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occupied 4 hours 12 minutes during which time 
it is unlikely that any member of the crew had 
any time for recuperative rest. This carries the 
total of hours on duty to over 13 hours at the 

\ 

time of take-off from Lagens and to over 19 hours 
at the time of the Distress Signal. The total of 
hours on duty by the time the aircraft should 
have reached Gander would have been nearly 
23 hours, and there a landing in the dark under 
Instrument Flight Rules would have had to be 
undertaken. 

It is for consideration whether operators of 
flights of this nature ought not to provide pro­
visional sched ules for the guidance of Captains 
allowing for adequate periods of rest the duration 
of which should be related to hours on duty and 
not to flying time. -t{ ... .• . 

33.o.The possibility of icing i·).t has already been 
indicated that the Court does not think that ?A 
encountered icing. The Operations Manual of 
the Owners contains the following:-

"Flights in Icing Conditions. 
• Before commencing a flight, Captains must 

carefully check their route forecast and should 
icing conditions be apparent alternative aero­
dromes must be available outside the icing belt. 
Where the aircraft is fitted with leading edge 
and engine de-icing equipment the Captain 
must estimate the period of time where heavy 
icing conditions may e>cist; this should not exceed 
thirty minutes. If, after 30 minutes in heavy 
icing conditions, the Captain has been unable 
to climb out of it, or there is no sign of clearance, 
the Captain must turn back.".u.... 

The Operators also a supplementary 
instruction to cover :Jalt'= Trooping flights in 
which is to be found the clear order " Under no 
circumstances will any flight over any sector be 
commenced if any doubt e>cists as to its practic­
ability". These instructions can be regarded as 
reasonable and sufficient. 

. _ 'r 34. The Certificate of Airworthiness permitted 
.• " , -Fi\ to fly in any conditions of icing for indefinite 

periods. As far as the evidence goes no actual 
flight tests have ever been carried out to determine 
whether or not some limitation ought to be 
indicated in the Certificate so that Operators may 
know what is the degree of icing in which it is 
safe to operate such an aircraft for prolonged 
periods. 

35. The possibility of an engine fire : £ngine 
fires in Rolls-Royce Merlin 502 series engines 
have been known. A great deal of evidence was 
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led before the Court upon lepic. The 
possibility of fire originating in the induction 
system cannot be disregarded but a development 
of such a "nature should have been apparent to 
the Pilot immediately through the noise of the 

, back-fire which would lead him to look at once 
\ at his engine instruments. It is difficult to imagine 
. an induction fire leading to so sudden and 

catastrophic a change in the situation as is 
indicated by the breaking off of the Urgency 
Signal and the immediate sending of the Distress 
Signal. ' 

36. In considering the possibility of engine fire 
it is to be remarked that a potential contributory 
cause of such fires is the loss of lubricating oil. 
If this loss is detected in time the appropriate 

·steps can be taken to prevent it leading to serious 
trouble. It is, therefore, important that the Pilot 
should have every possible assistance in detecting 
any such loss. One valuable aid which under 
e>cisting regulations is not mandatory is the oil­
contents gauge associated with some sort of 
warning device, Reliance on the oil pressure 
gauges can lead to a dangerous situation in a 
number of combinations of circumstances, e.g., 
a loss of oil through the feathering pipe-lines 
which may not be apparent from a reading of the 
pressure gauges until the point of starvation has 
been almost reached. The need for oil contents 
gauges is the greater where the positioning, 
presentation of and night-lighting for the engine 
oil pressure and temperature gauges do not make 

I for ready observation of changes in indications 
as is the case on ¥<wk aircraft. 
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37. The engine fire-extinguisher system on .f. 

aircraft appears on the evidence to be 
satisfactory in circumstances when the engine 
fire drill which is contained in the Operations 
Manual and displayed in the cockpit is followed 
promptly and correctly and when there are no 
further complications, e.g., the propeller failing to 
feather. The Court'Tof opinion that a careful 
study should be made of the possibilities of trans­
ferring the contents of the methyl-bromide bottles 
from one adjacent engine to another so duplicating 
the fire extinguisher supply to anyone engine. 

li T 
38. The Court constrained to point out 

that the number of mechanical failures or 
combinations of such failures which could produce 
an engine fire is incalculable. So long as machines 
of such complexity exist those who entrust their 
lives to their performance cannot be guaranteed 
more than a reasonable standard of knowledge, 
skill and devotion to duty on the part of those who 
design, manufacture, test, operate, maintain or 
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fly them. The Court has been unable to detect 
any failure under these heads on the part of any 
of those responsible for FA in any of those 
capacities. ,f... .. .. . r: 
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39. T.fle--'.'-.ditching '~-<:haracteristics. of the 
¥ ork: The York is a high-wing monoplane the 
whole of the fuselage of which is below the level 
of the main planes. '1t is unlikely that the aircraft 
could remain afloat for more than a few seconds 
after even a fully controlled descent on to smooth 
water. In a rough sea the aircraft would almost 
certainly break up a lmost immediately and it is 
extremely unlikely that any of the occupants 
who were alive when it touched the water would 
have any chance of using the escape hatches or of 
launching any of the six internally stowed dinghies 
provided for such emergencies. 

