
AFRO-CONTINENTAL AIRWAYS 
and their battered old gunrunner…

Afro Continental Airways was a tiny air service that operated in Southern Africa back in the early 
1970’s. Its only schedule passenger route was a weekly return flight between Salisbury in 
Rhodesia (now Zimbabwe) and Windhoek in South West Africa (now Namibia) with a single old 
Lockheed Super Constellation.

While the whole premise of Afro-Continental and their modest service seemed both innocent 
and insignificant, the truth was far more intriguing. They were part of a much larger clandestine 
operation and their ailing old aircraft had a secret life as a hard working African gunrunner that 
had carried bullets, blood and bodies.
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Jack Malloch’s Super Constellation VP-WAW in its Afro-Continental Airways livery, parked on 
the side of Salisbury Airport’s main runway in Rhodesia back in early 1971. 

Picture from Jack Malloch’s private collection. © Greg Malloch. 



The passenger route that Afro-Continental Airways operated was quite popular and was able to 
sustain itself for a couple of years between 1971 and 1974, until eventually both traveller de-
mand and the aircraft itself finally collapsed.

The Super Constellation L-1049G that they operated was built in 1957. It was originally sup-
posed to start its career with Qantas where it was registered as VH-EAU, but this delivery was 
never made. Just before delivery the Australian national airline cancelled the order.  The aero1 -
plane was then sold to Varig in Brazil where, registered as PP-VDF, it joined the fleet on Jan-
uary the seventeenth 1958. There it served the national airline for more than nine years after 
which it was sold to the Rhodesian aviator Jack Malloch. 

The price that the aircraft was sold for is not known, but apparently it was ‘very good value.’ The 
deal went through in March 1967 and it was delivered to Salisbury, Rhodesia where it was regis-
tered as VP-WAW and reconfigured to freight, joining the Air Trans Africa (ATA) fleet in April. 
How the aircraft managed to get through the embargo that had been put in place against 
Rhodesia at the time is not known but, no doubt, it must have involved a lot of fabricated paper-
work and numerous middlemen.

For the first six months of its life with Air Trans Africa the Super Constellation was used for local 
and regional freight charters, but the big opportunity for ATA was in Biafra. Jack Malloch had 
picked up an initial contract from the French SDECE (the acronym for their post-War secret ser-
vice) to deliver weapons into the break-away Nigerian state in early July 1967. By the end of 
October this business had exploded and Malloch had committed his entire fleet (which included 
a couple of DC-7’s, a couple of DC-4’s and the Super Constellation) to the Biafran airlift. Yet 
even with all these aircraft Malloch was having trouble keeping up with the demand and the or-
ders from the SDECE and the Portuguese PIDE kept piling up.

Quickly the intense schedule started to take its toll on the aircraft and by mid-January 1968 VP-
WAW was in desperate need of a major overhaul, suffering frequent engine and hydraulic fail-
ures. On the seventeenth the L-1049G was flown to Holland where it was booked for servicing 
along with one of the DC-4’s, with the Dutch company Aviolanda in Woensdrecht.

 Wikimedia Commons, ‘VP-WAW.’1

© Alan Brough Page �2



Unfortunately by the time the overhaul had been completed Jack Malloch had been caught in 
Togo with a DC-7 loaded to the brim with bursting sacks of Nigerian banknotes. The aircraft and 
the valuable haul was impounded and Jack and his crew were thrown into jail. This caused a 
major rupture at Air Trans Africa and the business was essentially mothballed. Getting wind of 
this Aviolanda refused to release either of the aircraft without full payment.  2

In early September, three months after Jack Malloch’s acquittal Aviolanda’s invoice was paid 
and the two aircraft were released. The Super Constellation was re-registered with a South 
African registration and on September the twenty-forth Jack Malloch himself filed a flight plan to 
South Africa and captained the aircraft out of Holland. Their first stop was Abidjan in the Ivory 
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VP-WAW seen parked outside the Aviolanda hangar at Woensdrecht in early 1968. The air-
craft was being held pending payment and Jack Malloch’s release from prison in Togo. You will 
notice the lack of any sort of name or livery on the aircraft. Jack Malloch did this purposely to 
maintain as much secrecy as possible while operating in Biafra. In fact he would often leave 

the names of the previous owners on the aircraft he bought specifically to generate confusion.
Photograph used with the permission of Kjell O. Granlund. © Kjell O. Granlund Collection.



