, There was coreful examination but no other damage was found. It
does not seem to have been hit by explosive bullets, so that even if & bullet had not

been found it could not have cavsed later damage.

What happered at Elisabethville did not, we consider, contribute in any way
to the crash.

2. Sabotage

Before the pircraft left the ground at Leopoldville it was in the charge of
employees of Transair except for a period when they went for lunch. During that
period the aircraft was locked and ladders were removed. This would Jeave avail-
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able for the deposit of an explosive machine the undercarringe wells, There was
nothing in the wreckage to indleate explosive damags to the undercarriage. The
interier of the aircraft was examined prior to teke-off. Tt is inconceivable that any
occupant wilfully carried some bomb into the sircraft. If any bomb had been
placed in the personal logpage of any oceupant the explosion would not be in the
least likely to be in the Right deck so os to incapacitate the pilots. And if any
explosion took placs sugh gs to disable the aircraft some purt would almost
certainly have been blown off and found short of the place of the crash, Examina-
tion of the wreckage and bodies showed nothing to indicate that any bomb had
axploded.

Further to this we cannot imagine thal there was aoy lkelihood of any such
thing being done at Leapoldville. If it had been dome it must be assumed that it
was directed at Mr. Hammarskjold and meant (o be effective. Mo one could have
timed an explosion for arrival at Mdola when that destination was known to very
few people, and no one except the pilots could possibly have known that the flight
would last as long as it did, having regard to the route selecied,

We find no grounds for atiribeting the crash to sabotage,

3. Circumstances of the Tlight to Ndola

There is nothing to suggest that the security precastions which werg taken in
regard to the flight, which led to a lack of information about it, were in any way
the cause of the crash. There was no separate ngvigator on the aircraft, and the
fiight was for the greater part made by deed reckoning, Captain Hﬂ.llﬂnqms.t WS,
however, an expericnced navigator, and the routs taken, due esst with a feature az
enormons as Lake Tanganyika to govern change of couree to the south, was not
difficult to fly. There was radar in the aireraft which could have been used to
determine when that Jake was reached had visual conditions been difficult,

Two of the three pilots had Aown the abreraft to Elisabethville on the previous
day, and had flown it to Legpoldville in the morning of the 17th September.
Caplain Litton when he boavded the alreraft in the afternoon indicated that he
was tired, Captain Hallonguist seemed to be fit and relaxed befors the aircraft
took off, The flight to Ndolz was a long flight but it should aot unduly have tired
a pilot, Some strain may well have been associated with the flight in that a most
important person was aboard and precautions had to be taken 1o conceal the
roate. We do not think that undue fatigne contributed to the crash.

4. Erroneouns Cnmruurﬁui.lun fromn the Ground at Mdola

There was no tape recorder to record the conversation betwesn Mr, Martin,
the traffic controller on duty st Ndola, and SE-BDY. The account of the con
versalion is dependent on, his memory; the flight strip. confirms his evidence in
part, and is in no way inconsistent with it. Tnformation which could have misled
the pilot was an incorrect QN.H., but examination of the gltimeters showed that
they were set approximately to the Agure which he ssid hé gave, and this was
the correct figure. After the aircraft had disappearsd, and long before it was
koown that it had crashed, the information he gave to Salisbury of his conver-
sation accords with his account of the conversation, The height above sea level of
Ndola Airport was net given, but that information is not given unless it is psked
tor. It is not usual for a pilot to aszk for this information, and SE-BDY dld not
do so.,

There is nothing to seggest thal any byl proper information was given to the
pircrafl, either from Salisbury or Mdola.

5. Fallure to wse Ndola approach chart, or vse of Ndolo approach chart

Pilots in Transair were supposed to use the approach charts in the Jeppesen
Manual. This is a large loose-leaf manual published in the United States of
America, Tt contains a chart for Ndola which shows the instrument approach
procedure. An individual issue of the Muanual is made to each pilot. There Is no
secord of the issue of the Manual to aoy of the pilots in SE-BDY. An inventory
of Jeppesen Manualg, taken at our instigation, shows {hat three are misslng, When
they disappeared is not known. Each pilot is supposed to carry this Manual on a
flight.

In the wreckage only cne Jeppesen Manual was discoverad, Others may have
been entirely burnt, That is not known, Inthe cne Manual which was found the
Ndola cliart was missing. It is vsval praclice to remove the chart needed in

landing. This may have been done. The spring clip in whick it is uspally put on
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the captain's side of SE-BDY had one part missing, so it could not be seen if
anything had been in it, The state of the clip mey have been caused in the fre,

In Leopoldville there seems to have been freely available to pilots a small
bound manual of approach charts, The United States Air Foree Approach Chart
Manual, which s reprinted regularly, Although Ndola has been an airport for
many years the issnes in 196} contained no approach chart for it. They did
contain & chart for Ndolo, an airfield some six miles from the present Ndjili Alrport
at Leopoldville. Ndolo was abandoned as an airfield for large aircraft in 1959, In
the wreckuge (hree of these Manuals were found; two at the scone of the crash
on the ground, and one later amongst the wreckage in the hangar, One of the
Manuals on the ground lay open, folded back, and showing the Ndolo chart.

A pilot’s papers and books are normally kept in a bag. The fact that three
copies of this Manual, when there were three pilots, were found locse in the
wreckage seems to us to give strong indication that reference had beén mede 10
it. And refersnce might well have been made to it if the Ndola chart was found
not to be in the Jeppesen Manwal, perhaps because it had been token out by a
previous user of the Manual and not replaced. [t seems too much of a coincidence
that there were three Manuals, not in bags, with the addad coincidence that one
was upen at a page where a chart for Ndola would have been sought.

