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The Boeing 747SP - Background Information.

The initial concept of the Boeing 747SP can be traced to discussions Pan Am executives had with Boeing in the early 
1970s. Having been the launch customer for the Boeing 747 they were discovering that in some instances this aircraft 
was not suitable for some of their existing or proposed long-thin routes. The Douglas DC-10 and the Lockheed Tristar, 
both trijets, had the required seating capacity but lacked the range needed to fulfill Pan Am’s requirement, especially 
for their New York-Middle East routes.

The Boeing design team, under the guidance of their chief engineer Joe Sutter approached the problem from  two 
angles. Firstly they considered converting the existing 747 into a trijet, but as this required a massive redesign and 
reengineering it was deemed to be far too expensive to undertake for the limited return that may be gained for the 
company.

The second option was to modify the basic 747-200 by reducing its overall length which in turn would reduce its 
weight and therefore improve range and speed. This design study was originally referred to as the ‘747SB’ or ‘short 
body’ but was later amended to the familiar ‘SP’ for ‘special performance’. At this time Boeing estimated that there 
was a market need for some 214 such aircraft, with a financial break-even point being 45 airframes.

The design team’s brief was to achieve as much commonality as possible with the standard 747. As it was to be a 
derivative of the 747-100 rather than an entirely new aircraft type they sought to retain as much of the original 
structure as possible along with the 747‘s proven reliability.  The fuselage length was reduced by 14.79 metres (48 feet) 
in two sections - before and behind the wing centre section which in itself underwent a redesign. 



The wing was modified by using lighter materials and was fitted with single-slotted flaps instead of the complex 
standard triple-slotted flaps of the 747. The height of the fin was increased while a double-hinged rudder was fitted. 
The span of the horizontal stabilizer was increased while the rear fuselage was tapered into the empenage. A 
redesigned centre fuselage section along with new wing fillets to improve airflow were required to compensate for 
the changed bending moment resulting from the shortened fuselage.

The 747SP retained approximately 92% of the donor aircraft’s structure. This included the air conditioning and 
pressurization systems, communication equipment, hydraulic power, ice and rain protection systems, cockpit 
instrumentation, lighting and oxygen systems and pneumatics. The auxiliary power unit and all cabin windows were 
completely interchangeable along with fuel and oil systems, controls and engine start systems. These measures were 
designed to reduce the costs an airline would face in introducing a new aircraft type into its fleet.

The SP was substantially lighter than the basic 747 due to its shorter fuselage, lighter wing and undercarriage. The 
basic SP was offered with a gross maximum takeoff weight of 300,000 kg (660,000 pounds), but five other gross 
weight options were also available with the highest being 318,200 kg (700,000 pounds). The maximum landing weight 
was set at 205,550 kg (450,000 pounds)  and a zero fuel weight of 186,360 kg (410,000 pounds).

A wide range of engine options were also available, depending on the customer’s requirements and commonality 
with other aircraft within its fleet. The standard engine offered was the Pratt and Whitney JT9D-7A producing 46,950 
pounds of thrust. This engine type proved to be the most popular with 39 of the 45 B-747SPs built utilising this 
powerplant. Airlines could specify different versions of this engine with take-off thrust varying from 46,950 pounds 
to 50,000 pounds.

Both General Electric with its CF6 engine and Rolls Royce with its RB-211-524 engine were also an option on this 
aircraft. The Rolls Royce engine was the most powerful option available with a rated thrust of 51,600 pounds. 



Only six SPs were built with Rolls Royce engines. Overall Boeing offered customers 54 different combinations of 
engine and gross weight options.

The interlining of cargo containers was vitally important. Both the 747 and the 747SP would accommodate the 
standard LD-1 half-width cargo container. Whilst the 747-200 can carry 30 such containers in the lower deck cargo 
holds the SP could only fit 20. Like the 747, the SP was able to carry a variety of pallets and containers in the cargo 
hold as both aircraft shared identical lower deck cargo doors. This gave access to 3,460 cubic feet of lower deck cargo 
space in the SP with an additional 400 cubic feet of bulk cargo space available.