Coast, and there the plan was changed.  The original flight plan was cancelled and the Connie 3

was re-registered, this time with a Gabonese registration, TR-LNY. For the next week it made 
the nightly Abidjan - Uli - Sao Tome - Abidjan circuit delivering full consignments of weapons into 
the beleaguered break-away state. Then at the beginning of October it was relocated to Libre-
ville which was closer to Biafra so could do the deliveries with a shorter flying time.

The routine was that every afternoon the aircraft would be loaded up with arms and ammunition 
and would take off soon after nightfall, timed to arrive at Uli airstrip in Biafra anytime after ten 
p.m. when the last of the Nigerian MiG’s and bombers had left the area. Once unloaded they 
would then return via the island of Sao Tome, quite often bringing out as many starving orphans 
as they could fit into the open cargo hold. 

Under the care of priests and num, or whatever aid organisations were still operating, tens of 
thousands of the war orphans were being herded towards Biafra’s last overcrowded airstrip, 
desperately trying to outrun the Nigerian army who were closing in behind them. As there were 
no seats or safety belts in the back of the cargo plane they skeletal children would have to sit 
huddled or lying together in groups on the hard steel floor of the aircraft, often sobbing or just 
staring blankly ahead, numbed by the pain of starvation. 

Every time they landed back in Sao Tome those who could still walk, slowly and painfully shuf-
fled off the aircraft, while there was always a few left behind who had died on the way. Their little 
bodies would be wrapped in blankets by the solemn priests who would bury them with all the 
dignity and rites they would not have had back in Biafra.4

Once the children had been off-loaded they aircraft would be refuelled in Sao Tome with the 
high-octane fuel that was available on the island, and then relocate back to Libreville within an 
hour or two of dawn. The crews would eat breakfast and then try to sleep through the equatorial 
heat and humidity until mid-afternoon when they would do the whole thing over again, and again 
and again…

 Entries into Jack Malloch’s personal flying logbook.3

 ‘Jack Malloch. Legend of the African Skies’ by Alan Brough, published in November 2020 by Exmon4 -
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The hard flying, gruelling conditions and growing amount of shrapnel damage was taking its toll 
on the aircraft. By the end of March 1969 it was clear another major overhaul was desperately 
needed.  Jack wanted to pull the Connie out but the situation on the ground was critical and the 
Biafran High Command begged Jack to keep all the aircraft delivering for as long as he possibly 
could. The future of the entire Ebo nation literally hung in the balance.

On the night of Tuesday the eighth of April the old Connie was back in the air. This time the 
arms run was from Sao Tome to Uli. There were still fires burning around a couple of fresh bomb 
craters when the aircraft landed at the bustling, smoke-hazed airstrip, which, in truth, was little 
more than a widened section of highway. The shell-shocked workers hardly bothered with 
putting out the fires as they struggled to unload the aircraft as quickly as their weakened bodies 
would allow.
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A rare colour photograph from the early 1970’s of VP-WAW it its Afro-Continental Airways liv-
ery. It is parked on the hard-stand at Salisbury Airport being readied for its next flight. The 

Rhodesian flag can be clearly seen on the middle tail fin.
Photograph used with the permission of Kjell O. Granlund. © Kjell O. Granlund Collection. 



Although they were always worried about the Nigerian bombers, the captain and crew onboard 
TR-LNY were more worried about the spluttering of their Number 4 engine. Uli was no place to 
be caught with mechanical troubles, and after feathering the massive propellors they kept the 
engines running to ensure a fast get away and no re-starting trouble. 

As it turned out this was to be the Super Constellation’s very last flight into Biafra, and its gun-
running days were essentially over.

With no time for even rudimentary servicing, at 9 p.m. the next night the same captain and crew  
took off from Libreville with another full load heading for Uli. 

As they approached the dark coastline of the Niger river delta and started looking out for the 
radar controlled Navy anti-aircraft gunboats the old aeroplane suffered a major hydraulic failure. 
As the hydraulic warning lights blinked on, the troublesome Number 4 engine had a loud cough-
ing fit and also shut-down. It seemed as if the aircraft was falling apart around them.

Feathering the dead engine, and compensating for the loss of power, the captain made the de-
cision to abort the delivery. Sao Tome was their closest landing strip, and, not knowing how bad 
the damage was he steeply banked, turned the aircraft south and headed back towards friendly 
territory. After a rudimentary check in Sao Tome and at least having got the undercarriage to 
work, the crew made the decision to try to limp back to Libreville. It was a slow tense flight but 
they managed to make it. 

