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Italy’sfirst try at ajet: the Campini-Caproni

By Mike Burton
*Part 3 in a seriese
Whether it’s referred to as the Caproni-Campini or the
Campini Caproni N.1, or by its C.C.2 or C.C.1 designation,
Italy’s pioneer jet was number two in the history books.
Firstflying on August 27,1940 for ten minutes, the Campini
was to go on to achieve anumber of firsts. Injourney from the

a crash landing platform, this was the sturdy Cadillac of the
bunch when compared to the Whittle, the He178, the Kikka, or
even Bell’s P-59.

After two years of flight research, the Campini piston/jet
plan for planes was declared not worthwhile and the vehicle
was retired. One is apparently still in existence and on display
at the Caproni Museum. Naturally, the only kit of the Campini
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Milan to model
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flight. It did have to stop for fuel, but this short-legged
feature was something the entire group of early jets had in
common.

It was the first jet to get “media event” treatment, as the
Italian mainstream press was primed to provide maximum
publicity to ensure that other nations took notice. It was the
first jet to point to the eventual future of the powerplant,
though it was hardly an august example in itself. This jet was
actually an early three-stage ducted fan with a crude after-
burner. Today this technology has advanced to the forefront,
but in1940, it took the form of a 900 hp piston engine (that’s
right!) driving the Campini-Caproni to a blazing 233 mph at
9800 feet, giving the plane a first of another kind. It was the
first to fail, thus achieving the initial aim of the project—to
determine whether this powerplant was viable for use in a
combat airplane—although this was not quite the outcome
designer Secondo Campini had hoped for.

It was abig machine in comparison to its eventual contem-
poraries, with a 52-foot wingspan, 43-foot length and a
maximum gross weight of 9250 Ibs. The C.C.1 was even
“heavy looking,” and appeared to be overbuilt considering
theresearchitwasintended for. However, if one were to pick

found what one famous collector’s encyclopedia of 1:72 scale
kits stated in their listing to be true. The early releases were
molded in a creamy pistachio green plastic. Another dead
giveaway of an original 1970s issue: the colorful box art
compared to the re-release, where the art is reduced to gray
shades on a blue accented white box. If you plan to build this
kit, getany affordable example youmay find, since main value
to look for is a good (relatively speaking) molding regardless
of the year of issue.

Opening thebox reveals 37 mostly gray pieces, including the
three-part display stand. There are two figures that serve
mostly as cockpit fillers, although the Delta moldmakers took
care to make them individuals. One has a bulky frame and lots
of gear (must be the pilot) while the other is a thin-framed
character with much lighter gear. An Italian Laurel & Hardy?
A look at them is warranted, so you'll know where the all the
detail work in the mold design went!

The remainder of the styrene parts resemble a cross of Frog
middle-range success and MPM'’s bad days. The parts are
molded in soft gray plastic, with slight warps and gaps at the
mating edges. The various items almost seem to fit better with

Continued on page 6
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DITOR’S BRIEF

Anotherregional contesthascomeand gone, and the people
up in Eureka did a good job considering that the event was the
first one they’d ever put on! They had more than 300 models
up there, including many from our members, including Jim
Lewis, Milt Poulos, Bill Ferrante, Mike Burton, Bob Miller,
Mike Meek, Frank Babbitt and your editor. We brought home
our share of awards, and we learned a lot about what and
what not to do with judging.

This was the one problem the Eureka event had. Their
approach was a unique one. For each category, three judges
were assigned, and each was given a sheet with a grid and ten
criteria for the models to be judged on—"seam:s filled,” “sink
marks removed,” and so on. In each criteria, the judges were
to score a 10 for excellent, an 8 for good and a 6 for poor.

Thejudges independently scored the entries in their catego-
ries, using the 10-8-6 system. In the end, the three judging
sheets were tallied and the winners were selected.

The positive side of this was that it allowed judges to get
right into the judging without waiting for teams to form, and
there were no teams broken up and reformed as modelers
disqualified themselves from judging because they had en-
tries in the categories in question.

While this may sound good in concept, in practice the
system was not particularly effective. The 10-8-6 system re-
duced the weight of serious problems—a model with NO
seams filled could only lose four of 100 points for the flaw, for
instance. Because the judges had to score every model, the
process was unduly long and arduous for thejudges. Since the
judges worked independently, there was no accountability,
and new judges had no opportunity to learn how judging was
conducted. Furthermore, if one judge decided to slant things
in a certain direction, he could have a dramatic impact be-
cause of the mathematical nature of the judging and the lack
of an opportunity for his fellow judges to catch his bias.