In one of the United States Manuals found there was written in green ink on
the Ndolo page the height of the Ndola Airport. And there were two barometric
pressures, one the standard and one more or less the figure for Ndola at that time
of year. The lattér figure did not exactly correspond to the conversion into inches
of the figure in millibars given to the aireraft on the night in question. There were
also odd dots along the chart of the turn and an underlining of an altitude of
2,500 feet. On the ocuiside of the Manual the words “Approach Charls” were
written, We arranged for this book to be sent to Sweden for guick comparison
with the writing of the threz pilots, and the report is that the wriling does not
correspond to that of any one of the pilots, So far as we were able, we confirmed
this by comparing writings of the three pilots which wers sent to us with a photo-
static copy of the writing in the Manual We accept that this wriling was not
that of any pilot in SE-BDY, If it had been it would, from the presence of the
correct altitude of Ndola, have shown that thers was realization that the height
in the chart far Ndolo, 951 feet, had no relation to the Ndola Alrport

Nor do we consider that Captain Hallonguist would have thought that the
Ndolo chart applied to Ndola. A week before in Elisabethville, and shortly befora
he took off in Leopoldville, Captain Hallonquist had discussed the altitude of
Ndols, and showed that he knew that it was about the same altitude as Elisabeth-
ville, 4,187 feet. Quite apart from that, thc Ndolo approsch is shown as being
from the opposite direction, with the beacon to the east and not (o the west of
the runway. And the clearance to 6,000 feet by the Controller, and the sight of
lights some 2,000 feet and not over 5,000 feet below him as he passed over the
airport would have indicated to a pilot of his experience that he was not about
to land at an altitode of 951 fest, Tn addition the instrument approach procedure
for Ndole is a descending procedure with passage over the beacon at 4,000 fee,
losing height to 2,500 feet on completion of the turn. Such an approach would be
obviously impuossible (o an airport knewn o the pilet to have an altitude of over .

4,000 feet.

If there was uncertainty in regard to the altitude of Ndola runwey It might
have been expected that inquiry would have been made from the Control Tower.
But it appears that Captain Hallonguist had his own ideas in regard to informaticn
from & controller, About o week before in a conversation with Major Ljungkvist
at Elisahethville he had stated thot he thought it quite unnecessary that the tower
should remind a pilot of the airport elevation. or give certain other information,
It was a clear night, and the airport lights were plainly to be seen.

We do not consider that the pilats were misled by an Ndolo chart, but it may
well be that there was no Ndola chart in the aircraft. We discuss the manner of
approach later.

6. Mechanical Failure

The evidence shows that SE-BDY was in very good condition and fully
serviceahle at the tme of the flight. Examination of the englnes shows that they were
under power at the time of the crash. Some five minutes before the crash the
aircraft was seen to be flying normally, The aircraft was a four-engined aircraft
and able to maintain altitude with some degree of engine failure. There was plenty
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of fuel. Examination of the controls mechanism disclosed no defect, Mechanical
failure would undoatiedly have brought about some reaction in the pilots, There
would sither have been o message to the Control T'owar or goma sort of preparation
for a erash landing, a5 by retracting the landing pear. There was no such action.

There is nothing to indicate that roechanical failure caussd, or contributed
to, the accident.

7. Defective Altimetors

All thres allimeters which were in wse were sel approximately to the haro-
metric setting given by the Controller, They were all damaged in the crash. Very
extensive examination disclosed no abnormal condition not attributed to impact
damage and fire.

There is nothing to indicate that defect in the altimeters caused or contributed
lo the accident,

B. Imternal Fire During the Flight

There were two hand fire extinguishers discovered in the wreckage in a
discharged state, Though they couvid have been discharged in the fire on the
ground it cannot be said with certainty that that was how they came to be dis-
charged. Two possibilities in regard to internal fire have to be considerad: mere
fire, or fire suddenly cavsing explosion. If fire occurred it must have occurred in
the Iast few milzs of the Right, The post-mortem examinations indicate that both
among those who were in the flight deck and among those who were in the cabin
there were persons with no carboxyhaemoglobin percentage. The percentages found
in the bodies of the pilots was such that they could not have heen so affected by
it as to be incapabls of action, In these circumstances it is really inconceivable
that, if there were 5 fire, experienged pilots should have refrained from taking
ohvious stepz, Mo message was senl: the alreraft did not makes suddenly for the
micport for an emevpency landing: and none of the action was taken which would
have been taken if the fire necessitated a crash landing in the bush, such as
retrpction of the undercarsiage or exlension uf the landing lights to choose as
favoureble a spot as possible,

If thers had bean 4 fire causing sudden explosion, so that either or both pilots
were incapacitated or the aircraft was put out of contrel, it must we think have
besn of such 2 nature that some evidenee of it would have been found on the
ground, either at the wreckage site or in the other searched area,

There 1= no resson whatsaever to suspect internal fire &s the cavse of the crash.

9, Incapacitation of the Pilots

This is suggested as a possibility in the rnpr;nrt of the Board of Inguiry. Wo
can find nothing to sapport it, Post-mortem examination indicared no diseass in
any one of the pilots. They hed all passed medical examinations as pilots. The
possibility of incapacitation by natural causes of any of these pilots is most unlikely,
The chances of simultaneous incapacitation are in our view so remofe that that
poesibility can be dizmizsed

10. Action by Other Alrcraft

{a) At the outsct we would say thal no roason was suggested, and we cannot
think of one, why anyone who might have been able to attack this aircraft from
the air should ever have wanted to aftack it as it carried Mr. Hammarskjold on the
mission he was then endertaking. We have investigated the position of aircraft
capable of offensive action not because of suggestions that there was such action
but to eliminats any known aircraft within range. There wae evidence that no
aircraft of the Royal Rhodesian Air Force was fiying on the night of 17th{18th
September, That evidence weas not gueried at all. In the Congp, other than in
Katangs, there was no aircraft capable of offensive action which was not under
United Mations control, One,aircraft capable of offensive action was in Katanga at
the time and was not under United Mations control. Tt was a Fouge jet fighter
trainer, armed with two 7.02 mm, maching-guns. On the night of the 17th/18th
Seplember it was al Kolwezi, where it was normally based, but there was another
landing strip which it used which was further away from Ndoia than Kolwest. Il

_ effective range, to allow five minutes for attack, is 135 naotical miles, Kolweszi is 230
nautical miles Trom Ndola,' Quite apart from the impossibility of the Fouga having
reached Mdola and returned, there is evidence from severn] witnesses that Kolwezl
runway was not then equipped for night take-off or landing, and in fact obstacles
had been placed om the runway on the night of the 17th/18th September, In
addition, Major Delin gave sworn evidence before us that it was only he who then
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Hew this aircralt and that he did not fly it on that night. Moajor Delin came
voluntarily to give this evidence; we had no way to compel him to do so. In
addition, when information was given to the Commission which might have indicated
that his evidence was not true, he returned to give further evidence, We found no
reason to doubt his evidence,

One De Haviland Dove belonging to the Katanga Government was after the
18th September armed by removing a door and placing a machine gun on the Aoor
to fire through the opening. On 17th Seplember this and possibly another were in
the hands of the United Nations at Elisabethville, Three Doves were then in the
Republic of South Africa undergoing examination,

There was one military gircraft of the United States of America on the ground
at Ndola.