The damage was severe and the aircraft was completely out of action. Jack got the news as he 
sat at his father’s death-bed back in Salisbury. His father was in a coma and there was nothing 
left to do but wait. Jack, who certainly knew tragedy, stayed at the bedside until his father’s long 
and torturous struggle with cancer finally ended several hours later. 

The next day was Good Friday.

On Easter Monday the Super Constellation started its long journey back to Salisbury for repair. 
Nursing the remaining three engines the struggling aircraft took over three hours to fly due south 
from Libreville to Luanda in Angola. There the exhausted crew decided to spend the night. The 
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next day, just ten minutes after take-off Number 3 engine also died. Losing height and with a 
dipping starboard wing the aircraft made a quick turn-around and came back in for an emer-
gency landing. And there it remained.

Finally in early November 1969, after more than six months of painstaking repair out on the tar-
mac at Luanda airport the old Super Constellation was once again ready to take to the skies.  5

Many of the engine parts had been scavenged by Jack’s innovative ground crews from the nu-
merous dead and dying Constellations that were beginning to litter the airfields of West Africa. 

Once back in Salisbury the aircraft was re-registered with its old Rhodesian registration, VP-
WAW. Jack Malloch, who wanted to get back into the passenger business, had the aircraft re-
painted and its seats refitted. Although with Biafra in its death-throws nothing further could be 
done with these plans until mid-January once the Nigerian Civil War was finally over.
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On 17 January 1971 the passengers of the very first commercial Afro-Continental Airways 
flight between Salisbury and Windhoek pose for a commemorative photograph just before 

take-off. The first attempt failed and after ten minutes they were all back on the ground with a 
dead engine and rattled nerves.

Picture from Jack Malloch’s private collection. © Greg Malloch. 



As the Biafran war ended, so the war in Rhodesia began, and Jack shifted his attention to help-
ing establish secure international trade routes for his own country that was being strangled by a 
trade embargo. While distracted with setting up a sanctions-busting operation he just used the 
Constellation for occasional charter work and in the end it was only in September 1970 he was 
ready to focus on establishing his passenger airline. 

For this Malloch registered a new company called Afro-Continental Airways (ACA). He then 
transferred ownership of the Connie over to the new operation which was granted a licence to 
operate a scheduled weekly passenger service between Salisbury and Windhoek in South West 
Africa. To prepare for the launch of this service over the last two months of 1970 the aircraft was 
used for several training and familiarisation flights. 
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The Afro-Continental Airways’ inaugural flight arrives in Windhoek at the end of their three and 
a half hour journey across Southern Africa.

Picture from Jack Malloch’s private collection. © Greg Malloch. 



There were still technical issues which continued to plague the Constellation. These pushed 
back the launch of the scheduled service until the end of January. With the servicing finally 
complete and at least reasonable reliability having been achieved, Jack committed the aircraft to 
final crew training and conversions. For this an intensive schedule of flights were flown around 
Salisbury practicing upper air work, stalls, steep turns, flap-less landings, and the handling of 
starboard brake fires. As engine failures had become such a common occurrence with the old 
aircraft the ever important procedures to manage engine failures, two engine landings and three 
engine overshoots were given specific attention.6

Once he was confident that everything, including his crews, were ready, on the thirtieth of Jan-
uary 1971 Malloch held a press conference to announce the new passenger service. As always, 
his ambition went far beyond the regional capitals. During the question session with the assem-
bled journalists, in addition to the scheduled service to South West Africa, he boldly announced 
plans to operate charter flights to continental Europe and the U.K. itself in defiance of the British 
travel ban.  In fact it was in anticipation of growing this European business that Jack had cho7 -
sen the name ‘Afro-Continental Airways.’

The one thing that Jack didn’t mention in the interview was that just three days earlier during an 
air-test over Lake Kyle the auto pilot amplifier on the Connie had exploded. The old aircraft was 
certainly getting to the end of its useful life, yet it was being confidently touted as a reliable pas-
senger work-horse. Malloch knew the aircraft was nearing the end of its life so his plan was to 
prove the financial viability of the passenger route and, if it was indeed profitable, he could al-
ways deploy one of his Air Trans Africa DC-7’s to it. The Connie just had to last for another year 
or two. 