What is not widely known is that Boeing investigated the possibility of offering the 747SP in a ‘combi’ configuration, 
thus permitting airlines a greater flexibility in the passenger/cargo market. It was intended to install a large cargo 
door at the rear of the passenger cabin on the port side. The standard 328 all-passenger configuration could be 
quickly changed to a 242 passenger/four cargo pallets or a 186 passenger/eight pallet arrangement. The main deck 
pallets would have dimensions of 8 feet by 8 feet x 10 feet tall, and be loaded side-by-side. The lower deck cargo 
holds would remain the same.

This version of the SP was marketed as a perfect replacement for the aging narrow-bodied Boeing 707 and Douglas 
DC-8s. Despite glossy marketing brochures that proclaimed the SP Combi could fly 186 passengers and 29,000 kg of 
cargo with better economics than the narrow bodied aircraft they would replace, it generated very little interest in the 
airline community and this variant was not built. 



After many months of intense study, refinement of conceptual ideas and wind tunnel testing Boeing management 
decided to proceed with the new aircraft program in June 1973 without having secured firm commitments from any 
airline to purchase this aircraft. Two months later Boeing officially announced the go-ahead of the Boeing 747SP.

Meanwhile Boeing salespeople were holding discussions with several prominent airlines, including Pan American 
and Japan Air Lines. Pan Am effectively became the launch customer for the 747SP when it placed an order for 10 
aircraft worth some $US 280,000,000 including spares on September 10, 1973. They also took up options for a further 
15 airframes, which were subsequently not acquired.

Boeing 747SP final assembly took place in the in the 200 million square foot 747 division plant at Paine Field, Everett, 
Washington. Due to the difference in production time between the SP and the standard 747, the second 747 assembly 
line that had been closed down at the plant when 747 production rates dropped was reactivated exclusively for 
747SP final assembly.

By April 1974 the SP program was in full swing. The construction of the engineering mockup was on schedule with 
all related equipment to be installed by late June 1974. The original 747 static test airframe was reactivated as the 
major part of the engineering mockup for the development of interiors and systems for the SP program. This airframe 
had already been subjected to over 60,000 hours of simulated flying over a two-year period to locate potential 
weaknesses in the 747 structure. It had been subjected to loads far in excess to those which a 747 would encounter in 
normal operations. As a result of this testing areas that required modification were identified and these were 
incorporated into production aircraft.



Body sections were removed from in front of and from behind the wing centre section whilst a new rear fuselage 
section was fabricated. The exact fitting of equipment and parts including the rigging of flight control surfaces was 
done. Wiring, interior plumbing, control cables and insulation was installed for testing. The right wing was attached 
to the fuselage to enable the accurate testing of the new lighter variable pivot trailing edge flaps. 

Low and high speed wind tunnel testing had been carried out over a 19 month period from April 1973 to November 
1974.

The first 747SP marked as N530PA (c/n 21022-265) was rolled off the Boeing production line on May 19, 1975 in front 
of thousands of Boeing employees and invited guests. It was parked on the apron next to the original 747 to provide a 
size comparison. 

At the official weigh-in, which took place on scales that had been built into the floor of the paint hangar, the actual 
scale weight was determined as 143,799 kg (316,358 pounds), less 11,330 kg (24,927 pounds) of test systems and 
equipment, giving it an adjusted scale weight of 132,468 kg (291,431 pounds). Boeing had originally stated a 
specification weight of 134,050 kg (294,910 pounds). As the 747SP was lighter than original specifications it enable 
Pan Am to carry a greater fuel payload thus increasing the aircraft’s range.

Before the maiden flight could be undertaken high speed taxi and brake trials were carried out on the 9,000 foot 
runway at Paine Field on Sunday June 29, 1975. These tests included control response, engine response, ground 
handling and wheel brake performance. With the satisfactory completion of these tests the aircraft was returned to 
the Flight Line to be prepared for its maiden flight.