(b) Very careful examination was made of all the wreckage recovered. There
was only abouwt one-fifth of the total aircreft which covld be examined, This
examination disclosed oaly one hole which could possibly have Deen cuused by a
bullet or other projectile. The parts of the aircraft which had been fused by the
fire were, as hag been spid, broken up into small pleces. The fuzed melpl tended
to break where there was any cbject, such as a bolt, in the fused alloy. Nothing
suspiciouws was found, The one suspect hole, in a pilot’s window frame, was too
small for a 7.62 mm. bullet to pass through it. Both mieroscopie and spectra-
graphic examination of the metal around the hole disclosed no traces of metal of
which a bullet might have been made, No bullet was found anywhers which had
pagsed trowgh any rifled barrel, and the many bullsts which were found were of
a type-to be used in the weapons carried in the aireraft. There were bullets and
parts of bullets disclosed on X-ray in some of the bodies, not the bodies of «the
pilots. None of thess disclosed any sign of having passed through a rifled barrel.
They eamg from ammunition earsied by persons on the aireraft which exploded
in the firs, In the bodies they lay either on the burnt surface or slightly under the
skin or in the muscle. There was no injury to bomy structure in any of the
bodies which indicated damage by any projectile.

If any projectile of a rocket type had hit the aircraft, so as to disable both
pilots, or so to damage the aircraft as to render it uncontrollable, thers must have
been an explosion. Mo witness speaks of the sound of an explosion befors the
aircraft hit the trees, If the aircraft-was hit by an explosive missile it is almost
certain that some part of the aircraft, blown off, or some part of the missile, or
some sign of fire, would have been discovered on the ground in the searched area
over which the aircraft passed before the crash, MNothing was found at all, Except
in the ares where the aircraft came to rest and eaught fire, and an area kack from
that in which fire could be expected, there was no sign at all of buming of any
part of the alreraft which became detached, or of the vegetation, The area in
which there was no fire is shown on the wieckage plan, Appendix 6, and covers
the first half of the wreckage trail. Nor was there any sign of burning in the large
area back from the scene of the crash which was examined. :

{c) There were seven witnesses who gpoke of a second aircraft, One is not
warthy of consideration, Three were very definite in regard to the times of which
they spoke, which times could have no reference at all to the time ol arrival and
crash of SE-BDY. In addition to speaking of a different time one spoke of hearing
twar mireraft at a place same 30 miles away from any place over which SE-BIDY
can have passed, and another was obviously referring to the arrival of the aireraft
O0-RI1C.

We turn now to the three charcoal bumners. We give in Appendix 1 our
appreciation of these Africans as witnesses, All three wers umsatisfactory, Apart
from that finding, their evidence discloses so improbable an altack thet it eculd
carry mo weight, Both Mr, Simange and Mr. Mazibisa speak of the second
mircraft being with the large aircraft immediately before the crash and then
apparently disappearing in the cragh. Wo sound, of an aircraft was heard by them
thereafter, Both Mr, Mazibisa and Mr, Buleni speak of a second aircraft which
had a light on it. which sesms highly improbable for an attacking aircraft, None
of these witnesses heard any sound of firing in theé air, a most distinctive sound, .
or any sound of explosion before the crash. If there had been any attack it could
have been expeocted that it would have been when SE-BDY was at a normal
height in an approach to land, but they speak of that aircraft just beforc the
crash when it must have been very low indeed, and speak of the second aircraft
as still being very close fo if, and, in the case of Mr. Buleni, in a position from
which no atteck could have besn made. Only the one witness, Mr. Buleni, speaks
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of the second aircraft after the crash, and in a statement he gave one version of
what it did as it flew off; with its lights still showing, and in evidence, piven a few
dayz later, he gave a quite different varsion,

{d) There was no communication from SE-BDY after it was over the alrport,
1f the aircraft was at its proper approach height and was then attpeked, unless
both pilots were instantanecusly killed, or the wireless was put out of setion, it
is hard to imagine that there should have been no message, If the aircraft came
luw o evasive getion it could stlll have communicated,

(e} Another factor against aircraft attack is the extreme difficulty of inter-
ceptivn at night, The first indicatlon of a time of arrival was given 1o Salisbury at
2006. The time given was 2235. At 2135, to Ndola, an estimated time of arrival
of 2220 was given, Tn fact it arctived over the airport at 2210 and had crashed by
2215, Tt has to be assumed that any attacking aircraft arrived either 25 minutes, or
at least 10 minutes, before it thought SE-BDY would arrive. It has to be assumed,
too, that it managed to arrive at a place where it could attack withoul being
heard in the air by anyone as it was on ils way. Thers were many people on
duty in Ndola on that night who heard SE-BDYY. But no oae heard another aircraft
at that time, And, having so arrived, it bad only some two or three minutes in
which to attack, Tf SE-BDY was at proper approach height interception would
have been difficult encugh, If SE-BDY was coming in low it would have been in
an unexpected position, pod interceplion would have been all the more difficult.
When it did attack the attack has to be assumed to have been such that elther
bath pilols were disabled, or the aircraft was so put out of control that no
communication could be made or emergeney action faken. And this had to be
done in snch a way fthat mo part of the sircraft was blown off, and the aircraft
came down apparenily in normal descent and under power.