Every time I see a club try anew approach tojudging, I gain
greater appreciation for theapproach we take at our eventéthe
traditional three-member teams, using IPMS criteria to decide
on a consensus 1-2-3 set of winners for each category. Fine-
tuning, like making sure the team has members of different
clubs, is easy to do and doesn’t disrupt the process. Training
of new judges can be conducted as a matter of course, and
characters who want to turn thejudging towards their friends’
or club members’ benefit are rooted out quickly.

The IPMS Nationals use this approach, and while I still
contend thatjudging at that eventisn’t as solid as it is at most
Region IX events, the nationals spotlights how well this
system works. Out of more than 150 categories at this year’s
events, there was genuine controversy over the outcome of
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perhaps five of them. To judge 2,175 entries in less than four
hours with that level of success is amazing, and it bears out
the effectiveness of this system.

There are some in the IPMS that favor a system of “Open
Judging,” where models are judged against “themselves”
and are awarded a gold, silver or bronze medal instead of a
first, second or third. The most vocal proponents of this seem
tobe themembers of AMPS, the armor-only organization that
judges its convention using just such a set of criteria. AMPS
judges not only on workmanship, as the IPMS criteria focus
on, but on accuracy and detail. That system works well for a
group with a narrow focus, but for an organization that
invites a broad range of interests like the IPMS, it’s unwork-
able. There simply isn’t time for such scrutiny of every entry
atthe nationals, and the caliber of entries is such that virtually
every entry would take home an award. From a financial
point of view, that would be impossible.

Our club tried this approach six years ago—ask anyone
who was there how effective it was. The judges were burned
out, the winners left with little satisfaction, and the entire
event was anticlimactic.

AMPS and IPMS are two radically different organizations,
with different philosophies. Those that suggest the open
system as the remedy for the fairly insignificant problems of
the first-second-third system miss that point completely.

The way I see it, contests in the IPMS are like the Olym-
pics—first, second and third are awarded and set the pace for
the rest of the competitors to match in future events. In an
open system, it’s like giving anyone at the Olympics a medal
if they’re a decent enough athlete.

Don’t mistake this discussion as one for the trophy hounds
and the egomaniacs. Planning for elements as basic as judg-
ing make the difference between a fun day out with friends
and a day full of frustration.

Well, that’s it for now—Gotta go scratchbuild a Canuck
cockpit!

—The Editor

CONTEST CALENDAR
Oct. 19: OrangeCon '97, hosted by IPMS Or-
ange County.Theme: 50th Anniversary of the

U.S. AirForce. Forinformation, call Nat Richards
at (714) 631-7142.

Feb. 7: Fifth Annual Kickoff Classic, hosted
by the Silicon Valley Scale Modelers in Milpitas,
California. Theme: Made in the U.S.A. For infor-
mation, call Chris Bucholtz at (408) 723-3995.

July 1-4: The 1998 IPMS/USA National Con-
vention and Contest at the Santa Clara Con-
vention Center, hosted by IPMS SemiCon and
the members of Region IX. Theme: Rockets’
Red Glare. For more information, call Chris
Bucholtz at (408) 723-3995.




The Orange County chapter
of the International Plastic Modelers Society
is proud to present

OrRANGECON 97

Model Contest, Exhibition & Vendor Fair
Sunday, October 19

at the Sequoia
Conference Center

7530 Orangethorpe Ave., Buena Park, Californic

This year's theme:
Celebrating the 50th Anniversary of the
United States Air Force

39 Senior and 4 Junior Categories

Special Award for Best U.S. Air Force Aircraft
Built in Southern California

Admission:
$4 for adults
$2 for young adults (ages 13-17)
Free for children under 12

Model Entry Fees
$1 per model for adulits
.50 per model, 17 and under

Registration: 8:30 to 11 a.m.

Closed judging: noon to 1:30 p.m.
Awards presentation: 3:30 to 5 p.m.

For more information, call (714) 631-7142




Getting Monogram's P-47 bubbletop airborne

|

The P-47 Thunderbolit has the distinction of being the largest single engine fighter of Worid War Ii, and was the most-produced
fighter in American aviation history. This colorful Jug wears D-Day stripes and field-applied camouflage.