_ PARLV1II 

R ECOMMENDATIONS 

• 40. Steps should be taken by all operators to 
review the maintenance discipline in and about 
hangars. Such a fa.ilure as the omission to ensure 
that controls are locked against the possibility of 
damage caused by gusts of wind or the slip streams 
of other aircraft indicates a slovenly attitude on 

\ 

the part of a ground staff which can be corrected 
on ly by a tightening of discipline. 

41. Consideration should be given to the 
question whether it would be right to impose 

\ upon operators the duty of providing provisional 
schedu les for the guidance of Captains allowing 
for adcquate periods of genuinely recuperative 
rest the duration of which should be related to 
duty time and the circumstances of the flight, 
e.g., type of aircraft, crew complement, noise-level, 
climatic condiuons, route characteristics, and 
not simply to flying time. 

42. The whole subject of crew fati gue should 
receive study at an impressive level. This is not 
simply a question of establishing certain time 
standards based on medical opinion but involves 
an approach to the much more difficult problem 
of finding ways of preventing the subjective 
preferences of individuals from accepting un­
desirable risks and so imposing the acceptance 
of the same risks upon others. The topic lies 
within the sphere of labour-relations as well as 
forming part of the p roper subject matter of 

I psychological studies. It is for considera tion 
whether a Departmental Committee should be 
set up to investigate this important subject. 

, . '" 
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43. Consideration should be given to the 
desirability of strengthening or reinforcing Clause 
40 in the " Compulsory Conditions" of Certifi­
cates of Airworthiness by imposing some limita­
tion upon the permitted operation of an aircraft 
in terms of the degree and duration of icing to be 
expected. 

44. Oil-contents gauges or some other reliable 
means of detecting loss of oil should be made a 
mandatory requirement on all public transport 
aircraft. 

45. Study should be directed to the possibilities 
of transferring the contents of the methyl-bromide 
bottles fTOm one adjacent engine to another. 

46. Consideration should be given to the 
problem of providing external stowage for a 
proportion of the dinghies carried together with 
an automatic or remotely-con trolled means of 
inflation upon ditching, more especially on air­
craft with poor ditching characteristics. 

QUESTIONS AND ANSWERS 

The Court's answers to the questions submitted 
by the Attorney-General are as follows :-

I. Who was:-

(a) the registered owner, 

(b) the operator, 

(c) the hirer, 

of the aircraft on 1St February, 1953. 

(a) Lancashire Aircraft Corporation Ltd. 

(b) Skyways Ltd. 

(c) Air Ministry . 

2. Did the aircraft have a valid certificate of 
airworthiness? 

Yes. 

3. Was there a valid C. of S. for the fli ght? 

Yes. 

4. Had the aircraft been maintained In 

accordance with the approved schedule? 

Yes. 

" .(<!' 
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5. Were the crew licensed for the proposed 
flight from Stansted to Jamaica? 

res. 

6. Were the crew adequately experienced for 
the flight from Stansted to Jamaica? 

res. 

7. Was the aircraft loaded and trimmed within 
the specified limits set out in the Certificate of 
Airworthiness when it left Lagens? 

res. 

8. Did the aircraft depart from Lagens with 
sufficient fuel and oil for the proposed flight? 

res. 

9. Were the forecast weather conditions 
supplied to the Captain at Lagens suitable for 
the flight from Lagens to Gander? 

res. • 

'0. Did the actual weather differ materially 
from that forecast? 

No. 

,6th November, '953. 

I J. Was the navigation of the aircraft satis­
factory after departure from England? 

res. 

12. Was adequate radio communication main­
tained between the aircraft and ground stations 
after departure from Lagens? 

res. 

'3 . Did the Search and Rescue services function 
satisfactorily? 

res. 

14. Was the flight from England to Gander 
via the Azores a suitable operation to be carried 
out by a York aircraft in the prevailing weather 
conditions? 

10 

res. 

'5. What was the cause of the accident? 

Unascertainable . 

16. Was the loss of the aircraft caused or 
contributed to by the wrongful act or default of 
any person or party? 

No. 

(Sgd.) ROLAND ADAMS 

FRANK W. WALTON 

VERNON JESSUP 



ApPENDIX I 

LIST OF WITNESSES 

DANIEL ASTLEY, Inspector of Accidents, Ministry 
of Civil Aviation. 