(fy Having regard to all thees factors we consider that it ig clear that the
airerafi was not shot down in any way from the air,

11, Actien From the Grommd

This again is 2 cavse which has to be comsidered although there is nothing
to indicate that the crash was cawsed in this way. Normally the abrcrafl could
have been expected to be some 2,000 feet above ground and not in the area in
which it was before it crashed. If attack from the ground had been designed it is
almost certain that weapons would not have been sited to make it effective against
the aircraft on the course which it did take The absence of any sign of bullet
damage to the aircraft or ite ocoupants and the factors relating to the improbability
of the putting out of action of both pilots or of the aireraft again operate. 8o, too,
does the absence of indication of attack in the discovery of anything short of
the scene of the crash. Mot one of the charcoal burners who say that they saw
the aircraft speaks of any sound of firing. It is impossible to imagine that a stray
shot from a rifle should have brought down this large four-engined aircraft with
two pilots without there being any opportunity to communicate with the ground
or prepare for a crash landing.

We do not consider that action from the ground was the cause of the crash.

12, Flot Error

We have already set cut how it may have come about that & decision to
carry out a visual descending procedure was made. To support the view that the
Ndola instrument approach procedure was not carried out are the facts that the
aircraft did not pass over the airport exactly on the course it should have been on
as it went to the non-directional radie beacon and [or 30 seconds beyond that
beacon, Tt flew over the houss of Mr. Bermant which is some thres-guarters of a
mile 1o the north, and slightly to the west of the beacon. At that stage, to make
ihe noise which Mr. Bermant heard, it must have been helow the proper altitude
in an instrument approach, 6,000 feet. Then it came near the house of Mrs. Wright,
seven miles to the north-west of the airport, The procedurc turn would not have
taken it so far out, nor would the aircraft have seemed (o be 5o Tow,

We consider that the evidence establizshes that, whether or not the declsion
was influenced by chart manuals, it was decided to hripg the aircraft in by a visual
descending procedure approach, It was & clear night, al} the lights of the airport
were at maxinrum intensity, the aitcraft had reported that it had seen them, and
the aircraft had been fold that there was no other traffie. There was no reason
why a visual approach should not have heen made, The ahsence of signals, nsual
in the Instrument approach procedure, is another indication that there was visual

fans



A/5069 /hdd.1
Annex IIT
Page 23

approach, for there was nothing, except silence, (o suggest that the wireless equip-
ment was not working before the crash.

The altitude of the aircraft ds it crossed over the airport has been taken by
us, on the evidence of eye-wilnesses, to be about 6,000 feet above sea level. The
absence of a report on reaching 6,000 feet, which was asked for, may well have
heen because the aircraft had reached that altiede when the request wag mads, It
is as certain as can be that the aircraft started to descend soon after it had passed

over the airport,

Tn the eountry to the west of Ndala there is bush, and after the lights of
Ndola were passed and as the descending turn was made to the right there would
be blackness ahead. This is what is known in the language of the air as a “black
hole”. And if in the course of the turn the aircraft came far too low the slight
rise in the ground between the place of the crash and the airport would obscure
the lights of the runway, and of Ndola, as the aircraft came back to a course on
which those lights might otherwise have been seen to port,

Failure to recognize the dangerous altitude of the aircraft in relation to the
airport elevation, and the slightly higher elevation of some of the countey to the
west, is unexplained in view of the apparent correct settings of the three altimeters
and the fact that, as far as can be determined, they would have besn functioning

praperly.
C. CONCLUSION

It has been strongly urged on us that we should not reach the conclusion that
the accident was due to pilot error by considering first other possible causes, dis-
missing them, and so being left with o cavse which can seidom be dismissed in an
aircraft accident. Obviously suggested causes have to be dealt with in some order.
We have given our reasons for saying that other suggested causes werc not really
possible, And we have given our reasons for concluding that the approach to the
airport was made by a visual descending procedure in which the aircraft was
brought too low, We cannot say whether that came about gs a result of inattention
to altimeters or misreading of altimeters. But the conclusion to which we are
forced is that the aircraft was allowed by the pilots to descend teo low so that it
strnck the trees and was brought to the groand,
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Conduct of Persons and Authorities after Accident

Civil Air Aunthorities

We have considered the action taken by each of the four sections falling within
this category, viz. Air Traffic Control, Ndola (A.T.C), Flight Information Centre,
Salisbury (F.1.C.), Rescue Co-ordination Centre, Salisbury (R.C.C} and the Depart-
ment of Civil Aviation.

8o far as concerns AT.C. the action taken by the Air Traffic Controller on
duty at the material times was proved in evidence. In our view, all that was done
by the Control Tower was in proper accordance with recommended practice, and
the initiative shown by Mr. Martin in criginating an Incerfa sighal at 2342 when
the passage of time made his original supposition for the non-arrival of SE-BDY
improbable was, we think, proper, The reference of the police report on a flash or
glow to the Airport Manager by the Communicator on duty properly laid responsi-
bility for further action upon Mr, Williams and, ps we have already indicated, thers
was an absence of a proper sense of urgency in Mr, Williams' failure to initizte
further action so soon after frst light as was possible.

The only specific matter which attracted comment at the hearing was the
decision taken at 0105 1o close the aieport and tower (erroneousiy said to be
“olosing down" since a 24 hour communicator service was ‘kept in operation). It
was explained to us that difficulties. in procuring efficient staff for the oncrous
duties of Air Traffic Control and the absence of air traffic scheduled for arrival
during the early morning justified a shut down af airport and tower 5o as {0
provide adequate rest periods for the staff. We can find no room for legitimaie
criticism of the decision so taken, which was communicated to F.I.C. Salisbury.

foun
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The action taken by F.LC: was also proved in evidence and here again the
proper observance of recommended practice was established,

There was some confusion in the evidence with regard to the decision to closs
the airport and tower at Ndola, The message from Mdola to Salisbury was in the
form of a raquest for permission, and on the evidence this request did not reach
the Controller al Salisbury whose duty would include dealing with the approval
sought. The Communicator at Salisbury agrees that he responded with the letters
LK. but is unable to recall the circumstances in which this was done. In the

result, nothing turns upon this point and we have made no attempt to resolve
the deubt,

We should here toke note thet Mr. Thorogood, Air Traffic Control Officer,
Salisbury, anticipated the issue of the Incerfa signal from Ndola by arranging for
centact with Mairobi, Johannesburg and Leopoldville in an endeavour ta secure
information regarding SE-BDY, but the failure of Leopoldville and Elisabethville
to reply rendered his effort nugatory,

In addition, Mr. Knight, the Senior Air Traffic Control Officer, who look over
from Mr. Thorogood, initiated the Detresfa signal at 0445 for transmission to Ndola,

Elisabethville and Leopoldville in order to securs news from the iwo Congo
stations,

. Unhappily, thesz efforts were of no avail until HF, Air Ground frequency
signals, commencing at 0450 and continued until contact was secured, procured a
reply from Leopoldville at 0542 that no news of the aircraft had been received.

