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DC-10 FLIES

L. 7)
AIR TRANSPORT...

The first flight of the McDonnell Douglas DC-10 took place on August 20 when chief project pilot Mr Clifford
L. Stout flew the aircraft from Long Beach to Edwards Air Force Base, The trip took 3hr 26min and the
planned speed of 345 m.p.h., 555 k.p.h. and an altitude of more than 30,000{t, 9,000m were attained. The DC-10,

which took off at a weight n‘! 340,000lb, 154,200kg (some 70,0000b, 31,750kg balnw the maximum take-off weight
of early production DC-10s) used 4,980ft, 1,520m of runway. The aircraft had a four-man crew and carried about
25,000lb, 11,300kg of test Instrumantutmn and 100,000lb, 45400kg of fuel. Handling characteristics wara
explored and instrumentation and telemetry calibration was carried out. Several flights have now been made
from Edwards, including a 1ghr flight on September 7, according to Californian sources. The aircraft will

later move back to Long Beach.

HE FIRST FLIGAT OF THE McDosnerL Dovciag DO-10 has

come gomes five weeks after roll-out on July 23, When

the sircraft first took off from Long Beach on August 29
it was heading by all Indications for n most successful future.
Orders and options to date for all -1 variants now ol 119
and 122 respectively from 15 airlines. Of these, 75 orders and
4% options are for the medium-range DC-10-10, while the Pratt
& Whitney I'T9D-powered lonpg-range DOC-10-20, ordered only
by Northwest, accounts {or 14 orders and 14 optons. Where
perhaps the darpgest morket exists 8 for the longrange
DC-10-30, which at the momem is the only long-ringe trijet
being taken seriously by the airlines because it is-more than &
paper neroplane, First delivery of this type to the wirlines, the
first of which are those of the KSSU comsortium, shoold take
place in 1972, while the firt of the mediom-runge DC-10g
should be delivered to American Adrlines and United Air Lincs
for crew traming in Awgust 1971,

The DC-10 orignated in Amedcin Airines” April 1966
regquirement for 8 large-capacity -aircraft capable of flving the
Chicago-Los Angeles route with o full paylosd and of depari-
ing from the short rumwaey at LaGuwrdia, New York, in
1SA 4 17°C conditions with o full-eapsacity payload for Chicapo.
To fulfil this specification American Airlines envisaged & twin-
engined aircraft, bat by the middle of 1967 both Lockheed
and McDonnell Douglas were thinking in ferms of Iarger
markets, longer renge, betfer drift-down  performance and
potential for further runge stretch. The transcontinental
Tristar and DC-10-10 were (o pesult—these aircraft being able
to carry 30,0000b, [4000ke pavioads about 4,000 num., 7400km
with full tanks and about 80,0001k, 36,000kg over 2500 n.m.,
4. 600km stages,

The first of the tiijet orders (for 25} came from Amecrican
on February 19, 1968, when it chose the McDonnell Douglus
airgraft. The sirline took options on snother 25 but did not at
that time specifly an engine. A go-ahead was not warranied by
this tota] and things thus looked a little blesk for the DBC-10
by the end of the next month, becavse on the last day of
March 198 Lockheed went ahead with the TriStar—its first
commercial iransport sinee the Flectra. Wheh the decision to
go--ahead wes taken there were 144 orders and options from
Eastern, TWA and Air Holdings Since then the total hoa
incremsed 1o 178, says Lockheed.

But on April 25 United Alr Lines ordefed 30 DC-10-10¢ with
an oplion on a similar pumber, and MeDonnell Douglas pave
the go-ahead. Socon afterwards boath American and United
chose the General Electric OF&-6 of around 40,0000, 178kN
thrust to power the gircraft.

Paradoxically the first order for a long-range variant (from
Morthwest) specified Prast & Whitney JT9E-15 engines. 11 is
20 far the only, and ptobubly the last, order for DC-10s with
ihis type of powerplant, which is basically the same engine ax
that fitted to the 747. All other sirlines have chosen the CF5-50
for their longrenge DC-10s—known as the -30—and Pratt &
Whitney has begn left out on & limb having spent £30 million
on the TWC-10 installation,

The - second big breakthrough in the DC-10 order situation,
following the American and United decisions to buy the
medium-ringe amcraft, was the KS5U order for the long-
range -30 amrcraft in June 1969 which came after Lockhesd
and McDonnell Douglas had had a pitched battle for the
European foothold which- KLM, SAS, Swissair and UTA

The {otest generdl arrongement drowing of the fang-range -30 and
=30 varigms of the DC-I0

represented, Fourteen IDC-10s were ordered and 21 tiken on
optiont ol & cost-of £8.3 million each with deliveries due to
begin in 1973, Ten davs Inler Overséns National ordensd
three -30F converrible passenger/freighters and took options:
on o further three, while TIA had earlier announced ity
decision 1o settle for two with two options on the same type.

Meanwhile, on Janoary 6. 1969, MceDonmnell Douwglas had
started cotbing metal on the first medium-range aireraft by
milling 2 cockpit window-frnme (orging. Ceremoninl fastening
of the same component represented the start of DC-10
azsembly. Manufacture of the aircraft is spread around MNorth
America and Europe, ad has happened with the DC-0. Aerfer,
for example, builds the fin and rudder in Maples, while Dowty
Rotol makes half of the Aacte undercorriage legs: The Test are
muade by Abex Industries in Canonda, bui al]l are th &
MeDonnell Douglag design.

The -30 aireraft bought by KSSU was & true intercontinental
design but offered a shightly Jower payload-range performance
than ity proposed Lockhesd eompetitor which was, in fact,
more of & redesigned than g developed aircraft, The DC-10-30
fitted into the jatter category despite a gross weight increass
of some [45,000lb, 65,700kg over that of the -10 (which iz in
the order of 41000000h, 186.000kg). This necessitated the addi-
thon of & third main wundercarriage leg. Other major revisions,
apart from a shightly jengthened fusclage, were made (o the
internal lavout, Galleys were moved from under the floor to
the main cabin giving 8 larger carpo volume.

Recently the Atlas consortinm has also shown signs that i
is moving cn bloc to the McDonnell Douglas camp, The con-
sortium originally wanted greater mngs than the DC-10 was®
able to offer and KSS5U wanted, Smce then the DO-10-30 has
been stretched again, snd of course is now the only aircraft
in the longrange trijet markel with u definite go-shead.
Alitnlin could have been ecxpected to buy the DO-10, having
operated a large nomber of the manufictiser’s other abrcraff,
But evenfual firm orders for DC-108 by Lufthansa and Alr
Franee will be partioulprly significant (if they come) bechuse
bath airlines were earlier thought to be firmly pro-Lockheed,
Lufthansz has placed a letter of intent for five, and Sabena
twio, while Air France is still deliberating.

Wark on the DC-10 at Leng Beach js coneentrated in- & 1.3
million &g ft complex where the final assembly sequetice begins