ERIC NEWTON, Chief Investigating Officer, 
Accidents Investigation Branch, Ministry Qf 
Civil Aviation. 

FREDERlCK WILUAM CLARK, Mechanic, Lanca­
shire Aircraft Corporation. 

LEONARD THOMAS MCGRATH, Inspector, Lanca­
shire Aircraft Corporation. 

HERBERT WILLIAM GRAY, Radio Engineer, 
Lancashire Aircraft Corporation. 

HARRY NIXON, Deputy Chief Inspector, Skyways 
Ltd. 

ROBERT JAMES PENNEY, Inspector, Lancashire 
Aircraft Corporation. 

WALLACE IVOR LASHBROOK, Chief Pilot, Lanca­
shire Aircraft Corporation. 

ALBERT JAMES JOHNSON, Traffic Superintentlent, 
Skyways Ltd. 

HENRY PHILLIP SNELLING, Operations Manager, 
Sky ways Ltd. 

.lAMES COLLIE CUMMING, Principal Scientific 
Officer, Meteorological Branch, Air Ministry. 

HAROLD KEELING, Operations Officer, Direc­
torate of Control and Navigational Services, 
Ministry of Civil Aviation. 

DONALD CAMPBELL CLARK, O perations Officer, 
Ministry of Civil Aviation. 

LESLIE DOUGLAS CHAPMAN, Base Engineer, Sky­
ways Ltd. 

WALTER TYE, Chief Technical Officer, Air 
Registration Board. 

WILLlAM PERCIVAL CALVERT, Aero Service 
Manager, Rolls-Royce Ltd. 

The evidence of the following was given by 
affidavit :-

ACAOIO V IEIRA J ANUARtO, Chief of the Control 
Office, Santa Maria, A.T.C. Centre. 

LUls PERESTRELLO, Socony Vacuum Portuguesa. 

ANI1lAL COELHO DE MELo, Meteorological Office, 
Lagens Airfield. 

JOSE ANTONIO MARTINS ROSA RODRlGUES, Chief 
Operations Officer, Lagens Airfield . 

J OAQ.um JOSE DIAS, Mechanic, Lagens Airfield. 

RAY Y. HOFFMAN, Captain of Transocean Airlines 
aircraft N754I6, Commander U .S.C.G. 

WINSLOW H. BuxToN, Commanding Officer of 
U.S.C.G. Cutter" Yakutat" . 

CRESLEY CHARLES FOWLER, Radio Officer, 
Canadian Department of Transport, Gander, 
N.P. 

APPENDIX II 

LIST OF REPRESENTATIONS 

THE SOLICITOR-GENERAL (SIR REGINALD 
MAN"~NGHA.\!-BuLLER, Q.C., M.P.) and MR. 
P.]. STUART BEVAN (instructed by the Treasury 
Solicitor) appeared on behalf of the Attorney­
General. 

MR. RODGER WINN and MR. C. H. DE WAAL 
(instructed by Messrs. MeKenna & Co.) 
appeared on behalf of Skyways Ltd. 

MR. KENNETH JOHNSTON, Q.C., and MR. R. 
LOCKNER (instructed by Messrs. Claremont, 
Haynes & Co.) appeared on behalf of Messrs. 
Rolls Royee Ltd. 

MR. L. G. SCARMAN and MR. J. R. PHlLLIPS 
(instructed by Messrs. Stanley & Co.) appeared 
on behalf of the Air Registration Board. 

MR. J. N. B. PENNY (instructed by the Treasury 
Solicitor) appeared on behalf of the Air Ministry 
and the Ministry of Civil Aviation. 
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MR. MICHAEL EAsTHAM and MR. MtCHAEL 
HrrcHcocK (instructed by Messrs. Kingsley, 
Napley & Co.) appeared on behalf of the 
personal representatives ofMr. A. G. Chopping, 
Navigator, and (instructed by Messrs. 
GuiUaume & Co. ) appeared on behalf of the 
personal representatives of Miss P. M. Newton, 
Stewardess. 

MR. K. A. G. RAYBOULD (Solicitor, of Messrs. 
Preston, Lane-Claypon & O'Kelly) appeared 
on behalf of the personal representative of 
Captain D. Nicholls. 

MR. TUDHoPE appeared as an observer on behalf 
of the Canadian Government. 

MISS CLARK appeared as an observer on behalf 
of lhe United States Government. 



ApPENDIX III 

The Court sat at Holborn Town Hall as follows:-

2nd July, 1953· 

3rd July, 1953· 
6th July, '953· 

7th July, '953· 

After the close of the Public Hearing the Court and Assessors met on eight separate occasions 

for the purpose of considering and writing the Report . 

• 
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