It appears that messages to Leopoldville were initially received by a Congolese
national and transmitted by hand thereafier io the Flight Information Centre. This
gentleman, at the materinl time, did not wnderstand the English language and
required the services of a colleague or a United Nations co-ordinating officer
before he conld deal with such messages. This involved serous delays.

Despile the repeated request for informetion sent from Salisbury during the
night of ITth/18th September to Elissbethville, the first communication received
from that station was at 0816 when an HLF/R.T. message requesting news of
SE-BDY was received by Salisbury F.LC

Additionaliy to the execution of normal duties, Mr. Murphy, the Airport
Manager at Salisbury, maintained closs contact by telephone with Colonel Barber,
the Director of Civil Aviation, who, because of the imporiance of the visit of the
Secretary-General, had instructed that both ke and the R.R.AF, should be kept
fully advised.

The R.C.C. forms part of the FLC, at Salisbury, and pat into operation the
requisite procedures for alerting the various centres from which information and
possible assistance could be expected and in the Distress Phase procured the
appointment of the Civil Air Search Officer and secured effective linison with the
officer commanding the RRAF, station at Mdola. Here, again, the maintenance
of clase contact with the Director of Civil Awviation ensured the effective co-
ordination of the various interests involved,

The fourth section, the Department of Civil Aviation, calls for a review of the
activities of the Director, for he it was who persomally represenied his Department
in connexion with this important flight. He, like the responsible people at Ndola,
and no doubt because of the expression of their belef communicawd to him by
telephone ta Salishury, accepted initially that the aircraft had diverted, He gave
instructions that confirmation should be ssught from Leopaldville and Elisabeth-
ville, and when informed that neither station would respond to signals, he pro-
ceeded to Salisbury Airport o study all available information at first hand and be
in immediatz touch with affairs and later few to Ndola to take personal charge.
It will be appreciated that the potential area which might have required air ssarch
extended fanwise from Ndola into Congolese territory, and that closs liaizon.with
aircraft based on Leopoldville—for BB AF. alreraft could not be directed beyond
the frontier—was requisile before any effective peneral siv seavch could be put into
operation. The preparations for this general search, which involved the procure-
ment of long range aircraft from as far afield as Nigeria in one direction and
Tripeli in another, were in our view wise precautionary messures and justified
Colone] Barber in leaving the conduct of & local seerch to Mr, Willlams (whom he
had nominated as Civil Air Search Officer, CAS0) in association with the
RERAF. unit at Mdola. Tt is, as we think, from the wider aspect of overall
responsibility that the Director’s actions are fo be judged and, so far from finding

fove
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blame, we find that at all stages he maintained proper control of the situation and
initinted and supervised appropriate action,

Police

A5 we have already recorded, there were officers among the police on duty
who noted a flash or plow in the sky shorily after SE-BDY had flown over and
reported it. In addition, the police despatched road patrols during the hours of
darkness o investigale these phenomena, The distanee of the erash site from the
roadway and the thickness of the intervening bush effectively prevented such
patrols from sighting the remaips of the aircraft and we cannet question the
efficiency with which these patrols were conductéd, There was a further daylight
patrol sent from Mufulira which, despite careful search, found nothing,

As soon 1z information was received by the police from the Africans who
discoversd the wreckage, they took prompt action to reach the site and remder
assistance Lo any survivors, The arrangements for the presence of ambulances,
first aid assistance, etc., were promptly made wnd efficiently carried out. The site
of the crash was well guarded,

RIRIAIF‘

The complete log of R.E.AF. activity at Ndaola at the material time was put
before us and this was supplemented by the evidence of Sguadron Leader Mussell,
the Commanding Officer at this station. The unit was fiying regular reconnaissance
sorties as part of its normal duties and so soon as reporls were recelved by the
Duty Operations Olficer of flashes seen during the night, instructions were sent to
reconnaissance pilots to lock for any signs of a crashed aircraft. Tn addition,
Canberra, Vampire and Provest aireraft were detailed for search duties in oreas
recommended by the civil authorities, and at 1310 Flying Officer Craxford, flying
2 Provost, |ocated wreckage and reported its map reference by radio. Altogether
some 16 hours 40 minutes of flying time was applied to the specific search
aperations,

We can find no ground for criticism of the contribution made by the LR.AF.
to search and rescue activities,

The Board of Inguiry

In accordance with Annexure [3 to the Convention of Civil Aviation, Chapter
3, a Board of Inguiry was set up on the 18th Seplember, commenced its investiga-
tion on the 19th September and concluded its investigation by the Znd November,
1961, Tts Final Report, we are given to understand, was signed on the 1lth
January, 1962, Tt was assisted by accredited representatives and techuical advisers,
the names of each of which have already been set out, The t=am was divided inlo
two groups, one the operations and one the technical, although a1l ingpected the
site and wreckage both from the air and on the ground. As a result of appeals
issued -over the nommal broadeasting service, in newspaper adverlisements, by
posters and handhills, contact was made with all persons thought to have relevant
evidence to convey and statements were taken from 133 witnesses. Technical
reports on instruments, radio equipment, electrical eguipment, flight system
and auto-pilot and eltimeters were procured, and medical and ballistic examina-
tions undertaken by experts. Flight tests simulating the actual passage of SE-BDY
as spoken to by ground observers were carried out in the vicinity of the airfield.
We have derived great assistance from a consideration of the documents collated
by the Board which were made available to us, particularly as a preparation for
the understanding of the oral evidence led at the hearing before us, In the course
of that hearing, certain findings by the Board in relation to causation of the
accident were brought to our altention and these we have thought it proper Lo
consider. In so far as our conclusions are more precise than those of the Board,
we would make it plain that no implied criticism of the Board is intended. Tndeed,
we wish to place on record our conviction thet the investigation made by the -
Board is noteworthy for its thoroughness and the Report detailing it remarkable
for its clarity.- We cannot conclude this section of our report withaut acknowledg-
ing our indebtedness o and admiration for the patient, tedious, informed and
precise study which the Board conducted, the results of which materially lightened
the burden of our own inguiry,

fr. L
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AFPRECIATIONS

In the first place we wish to Express our great appreciation of the work dope
on our behalf by Mr. F. G, Cooke. He arranged for the attendance of a great
number of witnesses in such manner that our work could go on without any hitch,
and led all relevant evidencs for the witneeses who ware called.