Now registered as N747SP and under the command of Jack Waddell who was the pilot-in-command of the prototype 
747 that flew in 1969, the maiden flight took place on Independence Day, July 4, 1975. Acting as co-pilot was Lew 
Wallick, the Director of Flight Operations, Boeing Commercial Airplane Company. The flight engineer was Kenneth 
R. Storms. Lifting off at 11:17 am the test flight lasted 3 hours 4 minutes. 

During this time the stall and maximum speed limits were explored. As the aircraft was much lighter than the 
standard 747, it exceeded many of its design estimates thus enhancing its ‘special performance’ tag. Other areas 
explored during the test flight were airspeed calibration, determination of miles-per-pound of fuel burned and the 
testing of the new trailing-edge flap system. It reached a maximum height of 30,000 feet and a top speed of around 
630 miles per hour before returning to Paine Field. Later that same day it carried out another 52 minute flight before 
recovering at Boeing Field, Seattle.

The design’s outstanding performance was first demonstrated to the public when Boeing flew the 4th production SP 
N4013S (c/n 21025-273) non-stop from New York to Tokyo, a distance of 6,927 miles. It had 200 passengers on board 
and completed the flight in 13 hours 33 minutes thus setting a new world record on November 12, 1975. On landing 
at Tokyo the aircraft’s fuel tanks still contained some 13,640 kg (30,000 pounds) of fuel.

The Boeing 747SP was granted its type certificate on February 4, 1976 by Dr John L. McLucas on behalf of the U. S. 
Federal Aviation Administration to Mr T. A. Wilson, Boeing Chairman and Chief Executive Officer. The first aircraft to 
be delivered to Pan Am (c/n 21025-273) was registered N533PA. It was named ‘Clipper Freedom’ and accepted by 
Pan Am on March 5, 1976 with the first revenue service being flown on April 25, 1976.

Unfortunately for Boeing the 747SP was not the record seller that they had hoped for, despite its amazing 
performance. 



Continual improvements to the 747 family resulted in the series 300 and later the series 400 being produced, meaning 
that these aircraft could cover or exceed the same distances as the SP with lower seat-mile costs. Pan Am also 
experienced financial problems that resulted in the options for the 15 additional airframes not being taken up.

Forty-five 747SPs eventually rolled off the Boeing production line. What was expected to be the last example - the 
44th aircraft (c/n 22858-567) - was delivered to the Iraqi Government as YI-ALM on August 30, 1982. Five years later 
Boeing reopened the production line to build the very last SP. This aircraft was for the United Arab Emirates 
Government (c/n 23610-676) and flew for the first time as N60659 on March 31, 1987 but was not delivered until 
December 9, 1989 as A6-ZSN.

Qantas’s involvement in the 747SP program began when the search began for a suitable aircraft to operate its trans-
Tasman services to New Zealand’s Wellington Airport in its own right. This airport was classified as being a marginal 
airport with its short runway and difficult weather conditions.

Since the retirement of its Lockheed Electra aircraft Qantas had been code-sharing with Air New Zealand on their 
Douglas DC-8 services to Wellington. However as the DC-8s advanced in age this operation began costing both 
airlines considerable yearly losses running into several million dollars. Qantas fleet planners were attracted to the 
747SP as the standard 747-200 was not able to operate into Wellington due to its size, and the fact that the SP would 
have some commonality with their existing Boeing fleet.

 “There were some stringent conditions imposed by the New Zealand authorities for operations by the 747SP into 
Wellington for safety reasons. The 1937 metre (6,350 feet) available for takeoff and 1,815 metres (5,950 feet) available 
for landing was further reduced by a factor of 1.20 for payload planning purposes.



“During landings a maximum touch down limit point located 600 metres (1,968 feet) from the landing threshold was 
permitted which resulted in about 1,254 metres (4,112 feet) of runway remaining to the nosewheel before the end of 
the runway was reached.

