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Detailing Mach IPs Do 26 flying boat

By Mark Schynert
The Do 26is perhaps the prettiest flying boat of World War
II. Just six of these four-engined Diesel-powered flying boats
werebuiltin response toan orderby Lufthansa. The Luftwaffe
impressed them at the outset of WWIL two were later shot
down by Hurricanes during the Norwegian campaign. Little

the Do 26, which was an indifferent maritime reconnaissance
ship but might have been an excellent commercial flying boat
if the war had not intervened. Besides this, the marginal
quality of the turrets and guns was daunting.

Looking at the components also told me I was faced with a

isknownaboutthe
fate of the other
four, though it ap-
pears they served
in second-line
roles until they
were retired.

On February 19,
1 started work on
the 1:72 Mach IT kit
of the Do 26 as my
primary entry for
the Nationals. This
$50 limited-run
injection kit is ap-
parently the only
one of the Do 26
currently on the
market. At one

lot of prep work. Like most such kits, the m]ection gates are

: heavy, but there
arealsonumerous
surface blemishes,
both raised and
recessed, a few of
which land right
on the engraved
panel lines. Fur-
ther, some of the
raised detail (ex-
ternal reinforce-
ments, hatch rails,
etc.) is irregular.
Oddest of all,
much of the wing
surfaces were cov-
ered with asort ot
orange-peel ef-
fect—veryodd for

time Airmodel may
have done a vacu-
form kit in the
same scale, but if they did, it’s not presently available.

I could find only 11 references for the Do 26, and most of
these had little to offer; I relied primarily on William Green’s
Warplanes of the Third Reich, his Warplanes of the Second World
War Volume 5, Flying Boats and an article by John Stroud in
the June 1988 “Aeroplane Monthly.” Fortunately, this last
reference gave me a couple of great shots of the cockpit,
which is the only part of the fuselage interior visible when
the kit is finished. The kit instructions also have a substantial
amount of advice regarding color schemes and other de-
tails—much of it probably wrong!

Thekitallows thebuilder to pick either the civil or military
version. Based on examination of the kit contents, I decided
to do the civil version. I think it is the more natural pose for

wing iayout to good effect.
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Do 26 ‘Seeadler’ proparos to tie up following a ﬂight. Thls shot shows the plano’s gull—

: ucholtz,
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a stressed-skin
aircraft!

The first thing I
looked at were the cockpit “transparencies.” The military and
civilenclosures were slightly different. I separated the military
one first, and was unpleasantly surprised to find out that the
clear plastic was exceptionally brittle; even though I was
carefully clipping the piece off with a sprue cutter, a piece of
the leading edge coaming spalled. It did not reach the wind-
screen proper, but came within a half a millimeter. I polished
the piece with a little toothpaste; this didn’t do it any damage,
butIcan’tsay itimproved it in comparison to the civil-version
piece still on the sprue.

[ did some other clean-up work on the military piece (sand-
ing, filing) to get the hang of the properties of the brittle plastic,

Continued on page 12
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DITOR’S BRILF

Welcome to our annual Nationals issue! This edition may
seem like it has a lot of German subjects in it, but none are of
the typical Messerschmitt/Focke Wulf variety! Thanks to
Mark Schynert, Mark Hernandez, and Brad Chun, and to
Barry Bauer, who squeezed several nations in (U.S., Soviet
Union, France,) with his story on Toko’s P-63.

Since the Indy 500, it seems like the days have been flying
by. Between two contests in California, the Fremont mega-
auction and the press to finish up things for the nationals, it
seems like there’s been little time for modeling!

The two contests your editor attended both provided a
more than worthwhile way of spending an afternoon. Good
people and good vendor turnouts were common features,
and the Planes of Fame show had plenty of aviation history to
look at.