Your Commissioners have alreacly acknowledged their great indebtedness to
the Board of Inguiry, We would express our special appreciation to Mz, L J, Berry
of the Department of Civil Aviation, who was the Secretary of that Board, for the
work which he did for us in the care and production of exhibits before us.

We would also thank the staff of the British High Commissioner for making
arrangements in regard to the production of witnesses from outside the Federation,
The Northern Rhodesia Police gave us every assistance in securing the attendance
of witnesses from Ndola. It was a great advantage to have besn allowed the use
of the High Court at Ndala.

Your Commissinners also wish to express their appreciation of the excelient
work done in preparing daily the verbatim record of ewidence, and the work done
in the typing of this report,

Finally, we wigh to thank especially our Scmtary, Mr. H. §. Perry, and our

Assistant Secretary, Mr, R. B. Ullyetl They have given us evary assistance at gll
stages of our inguiry.

This we submit for Your Excellency's consideration,

(Spd.) I. CLAYDEN,
Chairman,

(5gd.) G. H. LLOYD-TACOB,
Membor,

(Sgd.) J. NEWTON,
Member,
{Sgd) H. 8, PERRY,
Secretary,
Salisbury.
February, 1962,
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AppEnidy 1

LaAMINATION OF EYE-WITWESSES' STATEMENTS

To cnable us Il.'ll make casier reference 1o the evidenee of eyve-wilnessea in the bﬂdjl' of
the report we have divided the eye-witnesses into the following classes:

Class A. Those in or close to Ndela who heard or saw an aireraflt pass over the
uirport,

Class B, Simila; wilnesses, whe In addilion saw anylhing which might be associated
with the crash.

Class C. Those who heard or saw pwo airceafl ao aboot the same time.

Class D, Those who, without seeing an eircralt, saw anything which might be asse-
cinted with the crash.

Inn cach case the avidence {5 summarized, and our comments in regard to the evidenca
follow the summary.

CLASS A

Mr, Dy, L. BumsianT:
He lived in a house some five miles west of Ndola, about three-quariers of & mile (o
the north of the NDUB, and a little further to the west, After he had gone {o bed, and at

a time which he cstimated as 2030 he was swakened by the thundering roar of an aircrafl
flying very low over hiz house, so that it shook the hetws, It seamed much [ower than was

usupl with alrereaft. It ssemed to be going towards the north,

Comment, The timoe .'ni?m have been later, and the aircraft probably was SE-BDY
passing noar the bencon shorthy after 2210, The evidence of very low altitude s not consistent
with other evidence, and |s probably enplained by a type of aircralt which was unusual to
the arca, but his evidenes does incicite that the aircraft was lower than is usual The
direstion of travel was admittedly uncertain

Mu, A. C MarTme

He was the contecller at the airport, and afier SE-BDY reported at 2210 that it was
overhead he heard i

Comment. Nil,

Mnus. A D WrigHT:

She lived on a farm some seven miles 10 the north-west of Mdole. Al abouwt 2XE5-2230
she was woken by the very loud noise of an aircraft. It came from the sast. She heard only
one aircraft,

Comment, This evidence fits in with what must have been the course of EE-BDYY. Thie
time is a little lale but as the witness was woken wp the time she gave was oaly an
pproximalion,

Mu. Lemos Mwanza:
As he was on his way 1o sstume duty 25 a plaptation frewatcher, which duty began sl
313':3' ]:EE heard sn airerafll, and saw one red and one white light of an mircraft It went out
ght,
Clomment, The time is most uncertzin. [t was probably SE-BDY.

Me. F. I. AnprEWSs:

He was on duty a3 2 Reserve Inspector of the NP, at the ajrport. Shortly afler 2200
he heard an girceaft, glancod up and saw two foshing red h;}hts. The aircraft was golitg Lo
I:EIL: T\::t and there was nolhing abnormal about its height, He heard no other aircrafl in
the air,

Commat, This fits in with the pasage of SE-BDY over the airport.

Crme InsrEcTor 1. AL Bapk, M.R.P.:
Shortly after 2200 he heard and saw two red lights of an aircraft going to (he west over
the airporl- It ssemed 12 be a litile low and to ™o going fast, He heard no other aircraft.
Cammisnt. Thie fite in with the passage of SE.RDY over the airport.

Sumpon SUPERMNTINDENT R, T Rein, MRP.:

He was on duly at ibe airport. At about 2200 he heard and saw the lighis of an aircsafl
Eoing across the mitport o the wesl, It sewmexd to b at normal height. He beard mo others

airernft.
Corunent. This fils in with the passage of SE-BDY,

Asgrerant InspecToR A E. Beag, NREFP.
He was on duty at the airport. At aboui 2200 he heard ap alserafl and saw a light of
one going across the airport fo the norihewest. There was nothing unususl about the height.
Comment, This fils in with the passage of SE-BDY,

Parvate M. G. VosLoo:

He was on guard duty on the side of Mululir eway from Ndola (some 45 miles away),
from 2000 - 2200. At some time towards the middle of his duty he heard a twin-éngined
atrcraft pass overhead.,

Cormmienss, This wilhess docs not steictly foll within this cluss, This aircrafl was almnst
surely the D,C.4 O0-RIC which came from that direction to Ndola and landed ar 2035,

