CAV/ACC/6/76
ACCIDENT INVESTIGATION BRANCH
CIVIL AIRCRAFT ACCIDENT

Report on the accident to Piper PA.28-180 Registration Aircraft
Number 5Y-ACY which occurred on 6th of January, 1976

1 KM North of Dar es Salaam International

Airport, Tanzania
EAST       AFRICAN      COMMUNITY
ACCIDENT REPORT
ACCIDENT INVESTIGATION BRANCH
Aircraft  Type & Registration:
Piper PA. 28-180    5Y-ACY
Engines:
Two Lycoming IO-540-04/B5

Owner
Baber A. Mawji
Pilot:
Filbert A.M. Kilinga – Killed

Passengers:
2 Passengers  -  2  Killed

Place of accident:
                   1 KM North of Dar es Salaam International

                                                       Airport, Tanzania

DATE AND TIME: 
6TH January 1976     11.48 hours.

ALL TIMES IN THIS REPORT ARE G.M.T.
SUMMARY
The aircraft appeared on a flight from Dar es Salaam to Zanzibar No flight plan was filed, although the pilot instructed ATC that he would file a flight plan when airborne. The aircraft took off from runway 05 at 11.47 hours. Shortly after takeoff the engine appeared to stop and the pilot attempted to turn left, downwind in an effort to return to the runway. After turning approximately 180 degrees and having lost height to some 100 feet above ground level the aircraft appeared to stall and nosedived to the ground and crashed in a shallow pool. Fire broke out immediately and the aircraft was totally destroyed. All the occupants of the aircraft were killed.
1. INVESTIGATION

1.1 History of the Flight

At 11.41 hours the pilot of 5H-ACY called Dar es Salaam Tower to request taxi clearance. He stated that his destination was Zanzibar, Endurance 2.00 hours, Total number on board three and that he would file an airborne flight plan. The aircraft taxied to the holding point of runway 05 at and at 11.47 hours bwas airborne. Eye witnesses state that approximately 1.5 minutes after take-off and at an altitude of between 500 feet and 700 feet the engine power was reduced and eventually the engine stopped. The heading of the aircraft was basically that of the take-off runway (050 degrees magnetic) and its position was was 100 metres past the end of runway 05. The aircraft then appeared to have continued straight ahead losing altitude until approximately 400 feet above the ground it commenced a turn to the left, cross wind. The turn continued with the aircraft losing height. Two eye witnesses were of the opinion that the aircraft had turned through almost 270 degrees and was at an altitude of 100 feet when the engine fired and ran at high r.p.m. This action appears to result in a high nose up attitude and the aircraft appeared to stall and nosedived into the ground. One eye witness is of the opinion that the engine stopped again immediately prior to stall. The aircraft crashed into a flooded sand pit and exploded. Fuel from the ruptured fuel tanks spread across the water of the sand pit and the aircraft was quickly and completely consumed by fire.
The airport crash and fire services were quickly at the scene of the accident, but were unable to help the occupants. The aircraft was completely destroyed by fire and the pilot and both passengers were killed. Subsequent examination of the wreckage revealed that the engine was no under power when the aircraft hit the ground.
1.2 Injuries to persons
	Injuries
	Crew
	Passengers
	Others

	Fatal
	1
	2
	-

	Non-Fatal
	-
	-
	-

	None
	-
	-


1.3 Damage to aircraft

The aircraft was completely destroyed by impact and fire.
1.4
Other damage

None
1.5 Crew information

The pilot, Mr. Filbert Aloys Mtepa Kilinga had a valid East African Commercial Pilot’s License (CPL) No. 1600 (T104) issued on 8th May 1975. 
     1.6
Aircraft information
The Aircraft, a Piper PA 23-250 registration 5H-MNO, constructors serial number 27-3727 and powered by two Lycoming IO-540-04B5 engines, was constructed by the Piper aircraft Corporation of Lock Haven, United States of America, in 1967.
The aircraft arrived in East Africa in possession of an FAA Certificate of Airworthiness for Export No.E75556, and dated 3rd October 1967.An East African Certificate of Airworthiness No. 107 was issued 0n the 20th January, 1968 in the Public Transport, Passenger Category. This Certificate of Airworthiness has been kept current, with the last renewal being carried out on the 20th January 1970 valid until 19th January, 1971.
Since the initial registration of the aircraft in the name of Tim Air Charters (t) Ltd there has been no change of ownership.

At the time of the accident the aircraft status was approximately:


Total airframe hours





1273

Hours since C of A renewal




  257


Hours since last C of M 




    25


Port engine Ser. No.

L. 4976-48       Total hrs         1273


Strb engine Ser.