By Ben Pada
Although newer kits of the P-47D are out there, I built
Monogram’s old classic to have an entry for the 1997 Kickoff
Classic. Since the model was supposed to be done by last
February, I didn’t quite make it!
To bring the kit up to today’s standards, three major
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improvements areneeded:animproved interior, reconstructed
wheel wells, and rescribed panel lines. However, I started
with some minor external details. The first thing I did was to
open the oil cooler exhaust shutters and the air exhaust slits
(figure 1).
Thekitinterior was next. The firstimprovement came when
I threw out the kit’s cockpit tub. My intent all along was to use
the Hasegawa kit cockpit, and this went in with no problem.
The only things I added were some locator tabs to keep the
cockpit in place. I painted the interior with Gunze Sangyo
interior green, with Testors Model Master black chrome trim
on the instrument panel and sidewall details. I used white to
bring out the instrument panel detail, followed by a drop of
five-minute epoxy for each instrument lens.
Before gluing the fuselage halves together, Iblocked
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off the intercooler doors with some plastic stock. I
reworked the wheel wells by first sanding off all the
wheel well detail on the fuselage side of the bays. The
next step was to remove a portion of wheel well from
the lower wing (figure 2). I then glued the lower wing
to the fuselage and cleaned up the joint. I then glued
some plastic sheet into the lower wing wheel wells
and again cleaned up the joint. The final step was to
add new stringers and attach angles to the sides of the
wheel wells. At this point, I was able to glue the upper
wings into place.

Iremoved the wing guns and drilled new gun ports



at their correct angles. The wingtip lights were replaced with
clearsprue;Idrilled aholein the sprue and filled one withred
paint and one with green paint to simulate colored bulbs.
These bits of clear plastic were cemented
into the wing and
sanded
t

final e
polishing with Blu
Magic to restore their clarity.

The horizontal stabilizers were attached and the seams at
their roots were filled. I installed the windshield at this time,
mainly because it doesn't fit very well and required some
filling and sanding to fair it into place.

At this point, I prepared the model for rescribing by
sanding off the existing raised panel lines. I also took off the
center drop tank brackets. Rescribing the panel lines is very
time consuming, but the final result is very rewarding.

With the assembly and the rescribing finished, it was time
for paint and decals. The scheme I chose was “Rat A Dat 3,”
a P-47D-28-RE serial number 44-19562, of the 350th Fighter
Squadron, 353rd Fighter Group, 8th Air Force. It was flown
by Ken Gallup, and in the summer of 1944 it was based at
Raydon, England. Gallup

re-cut the tread pattern on the tires. I also re-
moved the landing gear strut door from
the wheel door and madeanew
strut door using e
.010 |

made from .020 wire before it was cemented in place. The
propeller was painted, and, before it was installed, I replaced
the prop shaft with brass tubing.

The canopy was dipped in Future floor polish and set aside
to dry before painting. To complete the interior, I installed the
gun sight and a deflector site above the instrument panel. The
seat is a True Details example I simply painted and glued into
place. The landing gear and guns were put into place next.

[ gave the model a few coats of Testors metallizer sealer and
Gunze Sangyo flat clear to tone down the decals and the anti-
glare panel. I used watercolors and pastels to weather the
model, followed by a final coat of sealer to protect them.

This model, despite having been released in the '60s, is an
oldiebuta goodie. If you would like to try your modeling skills
on a kit that won’t hurt your budget, then this Jug’s for you.

was an ace with 12 victo-
ries during the war.
To depict Gallup’s
plane, I used Aeromaster
sheets 48-323 (“Thunder-
bolts Galore VI”) and 48-
077 (“Stripes and Check-
ers P-47”). 1 used Alclad
aluminum forabase coat,
and broke up the panels
with Testors Model Mas-
ter metallizer on various
panels. For the anti-glare |
panel I used Gunze
Sangyo olive drab. The |
white portion of the
lower wing invasion §
stripes was painted,
while the black stripes
weremade withblack de-
cal trim film. The fuse-
lage stripes are from the
Aeromaster sheet. The
cowling was painted yel-
low; and the checker-
board decals were care-
fully applied.
Before installing the
landing gear, I thinned
down the torque links,

A t/os'talﬁont to both tho oﬂivoo of the fhuhd-r‘olt and the productivity of Rbllc Aircraft:
“10 Grand,” the 10,000th P-47D. Ultimately, more than 18,000 P-47s were built and served in every
added brake lines and theater of the war.