LitrrosanT-Coroner. F. D SLaTeR:
He was in barracks aboyl ten miles to the soulh-zast of Mdola, He was awakened in
the night by a large afrerafl fying very Jow over his house. He could not fix the time,
Compignt, This aireraft was almost surely the [nCod OO-RIC which took off from MNdala
at 2235 1o go. o .S:;ﬁ.-.hu?l, and kept low w be dut of te woy of SE-0DY . which i was
thought might come into fand. Tis route to Salishury would ke it in that direction.

fonn
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; F..
spwpnp, Teonicis K. B Hammone, RRAF, _ f
iho airport At aboul 2200, he heard and saw Lhe rad lights of an
a!mrﬂ:: ﬁ‘ici“cfféifme"aﬁ'ﬂ?ﬂ from east to west, He estimated its height as from 8,000
1 12000 [eet above the airpert. .
Commenr. The height given s much higher than that given by any other wilness,
Dhtherwise the evidence fits in with the prssage of SE-BDY.

et TecaMician 1, A Towesing, RILAF.: - e ikt of -
vi duby 2t the airport, At about 2230 he beard 2nd saw the '.Ig;Ls of an t
whil:ihc:;i.,}:l the 1‘ruirpuﬂ fr:srlrnl asct Lo west, Iis heipht was zhout 2000 fest above the

afrpert, . . ) . )
Crmment, Except (hat the tme, an cslimate, is a Hitle fale this fits in with the passape

of SE-RDY.

Comenia, T. 1. L, B 2200 ke heard and the lights of ireralt
: W duty al the airpart. At abowt 2200 ke heard and sow the U ol an aires
ghir.iikmx?';giﬁ I"rluﬁrlnauq: w west, He thought thal the boight was I.DED feed mbove the
SErwert,
{orwrerieait. This fies in with the passage of SE-BDY.

CLASS B
Mms. 0, ANDERSDN:

She lived in Miala. At o lime which she fized by having leoked at a clock ag 2223
uhe heard an sircraft, She planced owt of & window and sw the Ted lighis of an aircmfl
coming from the norib-west towards MNdola and B1'.=|:I|UI eight 1o ten miles away. Il seemed a bit
Low. AL a Lme which she said was shout seven minuies ﬁntnrl I]:ru'l which by her actions ;w:m
the time taken In petling waler from a pefrigerator and walking to o bedroom some eight
vards away, she heard an explesion, follo by two other explosions in mpid sueeession.
She heard no other aircraft. :

Compent, Except that the time is some ton minutes later than wos probable this so2ms
1o aecond with other ovidenos,

Me, DA C Cranxm:

He was on security duly at a place some fve miles cast of Ndola, Shorly after 2200
e heard an siteraft and saw the steady red Hght of an nircreft go from esst (o0 west lowasds
MNelola, The noise ceased and ihe light could nat be seen. Shodlly thereafler he saw a glow in
the far diatanes o the west. He reported what he bad seen after hearing the news at 110D
on the 18th Seplembes.

Comerens. This evidence sesms to Bt in with other evidence and to be sccwrte.

Mn. [ E PeovER:

He is an architess, He lives aboul one and a hol! miles from the airpor. Al about 2030
I saw an aircraft over Twupéa Township aren. It switched on ils landing lights, twin beams,
and approached in o sleep descent, At thal tme he saw or heard no other aircraft. Tust
after 2300 he heard a large aircraft and from the baleony of his Aat saw the red fashing
light of an aircraft poing [rom the alrporl o the north-west, It seemed to be slightly higher
and 1o be going somewhat fnster than the normal aircraft, It went out of sight behind some
trees, Abaut half @ mimme later be saw o red glow n the sky which went up ard down
twice, After the news at 1100 on the 18th September he reported what be had heard and
seen o the airport. He heard no olher aiscralt.

Comment, This wiliess was by far the most impressive of the oye-witnesses, His account
was, we consider, ap aocurate account of the landing of OO0-RIC, which landed at 2035, and
the passage of SE-BDVY.

Me. I Moo, Mr. L, Daka, Me. P, Baxpa

These three wiinesses can conveniently be dealt with together, They are three charcoal
burpers who wese sleeping in the bush nesr where they worked, aboul two and & half miles
from the scene of the ermsh. At dawn on the |&th they all went to the scena. They were
ll three convicted of the theft of & typewriter From the wreckage. Maya said that al about
M) he Beard o sound as of & gun and later saw something burning, He said that Daka
woke him np. Doka said that at shoot 0100 he was woken by 8 noise ss of something
expilding, He then saw 2 ol of fire, He said thet he alse saw something coming down and
hreaking the irces. He awakened Moyo. Banda was also awakencd by Daks who said; “Wake
up, listen, and hear what has exploded " He then heard sounds 25 of a gun going off many
:Ln;rﬂ He saw o fire through the tress, Nong of them spesks of heating any aircraft in the

Comment. The times given are quite unreliable s is 1o be cxpecied with these witnesses,
awakened in the nighl. Moyo wes awakened after the crash and the noise of a gun which
he spesks of i nbu‘mméy en explosiom after the crash or the nobe of explodipg armonition,
as spoken of by Banda. Daka's evidence as to seeing something bresking the trecs is
abviowly o reconstrection from what he s ol dawn, %l:-r e m\ﬁ%l not have seen thal al
night and that distance away, The failure fo report the discovery of the crash was most

;L}Efkfil“:k;‘lﬂ but is ne doobt esplained by the theft of a scpposed typowriter from ihe

There is one matter whith most be mentioned in rd o Banda, though it i
refavant 19 the Inquirg. Ty & statement made to mmhaﬁf the Board of In %li-ln—,;ﬁll:ul:!,i sl:ll?dt
that when he went o the scene of the crash he saw dead bodies. Befere uaq]-_c said that

saw none. Asked o explain the difference in statements ho said that be was bestan,
Although it was inconceivable (hat the members of the Board whe inlerviened him should
have heen in any way concerned to make him say that he saw bodies, wa thaught it proper,
in regard to the conduct of the Moard, w fnquire shordly inla Lhis allogation nE the witness
We are aatisfied that there was no truth in the El!:gatlnn wﬁa:mwcr. '

AsssTANT INsPECToR M. T, vay Wye, NRE.:

e was on duty al the house of the Provincial Commissionsr in Wd i
mutely 2220 he heard o large aircraft and then saw the steady ped lliréhus. :.l;.“'“’:‘;s?:’t%"h”é
wesl, amd disappear behind the trees. There was nothing unnstal in beight or speed, Three

foes
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or four minutes fater he saw & red flash in the sky coming wpwards from the ground, The

low lasted for about two secomds. He heard no other airermfl. When he came off duty at
2400 he told Assisiant Inspector Begg what he had seen. Begg siid that he would report it
to the airport, and did so. Next morping the witness ai the house gave the bearning of
the glow to Squadren Leader J. Mussell,

Commrent. This was accurate evidence.