L. 4918-48  
Total hrs         1273


Port Propeller Ser. No.           BP 2584
Total hrs         1273

Strb Propeller Ser. No.           BP 2601           Total hrs         1273
The aircraft had been maintained to an Approved Maintenance Schedule and all maintenance requirements with one exception had been satisfied. The exception related to duplicate inspection requirement, following the re-installation of the port engine on the 10th of March 1970. The duplicate inspection of engine controls had not been certified by an engineer licensed in the category concerned. Although this omission had no bearing concerning the cause of the accident, the facts have, in this case, been advised to the Director General of Civil Aviation for his further action.
1.7.
Meteorological Information
A meteorological forecast for the Dar es Salam/Arusha route covering the period 0400 – 0900 hours advised that the accident area could expect to be overcast with rain, with 3-7 octas of cloud up to 13,000 feet.

The weather in the area at the time of the accident was reported as being overcast with patches of cloud and rain. Reports gleaned from lay men regarding the weather on and around Mafi Hill indicate that the hill was probably covered in cloud and rain squalls down to almost the level of the surrounding country side. The pilot’s radioed report that he was unable to maintain VMC in a position to the south east of Mafi tends to confirm the above conditions.
1.8
Aids to Navigation

None available in the area
1.9
Communications

The aircraft was, until immediately before the accident, in contact with Eastair Centre on the NHF area cover frequency 118.9 MHz.

1.10
The airfield


Not applicable to this report.

1.11
Flight Recorder


No recorder was fitted or required to be fitted.

1.12

The aircraft had struck first a tree and then solid ground, a distance of some 50 feet below the top of the cliff face near the top of the hill.


The impact had totally disintegrated the aircraft causing both lateral and longitudinal fractures of the fuselage and wings.


At the time of impact both engines were under power.


The port engine complete with the propeller and engine mounting structure had torn away from the wing and was located some 250 feet lower down the mountain side, below the main area of the wreckage.


Due to the severity of the impact, plus additional damage caused by the wreckage falling from the original point of impact, there was very little reliable information that could be obtained by examination of the wreckage or the aircraft instruments. 

1.13
Fire

There was no fire.

1.14
Survival aspects


He aircraft seat, which had been thrown out of the aircraft had broken had broken lap straps giving the appearance of impact load failure. There is no reason to believe that the pilot and passengers were not correctly strapped at the moment of impact.
1.15
Tests and Research

Examination of the wreckage only.
1.16
Medical aspects

Not applicable to this report.

2.
ANALYSIS AND CONCLUSIONS
An assumption that the pilot intended to use the Tanga/Korogwe/Arusha railway as a geographical check line on his flight to Arusha is logical as the positions estimated by track and assumed ground speed of, firstly his call for an IFR clearance and secondly the actual position of the crash site agree very closely with the facts.

On searching a position estimated to be 10 n.m. South East of Mafi Hill and unable to continue the flight under Visual Meteorological Conditions the pilot elected to climb to FL 100 and continue flight to Arusha under IFR. Assuming that the pilot was aware of his approximate position a direct heading to Arusha would have been approximately 315 degrees M and this was the approximate track being followed by the aircraft near the top of Mafi Hill.

At the commencement of the climb it is probable that the aircraft was at an altitude of approximately 2000 feet a.m.s.l. i.e. about 600-700 feet a.g.s.l. and virtually in Instrument Meteorological Condition. Assuming a rate of climb of 500 f.p.m. the collision with Mafi Hill at approximately 4000 feet a.m.s.l. was a distinct possibility.
It is likely that, during the climb, the pilot had little or no forward visibility due to cloud and rain. 

However, if the pilot was aware of his position before commencing the climb he should have been aware of Mafi Hill. A search was made for a map or chart which the pilot should have carried in the aircraft, nothing was found in the wreckage or in the vicinity; it is believed that the pilot carried a brief case containing navigational equipment, this also was not found.

As no chart was found it is not possible to ascertain, with certainty, which type of chart was being used. The company advised that a 1:1,000,000 chart published by the survey of Kenya was normally used by their pilots. There is a possibility however, that the 1:1000,000 D.O.S. 900 (Series 7301) chart was being may have been in use as this comparatively new issue was available in Dar es Salaam, the pilot’s  home base. The latter chart gives spot heights and contours in metres where as the Kenya issue uses feet; the use of a chart annotated in metres instead of feet could possibly create a confused situation if height indications in feet were more general familiar.
2.2
Conclusions

A .      1)    The documentation of the aircraft was in order except for the certification of a  

                  duplicate inspection of controls which had no bearing on the accident.
          2)     The aircraft had been properly maintained, except in relation to the duplicate 

                  inspection of controls referred to in 1) above.
          3)      There was no pre-crash failure of the aircraft or its equipment.

  4)       The weight of the aircraft and its centre of gravity were within the authorized 

           limits and there was ample fuel for the flight.

         5)      The pilot in command was properly licensed.

B.          Cause
              The accident was caused by the aircraft striking Mafi Hill during an IMC climb 

              from approximately 2000 feet a.m.s.l. to FL 100. The reason why the pilot did 

              not provide mandatory clearance from terrain has not been established.
Signed

P.J. Adams
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