It should be clear that a good time was had by all at these
events, since the next topic always engenders alot of negative
feeling—judging. In both shows, the judging was somewhat
less than consistent with IPMS criteria. Some clubs argue that
they should be allowed to do things “their way,” and the
IPMS e-board ofen encourages experimentation at the local
level. This, I feel, is a bad idea, especially when a modeler
cleans up at his local contest only to get pounded at the
nationals. That modeler will leave wondering why he lost,
and his local chapter will have done him a disservice by
emphasizing the wrong things.

The judging criteria the IPMS has used for more than 30
years makes sense—basics SHOULD count more than any-
thing else. Some argue that accuracy should be given greater
weight, but nothing defeats accuracy more than a seam down

the middle of a fuselage, tracks that don’t link up correctly, or
a scale four-foot fingerprint on a windshield.

When a contest gives awards to models that clearly aren’t
the best basic models, it sends a message to the modeler that
other factors—fancy finish, added details or home-made
modifications—are moreimportant than the basics. Thisbrings
to mind an incident five years ago at the Region IX event in
Redding, when Angelo Deogracias and your editor were
asked to pick the best junior model. We found that first place
in armor went to an open-topped self-propelled gun that had
significant seam problems; the same modeler had entered a
KV II tank that was less detailed but, as far as the basics were
concered, was nearly perfect. The two of us ambushed the
head judge and convinced him to swap these model’s places
for the sole reason that to pick the self-propelled gun over the
KV II would send this young modeler the wrong message—
that added doodads were more important than a good basic
build.

Before you start complaining about the negative waves,
remember this: most modelers who attend contests know
what “the basics” are, or should if their local clubs do a good
job of sharing information. If your local eventis using ahome-
grown approach, or making things up as it goes along, then
winners and losers alike will have no understanding of why
things worked out the way they did. If they know the criteria,
they’re more likely to go home happy-—and thatshould be the
goal of every organizing group.

I hope you go home happy from this year’s nationals, win
or lose! Thanks for volunteering, competing and attending!

—The Editor

A vac-master: ‘Why vacuforms work for me’

By Jim Lund

Vacuformed plastic has been around almost as long as
plastic itself. However, it wasn’t until the late 1960s that an
entire kit was marketed. It happened in England, and Gordon
Stevens was the man to do it with Rareplanes.

The Frog and Airfix companies in Great Britain were pro-
ducing a line of 1:72 plastic kits, and created a large group of
enthusiasts waiting for each new release. Gordon suspected
that many of the old favorites would not be done because of
the high cost of tooling an injection mold and the associated
number of sales needed to make a profit. He had made some
experiments with vacuforming and made the decision to
market the kits. Since he was first a marketing professional
and second a lifetime hobbyist of scale aircraft models, he had
the credentials for success. His first kits were crude, for they
were merely .030 plastic sheets draped over wood patterns.
But Mr. Stevens is a keen learner, and somewhat of a perfec-
tionist, so he developed the female mold technique and
started adding surface details usually found only on the finest
injection-molded kits. His success did not go unnoticed, and
others started offering vacuformed kits as well. Though oth-
ers never caught up to Gordon’s quality, their offerings made
available a variety of kits unheard of before.

Besides the benefit of low manufacturing cost, vacuforms
also give the modeler amore in-scale thickness of parts. Many

modelers today prefer vacuformed clear parts for that reason.
However, some parts just don’t work in vacuform—propel-
lers, landing gear, antennae and such. Butnow we have resin,
white metal and photoetched brass for those things. Fo me,
the ultimate kit is multimedia—vacuform fuselage, wings
and tail with white metal props and landing gear legs, resin
interior parts, photoetched brass instrument panel and an-
tenna, and a Microscale-printed decal sheet.

Incidentally, for a really great aerobic workout, after an-
choring your sanding board on the drainboard, take about ten
kits and rub them down in a circular manner, going left to
rightforabout40revolutionsand, after checking your progress,
do the remainder right to left. You must always maintain a
light pressure at all times. This tomes arm and hand muscles.
the circular rubbing works the stomach muscles and helps in
keeping that pot belly under control!