Me L. H. Coc:

He was on duly al the airport. At 2205, checked by 2 watch, he heard an aircrafi pass
overhead poing in a north-westerly direction, He glanced up but did not sce it, It seemed
to be gt nornal beight. When the noise could no longer be heard ho saw 8 flash to the
north-west which Ll wp the hosizon. He thooght that it was lighting. He heard no explosion.
He heard no other aireraft.

Comment. This was accurate evidence.

DerecTive Ingrector D, I, F, BocEases, NP

He was on dely ot the houwse af the Provincial Commissioner. Af abouf 2205 he sow
the lights of an aircraft which went to the north-west. It seermed to be climbing s'l.ightti,l. Al
ahout 2210 he sew & flash of light to the north-west which lasted for ahout one second and
Iit up the sky, Ho thought thit il was Jightning. Ho heard no cxplosion.

Commen, This seoms to bo acoumie, cxcept that the impression that the aircrafi was
climbing must be wrong having regard to other evidence.

Mz, D, D Lo

He wat on duly at the house of the Provincinl Commissioner as 8 Reserve [Molics
Officer, Hee is district soles manager of the British Oversess Adrways Corporation in Morthern
Rhodesn and has worked at azirports, He knew the DUCE type of alreraft, At 2207 he
henrd what he thought wis o DLC6 pass overhead. He saw lights intermittently through the
woees, It was heading west, He thought thar it was rather low, and it seemed to be going
fast. About ten minutzs lnter he =aw o pinkish glow in the sky to the west which lasted a
few seocnds. He thowpght that it was the reflection of & bush fire. Fle heard no explosion.
He heard no other sireraft. He admitted that in sn earlier statement he had put the times
earlier, and thought that earlier times were correct.

Coprtenet. This seems o be accurats except possibly ag lo timed,

GEMERAL COMMENT ON CLASSES A AND B

Apnrt from witnesses who must have been referring Lo the airerafl OO-RIC, thers i’
general agreement in the eviderce of ull these witnesses as to what happengd to an mircrafy
which must have besp SE-BDY. IF flew across the airport to the west, apparently at a height
af somewhere about 6,000 fest above sen fevel, or rmaybe a little Jower. Hammond seoms
{0 ho inpecurate a8 to height, Many satnsses spw a fash some minetes tater. MNone of these
wiknesses hef;ud any explosion, Nong of the witnesses in Class A pnd B heard oo saw mny
other aircralt,

CLASS C
Mer. W, J. CHaPPELL:
Comment, This witness wes compleiely wnreliable, He contmdicted himself again and
. ain, r;n.ru:! pave evidence in m most unconvineing mannér, We do not proposs to ekamine
i cvidence.

Mps Y, JousssT:

Bhe Tived nt Mululira, some 40 miles (o the morth-west of the airpost. In regard to times
she was dofinite, She snid that al 2300 she heard a jet aireraft far away, and ien minutes
Infer she heard apother aivcraft fly low over the house. At 2330 she heard an explosion and
saw a fire in dhe gky, At 0100 the fire was still burning.

Comment, The cvidence a5 o the fire may be sccurate, though whether it was a fire
caused by the crash is encerlain. Thers may have been a lader explosion from the crashed
aircraft one and & guarer hours after the crash, but it seems unlikely that it would have
been keard some 30 miles seny. IF it had been zo loud as to ke heard af that disiance
il is steange that no one else heard it If she did hear an aircrafr at about 2300 in Mufulim
it cerainly was not SE-BDY, which never went anywhere pedc Mufulics and had crashed
by 2215, Thers is ne guestion of mistake 8 to times on her evidence. It sema probable
that there has been Imaginative reconstrsction.

Mr, T. J. Kangasa:

He is the seeretary of the Twapla Town Hinaﬁcmnnt Eonrd. Twapia is some four
miles to the west of the airporl. He was walking o his house at about 2035, He fized this
fime b{{jcmuwiqg that whan he got home he listened to the Springbok Redio news service al
2100, was certain the time he spoke of was before 2100, He did pot think that it was
possible that it was the Brozmville news service at 2300 to which he listened, Af 2035 he
henrd the pacaliar noise of an aireraft and 2w a big pircraft fiying to the north-west, He
selually sww the afrcrafi, It had lights, He saw a smaller airocaft, without lights, fying
above the big airerafl in the same direction, at a slightly faster speed. Then ho said, T saw
ag if the small J}]ang was' heaming lights on this bigger plane and from thai instant that
bigger plens had then two headlights boight lights bearing straight” They disappenred in
the horizon. He described the beaming of lights as being like the light of a torch pat on and
off two or thres times.

Conimend. One thing 8 clesr, that the big aircraft seen ar 2035 pas pot SE-BIY, 0
was almaost certainly O0-RIC which landed at 5. The wilness Peover saw it over '[‘NEELD
at 2030 and saw it switch on_its landing lights, two beams, The small alrcraft was probably
the tail plane of the Iarge aircraft; the light ns of & torch may have been a flashing light
on the big aireraft seen momeniarily as the airezafl banked 1o come in to Jand,

Me. 1. M. LatiniE:

He iz & réparter, Ie was al the airport from 2200 on the (7th September fo 0330 on
the 18th September, Shortly after 2200 he heard an aireraft pass overbead. At 2340 he Heard
an sireraft, sounding like a DJC3, over the sirport, Tt continued 1o drome very fainily
around the viclnily of the alrpost for 20 minuies, The noise was very [nint.

lllry - w