“A total of 137 metres (450 feet) overrun was also available for emergency stopping. Weight limitations were a full 307 
passenger load with 3 tonnes of cargo at 15 degrees Celsius, reducing to nil cargo at 21 degrees Celsius. In addition if 
any rainfall was above 1 mm per 10 minutes prior to arrival the landing was not permitted. In the event of predicted 
adverse wind conditions the payload was further restricted to 225 passengers - 20.5 tonnes. Initial tests and training 
were carried out at Wellington on January 31, 1981 prior to the introduction of the regular service soon after. As 
things turned out the service was a great success with comparatively few diversions necessary to either Auckland or 
Christchurch because of the weather.”  
!

Eric Allen. Airliners In Australian Service - Volume 2. page 15. Aerospace Publications Pty Ltd, 1996.

Qantas placed an order for two Rolls Royce RB211-524B2 powered 747SPs in 1980. These aircraft were indeed special 
as they were two of only five such powered aircraft - the remaining 40 were powered by Pratt and Whitney JT9D 
engines. These aircraft were subsequently re-engined with RB211-524D4 engines. Both of the Qantas 747SPs were 
certified to have a 318,708 kg (702,000 pound) maximum brake release weight which was the highest of any 747SP 
built.

When Pan Am introduced their 747SPs on the Los Angeles-Sydney-Los Angeles route three times a week in the 1980s 
Qantas redeployed their two SPs to match them. This route was deemed to be the longest nonstop commercial service 
in the world at that time. 



During the winter months when the western winds were at their strongest, payloads were adjusted for the east-west 
crossing but the flight times still were around the 15 hour mark. Aircraft regularly climbed to 45,000 feet in cruise to 
try and get above the strongest wind systems.

Crew fatigue was a problem on such flights so Qantas crewed their aircraft with a Captain, First Officer, two Second 
Officers and two Flight Engineers. They were split with the Captain a Second Officer and a Flight Engineer in one 
team with the other crew members forming the second team. On this basis the cockpit crew were rotated during the 
flight to overcome fatigue.

Like all airliners the sad day arrives when they are no longer required and are scrapped. The first SP to suffer this fate 
was airframe c/n 21025 - the original Pan Am aircraft N533PA ‘Clipper Freedom’ - in 1997. Since then most of the SPs 
built have gone the same way, including the two Qantas aircraft. At the time of writing this book seventeen airframes 
are listed as active but the real number that are  airworthy is unclear.

Did Boeing recoup their investment in the 747SP project? It’s very hard to say but some of the engineering techniques 
used in the SP’s construction were employed in the later 747-300 and 747-400 series aircraft. What the 747SP 
accomplish on four engines yesterday is being accomplished with two engines today at a greatly reduced seat-mile 
cost. It was a good aircraft in its time.

Robert N. Smith. 2012



Boeing 747SP VH-EAA (c/n 22495-505) ‘City of Gold Coast Tweed’

This was the first of two such aircraft ordered new by Qantas with the contract signed on January 16, 1980. This 
aircraft was ordered with Rolls Royce RB211-524B2 engines instead on the standard Pratt & Whitney JT9D 
powerplants. Construction was completed and it was rolled off the Boeing production line at Everett in January 1981. 
It was flown for the first time as VH-EAA on January 11, 1981 but was officially entered onto Australian Aircraft 
Register as VH-EAA on January 19, 1981 and registered to Qantas Airways Ltd, Sydney.

It was named 'City of Gold Coast Tweed' at Everett prior to departing on its delivery flight as QF501D on January 21, 
1981. It arrived at Sydney at the conclusion of this flight on January 23 under the command of Captains L. W. Clark 
and A. E. Bones. The delivery route was Seattle-Honolulu-Sydney.

VH-EAA did not sit on the ground for long at Sydney Airport.  Departing on January 24 as QF1401 under the 
command of  Captain Alan Terrell, Director of Flight Operations, she embarked on a three day Queensland 
promotional visit to the ports of Townsville, Coolangatta and Brisbane. At each port the general public were able to 
inspect it whilst airport familiarisation exercises were carried out for the ground crews. 