If you've done scratch building, after carving the thing out
of wood or such, you must then prepare amold and heat up
the stinky old vacuform machine, and after long hours ofhard
labor you finally have a sheet of styrene with the image of
your model on it. Look at all the trouble the vacuform kit has
saved you!

Without the advent of the vacuformed kit, my collection of
1:72 models would not exceed 1000 as it does now, but would
be down around the 400 mark. The way to go... vacuform!



Bell’s overlookedP-63 gets the Tokotreatment

By Barry Bauer

It was a dark and stormy night. Suddenly a shot rang out.
Sobegan World War II (approximately) and with it the era of
Bell Aircraft Company’s foray into the world of fighter
design.

Most aviation historians and aircraft modellers are famil-
iar with the Bell P-39/P-63 family of aircraft. However,
despite being technologically advanced, available in large
numbers during a critical period of the war and capable of
performance comparable to many of its contemporaries, the
Airacobra and Kingcobra did not receive the wartime public
attention given other aircraft. They also did not see wide-

spread service use by the U.S. Army Air Forces, unlike types
such as the P-38, P-

The 37mm cannonwas particularly devastating against parked
aircraft, soft-skinned vehicles, buildings and shipping. Even
armored vehicles fell victims to attack from above. It usually
only took one or two hits from its high-explosive shells to
completely destroy a target. The additional punch from the
machine guns (early models carried a mix of .30 and .50 cal
weapons while the -Q variant had four .50s) made the Cobras
equally effective against personnel.

Since the western allies already had very effective ground
attack aircraft in service in the Mediterranean and European
Theaters of Operation, the hundreds of Bell fighters coming
off the production lines were offered to the Soviet Air Force
starting in 1943. The Soviet technical evaluation team that
visited the Bell fa-

40, P-47 or P-51. Al-
though it served in
the air forces of the
U.S., Great Britain,
France and the So-
viet Union during
the Second World
War, itnever was the
“glamorous” dog-
fighter that nor-
mally captured the
imagination of the
propagandists. Nev-
ertheless, these air-
craft served with
distinction wher-
ever they met the
enemy. In particu-
lar, their service in
the Red Air Force
was outstanding.
Early in the war, it
wasdetermined that
the high-altitude

cilities enthusias-
tically recom-
mended the P-39
for service over
the eastern front.
Soon, the flow of
Airacobras head-
ing northwest
over Canada and
Alaska, onward
across Siberia to a
resurgent Red Air
Force, was in-
creased from a
trickle to a flood.
If the few, widely
scattered inhabit-
ants of the region
turned their eyes
skyward at the
thunderous
sound made by
the massed

performance of the
P-39wasinadequate
for the role of inter-
ceptor orbomber escort. Also, the inherent stability of a mid-
engined design reduced its maneuverability in a dogfight.
Those negative facts, coupled with its positive attributes of
a heavy armament load (a 37mm cannon firing through the
propeller hub and a variety of wing and fuselage machine
guns) and the protected position of its liquid-cooled engine,
made it an ideal choice for a ground attack platform. Soon, it
was fitted with centerline and underwing hardpoints ca-
pable of carrying a useful load of bombs or drop-tanks. As
the power of the Allison V-1710 engine was continually
increased through wartime development, the armament
and armor load was also increased.

Thus armed, the Airacobra became a deadly weapon in the
hands of a determined pilot. American pilots in the south-
west Pacific came to appreciate its steady handling during a
strafing attack and its considerable speed at low altitude.

The P-63 Kingcobra combined lessons learned from the P-39 with advanced
aerodynamics and improved powerplants to produce a formidable fighter. The
Soviet Union and the Free French used the P-63 in combat.