The second jet: ltaly’s Campini-Caproni

Continued from page 1

the pin and socket joints removed. Those of you who are olde
enough, consider what you got in limited run, injection-
molded early display models of the early 1960s, and you will
be not surprised. Everyone else prepare for a shock. Don't
Worry—you can recover from it. Plus, as far as I know, this is
the only kit of this vehicle ever molded for the mass market,

so you go with this or scratch-build one yourself—not bloody
likely!

tory.

A cockpit floor is provided, along with two seats and
cushions. There are no instrument panels, joysticks or head-
rests. The floor has no real locating tabs inside the fuselage. [
glued in the seats and drilled and fitted a joystick up front
before positioning the floor in place and taping the fuselage
closed. A quick swipe of an X-acto knife below the floor
marked where the floor would

Theinstructionsare use-
ful mainly to verify the |
completeness of the parts, |
because the sole set of as- |
sembly notes only cover |
the subject of the landing
gear. There’s very little
painting information, giv-
ingnoreal details or FS595
specs, so you'll also have
to do some photo inter- |
pretation.

[ started with the wings |
for my construction, since |
the fuselage area de-
pressed me at first. The
wongs are three pieces: a |
full span lower wing and
two upper wings, all of
which require a full sand-
ing of the insides to even
up the mating surfaces, especially near the leading or trailing
edges. There are two parts that I think deserve special trash-
ing—the main gear frames which are supplied so that a
“working” landing gear is possible. There’s not much use to
this feature since the tail gear does not retract, and the whole
effectis toylike, and fragile toboot. However, the inside recess
for the frames’ location make a handy guide for building a
boxed wheel well. It’s best to do this since the yawning
opening is quite obvious when looking in the wheel wells.

The wings are cranked at the root, and a slight gull effect is
created. A poor fit is likely to show up at the trailing edges.
Taping the fuselage together to serve as a guide helped me
square up the wings while I carefully super glued the wing.
The nose intake and exhaust cone were next, with the nose
intake ring being sanded along its inside to remove mold
flash. The cone needed to be smoothed overall (why are there

The Campin-capronl drones along with its hybrid
engine. The top speed of this pioneer was only 233 mph!

eventually go; it was removed
and I painted the interior in flat
neutral gray (FS36270). A con-
trasting RLM 02 gray on the seats
with earth-colored cushions
lends some life to the whole cock-
pit. The joystick was painted
RLMO02 gray withablackhandle.
I'scratch-built a new instrument
panel with a small shroud; it’s
more than youwill probably ever
see, but it is nicer.

Next, Iblackened the inside of
the exhaust area and carefully
mounted the exhaust cone. The
cone tends to lean in or be offset
from the aircraft centerline, so
again, I taped the fuselage to
serve as a guide to find the right
spot for this piece.

Imounted the cockpit, and be-
gan carefully gluing the fuselage together in stages with super
glue. You can skip the superglue if you don’t like the stuff, but
prepare for a long, drawn-out assembly because the kit does
not behave well with solvent glues. The nose ring/intake
bullet assembly slid neatly into place, but it required some
sanding to blend into the fuselage, because the nose parts are
not quite concentric in their diameters.

The horizontal tail planes are molded as one piece, with
fairly good airfoil shapes which fit into body. Only the stan-
dard amount of filling and sanding is required here. The wing
assembly was somewhat less cooperative, with huge canyons
and gaps along the fuselage roots. More superglue, please!

All the outside surfaces have simple raised panel lines and
rivets, and photos suggest the rivet heads may actually be in
scale! Then again, these are in the areas that require the most
sanding and filling, so sacrifice them or face rescribing!

piston-jet

moldbumpslike onavacuform?)
I painted the intake “bullet”
chrome silver with a black rim,
then finished the intake ring in-
nards and the exhaust cone in
silver, with flat black on the base

~ Campini-Caproni References
Jet Flghters, History of the World Wars Special #3,
David Anderton & John Batchelor (Phoebus, 1975)
Messerschmitt Me262, Arrow fo The Future, WJ
Boyne(Smxthsoman Press, 1980)

The rudder is one piece, with
an excellent airfoil section, and it
almost fits in without glue for
filler! Unfortunately, the verti-
cal stabilizer is not going to let
this be, as it is much thicker than

of the cone.