Two courtesy flights were flown from Townsville enabling some 500 people to experience sightseeing flights over the 
Great Barrier Reef, Cairns, Haymen Island and Bowen. These courtesy flights enabled Qantas Chief Pilot Training 
and Standards Captain Ray Seaver to conduct pilot training with the flight crews who would eventually operate the 
aircraft once it entered regular service.



On January 25 the aircraft flew to Coolangatta, arriving over the Gold Coast around 9 a.m. It  flew at low level along 
the length of the beach, south over Murwillumbah then north across the main Surfers Paradise - Southport area 
whilst television crews on high buildings tracked its progress. On landing at Coolangatta Airport the flight crew were 
welcomed by two Gold Coast Metermaids. A display including koalas loaned from the sanctuary at Sea World was 
set up under the aircraft while around 8,000 people took the opportunity to inspect it.

Later that afternoon VH-EAA was flown to Brisbane Airport, where once again it was opened for inspection the 
following day. Altogether around 25,000 people walked through the aircraft during the public display periods. 

With the northern promotion visit out of the way, VH-EAA then flew south to Avalon Airport in Victoria for an 
intense period of pilot training. This was necessary to enable Qantas line pilots to practise the precise landing 
techniques required for operating the 747SPs into Wellington Airport, whose runway length was only 1,935 metres. 
The runway  markings at Avalon had been modified so as to resemble those of Wellington Airport. Large ‘distance’ 
marker boards had also been erected at the side of the runway.

On January 31 VH-EAA flew Sydney - Wellington on a route proving flight. Under the command of Captain Alan 
Terrell it landed at the ‘windy city’ at 2 p.m. local time. Hundreds of residents had gathered around the airport 
perimeter and on the surrounding hills to witness the event. TV New Zealand interrupted scheduled programs to 
broadcast live this historic arrival.

Displaying superb airmanship Captain Terrell used approximately half of the available runway on landing thus 
silencing those doubters and non-believers who had express concern that such a large aircraft could not operate 
safely into this airport. Admittedly the aircraft was well below its maximum landing weight on arrival as it was not 
carrying a normal passenger load, baggage or freight.



Captain Terrell was met by members of the Maori welcoming party, the Ngati Poneke, Wellington’s leading Maori 
dance and haka group. He was escorted off the aircraft to where the traditional Maori ‘welcoming challenge’ took 
place inside the airport terminal building. A member of the Ngati Poneke Maori group placed the ‘challenge peace’ 
symbol in front of him. This traditional challenge takes place whenever strangers arrive. Captain Terrell picked up 
the symbol thus signifying that he and his fellow crew members came in peace. The welcoming ceremony was then 
followed by the official reception with entertainment provided by the Ngati Poneke Maoris.

The following day VH-EAA departed Wellington to undertake further local crew training flights specifically designed 
to hone their landing skills. These flights were eagerly watched by many local residents and great cheers echoed 
around the airport when a ‘missed’ approach had to be flown.

On February 6, 1981 Qantas returned to the Australia-Wellington route in its own right after a ten year absence. The 
inaugural Qantas SP service from Sydney to Wellington as QF55 was flown by Captain D. McKinley. However things 
did not go according to plan. Weather conditions at Wellington Airport were below the required minima for a safe 
landing so the flight was diverted to Auckland which was a huge disappointment to all on board. The inaugural 
service was completed the following day when the aircraft flew from Auckland to Wellington before returning to 
Sydney.

To mark the Commonwealth Games that were to be staged in Brisbane the aircraft carried 'Official Carrier Brisbane 
1982 Commonwealth Games’ titles  from November 1, 1981.

In 1982 it was decided to upgrade the engines on this aircraft. To cover part of the expense in ferrying the aircraft to 
the United States it operated  a supplementary flight from Sydney - Honolulu as QF35 on August 12, 1982. It was 
then ferried Honolulu to Seattle as QF500D for the Rolls Royce RB211-524DE engine refit later that day. When this 
work had been completed it was ferried Everett - Honolulu - Sydney as QF501D on August 25 - 27, 1982.