Allison engines,
they would have
seen graceful for-
mations made up
of dozens of Airacobras. Flown by female Ferry Service pilots,
they would be in formation with a lone B-25 navigation ship
guiding them high above the nearly featureless expanses of
the Northwest and Yukon Territories’ forestand tundra. Inall
kinds of weather conditions, thousands of P-39s and P-63s
were thus turned over waiting Soviet ferry pilots in Alaska
who then delivered the new aircraft to eagerly waiting Soviet
combat units after another series of flights covering five
thousand miles! After refueling and arming, most of these
aircraft were rushed directly into front-line service within
hours of their arrival at operational airbases. Soviet aviation
historians have long recognized their contribution to the
ultimate victorious outcome of the USSR in the “Great Patri-
otic War.” Many pilots of P-39s even became aces while flying
against the German, Romanian, Bulgarian and Italian forces.

While the P-39 was establishing a distinguished combat



record over Russia, Bell engineers were hard at work devel-
oping the type in the hope of creating a fighter capable of
competing on favorable terms against the best aircraft the
Axis could produce. To that end the P-63 Kingcobra was
developed. With new wings, amore powerful version of the
Allison V-1710enginehaving atwo-stage turbo-supercharger
and many other aerodynamic refinements, the P-63 showed
great promise as an air-to-air weapon. Unfortunately for the
Bell company, it was late 1943 and the North American-
designed P-51 Mustang was emerging as an outstanding
bomber escort and the Republic P-47 Thunderbolt was being
increasingly used as a ground attack fighter-bomber. There-
fore, even though the P-63 was now acknowledged as a first-
rateairplane, it wasnot destined tosee serviceasa dogfighter.
[t too, was offered to the Soviets who eagerly accepted its
improved performance. Once again, the plane was pressed
into the ground attack role where it served with the same
distinction as its predecessor.

Another recipient of the P-63 was the Armee de I"Aire of
France. During the war, the Free French Air Force flew the
P-39 with great effectiveness in the Italian campaign. After
the war they received the Kingcobra for use in their colonies
scattered around the globe. The P-63C version of the Kingcobra
served faithfully alongside Grumman F8F Bearcats, and
Vought F4U/ AU Corsairs in Southeast Asia against the Viet
Minh and in Algeria against the national independence
movement, both until the late 1950s.

The P-63 also followed the P-39 into another specialized form
of military service; the aerial gunnery target aircraft. Whereas
the Airacobra was used to train bomber crews armed only with
cameras in place of their normal .50 cal machine guns, the RP-
63 was totally re-engineered to be attacked with frangible
projectiles fired from actual operational weapons. Allits exter-
nal aluminum skinningm was replaced with heavy-gauge,
armored panels and the back half of the cockpit canopy was
covered over with armor plate. Brightlights were positioned in
the spinner and on either side of the rear fuselage that lit up
when the aircraft was struck by one of the easily-shattered
bullets. Painted in bright color schemes, these “Flying Pinball
Machines,” as they quickly became known to the crews, proved
to be a highly effective means of training the pilots and defen-
sive gunners on B-17s and B-24s. Even with all the added armor
and frangible bullets, it must have taken a lot of courage for the
pilots of the RP-63s to press home “attacks” in a completely
unarmed plane against a combat box of 12 B-17s with at least
144 .50 cal machine guns blazing away at them—surely a
hazardous way to earn ones pay away from the front lines. In
any event I have not read of any fatalities incurred by RP-63
pilots as a direct result of this realistic training activity.