The fuselage is in two parts with a vertical stabilizer on each
half. These have a tendency to be canted or warped, so check
for the need for a possible correction. Again, sanding the
interior mating surfaces and even removing the guide pins
will probably be needed. Dry fitting at this point is manda-

therudder! Well, that’s what files
and gritty sandpaper are made for!

This is the end for now, as I still have to finish the Caproni
Beast so I can finish this part of the series! Continued next
month, along with perhaps the beginning of part 4 so that the
series won't linger into 1998!



The times and trials of Curtiss’‘Big-Assed Beast’

By Jeoff Hargis

Despite a reputation for poor low-speed handling and
other major design flaws caused by strict Navy requirements,
the Curtiss SB2C Helldiverbecame the allies’ most widely-
produced dive bomber of World War II. After a shaky start,
“the Big-Assed Beast” (also knownby the even-less respectful
nickname “Son of a Bitch, 2nd Class”) eventually earned the
respect of air crews as a versatile and reliable aircraft.

In 1938, the Dauntlessdive bomber entered service, and
almost immediately the hunt for a successor began. Most of
the requirements were simple enough: design a plane that
had more speed, range and payload than the Dauntless. Un-
fortunately, the final two requirements—an enclosed bomb
bay and the ability to fit two at a time on a 40-by-48 foot
aircraft carrier elevator—would plague the Helldiverprogram
for years.

The strict design requirements resulted in a plane that had
ahuge fuselage compared to the wing area. Early wind tunnel
testindicated excessive stall speeds and stability problems, so
anew wingand larger tail were quickly added. The result was
some improvement, but flight characteristics for the Beast
were still questionable.

Despite these problems, a green light was given to build a
prototype. The plane was supposed to be built in a new plant
in Columbus Ohio, but the factory wasn’t completed, so the
first Helldiverwas built in sections in a cattle barn on the
grounds of the Ohio State Fair. Once the sections were com-
pleted, they were shipped to Buffalo, New York for final
assembly. In keeping with the illogical approach of the pro-
gram, the Navy ordered 370 planes prior to any flight testing,
three weeks before the prototype roll-out.

The first prototype flew on December 18, 1940, and as
expected, flight characteristics were questionable at best. The
plane also suffered from problems with the new three-blade
electric propeller and the new and still unreliable Wright
Cyclone radial engine. Less than a month after flight testing

began, the Cyclone engine in the prototype quit during a
landing approach, and the resulting crash left the program
without a test plane for a month. Later, during a high-speed
dive and pullout test, the tail and right wing failed, the
program again continued for five months without a test
aircraft.

In June of 1942, six months behind schedule, the first
production aircraft rolled off the assembly line. Despite the
delays, and before the Helldiverever landed on a carrier, the
Navy placed an order for 4000 Helldivers, with 1000 of those
earmarked for the Royal Navy.

One key reason for the delays was that the Helldiverwas
undergoing constant design changes in order to combat all its
problems. Modification lines were setup to update the planes
as they were completed. Mod 1, as the line was called, turned
into Mod 2 and finally to Mod 3. Some of the modifications
were as simple as replacing the DF loop radio antenna; others
involved installing twin .30 caliber machine guns for the radio
operator in place of the single fifty. More than 600 Helldivers
rolled off the line and went through the mod lines before the
factory caught up to all the changes.

Despite continued problems, the Navy pushed the pro-
gram ahead and in May, 1943, the U.S.S. Yorktown took the
Helldiverto sea for workups. The results were a disaster, with
high rates of landing gear failure and handling problems.
Many Helldivers ended up sliding into the safety barriers. It
became common practice in the early going to clear the flight
deck and catwalks of personnel when the beast was landing.
The Captain of the Yorktown, ].J. Clark, recommended in
writing that the whole program be scrapped.

Eventually, improvements to the Beast—and time for air
and ground crews to work with the plane—brought the
problemsunder control,and onNovember 11,1943, Helldivers
of VB-17 flying off the U.S.S. Bunker Hill took part in a raid on
the island of Rabaul. A few days later, the Beast endeared
itself to Marines, who were invading Tarawa, for its pinpoint

Never an aesthetically pleasing aircraft, the SB2C Helldiverbecame an effective weapon after overcoming teething problems.