But things didn’t get off to a good start and they had to abort their very first take-off out of Salis-
bury due to an engine failure.

 Entries into the personal flying logbooks of both Jack Malloch and Henry Kinnear.6

 The Rhodesia Herald interview with Jack Malloch, 31 January 1971.7
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After this inauspicious start things improved and quickly passenger demand grew establishing 
the profitability of this weekly return service. As commitment to the passenger route was not too 
demanding the Constellation was still available as a back-up aircraft for Malloch’s international 
trade routes and his ground crew became very good at quickly installing and removing the seats 
as they juggled the passenger and freight needs.

One such example of this was at the end of December 1971 when one of the Air Trans Africa 
cargo DC-7’s lost hydraulic pressure as it came in to land at Libreville airport in Gabon. In the 
heavy landing several tires burst and the reverse thrusters on number four engine failed causing 
the aircraft to swerve. An undercarriage collapsed and the heavy freighter slid off the runway. 
While it took more than 16 hours to clear the damaged aircraft the cargo still needed to be de-
livered. Malloch was in Salisbury at the time and quickly had the seats removed, then personally 
flew VP-WAW up to Libreville bringing the urgent imports back to Salisbury via Port Gentile and 
Luanda.8

 Entry in Henry Kinnears personal flying logbook.8
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A good fly-by image of the Afro-Continental Airways Super Constellation VP-WAW taken in 
March 1972. You will notice Number 3 engine has failed and the props are feathered. Engine 
failures happened more often than not with VP-WAW, especially in the last few years of the 

aircraft’s life. © R. D. W. Norton.



By the middle of 1972 the Windhoek route had settled down to a comfortable, usually full, week-
ly flight. Although there wasn’t enough demand to increase the frequency of flights, which Jack 
had originally hoped for. In addition to which all his efforts to establish a passenger route into 
Europe had not come to fruition either. Initially this was due to the vigilance of the British block-
ing his efforts. Malloch could have overcome this interference as he had friends in France, 
Germany and Holland who would have been more than happy to accommodate passenger 
flights, but the aircraft itself was the real issue. Jack just wasn’t confident that the Super Con-
stellation was reliable enough to make the long flight all the way up Africa and into Europe’s 
busy airspace.

In just the month of June 1972 the aircraft suffered three major mechanical emergencies: During 
a flight from Salisbury to Johannesburg there was a severe pressurisation surge which effected 
the hydraulics. Just over a week later between Salisbury and Windhoek there was an engine 
failure due to ‘number 4 cylinder adrift,’ plus a con rod broke and there was an auto pilot explo-
sion. Then finally towards the end of the month on the return leg back from Windhoek the air-
craft’s secondary hydraulics failed.  There was no doubt the aircraft was in desperate need of a 9

major overhaul. But with the tightening of sanctions against Rhodesia and the lack of other 
Constellations in the region that could be used as ‘spare banks,’ there were few genuine spare 
parts available. Jack’s ground crews were having to make compromises and ‘be inventive’ 
which was not going to be sustainable, especially for any longer haul flights.

Although the hard working Air Trans Africa engineers at Salisbury were able to patch up the big-
gest issues with the Connie and, remarkably, were able to keep the aircraft in the air for the rest 
of the year. By the beginning of 1973, at least to casual outside observers, the service seemed 
to be reliable. According to Flight International, “…the passenger route to Windhoek had settled 
into a profitable scheduled service for Afro-Continental Airways which was still plying the route 
with their lone Super Constellation.”  10

Miraculously, and with regular TLC, servicing and maintenance, the aircraft managed to keep 
going throughout 1973. But not so with passenger demand. By the end of that year passenger 

 Personal correspondence with Henry Kinnear, the L-1049G Flight Engineer dated 19/1/2004.9

 Flight International editorial dated 22 March 1973.10
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numbers were beginning to dwindle and Jack didn’t believe it was worth continuing the service 
knowing that a catastrophic mechanical failure was now most likely just a matter of time. 

At the end of February 1974 he finally ended the scheduled passenger service to Windhoek al-
together. Malloch had always wanted to run long haul passenger routes and had hoped that 
Afro-Continental Airways would have led to something much bigger. It was not to be, and with 
his freight business growing from strength to strength he decided to focus on that side of the 
business instead. For the last time he had the seats removed from the Connie and at the begin-
ning of March added the aircraft to the cargo roster servicing the local and regional freight 
needs.