All this leads to a review of the newest kit of the P-63
Kingcobratoreach my workbench. Actually, thereare threekits;
the early P-63A, the late (French) P-63C and the RP-63C “Flying
Pinball” aerial target aircraft. They arein 1:72 and are produced
by a company that is new to me, Toko from the Ukraine. The

The sole prototype pf the P-83F featured a taller vertical tail for better control and an extended ventral fin.
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The USAAF used the P-83 in a training role; after the war,
scrapper’s torch.

three versions, all of which contain identical plastic parts,
have decals specific to the individual version indicated by
thebox art. Lest you think that the decals are the only means
by which Toko differentiates between the various versions,
set your mind at ease. On the sprues common to all three kits
are all the optional parts necessary to accurately portray any
of the versions represented on the individual box covers.
These include three different carburetor airscoop panels that
go behind the canopy; an optional canopy rear decking for
the RP version; two lower empenage types (with and without
ventral fin); underwing .50 cal MG tubs; and wing pylons for
the drop tanks. The large “pinball” light for the tip of the
spinner of the RP is even included as a clear part. Wow!

Now before any of you even start to think “revised
Aoshima?” put that sacrilege out of your minds. Fortunately,
there isn’t a single part that bears a remote resemblance to
anything in that 1960s abomination in polystyrene. The Toko
kitisas good as that kit wasbad. The parts are all wellmolded
in a soft, light gray plastic with no warping or flash. The
surface detail consists of very subdued, engraved panellines,
panel fasteners and even rivets. Whoa! Rivets you say? Hold
on a second. Don’t bail on me at this point. I'm not talking
1960s Revell rivets. No Airfix acne here! These rivets are as
closetoscaleasIhaveeverseenin1:72,and they’reengraved!
Not only that, but according to photos in the P-39 book
(which also includes the P-63) from the Squadron Signal
“Aircraft In Action” series, the rivets are actually in the right
places.

My first example is currently nearing completion of its
basic assembly. I am building it as either an early -A in
U.S.A.A.F. markings or as a Soviet bird. The only differences
will be the dorsal antenna/direction finder loop and the
decals. The fit has been good throughout with the exception
ata few minor points. The first problem occurs as a result of
the fit between the wheel well sides and the inner surface of
the upper wing halves. Apparently the tooling designer
didn’t take into account the thickness of the plastic in the
upper wing halves. This results in about a 1/32” when the
parts are brought together. It also means you have to thin
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most met tho fate of the exampie above and fell victim to the

down the wing trailing edges quite a bit. The nicely executed
detail for the gear bays is molded into the upper wing halves,
so don’t sand them down to achieve a better fit. Solve this
problem by carefully trimming down the top of the wheel well
walls until the wings go together. Take your time to prevent
removing too much material at this point as that could result
in a gap inside the wells. While in this area, preferably before
cementing the wing halves together, carefully cut out the
shape of the wheel well exterior skin to follow the shape of the
boxwallsinside. Idid onebefore and one after and I guarantee
that after is better. That will give you the correct look for the
gear bay openings on the P-63. The landing gear doors come

‘in sections for each wheel that must be cut apart before

mounting.

The next fit problem occurs around the leading edge wing
root air intakes. Toko provides a separate piece for this to
accurately represent the four separate openings located there.
That’s a good plan, considering how bad the Aoshima one
looked molded into the lower wing half. The fit is OK but
required a little bit of filler to smooth it in to the fuselage
contour. Also the boxed-in section behind the scoops didn't
align correctly. After assembling them and letting it dry over-
night, I simply trimmed away any bits that showed from the
front. The nose wheelbay and cockpit interior contain arts that
must be assembled before the fuselage halves can be joined.
These fit right in, although they were a little undersize on my
example. I trimmed away some of the sides of the armor plate
behind the pilot’s headrest so there would be some vision
through the rear canopy. The forward bulkhead of the cockpit
includes an adequate representation of the rudder pedals.
Above that, the instrument panel should be fitted after paint-
ing.It'smolded in clear plastic with nicely detailed instrument
faces, but no decal is provided to back it up. After these parts
areassembled on one of the fuselage halves, it's time to put the
halves together. (Don’t worry about installing the seat or stick
at this time; with its car-type doors, the Kingcobra’s cockpit is
among the easiest to access of all single-seat planes.) Also,
remember to add the appropriate amount of weight inside the
nose to enable the model to sit correctly on its tricycle landing