To counter the non-stop 747SP flights operated by Pan Am between the United States and Australia this aircraft was 
used to operated first Qantas 747SP non-stop service from Sydney to Los Angeles as QF11 on April 7, 1984.

The aircraft was repainted into 'Spirit of Australia' livery during January 1990 before being listed ‘for sale’ by Qantas 
on March 1, 1990. Despite this ‘for sale’ listing it continued to be operated on regular services. It was not sold. It was 
leased to Australian Airlines on July 5 - 6, 1992 to operate flights TN7025/TN7425 Sydney - Brisbane - Sydney and 
then TN7016/TN7011 Sydney - Perth - Sydney.

In the early 1990s Australia was actively seeking to host the 2000 Olympic Games. A 'Sydney 2000' Olympic sticker 
was applied to the cabin behind the cockpit to promote Sydney's bid in December 1993.

It operated its last Qantas revenue service Singapore - Brisbane - Sydney as QF52 on March 20, 1994 before being 
leased to Australia Asia Airlines the following day. Australia Asia Airlines was a wholly owned Qantas subsidiary 
that was set up in October 1991 to meet the political sensibilities of the Chinese Government concerning aircraft of 
Australia’s national airline serving Taiwan, a province which rejected the authority of the Government in Beijing.  
Australia Asia operated the leased aircraft in their own livery while Qantas continued to operate to Beijing as normal. 
VH-EAA operated the inaugural Australia Asia 747SP service from Sydney to Taipei as QF135 on March 26, 1994. It 
was leased to Australia Asia until June 27, 1996.

The aircraft was again listed ‘for sale’ by Qantas on January 1, 1997  but continued normal operations. The new 
subtitle 'The Australian Airline' was applied on March 1, 1998.



VH-EAA flew its final Qantas revenue service when it operated Singapore - Jakarta - Sydney as QF42/22 on February 
23, 2002. It was officially withdrawn from use in Sydney the following day. It was then prepared to be flown to the 
United States for storage and hopeful sale.

As part of its ferry flight it was used to operate a supplementary freighter service from Sydney to Honolulu as 
QF7571 on March 4, 2002. It was then ferried Honolulu - Marana as QF6019 for storage the following day.

VH-EAA was officially cancelled from Australian Aircraft Register on March 27, 2002. Shortly thereafter its engines 
were removed and returned to Qantas in Sydney. Scrapping the aircraft commenced at Marana in July 2002. It had 
flown 75,238 hours with 14,011 cycles.























































































































































































Boeing 747SP VH-EAB (c/n 22672-537) ‘Winton’

This was the second of two such aircraft ordered new by Qantas with the contract signed in June 1980. This aircraft 
was ordered with Rolls Royce RB211-524B2 engines instead on the standard Pratt & Whitney JT9D powerplants. It 
was rolled off the Boeing production line at Everett in July 1981.

It was flown for the first time as N1791B on August 3, 1981 and was officially entered onto Australian Aircraft 
Register as VH-EAB on August 31, 1981. It was registered to Winton Leasing Ltd and leased to Qantas Airways Ltd, 
Sydney. 

It was accepted by Qantas at Everett on August 31, 1981 before being ferried Everett - Vancouver - Everett as 
QF521/522 under the command of Captains L. W. Clark and A. E. Bones to overcome the legalities of the lease 
agreement.

The aircraft was named 'Winton' at Everett on September 1, 1981 before departing as QF501D on its delivery flight to 
Australia again under the command of Captains L. W. Clark and A. E. Bones. It arrived in Sydney on September 2, 
1981 having flown Seattle - Honolulu - Sydney. It operated its first revenue service when it flew Sydney - Wellington 
as QF55 on September 11, 1981.

To mark the Commonwealth Games that were to be staged in Brisbane the aircraft carried a modified version of the 
‘Official Carrier Brisbane 1982 Commonwealth Games’ titles from September 1, 1981. In 1982 its engines where 
upgraded to Rolls Royce RB211-524DE powerplants by Boeing at Everett. 