It was the end of the road for VP-WAW though and, having been on life-support for a while she 
didn’t last much longer.

On the twenty-third of April 1974 on its way back from a meat run to Port Gentil the Connie 
landed in Luanda on three engines. After an initial inspection so many other problems were 
found (including ‘metal in filters’) that the ground crew took a week to get the aircraft flying 
again. On the thirtieth Jack did the next flight with a load of live cattle to Villa Luso in Angola to 
make sure it was okay. It wasn’t, and in addition to having another engine failure a flap got stuck 
making control, especially during landing, extremely difficult and dangerous.
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The Afro-Continental Airways L-1049G parked at the far end of the Salisbury Airport runway in 
early 1974.

Picture from Jack Malloch’s private collection. © Greg Malloch. 



What looked like crushed shrapnel was found in the engine filters and the same chunks of metal 
had jammed the flap mechanism. The problem was that legitimate spare parts were unavailable 
due to the sanctions blockade. With no alternative Air Trans Africa’s innovative engineers had 
used bicycle chains in the flap-tracks instead of the genuine diamond chains that were speci-
fied.  It was another week of hard work before the aircraft was deemed to be airworthy again 11

and could be retrieved from Villa Luso. 

By then Jack had decided to scrap the old Connie. As he had no need for the remaining parts 
he donated the aircraft to Charles Prince airport where it was converted into a novelty club-
house for the local flying club. There this proud piece of aviation history stood until the late 
1980’s when, falling into a state of disrepair with little finance or interest left to preserve it, it was 
finally destined for the scrapheap.

Although VP-WAW stopped flying in 1974, it wasn’t quite the end of Afro-Continental Airways. 

Being in the business of flying against the British and United Nations embargoes, and with many 
friends looking for ‘favours’ in the CIA, as well as the Portuguese and French secret services, 
Jack Malloch maintained the business registration knowing that he might need it for some clan-
destine operation sometime in the future. 

In 1981 just such a situation come up. 

It was right at the very beginning of the Iran-Contra affair and the CIA were looking for a very 
discrete operator who they could trust, and who had contacts and credibility in Iran. Jack Mal-
loch was once again their man of choice. Very carefully Jack resurrected Afro-Continental Air-
ways. He was the sole proprietor of the business and, using his Israeli secret service contacts, 
he re-registered the business in Israel.

The deal that Malloch had come to with the Iranians was for a regular delivery of Israeli 
weapons flown in from Tel Aviv to Tehran. Understandably the secrecy of this arrangement was 

 Interview with Henry Kinnear, Boksburg, Johannesburg, November 7th 2003.11
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paramount. No-one wanted to ever be implicated it in, especially the Israelis and the Americans. 
It is, no doubt, for this reason that Jack was the linch-pin in setting it all up. According to Gusta-
vo Marón, an Argentinian researcher who exposed this operation, “The links and connections 
between Jack and the American, Israeli and Iranian Intelligence agencies is very robust and ex-
plains the role played by Afro-Continental during this covert weapons delivery in 1981.”12

As Affretair, Malloch’s legitimate cargo operation based out of Salisbury, had been infiltrated by 
Zimbabwean government spies he could not use his own aircraft and needed to keep this oper-
ation strictly ‘off the books.’ To get around this he approached his friends within the Argentinian 
military. To undertake the sensitive flights Jack leased a CL-44 from Transporte Aereo Rio-
platense, which was operated by high-ranking Argentine Air Force officers. Hiding this sub-lease 
deep in the paperwork Jack then set up a complex routing via Cyprus to obscure the Israeli in-
volvement. The operation was fronted by a Scotsman, Stuart Allan McCafferty and a Swiss arms 
dealer by the name of Andreas Jenni.

With all the pieces in place the flights between Larnaca and Tehran started in about April or May 
1981 with the bulk of the initial cargo not actually being Israeli weapons, but US-made tank 
spare parts and ammunition. By mid-July 1981 the sub-leased CL-44 had undertaken about 
forty successful delivery flights into Iran.

Very few people knew about these flights and the ‘deep cover’ seemed to be working, although 
in early July they had come to the notice of the Soviets. Suspicious of what was going on the 
Russians, who were more pro-Iraq, asked Israel to explain what they were transporting to 
Tehran. The Israeli’s ignored the request  and there is no evidence that Malloch was even in13 -
formed about this inquiry.

The Russians are not ones to ignore though, and on July eighteenth disaster struck. Having 
made another delivery the CL-44 was heading back to Cyprus. During the routine flight it ap-
pears the crew made a minor navigation error while flying north-west along the Turkish-Azerbai-
janian border. As a result they unknowingly drifted some twenty kilometres into Soviet territory. 

 Personal correspondence with Gustavo Marón. September 26th 2014.12
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According to Philippe Domogala this was not a navigation error. He claims that the aircraft had 
in fact been ambushed by the Soviet’s who intentionally lured it into Azerbaijanian airspace. He 
believes that the Russians waited for the aircraft to approach the Iran / Turkish border and they 
hijacked the VOR frequencies. By using a very powerful transmitter they were able to slightly 
shift the aircraft’s instruments. The crew, who were most likely on auto-pilot at the time, did not 
notice the slight turn so were unaware that they were being pulled into a kill zone. 

Although the Turkish air traffic controllers in Ankara noticed the aircraft drifting toward the re-
stricted border area. They tried to alert the CL-44 but the VHF frequency was jammed and they 
could not get through to the aircraft.  As soon as the CL44 crossed the border the local Soviet 14

 ‘Famous Aircraft No. 2: Canadair CL44 of Transporte Aero Rioplatense, LV-JTN’ article in The Con14 -
troller, the Journal of Air Traffic Control, by Philippe Domogala.
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VP-WAW at the end of its very last flight from Salisbury International Airport to Charles Prince 
airport a Mount Hampden north of the city, where, in late 1974, it was converted into a club-

house. © Chris Knaggs. 



Air Defence (known as the PVO) scrambled four Sukhoi SU-15 supersonic fighter jets (known 
by the NATO codename ‘Flagon-E’) to intercept the intruder.

It appears the interception was remarkably badly handled with inconsistent procedures, bad 
communication and incorrect signals to the cargo aircraft which heightened the tension and, of 
course, the likelihood of error and escalation. For a moment the bewildered Argentinian aircraft 
followed the fighters. As the two jet-fighters pulled ahead of the slow turbo-prop cargo plane the 
CL-44 turned away trying to return to their correct course. They were unaware that there was 
another fighter right behind them. Seeing the aircraft turn away the pilot of the trailing Flagon, 
radioed his base and said that the enemy aircraft was escaping. At that point he was ordered to 
‘shoot it down.’ 

The Russian fighter pilot did not have time to open fire. Seconds after the transmission, sur-
prised by the aircraft’s manoeuvres he accidentally flew into the back of the lumbering cargo 
plane. The PVO officer ejected while the CL-44, with its right stabiliser cut, spiralled out of con-
trol. Stuart McCafferty, Captain Hector Cordero and the two other Argentinian flight crew were 
killed in the ensuing crash.

Although the Argentinians were outraged, as soon as the aircraft disappeared into the USSR a 
major cover-up was launched. The Soviets wanted to hide the fact that they had downed an un-
armed civilian aircraft and they didn’t want their long chain of errors and violations coming to 
light. While the British definitely did not want to get caught up in the diplomatic spat it was caus-
ing between the Soviets, Iran, Iraq and Israel so they quickly buried McCafferty and his illegal 
transportation of weapons, obscuring any British involvement. 

Four days later, unable to keep the lid on the incident, the Soviet news agency Tass issued a 
statement saying that, “An unidentified plane had entered Soviet airspace, failed to identify it-
self, made a series of dangerous manoeuvres and had finally collided with a Russian plane, 
then disintegrated and burned up.” It was an odd, highly edited admission, yet the delay had 
given time for Jack and the Americans, who had covered their tracks exceptionally well, to quiet-
ly slip away before anyone could implicate them.15
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Afro-Continental Airways ceased to exist within days of this incident and the paperwork in Israel 
along with any reference to the links back to Jack Malloch or the old Southern African passen-
ger service from the early 1970’s was carefully hidden. 

Now Afro-Continental Airways and their old Super Constellation VP-WAW are hardly remem-
bered and have become nothing more than passing footnotes in the history of post-colonial 
African aviation.

Alan Brough has recently published Jack Malloch’s biography which includes details on both 
Afro Continental Airways and the L-1049G Super Constellation VP-WAW. This book, ‘Legend of 
the African Skies’ is available on Amazon or directly from the publisher:
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