The aircraft was repainted into 'Spirit of Australia' livery in October 1986. It operated its first service in the new livery 
when it flew Sydney - Perth - Sydney as QF7/QF15 on November 3, 1986.

This repaint was in preparation for the special charter that it would undertake later that month. It was ferried Sydney 
- Perth as QF161 for this  charter on November 30, 1986. The following day it was used on the ‘Vatican Papal’ charter 
by Pope John II as QF161. It had the official 'Papal Coat of Arms' applied to the side of the aircraft. It flew Perth -
Seychelles - Rome (Ciampino) under the command of Captains J. K. Davenport and R. J. Carmichael. It then ferried 
Rome (Ciampino) to London (Heathrow) as QF161 on December 2, 1986 before returning to normal service London -
Bombay - Sydney on December 3 - 5, 1986.

It was listed ‘for sale’ by Qantas on March 1, 1990. Despite this ‘for sale’ listing it continued to be operated on regular 
services. It was renamed 'City of Traralgon' at Sydney on January 22, 1991.

In the early 1990s Australia was actively seeking to host the 2000 Olympic Games. A 'Sydney 2000' Olympic sticker 
was applied to the cabin behind the cockpit to promote Sydney's bid in November 1993.

It was leased to Australia Asia Airlines on April 18, 1994. Australia Asia Airlines was a wholly owned Qantas 
subsidiary that was set up in October 1991 to meet the political sensibilities of the Chinese Government concerning 
aircraft of Australia’s national airline serving Taiwan, a province which rejected the authority of the Government in 
Beijing.

VH-EAB operated the final Australia Asia 747SP Sydney - Taipei - Sydney service as QF135/136 on June 30, 1996. At 
the conclusion of this flight its lease was terminated and it was returned to regular Qantas service.



The aircraft was again listed ‘for sale’ by Qantas on January 1, 1997  but continued normal operations. It was ferried 
Sydney - Amarillo, Texas non-stop for maintenance on June 20, 1997. The new 'The Australian Airline' subtitle was 
applied to the aircraft on January 1, 2000

VH-EAB operated its final Qantas passenger service when it flew Honolulu - Sydney as QF004/23 on November 24, 
2001. It was officially withdrawn from use at Sydney the same day and prepared for ferrying to the United States for 
storage and hopeful sale. It departed Sydney for the last time operating a supplementary freighter service to 
Honolulu as QF7571 on November 29, 2001.

It was then ferried Honolulu - Marana as QF6019 by Captain B. Simpson the same day for storage. VH-EAB was 
officially cancelled from Australian Aircraft Register on December 20, 2001. Shortly thereafter its engines were 
removed and returned to Qantas in Sydney. The aircraft was not sold so scrapping was commenced at Marana in 
April 2002. It had flown 69,469 hours with 15,098 cycles.

























































General Specifications - Qantas Boeing 747SP

Type:! ! ! !          4 engine wide body long range airliner
Wingspan:! ! !          59.64 metres  (195 feet 7 inches)
Wing area:! ! !          510.97 square metres  (5,500 square feet)
Length:! ! ! !          56.31 metres  (184 feet 7 inches)
Fuselage diameter:!          6.10 metres
Height:! ! ! !          19.96 metres  (65 feet 8 inches)
Weights:!! ! !          Empty:! ! ! !   152,780 kg
! ! ! ! !          Maximum Take-off:    318,708 kg
! ! ! ! !          Maximum Landing:     204,100 kg
! ! ! ! !          Maximum Payload:      38,250 kg
Engines:!! ! !          4 x Rolls Royce RB211-524D4 engines rated at 224.8 kN
Range:! ! ! !          Normal with reserves:     11,816 km
Maximum Speed:!          1093 km / hr
Maximum Cruise:!          991 km / hr
Cruise Speed:! !          939 km / hr
Mmo:! ! ! !          Mach 0.92
Maximum Ceiling:!          13,746 metres  (45,100 feet)
Seating:! ! ! !          218 - 28 first class,  62 business class and 128 economy
Crew:! ! ! !          Flight:! 6! Cabin:! 14 
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